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PUBLIC HEARING ON ROUTE 240 
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COMMISSIONER MC LAUGHLIN: Good morning, ladies 

and gentlemen. 

I am sorry that wo haven't enough seats for a l l 

of you inside. As I said previously, seats w i l l be pro

vided i n the corridor, and there i s amplification out thoro. 

I believe i t i s better for us to proceed here than to have 

a l l of us move across the street to the auditorium of the 

Commerce Department. 

This hearing has been called to obtain the views 

and opinions of persons and organisations on the location 

of IF. S. Highway No. 240 within the Northwest section of 

the D i s t r i c t of Columbia. The statements presented here 

w i l l be of considerable assistance to the Board of Com

missioners i n ascertaining which of the alternative loca

tions would best serve the public i n t e r e s t . 

The Federal Highway Act of 195G requires the hold

ing of public hearings on proposed federal-aid highway projects 

to be located within c i t i e s , towns, or v i l l a g e s . In compliance 

with the 1956 Act, a transcript of the record of the hearing 

w i l l be submitted to the Commissioner of Public Roads. 

Every e f f o r t has been made to advertise the time 

and place of the hearing. Public hearing notices were 

distributed to persons and organisations known to be i n t e r 

ested i n the location of u. s. Highway No. 240. Notice of 
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the hearing —- and inc i d e n t a l l y t h i s hearing w i l l have to 

bo conducted with s u f f i c i e n t order and decorum so as not 

to l e t our emotions carry us away too tauch; t h i s i s not a 

national p o l i t i c a l convention — and we w i l l t r y to got the 

Palisades people e a r l y i n the program i n case any of you 

are i n a hurry and want to get home — notice of the hearing 

was advertised i n The Evening Star and The Washington Daily 

News on November 25, 1957, The Washington Post and Times 

Earaid on November 26, 1957, and the D i s t r i c t of Columbia 

Register on December 2, 1937. 

A copy of the notice w i l l now be incorporated into 

the record of the hearing. 

(The notice referred to follows:) 

GOVERNMENT OF THE DISTRICT OF COLUMBIA 

EXECUTIVE OFFICES 

WASHINGTON 4, D. C. 

November 25, 1957 

NOTICE 

The Commissioners of tho D i s t r i c t of Columbia w i l l 

hold a Public Hearing i n the Board Room, Room 500, D i s t r i c t 

Building, 14th and E Streets, Northwest, on Monday, January 6, 

1958, at 10 A.M. to obtain the views and opinions of interested 

persons and organisations on the location of Interstate U.S. 

Highway 240 within the Northwest Section of the D i s t r i c t of 

Columbia. Location of the Public Hearing Room may be changed 



i f subsequent developments indicate that tho Board Room i s 

inadequate. 

The Public Hearing i s i n compliance with the 

provisions of the Federal Highway Act of 1956. 

Four (4) possible al t e r n a t i v e routes w i l l be under 

consideration at tho hearing, each of these a l t e r n a t i v e s 

having been given preliminary study by a consultant to the 

D i s t r i c t of Columbia Government, the Clnrkeson Engineering 

Company. The Clarkeson report i s dated June, 1957. 

The project involves a limited access expressway 

to be constructed to int e r s t a t e standards. The route w i l l 

be used by trucks, buses and passenger cars. 

The Department of Highways of the D i s t r i c t of 

Columbia has recommended to the Board of Commissioners a 

route designated as A-2 i n tho Clarkeson report. 

Route A-2 begins at the D i s t r i c t of Columbia-

Maryland l i n e between the Chesapeake and Ohio Canal and the 

tracks of the Baltimore and Ohio Railroad, The route i s 

divided into two roadways, one on the bluff between tho tracks 

and Potomac Avenue and the other at the bottom of the b l u f f 

along the Canal. The lov/er roadway meets Canal Road at Chain 

Bridge; the upper roadway remains on the bluff to Glover-

Archbold Park. From t h i s point, the westbound roadway would 

j o i n the Whitekurst Freeway; the four eastbound lanes would 

be located adjacent to the modified Whitehurst Freeway. Both 
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the westbound and eastbound lanes would be connected to 

the We3t Leg of the Inner Loop Freeway. 

In addition to the route recommended by the High

way Department, consideration w i l l bo given to the route 

recommended by the Clarkeson Engineering Company and to 

alte r n a t i v e routes approved by the National Capital Planning 

Commission. 

The Clarkeson Engineering Company recommended as 

i t s choice a route designated as "A" i n i t s report of July 3.0. 

Route A begins at the D i s t r i c t of Columbia-Maryland Line i n 

the same v i c i n i t y as Route A-2. From that point to the 

Glover-Archbold Park, Route A roughly p a r a l l e l s Route A-2 

except that a l l lanes of Route A would be on the b l u f f . From 

the Glover-Archbold Park to the West Leg of the Inner Loop 

Freeway, Route A would be i d e n t i c a l to Route A-2. 

At i t s meeting on June 18, 1957, the National 

Capital Planning Commission approved a committee report 

which recommended "that either Route C or Route D, sub

s t a n t i a l l y as set out i n the previous presentation of the 

Clarkeson Engineering Company, be approved as a Route for 

U. S. 240." 

Route C begins at the D i s t r i c t of Columbia-

Maryland Line near Wisconsin Avenue and generally 

follows the Wisconsin Avenue corridor to Tenley 

C i r c l e and then follows Glover-Archbold Park to 



meet Route A-2 l a the v i c i n i t y of Canal Road 

and thence along Route A-2 as above described. 

Route D follows the same beginning at the 

D i s t r i c t of Columbia-Maryland Line, then follows 

Glover-Archbold Fart to Whitehaven Parkway, thence 

e a s t e r l y through Dumbarton Oaks Park across Rock 

Creek Park and under Sheridan C i r c l e to connect 

with the West Leg of the Inner Loop Freeway. 

The Planning Commission has not completed i t s 

detailed plan i n furtherance of i t s June 18 action. 

Inclosure No. 1 indicates the general location of 

the four routes described i n t h i s notice and as proposed by 

the Clarkeson Engineering Company. I t i s to be noted, how

ever, that the National Capital Planning Commission has not 

f i n a l i z e d on the detailed location of i t s Route C or D and 

therefore i s not committed to the locations shown on 

Inclosure No. 1, for those two routes. 

Engineering and other related data as developed 

for the four routes by the Clarkeson Engineering Company are 

shown on Inclosure No. 2. I t i s to be noted, however, that 

the National Capital Planning Commission has not f i n a l i z e d 

on the d e t a i l s of i t s Route C or D and therefore i s not 

committed to the data shown on Inclosure No. 2 for those two 

routes. 

Detailed maps showing the location of the four 
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routes under consideration (except perhaps Routes C and D) 
w i l l be available i n Room 400 of the D i s t r i c t Building 

during normal working hours u n t i l completion of the hearing. 

Copies of the Clarkeson report w i l l also be available. A 

copy of the committee report of the National Capital Planning 

Commission on t h i s subject w i l l be s i m i l a r l y available. The 

public w i l l be permitted to study these data but removal c£ 

the reports and maps from the room w i l l not be permitted. 

Any further information needed may be obtained by 

application to the Department of Highways, D i s t r i c t Build

ing, Washington, D. C. Addresses are requested to com

municate the foregoing information to any persons known to 

be interested i n t h i s Highway improvement and who not being 

known to t h i s o f f i c e did not receive a copy of t h i s public 

notice. 

Individuals and representatives of organiza

tions intending to present a statement at the bearing are 

requested to furnish t h e i r names and addresses and telephone 

numbers to the Secretary, Board of Commissioners i n writing 

not l a t e r than the close of business on January 2, 1958, so 

that the name of each person intending to make a statement 

may be placed on ths l i s t of speakers. 

G. M. Thornett 

Secretary, Board of Commissioners, D. C. 

2 Inclosures. 
INSERT NO. I (Inclosure No. 1 follows:) 
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Inclosure No. 2 
COMPARATIVE VALUES OF THE ALTERNATE BOOTES 

ITEM ROUTE A ROUTE A-2 E0HTE * ROUTE D* 

Length, miles 4.57 4.57 5.65 5.28 
COST 

Construction 38,081,000 41,389,500 53,266,000 51,676,000 

Right of Way 6,696,000 5,600,500 6,344,000 11,982,000 

Total 44,777,000 46,990,000 59,610,000 63,658,000 

PROPERTY TAKINGS 

Dwellings 

Route 240-Main Line 120 43 74 118 
Inner Loop Connection 149 149 149 114 

Embassies or 
Chancelleries 0 0 0 

Commercial & Other 35 35 36 35 

Total 304 227 259 278 
SERVICE (1980) 

Number of vehicles 
served 146,500 146,500 164,500 161,600 

Number of vehicle 
miles per day 330,700 330,700 528,800 539,500 

* Detailed data not yet available for route approval by 

National Capital Planning Commission. 
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COMMISSIONER MC LAUGHLIN: The project involves 

the construction of a limited access freeway as a segment 

of the National System of Interstate and Defense Highways. 

A representative of the Department of Highways w i l l explain 

the federal standards required for the design and construction 

of such projects. He w i l l then describe the various locations 

presently under consideration i n tho Northwest section of 

the c i t y . 

Persons who have expressed t h e i r intention of 

presenting statements w i l l be cal l e d i n the following order: 

representatives of government agencies, representatives of 

organizations and associations, and individuals. Thereafter, 

persons desiring to present a statement, who have not hereto

fore expressed t h e i r intention to do so, w i l l be recognized. 

I would l i k e now to c a l l on the Director of the 

Department of Highways, Mr. Robertson. 

STATEMENT OF J . N. ROBERTSON, DIRECTOR, 

DEPARTMENT OF HIGHWAYS, DISTRICT OF COLUMBIA. 

MR. ROBERTSON: Ladies and gentlemen, t h i s morning 

f i r s t the Department of Highways w i l l have Mr. Brinkley, the 

Planning Engineer of our Department, describe the four routes 

that were studied by the Clarkeson Engineering Company of 

Boston. After he has completed h i s description of the four 

routes, I w i l l again come to the mike and give my recommenda

ti o n as to why I recommended to the Commissioners A-2, which 

i s along tho Potomac River from the D i s t r i c t l i n e . 
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STATEMENT OF D, S, BRINKLEY, PLANNING 

ENGINEER, DEPARTMENT OF HIGHWAYS. 

MRC BRINKLEY: Good morning,Mr, Chairman and 

ladies and gentlemen. I am Douglas Brinkley, Planning 

Engineer for the Department of Highways Before pro

ceeding with a detailed description of the routes under 

consideration, a br i e f word of explanation i s i n order. 

F i r s t , on the concept of the Int e r s t a t e Highway system., 

The "national system of Int e r s t a t e and Defense 

highways" i s a road network of 41,000 miles across the 

nation connecting the principal c i t i e s and providing a 

transportation service of the highest type knov/n to man. 

This i s a system for which the Congress, i n 1956, passed 

.the financing measures whereby 90% of the cost w i l l be 

paid by federal funds and 10% by state funds. Within 

the D i s t r i c t of Columbia, there are approximately 28.5 

miles of i n t e r s t a t e highways, indicated on the map to the 

l e f t . The portion we w i l l discuss t h i s morning i s a 

connection between the west leg of the inner-loop free

way and the D i s t r i c t of Columbia-Maryland l i n e , 

The applicable statutes provide for develop

ment of the in t e r s t a t e system to geometric and construc

tion standards approved by the secretary of Commerce i n 

cooperation with the State Highway departments that are 

adequate to accommodate the type and volume of t r a f f i c 
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expected to use such a system as forecast for at least 

the year 1975, and the standards adopted s h a l l be uni

formly applied i n a l l s t a tes. 

The adopted standards provide for the construc

tion of a freeway having divided roadways with f u l l 

control of access. Control of access i s one of the most 

important requirements of the standards. Access w i l l be 

controlled by acquiring access rights outright prior to 

construction or by the construction of frontage roads, 

or by a combination of the two. 

A l l at-grade intersections of public highways 

w i l l be eliminated by means of bridges carrying the road

way of one over the other or the connecting road termin

ated, rerouted, or intercepted by frontage roads except 

as t r a f f i c may eater or leave the through roadways by 

merging or diverging lanes. 

The design speed for through roadways within 

urban areas s h a l l be at least 50 miles per hour. 

Gradients on a l l through roadways w i l l gener

a l l y not exceed three percent. 

T r a f f i c lanes w i l l not be l e s s than 12 feet i n 

width. 

Shoulders usable i n a l l weather w i l l be pro

vided on the right side of t r a f f i c lanes, with usable 

width of 10 feet or more. 



Every feature of design, including control of 

access, i s being incorporated i n the development of the 

system to insure safety, permanence, and u t i l i t y , , This 

f a c i l i t y w i l l provide service for a l l types and classes 

of motor vehicles. 

There are four alternative routes under consid

eration at afchis hearing, each of which has been given 

study by a consultant to the D i s t r i c t of Columbia Govern

ment, the Clarkeson Engineering Company of Boston, 

Massachusetts,, The Clarkeson report i s dated June, 1957. 

The four routes are designated as "A", "A2", "C" and "0". 

Route "A" has been recommended by the Clarkeson Engineer

ing firm. Route "A2" has been recommended by the Depart

ment of Highways. Either route "C" or "D" has been recom

mended by the National Capital Planning Commission* And 

as 1 describe each route, i t w i l l be traced on Map Number 

1, the interstate system: 

On the f i r s t exhibit you w i l l see the approved 

intersate system for the metropolitan area of the D i s t r i c t 

of Columbia. Although a connection between the west leg 

of the inner-loop freeway i n the D i s t r i c t of Columbia and 

route 240 i n Maryland, along the bank of the Pptomac 

r i v e r , was part of the i n i t i a l system approval, i t was 

understood that a detailed engineering study would be 

made of the area before a d e f i n i t e decision was made with 
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respect to i t s exact location. For that reason you see 

a l i n e with arrow heads indicating that the f i n a l selec

tion of alignment i s s t i l l pending. We w i l l now place 

an overlay on that problem area map. The overlay sheet 

shows the four routes, studied by the consultant, within 

the D i s t r i c t of Columbia, and their r e l a t i o n to the r e 

maining portions of the inte r s t a t e system. You w i l l 

notice that a gap s t i l l remains between the D i s t r i c t l i n e 

and route 240 i n Maryland. After a route selection i s 

made i n the D i s t r i c t , the Maryland State Roads Commission 

w i l l complete i t s studies that w i l l determine the manner 

i n which the route w i l l be projected through that state. 

On the center map, high on the table, we go 

to a description of the four routes under consideration 

here t h i s morning. 

Route "A", r i v e r side location recommended by 

the Clarkeson Engineering Company, has i t s beginning at 

the D i s t r i c t l i u e between the Chesapeake & Ohio canal 

and the f r e i g h t - l i n e track of the Baltimore Ohio r a i l 

road, passing under the track and following generally 

along the soutli side of Sherrier Place northwest to 

Arizona Avenue. At two locations (Newark Street and 

Macomb Street) the through route w i l l pass beneath 

these street;., to provide access to the r e s i d e n t i a l 

property remaining on the r i v e r side of the expressway. 



Upon reaching Arizona Avenue, provision i s made 

for an interchange with a proposed Potomac r i v e r bridge 

serving V i r g i n i a t r a f f i c . The route continues eastward 

on the northerly side of the Palisades Playground, u t i l 

i z i n g the present right-of-way of the D. C. Transit 

Company and bends s l i g h t l y toward the r i v e r where, at 

Nebraska Avenue, i t p a r a l l e l s Canal Road. I t continues 

eastward, s t i l l using, i n part, the D. C. Transit Company 

right-of-way, passes the Georgetown reservoir i n the area 

between the reservoir and Canal Road. 

As i t approaches Foxhall Road the route bends 

away from the z'iver and crosses Foxhall Road jus t south 

of the intersection of McArthur Boulevard providing for 

an interchange with the proposed Glover-Archbold Parkway. 

Opposite the entrance to the Georgetown 

University gymnasium, the route crosses Canal Road and 

the Chesapeake and Ohio Canal with the inbound roadway 

entering a structure over the waters of the Potomac r i v e r 

and passing under the f i r s t water span of Key Bridge, 

coming back on the shore to an elevatqd structure similar 

i n width and design to the ex i s t i n g Whitehurst Freeway 

and thence to connect with tho west leg of the Inner-

Loop Freeway j u s t west of Washington C i r c l e . 

The Whitehurst Freeway w i l l serve as the out

bound roadway. The number of t r a f f i c lanes on t h i s route 
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are as follows: 

From the D i s t r i c t l i n e to Arizona Avenue -

a four-lane divided highway; from Arizona Avenue to the 

Glover-Archbold Parkway - a s i x lane divided highway; 

and from the Glover-Archbold Parkway to the west leg 

of the Inner-loop Freeway - an eight-lane divided 

highway. 

Route "A2", also a r i v e r side location, i s 

recommended by the Department of Highways. I t has i t s 

beginning at the same point on the D i s t r i c t l i n e as 

route "A" except that the roadways are separated to a 

greater extent. I n general the outbound roadway i s at 

a higher elevation than the inbound roadway. The f i r s t 

about p a r a l l e l to and on the r i v e r side of Potomac 

Avenue to the v i c i n i t y of Arizona Avenue, and the l a t t e r 

on a lower l e v e l using present Canal Road almost to the 

Glover-Archbold Parkway. This route does not separate 

r e s i d e n t i a l areas and traverses the r i v e r side of the 

Palisades Playground. 

From the Glover-Archbold Parkway to the Inner-

Loop Freeway the alignment and design are the same as i n 

route "A". The required number of t r a f f i c lanes are 

also the 3ame as i n route "A". 

Route "C" i s the Wisconsin Avenue - Glover-

Archbold route and begins at the D i s t r i c t l i n e to the 
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north and east of Wisconsin Avenue. I t t r a v e l s diagon

a l l y from the intersection of Western Avenue and L i v i n g 

ston Street, crossing 42nd Street, and 41st Street, 

through the westerly part of Fort Reno and down 40th 

Street between the WTOP Broadcast House and the Woodrow 

Wilson High School, under Tenley C i r c l e and into the 

north end of the Glover-Archbold Park. 

Following the Park v a l l e y , passing beneath 

Massachusetts Avenue, Cathedral Avenue, Nov; Mexico'Avenue 

and Reservoir Road. I t connects with the Canal Road area 

at the r i v e r and the plan from that point to the west leg 

of the Inner-Loop Freeway i s the same as that previously 

described for routes "A" and "A2". 

The number of lanes required to serve the 

assigned t r a f f i c volumes are: From the D i s t r i c t l i n e 

to the north end of the Glover-Archbold Park (Van Ness 

Street) - a six- l a n e divided highway and from that point 

to the west leg of the Inner-Loop Freeway - an eight-lane 

divided highway. 

I n addition, because of an extended length 

of continuous three percent grade through the Glover-

Archbold Park, a climbing lane for slow movicg t r a f f i c 

would have to be added to the outbound roadway, making 

a t o t a l of nine lanes at ce r t a i n locations within the 

parkland. 
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This route, or the a l t e r n a t i v e route "0" that 

follows, have been recommended by the National Capital 

Planning Commission. 

Route "D" begins at the same location on the 

D i s t r i c t l i n e as route "C", follows the same alignment 

down through the Glover-Archbold Park to the Whitehaven 

Parkway which i s a point j u s t north of Reservoir Road. 

Here, instead of continuing down the park to Canal Road, 

the route curves sharply eastward through Whitehaven 

Parkway, underpassing Wisconsin Avenue, t r a v e l s through 

Dumbarton Oaks Park and joins Rock Creek Park and Potomac 

Parkway, p a r a l l e l i n g Massachusetts Avenue for a short 

distance. I t then leaves Rock Creek Park, curves under 

Sheridan C i r c l e and connects with the west leg of the 

Inner-Loop Freeway j u s t north of Massachusetts Avenue 

and 21st Street. 

The number of t r a f f i c lanes required are the 

same as i n route "C"; that i s : A six-lane divided 

highway from the D i s t r i c t l i n e to Van Ness Street and 

an eight-lane divided highway for the remainder of the 

distance. 

Moving to the next chart on the r i g h t , compara

t i v e values of the alternate routes, we have shown here 

a tabulation of the right-of-way and construction costs. 

Your attention i s now directed to the chart 
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where we have shown the right-of-way and construction 

costs of the several routes, together with the length of 

each; t h e i r e f f e c t on property; and the number of vehicles 

each route i s expected to carry daily i n the year 1980. 

Running b r i e f l y down each route, route "A", 

the length i s 4.57 miles. The t o t a l cost i s j u s t under 

$45,000,000. The t o t a l number of properties taken would 

be 304. And the service to vehicles i n the year 1980, 

averaging daily t r i p s , 146,500. 

Route "A2", the length i s the same. The cost 

i s about $3,000,000 higher. The t o t a l number of proper

t i e s , 227. And the same number of vehicles served. 

Route "C" i s s l i g h t l y longer, 5.65 miles. I t s 

t o t a l cost w i l l be j u s t under $60,000,000. The properties 

taken number 259. And the vehicle ser v i c e , 164,500. 

On the f i n a l route, route "0", 5.28 miles loug, 

j u s t over 63-1/2 mi l l i o n d o l l a r s , with 278 properties 

taken, and the vehicles serviced 131,600. 

I would c a l l your attention to routes "A" and 

"A2". The private property dwellings i n the Palisades 

Park area on the b l u f f s of the Palisades at the west of 

Arizona Avenue, route MA" would take 120 houses; route 

"A2", only 43. 

Because of the importance of t r a f f i c considera

tions i n the selection of new highways, i t seems appropriate 
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that the further remarks be devoted to t h i s element of 

the study. 

Referring back to the large scale maps which 

show the several routes contained i n the Clarkeson 

Engineering Report, you w i l l note that we have included 

figures representing average daily t r a f f i c volumes for 

the year 1980. They are pasted on s l i p s of paper i n 

various colors — pink, yellow, and blue. 

These volumes dictated the design required for the 

In t e r s t a t e Highway system. From the design, accurate 

cost estimates were compiled and submitted to the Bureau 

of Public Roads, who i n turn w i l l submit them to t h i s 

session of Congress i n support of the program. 

The following i s an extract from the guides set 

up for establishing the proper design of intersgate 

routes, and I quote: " I t w i l l not always be practicable 

to develop an int e r s t a t e system highway to accommodate a l l 

t r a f f i c which could be added up i n a t r a f f i c corridor. 

I n many cases, p a r t i c u l a r l y r a d i a l highways into urban 

areas, a single i n t e r s t a t e highway may a t t r a c t and generate 

more t r a f f i c by 1975 than i t s p r a c t i c a l capacity, even 

though i t i s designed with what i s considered to be the 

p r a c t i c a l and economical maximum number of lanes for that 

location. Additional corridor capacity for primarily 

l o c a l t r a f f i c movements should be provided by streets or 
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highways other than that of the in t e r s t a t e system." 

I n e f f e c t , t h i s statement means that v/e should 

choose a plan which represents the best o v e r a l l balance 

of t r a f f i c on the proposed and ex i s t i n g highway network. 

I f further means that the proper route through an i n t e r 

state corridor i s not necessarily the route which w i l l 

a t t r a c t the greatest number of vehicles. 

Two of the routes under discussion here today, 

those designated as "C" and "D", f a l l into that category. 

As indicated previously, the section of route 

"C" between Key Bridge and the Inner-Loop Freeway, has an 

assignment of 152,000 vehicles per day. This indicates 

a peak hour volume of over 9000 vehicles i n one direction. 

Since the capacity range for an eight-lane divided freeway 

i s 6000 to 7000 vehicles per hour i n one direction, i t i s 

readil y apparent that t h i s section of route "C" would have 

a demand approximately 50 percent greater than the maximum 

f a c i l i t y we could provide. 

S i m i l a r l y , route "D" has a demand for service 

for 170,000 vehicles d a i l y for that section along the 

Whitehaven Parkway. I n terms of peak hour volume, t h i s 

means 10,200 vehicles i n one direction, or an overload 

of the f a c i l i t y of about 60 percent. 

The two r i v e r routes, "A" and "A2", each 

represent i d e n t i c a l t r a f f i c service for the inte r s t a t e 



route. At their point of highest t r a f f i c volume, be

tween Key Bridge ana the Inner-Loop Freeway, the t r a f f i c 

desaand i s for 114,000 daily vehicles, or 5,800 vehicles 

i n the peak direction of flow. This volume i s within 

the required design c r i t e r i a and indicates that either 

of these routes would function properly as the int e r s t a t e 

connection. They would also be i n accord with the prev

iously stated i n t e r s t a t e policy which states that much 

of the l o c a l t r a f f i c , i n and adjacent to large urban areas, 

nmst of necessity use s t r e e t s and highways other than the 

inte r s t a t e system. 

I n the f i n a l selection of a route by the Depart

ment of Highways, these factors were considered to be of 

tho utmost importance. They show that the best balanced 

use of our e x i s t i n g and proposed highway network i s ob

tained by constructing a route along the r i v e r . By using 

such a route, i n combination with a four-lane parkway 

through the Glover-Archbold Park, enough r e l i e f i s afforded 

the e x i s t i n g street system..to absorb that Maryland t r a f f i c 

which tends to overload the "C" and "0" routes. 

Mr. Chairman, that concludes ay remarks. 

COMMISSIONER MC LAUGHLIN: Thank you, Mr, 

Brinkley. 

Mr. Robertson? 
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STATEMENT OF J , K. ROBERTSON 

DIRECTOR, DEPARTMENT OF HIGHWAYS, 0. C. (resumed) 

MR. RODERTSON: Mr. President, ladies and 

gentlemen: After exhaustive hearings, the Congress en

acted the Pederal Aid Highway Act of 1856. The fiot recog

nizes that i t i s e s s e n t i a l to the national interest to 

provide for the early completion of the Inte r s t a t e System, 

including extensions through urban areas. This places a 

res p o n s i b i l i t y upon the Department of Highways of the 

D i s t r i c t of Columbia to find a location for a properly 

designed freeway i n northwest Washington between the 

Maryland-D.C. Line and the Inner Loop. The location must 

give due recognition to engineering, economic and aesthetic 

factors. 

While a crossing of the Potomac River i n the 
b 

Chain Bridge area i s not a part of the Int e r s t a t e System, 

good planning requires that proper attention be given to 

the t r a f f i c demands between Washington and Virginia i n 

that area. Population estimates for the Metropolitan 

Area serve as a basis for estimating the t r a f f i c volumes 

and a bridge i n the Arizona Avenue area with properly 

designed approaches w i l l have to be b u i l t regardless of 

the location selected for the Int e r s t a t e System. Six 

lanes w i l l have to be provided from the Arizona Avenue 

bridgehead to the Glover-Archbold Parkway and eight lanes 
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from the Glover-Archbold Farkv/ay to the lunar Loop. I 

want to further emphasize that the cost of building t h i s 

bridge i s not i n any way tied i n to the cost of building 

the connection to Route 240. This bridge i s a f a c i l i t y 

that w i l l serve 32,000 cars per day i n 1980 that w i l l be 

going to and from V i r g i n i a . 

The cost of constructing Route A-2 i s s l i g h t l y 

higher than the cost of constructing Route A, However, 

the Department of Highways i s recommending Route A-2 

because: 

(1) I t w i l l not bisect the community or 

Palisades Park, but w i l l be on the r i v e r side of same. 

I t i s , therefore, the le a s t destructive to private 

property and the least disruptive to established neighbor 

hoods. This i s borne out by the chart showing the com

parison of the number of private properties affected, 

Route A-2 a f f e c t s only one-third of the number of houses 

or properties v/hich would be affected by Souto A i n the 

Palisades area. 

(2) Route A-2, together v/ith the construction 

of the Glover-Archbold f a c i l i t y as a four-lane Parkway, 

w i l l offer the best balance i n t r a f f i c service to the 

areas involved. 

(3) Because of the t e r r a i n , i t i s f e l t that 

there i s l e s s opportunity to adequately develop the Park 
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f a c i l i t i e s . We have determined from plans submitted 

to us that Route A-2 i s at approximately the same location 

as the four-lane read proposed by the Park Service and the 

encroachment on t h i s Palisades area i s v i r t u a l l y the same. 

(4) The selection of Route A-2 would provide 

a beaut i f u l l y dignified entrance to the Nation's Capital. 

I don"t believe any other entrance to Washington v/culd 

have a comparable aesthetic appeal. 

(5) Route A-2 v / i l l cost thirteen million dollars 

l e s s than the least expensive route i n the Wisconsin 

Avenue corridor. 

(6) I t i s expected that various proposals w i l l 

be transmitted during the course of these hearings, em

bodying minor and i n some cases major rev i s i o n s , or per

haps e n t i r e l y new alternates for the I n t e r s t a t e System i n 

Northwest Washington. A l l of such proposals v/hich have 

credible merit w i l l be c a r e f u l l y studied on engineering, 

economic, aesthetic and general service principles to 

the end that the best possible solution can be found i n 

the int e r e s t of everyone. I t i s ray understanding that 

one group at the s t a f f l e v e l has prepared an alternate, 

embodying a l i n e which would connect the Inner Loop at 

about 21st Street and Massachusetts Avenue by a tunnel 

to Rock Creek Park, thence, over a structure and grade 

up Normanstone Drive to a point j u s t east of 34th 
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Street, K.W. where the l i n e would agaiu eater a tunnel 

passing under Massachusetts and Wisconsin Avenues and 

other s t r e e t s and private property to Glover-Archbold 

Parkway i n the v i c i n i t y of Macomb Street. 

I t i s not known at t h i s time whether borings 

have been made and s o i l conditions studied to such an 

extent as to permit the development of a reasonably 

sound estimate. I t has been suggested that such a l i n e 

might require the construction of two sections of tunnel, 

one about one mile i n length and the other approximately 

one-half mile long, plus the bridge across Rock Creek 

Park and the normal type of construction up Normaustone 

Drive, T r a f f i c assignments to such a l i n e would require 

not l e s s than three lanes i n the eastbound roadway and 

four lanes i n the westbound roadway. The additional lane 

i n the westbound roadway i s required because of the length 

of adverse three percent and v i r t u a l l y two percent grades 

and hence t h i s climbing lane i s needed so that the heavier 

vehicles w i l l not unduly retard the movement of passeuger 

cars. 

On the basis of the limited information at hand, 

i t i s estimated that such an alternate from the Inner 

Loop to the D i s t r i c t of Columbia-Maryland Line would 

cost about $110,000,000. This cost i s more than double 

the estimated cost of Route A-2. 
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For these reasons, the Department of Highways 

recommends the construction of Route A-2 as the Interstate 

connection between Maryland and the West Leg of the Inner 

Loop Freeway. 

COMMISSIONER MC LAUGBLIN: Do you have any 

questions? 

COLONEL WELLING: I have none. 

COMMISSIONER MC LAUGBLIN: Do you have any 

questions? 

COMMISSIONER KARRICK: I have none. 

COMMISSIONER MC LAUGBLIN: Thank you very much, 

Mr. Robertson. 

The National Capital Planning Commission, 

represented by Claude W. Owen, Acting Chairman. 

With him w i l l be John Nolea, J r . , Director of 

the National Capital Planning Commission, and Robert 

Keith, T r a f f i c Planning Engineer. 
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STATEMENT OF CLAUDE W. OWEN, ACTING CHAIRMAN, 

NATIONAL CAPITAL PLANNING COMMISSION, ACCOMPANIED 

BY JOHN NOLEN, JR., DIRECTOR, AND ROBERT KEITH, 

TRAFFIC PLANNING ENGINEER. 

MR. OWEN: Mr. Chairman, gentlemen of the 

Commission, Ladies and gentlemen: 

The Planning Commission r e a l i z e s f u l l y , as 

everyone does, the very controversial nature of the 

matter under discussion. We know that, however, t h i s 

route into Washington w i l l be determined, that i t i s 

going to adversely a f f e c t somebody's property. For 

that reason the Staff of the Planning Commission and 

the Commission i t s e l f has given a great deal of very 

careful study and consideration to the questions i n 

volved. 

In May of 1957 the matter was referred to a 

committee of the Planning Commission, of which I was 

Chairman. This i s referred to as the Commission's 

inner-loop committee because t h i s must connect with the 

inner loop somewhere. 

I have before me the report of that committee 

of the Planning Commission which was approved i n June — 

June 18, 1957, by the Planning Commission. The report, 

as i t w i l l show, approved routes "C" or "D", down through 

the Glover-Archbold Parkway as indicated on the map on 
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the table. T h i s was not a unanimous report. I t was 

a majority report which was signed by myself as Chair

man, and Mr. Thompson, representing the National Park 

Service, and Mr. Peters, representing the Commissioner 

of Public Vehicles. 

There was a minority report which was signed 

by General Lane, Engineer Commissioner for the D i s t r i c t 

of Columbia, and Mr. H. J . Spelman, representing the 

Commissioner of Public Roads. 

I would l i k e to read that report. 

COMMISSIONER MC LAUGBLIN: Row long i s the 

report? 

MR. OWEN: Two pages. 

The Commission's Inner Loop Committee, at the 

March 1957 meeting of the National Capital Planning 

Commission, was directed to study the proposed locations 

for I n t e r s t a t e Route 240 i n the D i s t r i c t of Columbia 

as submitted by the Clarkeson Engineering Company, 

consultants to the D i s t r i c t of Columbia Highway Depart

ment as we l l as other information as may be availabl e . 

A f t e r several meetings of the Inner Loop 

Committee, the following action was taken on May 22, 1957 

"That the Committee recommend that the route 

along the northeast side of the Potomac River i n the 

D i s t r i c t of Columbia should be developed as a parkway 
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as heretofore proposed i n hansoay with and s i m i l a r i n 

character to the George Washington Memorial Parkway 

along other stretches of the Potomac Ei v e r . 

"That the Committee recommend that either 

Route C or Route E, which l a t e r became Route D, sub

s t a n t i a l l y as set out i n the previous presentation of 

the Clarkeson Engineering Company, be approved as a 

route for US 240." 

Approved: Claude W. Owen, Chairman. 

Harry T. Thompson, representing Conrad L, 

Wirth, National Park Service. 

Charles A. Peters, representing F. Moraa 

McConihe, Commissioner of Public Buildings. 

Dissenting: B r i g . Gen. T. A. Lane, Engineer 

Commissioner, D i s t r i c t of Columbia. 

H. J.. Spelman, representing Commissioner of 

Public Roads. 

The Committee i n i t s deliberations f e l t that 

since the Clarkeson Engineering Company had determined 

that two expressways w i l l be x*equired to serve the 

t r a f f i c needs i n the Northwest sector of the c i t y by 

1980, i t would be l o g i c a l to plan for two such routes 

now by using the already planned and p a r t i a l l y financed 

George Washington Memorial Parkway i n Maryland and i t s 

parkway extension —• through Palisades Park i n the D i s t r i c t 
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fox* passenger t r a f f i c . Such t r a f f i c constitutes ninety 

percent of the contemplated Route 240 t r a f f i c . 

The second expressway would be Route 240, 

located within tho Glover-Archbold - Wisconsin Avenue 

corridor. This centrally-located route would not only 

provide t r a f f i c service for the primary r e s i d e n t i a l 

and commercial concentrations i n the Northwest portion 

of the c i t y and i n Maryland but could also provide the 

opportunity for a c e n t r a l l y located t r a n s i t f a c i l i t y , 

which the Potomac River Route could not do because of i 

peripheral location i n respect to these r e s i d e n t i a l 

and commercial areas. 

Land-use-wise tho Parkway along the Potomac 

River both i n the D i s t r i c t and i n Maryland w i l l make 

the scenic beauty of the Potomac Valley available to 

many and tend to enhance the predominant low-density 

r e s i d e n t i a l developments i n i t s v i c i n i t y much tho same 

way as the Mt. Vernon Memorial Parkway below Alexandria 

i n the F t . Foote area. S i m i l a r i l y , Route 240 express

way located i n the Wisconsin Avenue Corridor w i l l lend 

i t s e l f to the more densely populated areas and provide 

a coBimercial access to the many r e t a i l and service estab 

lishments along i t s route. 

Opposition has been expressed to the Potomac 

River location for Route 249, by petition and at public 
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hearings before Congress, based primarily on i t s disrup

t i v e effect upon r e s i d e n t i a l neighborhoods and Potomac 

Valley Scenic resources, whereas a location for Route 

240 i n the Wisconsin Avenue Corridor i s feasibl e and 

would be l e s s disruptive of e x i s t i n g land uses since 

i t could be located i n a t r a n s i t i o n a l area between 

commercial and r e s i d e n t i a l areas. 

I t i s evident from the t r a f f i c data presented 

by the Clarkeson Engineering Company that an i n t e r i o r 

route such as C or 0 would provide v a s t l y superior 

t r a f f i c s ervice. According to t h e i r 19S0 t r a f f i c 

estimates 70,000 vehicles — requiring s i x lanes — 

would use Route C or D at the D i s t r i c t l i n e during a 

24-hour period, whereas Route A. the Potomac River Route, 

would a t t r a c t 32,000 — requiring four lanes — for the 

same period. Besides tho fact that more vehicles w i l l 

use an i n t e r i o r route, the cost per land would be 

lower, the benefits to motorists would be greater, and 

r e l i e f to l o c a l a r t e r i e s such as Connecticut, Wisconsin, 

and Massachusetts Avenues would also be much greater 

since Route C or D would accommodate 38,000 more vehicles 

at the D i s t r i c t l i n e than Route A which would leave t h i s 

t r a f f i c to be distributed on the preceding avenues. 

The Clarkeson Engineering Company has mentioned 

two conditions which had a large bearing on t h e i r 
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decision to make Route A t h e i r f i r s t choice and Route C 

t h e i r second choice for Route 240. The tWO conditions 

are (1) that Maryland preferred the River Route, and 

(2) the Glover-Archbold Parkway would not be available 

f o r highway purposes. 

A meeting was hold at the Maryland State Roads 

Commission i n Baltimore on May 21, 1957, with representa

t i v e s from the Montgomery and Prince Georges County 

governing bodies and the Maryland-National Capital Pari 

and Planning Commission. At t h i s meeting, i t was voted 

unanimously that Route 240 should not come down the 

Potomac River Valley but a route further north would 

be preferred. 

I t i s also a fact that a 100-foot roadway for 

highway purposes e x i s t s i n the Glover-Archbold Parkway 

which could be u t i l i z e d with minor additions for Route 

240. 

The Wisconsin Avenue Corridor location f o r 

Route 240 as proposed by t h i s Committee has been coordi

nated with the Maryland-National Capital Park and 

Planning Commission S t a f f who have indicated that such 

a location i n the D i s t r i c t can be joined to either a 

River Road or Wisconsin Avenue corridor location i n 

Maryland. These two general locations are now under 

study by the s t a f f of the Maryland-National Capital 
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Park and Planning Commission. 

That i s tho ond of the Eiajority report. There 

i s a minority report which has been f i l e d with you with 

the majority report. Some statements i n that minority 

report which are not sustained by evidence today because 

of changed conditions and those inaccuracies i n the 

minority report w i l l be pointed out by Mr, Nolen i n a 

few minutes. 

The following i s the minority report on 

locations for I n t e r s t a t e Route 240: 

The undersigned members of the committee 

appointed by the NCPC to study the connection between 

Route 240 i n Maryland and the Inner Loop i n the D i s t r i c t 

of Columbia hereby submit t h i s minority report on the 

findings of the committee. The report i s presented i n 

opposition to the majority report of the other three 

members of the committee a f t e r c a r e f u l consideration of 

the following four questions which are basic to the 

location of t h i s I n t e r s t a t e Route. T h i s report i s being 

prepared without having seen any approved version of 

the majority report. 

Overall Planning Considerations: 

F i r s t of a l l the basic requirement of t h i s 

route as prescribed i n the Federal Aid Highway Act of 

1956 i s that t h i s f a c i l i t y s h a l l be a f u l l freeway with 
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f u l l control of access, b u i l t to I n t e r s t a t e standards as 

adopted i n J u l y 1957, and be capable of handling the 

t r a f f i c estimated for the route i n the year 1975. This 

means among other things that trucks must be allowed 

on the Route. I t also means that the 1975 t r a f f i c 

demand i s going to require s i s to eight-lane sections 

on some portions of the route. The impact of these 

requirements on the routes studied by the Clarkeson 

Engineering Company, which pass through Glover-Archbold 

Parkway, Whitehaven Parkway, and Rock Creek Park have 

not been adequately studied by t h i s Commission or i t s 

committee. Such study should not be made u n t i l the 

Clarkeson Engineering Company has made i t s f i n a l report 

and a l l of the f a c t s are a v a i l a b l e . A route along the 

Potomac River as recommended by the Clarkeson firm i n 

i t s preliminary findings appears to have the le a s t impact 

at the present time. 

No s t a f f report or basis was presented to the 

f u l l committee on which action taken by the majority of 

the committee could be j u s t i f i e d . 

Connection with the State of Maryland: 

The Department of Highways has a l e t t e r from 

a representative of the Maryland State Roads Commission 

which states that a connection to the D i s t r i c t of Columbia 

portion of t h i s route at a point close to the Potomac 
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River i s desirable. The Maryland State Roads Commission 

has never Changed t h e i r position on t h i s point. That 

group, although considering alternate routes further 

inland i n Maryland, have s t i l l maintained firmly to the 

Department of Highways that they prefer to meet the 

D i s t r i c t of Columbia In t e r s t a t e connection at the same 

point on the D i s t r i c t l i n e as preferred i n i t i a l l y . T his 

consideration of the Maryland connection i s s t i l l a 

paramount one i n establishing the location of the D i s t r i c t 

of Columbia portion of the route. 

Plans and Agreements of the National Park Service 

i n preliminary contacts with the National Park 

Service, i t was found that there are no e x i s t i n g plaxis 

of that agency to build a parkway along the Potomac 

River i n the D i s t r i c t of Columbia. Further, the National 

Park Service o r i g i n a l l y indicated that t h e i r needs would 

be adequately served by connecting the Maryland portion 

of the George Washington Memorial Parkway with the D i s t r i c t 

of Columbia portion of the I n t e r s t a t e connection to 

Route 240. This then would presume that there i s no 

c o n f l i c t with the Park Service Plans f o r a route along 

the Potomac River, 

As for the other routes suggested by the 

Clarkeson firm, there i s a d e f i n i t e agreement between 

the National Park Service and the D i s t r i c t of Columbia 
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for a four-lane parkway through tho Glover-Archbold 

Parkway which would prohibit trucks. 

The above considerations are a l l i n c o n f l i c t 

with the majority report of t h i s committee. 

The Clarkeson Engineering Study: 

We are of the opinion that any d e f i n i t i v e 

action at t h i s time i s premature and may re s u l t i n a 

serious mistake being made by the Commission. Our 

recommendation to the Subcommittee was to await a report 

on t h i s project currently being prepared by the Clarkeson 

Engineering Company before reaching a decision. The 

report w i l l contain f u l l information on the several 

routes studied and w i l l present a true and accurate 

comparison of these routes so they could be thoroughly 

and i m p a r t i a l l y evaluated. Much of the data considered 

by the Subcommittee leading to t h e i r support of the 

Glover-Archbold Parkway alignment i s drawn from the 

memories of the members of information contained i n 

preliminary reports submitted by representatives of 

the Clarkeson Engineering Company i n the early stages 

of t h e i r investigations. Many d e t a i l s have since been 

changed and new controlling factors introduced into 

the picture. 

Some delays have been encountered i n getting 

the Clarkeson report printed. However, i t i s now expected 
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that the report w i l l be available by J u l y 15, 1957. 

Copies of the report w i l l be furnished the NCPC as 

soon as possible. 

i n view of these very compelling reasons, we 

strongly urge that the NCPC r e j e c t the majority report 

and send i t back to the Subcommittee with a d i r e c t i v e 

to present a new decision at the next Commission meeting 

based upon a f u l l study of the completed report of the 

Clarkeson Engineering Company. 

This i s signed by H. J . Spelman, Bureau of 

Public Roads, and T. A. Lane, Engineer Commissioner, 

D i s t r i c t of Columbia. 

I am appearing here as the Vice Chairman of 

the Commission. The Chairman, Mr. Bartholomew, w i l l 

be out of town for three weeks and asked me to appear 

i n h i s place. I have a memorandum prepared by him i n 

December, which X would l i k e to read. I t i s only a 

few pages. I would l i k e to leave h i s thoughts with 

you. 

I t i s headed '•Motes on Planning Commission's 

views, Route 240, prepared by Harland Bartholomew, 

Chairman, December 1957." 

The Planning Commission's Subcommittee gave 

much study to t h i s problem, and t h i s Committee recom

mended Wisconsin Avenue corridor f o r US 240 and referred 



39 
to i t as substantially Clarkeson's Route C or D. The 

Planning Commission voted to approve the action of t h i s 

Committee. I might add i n f a i r n e s s that when the report 

of the Committee, which I read to you a moment ago, was 

presented to the Commission for approval, i t v;as approved 

by a divided vote. 
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This i s a Matter with numerous ramifications, 

for whatever route i s chosen w i l l have a profound ef f e c t 

on land use and property values, on the public com'enience, 

and on t r a f f i c flow and t r a f f i c congestion problems i n 

much of the vast Northwest section of Washington as well 

as i n the adjoining area of Maryland. 

The most s i g n i f i c a n t considerations i n tho 

problem of whether the River Route or Wisconsin corridor 

s h a l l be selected are: 

(1) Service afforded to the population, 

(2) Total effect on the pattern of t r a f f i c 

flow, that i s , t r a f f i c r e l i e f , and 

(3) Economies involved. 

There are c e r t a i n other considerations which 

should be taken into account, which the Committee did 

take cognizance of i n i t s endeavor to f i n d the most 

desirable and the most p r a c t i c a l solution of t h i s problem 

and which would be of the greatest all-around benefit to 

the community. For example, one of the other more impor

tant considerations i s the legal question of the Glover-

Archbold route. 

Our counsel has made an exhaustive study of 

that question, and states unequivocally these lands have 

the same status as a l l other lands i n the park system, 



and that i n the Glover lands the D i s t r i c t Commissioners 

s p e c i f i c a l l y reserved "the right to modify, open, widen, 

or extend any street or s t r e e t s . . . " 

A s i m i l a r question w i l l probably a r i s e on any 

route that may be selected. I t i s not the dominant 

question involved. Whatever i s best for the community 

can and must be voted. The dominant questions are (1) 

Service afforded, (2) T r a f f i c r e l i e f , and (3) Economics 

Involved. I w i l l discuss the highlights of each b r i e f l y . 

On t h i s laap are shown a l l of the routes involved 

i n the Northwest area as submitted by Clarkeson, and a3 

suggested by the Planning Commission's studies. That i s 

the same map that was used by the Highway Department a 

moment ago. 

I . Service Afforded: 

Using a corridor comprising a s t r i p one-half 

mile on either side of the two routes under consideration, 

we f i n d that the population that would be served i s : 

1955 1980 

River Route 25,000 45,000 

Wisconsin Route 72,000 39,000 (86,000 to 90,000) 

There can be very l i t t l e question as to which route would 

afford the convenience to the greatest number of people. 

Another service which we believe would be 

afforded by the Wisconsin Avenue corridor i s mass 
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transportation. The Mass Transportation Survey has 

not been completed and no f i n a l conclusions would have 

been drawn as to the form of t r a n s i t that might be 

required i n t h i s Northwest area. However, i t i s c l e a r 

that the Wisconsin Avenue corridor could provide a 

suitable f a c i l i t y , whereas the River route would not. 

We do not say that high-speed t r a n s i t should be included 

i n Route 240, but we believe the p o s s i b i l i t y of i t s 

inclusion should be preserved at t h i s time. 

I I . T r a f f i c R e l i e f : 

The Clarkeson Report estimate — most data 

referred to i n t h i s paper i s from t h e i r repox»t — of 

vehicles using the two routes respectively at the 

D i s t r i c t Line are: 

A or A-2 32,000 vehicles per day 

C or D 70,000 vehicles per day. 

I repeat, that i s at the D i s t r i c t l i n e . 

Surely t h i s shows a great measure of t r a f f i c 

r e l i e f . The f a c t that the D i s t r i c t contemplates a four-

lane l o c a l route for the Glover-Archbold Parkway i s not 

at a l l a substitute f o r the placement of US 240 i n the 

Wisconsin corridor for there the I n t e r s t a t e route would 

be of great service to twice as many people and to more 

than two times as many vehicles. The George Washington 

Memorial Parkway along the River Route w i l l f u l l y s a t i s f y 
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the t r a f f i c needs of that area. 

How one matter not generally understood i n 

that Route A-2 w i l l preclude the use of Chain Bridge 

as we now know i t . One could not go from Georgetown 

on t h i s A-2 Route and over Chain Bridge to V i r g i n i a as 

today. That i s one of the reasons why I understand 

Clarkeson does not favor Route A-2 Tout prefers A. 

T h i s also explains i n part why Clarkeson has 

brought the Arizona Avenue Bridge into the US240 plan 

report so prominantly. When the function of the Chain 

Bridge i s impaired, i t becomes necessary to substitute 

a new bridge — thus adding the bridge cost to the t o t a l 

f o r the River Route. 

How l e t us take a b r i e f look at what would 

be accomplished i f we put US 240 i n the Wisconsin 

Avenue corridor; 

1. Two entries to Inner Loop — greater 

t r a f f i c r e l i e f . 

2. Ho new bridge imperative — GWMP connects 

with Chain Bridge. 

Now l e t us take a look at the whole t r a f f i c 

picture. I f we are going to build a bridge to V i r g i n i a 

i n the near future, the greatest t r a f f i c r e l i e f w i l l be 

afforded by one at 3 S i s t e r s at the foot of Glover-

Archbold Parkway, because i t would best meet the maximum 
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demand from the Northwest and nearby Maryland to the 

Pentagon and the Airport, the biggest employment centers 

i n V i r g i n i a . This would not be achieved by a bridge 

at Arizona Avenue. The Arizona Avenue bridge w i l l serve 

an altogether d i f f e r e n t purpose i n the general t r a f f i c 

plan. I t could be a part of our mid-term circumferential 

highway generally known as Fort Drive. I t i s not planned 

as an expressway of the Wisconsin Route type. 

Of s t i l l greater significance, however, than 

the highly s i g n i f i c a n t function of 3 S i s t e r s Bridge 

would be the t r a f f i c r e l i e f to the whole Central North

west area — by diverting large volumes of t r a f f i c v i a 

Glover-Archbold and 3 S i s t e r s Bridge and George Washing

ton Memorial Parkway i n V i r g i n i a , a very d i r e c t route 

from Northwest to Pentagon and Airport. 

I I I . economies Involved: 

I n i t i a l project costs are an important economic 

consideration. Benefits to motorists r e s u l t i n g from the 

new construction are also a major economic measure. 

Route A-2 has been estimated to cost $47 m i l l i o n , but 

t h i s route eliminates Chain Bridge from t r a f f i c service 

and makes a new bridge i n that v i c i n i t y mandatory. This 

bridge has been estimated to cost $13 m i l l i o n and i t 

would receive 50-50 federal a i d , not 90-10 a i d . Route 

A-2's t o t a l cost then becomes $60 m i l l i o n . T h i s i s the 
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same figure estimated for Route C, and compares with an 

estimate of $33 m i l l i o n for Route D. Benefits to motor

i s t s on Route A-2, assuming a new bridge, were estimated 

by Clarkeson at $4.6 m i l l i o n per year. 

I might say parenthetically, Mr. Chairman, 

that the t r a f f i c engineers have a formula by which they 

determine, by do l l a r s and cents, the value to the public 

of c e r t a i n routes. 

Figures f o r Routes C and D were not published, 

but a reasonable estimate can be made based on t h e i r 

unit figures, and a figure of 7.3 m i l l i o n for Route C 

and 7.4 m i l l i o n f o r Route D r e s u l t . 

Under t h i s comparison, i t i s c l e a r that a l l 

the routes have about the same t o t a l cost; the D i s t r i c t ' s 

share of the t o t a l cost i s highest with Route A-2; and 

the benefits to mototists are the lowest on Route A-2. 

Based on the D i s t r i c t ' s share of the costs, the r a t i o 

of benefits to motorists over costs shows Route C or D 

to be approximately three times more economical than 

Route A-2. An analy s i s using Route A-2's cost without 

a new bridge and using the "Total Cost" figure — not 

j u s t D.C.'s share — shows Routes C and D to be twenty 

percent more economical. 

Without any disparagement whatsoever to the 

extensive studies made by the Clarkeson Engineering 
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f i r s , or to Mr. Robertson and h i s s t a f f who have also 

given much time and thought to t h i s matter, i t has been 

most apparent to the Planning Commission and i t s s t a f f — 

which has i n c i d e n t a l l y also given careful study to the 

matter — that from the standpoint of Service to be 

Rendered, from the standpoint of T r a f f i c R e l i e f Afforded, 

and from the standpoint of Economics, the Wisconsin 

Avenue corridor i s superior i n a l l three respects. 

Mr. Chairman, I would l i k e to c a l l upon Mr. 

John Nolen, who i s the Director of the National Capital 

Planning Commission, to explain the relationship of 

Route 240 to tho comprehensive plan, a f t e r which Mr. 

Robert Keith, who i s T r a f f i c Planning Engineer with the 

National Capital Planning Commission, w i l l deal with 

the specifications of the Clarkeson Report and tho 

technical reasons i n support of the finding of the 

Commission. 
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COMMISSIONER MC LAUGHLIN: For tho information of 

a l l of you ladies and gentlemen, v;e w i l l recess at 12:15 for 

lunch, and bo back here at a quartor of two. 

I t appears very l i k e l y that the f i r s t s i x items 

w i l l take up the morning, and I believe i t w i l l be i n tho 

intere s t of everyone, probably, i f we bring the Palisades 

i n between Items 6 and 7, because there are so many present. 

I would think that that wouldrelease anyone not wishing to 

remain for the r e s t of the morning session who could not be 

heard u n t i l t h i s afternoon, that i s , anyone beginning with 

Item 7, the Chovy Chase Club, 

I t w i l l also release possibly the members of tho 

Palisados C i t i z e n s Association who wish to be heard and 

return to t h e i r homos. 

W i l l you proceed, Mr. Nolen? 

MS. NOLEN: Mr. President and Commissioners: My 

name i s John Nolen, J r . I am Director of the National Capital 

Planning Commission. 

Mr. Owon said I would comment on the minority 

report of the Commission which was submitted l a s t June. Many 

of the points that were made i n that report as reasons for 

delaying action by the Planning Commission have been answered 

or made out of date by subsequent events. I would bo glad 

to go through those i f you wish. However, I think there i s 

only one main point which I need deal with. 
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Tho report concludes as? f o i l ova: *In view of 

these various compelling reasons, we strongly urge that the 

National Capital Planning Commission r e j e c t tho majority 

report and send i t back to the subcommittee with a d i r e c t i v e 

to present a new decision at the nest Commission meeting, 

based upon a f u l l study of the completed report of the 

Clarkeson Engineering Company." 

Subsequent to t h i s June meeting at which t h i s 

report was submitted, the Clarkeson report was received. 

The Commission, of course, has been f a m i l i a r with i t s 

content because on several occasions during the spring of 

l a s t year representatives of the Clarkeson Engineering 

Company had appeared before tho Commission and discussed 

t h e i r ©commendations, the forthcoming recommendations i n 

considerablo d e t a i l . As soon as the report was available 

i t was distributed to members of tho Commission and there 

was no move, as recommended by the minority, by the Com

mission to reconsider i t s June action. 

On the contrary, studies of the s t a f f continued, 

based upon the d e t a i l s made available i n the Clarkeson report, 

and they a l l tended to substantiate the recommendation of 

the majority as expressed by Mr. Owen, p a r t i c u l a r l y i n the 

statement of the chairman. 

My chief function here t h i s morning i s to present 

to you o r a l l y the plans that have been prepared by the 
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Commissions which represent and back up the statements 

made i n the report. 

F i r s t I would l i k e to give the broad background 

for the Commission's approach to t h i s problem. The function, 

of course, of the planning agency i s to prepare a general 

plan for the whole community, which concerns not only high

ways but other forms of transportation. I t involves land 

uso, the d i s t r i b u t i o n of population, and employment-

We have under way now studies through the Trans

portation Survey i n a l l of these very important f i e l d s . 

On the l e f t we have put up here a copy of the 

preliminary regional thoroughfare plan which was prepared 

by the Regional Planning Council i n cooperation with a l l the 

member agencies, including not only the National Planning 

Commission —- but the planning agencies of the surrounding 

t e r r i t o r y . 

This plan i s not simply a plan of general c i r c u l a 

t i o n for the entire area, i t i s a plan related to the 

r e a l i t i e s of e x i s t i n g and proposed development i n the area. 

I t also i s based upon the concepts presented by the Highway 

Department e a r l i e r hero of the modern type of c i r c u l a t i o n 

system for highway t r a v e l . 

You w i l l note that i n heavy l i n e s there are 

indicated expressways, which are being pointed out to you 

now. There are also indicated i n green express parkways, 
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which are part and parcel of the c i r c u l a t i o n system, as 

proposed by the Commission. However, i t i s true that under 

the terms of tho Interstate Highway Act, express parkways 

cannot be considered as a part of the in t e r s t a t e system. 

This to many seems most unfortunate. However, the plans 

that have been l a i d out many years i n advance of the 1956 

Interstate Highway Act contemplated that a system of c i r c u l a 

t i o n i n t h i s region, as i n many other regions throughout the 

United States, would have a parkway system equal i n quality 

of service to the highway system. 

I t i s l i k e the Boston area, which has the New 

York area, p a r t i c u l a r l y Westchester County and Long Island. 

I c i t e the Chicago waterfront, also. You could go through 

the major c i t i e s of the United States and f i n d many p a r a l l e l s . 

The reason for these parkways — I am diverting 

for a moment here from my basic remarks to point out that 

the parkways i n the Washington area, since t h i s i s the 

national c a p i t a l , have always received major consideration 

by Congress through l e g i s l a t i o n and appropriations. The 

George Washington Memorial Parkway was provided for on both 

sides of the Potomac River back as f a r as 1930. I t has boon 

a long and tedious job of land assemblage and financing to 

secure the land i n Maryland and V i r g i n i a , and the counter

part of the parkway, the Palisades Park, i n the D i s t r i c t . 

We have certain other parkways that have been 
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©scouted, which X night c i t e as examples of major contribu

tions to tho c i r c u l a t i o n problem of the metropolitan area. 

The Suitlnnd Parkway i s one, Baltimore Parkway i s another, 

and the extensions of the George Washington Memorial Parkway 

to the south, namely the Mount Vernon Highway, which was 

completed i n 1932 in time for the bicentennial, and the-

proposed Fort Washington Parkway on tho opposite side of 

the r i v e r . 

I r o c a l l to your mind the stable relationship 

that i s established along the Mount Vernon Highway between 

the highway i t s e l f and the adjoining r e s i d e n t i a l areas, 

showing how a parkway can bo a good neighbor to sound 

r e s i d e n t i a l development. 

Ti l l s c i r c u l a t i o n system that i s shown on the 

regional thoroughfare plan, i s based upon a s e r i e s of 

circumforentials as we l l as r a d i a l s . Thero i s on inner 

loop. I t i s hard to see on t h i s small scale. Also, an 

intermediate loop, at lea s t on the D i s t r i c t side. And an 

outer loop, sometimes ca l l e d an inner county belt l i n e i n 

Maryland. 

And further out, an outer, outer loop which has 

been added for purposes of t r a f f i c analysis and as a possible 

future, distant future need. This entire plan i s being 

analyzed under the Transportation Survey to determine tho 

v a l i d i t y of i t s d i f f e r e n t parks* 
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Let mo take now the portions of t h i s plan that 

r e l a t e to the problem at hand i n the Northwest section. 

Route 240 comes i n and touches the outer loop between Eocfc-

v i l l e and the Bethesda area. You w i l l note that the plan 

provides for d i s t r i b u t i o n to tako place east and west to 

the northern and westerly legs of the outer loop. That i s 

intended to take out of the downtown area the present flov; 

of through t r a f f i c which plagues not only the suburban 

areas but the downtown area. Much of the truck t r a f f i c , for 

example, that goes to Virg i n i a now uses V i r g i n i a Avenue. 

Wisconsin Avenue, through Georgetown, would be diverted 

over tho loop to Vir g i n i a and straight on down to U.S. 1. 

Si m i l a r l y , any t r a f f i c on 240 destined to the 

northern parts of the D i s t r i c t of Columbia or adjacent 

Maryland or out U.S. 1 to the northeast would never como 

into downtown Washington. So that the outer loop would 

have a chance to function to re l i e v o t h i s present s i t u a t i o n . 

From there on i n you w i l l note there are several 

routes for d i s t r i b u t i o n s of t r a f f i c into the center of the 

c i t y . We do not propose that a l l of the t r a f f i c coming i n 

over 240 should necessarily have to use one route only to 

reach the downtown area. Certainly analyses w i l l show 

that not a l l the t r a f f i c wishes to reach the downtown area. 

Much of i t wishes to dis t r i b u t e into the intermediate areas, 

between the downtown area and the outer loop. 



And so tho system of r a d i a l s and eircumferentials 

w i l l provide for that d i s t r i b u t i o n . Now i f we can switch 

to a magnified portion of the thoroughfare plan shown here 

on the r i g h t , Mr. Keith w i l l point out some of the things 

I wish to bring to your attention. 

Let's i d e n t i f y the d i f f e r e n t elements shown on 

t h i s plan. Route 240 comes i n from the northwest corner of 

the map, i t comes i n and d i s t r i b u t e s t r a f f i c not destined 

for the i n t e r n a l part of the c i t y , west and east over the 

two legs of tho outer loop that I reforred to. 

You w i l l note that there are two r a d i a l connections 

suggested here on t h i s plan from the outer loop, coming 

tangent to or connecting also with 240. One i s the Wisconsin 

Avenue route and the other i s the r i v e r route, shown as a 

parkway. 

The Wisconsin Avenue route i s , as shown on the 

plan, quite obviously the more direct route. 

Lot me t a l k about the need for service to the 

e n t i r e northwest sector of the D i s t r i c t of Columbia and 

adjoining Maryland. 

I f your oye w i l l move west over the sector from 

Rock Creek Park over to the Potomac River, l e t me discuss 

the future of that area, i t s present character and i t s 

future, because what we are concerned with here i s not 

finding a location for a single route, i t i s finding a 
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solution for a c i r c u l a t i o n system for the entire northwest 

area, of which 240 w i l l j u s t he one part. 

Along the Wisconsin Avenue corridor — the Wisconsin 

Avenue corridor i s the main backbone of t h i s entire northwest 

area, both i n Maryland and tho D i s t r i c t . I t i s the business 

corridor, i t i s tho t r a f f i c corridor, i t i s the employment 

corridor. You w i l l r e c a l l that beginning at the Naval 

Hospital and moving on i n , the Naval Hospital and Health 

Center*, there are concentrated there some 12 to 15-thousand 

employees. That has been a major factor i n tho development 

of tho Bethesda Center. 

Bethesda i s a very largo, growing, and prosperous 

business center. Adjoining i t are many multi-family develop

ments, high density population concentrations. At the D i s t r i c t 

l i n e there i s a growing shopping center, also, and along 

Wisconsin Avenue i n the D i s t r i c t there have been, clear on 

down to Georgetown, a growing number of business e s t a b l i s h 

ments. 

The t r a f f i c pressure on that c u ,idor i s great 

now. I t has at times reached capacity. I t i s not uncommon 

to wait three and four t r a f f i c l i g h t s at the D i s t r i c t l i n e 

to get through the shopping center at that location. The 

congestion i s caused by concentration at that location. Yet 

Wisconsin Avenue i s the only main corridor to serve t h i s 

tremendous growing area . I t alone e x i s t s for that, and i t 
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has limited capacity, as I have indicated. 

On either side of Wisconsin Avenue are high c l a s s 

single-family detaches r e s i d e n t i a l developments, both to the 

east and to the west, and stretching clear to the r i v e r . 

They are low density i n character, they do not contribute, 

acre for acre, the amount of t r a f f i c that i s concentrated 

along the Wisconsin Avenue corridor. 

The report Mr. Owen read, prepared by the chair

man, roughly rated the traffic-generating quality, as f a r 

as population was concerned, two to one. 

Along the r i v e r for many years under the Capper-

Cramton Act the Planning Commission has had a plan, a very 

d e f i n i t e plan for development of a parkway. This has had 

various concepts. O r i g i n a l l y perhaps i t was considered as 

a merely widening of a conduit road. Later i t developed 

that we should have a divided four-lane road eventually, and 

land was acquired on that basis, and the appropriations for 

that land were j u s t i f i e d before the Congress and the contribu

tions from Maryland were also j u s t i f i e d on that basis. 

Inside the D i s t r i c t we planned a four-lane divided 

road two at the upper l e v e l and two at the lower l e v e l , which 

I w i l l r e f e r to on t h i s s p e c i f i c plan i n a moment. This has 

not been a parkway along the r i v e r alone. I t has been a 

part of tho park system. There was a part proposed i n 

Maryland along L i t t l e F a l l s branch, indicated as extending 
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on into the Bethesda r e s i d e n t i a l area, hut not over to 

Wisconsin Avenue. I t i s intended primarily to make the 

benefits of the scenic route into the c i t y available to 

the l o c a l area i n Bethesda. 

Then we have the Foundry Branch or Glover Parkway 

tapping i n at tho lower end, j u s t west of Georgetown. 

I might mention the other green route which i s 

shown on the plan, which i s the intermediate loop referred 

to on the Thorofare Plan as on important factor because you 

v / i l l note i t connects with the Wisconsin Avenue route at 

Tenley town, so that t r a f f i c coming i n Wisconsin Avenue 

desiring to move into tho northern portions of the c i t y can 

re a d i l y d i s t r i b u t e over that route without coming into the 

downtown area and then oving out. 

Let's consider the t r a f f i c service for a moment 

referred to by Mr. Owen and i n the chairman's report. I 

understand that at the present time the volume of t r a f f i c 

on Route 240, about midway between Gaithersburg and Frederick, 

i s only 5,000 vehicles per day on the average. That t r a v e l 

builds op, as you approach the metropolitan center, to about 

45,000 at the Bethesda — the center of the Bethesda business 

d i s t r i c t , drops off somewhat to the D i s t r i c t l i n e , but to 

another peak of something l i k e 25 or more thousand at the 

shopping center, and then i s sustained and b u i l t up further 

as i t approaches inside the D i s t r i c t . 
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That i s important i n t h i s problem because t h i s 

location for Route 240 i s not only to serve the inte r s t a t e 

needs as such, but to serve major needs of the metropolitan 

area that are closely interlocked, inevitably interlocked 

with whatever location i s chosen for 240. 

I f you w i l l think of the large figures that are 

shown on the Highway Department's plan, amounting to a build 

up down at the D i s t r i c t l i n e of some 150,000 — down at the 

innor loop, I should say — of some 150,000, you w i l l r e c a l l 

I mentioned that today on Route 240 there are only 5,000 

vehicles out beyond the edge of the metropolitan d i s t r i c t . 

You w i l l see that wherever t h i s route i s located, a large 

proportion of i t s t r a f f i c i s going to originate i n the 

metropolitan area. I f that t r a f f i c i s not siphoned off — 

whatever t r a f f i c , l e t us say — i s not siphoned off over t h i s 

express route, i t i s going to remain on the l o c a l s t r e e t s . 

So the problem as we see i t i s to provide a loca

ti o n that w i l l have the minimum of impact, adverse impact 

upon the community, and the maximum of benefit to the com

munity, and the Wisconsin Avenue corridor route seems to 

meet that problem. 

We have run into national opposition to the use 

of Glover-Archbold Park for such an in t e r s t a t e route, e s p e c i a l l y 

i n view of the large volumes i t w i l l build up. We are tryi n g 

at the moment to f i n d a solution and an answer to that 
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opposition. On© thing i s c l e a r , that i f wo can possibly 

f i n d a way, i t would bo desirable, aside from the r e l a t i o n 

ship of the park, to divide t h i s large amount of t r a f f i c 

that i s attracted to such a f a c i l i t y , whether i t be along 

the r i v e r or along the Wisconsin Avenue route, for better 

d i s t r i b u t i o n within the c i t y . We have a plan that w i l l be 

referred to by Mr. Keith l a t e r , which suggests the need 

for studying the p o s s i b i l i t y , the f e a s i b i l i t y of a tunnel 

which would — going back to the plan now on the right — 

provide another means of d i s t r i b u t i n g t r a f f i c that would 

be collected by 240, l a r g e l y from the suburban area now, 

mind you, d i s t r i b u t i n g i t at another location on the inner 

loop. 

S p e c i f i c a l l y t h i s would be near the north leg of 

the inner loop. So that there would be two places of contact, 

major contact, between t h i s collector loop and the inner loop. 

I would l i k e to r e f e r to the s p e c i f i c plans that 

we have for the George Washington Memorial Parkway and the 

Palisades Parkway, which have been of long standing with 

the Commission. They have been evolved over a long period 

of years. This p a r t i c u l a r plan that i s before you now i s 

adapted from one prepared i n 1951 and submitted to the High

way Department and the Park Service at that time for analysis. 

There were some alternate plans submitted. This 

i s the one that appears to be the best now, and i t has been 
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s l i g h t l y modified and brought up to date i n l i n e with the 

f a c t s . I t does not require any more land acquisition than 

that which has been previously programmed. We have at the 

moment a l l the funds for completing t h i s acquisition. 

The Palisades Park, a l l t o l d , what we c a l l the 

Palisades, that i s the c l i f f part of the project and the 

f l a t s which l i e generally on the r i v e r side of the canal, 

w i l l cost when we complete our acquisition i n the neighbor

hood of $1,000,000. Most of that cost has been for the 

Palisades Park that i s involved i n t h i s current issue, and 

has involved some rather expensive properties. I believe 

about half of the t o t a l i s involved i n the route that i s 

shown here occupied by the two parkway roads. 

The scheme i s t h i s : outbound would be two lanes, 

constructed on the h i l l s i d e , almost e n t i r e l y r i v e r side of 

the e x i s t i n g Potomac Avenue. In one or two cases, I believe 

the lower end, Potomac Avenue i s involved. But we have 

acquired the frontage i n that case. These would be developed 

according to parkway standards and would require a minimum 

of right-of-way. They would be designed for passenger car 

use and would be landscaped. There would be a minimum of 

retaining walls and a maximum of sloped landscape. 

Inbound the t r a f f i c would be brought i n at the 

lower l e v e l , with a new road to be constructed adjacent to 

the canal between the D i s t r i c t l i n e and Chain Bridge. 
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At Chain Bridge, i n order not to have i n t e r 

ference with the turning movement at that point, we propose 

an overpass of the approach, a simple overpass for the two 

lanes, and then a merging of the t r a f f i c with the bridge 

t r a f f i c . 

I n the section between Chain Bridge and Arizona 

Avenue, i t w i l l be necessary to have two-way movement. There 

i s s u f f i c i e n t room, we believe, there to accommodate the two-

way movement by additional widening over that which has 

recently taken place. 

At Arizona Avenue there would be an interchange 

to permit t r a f f i c outbound to use the upper loop and make 

a c i r c l e and come down and use the bridge. In other words, 

the parkway plan i s integrated with the e x i s t i n g function 

of Chain Bridge. 

From there on i n Canal Boad, perhaps widened 

s l i g h t l y to make i t a more adequate f a c i l i t y as a one-way 

road, would be an inbound route. There would be a connection 

at Reservoir Road and of course a connection at Glover-

Archbold Park. 

Mention has been made of the problem of whether 

i t would be appropriate to use Glover-Archbold Park for 

commercial t r a f f i c . Let's see what the f a c t s are; l e t ' s 

see what our objectives are; and what solution we might be 

able to work out. 
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On these two small plans which Mr, Keith i s 

Standing beside are two small maps shewing tho extent of 

tho pax-k i n green, and i n orange, on the map on the l o f t , 

i s tho e x i s t i n g 100 foot right-of-way that was established 

prior to the establishment of the park. The hundred foot 

right-of-way 2 am informed was dedicated as f a r back as 

1393. I t has never been physically improved, although tho 

D i s t r i c t government has constructed a largo combined sewor 

i n i t s right-of-way many years ago. I t does not follow 

tho stream but i t follows the bottom of the v a l l e y . 

This park i s some 200 acres i n extent, of which 

Mr. Glover, Sr., dedicated some 73 acres i n 1924, and at 

the same time ?.!ers. Archbold made an i n i t i a l dedication 

which was f i n a l l y completed i n 1932, of about a l i t t l e 

over t h i r t y acres, 2 believe. 

Those two dedications were made i n the area 

between Massachusetts Avenue and Eesorvo.tr Xiond. They do 

not constitute the whole part of the park, the present park 

i n those areas. Hie Planning Commissiou, since those dedica

tions, has bought about an equal amount of land, so that of 

tho t o t a l park, the 200-odd acres, about half has boon 

dedicated and about half acquired. 

The Glover dedication was made to the D i s t r i c t 

Commissioners, subject to their r i g h t to open, widen, 

extend any street or highway that they deemed nocessary. 

http://Eesorvo.tr


Tho Arobbold dedication, which was csade to tho 

Chief of Engineers of the Army, who had j u r i s d i c t i o n over 

the parks at that time, was made with no such r e s t r i c t i o n , 

but i t was incorporated into the general park system so 

that i t has become, to a l l intents and purposes, part and 

parcel of the whole system and subject to a l l tho general 

r u l e s and regulations and laws that govern the park system. 

The Planning Commission of the Park Service t r i e d 

for many years to secure tho closing of t h i s potential 

s t r e e t , and the Commissioners did not accede to that 

request. So i n 1948, on a proposal that was then current 

by the Highway Department to open Arizona Avenue as a 

s t r e e t , an agreement was entered into between the Highway 

Department and the Park Service, and approved by tho Planning 

Commission, for realigning t h i s roadway so as to make i t 

more acceptable to tho park development. The plan on the 

righ t i s a t y p i c a l qxamplo of tho proposal that was intended 

to be carried out under t h i s agreement. I t shows a system 

of divided roads f i t t e d into the topography, avoiding the 

larger trees, r e l a t i n g the roads to the stream and a l l 

i n integrating the roadway plan with the park. That i s 

the plan, of course, that the Planning Commission and the 

Park Service would l i k e to see ca r r i e d out. 

When the problem on 240 was presented, the Com

mission f e l t i t had throe choices, so f a r as parks wore 
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concerned. This i s outside of tie planning reasons, general 

planning reasons for location. To take over tho Potomac 

Valley for a general purpose highway, with i t s previous 

park plans, abandon those plans i n th e i r e n t i r e t y ; drive 

t h i s superhighway down through Bock Creek Park, which has 

been proposed and i s s t i l l favored by soao of the Maryland 

auth o r i t i e s ; or follow t h i s intermediate route down tho 

Wisconsin Avenue backbone and use a portion or a l l of 

Glover Parkway, depending on whether route C or D was 

used. 

I don't believe any member of tho Commission 

l i k e d that proposal and 1 am sure the member of tho Park 

Service who was on the Committee and voted i n favor of the 

report f e l t unhappy about i t . So we undertook to f i n d an 

alt e r n a t i v e that would obviate t h i s objection. We have 

given a good deal of study to t h i s problem. Whether the 

solution which Mr. Keith i s to shortly present i s the 

f i n a l solution, we don't know. We believe i t has s u f f i c i e n t 

merit to warrant engineering study. We do not necessarily 

say that t h i s i s feasib l e because i t has not had the study 

that i s required to make that determination. . 

I might point out, however, that tunnels have 

been b u i l t i n Washington. There i s the Washington acquaduct 

tunnel that runs from Dalecarlia at deep l e v e l s to McMillan 

Reservoir through a part of the area of t h i s proposed 
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There i s also the Pinoy Branch intercepting 

sewer which was a driven tunnel and intercepted as recently 

as the l a s t ten or f i f t e e n years. 

At t h i s point, Mr. President, I would l i k e to 

have Mr. Keith present to you the r e s u l t s of h i s study, and 

I would also l i k e to say that Mr. Chanoy, who i s our general 

counsel, i s here to comment on tho lega l aspects of the 

use of park lands for an int e r s t a t e highway route. I f you 

prefere to hear him short — h i s report i s rather short — 

perhaps i t would be better to proceed that way. 

COMMISSIONER MC LAUGBLIN: I think i t would be 

w e l l i f we a l l took three or four minutes to stand and 

stretch. 

(Thereupon, a short recess was taken.) 
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COMMISSIONER MC LAUGHLIN: Tho hearing w i l l 

be i n order. 

W i l l you proceed? 

STATEMENT OF DONALD J . CHANEY, GENERAL COUNSEL, 

NATIONAL CAPITAL PLANNING COMMISSION. 

MR. CHANEY: My name i s Donald J . Chancy, 

General Counsel, National Capital Planning Commission. 

Sometime ago the Commission requested me to 

review the le g a l problems that might be attendant i n 

the construction of a major roadway through the Glover-

Archbold lands. 

The f i r s t question that had to be reviewed 

related to the dedications Mr. Nolen has already men

tioned. A f t e r studying the dedications, which were 

plat dedications of the lands, I came to the conclusion 

that these lands, that i s , the Glover-Archbold lands, 

were i n the same status, the same category, as any other 

Park lands i n the D i s t r i c t of Columbia. 

From time to time uses were made of Park 

lands f o r road and highway purposes, and some transfers 

have been made under e x i s t i n g statutes. 

However, i n the case of the major construction 

here, I came to the conclusion that the use of the land 

f o r highway purposes probably would be so extensive that 

the agency administering the lands, namely the National 
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Park Service of the Department of the I n t e r i o r , probably 

would want and probably should have the consent of the 

Congress for use for these purposes. 

COMMISSIONER MC LAUGHLIN: Thank you very much. 

Mr. Keith? 

STATEMENT OF ROBERT KEITH, TRAFFIC PLANNING 

ENGINEER, NATIONAL CAPITAL PLANNING COMMISSION. 

MR. KEITH: Mr. Chairman and Commissioners: 

The purpose of t h i s presentation i s to describe 

a plan for the location of In t e r s t a t e Route 240 i n the 

D i s t r i c t of Columbia. Before presenting the plan i n 

d e t a i l and the reasons behind the Commission's position 

on t h i s plan, we should l i k e to review b r i e f l y the 

philosophy which served as a basis f o r our an a l y s i s . 

We should understand why we build expressways, 

or freeways, or superhighways, or however else they 

might be referred to. 

F i r s t , what i s an expressway? Expressways 

represent the f i r s t major change i n highway design 

p r i n c i p l e s since wheeled vehicles were invented. This 

vast change i s therefore bound to require changes i n 

our concepts of what our roads and s t r e e t s should be, and 

what they can do f o r us. An expressway i s a roadway of 

l i f e - l o n g , h i g h - t r a f f i c capacity where the primary 

design objective i s the elimination of t r a f f i c c o n f l i c t s . 
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For example, by controlling the location and number of 

ramns, we allow the expressway to serve neighborhoods 

and communities rather than sorve a l l the individual 

s t r e e t s . T h i s i s based upon the idea of serving the 

majority of the people as e f f e c t i v e l y as possible for 

the least r e l a t i v e cost. 

Now, why do we build expressways? As a general 

r u l e , we build expressways because: 

1. They are safer . 

2. They carry large volumes of t r a f f i c . 

3. They save on t r a v e l time. 

4. They reduce vehicle operating costs. 

5. They improve t r a n s i t operations. 

6. They improve property values and taxtables. 

7. They pay for themselves. 

These several reasons for building expresswaj^s 

represent the more important benefits to be derived from 

an expressway; c l e a r l y , however, one location for an 

expressway could take much greater advantage of these 

benefits than an alternate location. This viewpoint 

forms the basis for our position. 

We locate and build expressways where engineering 

studies show they w i l l best serve a p a r t i c u l a r area's 

needs. Whether the route should be along a r i v e r or 

through blighted areas or through tunnels depends on 
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a n a l y s i s of a l l the factors involved. Any one answer 

could bo right for any one p a r t i c u l a r c i t y , or even 

part of a c i t y . I n making the location decision, we 

must consider not only project costs and t r a f f i c service 

but possible harmful e f f e c t s to present property, poten-

t i a l improvements to present property, and the e f f e c t s 

upon future land use. 

A b r i e f word on the I n t e r s t a t e System concept 

i s now i n order. Many people think of the I n t e r s t a t e 

System as one that w i l l only carry i n t e r s t a t e , i n t e r 

c i t y , long-distance t r a v e l , and they believe that Congres 

had only t h i s i n mind when passing the Int e r s t a t e Act 

of 1356. 

Actually, the I n t e r s t a t e System w i l l usually 

not carry a preponderance of i n t e r s t a t e , i n t e r - c i t y 

t r a v e l when within urban areas, except possibly i n 

special cases s i m i l a r to tho corridor between Washington 

and Baltimore. In t e r s t a t e routes are selected with 

four objectives i n mind, namely: 

1. I n t e r - c i t y commerce, 

2. Local commerce, 

3. National ( m i l i t a r y ) defense, 

4. C i v i l defease. 

Thus we understand that the term "Interstate 

System" i s an abbreviated t i t l e only; the proper 
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terminology as established by Congress i s the "National 

System of I n t e r s t a t e and Defense Highways." I t i s for 

l o c a l t r a v e l and defense needs that we often j u s t i f y 

the location of I n t e r s t a t e routes through built-up 

areas i n and near the c i t y center. Route 240 i s such 

a route. 

Now, to summarise the f i r s t part of the 

presentation. Rather than a direct summary, we would 

l i k e to restate our philosophy from a dif f e r e n t approach. 

We — and I include o f f i c i a l s , technicians, and 

public a l i k e — are j u s t beginning to r e a l i z e what express

ways can and should do for us. The very f a c t that we 

r e a l i z e that these roads can do things for us and that 

we can look ahead and see what we want them to do i s 

rather s t r i k i n g , although i t seems simple enough now 

that we understand i t . 

T h i s r e a l i z a t i o n leads us to another new 

conclusion. Expressways must be located on the basis of 

needs. Thi s philosophy sometimes places consideration 

of cost i n a secondary position. To approach the location 

from the low-cost viewpoint causes a negative outlook 

from the beginning. 

An expression which I picked up, I am a f r a i d , 

from having worked i n New York Ci t y a number of years 

i s " I t only costs a l i t t l e more to go f i r s t c l a s s . " 
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T h i s i s often true i n choosing urban highway locations. 

And I believe that the public has shown i n recent years 

that they are w i l l i n g to pay for good highways. 

While we suggest that enough money ought to 

be spent to do i t r i g h t , a f u l l evaluation of costs of 

the 240 alternate locations shows that maybe i t doesn't 

cost extra to have a ce n t r a l route. We w i l l explain 

the cost evaluation i n a minute, but I would now l i k e 

to pick up one point from the prepared t e x t . 

NCPC resolution favoring Wisconsin Avenue 

corridor: 

The Planning Commission gave considerable 

thought to the above seven reasons for having expressways 

When adopting i t s resolution of l a s t June favoring a 

route through the Wisconsin Avenue corridor. I t i s 

recognised at the outset that there i s one factor that 

a f f e c t s many of the values which needs to be compared 

when considering alternate routes. That one important 

factor i s t r a f f i c volume. Engineering a n a l y s i s of the 

t r a f f i c potential for the several routes shows j u s t what 

the man-in-the-street might guess: At the D.C. l i n e , 

the Wisconsin Avenue corridor route would a t t r a c t more 

than twice as many vehicles each day as would a route 

along the River. Therefore, i t was found that the 

following f i v e items — a l l taken from the e a r l i e r l i s t 
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of seven reasons for building expressways — indicated 

the Wisconsin Avenue corridor to be strongly favored 

because so many more vehicles would use the central 

f a c i l i t y : 

1. Safer driving. S t a t i s t i c s show that 

expressways are twice as safe as c i t y s t r e e t s i n terms 

of f a t a l accidents, f i v e times as safe i n terms of t o t a l 

accidents. 

2. Time savings. For example, a ten-mile 

expressway t r i p from home to work would save about 

f i f t e e n minutes each way, a da i l y round-trip saving 

of t h i r t y minutes; t h i s factor i s most important for 

commercial vehicle operators and businessmen. 

3. Lower vehicle operating costs. For example, 

gasoline savings and l e s s stop-and-go wear and tear t r a v e l 

save the t y p i c a l driver at le a s t one-half cent per mile 

of expressway t r a v e l . 

4. Improved business on l o c a l s t r e e t s . For 

example, expressways remove through t r a v e l from l o c a l 

business s t r e e t s , making them more a t t r a c t i v e to women-

driver shoppers; also, expressways enable more people to 

t r a v e l from greater distances to reach the l o c a l business 

areas; i n addition, expressways reduce the transportation 

costs of goods, thereby reducing the cost of doing busi

ness. 
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5. Improved property values and r e a l estate 

tax base. For example, not only i s business improved 

but a l l property has the potential for improvement when 

located near expressways; often increased taxes them

selves can repay the cost of expressways. 

I t i s f or these several reasons that a t t r a c t i n g 

many more vehicles to a f a c i l i t y i s one very important 

consideration as to why an expressway along the El v e r 

would not be as desirable as one i n the Wisconsin Avenue 

corridor. There are other reasons. For example, the 

dif f e r e n t number of vehicles that would be attracted by 

the two routes has an additional serious implication. 

Selection of the River route would mean that every day 

there would be 40,000 vehicles which would use a centr a l 

route but not the River route. These 40,000 w i l l be 

forced to use l o c a l s t r e e t s i n the Wisconsin Avenue 

corridor. There i s not capacity f o r t h i s today. This 

means additional capacity for these l o c a l s t r e e t s must 

be b u i l t and paid f o r ; more undesirable t r a f f i c and 

parking r e s t r i c t i o n s adopted; more t r a f f i c control 

devices purchased and set into place. 

We would l i k e to explain further one of the 

items mentioned previously: Improved property values 

and r e a l estate tax base. That these new routes have 

the potential for considerably improving the value of 
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adjacent properties i s w e l l established. However, i n 

the case ox the Route 240 alternates i t i s readily 

apparent that most a l l land adjacent to the E l v e r 

location i s today low-density, single-dwelling residen

t i a l , i n actual use as w e l l as i n zoning. This contrasts 

with the Wisconsin Avenue area where much of the route 

today i s used as w e l l as zoned for commercial and high-

density — apartment house — r e s i d e n t i a l . I n t h i s case, 

i t i s c l e a r to us that the River location a c t u a l l y has 

l i t t l e potential for an o v e r a l l increase i n property 

values, while the Wisconsin Avenue location has consid

erable potential. I f a River location should be selected, 

there might develop considerable pressure to revise the 

zoning along the Palisades, causing a complete change 

i n the character of the area. 

A l l of the previously-referred-to benefits 

apply as w e l l i n the Maryland portion of the route as i n 

the D i s t r i c t portion. A Wisconsin Avenue corridor for 

240 has been recommended by the technical s t a f f of the 

Maryland-National Capital Park and Planning Commission 

i n preference to a route along River Road. 

While the Maryland State RoadsCommission has 

not indicated t h e i r choice of a route, i t should be noted 

that they would not build a route p a r a l l e l to the George 

Washington Memorial Parkway along the River i n Maryland. 
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This then n u l l i f i e s the statement of the Highway Depart

ment's consultant, the Clarkeson Engineering Company, as 

to one of the important reasons for a River location i n 

the D i s t r i c t . I t also means that a Potomac River location 

i n the D i s t r i c t would apparently require Maryland to 

build along L i t t l e F a l l s Branch Parkway and on out River 

Road. On the other hand, a location i n the Wisconsin 

Avenue corridor, i n the D i s t r i c t of Columbia, gives 

Maryland a choice of two routes: (1) River Road; 

(2) near Wisconsin Avenue. 

I t was noted previously that many benefits 

r e s u l t i n g from expressways are d i r e c t l y related to the 

amount of t r a f f i c that would be attracted to the several 

possible routes. We repeat our conclusion concerning 

the proper location for 240: The benefits r e s u l t i n g 

from a Wisconsin Avenue corridor would be approximately 

double the benefits r e s u l t i n g from a Potomac River 

location and t h i s central location ought not to be 

denied. 

Now, the next major aspect considered was the 

cost of the alternate routes. A f t e r reviewing the costs 

for you, we s h a l l then consider the benefits to be gained 

i n l i g h t of these costs. That i s , we s h a l l analyze the 

dol l a r return we would receive per do l l a r invested i n the 

alternate locations within the D i s t r i c t of Columbia. 
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I n i t i a l project costs: A proper evaluation 

of the project costs i s most important. The Clarkeson 

Firm's estimates show Route A-2 costing $47 m i l l i o n , 

Route C costing $60 m i l l i o n , and Route D costing $63 

m i l l i o n . 

There i s one important point, however, that 

changes the r e l a t i v e position of these costs. Route 

A-2 would eliminate Chain Bridge — i t i s one reason 

why the Consultant recommended against Route A-2 — 

and makes a new crossing i n the v i c i n i t y mandatory. 

This new crossing, proposed to be at Arizona Avenue, 

would cost $13 m i l l i o n and, what i s most important, i t 

would receive only 30-50 federal a i d i n contrast to 

240's 90-10 a i d . The s t a f f does not believe that a 

new expressway-type bridge i s needed there i n the near 

future, at l e a s t . However, we w i l l evaluate the cost 

data on Routes C and D both with and without the 

Clarkeson proposed bridge at Arizona Avenue. 

The project costs then becomes as follows: 

A-2 (with new bridge at Arizona Avenue) — $60 m i l l i o n . 

C or D (with new bridge) — $73 to 76 m i l l i o n . 

C or D (without new bridge) — $60 to 63 m i l l i o n . 

Using the appropriate federal a i d formulas, 

the D i s t r i c t ' s share of each project's cost becomes: 

A-2 (with new bridge) — $11.2 m i l l i o n . 
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C or 0 (With new bridge) — $12.5 to 12.8 m i l l i o n . 

C or O (without now bridge) — $6 to 6.3 m i l l i o n . 

We now note only a small difference under one 

comparison, and a great difference favoring the Wisconsin 

Avenue corridor i f the Clarkeson's proposed $13 m i l l i o n 

bridge i s not required. Now by comparing these costs to 

the- benefits derived by tho proposed construction, we 

get a most important measure of the economic value of 

each route. 

Benefits to motorists over tho project costs: 

Relating benefits from one proposed f a c i l i t y to i t s cost, 

and then comparing the r e l a t i v e data of alternate routes, 

we are able to see which location i s to be preferred 

from an economic viewpoint. Thi s technique i s used by 

highway engineers, automobile associations, and s i m i l a r 

organizations to determine the r e l a t i v e economic position 

of alternate routes* 

I might add here, j u s t as a source reference, 

i f such be needed, that i n the Manual, "A Policy on 

A r t e r i a l Highways i n Urban Areas," put out by the 

Association of State Highway O f f i c i a l s , on Page 93, they 

point out that t h i s i s the way of comparing economic 

data. 

While a low i n i t i a l cost might appear a t t r a c t i v e , 

p a r t i c u l a r l y when there i s a shortage of highway funds, i t 
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i s poor economy not to t r y to get the most d o l l a r return 

per dollar invested. The Clarkeson firm, while not 

reporting t h i s economic comparison of the alternate 

routes, did measure the direct dollar benefits for t h e i r 

recommended River location. By using the Consultant's 

unit figures, i t i s possible to develop approximate 

values f o r the Wisconsin Avenue corridor route and then 

r e l a t e these benefits to the D i s t r i c t ' s share of the 

costs. The data on the costs, the benefits, and r a t i o 

between the two are shown by the accompanying chart. 

The dollar benefits to motorists — potential 

increased r e a l estate taxes are not included — are, 

annually: Route A-2, $4.6 m i l l i o n ; Route C or D, $7.3 

m i l l i o n . 

The r a t i o of benefits over the D i s t r i c t ' s 

costs shows the central — Wisconsin Avenue — corridor 

to be f o r t y percent more economical than the River loca

ti o n when the Clarkeson-proposed River crossing i s 

included with the central route. Without the new bridge, 

t h i s route i s 200 percent more economical. 

By showing t h i s relationship from a d i f f e r e n t 

approach, the economics are even more s t r i k i n g . I f the 

Route A-2 benefit-cost r a t i o of 0.41, as shown on the 

chart, i s maintained i n developing a central route, one 

could, other factors not considered, j u s t i f y the D i s t r i c t ' s 
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share of the cost of the central route climbing to $17.3 

m i l l i o n . T h i s means that Route A-2 at $11.2 m i l l i o n 

would have the same economic value to the D i s t r i c t of 

Columbia as a central route costing $17.3 m i l l i o n . Trans

lated to t o t a l project costs and including the questionable 

new bridge, the central route i t s e l f could have a t o t a l 

cost of $113 m i l l i o n as compared to Route A-3's $47 m i l l i o n . 

I t i s not proposed here that such a costly project be 

carried out, but we simply point out the implications of 

such an economic comparison. 

I f the additional r e a l estate taxes that would 

come from improved properties on tho central route were 

included, i t would further emphasize the poor r e l a t i v e 

position of the River route. 
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ROUTE 240 

Comparative Co3ts and Benefits of Clarkeson 

Route Studies as Prepared by MCPC Staff 

* Route A-2 eliminates Chain Bridge, making 

a new crossing mandatory here; KCPC s t a f f does not 

believe such a new expressway-type crossing i s needed 

here otherwise. However, the data are shown under both 

conditions f o r the central routes, C and D. 

Alternate Routes* Costa i n Millions Annual Ratio 
Total Project B.C.Share 

Benefits to 
Motorists 
i n Millions 

Benefits 
Over B.C. 
Costs 

A-2 with new Arizona 
Avenue 3ric!;;:o $80 $11.2 $4.6 0.41 

C or D with new 
Arizona Avenue Bridge $73 $12.5 ) 

) 
) 

$ 6.0 ) 

0.58 

C or 0 without new 
Arizona Avenue Bridge $60 

$12.5 ) 
) 
) 

$ 6.0 ) 
$7.3 

1,22 
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Additional rev lev/ of Clarkeson Engineering 

Company's report: 

A b r i e f additional review of the Consultant's 

report i s important i n t h i s presentation. While the 

Commission adopted i t s resolution j u s t prior to publica

tion of the report, the Commission and s t a f f were generally 

f a m i l i a r with i t s contents through continuing consultations 

with the Highway Department and t h e i r Consultant. 

The Consultant recommended a River location and 

gave supporting reasons for the selection at several 

instances i n the report. The preferred plan of Clarkeson 

was Route A. Since receiving the report, the D i s t r i c t 

Highway Department has rejected Route A and now recommends 

Route A-2. The Consultant rejected A-2 because "The 

e f f e c t which t h i s route has on the recreational a c t i v i t i e s 

i n the v i c i n i t y of the Chesapeake and Ohio Canal and 

along the Potomac River which i s used by many D i s t r i c t 

residents and the loss of the f u l l use of the e x i s t i n g 

Chain Bridge lead to recommending against t h i s route." 

Without intending to b e l i t t l e t h i s extensive engineering 

study, we do wish to point out where there are differences 

of opinion or where the f a c t s no longer apply. 

Reasons supporting the Route A selection f i r s t 

occur i n the l e t t e r of t r a n s m i t t a l . Seven reasons were 

given here and these reasons, each followed by our s t a f f 



comments, are as follows: 

" 1 . The t o t a l cost of construction, including 

right-of-way, i s l e s s than any other route studied." 

Comment: When the Arizona Avenue crossing i s 

included with Route A-2 and costs are evaluated i n l i g h t 

of the benefits, there i s some doubt, 

"2. I t does l e s s damage to e x i s t i n g park and 

recreation areas, both present and planned." 

Comment: The statement i s based on Route A, 

not A-2. 

"3. I t has no adverse grades where Lines B, 

C, and D do have, thus eliminating costly additional 

climbing lanes or t r a f f i c delays." 

Comment: Climbing lanes have been provided to 

eliminate t r a f f i c delays, and t h e i r costs have been 

included i n a l l the comparisons. 

"4. The recommended route follows the presently 

approved l i n e f o r the I n t e r s t a t e Highway network as 

approved by the U.S. Bureau of Public Roads, Department 

of Commerce." 

Comment: The approval i s preliminary and the 

location can be revised. 

"5. I t does no disturbance to foreign legations, 

et cetera." 

Comment: This i s equally true for Route C. 



82 
"6. A minimum interference can be anticipated 

with e x i s t i n g t r a f f i c during construction." 

Comment: The Consultant's cost estimate d e t a i l s 

show Route A to have the c o s t l i e s t " T r a f f i c Maintenance" 

item. 

" ? . I t should not be involved i n extensive 

legal embroilments due to excess use by general t r a f f i c 

i n areas dedicated to park and passenger t r a f f i c uses." 

Comment: Route A-2 involves major use of park 

land and therefore r a i s e s the same basic legal questions, 

however that land use was o r i g i n a l l y acquired. 

There appears then to be l i t t l e significance 

to the seven reasons i n the l e t t e r of tra n s m i t t a l . Let 

us also examine additional reasons. 

I t was stated on Page I I I that the Route A 

selection was "based upon consideration of safety, 

t r a f f i c service value, costs, and ef f e c t on environment." 

But a l l expressways provide high standards of safety, 

and more vehicles would be exposed to improved safety on 

a central route. He have already pointed out the over

whelmingly superior t r a f f i c service to a central route. 

Costs appear to be lower on the River route u n t i l we 

f u l l y evaluate these costs. The effect on environment 

i s d i f f i c u l t to measure, but an all-purpose expressway, 

such as Route A-2, through the Palisades w i l l , as pointed 
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out by the Clarkeson report, " e f f e c t i v e l y eliminate 

possible development" of the park land; further, i t 

would make i t more d i f f i c u l t to r e t a i n the single** 

family home character of the Palisades. 

I t was stated l a t e r i n the report that the 

Consultant had three other major reasons for having 

selected Route A: 

1. The Glover-Archbold passenger car r e s t r i c 

t i o n ; 

2. The b e l i e f that Maryland preferred a River 

location i n Maryland; and 

3. That a need existed for a new river-crossing 

f a c i l i t y i n the Arizona Avenue area, to accommodate 

V i r g i n i a t r a f f i c . 

However, i t now appears that the Maryland 

State Roads Commission does not necessarily prefer a 

River location i n Maryland. As w i l l be discussed l a t e r , 

i t i s not at a l l c l e a r to our s t a f f that a new expressway-

type River crossing i n the Arizona Avenue area i s needed 

i n the near future. Therefore, the Glover-Archbold 

l i m i t a t i o n appears to be the one reason i n support of 

the Consultant's recommendation. I t does not appear 

l o g i c a l that t h i s single factor should outweigh the 

t r a f f i c service potentials and economic values of a more 

ce n t r a l l y located route u n t i l the question of Glover-
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Archbold use i s more thoroughly analysed, and a l t e r n a t i v e 

routes further explored. 

The Consultant also referred i n the report to 

the need for coordination of expressways and mass t r a n s i t , 

and implied that the River route would w e l l meet t h i s 

requirement. Actually, Route A or A-2 would not be a 

sa t i s f a c t o r y location f o r mass t r a n s i t , whereas a more 

ce n t r a l l y located route could provide excellent service. 

Proposed Arizona Avenue crossing: A crossing 

at Arizona Avenue would not be j u s t i f i e d , on the basis 

of the Consultant's own data, because i t would r e s u l t i n 

a duplication of r a d i a l highway f a c i l i t i e s along both 

sides of the River. I n f a c t , the t r a f f i c data actually 

seem to emphasize the need for an expressway-type crossing 

farther downstream. The Clarkeson-proposed crossing 

would cause r a d i a l t r a f f i c , which would otherwise come 

downtown on the new George Washington Memorial Parkway 

along the V i r g i n i a shore to use the proposed 240 River 

route along the D i s t r i c t shore. Then the t r a f f i c data 

shows the new four-lane George Washington Memorial Park

way i n V i r g i n i a would carry so l i t t l e t r a f f i c that i t 

would need only h a l f the roadway now being b u i l t , while 

the D i s t r i c t ' s Route 240 would need to be increased from 

four to s i x lanes, a l l because of the Clarkeson-proposed 

crossing. T h i s seems to be a duplication of f a c i l i t i e s 



and expense. No highway or planning agency, insofar as 

we know except recently i n the case of the D i s t r i c t 

Highway Department, has proposed a crossing of t h i s type 

at t h i s location. 

A crossing farther downstream — Nebraska or 

Three S i s t e r s — would serve most of the same r a d i a l 

t r a f f i c ; i t would f i n d more potential c r o s s - r i v e r t r a f f i c ; 

and i t would not r e s u l t i n duplication of roadways along 

the River. I f the new crossing were to be downstream, 

the small volume of cr o s s - r i v e r t r a v e l i n the Arizona 

Avenue area would then continue to use Chain Bridge, i f 

i t I s l o c a l t r a f f i c , or would use Cabin John, Key Bridge, 

et cetera, i f i t i s other than l o c a l t r a f f i c . This 

would be true except under the Route A-2 plan which makes 

Chain Bridge useless. 

Because t h i s proposed Arizona Avenue crossing 

would provide nearly one-half the t r a f f i c potential to a 

River route f o r 240, i t might be d i f f i c u l t to j u s t i f y such 

a route without that crossing. 

I n summary, i t appears that the Glover-Archbold 

passenger car l i m i t a t i o n i s the single major reason for 

the Consultant's selection of a River route. Contrasted 

with t h i s are the many major reasons supporting a central 

route. The purpose of the s t a f f study, to be described i n 

the next section, was to f u l l y explore the f e a s i b i l i t y of a 

route i n the much-desired central corridor. 
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STAFF PLAN FOR ROUTE 240 IN THE WISCONSIN 

AVENUE CORRIDOR: 

The plan which follows has been prepared by 

the s t a f f . I t has no o f f i c i a l status as a Commission 

plan, but the s t a f f has been instructed to present i t at 

t h i s hearing. 

The plan to be presented includes more than 

the "tunnel plan" for Route 240; i t includes a t o t a l 

program of expressways for thet area i n the D i s t r i c t of 

Columbia lying between Rock Creek Park and the Potomac 

River. I t i s far better to plan programs rather than 

individual projects, and 240 would be simply a part of 

the needed program. 

The f i r s t roadway i n the plan would be the 

Palisades Parkway for passenger cars only, to be devel

oped by the Park Service. This roadway i s the l o g i c a l 

and planned extension of the George Washington Memorial 

Parkway into the D i s t r i c t of Columbia, and i t terminates 

at the junction of the Glover-Archbold Parkway and 

Canal Road. 

The next roadway l a the program i s the Glover-

Archbold Parkway for passenger cars only, to be developed 

by the D i s t r i c t of Columbia. This roadway too has been 

long planned. I t would begin at a point near Van Ness 

Street and terminate at the junction of the Palisades 
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Parkway and Canal Road. 

From t h i s junction point of Glover-Archbold 

and the Palisades Parkway at Canal Road, the plan i n 

cludes widening of Canal Road into Key Bridge, including 

new connections to M Street. This improvement had been 

planned by the Highway Department as an extension of the 

Whitehurst Freeway and would carry cars and trucks. 

The next roadway proposed i s In t e r s t a t e Route 

240 i t s e l f , which would carry both passenger cars and 

trucks i n i t s e n t i r e t y . I t i s proposed that t h i s road 

begin at the D i s t r i c t Line west of Wisconsin Avenue, at 

a point developed by the Maryland-National Capital Park 

and Planning Commission s t a f f and ourselves. The route 

would proceed southerly as a six-lane expressway with 

s u f f i c i e n t space available i n the right-of-way for the 

p o s s i b i l i t y of future t r a n s i t service, or presumably tv/o 

more highway lanes, depending on which was more needed 

i n the future. 

I t would cross Wisconsin Avenue between 

Fessenden and Garrison Streets and continue i n a south

e r l y direction to underpass Tenley C i r c l e and again emerge 

through the F t . Reno area, the long-planned F t . Drive, 

the region's intermediate loop, would be connected with 

Route 240 with a high-type interchange. 

I n the Van Ness-Upton Street area, an i n t e r -
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change i s proposed and south of t h i s point the roadway, 

now eight lanes, would diverge into two routes; four 

laues into Glover-Archbold Parkway and the other four 

lanes remaining as Route 240. The Glover-Archbold route 

would have an interchange with Massachusetts Avenue 

and continue southerly through the Park as previously 

described. Route 240 turns southeasterly and enters the 

f i r s t tunnel portal several hundred yards northwest of 

the intersection of McComb and 39th Streets. 

The route generally follows thereafter the 

Massachusetts Avenue alignment at depths usually i n 

excess of 100 f e e t , thereby causing v i r t u a l l y no d i s 

turbance to the ground surface. The tunnel, about one 

mile long, terminates j u s t east of the intersection of 

Fulton Street and 34th Street i n the Kormanstone Valley. 

The route then continues through the Valley at approximately 

the e x i s t i n g surface grades. At the edge of Rock Creek 

Park the road would traverse a high-level bridge and 

enter a second tunnel below Belmont Road. 

This second tunnel, approximately one-half 

miles i n length, would terminate near the intersection 

of Florida Avenue, R Street, and Decatur Place. Upon 

leaving the tunnel portal here, a high-type interchange 

i s made immediately with the Inner Loop. This point of 

connection with the Inner Loop i s very close to the 



point selected by the Clarkeson firm for the termination 

of Routes B and D„ The important exception to t h i s i s 

the fact that i t does not appear necessary to disturb 

any of the foreign legations, as was the case with Routes 

B and 0. 

The t o t a l length of t h i s Route 240, from the 

D i s t r i c t Line to the Inner Loop through the tunnel, would 

be 4*5 miles, approximately the same length as Routes A, 

A-2, and B, and approximately one mile l e s s than Routes 

C and D. This saving i n route length together with the 

fact that approximately one-half of the Route 240 t r a f f i c 

would use Glover-Archbold r e s u l t s i n the cost of Route 

240 being quite si m i l a r to a l l of the routes considered 

by Clarkeson. Our estimate of the costof Route 240 as 

herein proposed i s $55 mi l l i o n , as compared to the other 

routes ranging from approximately $45 mill i o n to $63 

mi l l i o n . To the cost of t h i s Route 240 i f i s necessary 

to add the cost of Glover-Archbold and the improvement 

of Canal Road into Key Bridge. 

I would l i k e to add one remark regarding these 

costs. I t i s true we do not have boring data, we do not 

have extensive engineering material to base t h i s on i n 

the Washington area. 

However, i f there i s no boring data, the 

Highivay Department had some l i t t l e time to study the plan 
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we are sorry to see them go on record as saying i t w i l l 

cost $110,000,000. We based our cost on i n t e r s t a t e tunnels 

under construction and i n operation i n the Pittsburgh 

area, and have had correspondence with those o f f i c i a l s , 

which indicates how unit prices would be reasonable. 

To return to the t e x t : The described location 

of 240 i s one of several location studies made by the 

s t a f f . I t i s believed that the proposed route i s the 

best of those studies, but further engineering study 

could show one of the other routes, or some other similar 

route to be most satisfactory. There appear to be a l t e r 

nates i n the area between the D i s t r i c t Line and the Tenley 

C i r c l e area, and there would be several alternate tunnel 

locations south of Tenley C i r c l e . 

I would l i k e to add to that,, For example, 

on the map, Mr. Nolen, there i s studied location which 

i s southwest of the l i n e shown, wiich goes to the edge 

of the Naval Observatory grounds and comes out into 

Normansfone Valley at the lower end. This appears 

feasibl e also and would simply r e s u l t i n a l i t t l e higher 

construction cost. 

We do not s p e c i f i c a l l y say that the l i n e on the 

map i s the only l i n e that we think should be studied. 

Advantages to proposed program: The following 

are the more important advantages to the proposed program: 
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1. I t advances the Commission's resolution of 

l a s t June which favored a central route, substantially 

s i m i l a r to Clarkeson 5s Routes C or D« 

2. I t i s consistent with the l a t e s t Commission 

Thorofare Plan. 

3. I t maintains the passenger car status of 

Glover-Archbold Parkway. 

4. The gradient problem of Clarkeson's central 

routes would be eliminated i n general. 

5. The t r a f f i c service value of the t o t a l 

program, and r e l i e f to l o c a l s t r e e t s , would be far greater 

than would r e s u l t from the program outlined i n the 

Clarkeson report. 

6. The dollar benefits to motorists and the 

potential increase i n r e a l estate taxes would be far 

greater than i n the Clarkeson plan. 

7. The cost of the t o t a l program compares 

favorably with the program outlined i n the Clarkeson 

report„ 

8. Neighborhoods and land use would be nearly 

undisturbed. 

9. T r a f f i c i s brought to the Inner Loop from 

the Northwest at two points, allowing for easier t r a f f i c 

d i s t r i b u t i o n . 

The program of expressways as presenter in the 
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Clarkeson report included three f a c i l i t i e s : The Glover-

Archbold Parkway; Route 240; and the new Arizona Avenue 

Bridge. The cost of the Parkway has been estimated by 

the Highway Department at $4.6 mill i o n and i t would 

receive 50/50 Federal Aid. The t o t a l project cost for 

these three f a c i l i t i e s would be $64.7 milli o n ; the 

D i s t r i c t ' s share of the cost would be $13.6 m i l l i o n . 

The t o t a l program cost as proposed by the 

Commission's s t a f f study would be as follows: 

F a c i l i t y Total Cost D„C. Share of Cost 

Route 240 (Tunnel Plan) $55.0 Million $5.5 Million 

Glover-Archbold Parkway 4,6 2.3 

Palisades Parkway 5.2 0.0 

Canal Road, to Key Bridge 4,3 2.2 

Total $69.1 Million $10.0 Million 

The Palisades Parkway and the Canal Road costs 

were based on an estimate of the Regional Highway Committee 

Report of 1952, and have been increased to r e f l e c t cost 

increases since then. I f the Clarkeson-proposed bridge 

at Arizona Avenue i s considered to be an essential part 

of any program i n t h i s Northwest area, and the s t a f f does 

not accept t h i s , then the bridge cost would need to be 

addedo The comparison would show that the D i s t r i c t ' s 

share of the cost then becomes $16.6 mill i o n as compared 

with the Clarkeson program of $13.6 m i l l i o n . 
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The s t a f f ' s expressway program cost i n either 

case would be s a t i s f a c t o r y when measured i n terms of the 

extra dollar benefits to be derived* The s t a f f believe 

t h i s plan presents a feasible solution to the 240 loca

tion problem, as well as meeting the needs for the entire 

area between Rock Creek Park and the Rtomac River„ I t i s 

our opinion that the plan should be studied by the 

Highway Department and a more thorough engineering analysis 

be undertaken of t h i s plan. 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. Keith. 

That concludes your presentation, Mr. Owen, does 

i t ? 

MR. NOLEN: I have one question on the costs 

v/hich has not been brought out. 

Should the r i v e r route be chosen, the problem 

of transportation i n the northwest area, out through 

Wisconsin Avenue and Bethesda, has not been s o l i d i f i e d . 

An additional cost of major magnitude inevitably i s going 

to be incurred, and the advantage of the 90-10 money to 

solve that problem of course would not be available. 

COMMISSIONER MC LAUGHLIN: Thank you. 

Have we representatives of the National Park 

Service? 

Mr„ Thompson? 
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STATEMENT OF CONRAD L. WIBTH, DIRECTOR, 
NATIONAL PARS SERVICE, AS READ BY 

HARRY T. THOMPSON. 

MR. THOMPSON: Mr. Chairman, my Director, 

Mr. Wirth, was hopeful of coming. In h i s absence, i f you 

would accept my reading of t h i s very b r i e f statement, I 

would appreciate i t . 

COMMISSIONER MC LAUGHLIN: Yes, indeed. Would 

you proceed? 

After Mr. Thompson's reading of the statement of 

the National Park Service we w i l l stop for lunch and be 

back here at 1:45. 

MR. THOMPSON: Mr. President, I am Harry Thompson. 

I am an Associate Superintendent of the National Capital 

Parks and I am reading here a very b r i e f prepared s t a t e 

ment on behalf of the National Parks Service. I t i s dated 

January 6, 1953, and i t i s the statement by the National 

Park Service on the location of in t e r s t a t e U. S. Highway 240 

i n the northwest section of the D i s t r i c t of Columbia. 

The National Park Service welcomes t h i s op

portunity to present i t s views upon the possible alternative 

routes being considered by the Commissioners of the D i s t r i c t 

of Columbia and the Bureau of Public Roads on the selection 

of a location for Interstate U. S. Highway 240 within the 

northwest section of the D i s t r i c t of Columbia. The notice 
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issued by tho government of the D i s t r i c t of Columbia on 

November 25, 1957, c a l l i n g public attention to these hear

ings indicates that the Department of Highways of the 

D i s t r i c t of Columbia does not concur i n the "A" route as 

recommended by the consultants to the D i s t r i c t Government, 

but has instead recommended to the Board of Commissioners 

a route designated as "A-2" i n the Clarkeson Engineering 

Company's report. 

The National Park Service i s opposed to either 

route "A" or route "A-2". Both of these routes are i n 

c o n f l i c t with approved plans of long standing for the 

development of the park and parkway System of the nation's 

c a p i t a l and the adjoining metropolitan area, which have 

reached the point of f i n a l construction. Over a period of 

some 25 years, the National Capital Planning Commission, 

with the approval of the D i s t r i c t Commissioners and the 

Congress of the United States, has been assembling land i n 

conformity with approved plans for the Palisades Park, which 

i n the D i s t r i c t of Columbia i s the counterpart for the 

George Washington Memorial Parkway i n Maryland and V i r g i n i a . 

Formal agreements with these j u r i s d i c t i o n s have been i n 

ef f e c t f o r many years under which land acquisition i s now 

being completed with funds matched on a 50-50 basis. 

The purpose of the George Washington Memorial 

Parkway and the acquisition of the Palisades Park i n the 



D i s t r i c t of Columbia was, as stated i n tho Capper-Cramton 

Act of 1930, "for the protection and preservation of the 

natural scenery of the gorge and Great F a l l s of the Potomac". 

The George Washington Memorial Parkway and the Potomac 

Palisades Parkway were shown on the "Comprehensive Plan 

for the National Capital and i t s Environs, 1950" of the 

National Capital Planning Commission. 

While the Capper-Cramton Act did not s p e c i f i c a l l y 

define the character of the road which would be provided 

within the park and parkway areas provided under t h i s 

authority, the roadway has been planned from the beginning 

as a parkway type of road s i m i l a r to that which the National 

Park Service i s now constructing i n Maryland and similar to 

the type of roads constructed i n National Parks throughout 

the United States. 

Contracts have recently been awarded for two lanes 

of parkway road i n Maryland from the D i s t r i c t l i n e to 

Carderock, Maryland. The National Park Service has funds 

on hand for the construction of a two-lane connecting l i n k 

between the D i s t r i c t l i n e and Chain Bridge. Land has been 

acquired by the National Capital Planning Commission, both 

i n the D i s t r i c t and i n Maryland, for the eventual construction 

of a park road, aligned and graded so as to enhance the 

enjoyment of the scenic features of the park and preserve 

natural and h i s t o r i c conditions to the maximum. A l l of 
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the lands e s s e n t i a l for the parkway along the Palisades 

have been or are now being acquired. Specific plans for 

t h i s parkway f a c i l i t y were approved by the National Capital 

Planning Commission i n 1951. Preparation of construction 

drawings for the Palisades Parkway has been requested from 

the Bureau of Public Roads. Funds for the construction of 

t h i s parkway have been programmed by the National Park 

Service under i t s Mission 66 program, to be started i n 

1960. 

In consequence of these long-range plans, the 

National Park Service i s opposed tothe abandonment of i t s 

plans and program to develop t h i s element of the park and 

parkway system of the nation's c a p i t a l i n deference to the 

construction of an ail-purpose truck route i n t h i s same 

location. 

In substantiation of t h i s position, the Clarkeson 

Engineering Company i n th e i r report to the D i s t r i c t of 

Columbia recommended against the use of route "A-2". The 

report stated that: 

" T r a f f i c volumes do not indicate a need for both 

an a l l - v e h i c l e expressway and a high t r a f f i c parkway," 

and, speaking of the t r a f f i c flow across the r i v e r on 

Chain Bridge, the report says that route "A-2": 

"#**serioualy reduces the t r a f f i c service available 

on t h i s bridge***eliminates service to t r a f f i c from 
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tho D i s t r i c t of Columbia to V i r g i n i a by way of Chain 

Bridge and also from V i r g i n i a to Maryland." 

I t further s t a t e s : 

"The e f f e c t which t h i s route has on the recreational 

a c t i v i t i e s i n the v i c i n i t y of the Chesapeake and Ohio 

Canal and along the Potomac River, which i s used by 

many D i s t r i c t residents and the loss of the f u l l use 

of the e x i s t i n g Chain Bridge leads to recommending 

against t h i s route. While Line A-2 uses land for which 

a parkway has been considered, studies do not indicate 

the need for both an expressway and a parkway i n t h i s 

area." 

The National Capital Planning Commission recommended 

that either route "C" or "D", sub s t a n t i a l l y as set out i n 

the Clarkeson Engineering Company's report — the Wisconsin 

Avenue Corridor — bo approved for Interstate Route 240. 

In the discussion of t r a f f i c a n a l y s i s , the Clarkeson report 

stated: 

"This analysis of t r a f f i c i n northwest Washington 

quickly indicated that no one highway f a c i l i t y could 

provide enough capacity to serve a l l of the t r a f f i c 

potential to i t . This f a c t had a great bearing on 

the recommendations concerning the location of the 

Interstate Highway Route i n Northwest Washington. 

Since i t was obvious that one route could not solve 



09 
Ght 

tho t r a f f i c problem i n the area, the t r a f f i c assign

ments have been adjusted so that the route proposed 

herein (route "A") w i l l be only part of the system of 

expressways and parkways that should be developed 

and i n place i n Northwest Washington i n 1980." 

This observation i n the Clarkeson report comports with 

action recommended by the National Capital Planning Com

mission. 

Last June the National Capital Planning Commission 

approved a report of a special committee that recommended, 

(1) "The route along the northeast side of the Potomac 

River be developed as a parkway as heretofore proposed, 

i n harmony with and s i m i l a r i n character to the George 

Washington Memorial Parkway along other stretches of the 

Potomac R i v e r j " and (2) the Wisconsin Avenue-Glover-Archbold 

Parkway Route connecting either to the Whitehaven Parkway 

or the Whitehurst Freeway — s u b s t a n t i a l l y as presented i n 

a study by the Clarkeson Engineering Company — be approved 

as a route for U.S. 240. The National Park Service participated 

i n the deliberations leading up to t h i s report and concurred 

i n i t s approval. 

We understand that the s t a f f of the National Capital 

Planning Commission has prepared a study of a route follow

ing the Wisconsin Avenue-Glover-Archbold Parkway Corridor, 

which has been presented for consideration during these 
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hearings. This route begins at the D i s t r i c t of Columbia 

l i n e j u s t west of the Woodward and Lothrop Store on 

Wisconsin Avenue, extends southward to cross Wisconsin 

Avenue at Fessenden Street to the west edge of Fort Reno 

and an intersection with Fort Drive, then continues south 

on the Fort Drive right-of-way to underpass Tenley C i r c l e 

and enter Glover-Archbold Park, where four lanes would 

follow the route of Glover-Archbold Parkway to Canal Road. 

An additional four lanes would enter a tunnel from 

Glover-Archbold Park northwest of the intersection of 

Macomb. Street and 39th Street to Normanstone Valley west 

of Rock Creek. This route would cross Rock Creek on an 

overhead structure and enter a tunnel east of Rock Creek 

extending to an interchange with the proposed inner loop. 

This solution, u t i l i z i n g the Wisconsin Avenue corridor, 

merits careful analysis and detailed engineering and cost 

studies. I t would place t h i s major highway project at 

the location of the greatest t r a f f i c demand and i n an area 

where the e x i s t i n g s t r e e t s are already overloaded by the 

rush-hour t r a f f i c . 

For a large part of i t s length from the D i s t r i c t 11m 

through the Glover-Archbold Park, t h i s f a c i l i t y w i l l traverse 

lands now i n public ownership; that i s , from Fessenden 

Street to Tenley C i r c l e and from Upton Street to the Potomac 

River. This solution indicated by the s t a f f study does 
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include those features which the Clarkeson Engineering 

Company found to be objectionable in i t s consideration of 

the Wisconsin Avenue alternate locations. 

The Wisconsin Avenue corridor route within the D i s t r i c t 

crm bo joined with either tho Eiver Road Route or a route 

p a r a l l e l i n g Wisconsin Avenue i n Maryland. 

The D i s t r i c t of Columbia has for many years owned a 

s t r i p of land 100 feet wide i n the bottom of the Foundry 

Branch Valley, extending from Van Ness Street to Canal 

Road, which separates the Glover-Archbold Park into two 

parts, one lying to the east and one to the west. This 

s t r i p of land, formerly known as Arizona Avenue, has been 

available to the D i s t r i c t for the construction of the 

street system of the D i s t r i c t of Columbia for approxi

mately 65 years. 

In 1948 the National Park Service entered into an 

agreement with the D i s t r i c t Highway Department to permit 

the construction of a four-lane, divided parkway-type road 

i n l i e u of a single all-purpose D i s t r i c t highway i n the 

l i n e of tho former Arizona Avenue, which occupied the 

bottom of the v a l l e y i n accordance with the Highway Plan 

since abouv 1893. The motivation for such an agreement 

was that tho D i s t r i c t Government has repeatedly indicated 

that they would not close Arizona Avenue, already dedicated 

as a 100-foot right-of-way, but would consider a realignment 
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of roadways to f i t the topography so as to avoid the on-

necessary destruction of fine trees in tho central part of 

the v a l l e y . The D i s t r i c t Commissioners, on their behalf, 

agreed to the exclusion of trucks on the road scheduled for 

construction under thei r program of proposed federal aid 

highway projects. We understand the D i s t r i c t Government 

proposes the construction of the Glover-Archbold Parkway 

beginning i n I960, to be completed in 1961, at a cost of 

approximately $4-1/2 mi l l i o n . 

Thus, i t w i l l be clear that a four-lane parkway-type 

development i n the Glover-Archbold Valley and a similar 

parkway-type development along the Palisades of the Potomac 

River from the D i s t r i c t l i n e to Georgetown are already 

scheduled for construction independent of any of the 

alternate locations for the int e r s t a t e highway system i n 

northwest Washington. 

In i t s endeavors to find a solution for the routing 

of Highway 240 i n t h i s section of the c i t y , the National 

Capital Planning Commission f e l t that after a comparison 

of alternative proposals for the use of major parks, i . e . , 

the Palisades Park along tho r i v e r on the one hand and 

Rock Creek Park on the other, and since the right to 

construct a commercial highway already existed in Glover-

Archbold Parkway, then t h i s l a t t e r parkway would be suitable 

as a location for Route 240, e s p e c i a l l y as the major portion 
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of the through truck t r a v e l would be diverted to Virginia 

over the outer circumferential highway v i a Cabin John Bridge 

or to follow other routes. Current studies made by the 

Planning Commission s t a f f are directed towards eliminating 

the need for using the Glover-Archbold Parkway for general 

t r a f f i c by u t i l i z i n g a tunnel for commercial t r a f f i c roughly 

p a r a l l e l i n g the present route of 240 along Massachusetts 

Avenue to a new connection with the inner loop. This would 

have the further advantage of avoiding an over-concentration 

of t r a f f i c in Glover-Archbold Parkway, which would then be 

constructed as proposed under the 1948 agreement. 

The consultants to tho D i s t r i c t Government have made 

i t quite clear that more than one high-capacity t r a f f i c 

f a c i l i t y would be needed to serve t h i s section of the c i t y . 

A parkway along the r i v e r at a l l - f e d e r a l expense w i l l be 

provided and a parkway in the Glover-Archbold Valley i s 

to be constructed by the D i s t r i c t Government. 

The proposal of the Planning Commission for the solution 

of the U. S. Route 240 problem i s consistent with these com

mitments, and appropriately and e f f e c t i v e l y supplements 

the t r a f f i c capacities that they w i l l provide to serve the 

future needs of the entire northwest section of the D i s t r i c t 

and adjoining Maryland. 

That, Mr. Chairman, completes the statement of the 

Director of the National Park Service. 
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COMMISSIONER HC LAUGHLIN: Thank you. 

We 7 / i l l reassemble a t 1:45 i n t h i s rocm. 

(Thereupon, a t 12:20 p.m. noon, tho meeting 

was recessed, t o reconvene a t 1:45 p.m., t h i s 

same date.) 
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AFTERNOON SESSION 

(1.55) 

COMMISSIONER MC LAUGHLIN: L e t ' s come to order, 

please. 

Next we w i l l hear from General P r e n t i s s . Major 

General Louis W. P r e n t i s s , R e t i r e d , Ex-Commissioner of the 

D i s t r i c t of Columbia, representing the Washington Board of 

Trade. 

xxx STATEMENT OF MAJOR GENERAL LOUIS V. PRENTISS 

(USA RETD.) CHAIRMAN, TRANSPORTATION COMMITTEE 

WASHINGTON BOARD OF TRADE 

GENERAL PRENTISS: Mr, Chairman and Members of 

the Board, I am Louis W. P r e n t i s s , Chairman of the Trans

p o r t a t i o n Committee of the Washington Board of Trade. T h i s 

statement represents the views of the Board of Trade as 

adopted by i t s Board of D i r e c t o r s a f t e r considering recom

mendations developed and submitted by the Committee on 

Tran s p o r t a t i o n . 

We recommend that the Commissioners of the D i s 

t r i c t of Columbia s e l e c t the route designated A-2 i n the 

no t i c e of these hearings issued on November 25, 1957« 

We conclude that route A-2 i s the most d e s i r a b l e 

f o r the f o l l o w i n g reasons: 

( l ) Route A-2 would separate i n t e r s t a t e t r a f f i c 

from the heavy l o c a l t r a f f i c using the Bethesda-Wisconsin 
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Avenue c o r r i d o r and thus avoid the concentration of both 

types of t r a f f i c entering the inner loop which would be 

the case i f the Glover-Archbold or route C were used. 

(2) Construction of Route 240 at A-2 would cause 

the minimum d i s l o c a t i o n of e x i s t i n g t r a f f i c patterns near 

d w e l l i n g s , business houses and r e c r e a t i o n a l areas. 

(3) The use of A-2 would involve the a c q u i s i t i o n 

of only 43 dwellings of l i m i t e d r e a l e s t a t e value between 

the D i s t r i c t L i n e and the inner loop, f a r fewer than would 

need to be demolished i f route C were used. 

(4) T o t a l cost of using route A-2 would be at 

l e a s t 13 m i l l i o n d o l l a r s l e s s than the Wisconsin Avenue-

Glover Archbold Parkway route. 

(5) Population p r o j e c t i o n s contemplate s i g n i f i 

c a n t l y increased d e n s i t y i n the Ro c k v i l l e - G a i t h e r s b u r g -

Potomac area, hence i t i s h i g h l y important that the r e s u l t i n g 

t r a f f i c be encouraged to enter the c e n t r a l area by use of 

a route other than the h e a v i l y burdened Wisconsin Avenue 

one which may a l s o expect increased t r a f f i c as population 

grows. 

(6) Route A-2 i s planned to l i e r i v e r w a r d of a l l 

homes and r e a l e s t a t e developments i n the area and we do not 

believe that i t s use by t r u c k t r a f f i c would destroy the 

pu b l i c ' s enjoyment of the beauty of t h i s scenic route. 

I n our judgment there are s u f f i c i e n t reasons f o r 
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not using the Glover Archbold Parkway to remove that route 

from f u r t h e r consideration. 

(1) The Glover Archbold Parkway was donated by 

pu b l i c s p i r i t e d c i t i z e n s f o r parkway use. We b e l i e v e i t s 

donors terms should be honored. 

(2) The co n s t r u c t i o n of the required roadway 

through the Glover Archbold Parkway would p r a c t i c a l l y com

p l e t e l y destroy any park c h a r a c t e r i s t i c s i n a major p o r t i o n 

of the parkway because of the width of the r i g h t of ways 

needed. 

(3) We consider the proposal f o r a t r u c k route 

t u n n e l to be u n n e c e s s a r i l y expensive i n that i n ad d i t i o n to 

the cost of tunnel c o n s t r u c t i o n i t would destroy one of the 

most valuable r e s i d e n t i a l areas of the c i t y and would re q u i r e 

the removal of numerous other p r o p e r t i e s and some of the 

best residences i n the area. 

(4) Bringing Route 240 down Wisconsin Avenue 

would i n a d d i t i o n be tremendously expensive i n nearby Mary

land i n th a t i t would r e q u i r e valuable business property 

c u r r e n t l y under development. 

We b e l i e v e that the Clarkson report prepared f o r 

the D i s t r i c t Highway Department i s an e x c e l l e n t a p p r a i s a l 

of the s i t u a t i o n and stro n g l y recommend that the A-2 route 

.Included i n the report be adopted. 

Gentlemen, befoio I f i n i s h , I want to say one or 
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two other words. I t h i n k t h a t you are faced w i t h a very 

tough d e c i s i o n to make. However, i t i s only the f i r s t of 

those w i t h which you are going to be faced as t h i s i n t e r s t a t e 

highway program i n the D i s t r i c t progresses. I b e l i e v e that 

we ought to have an a p p r e c i a t i o n of why the Federal Govern

ment was w i l l i n g to change the r a t i o of F e d e r a l p a r t i c i p a 

t i o n i n highway c o n s t r u c t i o n from the 60-40 which e x i s t e d 

p r i o r to J u l y 1, 1956, to the 90-10 f o r the i n t e r s t a t e system, 

and I am sure t h a t i t was done because they f e l t there are 

F e d e r a l values there which j u s t i f i e d them so doing. 

While there i s no o b j e c t i o n to the I n t e r s t a t e 

system helping to c l e a r up t r a f f i c s i t u a t i o n s which are of 

a l o c a l i n t r a s t a t e nature, i t i s not the purpose of the 

i n t e r s t a t e system to t r y to solve those problems. I t h i n k 

t h a t we should r e a l i z e t h a t i n the Metropolitan area of 

Washington, looking at the t r a f f i c problem as a whole, that 

u n t i l we get the e n t i r e proposed system b u i l t , we are going 

t o have many, many problems. The key, i n my estimation, the 

key to the t r a f f i c problem l i e s i n the c o n s t r u c t i o n of the 

i n n e r b e l t . We can b r i n g a l l of the l a t e r a l s I n t o town that 

we want, expressways, but the expressways w i l l cease to 

f u n c t i o n j u s t as the S h i r l e y Highway ceases to f u n c t i o n when 

you get a couple of c a r s t i e d up on the bridge and you back 

t r a f f i c a l l the way to A l e x a n d r i a . 

I f we don't get t h i s i n n e r b e l t b u i l t so that the 
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t r a f f i c can be d i s t r i b u t e d and d i s s i p a t e d , we are going to 

have expressways that are jammed f u l l of car s that can't 

get o f f of i t . 

I t h i n k we ought to recognize t h a t you Gentlemen 

are faced w i t h a set of f a c t s from which d i a m e t r i c a l l y 

opposed conclusions have been reached. I have been faced 

w i t h the same f a c t s and I have come to my own conclusions 

which I have expressed and which have been accepted by the 

Board of Trade. I t h i n k that we ought to see that i n t h i s 

setup there i s only so much money and we should not look 

upon t h i s 90-10 money as being unlimi t e d i n quantity. 

T h i s week, we are going to have presented to the 

Congress by the Se c r e t a r y of Commerce and the Fe d e r a l Highway 

Administrator, the new cost estimate f o r the n a t i o n a l i n t e r 

s t a t e system of 40,000 miles of highways. The best informa

t i o n t hat I have rece i v e d i s that those cost estimates are 

going to show a marked increase i n that c o s t . There i s not 

now enough money i n the Highway T r u s t Fund to even pay f o r 

the e x i s t i n g 40,000 miles of road at the 195^ cost estimates, 

and i f every c i t y i n the United S t a t e s looks upon the 90-10 

money as being something we should take advantage of, the 

i n t e r s t a t e system i s not going to be b u i l t . I t i s going 

to be b u i l t I n short sections and the Country as a whole i s 

going to lose the advantage of i t . The D i s t r i c t of Columbia 

i s i n a t i g h t f i x from a f i n a n c i a l point of view f o r highways. 
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We have a remaining s i x years of a t e n year program f o r 

which the Highway Department does not now have enough money 

to see i t s way c l e a r to meet the F e d e r a l funds that are 

a v a i l a b l e t o i t and do the other constructions that the 

Highway Department of the D i s t r i c t has to do. 

There are shortages of funds s t a r i n g us i n the 

face f o r the next s i x years and we have to remember that 

t h i s F e d e r a l a i d a c c e l e r a t e d highway program i s a 13-year 

program which w i l l c a l l f o r 15 years of co n s t r u c t i o n , pro

vided the funds are ther e . 

I t h i n k we ought to a l s o remember that when we 

t a l k about these F e d e r a l funds, we are t a l k i n g about your 

money and my money. I t i s highway u s e r s ' money that goes 

i n t o t h i s Highway T r u s t Fund and i t I s highway u s e r s ' money 

tha t has been added to the highway b i l l that we have been 

paying before f o r the s p e c i f i c purpose of a c c e l e r a t i n g the 

program. And there i s not going to be plenty to be doled 

out to everybody that wants to use i t . I t h i n k you ought 

to remember a l s o that the F e d e r a l Government has a 50-50 

program f o r the s p e c i f i c purpose of a s s i s t i n g s t a t e s and the 

D i s t r i c t of Columbia i n the primary highway program and 

c e r t a i n l y , the primary highway program i s one that can be 

u t a l i z e d and should be u t a l i z e d i n those areas where the 

problems are l a r g e l y i n t e r s t a t e i n nature despite the f a c t 

t h a t they are crossing i n t e r s t a t e l i n e s . 
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I t h i n k i t I s necessary f o r us to give c a r e f u l 

c o n s i d e r a t i o n to the nature of the I n t e r s t a t e highway — 

nature of i n t e r s t a t e highway that creates as i t does a 

b a r r i e r against any surface movement whether i t be by 

pedestrian or by v e h i c l e . The highway i s i n v i o l a t e and i t 

has to be a i n t e r s t a t e through highway w i t h the s a f e t y r e 

quirements t h a t are set up by the F e d e r a l Government. We 

have to look at t h i s Wisconsin Avenue c o r r i d o r and i f you 

look at t h a t map up there at the point where P o o l s v i l l e 

interchanges, you w i l l f i n d t h a t there are 28 s t r e e t s , 

t here about, that t h i s highway has to cross before I t reaches 

the D i s t r i c t L i n e . 

Now everyone of those s t r e e t s i s e i t h e r going to 

be blocked or there has to be a grade separation, and i f 

there i s a grade separation, i t means there i s s t r u c t u r e , 

and more s t r u c t u r e s per mile the more i t i s going t o cost 

per m i l e . L i k e w i s e , we speak of brin g i n g I t on down through 

the D i s t r i c t of Columbia, and Wisconsin Avenue c o r r i d o r . I 

t h i n k there are another 10 or 12 i n t e r s e c t i o n s between the 

D i s t r i c t L i n e and Canal Road where we e i t h e r have t o b u i l d 

s t r u c t u r e s or we block the surf a c e movement of c a r s and 

people. 

We speak i n terms of how t h i s I s going to serve 

that area. I t i s going to serve that area only i f we are 

going to permit t r a f f i c to get on and get o f f , and we have 
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mc8 t o remember t h i s , t h a t t h i s highway I s going to be b u i l t 

i n accordance w i t h F e d e r a l s p e c i f i c a t i o n s which c o n t r o l the 

way t r a f f i c enters and the way t r a f f i c leaves the highway, 

and i t means that there are c e r t a i n minimum requirements 

t h a t are required f o r the angular curvature of the highway 

f o r the grade that can be b u i l t on and o f f the highway and 

the f a c t t h a t where you do have these merging lanes, you 

a r e going to have not eight l a n e s , but nine or t e n i f they 

are p a r a l l e l t o each other. 

I t h i n k we have got to recognize that unless we 

approach t h i s from a point of view of g e t t i n g the whole job 

done w i t h i n the resources of the D i s t r i c t of Columbia 

a s s i s t e d by the F e d e r a l Government, we are going to be throw

i n g money away. I f each one of these l a t e r a l s or each 

one of these roads leading I n t o the lon e r B e l t i s b u i l t r e 

gardless of c o s t , we are going to end up without having 

enough money to complete that I n n e r B e l t , and then we w i l l 

have a problem that w i l l cause us t o , i n s t e a d of looking to 

the f u t u r e , we w i l l have our f u t u r e behind us and we w i l l 

be s trangled by the t r a f f i c . 

I t h i n k t h a t i n ev a l u a t i n g what you have heard here 

today, you have t o recognize one t h i n g , and t h a t i s that 

the Highway Department of the D i s t r i c t of Columbia has a 

r e s p o n s i b i l i t y , i t has a r e s p o n s i b i l i t y f o r spending t h i s 

money. The Commissioners have the r e s p o n s i b i l i t y f o r r a i s i n g 
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t h i s money, deciding how much of t h i s money ought to be 

spent on highways. I am sure no D i r e c t o r of Highways i s 

wanting to spend t h i s money u n n e c e s s a r i l y i n s o l v i n g t h i s 

s i t u a t i o n and I f e e l t h a t you should give c a r e f u l evalua

t i o n to the recommendations of the D i r e c t o r of Highways 

because i n the f i n a l a n a l y s i s , he i s the one that i s c r i t i c i z e d 

f o r the r e s u l t s t h a t are obtained. 

Thank you very much. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Mr. Kanfer. Mr. Morris 

Kanfer, Vice-chairman of the Federation of C i t i z e n s ' A s s o c i a 

t i o n — 

MR. THORNETT: ( i n t e r p o s i n g ) Mr. Chairman, we 

have a l e t t e r from the Federation of C i t i z e n s 1 A s s o c i a t i o n s 

requesting t h a t the record of the hearing be kept open un

t i l a f t e r t h e i r r e g u l a r meeting on January 9. I t came i n 

from Miss Mabel Morris. 

COMMISSIONER WELLING: L e t ' s take i t under advise

ment. We don lt have to r u l e on i t r i g h t now. 

COMMISSIONER MC LAUGHLIN: Off the record. 

( D i s c u s s i o n o f f the record.) 

COMMISSIONER MC LAUGHLIN: On the record. W i l l 

you proceed, Mr. Kanfer? How long do you t h i n k you w i l l 

take? 

MR. KANFER: J u s t about three or four minutes. 
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COMMISSIONER MC LAUGHLIN: That i s f i n e . 

STATEMENT OP MORRIS KANFER, 

VICE-CHAIRMAN, FEDERATION OF CITIZENS ASSOCIATIONS 

MR. KANFER: Mr. President and Members of the 

Board, I am Morris Kanfer, Vice-Chairman of the C i t y Planning 

Committee of the Federation of C i t i z e n s A s s o c i a t i o n s . I 

wanted to note f o r the record t h a t on December 7, 1957, the 

S e c r e t a r y of the Federation, Mrs. Edward B. Morris, addressed 

a l e t t e r to the D. C. Board of Commissioners, s t a t i n g t h a t 

Mr. Robert Banks was the Chairman of the C i t y Planning 

Committee, and asking that the record be kept open to give 

the Federation the opportunity of considering t h i s matter 

at i t s next Federation meeting which w i l l be held on Thurs

day of t h i s week. 

Since Mr. Banks i s out of the C i t y , he has asked 

me, as Vice-Chairman, to take over the care of the meeting 

of the C i t y Planning Committee, which i s scheduled f o r 

tomorrow evening, and we have i n v i t e d Mr. Nolen of the 

National C a p i t a l Park and Planning Commission to present 

h i s views to our Committee tomorrow evening, and Mr. H a r r i s o n 

of the D i s t r i c t Highway Department to present h i s views, so 

i n a sense, my job tomorrow evening and the members of the 

Committee, w i l l be s i m i l a r to yours, to reach a d e c i s i o n 

tomorrow evening as t o what kind of r e s o l u t i o n we are to 

present t o the Federation at i t s meeting Thursday evening. 



Now, I want to assure you that the Federation 

takes very s e r i o u s l y t h i s matter, and wanted the opportunity 

of having the experts r a t h e r than reach a d e c i s i o n on an 

ex-parte b a s i s . 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. Kanfer. 

We w i l l keep the record open, and f o r those others i n t e r e s t e d , 

we w i l l keep the record open to the te n t h f o r the submission 

of any a d d i t i o n a l statements. 

I understand that Mr. P r i n c e has to meet w i t h some 

25 to 30 presidents of r a i l r o a d s tomorrow, or something 

l i k e t h a t , so we w i l l take him next. Mr. Gregory P r i n c e , 

representing the Chevy Chase Club. 

STATEMENT OF GREGORY S. PRINCE, 

CHEVY CHASE CLUB 

MR. PRINCE: Mr. Chairman, Members of the Commis

s i o n , I g r e a t l y appreciate the opportunity of appearing be

f o r e you today i n connection w i t h t h i s matter on behalf of 

the Chevy Chase Club. 

The Chevy Chase Club has over 2200 members, about 

1500 of whom l i v e i n the v i c i n i t y of Washington, so we do 

have an i n t e r e s t I n t h i s . I presume to come before you on 

be h a l f of an organ i z a t i o n whose property l i e s i n Maryland 

fo r two p r i n c i p a l reasons: One, the Chevy Chase Club, I 

t h i n k , i s a part of the l i f e of the community of Washington. 

The D i s t r i c t of Columbia i t s e l f has no country club and, I 
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t h i n k , everyone recognizes t h a t country clubs have become 

an important part of community l i f e . We have always had 

many d i s t i n g u i s h e d members of the club who l i v e i n the D i s 

t r i c t of Columbia and f o r t h a t reason, I f e e l that the e f f e c t 

upon the Club i s something t h a t you are e n t i t l e d to hear and 

t h a t you should give some con s i d e r a t i o n t o . 

The second reason i s t h a t by the time t h i s matter 

comes before Maryland a u t h o r i t i e s , the major question w i l l 

have been decided and our views w i l l be l a r g e l y academic. 

There w i l l be the d e c i s i o n l e f t , of course, as to where the 

routes should run i n Maryland i t s e l f . I f you were to s e l e c t 

C and D — apparently there are two routes i n Maryland t h a t 

would s t i l l be under con s i d e r a t i o n , namely, one running dowr 

the east side of Wisconsin Avenue, and the other along 

R i v e r Road. 

I have been authorized by the Board of Governors 

of the Club t o take a p o s i t i o n i n opposition t o e i t h e r of 

these r o u t e s . Wow the reasons f o r opposition to e i t h e r 

route are t o some degree common to both routes and to some 

extent, they are separate as to each route. 

I should l i k e to present to you the considerations 

that r e l a t e s p e c i f i c a l l y to the p a r t i c u l a r a l t e r n a t i v e t h a t 

would a f f e c t the Chevy Chase Club most adversely and most 

d i r e c t l y , namely, the route running along the east side of 

Wisconsin Avenue. I would l i k e t o d i s c u s s the e f f e c t on 
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the Club very b r i e f l y and give you these considerations as 

f a c t u a l l y as p o s s i b l e . I t h i n k you may have enough of the 

emotional side presented and goodness knows your problem i s 

hard enough -without having to have that f o i s t e r e d upon you. 

The route along the east side of Wisconsin Avenue 

would enter the Club's property at i t s north boundry on 

Bradley Lane, and run south through the Club property to 

i t s southern boundry on Kesketh S t r e e t , a d i s t a n c e of approxi

mately 3000 f e e t . 

Now the p r e c i s e route has not been l a i d out w i t h 

exactitude that would permit us to say e x a c t l y how much of 

the Club property would be taken by the route, but based on 

i n f o r m a l i n q u i r i e s addressed to Maryland a u t h o r i t i e s , i t 

would appear l i k e l y t h a t by reason of the places at which 

the route would enter the north part of the Club's property, 

i t would take a s t r i p of land t a p e r i n g , be adjacent to Wiscon

s i n Avenue, and t a p e r i n g from a depth of about 600 f e e t at 

the north end to about 300 f e e t a t the south end. I f you 

would assume the average depth of that to be about 450 f e e t , 

t h a t would mean a t a k i n g of Club property of approximately 

31 a c r e s , and I t would l i e along the p a r t of the Club occupied 

p r e s e n t l y by two of the holes of the g o l f course, and would 

t a k e a v e r y s u b s t a n t i a l p a rt of the t h i r d hole. 

On our property, the area f o r the g o l f course i s 

approximately 175 a c r e s , so 31 acres would be no inconsiderable 
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part of the property. We cannot say to you, and I don't 

want to i n any way t r y to make of t h i s more than i t would be 

from the standpoint of the Club, we cannot say t o you d e f i n 

i t e l y , t h a t i t would not be po s s i b l e to locate eight holes 

on the then remaining share of the property we would have. 

I t would take a g o l f course a r c h i t e c t to determine that ques

t i o n . I would l i k e to say that t h i s much i s c l e a r , we could 

not simply r e c o n s t r u c t three holes to s u b s t i t u t e f o r the 

the three holes t h a t would be taken by the c o r r i d o r running 

along through the Club property. I n order to do i t , i n 

order to get a f i r s t c l a s s g o l f course, 18 hole course, i n 

the remaining property, i f indeed, i t could be done, would 

r e q u i r e a remaking of the e n t i r e g o l f course. That, of 

course, would be a very d i f f i c u l t and c o s t l y t h i n g to do. 

But there i s another c o n s i d e r a t i o n t h a t I t h i n k i s 

perhaps of more importance to you and c e r t a i n l y of equal 

importance to us. The Chevy Chase Club, through the con

duct of i t s a c t i v i t i e s , has attempted through the years to 

conduct i t s e l f as a good c i t i z e n and as a good neighbor of 

other people i n the community. We have enjoyed e x c e l l e n t 

r e l a t i o n s w i t h l o c a l and s t a t e a u t h o r i t i e s i n the area, and 

I t h i n k w i t h the other members of the community. So, I f e e l 

i t i s appropriate f o r me to mention some of the community 

aspects that would be a f f e c t e d by t h i s c o r r i d o r . 
F i r s t , i t would c l e a r l y d i v i d e the community what 
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p r e s e n t l y i s and always has been a s i n g l e coiamunity. J u s t 

as an example, c h i l d r e n l i v i n g on the east side of Wisconsin 

Avenue attend the school located to the west of Wisconsin 

Avenue now. Many people l i v i n g west of Wisconsin Avenue 

attend churches located on the east side of Wisconsin. Now 

t h i s roadway running along the east of Wisconsin Avenue would 

d i v i d e the community, i t would c l e a r l y d i v i d e i t , I t h i n k , 

as much as a body of water between the two. 

There i s one other f a c t o r t hat I would ask you to 

bear i n mind, I don't know how much weight you f e e l i t 

should be given, but I do t h i n k i t i s e n t i t l e d to some. The 

Chevy Chase r e s i d e n t i a l suburban d i s t r i c t i s perhaps the 

old e s t suburban r e s i d e n t i a l d i s t r i c t i n the Washington area. 

I t dates back more than 60 year s . Now those property values 

have been b u i l t up, the homes there have been b u i l t up, and 

have been there f o r these long many years and I f e e l that a 

route that would jeopardize those property values and those 

residences p r i m a r i l y i n s o f a r as comparison w i t h other routes 

are concerned, p r i m a r i l y to provide g r e a t e r convenience f o r 

the commutation s e r v i c e to people who have r e c e n t l y moved 

i n t o the outer suburbs beyond Chevy Chase, I s not a considera

t i o n t h a t i s a l l - p o w e r f u l . I t h i n k the r i g h t s of those who 

have l i v e d there through the years should be given some 

weight i n t h i s p i c t u r e . 

Now, f i n a l l y , Gentlemen, i t seems to me that from 
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the standpoint and considerations t h a t have been pointed out 

by the D. C. Department of Highways j u s t now by General Pren

t i s s , from the standpoint of the e f f e c t on community l i f e , 

on property v a l u e s , r e s i d e n t i a l p r o p e r t i e s , and w i t h due r e 

gard, whatever you may f e e l i t i s , f o r the r i g h t s of those 

who have been there the longest, i t seems to me from a l l 

o f those cons i d e r a t i o n s , t h a t the Potomac R i v e r route i s the 

l e a s t objectionable of those that you have before you. 

You have i n support of t h a t a l s o the Clarkeson 

Company, and your own D. C. Department of Highways. I know 

t h a t you have a most d i f f i c u l t problem and i t would probably 

take the wisdom of Solomon to decide i t i n a way that would 

pl e a s e everyone, I see that the Chairman says even t h a t 

wouldn't be s u f f i c i e n t — w e l l , I sympathize with you, but 

I do ask you to bear i n mind these few considerations that 

I have presented to you, and I am very g r a t e f u l f o r the 

opportunity to do i t . 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. P r i n c e . 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Who i s representing 

the l i t t l e group c a l l e d the Pal i s a d e s ? W i l l you come f o r 

ward, please. What i s your number? 

MR. CURTISS: My number i s 33-

COMMISSIONER MC LAUGHLIN: Your number i s 33? 

MR. CURTISS: Yes, s i r . 
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COMMISSIONER MC LAUGHLIN: State your name f o r 

the record, please, and whom you represent. 

STATEMENT OF MR. ROBERT B. CURTISS, 

THE PALISADES CITIZENS' ASSOCIATION 

MR. CURTISS: My name i s Robert B. C u r t i s s . I am 

Vice- P r e s i d e n t of the Pali s a d e s C i t i z e n s * A s s o c i a t i o n and 

Chairman of the Roads Committee. The Pa l i s a d e s C i t i z e n s ' 

A s s o c i a t i o n l i e s i n the area bound by the Potomac R i v e r , 

D i s t r i c t L i n e , Loughboro Road and F o x h a l l Road. We have i n 

excess of 2,000 members. 

Our a s s o c i a t i o n , at s e v e r a l d i f f e r e n t meetings, 

unamiously endorsed our general oppositions to routes A and 

A - 2 , routes that would cleave through our homes, not a g o l f 

course. 

Mr. President (applause) and Members of the Board, 

I present Colonel Higgins who w i l l give us our i n t r o d u c t i o n . 

STATEMENT OF COLONEL HORACE R. HIGGINS, 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

COLONEL HIGGINS; Mr. Chairman, Commissioners of 

the D i s t r i c t of Columbia and fellow c i t i z e n s , my name i s Lt 

Colonel H 0race R. Higgins and I l i v e at 5311 Potomac Avenue, 

N. W. I have been designated to be the l e a d - o f f man f o r the 

testimony of the Pa l i s a d e s C i t i z e n s ' A s s o c i a t i o n of which I 

have long been a member. I n c i d e n t a l l y , I am a n a t i v e born 

Washingtonian. 
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We come to t h i s hearing i n good f a i t h , asking and 

expecting only that our testimony w i l l be j u d i c i o u s l y weighed 

and considered without b i a s . A l l we ask f o r are c l e a r 

v i s i o n e d umpires who know the r u l e s and we are confident 

t h a t we can win t h i s b a t t l e . 

I use the word " b a t t l e " r a t h e r than "game" - because 

we are engaged i n a very serious business. The d e c i s i o n s 

reached by the D i s t r i c t Government here today w i l l a f f e c t 

t h i s c i t y f o r generations. You have w i t h i n your power today 

the opportunity of e i t h e r making wise d e c i s i o n s under which 

our c i t y can f l o u r i s h , and upon which valuable c o n t r i b u t i o n s 

can be made to our t r a f f i c and our mass t r a n s p o r t a t i o n pro

blems, or you can follow the l i n e of l e a s t r e s i s t e n c e and 

approve the Clarkeson recommendation f o r an expressway along 

the r i v e r which i s the l a s t place i t i s needed, and therefore 

represents a p o t e n t i a l waste of $60,000,000. of taxpayers' 

money. The proposed r i v e r s i d e route does not accomplish one 

i o t a of good f o r the r e s i d e n t s of the D i s t r i c t , and i t w i l l 

b l i g h t and scourge the n a t u r a l beauty of Washington, the 

most b e a u t i f u l c a p i t a l c i t y i n the world without s o l v i n g any 

of the D i s t r i c t ' s t r a f f i c problems. 

We do not pretend to know where an expressway should 

be located outside of the P a l i s a d e s area. I n f a c t , we do 

not b e l i e v e that a case has been made f o r an expressway i n t o 

the D i s t r i c t at any point. We do however,know t h i s 



12J 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Ladles and Gentlemen, 

t h i s m i t e r i s going to be decided on lo g i c and f a c t s , and I 

t h i n k t h i s consumes a l o t of time, and I don't t h i n k i t adds 

anything to the l o g i c , so please r e f r a i n from applause. 

COLONEL HIGGINS: We do, however, know t h i s : There 

i s not one shred of evidence to support the conclusion 

reached i n the Clarkeson report f o r a route along the r i v e r . 

I t i s our purpose today to analyze the Clarkeson 

proposal - and to demolish i t . We are going to t e a r i t apart 

so thoroughly that no responsible person would even dream 

of t r y i n g .to act on the b a s i s of i t s s o - c a l l e d " f i n d i n g s " . 

We are not planners - we are j u s t ordinary c i t i z e n s 

who pay our taxes and expect our government - and i t s 

o f f i c i a l s - to act i n our best I n t e r e s t . But there are pro

f e s s i o n a l planners, and i t seems to us that i t would have 

been only good common horse sense to have consulted them 

long ago, before t h i s proposed r i v e r s i d e Route 240 got n e a r l y 

as f a r as i t has. The Clarkeson Engineering Company i s not 

a planning o u t f i t . I t i s , as i t s name i n d i c a t e s , an engineer

ing f i r m , and p o s s i b l y a good one. But, even a non-expert 

l i k e myself can examine the Clarkeson report and conclude 

on the b a s i s of i t s c o n t r a d i c t i o n s , i t s m i s c a l c u l a t i o n s , and 

i t s general incompetence, that i t s authors were not planners 

i n any sense of the word. 
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We are not t r a n s p o r t a t i o n e x p e r t s , but i t seems 

to us to be the height of f o l l y to even consider a p r e c i s e 

l o c a t i o n f o r the entry of Route 240 i n t o the D i s t r i c t before 

the r e s u l t s of the Mass Tr a n s p o r t a t i o n Study are known - a 

study now being made and on which some $400,000 i s being 

spent. We merely ask t h i s very simple question; How does 

the Clarkeson proposal f i t i n t o the mass t r a n s p o r t a t i o n 

needs of the D i s t r i c t of Columbia? Where, i n the Clarkeson 

r e p o r t , i s there any d i s c u s s i o n , indeed, where i s there a 

sin g l e reference to the v i t a l matter of high speed mas3 

t r a n s p o r t a t i o n ? 

We are not important and i n f l u e n t i a l c i t i z e n s able 

t o muster such support i n high places that our neighborhood 

i s a u t o m a t i c a l l y excluded from consideratoon as a possible 

express route. We are t r u e l y l i t t l e people f i g h t i n g against 

the grave t h r e a t of i n j u s t i c e . 

We do not have the powerful Real E s t a t e Board or 

the i n f l u e n t i a l Board of Trade helping us. Both of them 

have endorsed the Clarkeson proposal. But on what grounds? 

Merely that the r i v e r s i d e route would do the l e a s t harm -

not that i t would do the most good. 

We are not represented on the F e d e r a l C i t y Council 

which a l s o endorsed the Clarkeson route according to the 

announcement made by Major General P r e n t i s s , Chairman of the 

Councils' S p e c i a l P o l i c y Commission. General P r e n t i s s i s 
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a l s o the E x e c u t i v e Vice President of the American Road 

B u i l d e r s ' A s s o c i a t i o n and a former D i s t r i c t of Columbia 

Engineer Commissioner. We have no such i n f l u e n t i a l spokes

man, no s a l a r i e d experts. We are j u s t amateurs f i g h t i n g f o r 

j u s t i c e , and j u s t i c e must p r e v a i l . 

What we do have i s something more important than 

a l l the r e s t . We have an aroused c i t i z e n r y w i t h r i g h t on 

our s i d e . That i s a combination which cannot be l i c k e d by 

anyone - i n a f r e e and democratic country such as ours. 

We have worked hard, w i t h the l i m i t e d means at our 

d i s p o s a l , to dig i n t o and to study the whole background of 

the proposed Route 240 leg along the Potomac P a l i s a d e s . We 

intend to show here today: 

One, that i t i s questionable whether the proposed 

route, which can onlyte defended as part of a suburban-feeder 

system, i s e l i g i b l e f o r a 90$ F e d e r a l grant under the Highway 

Act. 

Two, that up to t h i s time we have been f a i r l y d e a l t 

w i t h by e i t h e r D i s t r i c t or F e d e r a l o f f i c i a l s whose announce

ments, d e n i a l s , and general l a c k of cooperation have led us 

i n a l l d i r e c t i o n s . 
one 

Three, that there i s only/concrete f a c t t h a t we 

have been able to f i n d i n black and white; namely, that the 

D i s t r i c t f o r m a l l y applied f o r and received approval from the 

Bureau of P u b l i c Roads of the r i v e r s i d e route i n 1955 before 
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the Highway Act was even passed. 

Pour, that we have been deceived by statements 

t h a t the proposed P a l i s a d e s route represents the product of 

c a r e f u l and thoughtful planning when, i n f a c t , i t was 

se l e c t e d i n 1955 a f t e r a c a s u a l "afternoon f i e l d t r i p " . 

F i v e , t h a t the contract w r i t t e n w i t h the Clarkeson 

Company was not designed to provide a comprehensive a n a l y s i s 

of t r a f f i c i n northwest Washington, but i n s t e a d was to pre

vent such an a n a l y s i s and to r e q u i r e that Clarkeson "back 

up" the route already s e l e c t e d . 

S i x , t h a t the Clarkeson report i t s e l f i s a house 

of cards from a marked deck. 

Seven, that the proposal I s unsupported by f a c t 

and i t s acceptance would be unthinkable by any reasonable 

o f f i c i a l s as i t would be a gross waste of p u b l i c funds. 

I do not mean these to be harsh words. But you 

w i l l have to admit a f t e r you have heard our testimony t h a t 

these are the only conclusions we could reach on the b a s i s 

of the date we have been able to obtain. Gentlemen, we have 

confidence i n your wisdom and good judgment. We only ask 

t h a t you l i s t e n c a r e f u l l y and withhopen minds. There can be 

no other conclusion but t h a t i n a l l reasonableness - and 

on the b a s i s of f a c t - you w i l l r e j e c t the D i s t r i c t Highway 

Department proposal, backed by the Clarkeson Report. 

There should be no, I repeat, there should be no 
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R i v e r s i d e route 240. 

There i s not one s i n g l e concrete, c l e a r , or l o g i c a l 

reason f o r s e l e c t i o n of the proposed r i v e r route. I t s 

s e l e c t i o n -would be contrary to every sound planning con

s i d e r a t i o n - and more important- co n t r a r y to publi c purpose. 

I do not need to remind you gentlemen t h a t the r e s p o n s i b i l i t y 

i s upon the D i s t r i c t to prove that a publi c purpose i s be

i n g served before the f i n a l route i s a c t u a l l y s e l e c t e d and 

condemnation proceedings are entered i n the courts f o r the 

a c q u i s i t i o n of land f o r i t s c o n s t r u c t i o n . 

Thank you. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Who i s next? 

MR. CURTISS: The next witness f o r Pali s a d e s 

C i t i z e n s ' A s s o c i a t i o n i s Mr. W i l l a i m Hays. 

STATEMENT OP WILLIAM J . HAYS 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

MR. HAYS: Mr. Chairman, Commissioners, Ladies 

and Gentlemen; My name i s W i l l i a m J . Hays. I l i v e at 

4863 Potomac Avenue, N. W. I am a member of the Pal i s a d e s 

C i t i z e n s 1 A s s o c i a t i o n . 

I want to d i r e c t my testimony to the h i s t o r y of 

our dealings w i t h o f f i c i a l s of the D i s t r i c t Government on 

the subject of Route 240. As c i t i z e n s we b e l i e v e that we 

have the r i g h t to f u l l and complete d i s c l o s u r e by our o f f i c i a l s 



mc24 128 

and some lobie and consistency i n t h e i r deeds and a c t s . 

I n s t e a d , the whole h i s t o r y of the proposed Route 

240 i s an i n s u l t to our i n t e l l i g e n c e . We have been t r e a t e d 

t,o a capriciousness and a d i s t o r t i o n of f a c t which does 

l i t t l e c r e d i t to publi c o f f i c i a l s . The shameful record i s 

d e t a i l e d below. The a r t of Government i s not measured by 

the s k i l l and cle v e r n e s s w i t h which o f f i c i a l s f o o l the 

governed, but r a t h e r by the ca p a c i t y to achieve the i n t e r e s t 

and we l f a r e of the p u b l i c . 

The f i r s t announcement of the proposed Route 240 

along the Potomac Pa l i s a d e s was made i n January 1957. I t 

i s t r u e that such a route was ou t l i n e d i n the "General 

Location of National System of I n t e r s t a t e Highways", published 

by the Bureau of Pu b l i c Roads i n September 1955. T h i s r e 

port was not g e n e r a l l y d i s t r i b u t e d nor did the press report 

i t s content. C e r t a i n l y , we who l i v e i n the Pal i s a d e s were 

not aware t h a t werwere threatened before January 1957. 

Now l e t us see what had already t r a n s p i r e d . On 

June 10, 1955, J . N. Robertson, D i r e c t o r of Highways, D. C , 

submitted a map to the Bureau of P u b l i c Roads showing the 

proposed l o c a t i o n of Route 240 along the r i v e r . On Septem

ber 23, 1955, the Bureau of P u b l i c Roads approved the l o c a 

t i o n requested by the D i s t r i c t ' t h i s l e t t e r was signed by 

C. D. C u r t i s s , Commissioner of P u b l i c Roads. 

On November 11, 1956, and then one year l a t e r , 
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the D i s t r i c t entered i n t o a contract -with the Clarkeson 

Engineering Company. L a t e r testimony w i l l d i s c u s s the terms 

of t h i s unusual c o n t r a c t . Nonetheless, by December 2 1 , 

1956, only s i x weeks l a t e r , the Clarkeson Company wrote to 

J . N. Robertson of the D i s t r i c t recommending Route A along 

the P a l i s a d e s . Clarkeson reached h i s conclusion on the 

b a s i s of e n t i r e l y negative c o n s i d e r a t i o n s . 

He r e j e c t s the Route through Glover-ArchbaId by 

saying: 

"The f i r s t unknown r e l a t e s t o the question of use 

of the Glover-Archbald parkway f o r mixed t r a f f i c . . . 

there seems to be doubt whether a d e c i s i o n to use 

the parkway f o r mixed t r a f f i c could stand the t e s t 

of a court d e c i s i o n ... I t appears that at l e a s t 

some i n f l u e n t i a l o f f i c i a l s would look upon such a 

proposal w i t h d i s f a v o r . " 

and because 

"A second major unknown r e l a t e s to the degree of 

opposition that might develop i n Maryland concern

ing an i n t e r s t a t e connection i n the v i c i n i t y of 

Wisconsin Avenue. T h e i r recent l e t t e r to you 

( l e t t e r of December 6, 1956) i n which they i n d i c a t e d 

t h a t they were ' f i r m l y convinced' that Route A 

was most d e s i r a b l e so f a r as Maryland was concerned, 

subject to the s o l u t i o n of the problem w i t h the 
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parkway, seems to suggest t h a t Route C might 

p r e c i p i t a t e an extended struggle -with Maryland 

on the I n t e r s t a t e connection." 

I t i s hard to see how anyone could have been more 

mistaken i n the l i g h t of subsequent events. On May 28, 1957, 

Maryland abandoned i t s part of the Route 240 connection 

along the r i v e r . I n November, 1957, according to the press 

r e p o r t : 

"Use of the Wisconsin Avenue c o r r i d o r as a south-

v e s t leg f o r the nev Route 240 i n Montgomery County 

vas recommended yesterday by the t e c h n i c a l s t a f f 

of the Maryland-National C a p i t a l Park and Planning 

Commission." 

But to r e t u r n to our chronology. Following the 

Clarkeson l e t t e r of December 2 1 , 1956, the same day Clarkeson 

wrote to Robertson, J . N. Robertson addressed a memorandum 

to the Engineer Commissioner recommending t h a t the Board of 

Commissioners approve Route A "To permit our Consultant to 

complete p r e l i m i n a r y plans on the route s e l e c t e d . . . " The 

Board of Commissstoners approved the route we are informed, 

on January 8 , 1957. 

I t was about t h i s time that we i n the P a l i s a d e s 

area f i r s t knew of the Route 240 t h r e a t . I b e l i e v e i n a l l 

f a i r n e s s you gentlemen must agree t h a t considerable water 

had already gone over the dam. I n f a c t , a very f i r m d e c i s i o n 
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had already been made without any p u b l i c d i s c u s s i o n . How 

f i r m t h i s d e c i s i o n was, w i l l be covered i n connection w i t h 

t h e testimony next to be presented I n connection w i t h the 

Bureau of P u b l i c Roads. 

From then on we t r i e d i n v a i n to obtain some de

f i n i t i v e information from o f f i c i a l s of the D i s t r i c t Govern

ment. I f you wish, we w i l l f u r n i s h f o r the record copies of 

our l e t t e r s and the b r u s s - o f f r e p l i e s we received over a 

p e r i o d of seven months 

F i n a l l y , a f t e r our treatment by the D i s t r i c t Gover 

ment, we sought recourse to the Congress which held a p u b l i c 

h e a r i n g on May 28, 1957. T h i s was a hearing of the House 

D i s t r i c t Committee and p r e s i d i n g was the Honorable O'ames C. 

Davis of Georgia. 

At t h i s hearing B r i g a d i e r General Thomas A Lane, 

then Engineering Commissioner s a i d : 

""'in attempting to f i x the l o c a t i o n of the highway 

w i t h i n the D i s t r i c t , our own Department of High

ways entered i n t o a contract w i t h the Clarkeson 

Engineering Company to explore a l l of the possible 

routes between Rock Creek Park and the Potomac 

R i v e r and to recommend what the consultant found 

to be the best l o c a t i o n f o r Route 240 i n the area. 

We want you to c a r e f u l l y note, gentlemen, that 

General Lane did not say a s i n g l e word about the 1955 
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designation of the r i v e r route or the approval which had 

al r e a d y been given by the Bureau of Public Roads. I n f a c t , 

he gave the impression that the matter was s t i l l e n t i r e l y 

f l u i d by saying: 

" i t h i n k t h a t gives the background of our planning. 

I t h i n k you w i l l see t h a t we a?e more or l e s s i n 

mid-stream at present. These are matters undecided 

by Maryland as to the route i t p r e f e r s to take, 

the D i s t r i c t i s i n a p o s i t i o n of some f l e x i b i l i t y 

where e i t h e r route may be used, and we are awaiting 

the f u r t h e r developments on the Maryland side and 

completion of the report by our consultant before 

proceeding to take a c t i o n . " 

We want to make I t very c l e a r t h a t since Engineer 

Commissioner Welling assumed o f f i c e we have had the warmest 

cooperation from him. I n f a c t , he reviewed our previous 

requests to the D i s t r i c t which had been denied and i n s t r u c t e d 

the Highway Department to make information a v a i l a b l e to us 

which had formerly been withheld. Our testimony today I s i n 

large measure based on that Information. We appreciate the 

a s s i s t a n c e t h a t Commissioner Welling has given us. 

We b e l i e v e t h a t there must be mutual respect and 

confidence - both on the pa r t of c i t i z e n s and government 

o f f i c i a l s . We have d e t a i l e d our s o r r y experiences simply 

to point out that i n the long run, government o f f i c i a l s can 
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expect support and commendation only i f they are e n t i r e l y 

open and frank. I f they are not, a v i g i l a n t people w i l l 

c a tch up w i t h them - at the p o l l s and elsewhere through pub

l i c opinion I n Washington. 

Thank you, Gentlemen. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Thank you, s i r . 

MR. CURTISS: Mr. A l f r e d P. Dennis w i l l speak on 

the subject of the Bureau of Public Roads. 

STATEMENT OP ALFRED P. DENNIS 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

MR. DENNIS: My name i s A l f r e d P. Dennis. I l i v e 

at 5717 Potomac Avenue, Northwest, and I am a member of the 

Pali s a d e s C i t i z e n s ' A s s o c i a t i o n . 

I n considering t h i s proposal f o r the expenditure 

of about $60,000,000 s e v e r a l questions have a r i s e n which r e 

quire i n t e r p r e t a t i o n and o f f i c i a l answers. To the extent 

appropriate and reasonable, we have d i r e c t e d our i n q u i r i e s 

to the D i s t r i c t of Columbia Commissioners. However, s e v e r a l 

points have a r i s e n which go to the heart of the F e d e r a l Aid 

Highway Act of 1956. To obtain answers we wrote to Commission

er C u r t i s s , of the Bureau of P u b l i c Roads. We have received 

a p o l i t e r e p l y but our questions were not answered. I n 

order properly to present our case concerning route 240 before 

t h i s hearing, we needed the f o l l o w i n g Information from the 
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Bureau of Public Roads. I quote pe r t i n e n t p a r t s of t h i s 

l e t t e r : 

" 1 . The documents and studies r e l a t i n g to the 

d e c i s i o n to locate Route 240 along the north bank 

of the Potomac R i v e r , as such; 

"a. A copy of your s t a f f ' s study., f i n d i n g , 

and acceptance of the D. C. 1955 proposal 

(which were required i n order to have i t I n 

cluded i n the designated routes published 

i n the September 1955 "General Location of 

National System of I n t e r s t a t e Highways'.' 

"b. A copy of the agreement between the 

D i s t r i c t of Columbia and Maryland providing 

f o r the s p e c i f i c l o c a t i o n where Route 240 i s 

planned to cross the D i s t r i c t L i no, 

"c. Relevant correspondence between Maryland 

and the Bureau of Public Roads concerning 

t h i s proposed connection since May 1957 when 

Maryland decided not to use the r i v e r route. 

"2. what i s the nature of the June 30. 1957, 

f i l i n g requirement by s t a t e s of proposed routes? 

Has t h i s deadline been extended? Did the D. C. 

f i l e f o r route 240? what did they f i l e i n order 

to meet t h i s deadline? Was the f i l i n g i n order 

and acceptable? 
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"3. Members of our A s s o c i a t i o n have rec e i v e d 

s e v e r a l communications from your organization con

cerning t h i s proposed route. While they have been 

s i m i l a r i n content, we r e f e r to the l e t t e r dated 

A p r i l 9, 1957, ond d e l i v e r e d May 1 to the under

signed (R. B. C u r t i s s ) over the signature of 

Joseph 3 a r n e t t , Deputy A s s i s t a n t Commissioner f o r 

Engineering. I n t h i s letter* he says: 'The Route 

i n which you are i n t e r e s t e d i s on the N a t i o n a l 

System of I n t e r s t a t e and Defense Highways. The 

l o c a t i o n was sel e c t e d by the D i s t r i c t of Columbia 

Department of Highways a f t e r engineering and econ

omic studies had been made of a l t e r n a t e l i n o s . 

The l o c a t i o n was approved by the Bureau of Public 

Roads January 17 because the selected l o c a t i o n 

serves the purpose f o r which the route i s to be 

developed i s reasonably d i r e c t , and can be 

economically improved to the standards j u s t i f i e d 

f o r these Important highways.• 

"We have s e v e r a l questions and comments on t h i s 

statement and would appreciate your r e p l y to them. 
; ,a. We would l i k e a copy of the s t a f f review on 

which your January 17 approval was based. 

"b. We would l i k e an explanation of how t h i s pro

posal 'serves the purpose f o r which the route i s to be 
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developed' i n view of known a l t e r n a t e highways planned 

to serve the same area. We have i n mind the dual high

way being b u i l t on the V i r g i n i a side of the Potomac 

R i v e r and the expenditure of F e d e r a l funds by the 

National Park S e r v i c e to acquire r i g h t of way f o r the 

co n s t r u c t i o n of a s i m i l a r dual highway on the Maryland 

side of the Potomac R i v e r . 

"c. Your approvals of t h i s proposed route i n 

1955 and on January 17, 1957, have been made without 

the proposed route's being c l e a r e d by a l l l e g a l l y 

e s t a b l i s h e d l o c a l a u t h o r i t i e s i n c l u d i n g the National 

C a p i t a l Planning Commission. Do you ther e f o r e regard 

your approval as f i n a l as i n d i c a t e d i n the l e t t e r of 

A p r i l 9, or are you i n agreement w i t h our i n t e r p r e t a 

t i o n t h a t t h i s approval i s p r e l i m i n a r y and t e n t a t i v e . 

"d We b e l i e v e t h a t f o r a route to be se l e c t e d 

i t must be approved by the l o c a l government which i n 

t h i s case would be the D i s t r i c t of Columbia Board of 

Commissioners, not t h e i r Highway Department, unless 

t h a t department has been s p e c i f i c a l l y granted t h a t 

a u t h o r i t y and that grant of a u t h o r i t y i s acceptable 

under the Highway Act of 1956. W i l l you please enlight< 

us on the a u t h o r i t y used i n t h i s case." 

I continue to quote p e r t i n e n t sections of the same 

l e t t e r . 
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s i d e r the January 17, 1957? approval i n the l i g h t of 

the various points developed at t h i s hearing, such as 

Commissioner Lane's testimony that he had an open mind 

on the route l o c a t i o n and t h e r e f o r e could not answer 

the c r i t i c i s m s o f f e r e d against t h i s route by the 

o f f i c i a l r e p r e s e n t a t i v e s of the National Park-Service 

and the National C a p i t a l Planning Commission and by 

Congressmen F o r r e s t e r and Hyde. 

"5. I n our d i s c u s s i o n of t h i s question w i t h Commis

sioner Lane on J u l y 2 he i n d i c a t e d that you had 

expressed to him the b e l i e f that the Bureau of P u b l i c 

Roads might permit the c o n s t r u c t i o n of portions of the 

i n t e r s t a t e highways located i n densely b u i l t - u p urban 

areas to depart from the e s t a b l i s h e d standards of 

p a r a l l e l lanes w i t h median s t r i p and no i n t e r s e c t i o n s . 

We would appreciate your a d v i s i n g us whether t h i s s t a n 

dard i s w r i t t e n i n t o the Highway Act of 1956 and i f so, 

where. I f i t i s a r e g u l a t i o n of your agency, we would 

l i k e to know i f any modifications of i t have been per

mitted, and i f so, where? 

T h i s question i s of c r i t i c a l importance because 

i f the 90 percent f e d e r a l grant can be made f o r other than 

l i m i t e d access, expressways, the D i s t r i c t of Columbia might 

be able to use the f e d e r a l funds f o r improvement of e x i s t i g 

s t r e e t s . 
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I continue to quote from the same l e t t e r : 

"We understand that a comprehensive t r a f f i c 

survey i s about to be completed f o r the Metropolitan 

Area and that i t i s being financed j o i n t l y by the 

three a f f e c t e d l o c a l j u r i s d i c t i o n s using F e d e r a l funds. 

Do you b e l i e v e t h a t i t i s wise to complete the pro

gramming of a l l highways to be included i n the i n t e r 

s t a t e p l a n f o r t h i s area before such a survey i s com

pleted. What weight w i l l be given t o such f i n d i n g s ? " 

I n c l o s i n g I would l i k e to quote from Commissioner 

C u r t i s s 1 r e p l y of December 23, 1957, to a follow-up l e t t e r : 

"As you were p r e v i o u s l y advised, the l o c a t i o n as 

proposed by the D i s t r i c t of Columbia Department of 

Highways wa3 approved by the Bureau of P u b l i c Roads on 

the b a s i s that i t was reasonably d i r e c t , served the 

intended purpose of the route and could be economically 

dovoloped to the standards j u s t i f i e d f o r these important 

highways. Nevertheless, as you were advised. P u b l i c 

Roads w i l l give s e r i o u s c o n s i d e r a t i o n to any other 

route chosen by the D i s t r i c t and Maryland when accom

panied by j u s t i f y i n g data which show t h a t the proposed 

l o c a t i o n i s equal or superior to the approved l o c a t i o n . " 

That i s the l e t t e r we r e c e i v e d . 

Thus, Gentlemen, i t would appear that your eager

ness of l a s t winter to obtain approval w i l l now cause you 
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route, you must get concurrence of Maryland and provide 

proof of the s u p e r i o r i t y of th a t a l t e r n a t e . 

(Applause ) 

COMMISSIONER MC LAUGHLIN: Thank you, s i r . 

MR. CURTISS: The next speaker i s Mr Richard 

Friedman on l e g i s l a t i v e h i s t o r y . 

STATEMENT OF RICHARD FRIEDMAN, 

PALISADES CITIZENS 1 ASSOCIATION ROADS COMMITTEE 

MR. FRIEDMAN: Mr. Chairman, Gentlemen; My name 

Richard Friedman. I l i v e at 5033 V S t r e e t , N. ¥. I have 

l i v e d there f o r eight years and expect to continue l i v i n g i n 

the P a l i s a d e s area. I am a member of the Pa l i s a d e s C i t i z e n s ' 

A s s o c i a t i o n . 

Tie b e l i e v e i t i s i n s t r u c t i v e to consider the l o c a 

t i o n of Route 240 i n the D i s t r i c t of Columbia i n the l i g h t 

of the l e g i s l a t i v e h i s t o r y of the Fe d e r a l Aid Highway Act. 

Of the 40,000 miles of highway to be developed 

under the F e d e r a l Aid Highway Act of 1944 approximately 2400 

miles was to be c i r c u m f e r e n t i a l and r a d i a l connecting routes 

w i t h i n metropolitan areas. I t lias been proposed by the 

Department of Highways of the D i s t r i c t of Columbia and accepted 

by the Bureau of Pub l i c Roads that the D i s t r i c t p ortion of 

Route 240 q u a l i f y as an i n t e r s t a t e highway f o r 90 percent 

F e d e r a l a i d as a part of t h i s 2400 m i l e s . 
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I n view of t h i s f a c t i t i s pe r t i n e n t to examine 

whether t h i s f a c i l i t y comes w i t h i n the i n t e n t of the Con

gress w i t h respect to F e d e r a l a i d highway l e g i s l a t i o n . I n 

t h i s connection the f o l l o w i n g passages I would l i k e to c i t e 

from the hearings before a Subcommittee of the Committee on 

Pub l i c Works of the United S t a t e s Senate, E i g h t y - f o u r t h 

Congress, 1st Session, on b i l l s r e l a t i n g to the National 

Highway Program: 

There i s f i r s t a Policyand Procedure Memorandum 

Ho 20 4 Bureau of P u b l i c Roads August 4 1954 - P o l i c y on 

I n t e r s t a t e System Proj c t s 5, Urban areas (b) Where the develop

ment of a route to i n t e r s t a t e standards through a community 

would r e s u l t i n such s u b s t a n t i a l damage to the abutting pro

p e r t y or to the community that the development would be un

reasonable and not i n the p u b l i c i n t e r e s t , the i n t e r s t a t e 

route should be located around the community where i t can 

be developed to i n t e r s t a t e standards. I would l i k e to a l s o 

quote from 3ome remarks by Senator Gore at those hearings: 

"Senator Gore: What are your standards f o r de

signation? We have 2400 miles you have to designate, 

and yoti say you have requested the S t a t e s to submit 

plans. 

"By what standards do you render and reach your 

d e c i s i o n on designation of a c e r t a i n c i r c u m f e r e n t i a l or 

bypass route w i t h i n a m i n i c i p a l i t y ? 
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"Commissioner- of Public Road's C u r t i s s : P r a c t i c a l l y 

a l l of the S t a t e s have made what we c a l l o r i g i n and 

d e s t i n a t i o n studies of t r a f f i c w i t h i n urban areas of 

the c i t i e s w i t h i n the S t a t e . 

"The t r a f f i c p a t t e r n i s thus e s t a b l i s h e d , and the 

need f o r r a d i a l and d i s t r i b u t i n g routes comes out of 

these s t u d i e s ; and the St a t e s i n submitting t h e i r 

request w i l l submit the requests f o r t h e i r designation 

and w i t h i n the l i m i t a t i o n of the remaining mileage, we 

w i l l accept and approve as many of those as we can." 

Senator Gore then s a i d : "You have not given us 

the standards by which you reach a d e c i s i o n on designa

t i o n or d e c l i n a t i o n to designate. Suppose a State sub

mitted a plan which obviously upon your examination was 

f o r the a l l e v i a t i o n of municipal t r a f f i c r a t h e r than 

to provide an adequate i n t e r s t a t e connection, what 

would be your d e c i s i o n ? " 

Commissioner C u r t i s s r e p l i e d : " I do not t h i n k we 

could approve such an ad d i t i o n . " 

Gentlemen, we b e l i e v e t h i s to be a very s i g n i f i c a n t 

statement. As we w i l l show l a t e r , the D i s t r i c t Highway Depart

ment admits that there i s no economic j u s t i f i c a t i o n f o r the 

Route 240 expressway on the b a s i s of i n t e r s t a t e t r a f f i c 

from beyond the Washington Metropolitan Area. I t can only 

be j u s t i f i e d forreasons of l o c a l t r a f f i c - and i n c i d e n t a l l y , 
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Route A or A-2 i s not the best f o r that purpose. We b e l i e v e 

t h a t there i s a r e a l question under the law whether the pro

posed route i s e l i g i b l e f o r a 90 per cent F e d e r a l grant. 

May I r e f e r again to the remarks of Senator (fore. 

"Senator Gore: Can you t e l l us what standards you 

use i n designating these routes? 
11 Commis s i oner C u r t i s s : I t would have to permit 

the f r e e flow of t r a f f i c i n t o , through, and around these 

urban areas. 

"Senator Goro: P r i m a r i l y I n t e r s t a t e t r a f f i c ? 

"Mr. C u r t i s s : I n t e r s t a t e i n charac t e r , yes, s i r . " 

Now, i f I may, I would l i k e to make references 

again to the excerpts of the hearings where Senator Case says: 

"There i s one requirement which I have discovered 

e x i s t s . I f the route goes across a s t a t e l i n e , apparent

l y concurrence i s required by the adjoining s t a t e - where 

the proposal was made by a s i n g l e s t a t e to enter 

another s t a t e at a c e r t a i n p o i n t , that the concurrence 

of the other s t a t e where the route goes I s req u i r e d , or 

i f m o d i f i c a t i o n were to be made today, where i t crosses 

a s t a t e l i n e , the concurrence of both Stat e highway 

commissioners i s apparently r e q u i r e d . " 

And Commissioner C u r t i s s r e p l i e d : "That i s c o r r e c t . " 

Senator Gore then s a i d : "You would l i k e some time 

to prepare a statement as to what standards the Bureau 
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of P u b l i c Roads uses or w i l l use i n f u r t h e r designa

t i o n s ? " 

Mr. C u r t i s s r e p l i e d ! "Yes, s i r ; we w i l l submit 

th a t promptly." 

Gentlemen, we b e l i e v e i t i s of i n t e r e s t t h a t the 

f o l l o w i n g two c r i t e r i a submitted by Commissioner C u r t i s s i n 

connection w i t h i n t e r s t a t e highways i n urban areas would be 

d i r e c t l y v i o l a t e d by l o c a t i o n of 240 on the P a l i s a d e s . 

F i r s t , I n t e r s t a t e System routes should be se l e c t e d 

i n accord w i t h the highest t r a f f i c volumes I n the areas 

t r a v e r s e d , s e r v i n g a share of the t o t a l highway movement 

g r e a t l y exceeding the proportion of the t o t a l highway mileage 

in v o l v e d . 

Second, Consideration of topographic f e a t u r e s i s 

Important i n the s e l e c t i o n of some I n t e r s t a t e System routes. 

Conformation of the land and the courses of p r i n c i p a l r i v e r s 

may i n f l u e n c e to some extent the l o c a t i o n of c e r t a i n routes. 

F u r t h e r i n the testimony Mr. Gore s a i d : 

"Mr. C u r t i s s , as long as the Fe d e r a l c o n t r i b u t i o n 

was 50 - 5 0 on a l l of the d i f f e r e n t systems, t h i s was not 

a consequential matter, but when we r a i s e the c o n t r i b u 

t i o n to 60-40 matching b a s i s , and the smallest of the 

proposals before t h i s committee i s two-thirds-one-third, 

and perhaps an inc r e a s e i n t h a t , t h i s becomes a very con

se q u e n t i a l matter. 
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"Our good f r i e n d s the mayors are going to be push

ing t h e i r highway departments f o r maximum designation 

of i n t e r s t a t e routes w i t h i n the metropolitan area, to 

use your language, so the committee i s going to expect, 

I t h i n k , the Bureau of Roads to be something more than 

a yes-yes agency f o r the various s t a t e highway depart

ment s." 

And f i n a l l y , Senator Gore s a i d and I b e l i e v e t h i s 

was prophetic: 

" I f under t h i s broad i n t e r p r e t a t i o n , the Bureau of 

Roads should be so i n c l i n e d , - and I am happy to say I 

have never detected any such i n c l i n a t i o n - p o l i t i c a l 

f a v o r s could be shown c e r t a i n c i t i e s and c e r t a i n areas, 

w i t h the r e s u l t t h a t 9 0 per cent of the cost of the 

c o n s t r u c t i o n of s t r e e t s w i t h i n metropolitan areas could 

be bestowed. I should hope that the Bureau of Roads 

would never be so i n c l i n e d , but the p o s s i b i l i t y would 

e x i s t , would i t not, Kv. C u r t i s s ? " 

I n the l i g h t of the above testimony i t would appear 

t h a t some of the serious doubts expressed by members of 

Congress about the po s s i b l e misuse of t h i s l e g i s l a t i o n have 

been abundently born out by the act i o n s of the D. C. Highway 

Department. 

Thank you. 

(Applause.) 
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COMMISSIONER MC LAUGHLIN: Thank you. 

MR. CURTISS: Our next speaker w i l l be Mr. L i o n e l 

Murphy on general t r a f f i c a n a l y s i s . 

STATEMENT OF LIONEL V. MURPHY, 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

MR. MURPHY: Mr. President and Member Commissioners: 

My name i s L i o n e l V. Murphy and I l i v e at 5^06 C a r o l i n a P l a c e , 

N. W. As a member of the P a l i s a d e s Citizens' A s s o c i a t i o n , I 

want to di s c u s s the Washington t r a f f i c p atterns as they 

a f f e c t the P a l i s a d e s area. 

We recognize that the problem of t r a f f i c i s complex. 

We want to do our p a r t as good c i t i z e n s to b r i n g about d e c i s 

ions which point to p o s i t i v e s o l u t i o n s i n terms of known f a c t s 

and trend l i n e s . While the previous testimony i n d i c a t e s that 

no one wants a route through h i s neighborhood, i t should 

also be apparent t h a t to put the expressway where i t i s not 

needed i s a gross use of p u b l i c funds. 

T h i s A s s o c i a t i o n sees the Washington t r a f f i c i n 

terms of where the t r a f f i c congestions are now, which t r a f f i c 

areas need r e l i e f the most w i t h i n the p r o v i s i o n s of the 

I n t e r s t a t e Highway Act, and what trends toward the newer 

areas of growing congestion. The A s s o c i a t i o n sees the i n t e r 

r e l a t e d t r a f f i c improvements under c o n s t r u c t i o n i n the Mary

land and V i r g i n i a suburban areas as p a r t i a l s o l u t i o n s to 

Washington's t r a f f i c problem I n i t s l a r g e r context. These 
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improvements i n nearby Maryland and V i r g i n i a v i l l l e s s e n 

r a t h e r than i n c r e a s e the t r a f f i c pressures upon the P a l i s a d e s 

a r e a . 

Let us consider what the nature of the t r a f f i c 

p a t t e r n i s i n the P a l i s a d e s area and what f a c t o r s create I t : 

F i r s t , i t i s passenger c a r t r a f f i c that flows 

along McArthur Boulevard and Canal Road. T h i s passenger 

t r a f f i c comes i n part from upper Potomac i n Maryland and 

from V i r g i n i a by way of Chain Bridge. T h i s feeder t r a f f i c 

i s mostly commuter t r a f f i c . Hence i t s nature i s not through 

t r a f f i c . 

Second, t r a f f i c i n the P a l i s a d e s area includes 

l i t t l e i n t e r s t a t e t r u c k t r a f f i c . Studies i n d i c a t e and D i s 

t r i c t o f f i c i a l s acknowledge t h a t t r u c k t r a f f i c i n the Potomac 

northwest Washington w i l l continue to be n e g l i g i b l e i n con

t r a s t t o that which e x i s t s elsewhere i n Washington. 

Now l e t us wee what current highway co n s t r u c t i o n 

i s doing to the P a l i s a d e s t r a f f i c p a t t e r n . On the V i r g i n i a 

side of the upper Potomac the George Washington Memorial 

Parkway w i l l soon provide a four-lane divided route f o r prac

t i c a l l y a l l upper V i r g i n i a commuter t r a f f i c f o r entry i n t o 

Washington at the down-town bridges. I n c i d e n t a l l y , the 

Clarkeson report f a i l s to acknowledge either the existence of 

t h i s parkway or to provide f o r i t i n i t s t r a f f i c estimates. 

Current highway c o n s t r u c t i o n and road plans i n the 
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upper Potomac area i n Maryland w i l l o f f e r through t r a f f i c 

on Route 240 destined south of Washington a r i v e r c r o s s i n g 

at Cabin John and a road that w i l l t i e i n w i t h the S h i r l e y 

Highway and other routes southward, 

Thu3, i n view of these increased highway improve

ments on the Potomac i n V i r g i n i a a i d i n Maryland the t r a f f i c 

p a t t e r n i n Potomac N 0rthwest Washington w i l l r e f l e c t these 

f a c t s and a r e l a t i v e l y uncongested area w i l l obtain abundant 

r e l i e f without the expressway: 

F i r s t , the volume of through t r a f f i c and commuter 

t r a f f i c does not and w i l l not j u s t i f y the huge expenditures 

necessary f o r t h i s expressway on the D i s t r i c t ' s Potomac 

r i v e r s i d e . I t would deface the top of the P a l i s a d e s b l u f f s 

and u n n e c e s s a r i l y b l i g h t the r i v e r s i d e r e s i d e n t i a l area. Such 

a defacement to t h i s b e a u t i f u l r i v e r s i d e must not be permitted. 

Second, the volume of t r u c k t r a f f i c which the pro

ponents of the r i v e r s i d e routes admit i s n e g l i g i b l e i n the 

Potomac northwest area makes the t r u c k requirement f o r 

g e t t i n g F e d e r a l a i d only a f i c t i o n a l reason when highway 

monies are so much more badly needed elsewhere i n the D i s t r i c t . 

T h i r d , e i t h e r proposed r i v e r s i d e A or A-2 route 

would p a r a l l e l an already good uncrowded major thorofare i n 

MacArthur Boulevard f o r present and foreseeable needs i n 

the P a l i s a d e s Area. But worse, e i t h e r r i v e r s i d e route A or 

A-2 p a r a l l e l the P a l i s a d e s Park lands f o r which the n a t i o n a l 
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S e r v i c e has long had prepared plans f o r -their use by the 

p u b l i c , l o c a l l y as w e l l as n a t i o n a l l y . A r i v e r s i d e express 

i n the Pa l i s a d e s area would route four separate highway s y s 

tems i n elbow distance of each other f o r the e n t i r e r i v e r 

f r o n t i n Northwest D. C. Highway improvements scheduled by 

I 9 6 0 w i l l b r i n g an addition of at l e a s t eight through t r a f f i c 

lanes to t h i s a r e a now c u r r e n t l y served by s i x lanes. How 

can a fu t u r e t r a f f i c outlook f o r four more through t r a f f i c 

lanes of expressway i n t h i s area be j u s t i f i e d i n terms of 

l i m i t e d space and needed m i l l i o n s of d o l l a r s f o r highways 

needed badly elsewhere i n the Washington metropolitan area. 

The Clarkeson report f a i l s to prove such a need e x i s t s . 

The t r a f f i c problem i n Washington obviously has 

many i n t e r - r e l a t e d aspects. T h i s A s s o c i a t i o n t e l i e v e s t h a t 

tho Washington t r a f f i c p a t t e r n should be t r e a t e d i n terms 

of i t s e n t i r e nature and the p e c u l a r l t i e s t h a t contribute 

t o i t s uniqueness. As a c i t i z e n s ' group, t h i s A s s o c i a t i o n 

b e l i e v e s that any reasonable e f f e c t i v e a t t a c k on t h i s problem 

must come w i t h i n t h i s framework of concepts: 

F i r s t , Washington e x i s t s f o r the e n t i r e n a t i o n , 

not f o r i t s e l f . 

Second, Washington must be b u i l t f o r the c e n t u r i e s 

because the f r e e world depends so much on the United S t a t e s . 

T h i r d , s o l u t i o n s must proceed on the premise that 

the n a t i o n a l expectations of the c i t y Washington, as the seat 
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of Government, must be preserved and r e a l i s e d . T h i s i n 

cludes Washington's b e a u t i f u l environs which belong to a l l 

the American people. Washington's r i v e r f r o n t beauty once 

destroyed, cannot be res t o r e d . 

Fourth, long-range planning that has so long been 

accepted i n the n a t i o n a l i n t e r e s t must be safeguarded and 

ev e n t u a l l y accomplished. 

Thus, Washington must cor.tinue to l i v e f o r the 

Nation, not f o r i t s e l f . Other c i t i e s exist f o r l o c a l r e a 

sons. Washington has both n a t i o n a l and l o c a l problems. 

Neither kind of problem can be s a f e l y ignored, except at 

great expense and i r r e t r i e v a b l e losses to n a t u r a l surround

ings. 

To summarize: 

1 . There i s no excuse f o r making Washington a 

through t r a f f i c c i t y . S u f f i c i e n t road3 are already i n e x i s 

tence or planned to route t r a f f i c around and not through 

the area. 

2. There i s no need to b r i n g t r u c k t r a f f i c i n t o 

the northwest. E s s e n t i a l l y the only reason any come3 i n 

now i s to go through t h i s area enroute elsewhere. 

j5. I f i t i s contended t h a t the proposed Clarkeson 

Route A or A-2 i s p r i m a r i l y a suburban feeder route, would 

anyone i n h i s r i g h t mind locate such a route i n a way that 

i t has access from only one s i d e . 
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mc 46 4. F i n a l l y , we do not need the Clarkeson report 

to show US where the t r a f f i c problems i n the northwest area 

e x i s t s . A l l you gentlemen would have to do i s to d r i v e on 

MacArthur Boulevard i n the morning end afternoon rush hours 

and compare the r e l a t i v e l y l i g h t f a s t t r a f f i c there w i t h 

the bumper to bumper conditions along Massachusetts Avenue, 

Wisconsin Avenue, Connecticut Avenue and S i x t e e n t h Street,, 

Thank you. 

(Applause.) 

MR. CURTISS: Our next speaker w i l l be Mr. Lawrence 

Bloomberg on the Clarkeson summary, 

xxx STATEMENT OF LAWRENCE N. BLOOMBERG, 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

MR. BLOOMBERG: My name i s Lawrence N, Bloomberg. 

I l i v e at 2426 Chain Bridge Road, N. W., and I am a member 

of the Pali s a d e s Citizens? A s s o c i a t i o n . 

Mr. Chairman and Members of the Commission: We 

have already shown that there does not appear to be an excuse 

f o r a Route 240 expressway connection i n t o the D i s t r i c t of 

Columbia at any point. To r e i t e r a t e , the D i s t r i c t i s not 

a through t r a f f i c c i t y ; there are already provided, or soon 

w i l l be provided, ample means f o r through t r a f f i c to move i n 

any d i r e c t i o n around the D i s t r i c t without passing through i t . 

We have already shown t h a t the i n t e n t of the F e d e r a l Highway 

Act was to provide a nation-wide i n t e r - c i t y highway system. 



I t was not intended to provide suburban feeder systems. 

I n p a r t i c u l a r , we w i l l demonstrate that the so-

c a l l e d Route A, or i t s minor v a r i a t i o n , Route A - 2 , recom

mended by the Clarkeson Engineering Company i s an offense 

to good sense and ordinary judgment. Moreover, we w i l l 

prove beyond question that the $ 8 5 , 0 0 0 Clarkeson report i s 

i n no sense a planning document. I t i s a study of engineer

ing a l t e r n a t i v e s f urnished the f i r m by the D i s t r i c t Highway 

Department, which, we charge, made no planning studies of 

i t s own nor did i t use studies made by or seek the advice of 

the planning agencies before i t s o r i g i n a l designation of the 

r i v e r route as part of the I n t e r - S t a t e Highway System i n 1 9 5 5 . 

The Clarkeson l e t t e r of J u l y 10, 1957, found at 

the beginning of the r e p o r t , summarizes the major reasons 

f o r s e l e c t i o n of Route A. One of these major reasons i s as 

f o l l o w s : 

"The recommended route f o l l o w s the p r e s e n t l y 

approved l i n e f o r the I n t e r s t a t e Highway network as 

approved by the U. S. Bureau of Public Roads, Depart

ment of Commerce." 

On May 9 , 1957., we wrote to Commissioner McLaughlin 

and asked the D i s t r i c t to f u r n i s h us w i t h the studies back

ing up the o r i g i n a l designation of 1955 of t h i s route as 

part of the I n t e r - S t a t e Highway System. We could get no 

information u n t i l the present Engineer Commissioner Welling 
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d i r e c t e d the Highway Department to give us the information 

we had requested. 

On October 24, 1957, three members of our Associ a 

t i o n met w i t h r e p r e s e n t a t i v e s of the Highway Department. We 

were t o l d - and t h i s i s a d i r e c t quote, gentlemen; " T r a f f i c 

requirements were not taken i n t o account i n determining the 

1955 l o c a t i o n of the D i s t r i c t i n t e r s t a t e connection." T h i s 

statement, i n view of i t s very serious content, was read 

back to the r e p r e s e n t a t i v e of the Highway Department and he 

was t o l d t h a t we planned to use t h i s i n public hearing, such 

as the one we are having today, so that he could make an 

amendment i f he wished. He stated t h a t he stood on h i s 

statement and f u r t h e r added, "We make a f i o l d i n v e s t i g a t i o n 

one afternoon." 

I n the w r i t t e n statement handed us at the same time 

as the in t e r v i e w the Highway Department s a i d ; 

" i n 1955 there was no d e c i s i o n by the Commission

ers to locate the expressway on the high bank of the 

r i v e r . . . T h e d e c i s i o n was only one to designate a route 

f o r the i n t e r s t a t e connection from the D i s t r i c t to 

Route 240 i n Maryland..." 

We are thus faced w i t h a v e r y curious s i t u a t i o n -

a s i t u a t i o n which would indeed be funny i f i t s consequences 

were not p o t e n t i a l l y so t r a g i c . The C3.arkeson Report gives 

as one of i t s major reasons f o r recommending Route A, the 
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f a c t that i t conforms to the p r e s e n t l y approved i n t e r s t a t e 

l i n e - a l i n e which the D i s t r i c t Highway Department admits 

d i d not take i n t o account t r a f f i c requirement." and was decided 

upon a f t e r only a few hours f i e l d i n v e s t i g a t i o n . T h i s i s the 

p e r f e c t p i c t u r e of a dog going around i n c i r c l e s b i t i n g i t s 

t a . i l . 

At page 10, the Clarkeson Report says: 

" I t i s recognized that the recommended l o c a t i o n 

does not serve the t r a f f i c d e s i r e p o t e n t i a l as w e l l 

as other a l t e r n a t e l o c a t i o n s studied." 

T h i s i s a mild understatement; the charts and 

graphs of the report show beyond question that the P a l i s a d e s 

c o r r i d o r i s about the l a s t place i n the D i s t r i c t northwest 

area i n which an expressway should be located. The only 

reason given by the Clarkson f o r the r i v e r route i s t h a t i t 

i s the l i n e of l e a s t r e s i s t a n c e . But l i s t e n to the Wnshing-

t o n Post e d i t o r i a l of January J , I95<3: 

"Probably the major question the Commissioners 

w i l l have to decide w i l l be whether to take the e a s i e r 

course or to I n s i s t upon the b e t t e r s o l u t i o n . We 

t h i n k that the b e t t e r course should be chosen, even i f 

the i n i t i a l costs appear to be higher, f o r the c i t y 

probably w i l l never again have the opportunity to l i n k 

the downtown area w i t h the h e a v i l y populated Northwest 

and Bethesda areas at today's c o s t s . " 

http://ta.il
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Had the Clarkeson Company'one ounce of r e s p o n s i 

b i l i t y to advise the D i s t r i c t on the b a s i 3 of good planning 

p r a c t i c e , i t could have come to no other conclusion than that 

s t a t e d i n the Washington Post. But no, Clarkeson had to s e l l 

i t s c l i e n t s what they wanted. 

The data i n the Clarkeson report i n d i c a t e t h a t I t s 

proposed route could not be economically j u s t i f i e d on the 

b a s i s of i n t e r s t a t e t r a f f i c from beyond the Washington metro

p o l i t a n area. At the meeting we had w i t h the D i s t r i c t 

Highway Department on October 24, 1957, i n answer to a d i r e c t 

q uestion, the D i s t r i c t r e p r e s e n t a t i v e s a i d : "Obviously, 

Route A could not be economically j u s t i f i e d except f o r the 

suburban t r a f f i c i t w i l l c a r r y - and i f you are asking whether 

i t I s the best l o c a t i o n f o r c a r r y i n g suburban t r a f f i c , 

the answer i s . • n o 1 . " 

I n other ways the Clarkeson Report i s misleading 

and incompetent. For example, the report quotes as a source 

o f the expressway's economic e f f e c t s an author who denies 

t h a t h i s study j u s t i f i e d or even r e l a t e d to the s i t u a t i o n 

i n the D i s t r i c t . Obviously, Clarkeson quoted a report which 

he hadn't even read — or at best couldn't understand. 

To be s p e c i f i c , the f o l l o w i n g i s found at the top 

of page 10 of the r e p o r t ; 

"The opening of a new expressway, experience i n d i 

c a t e s , has a profound e f f e c t upon land uses and values 
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i n the area i t t r a v e r s e s . " 

I t h i n k no one would q u a r r e l w i t h that statement. 

Then the statement goes on to say: 

"Previous studies i n d i c a t e that there i s a con

s i d e r a b l e a p p r e c i a t i o n of land values along such routes 

w i t h p a r t i c u l a r heavy growth of land values i n the v i 

c i n i t y of interchanges Given proper guidance w i t h 

adequate c o n t r o l highway-impelled increases i n land 

values can be advantageous to the community." 

Now, stripped of i t s verbiage t h i s statement i s 

obviously c a l c u l a t e d to make the reader b e l i e v e that the 

expressway recommended by the report w i l l i ncrease property 

v a l u e s along i t s route. A source c i t e d by the Clarkeson 

Company to prove i t s contention, and t h i s i s a mistake, I t h i n k , 

i s a study made by Bayard 0 . Wheeler of the U n i v e r s i t y of 

Washington at S e a t t l e . See footnote 1 , page 12 of the C l a r k e 

son r e p o r t . I t so happens that Dr. Wheeler i s a very close 

p e r s o n a l f r i e n d of mine and he v i s i t e d the P a l i s a d e s area. 

I wrote him and r e c e i v e d t h i s l e t t e r aid I w i l l be gl.'d to 

give i t to you. 

Here i s a quote from a l e t t e r of December 2 2 , 1957: 

"The purpose of the study ( t h a t was c i t e d by 

Clarkeson) was to i d e n t i f y the e f f e c t of freeway access 

upon an area of i n i t i a l low d e n s i t y , predominantly r u r a l 

and s e m i - r u r a l land use. The subject area had poor 
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access w i t h r e l a t i v e l y long t r a v e l time to c e n t r a l . 

points of employment.. 

" I t i s a case study of a p a r t i c u l a r l o c a l s i t u a 

t i o n , and i t has no relevance to other areas unless 

s i m i l a r i n economic and developmental c h a r a c t e r i s t i c s . . " 

I don't b e l i e v e that anyone can contend t h a t 

P a l i s a d e s area i s r u r a l or s e m i - r u r a l . 

How can Clarkeson contend that Route A or A-2 

have anything i n common w i t h the route studied by Dr, Wheeler? 

T h i s i s j u s t another example of the many misleading s t a t e 

ments i n the r e p o r t . We ask b l u n t l y : Can any confidence be 

placed i n any part of i t ? 

We f u r t h e r ask: I n view of a l l of the evidence 

we have presented here today, did the Clarkeson Engineering 

Company have a f r e e hand i n making I t s recommendations? Or 

were the i n s t r u c t i o n s and l i m i t a t i o n s placed upon the company 

by the D i s t r i c t Highway Department such that i t could come 

to no other conclusion? 

There are' no r e a l planning considerations i n t h i s 

r e p o r t . And i n t h i s connection i t i s important to note that 

t h e r e i s not a s i n g l e planning agency of the D i s t r i c t or of 

Maryland t h a t supports the Clarkeson conclusions. Tho 

Clarkeson report may be a f i n e engineering a n a l y s i s of a 

given route but we contend that i t does not i n any sense 

support, from a planning and economic considerations the 
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routes designated e i t h e r as A or A-2. 

Thank you. 

(Applause.) 

MR. CURTISS: Our next speaker w i l l be Mr John 

H R i c k , w i t h reference to the Clarkeson report on bridges 

STATEMENT OP JOHN H. RICK, 

PALISADES CITIZENS' ASSOCIATION ROADS COMMITTEE 

MR. RICK: Mr. President, Commissioners, and t a x 

payers: My name j s John H. R i c k I have l i v e d at 5243 Sher-

r i e r Place, N. W., since 1 9 2 9 , before there was an Arizona 

Avenue and before S h e r r i e r Place was cut through. I am a 

member of the Palis a d e s C i t i z e n s ' A s s o c i a t i o n . 

I t i s necessary to include a d i s c u s s i o n of bridges 

i n considering the proposal to put the 240 expressway along 

the Potomac P a l i s a d e s i n the D i s t r i c t of Columbia, since 

the D. C. Highway Department s t a t e s t h a t the Arizona Avenue 

high l e v e l bridge must and w i l l be b u i l t i f route A or A-2 

i s adopted. 

The Clarkeson proposal and report discusses the 

high l e v e l bridge b r i e f l y . They make i t c l e a r t h a t t h i s i s 

an e s s e n t i a l part of the A or A-2 route but they do not i n 

clude the bridge cost i n t h e i r estimate of the cost of the 

route. The omission i s i n t e n t i o n a l and necessary i n order 

to s u s t a i n the premise that the P a l i s a d e s route i s the most 

economical of the s e v e r a l a l t e r n a t i v e s . On page 2 1 and 3 2 , 
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a concensus among those f a m i l i a r w i t h the problem t h a t more 

c a p a c i t y i s required f o r c r o s s i n g the r i v e r between Key 

Birdge and approximately the D i s t r i c t of Columbia l i n e above 

Chain Bridge." 

I f you w i l l examine the Clarkeson report., you w i l l 

note a b e a u t i f u l f r o n t i s p i e c e I n watercolor -- you gentlemen 

have probably a l l seen that ( i n d i c a t i n g ) — d e p i c t i n g a pro

posed bridge across the Potomac at Arizona Avenue. There 

i s no doubt that t h i s bridge I s an I n t e g r a l and e s s e n t i a l 

p a r t of route A and A-2. The bridge appears i n the Clarkeson 

t r a f f i c flow c h a r t s . E x h i b i t s 13 2 7 . 28 and 2 9 ; i t i s f e a 

tured i n c o n s t r u c t i o n p l a n s , E x h i b i t s 6, 7 , 9 , 20 and 3 5 ; 

i t i s on the large s c a l e b l u e p r i n t s prepared by the Clarkeson 

Company; i t i s counted i n t o t a l l i n g the number of homes 

t h a t w i l l be destroyed by routes A and A-2. Tho bridge i s 

discussed i n the t e x t pages 15 , 3 2 , and 3 6 . The cost of the 

bridge i s l i s t e d on page 36 as $27 3 l 4 000 i n c l u d i n g expenses 

o f r i g h t of way, approaches and necessary interchanges on the 

Washington and V i r g i n i a s i d e s . But i f you look at C l a r k e -

son's cost comparisons of the four a l t e r n a t e l o c a t i o n s f o r 

Route 240 (page 40) you w i l l note a s i n g u l a r omission: no 

high l e v e l bridge. I f t h i s bridge i s included i n construc

t i o n plans and t r a f f i c p r o j e c t i o n s , i t must be counted i n 

t o t a l costs i n c l u d i n g the net D i s t r i c t c o n t r i b u t i o n . 
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For the f o l l o w i n g reasons i t appears to us that 

c o n s t r u c t i o n of the proposed high l e v e l bridge cannot be 

supported on any sound planning b a s i s and a l s o involves 

the automatic abandonment of an e x i s t i n g adequate s t r u c t u r e , 

t h a t i s , Chain Bridge. 

L e t ' s look at t h i s bridge proposal a l i t t l e c l o s e r 

1 . How much would i t cost? The Clarkeson report 

on page 36 i n d i c a t e s that i t would cost i n V i r g i n i a a t o t a l 

of $14 , 7 0 5 , 0 0 0 and i n the D i s t r i c t of Columbia an a d d i t i o n a l 

$ 1 3 , 1 0 9 , 0 0 0 f o r a grand t o t a l cost of $ 2 7 , 8 1 4 , 0 0 0 . The e s t i 

mate allows only $ 5 4 4 , 0 0 0 f o r "engineering and contingencies" 

w i t h i n the D i s t r i c t portion. T h i s f i g u r e represents about 

4 . 3 5 $ of the cost. However, g e n e r a l l y throughout the report 

an allowance f o r contingencies i s about 15 percent or three 

times as much. Does t h i s d i f f e r e n c e between 4 to 15 percent 

represent a saving of $1 , 0 0 0 , 0 0 0 i n cost of the bridge or 

an understatement i n the p o t e n t i a l cost of $ 1 , 0 0 0 , 0 0 0 . 

2 . What about V i r g i n i a ? Does anyone know whether 

the A r l i n g t o n or V i r g i n i a S t a t e o f f i c i a l s involved might 

know about t h i s proposal or have any i n t e r e s t i n i t ? Nothing 

i n the report suggests that they have e i t h e r been consulted 

or have any enthusiasm f o r t h i s D. C. proposal f o r them to 

spend about $ 1 5 , 0 0 0 , 0 0 0 . Clarkeson does provide some maps 

and d i s c u s s i o n about how i t might be good planning and u s e f u l 

t r a f f i c handling f o r the V i r g i n i a a u t h o r i t i e s , but he doesn't 
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show that they want or appreciate such work i n t h e i r behalf. 

I n duscussing t h i s g r a t u i t o u s proposal, Mr. Sam H a r r i s o n 

of the Highway Department has s a i d the D i s t r i c t would pat 

the Arizona Avenue bridge t o the V i r g i n i a shore and l e t 

V i r g i n i a take care of i t from there on out. I t i s r e f l e c t i v e 

of the g e n e r a l l y loose approach of these a u t h o r i t i e s i n c l u d 

i n g Clarkeson and the D. C. Highway Department, to pl a n such 

an expenditure, but not to bother c o n s u l t i n g t h e i r neighbors 

about i t - probably because of the unsupported nature of 

t h e proposal. 

3. Taxpayers must view w i t h horror the proposal 

to build roads i n such a way that they abandon an e x i s t i n g , 

modern, and g e n e r a l l y s a t i s f a c t o r y bridge - Chain Bridge, 

and s u b s t i t u t e f o r i t another bridge c o s t i n g about.$30,000,000. 

Before i t i s determined t h a t Chain Bridge should be e l i m i n 

ated, and b u i l d i n g the 240 route at the top of the P a l i s a d e s 

as proposed i s a c l e a r proposal to eliminate i t , perhaps i t 

would be u s e f u l t o see what the new V i r g i n i a George Washing

ton Memorial Highway does to t r a f f i c need3 and the volume 

of t r a f f i c using Chain Bridge. Before these f e d e r a l 90 per 

cent funds became a v a i l a b l e , Chain Bridge played an important 

r o l e i n the D. C, Highway Department plan3 f o r handling 

r i v e r c r o s s i n g t r a f f i c . We have r e c e n t l y seen the Ingenuity 

demonstrated by t h i s Department i n improving Key Bridge, why 

not l e t them use s i m i l a r c a p a b i l i t i e s on Chain Bridge. 
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ac57 A f t e r a l l , the new bridge roadway was only opened to t r a f f i c 

i n I9'$Q, and i t i s s t i l l a rugged s t r u c t u r e . 

4. Who pays f o r the proposed bridge at Arizona 

Avenue? I t would be d i f f i c u l t to f i n d any scheme or j u s t i f i 

c a t i o n f o r i n c l u d i n g i t on the i n t e r s t a t e system and therefore 

e l i g i b l e f o r the 90 percent f e d e r a l grant. Yet i t c e r t a i n l y 

cannot be s e r i o u s l y considered without that grant because 

the $14,000,000 or more i t i s estimated to cost the D i s t r i c t 

represents the equivalent of $140,000,000 of highway construc

t i o n where the f e d e r a l grant can be used. 

5. Who would use the high l e v e l bridge i n the 

D i s t r i c t ? A f t e r a l l , we should consider f i r s t the D i s t r i c t 

of Columbia. T h i s bridge could not serve much t r a f f i c 

o r i g i n a t i n g w i t h i n the D i s t r i c t . I t c e r t a i n l y would not serve 

i n t e r s t a t e t r a f f i c going from Maryland to V i r g i n i a because 

such t r a f f i c w i l l be served by the Cabin John Bridge, and 

would not venture i n t o the D i s t r i c t . U n t i l t h a t bridge i s 

f i n i s h e d these few d r i v e r s use Chain Bridge. I t would not 

serve much commerical and i n d u s t r i a l t r a f f i c because there i s 

no l i k e l y place where such t r a f f i c could o r i g i n a t e which 

would not be using other c l o s e r bridges. Therefore, most of 

i t s use would be commuters and these commuters would only use 

i t because bridges were not a v a i l a b l e where de s i r e d . Few 

commuters w i l l be added to t r a f f i c i n t h i s area because of 

t h e D i s t r i c t approaches. The Spring V a l l e y development i s an 
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e f f e c t i v e t e r r i e r at t h i s time f o r through commuters. How

ever, once the bridge e x i s t e d , a j u s t i f i c a t i o n might a r i s e 

f o r c r e a t i n g through t r a f f i c patterns i n t h i s pert of our 

community. C e r t a i n l y once such a bridge e x i s t e d i t would 

be necessary to improve t r a f f i c flow and access to i t , and 

such improvement would r e q i i r e c o n s t r u c t i o n of a d d i t i o n a l 

feeder roads, l a r g e l y because without them the t r a f f i c to 

use the bridge would have few places to go once they had 

crossed the bridge. 

The Clarkeson report i t s e l f s t a t e s on page v 

"studies do not i n d i c a t e the need f o r both an expressway and 

a parkway i n t h i s a r e a . " Again on page 17 " T r a f f i c volumes 

do not I n d i c a t e a need f o r both an a l l v e h i c l e expressway 

and a high t r a f f i c volume parkway." Yet the Clarkeson r e 

port claims on page i i i t h a t the recommended route " w i l l 

r e l i e v e e x i s t i n g c i t y s t r e e t s now overburdened w i t h an ex

c e s s i v e t r a f f i c load" and on page i v , "provides meritorious 

improvement from a t r a f f i c s e r v i c e standpoint." 

I t would appear axiomatic that D. C. bridges should 

be planned to br i n g commuters i n t o the c i t y at a point 

c l o s e s t to t h e i r work, so t h a t t h e i r home s t a t e woud, have 

the burden of preparing highways r a t h e r than the D i s t r i c t . 

I f t h i s i d ea i s v a l i d , the Arizona Avenue bridge idea should 

be dropped because commuters would need many miles of D. C. 

highways, since there i s no employment r e q u i r i n g a bridge at 
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or near Arizona Avenue. 

To summarize our p o s i t i o n on the Arizona Avenue 

Bridge: 

1. Wo j u s t i f i c a t i o n or proof has been provided 

to I n d i c a t e the need f o r i t . Therefore, i t represents a 

waste of an a d d i t i o n a l $28,000,000. Half to be paid by the 

D i s t r i c t . 

2 . The cost would a l l be charged to D. C. t a x 

payers since i t could not q u a l i f y f o r the 90 per cent f e d e r a l 

g r a n t . 

3 . The co n s t r u c t i o n of t h i s proposed bridge would 

be tantamount to abandoning Chain Bridge, which can and w i l l 

continue to serve required t r a f f i c needs i n t h i s area f o r 

many years to come. 

4. The bridge would r e q u i r e V i r g i n i a cooperation 

and there I s no evidence that V i r g i n i a has any i n t e r e s t or 

d e s i r e to have t h i s bridge. 

5 - The bridge, representing an a d d i t i o n a l D i s t r i c t 

o u t l ay of $14,000,000 must be included i n appraising the 

cost of the Pa l i s a d e s route 240 proposal because i t i s an 

i n t e g r a l part of the proposal. 

I thank you. 

(Applause.) 

VOICE PROM THE FLOOR: Fir. Chairman. 

COMMISSIONER MC LAUGHLIN: Yes. 
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VOICE; Mx*. Chairman, as much i n sympathy as I am 

i n p o s i t i o n w i t h t h i s group, I wonder, f o r the b e n e f i t of 

the r e s t of us, i f the d i s c u s s i o n i s not to be l i m i t e d on 

the time of any one group, i f we might have some idea of how 

long t h i s p a r t i c u l a r d i s c u s s i o n i s going on by t h i s group? 

MR. CURTISS; E x a c t l y a l i t t l e over two hours. 

We are r i g h t on schedule or a l i t t l e ahead of schedule. 

COMMISSIONER MC LAUGHLIN: You mean to run on 

then u n t i l what - 4 : 3 0 ? 

MR. CURTISS: To 4 : 3 0 , yes, s i r . 

COMMISSIONER MC LAUGHLIN; You have s i x more 

speakers who are going to t a l k f o r an hour? 

MR. CURTISS; I haven't added t h i s up, but we are 

a l i t t l e ahead of schedule, a l i t t l e l e s s than an hour. 

COMMISSIONER MC LAUGHLIN: W e l l , I don't l i k e to 

s p l i t t h i s up i n the middle. 

MR. CURTISS: I don't e i t h e r . I f we can keep i t 

going, I would l i k e to f i n i s h , i f we can. 

COMMISSIONER MC LAUGHLIN: L e t ' s take a three min

u t e r e cess while we t a l k about what we are going to do. 

(A short recess was taken.) 
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COMMISSIONER MC LAUGHLIN: L e t ' s come to order, 

l a d i e s and gentlemen. 

MR. CURTISS: Our next speaker i s Mr. J u l i a n F r e c h t -

man, who w i l l speak on s t a t i s t i c s w i t h reference to the 

Clarkeson Report. Mr. Frechtraan. 

STATEMENT OF MR. JULIAN FRECHTMAN, PALISADES 

CITIZENS' ASSOCIATION ROADS COMMITTEE. 

MR. FRECHTMAN: My name i s J u l i a n Frechtraan. I 

l i v e a t 5361 S h e r r i e r Place, N.1V., and I am a member of the 

P a l i s a d e s C i t i z e n s ' A s s o c i a t i o n . 

F i v e weeks a f t e r the Clarkeson Company signed i t s 

c o n t r a c t with the D i s t r i c t to recommend a s i t e f o r route 

240 on December 17, the consultant made h i s o r a l presentation 

and recommendations. I t was not u n t i l J u l y 10, 1057, eight 

months a f t e r making h i s recommendations that h i s a n a l y s i s of 

c o s t s , loads, u t i l i t y and other f a c t o r s was presented i n the 

w r i t t e n document. N a t u r a l l y , we must wonder about conclusions 

which required eight more months of study to j u s t i f y - when 

presumably these s t u d i e s formed the b a s i s of the conclusions. 

T h i s i s i n the " A l i c e i n Wonderland" t r a d i t i o n , gentlemen, of 

sentence f i r s t , v e r d i c t afterwards. 

The report attempted to present some j u s t i f i c a t i o n 

i n terms of s e r v i c e which the s e v e r a l routes considered would 

provide i n 1980. I t shows p r o j e c t i o n s of population, of 

number of v e h i c l e s served, and so on, i n 1980. These are 
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the reasons given f o r b u i l d i n g t h i s expressway, i f not f o r 

l o c a t i n g i t along the r i v e r route. L e t ' s take a c l o s e look 

at the nature of these p r o j e c t i o n s and see what b a s i s they 

have i n r e a l i t y . 

F i r s t , what i s a " p r o j e c t i o n " ? The word has been 

so f r e e l y used by Clarkeson that i t has come to have almost 

a sacred sound. Mind that i n a l l t h i s d i s c u s s i o n , no one 

has t a l k e d at a l l of f o r e c a s t s . A f o r e c a s t i s a f i n a l a n a l y s i 

of what the f u t u r e w i l l be. Not so with a p r o j e c t i o n . A pro

j e c t i o n merely says that i f things behave as the p r o j e c t o r 

s t i p u l a t e s , then a s i t u a t i o n w i l l e x i s t i n a c e r t a i n way. For 

example: "Sunday w i l l be a n i c e day" i s a f o r e c a s t . On the 

other hand, "Sunday w i l l be a n i c e day, i f i t doesn't r a i n , " 

i s a p r o j e c t i o n . One says: "This i s what I'm b e t t i n g on." 

The other says: " I f I'm wrong, go t e l l the chaplain your 

t r o u b l e s . " 

These p r o j e c t i o n s are based upon what our own high

way department c a l l s "standard engineering techniques." Be

ginning w i t h 194S t r a f f i c p a t t e r n s , c e r t a i n expansion f a c t o r s 

are applied, a s o r t of very elaborate a r i t h m e t i c a l computation 

i s developed, and from t h i s comes the 1980 p r o j e c t i o n s . Now 

bear i n mind what I've t o l d you about the meaning of a 

p r o j e c t i o n — that the conditions that are s t i p u l a t e d must 

e x i s t . Therein l i e s the "gimmick" i n the whole business. 

These "expansion f a c t o r s " which are applied are the 
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s t i p u l a t i o n s which make or break the whole a n a l y s i s . Each 

"expansion f a c t o r " i s someone's guess. Let me repeat t h i s : 

Each expansion f a c t o r i s someone's guess. 

L a s t Monday, I spoke w i t h Mr. R i v a r d , the a s s i s t a n t 

planning engineer of the highway department who had t h i s to 

say about the assumptions: "One man's guess i s as good as 

another * s . " Now, when I was there, I saw the De Leuw -

Cather and Company report on 1980 t r a f f i c p o t e n t i a l , the 

report on which Clarkeson based i t s p r o j e c t i o n . Let me take 

as an example the estimate of Potomac R i v e r c r o s s i n g s f o r 

1980, made i n connection with the " i n n e r - l o o p w s t u d i e s . The 

Clarkeson report t e l l s us that route A or A-2 w i l l dump 

about 146,000 c a r s per day i n t o the inner loop, about 100,000 

of these i n v o l v i n g r i v e r c r o s s i n g s i f chart number 13 i n the 

report i s accurate. De Leuw - Cather estimated 348,000 r i v e r 

c r o s s i n g s d a i l y i n 1980. 

One important expansion f a c t o r i s the "passenger 

per v e h i c l e " f a c t o r . I t works t h i s way and I would l i k e 

to draw a simple c h a r t . (Up a t the board) I n 1948 they 

estimated there were 4.70 passengers per v e h i c l e i n the 

D i s t r i c t , and i n 1954, there were 3.76 passengers over there 

( i n d i c a t i n g ) . Drawing a s t r a i g h t l i n e between the two, i n 

some fash i o n , t h i s was projected to an estimated passenger 

per v e h i c l e of 3.00 i n 1980. 

Now, i f the De Leuw-Cather people and Mr. Clarkeson 
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people had followed t h e i r i n i t i a l impulses, followed a 

s t r a i g h t l i n e and projected i t down here, they would have 

come out w i t h a minus .3 passengers per ca r . T h i s i s kind 

of s i l l y , so they moved i t up to 3.00. Why 3.00? Why 

not 1.006, for example, which might have gone down here 

(demonstrating) or up here (demonstrating). Why did they 

make i t curved i n t h i s fashion? Why not cover i t i n t h i s 

f a shion (demonstrating) or i n t h i s f ashion (demonstrating)? 

Why? The reason i s that one man's guess i s as good as 

another's. 

Now, i f that i s so, I'm going to make my own guess — 

i t i s s t r i c t l y l e g i t i m a t e . Beginning with t h e i r f i g u r e s , 

I'm going to come out wi t h a completely d i f f e r e n t estimate 

of c r o s s i n g s . I f anybody knows any s t a t i s t i c s , they know 

that a f i g u r e l i k e 4.70 passengers per v e h i c l e f i g u r e i s based 

upon a sample. A sample i s nothing but an attempt to estimate 

a true or maybe a normal f i g u r e . 

Now, i t i s c h a r a c t e r i s t i c of sampling of t h i s k i n d , 

that you can represent the range, u s u a l l y one-third, one way 

or the other. I'm going to be cons e r v a t i v e . Instead of taking 

the high, I'm going to take the smaller e r r o r , l e s s than one-

h a l f and put my adjustment f i g u r e here, 4.10. I'm going to 

assume t h i s f i g u r e i s too high f o r 1948. There was a car 

shortage i n 1948 and a strong tendency to car pools. I f 

t h e r e had been enough c a r s , there might not have been such a 
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tendency to car pooling. The f i g u r e , you w i l l r e c a l l , was 

3.76. You w i l l r e c a l l t h a t here ( i n d i c a t i n g ) . Here I'm 

going to do the same thing. T h i s might be a normal e r r o r 

to take my f i g u r e up here ( i n d i c a t i n g ) 4.16. I w i l l p r o j e c t 

to 1980 on a s t r a i g h t l i n e b a s i s . I n t h i s fashion, I w i l l 

come up v/ith about 4.4. 

Now, a f i g u r e such as t h i s f o r c a r s such as t h i s 

( i n d i c a t i n g ) i s subject to a f o r e c a s t i n g e r r o r . You go out 

beyond your accurate range there and you are more apt to have 

t h i s e r r o r accumulate and i n t h i s fashion, a curve (demon

s t r a t i n g ) and then v a r i e s sharply down, so we curve and i t 

goes way up to here (demonstrating). 

T h i s means that the f o r e c a s t can reasonbly be 

expected to l i e between here and here (demonstrating). Now 

obviously any f i g u r e down here ( i n d i c a t i n g ) i s s i l l y . You 

are never going to have l e s s than one passenger per car. I f 

c a r s don't change too r a d i c a l l y , we can expect no more than 

s i x persons per c a r , so you go here ( i n d i c a t i n g ) . T h i s i s 

very good. I t t e l l s us i n 1980, we w i l l have somewhere 

between one and s i x passengers per c a r . 

Now, why take three? Well, three i s a nice round 

number. I t i s r i g h t here i n the middle and leads to a nice 

expansion f a c t o r w i t h a 56 percent i n c r e a s e over 1948. Nov/, 

you take my estimate of 5.0 because i t i s not too f a r from the 
* 

p r o j e c t i o n , I can get an expansion f a c t o r — t h i s i s 1.56 — I 
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can get an expansion f a c t o r by ta k i n g my 4.1, d i v i d i n g i t by 

5.0 and get .82. 

Now, doing e x a c t l y what they d i d i n t h e i r standard 

engineering techniques, i f I take my .82 and s u b s t i t u t e t h e i r 

1.56, i n s t e a d of coming out wit h 348,000 r i v e r c r o s s i n g s , 1 

w i l l come out w i t h 173,000 c r o s s i n g s . 

T h i s i s j u s t one of the expansion f a c t o r s . Another 

very important expansion f a c t o r — i n f a c t , the b a s i c one used 

by Clarkeson — concerns the population of the metropolitan 

area and how i t w i l l be d i s t r i b u t e d d i s t r i c t by d i s t r i c t 

w i t h i n the c i t y . I 'a not going to bore you wit h a long 

t e c h n i c a l a n a l y s i s of the a r t of population p r o j e c t i o n . Let 

i t s u f f i c e to say that the population p r o j e c t i o n s have almost 

the same lac k of meaning that the passengerfl por car f i g u r e s 

have. The Census Bureau, w i t h i t s s t a f f of s k i l l e d demographers 

and w i t h i t s f i g u r e s on a l l the nation's v i t a l s t a t i s t i c s , would 

never dream of doing what the Clarkeson people have done, 

estimating a c i t y ' s population some twenty-odd years hence i n 

great d e t a i l . 

There are other expansion f a c t o r s used. One more abou 

which I s h a l l not go i n t o great d e t a i l , i s the automobile 

r e g i s t r a t i o n f a c t o r . Our highway planners make estimates of 

the change i n per c a p i t a car r e g i s t r a t i o n . T h i s they do not 

only f o r the c i t y as a whole, but f o r each d i s t r i c t w i t h i n the 

c i t y . For each d i s t r i c t they f i g u r e out not only the 
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population, but the general economic l e v e l , c u l t u r a l and 

s o c i a l p a t t e r n s , the nature of l o c a l community development, 

and the l e v e l of business a c t i v i t y , and decide how many 

c a r s w i l l be r e g i s t e r e d i n each d i s t r i c t i n 1980. Where i s 

the reputable, t r a i n e d economist who would p r e d i c t w i t h con

fidence as much as one year ahead. 

Most of us, I f e e l sure, would not l i k e to bet 

anything on v/here w e ' l l be or how w e ' l l be s i t u a t e d two years 

from now. The Clarkeson people, however, are w i l l i n g to do 

t h i s f o r an e n t i r e c i t y t w e nty-five years from now, d i s t r i c t 

by d i s t r i c t . 

Nowhere i n a l l t h i s untenable p r o j e c t i o n business 

does anyone have the modesty or the i n t e l l e c t u a l honesty to 

say that these are a l l guesses, that a l l expert opinion i n the 

f i e l d of demography and economics would be appalled a t the 

e f f r o n t e r y of such planners. Andyet, we're given these 

numbers as the gospel t r u t h . 

Now, even granting f o r the sake of argument that 

these p r o j e c t i o n s mean something, we come face to face w i t h 

another odd f a c t . I f a l l the proposed roads are b u i l t , we 

w i l l have a ca p a c i t y of about 150,000 v e h i c l e s per day passing 

along or c l o s e by the r i v e r . The Clarkeson Company has given 

us o r a l estimates of about 35,000 v e h i c l e s per day c r o s s i n g 

the D i s t r i c t l i n e from Maryland along the r i v e r routes i n 

1980. L e t ' s assume they're a b i t c o n s e r v a t i v e , and that they 
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should have s a i d 50,000. Then, why b u i l d f o r 150,000? I f 

50,000 i s r i g h t , there's no need f o r t r i p l e t h a t c a p a c i t y , 

and i f the 150,000 i s r i g h t , i t s e r i o u s l y questions the 

competence of Clarkeson i n providing us with an estimate of 

35,000. 

Gentlemen, I submit that t h i s k i n d of planning i s 

egregious nonsense. Clarkeson and our highway people have been 

a good deal l e s s than candid i n not l a b e l l i n g a l l t h e i r 1980 

pr o j e c t i o n s w i t h the caption: "Source - t h i n a i r . " Let us 

not be deceived by the elaborate methods or impressive 

documentation used i n making the estimates. Every such system, 

no matter how i n t r i c a t e , must be I n t e r n a l l y honest and must 

draw i t s conclusions on c e r t a i n b a s i c assumptions. When the 

l i m i t a t i o n s of the system are not set f o r t h , the e n t i r e system 

must be suspect. When the assumptions are pure guesses, the 

conclusi o n s , no matter how e l a b o r a t e l y a r r i v e d a t , are pure 

guesses. When we are t o l d "one man's guess i s as good as 

another'3," and when we know th a t some of the b a s i c guesses are 

nonsensical, i t ' s the height of f o l l y to spend $60,000,000, 

using these guesses as j u s t i f i c a t i o n . I t ' s an enormous guessing 

game and i t can have d i s a s t r o u s consequences economically and 

s o c i o l o g i c a l l y , to waste our substance on these most nebulous 

conjactures about our fu t u r e needs. 

What i s the answer? Fundamental common sense d i c 

t a t e s t h a t roads should be b u i l t where the need f o r them 
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e x i s t s . The Commonwealth of Massachusetts, f o r example, w i t h 

what i s probably the most progressive highway program i n the 

nation, has a master plan encompassing the pressi n g present, 

r a t h e r than the i n t a n g i b l e f u t u r e . As the development of 

i t s system generates new needs i t modifies i t s master plan 

to meet the changed requirements. But c e r t a i n l y i t does not 

by-pass the present need f o r what i t has no r e a l way of 

knowing may never come. C e r t a i n l y there i s no present need 

i n the P a l i s a d e s area, and no meaningful i n d i c a t i o n t h a t i t 

w i l l e x i s t i n the fu t u r e . 

L e t ' s f i l l today's needs today, r a t h e r than some 

hi g h l y s p e c u l a t i v e needs which may never m a t e r i a l i z e . The 

National Park S e r v i c e and NCPC and others i n our As s o c i a t i o n 

w i l l demonstrate where a proposed expressway w i l l serve the 

gr e a t e s t number of persons, and consequently best serve the 

community. 

Thank you. 

(Applause.) 

MR. CURTISS: The next speaker i s Mr. Charles 

Stewart and he w i l l t a l k on how much w i l l Route A r e a l l y 

cost. Mr. Stewart. 

STATEMENT OF CHABLES STEWART, PALISADES CITIZENS' 

ASSOCIATION ROADS COMMITTEE 

MR. STEWART: Mr. Chairman, members of the Commis

s i o n , «ny na«te i s Charles Stewart. I l i v e a t 5420 Carol*-..* 



174 

!'lace and am a member of the P a l i s a d e s C i t i z e n s ' A s s o c i a t i o n . 

How much w i l l Route A r e a l l y cost? No one knows. 

The t o t a l cost to taxpayers w i l l exceed $72,591,000, much 

more than the Wisconsin c o r r i d o r Route C a t $59,610,000, or 

even Route D a t $63,685,000. Local governments w i l l have to 

pay only 10 percent of the c o s t s of the Federal highways proper, 

so t h a t d i f f e r e n c e s i n c o s t s between the cheapest and the most 

expensive route i s low — l e s s than two m i l l i o n d o l l a r s . But 

l o c a l governments may have to pay the f u l l cost of the 

Arizona Avenue bridge, which could never q u a l i f y as part of 

the Federal i n t e r s t a t e highway program. I n terms of c o s t s 

to l o c a l governments, then, the Potomac route might cost 

$32,292,000, more than f i v e times as much as Wisconsin routes 

C and D. 

T h i s morning, Mr. B r i n k l e y s t a t e d that the Glover-

Archbold parkway must be b u i l t i n conjunction with Route A. 

I n c i d e n t a l l y , t h i s Parkway i s shown on the t r a f f i c flow chart 

of Route A (Chart 13). T h i s Parkway may have to be paid f o r i n 

f u l l by the D i s t r i c t ; i t cannot q u a l i f y as part of the i n t e r 

s t a t e highway system unle s s i t i s b u i l t as a part of the 

Wisconsin, and not the Potomac, route. The t o t a l cost of 

Route A would then be considerably greater than $75,000,000 

and the cost to the l o c a l governments would be greater than 

$40,000,000 or s i x to seven times that of Wisconsin Route C. 

The Potomac R i v e r l o c a t i o n i s by f a r the most expensive. We 
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have been misled by a simple but very s e r i o u s a r i t h m e t i c a l 

e r r o r i n the Clarkeson Report. 

Others have shown that Clarkeson's t r a f f i c p r o j e c 

t i o n s are guesses. We can place no confidence i n them. 

Fur t h e r , Clarkeson g i v e s c o n t r a d i c t o r y p r o j e c t i o n s of f u t u r e 

t r a f f i c on a l t e r n a t e routes 240. The t r a f f i c flow c h a r t s 

are out of l i n e w i t h Clarkeson's population p r o j e c t i o n s f o r 

the areas to be served by the a l t e r n a t e routes. See E x h i b i t 

4. The t r a f f i c f i g u r e s on page V, which show very l i t t l e 

d i f f e r e n c e between the two a l t e r n a t e routes (146,000 c a r s a 

day on route A and 164,000 on route C) are completely out 

of l i n e . Could they be the r e s u l t of another simple but 

s e r i o u s a r i t h m e t i c e r r o r ? 

What w i l l we get f o r our money, besides a wide 

s t r i p of concrete? The j u s t i f i c a t i o n f o r Route 240, or 

f o r any highway, i s s e r v i c e , not cost. I f one l o c a t i o n 

renders twice the s e r v i c e of another, i t i s worth twice the 

cost. The Wisconsin Avenue c o r r i d o r a t present c a r r i e s many 

times the t r a f f i c of the Potomac Ri v e r c o r r i d o r . TheClarke-

son Report, e x h i b i t s 13 and 28, show that Wisconsin Route C 

w i l l c a r r y at l e a s t twice as many v e h i c l e s as the r i v e r route, 

even w i t h the Arizona Avenue bridge across the Potomac i n 

operation. The Wisconsin route w i l l serve at l e a s t four 

times as much t r a f f i c as the Potomac route without the 

Arizona Avenue bridge. Therefore, i f comparison of routes i s 
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t l 2 to be based on s e r v i c e rendered, i t i s c l e a r that Clarkeson 

proves the d e s i r a b i l i t y of e i t h e r C or D r a t h e r than the 

r i v e r route. 

S e r v i c e i s not only a question of the number of 

c a r s and commuters, but of need. Are e x i s t i n g highways 

i n the Potomac R i v e r c o r r i d o r adequate f o r present and prob

able f u t u r e t r a f f i c ? As v/e have already shown the answer i s 

an u n q u a l i f i e d yes. On the Wisconsin Avenue c o r r i d o r they 

are not adequate. A high capacity expressway w i l l have to be 

b u i l t along the Wisconsin c o r r i d o r , and b u i l t soon. Mr. J . N. 

Robertson, head of the Highway Department s a i d i n the A p r i l 

1957 i s s u e of "American Motorist," and I quote: 

"On the b a s i s of estimated t r a f f i c volumes i n 

Northwest Washington f o r 1980 another high-type t r a f f i c 

f a c i l i t y w i l l e v e n t u a l l y be required connecting the Inner 

Loop to the northwest area of Washington west of Rock Creek 

Park." 

The only question s t i l l open i s whether the D i s t r i c t 

w i l l pay the f u l l cost of a Wisconsin Avenue expressway or only 

10 percent. Who w i l l b e n e f i t from the Potomac Route A? Pro

j e c t e d t r a f f i c e n t e r i n g the D i s t r i c t from Maryland i n 1980 was 

estimated a t 25,000 c a r s a day, l a s t s p r i n g and now 34,000 c a r s . 

T h i s volume of t r a f f i c could be adequately handled by other 

highways already i n e x i s t e n c e and planned f o r the near f u t u r e . 

I f Route A i s not b u i l t , the volume of t r a f f i c a t the D i s t r i c t 
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l i n e i n 1980 w i l l be about 10,000 c a r s , as shown on E x h i b i t 

13 of the Clarkeson r e p o r t . So t h i s $60,000,000 to 

$70,000,000 expressway w i l l a t t r a c t a mere 15,000 - 24,000 c a r s 

a day from the Wisconsin Avenue s e r v i c e area, and then only 

on the assumption that no adequate f a c i l i t y w i l l be con

s t r u c t e d i n the Wisconsin Avenue c o r r i d o r . I f an express

way i s b u i l t along the Wisconsin c o r r i d o r , as Mr. Robertson 

i n s i s t s must be done, the Potomac route near the D i s t r i c t 

l i n e w i l l serve no need. 

The next i n f l u x of t r a f f i c e n ters the Potomac route 

a t Arizona Avenue, across the proposed Potomac R i v e r bridge. 

Clarkeson estimates t h a t about 35,000 c a r s per day w i l l c r o s s 

the bridge. T h i s t o t a l seems absurd i n the l i g h t of the 

completion of the George Washington Memorial Parkway on the 

V i r g i n i a s i d e ; i t i s i n c r e d i b l e i n the l i g h t of the f a c t 

t h a t the Parkway was i n i t i a t e d before, not a f t e r , the s t a r t 

of the Clarkeson study. Even accepting Clarkeson's f i g u r e , 

we must s u b t r a c t from i t the s u b s t a n t i a l t r a f f i c handled 

by Chain Bridge i n order to compute the a d d i t i o n a l s e r v i c e 

p rojected f o r the Arizona Avenue bridge. I n f a c t , Chain 

bridge w i l l serve adequately a l l t r a f f i c needs of the area 

once the V i r g i n i a Parkway i s completed. So $28,000,000, the 

p r i c e tag on the bridge, i s e x o r b i t a n t when i t w i l l serve 

no need. The D i s t r i c t Highway Department i s commended on 

i t s generosity i n o f f e r i n g t o provide expressway s e r v i c e f o r 
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V i r g i n i a commuters whose needs are the f i n a n c i a l respon

s i b i l i t y of V i r g i n i a , not of the D i s t r i c t . 

From the Arizona Avenue bridge a l l the way to 

Glover-Archbold Parkway, sore than two m i l e s , there i s 

no access to the route, Only a very short sector of 

Route A from Key Bridge to the Inner Loop serves sub

s t a n t i a l amounts of t r a f f i c and r e l i e v e s crowded s t r e e t s . 

I f the Glover-Archbold Parkway i s b u i l t , funneling t r a f f i c 

from the Wisconsin Avenue c o r r i d o r to the Potomac, then 

an a d d i t i o n a l short sector of the expressway above Key 

Bridge w i l l handle heavy t r a f f i c and can be j u s t i f i e d on 

the b a s i s of s e r v i c e . As to the greater part of the R i v e r 

route, i t s j u s t i f i c a t i o n f a i l s to f i n d support i n the 

Clarkeson Report s t a t i s t i c s . 

Studying 1080 estimates of t r a f f i c along the 

r i v e r route as described i n the Clarkeson report chart 

13 and elsewhere, v/e f i n d : 

1, About 35,000 c a r s per day enter from 

Maryland and use the route f or the f i r s t 0.9 m i l e s . 

2. At the proposed Arizona Avenue bridge 

some of t h i s t r a f f i c leaves the expressway and about 

30,000 more c a r s per day enter the expressway, f or a 

t o t a l of about 60,000 c a r s per day, which use the 

expressway f o r the next more than two B i l e s J an express

way with a c a p a c i t y w e l l i n excess of 100,000 c a r s a day. 
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3. At the Glover-Archbold Parkway the t r a f f i c 

load doubles. Therefore, although Clarkeson says on 

page 40 that tho r i v e r route w i l l c a r r y 146,000 c a r s 

per day f o r 25 percent of i t s length i t w i l l c a r r y only 

35,000 c a r s per day and for the next 45 percent of i t s 

length i t w i l l c a r r y only 60,000 c a r s . We contend that 

these f i g u r e s are so f a r apart that i t i s i n c o r r e c t to 

describe the expressway as an a l t e r n a t e to the Wisconsin 

Avenue route. 

I t may be of i n t e r e s t to D i s t r i c t o f f i c i a l s 

t h a t j ] f o r over three miles (70 percent of the length) of 

the r i v e r route only 15,000 c a r s per day w i l l be D i s t r i c t 

t r a f f i c . I f t h i s expressway i s to serve D i s t r i c t r e s i 

dents, i t must be located elsewhere. How can we j u s t i f y 

the spending of sucht&snendous amounts of D i s t r i c t 

funds w i t h no s i g n i f i c a n t b e n e f i t s to D. C. r e s i d e n t s . 

On page V of the Clarkeson Report we f i n d 

estimates of t o t a l c a r - m i l e s f o r the a l t e r n a t e routes. 

D i v i d i n g the t o t a l c a r - m i l e s by the number of c a r s , we 

obtain an average t r i p per car on the Potomac route of 

only 2.2 m i l e s ; the average t r i p s on routes C and D along 

the Wisconsin Avenue c o r r i d o r are much longer; 3.2 and 

3.3 miles r e s p e c t i v e l y . The l i m i t e d use of the Potomac 

route i s the r e s u l t of the f a c t that nearly a l l i t s 

t r a f f i c o r i g i n a t e s near the downtown terminus or i s 



180 

a l l e g e d l y l u r e d from V i r g i n i a over the Arizona Avenue 

bridge, whereas very l i t t l e t r a f f i c along t h i s route 

o r i g i n a t e s i n Maryland and t r a v e l s i t s e n t i r e course 

and p r a c t i c a l l y none of the t r a f f i c i s of D i s t r i c t o r i g i n . 

A l a r g e proportion of the t r a f f i c along the Wisconsin 

c o r r i d o r , on the other hand, uses the whole length of 

the highway and, t r a f f i c a t the D i s t r i c t border being 

75,000 per day, i f an expressway i s b u i l t through empty 

land connecting i t to a l a r g e c i t y , houses and s t o r e s may 

r i s e alongside i t . 

I s i t the purpose of Route 240 to s u b s i d i z e a 

p r i v a t e r e a l e s t a t e boom or to c r e a t e t r a f f i c where none 

e x i s t s ? T h i s would not appear to be the i n t e n t of the 

F e d e r a l i n t e r s t a t e highway program. Route 240 should 

serve t r a f f i c already on hand or s a f e l y a n t i c i p a t e d i n 

the near f u t u r e . I f d i r e c t routes between homes and 

work-places are not b u i l t , or are blockaded, people w i l l 

go f a r out of t h e i r way. 

I s i t the purpose of access route development 

to f orce commuters to go s e v e r a l mileg out of t h e i r way? 

Can commuters from the densely populated Eethesda-Chevy 

Chase area be forced to go downtown by the c i r c u i t o u s 

Potomac route by denying them a more d i r e c t expressway? 

Comparing Clarkeson*s estimates on c h a r t s 13 and 28 we 

f i n d that no more than 15,000 or 20,000 such c a r s can be 
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d i v e r t e d to the Potomac. The e x t r a miles added to t h e i r 

journey w i l l more than cancel out the savings i n cost per 

mile. I t would cost a commuter from the Bethesda-Chevy 

Chase area $50 to $100 more per year to use the Potomac 

route than to use the Wisconsin Avenue route. Maryland 

r e s i d e n t s would d e r i v e l i t t l e b e n e f i t from a Potomac 

R i v e r l o c a t i o n of Route 240. What b e n e f i t would the 

D i s t r i c t obtain? The expressway would serve very few 

D i s t r i c t r e s i d e n t s and i t would r e l i e v e no congested 

s t r e e t s . 

Thank you. 

(Applause.) 
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STATEMENT OF ROBERT B. CURTISS, MEMBER, 

PALISADES CITIZENS' ASSOCIATION 

MR. CURTISS: I w i l l introduce myself. 

Mr. Chairman, Members of the Board, my name 

i s Robert B. C u r t i s s . I l i v e at 3801 T S t r e e t , N.W., 

having j u s t r e c e n t l y moved from 5208 MacArthur Boulevard, 

N.Yf. I am a member of the Pa l i s a d e s C i t i z e n s ' A s s o c i a t i o n . 

I am a l s o a cave dweller having been born i n 

the D i s t r i c t of Columbia. 

I am Chairman of the P a l i s a d e s C i t i z e n s Assoc

i a t i o n Roads Committee, not an expert on c o n t r a c t s ; 

however, we have had experts look over the copy of the 

contract with the Clarkeson Engineering Company and the 

copy that was furnished us by the D. C. Commissioners. 

T h i s document i s e n t i t l e d "Agreement f o r Engineering 

S e r v i c e s . " But there are things about the "agreement" 

between the D i s t r i c t and the Clarkeson Engineering 

Company which trouble me. There are quite a few points 

which bother a l l of us. The agreement seems mighty odd. 

What we don't understand i s the p u b l i c i t y that 

i n d i c a t e s that an "independent", "unbiased" expert con

s u l t a n t looked over the e n t i r e f i e l d , and f i n a l l y , 

e x e r c i s i n g h i s best judgment, picked the r i v e r route. 

T h i s would be f i n e , i f i t were t r u e . But, i s i t true? 

Was the independent expert r e a l l y independent? I ' d l i k e 
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to ask a few questions. 

The agreement appears to me to mean the 

f o l l o w i n g : 

Although the agreement uses the term "consultant" 

and the preamble reads as though true c o n s u l t i n g s e r v i c e s 

were d e s i r e d , i t does not provide for any independent 

e x e r c i s e of the judgment of the engineering f i r m . We 

ask: Wny not? 

To the c o n t r a r y , the agreement precludes any 

such e x e r c i s e of independent judgment and makes the con

s u l t a n t a s o r t of subordinate engineering bureau of the 

D i s t r i c t , which can be r e l i e d on to act on behalf of the 

D i s t r i c t under the same immediate c o n t r o l as a group of 

employees. We ask, i s that why he came up so magically 

with the r i v e r route, the route everyone knows has alY/ays 

been desired by the D i s t r i c t Highway Department? 

To go f u r t h e r , the agreement makes c e r t a i n that the 

consultant does not take any step or p o s i t i o n which may 

d i s p l e a s e the D i s t r i c t . T h i s i s achieved by p l a c i n g the 

consultant at the mercy of the D i s t r i c t i n an amazing 

manner. I n the f i r s t p l a c e , the D i s t r i c t has had i t 

w i t h i n i t s power to cause the consultant great a d d i t i o n a l 

expense without a d d i t i o n a l compensation. Unless the 

f i r s t proposal of the consultant were approved by a l l of 

the v a r i o u s agencies which the D i s t r i c t has named, the 
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D i s t r i c t could r e q u i r e endless reappearances of tho 

consultant before such agencies. Thus the D i s t r i c t could 

cause the consultant to miss deadlines, and i f he did 

something "unpopular", cost him i n cold cash. 

But that i s not a l l . The p r i n c i p a l p r o v i s i o n s 

destroying the independence of the consultant are those 

r e s e r v i n g for the Highway Department the power to terminate 

the agreement and to f i K the consultant's compensation, 

both at the D i s t r i c t ' s unfettered d i s c r e t i o n . 

These p r o v i s i o n s can hardly f a i l to have the 

e f f e c t of making the consultant subservient to the wishes 

of the Highv/ay Department, however i n f o r m a l l y communicated. 

The p r o v i s i o n s against subcontracting e f f e c t i v e l y c l o s e s 

what might have been a loophole i n t h i s schema of t i g h t 

c o n t r o l . 

We ask, under these s u r p r i s i n g circumstances, 

i s n ' t i t l o g i c a l to expect the consultant f i r s t to a s c e r 

t a i n the wishes of the D i s t r i c t as to l o c a t i o n of the 

route, and then go to work and do h i s best to j u s t i f y , 

and get approval f o r that l o c a t i o n ? 

We submit, t h i s i s the r e a l meaning of the 

agreement, although i t i s of course not openly acknowledged 

t h e r e i n . 

You can understand, then, Mr. Chairman, why we 

c i t i z e n s resent b i t t e r l y the constant a s s e r t i o n of the 
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"independence" and the "unbiased nature" ox the Clarkeson 

r e p o r t . 

Then we read i n the papers that Harold L„ 

Aitken who worked wi t h the Clarkeson Engineering Company 

as p r o j e c t d i r e c t o r on the study concerning Route 240, 

i s now appointed s p e c i a l a s s i s t a n t to the D i s t r i c t 

D i r e c t o r of Highways to work on the new highv/ay program. 

We are not c r i t i c i s i n g the a b i l i t i e s or q u a l i f i c a t i o n s 

of Mr. Aitken; we j u s t ask, i s n ' t t h i s another point to be 

evaluated when v/e consider j u s t how "unbiased" the report 

was. One of the p r i n c i p a l "independent", "unbiased" 

consultants now suddenly has a $12,000 job with the 

D i s t r i c t — s h o r t l y a f t e r the c l o s e of h i s consultant's 

work. I f Mr. Aitken had been a government employee 

would he have been able to work for a contractor to the 

government within two years a f t e r l e a v i n g the government? 

I n conclusion, Mr. Chairman, v/e ask, why not 

l a b e l t h i s agreement f o r what i t r e a l l y was? — an attempt 

by the D i s t r i c t to " j u s t i f y " a route which had already 

been chosen as the favored one. 

L e t ' s stop pretending Clarkeson Engineering 

Company was "independent'-'. L e t ' s recognize he was l i t t l e 

more than a h i r e l i n g of the D i s t r i c t , doing i t s bidding, 

and l o y a l l y f o l l o w i n g orders. 

And whatever i s done i n f i n a l l y choosing the 
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Route, Mr, Chairman, l e t ' s not base the d e c i s i o n on the 

recommendation of the Clarkeson Engineering Company, 

L e t ' s not pretend any longer that an "unbiased" expert 

picked the r i v e r route. 

We know the f i n a l judgment of the Commissioners 

w i l l be f a i r and j u s t . That's why we f e e l confident you 

w i l l not be influenced by the Clarkeson report to any 

greater degree than by any other employee of the D i s t r i c t . 

Thank you. 

(Applause.) 
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MB. CURTISS: The nest speaker i s Mrs. K i r k l a n d , 

who w i l l speak on schools. 

STATEMENT OF MRS. JAMES R. KIRKLAND, SECOND 

VICE-PRESIDENT, PALISADES CITIZENS' ASSOCIATION. 

MRS. KIRKLAND: I am Mrs. James R. K i r k l a n d , 5226 

Loughboro Road, Washington, D. C. I am Second Vice-President 

of the P a l i s a d e s C i t i z e n s ' A s s o c i a t i o n and a property owner 

i n the area which would be a f f e c t e d should Route 240 be 

b u i l t along the r i v e r . I am a l s o one of those r a r e persons 

s t i l l r e s i d i n g i n the D i s t r i c t of Columbia, a n a t i v e Wash

ing-;; onian. 

I am opposed t o Plan A and Plan A-2 f o r the f o l l o w 

ing reasons: 

T h i s aroa i s j u s t about the l a s t of the r e s i d e n t i a l 

areas i n tho D i s t r i c t of Columbia i n which persons of a l l 

income groups are represented, and i n t o which persons of 

a l l income l e v e l s are s t i l l moving. The exodus of f a m i l i e s 

from the D i s t r i c t of Columbia i s alarming, and we want t o 

keep our f a m i l i e s i n the P a l i s a d e s area, which i s s t i l l 

e n t i r e l y r e s i d e n t i a l by d i n t of many years of e f f o r t on 

the part of i t s r e s i d e n t s . We have s u b s t a n t i a l , f i n e f a m i l i e s 

i n t h i s area and they contribute g r e a t l y t o the c i t i z e n r y of 

Washington, D. C. The present President of the Federation 

of C i t i z e n s A s s o c i a t i o n s l i v e s i n t h i s area, and the fact-

t h a t he was e l e c t e d t o the presidency of t h i s l a r g e c i t y - w i d e 
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org a n i s a t i o n should f e l l you th a t wo are an a c t i v e , v i b r a n t 

community t h a t i s aware of i t s c i v i c r e s p o n s i b i l i t i e s . 

We have i n our community one of the model pl a y 

grounds i n the c i t y , w i t h a f i n e f i e l d house, containing 

an e x c e l l e n t auditorium, the f o c a l point of a l l community 

a c t i v i t i e s . We have a t h l e t i c f i e l d s , t e n n i s c o u r t s , and 

pl a y areas, a l l of which were secured by tho c i t i z e n s of 

t h i s area through years and years of hard work t o get the 

necessary funds. We do not want these t h i n g s destroyed by 

t h i s proposed highway, which would cut through the r e c r e a t i o n 

f a c i l i t i e s and make them p r a c t i c a l l y u s e l e s s . 

The F r a n c i s Scott Key School, located a t Dana 

Place and Hurst Terrace, Northwest, i s a p u b l i c elementary 

school and has an enrollment of approximately 210 p u p i l s , 

w i t h a l i v e l y crop of pre-school youngsters who w i l l enter 

w i t h i n the next few years. A rough count of the present 

enrollment r e v e a l s the f o l l o w i n g : 81 l i v e i n homos which 

would be destroyed by the proposed highway; 8 l i v e i n homes 

to bo l e f t , but standing immediately adjacent t o t h i s pro

posed highway; 25 more l i v e i n homes t o be a f f e c t e d by the 

Arizona Avenue bridge; 38 l i v e where they would have t o 

c r o s s the highway or i t s r e l a t e d s t r u c t u r e s en route t o 

school. T h i s , gentlemen, i s 152 out of 210 p u p i l s . 

I n b r i e f , these e s t a b l i s h e d c i v i c f a c i l i t i e s and 

the e x t e n s i v e and valuable use made of them by a v e r y 
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a c t i v e community would be e f f e c t i v e l y wiped out by e i t h e r 

of those r i v e r s i d e routes. 

Does t h i s s o r t of s t a t i s t i c appear i n the r e p o r t s 

recommending our area f o r Route 240? Ho, because engineer

ing f i r m s do not take the trouble to make such a survey; 

but we know, we l i v e here. We have found i n our community 

a wonderful way of l i f e . We do not want t o l o s e i t . 

We r e a l i z e t h a t your d e c i s i o n i s a mighty tough 

one and we know that sentiment has a small place where a 

superhighway i s concerned. I do not see, however, where 

science or reason have proven t h a t t h i s i s the place f o r 

a highway. 

Why should the P a l i s a d e s a r e a , w i t h i t s c i t y -

renown r e c r e a t i o n f a c i l i t i e s , i t s p u b l i c , p r i v a t e and 

p a r o c h i a l schools, churches and homes, i t s great n a t u r a l 

beauty, become a b l i g h t e d area when m i l l i o n s are being 

spent t o r e v i t a l i z e your f e d e r a l c i t y , the D i s t r i c t of 

Columbia, so that a l l c i t i z e n s of these United S t a t e s may 

be proud of t h e i r c a p i t a l ? 

Before you di s m i s s these emotional considerations 

concerning the d e s t r u c t i o n of our community, which the pro

posed expressway would c e r t s i n l y destroy, l e t mo emphasise 

t h a t such d e s t r u c t i o n by the words of your own o f f i c i a l s 

i s unnecessary and w i l l not avoid s i m i l a r d e s t r u c t i o n e l s e 

where . 
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Mr. B r i n k l e y made i t c l e a r t h i s morning that the 

Glover-Archbold Parkway must be b u i l t and w i l l be b u i l t 

even i f Route 240 i s placed along the r i v e r . There appears 

t o be consensus among a l l the planning agencies t h a t t r a f f i c 

r e l i e f must be made a v a i l a b l e i n the Wisconsin Avenue area. 

Mr. Robertson, i n h i s A p r i l a r t i c l e i n the American Motorist, 

the Clarkeson Report, and other D. C. o f f i c i a l s have 

emphasised the need f o r those other r o u t e s . Then i f the 

d e s t r u c t i o n of our community does not prevent s i m i l a r 

d e s t r u c t i o n elsewhere and cannot bo j u s t i f i e d , and i n f a c t 

has not been j u s t i f i e d by the Clarkeson study, why destroy 

t h i s community? 

(Applause.) 

MB. CURTISS: Our next speaker w i l l be Mr. P h i l l i p 

Thorson, who w i l l speak on the Maryland communities and 

t h e i r r e l a t i o n s h i p s w i t h 240. 

STATEMENT OF PHILLIP THORSON, CHAIRMAN, ROADS 

COMMITTEE, POTOMAC VALLEY COMMUNITIES. 

MR. THORSON: Gentlemen of the Commission: My 

name i s P h i l l i p Thorson and I l i v e a t 7001 MacArthur 

Boulevard, Washington 16, D. C. I am Chairman of the Roads 

Committee of the Potomac V a l l e y Communities. That committee 

c o n s i s t s of r e p r e s e n t a t i v e s from the eleven communities 

l y i n g along the Potomac R i v e r from P a l i s a d e s i n the D i s t r i c t 

a t the lower end t o Cabin John, Maryland, at the upper. 
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I act sure you know these communities, they are Brookmont, 

Brook T e r r a c e , Glen Echo Heights, T u l i p H i l l , the town of 

Glen Echo, Fairway H i l l s , Bannockburn C i v i c A s s o c i a t i o n , 

Bannockburn C i t i z e n s A s s o c i a t i o n , and Cabin John. 

Our Committee was formed about a year ago, s h o r t l y 

a f t e r the f i r s t r e p o r t of the Clarkeson Engineering Company 

was made p u b l i c . We have given a great d e a l of study t o 

i t s proposals. I have been asked t o speak along w i t h the 

P a l i s a d e s r e p r e s e n t a t i v e s because of the i d e n t i t y of interest

ed? a l l the suburbs along the r i v e r and because c e r t a i n con

s i d e r a t i o n s t h a t e x i s t i n the Maryland sector have an 

important bearing on tho problem i n the D i s t r i c t . 

One of those considerations i s the a t t i t u d e of 

the Maryland a u t h o r i t i e s as to where Route 240 should enter 

the D i s t r i c t . Apparently the Clarkeson Company, the D. C. 

Highway Department and the D. C. Commissioners were s t r o n g l y 

i n f l u e n c e d a year ago by an assumption t h a t the Maryland 

o f f i c i a l s p r e f e r r e d the " r i v e r r o u t e " f o r 240. T h e i r 

assumption apparently r e s t e d on a l e t t e r t h a t Chief Engineer 

Norman M. P r i t c h e t t of the Maryland State Roads Commission 

had w r i t t e n on December 6, 1956 t o Mr. Robertson of the 

D i s t r i c t Highway Department. I t read as f o l l o w s : 

"Af t e r our recent f i e l d i n s p e c t i o n w i t h representa

t i v e s of your consultant, the Clarkeson Engineering 

Company, and subsequent d i s c u s s i o n i n your o f f i c e 
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Silt concerning the l o c a t i o n f o r the i n t e r s t a t e route 

between F r e d e r i c k and Washington, wo are f i r m l y con

vinced t h a t t h i s route should g e n e r a l l y f o l l o w the 

Potomac R i v e r from the Cabin John area t o the D i s t r i c t 

of Columbia l i n e . " 

That l e t t e r and some r e l a t e d assumptions e v i d e n t l y 

played an important part i n the p r e l i m i n a r y recommendations 

t h a t the Clarkeson Company made on December 21, 1956, t o 

the D. C. Highway Department. T h e i r l e t t e r of that date 

declared i n e f f e c t t h a t the Wisconsin Avenue c o r r i d o r was 

the best l o c a t i o n but was subject t o two unknowns. The 

f i r s t unknown was the p o s s i b l e l e g a l d i f f i c u l t y of using 

Glover Archbold Parkway. 

Then the l e t t e r s a y s : "A second major unknown 

r e l a t e s t o the degree of opposition t h a t might develop i n 

Maryland concerning an i n t e r s t a t e connection i n the v i c i n i t y 

of Wisconsin Avenue. T h e i r recent l e t t e r addressed t o you. . . 

seems t o suggost t h a t Route C might p r e c i p i t a t e an extended 

struggle w i t h Maryland on the i n t e r s t a t e connection. There

f o r e , i n summarizing w i t h r e f e r e n c e t o Route C, i t i s h i g h l y 

d e s i r a b l e from the standpoint of t r a f f i c s e r v i c e , economics 

and the f a c t t h a t i t i s q u i t e c e n t r a l l y located i n North

west Washington, but becsuse of the above two p o i n t s , and 

p a r t i c u l a r l y w i t h r e f e r e n c e t o number one, we s e r i o u s l y 

doubt the p r a c t i c a l i t y of the r o u t e . " 
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I might comment t h a t as a layman I was r a t h e r 

s u r p r i s e d to f i n d a company h i r e d f o r i t s engineering 

t a l e n t s coming to a s o l i d engineering conclusion based 

on t r a f f i c s e r v i c e and c o s t s , but then r e j e c t i n g i t because 

of a l l e g a t i o n s as t o l e g a l and p o l i t i c a l d i f f i c u l t i e s . I 

had expected t h a t engineers would hew to the l o g i c of the 

f a c t s . 

The D. C. Highway Department l i k e w i s e r e l i e d on 

Mr. P r i t c h e t t ' s l e t t e r i n supporting i t s own recommenda

t i o n to the D. C. Commissioners. I n the A p r i l i s s u e of 

the American Motorist, Mr. Robertson adopts the same reason

i n g as Clarkeson — t h a t Route C, the Wisconsin Avenue 

c o r r i d o r — makes sense but t h e r e are two s t r i k e s against 

i t , one of which i s t h a t Maryland i s " f i r m l y convinced" 

t h a t Route A should be used. The D. C. Commissioners must 

a l s o have given considerable weight themselves to Mr. 

P r i t c h e t t ' s preference i n t h e i r own p r e l i m i n a r y d e c i s i o n 

f o r Route A on January 3 a year ago. The press a r t i c l e s 

a t t h a t time e x p l a i n i n g t h e i r d e c i s i o n give prominence to 

Mr. P r i t c h e t t ' s d e c l a r a t i o n . 

L e t us now see how t h a t key assumption as to 

Maryland's view he l d up. One of our Committees f i r s t 

a c t i o n s was a long conference l a s t March w i t h Mr. P r i t c h e t t 

and h i s boss, Mr. Robert 0. B o n n e l l , Chairman of the Mary

land S t a t e Roads Commission. We pointed out t o Mr. Bonnell 
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t h a t s i n e s Congress and f i r s t author isac" i t i n 193c*, urarfc 

had gone forward toward extending the George Washington 

Memorial Parkway along tho s t r e t c h of the Potomac i n Slary-

l a n d above Washington. Tho Maryland National C a p i t a l Park 

& Planning Commission and the Park S e r v i c e had j o i n t l y 

bought the lands along gho r i v e r f o r such a parkway. W© 

noted t h a t the Park S e r v i c e was prepared t o begin con

s t r u c t i o n of the parkway i n the e a r l y f u t u r e . We added 

th a t the parkway would c a r r y a l l of the t r a f f i c t h a t 

probably want t o come down the v a l l e y and t h a t the Park 

S e r v i c e would b u i l d i t a t no cost t o the s t a t e or the l o c a l 

a u t h o r i t i e s . Accordingly, wo f e l t Maryland would be w e l l -

advised t o use i t s own money and the 00 percent f e d e r a l 

a i d t o b u i l d expressways whore they wore a c t u a l l y needed 

elsowhere. 

Apparently the considerations we pointed out 

had some e f f e c t . On May 2 1 , Chairman Bonnell announced 

t h a t the State Roads Conraiscion, and the Park & Planning 

Commission and tho Montgomery County Council were " u n a l t e r a b l y 

opposed" t o a r i v e r s i d e route f o r 240 t h a t would p a r a l l e l 

the George Washington Memorial Parkway. He f u r t h e r set-

f o r t h the d e c i s i o n i n a l e t t e r t h a t Congressman DeWitt S. 

Hyde of Maryland read a t a Congressional hearing last-

May 28. The key p a r t of h i s l e t t e r read as f o l l o w s : 

"To attempt t o crowd another all-purpose 
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I n t e r s t a t e , dual-lane highway i n t o the samo 

co r r i d o r w i t h the George Washington Memorial 

Parkway f o r t r a f f i c which can he e n t i r e l y served 

by the Washington Memorial Parkway — and a t the 

cost of many m i l l i o n s of d o l l a r s and the d i s 

r u p t i o n of a great many Maryland c i t i z e n s — 

makes no sense to us. Wo are t h e r e f o r e e x p l o r i n g 

and have been — other p o s s i b l e r o u t e s from 240 

t o the D i s t r i c t l i n e . . ." 

T h i s d e c i s i o n , of course, completely negated 

Mr. P r i t c h e t t ' s p r e l i m i n a r y views and thus destroyed the 

assumption on which the Clarkeson Company r e s t e d a good p r t 

of i t s case f o r the " r i v e r route". Chairman Bonnell*s 

d e c i s i o n has boon r e i n f o r c e d i n the l a s t few weeks by the 

f a c t t h a t the Park S e r v i c e has awarded a contract f o r the 

grading of one ribbon of the Memorial Parkway from Brookmont 

t o s point beyond Cabin John. The c o n s t r u c t i o n of t h a t 

segment i s expected to be completed by 1960. 

I t i s p o s s i b l e , of course, t h a t i f the D. C. auth

o r i t i e s i n s i s t on b r i n g i n g Route 240 up the r i v e r t o the 

D i s t r i c t l i n e , the Maryland a u t h o r i t i e s could s t i l l meet 

i t by using a r a t h e r c i r c u i t o u s route along L i t t l e P a l l s 

Creek and R i v e r Road. But there i s c e r t a i n l y no b a s i s that 

I know of f o r the D. C. a u t h o r i t i e s supporting the " r i v e r 

r o u t e " w i t h i n the D i s t r i c t "because Maryland wants i t " . 
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Mr. Chairman, I have i n d i c a t e d that we urged tho 

Maryland a u t h o r i t i e s t o l e t the Park S e r v i c e b u i l d the 

r i v e r s i d e parkway, and use t h e i r own monoy in s t e a d t o b u i l d 

240 where i t i s r e a l l y needed. I n t h a t connection, I 

would l i k e t o r e f e r b r i e f l y t o the e x c e l l e n t report by the 

t e c h n i c a l s t a f f of the Maryland National C a p i t a l Park & 

Planning Commission. I t was issued l a s t month and i s 

e n t i t l e d "Report on F e a s i b i l i t y Studies f o r the Extension 

and Location of U. S. 240 t o Connect w i t h the. D i s t r i c t of 

Columbia." I wculd l i k e t o put a copy of t h i s report i n 

the record f o r your f u r t h e r examination. I have copies 

here. 

COMMISSIONER MC LAUGHLIN: I t w i l l be r e c e i v e d 

f o r the record. How exte n s i v e i s i t ? 

MR. THORSON: I t i s s e v e r a l pages. ... 

COMMISSIONER KG LAUGHLIN: I don't b e l i e v e we can 

p r i n t i t because of the maps. 

MR. THORSON: I w i l l quote the s i g n i f i c a n t p a r t s 

of i t . 

COMMISSIONER MC LAUGHLIN: Thank you. 

MR. THORSON: T h i s report by the t e c h n i c a l experts 

p o i n t s out, Mr. Chairman, that the main use of any urban 

highway such as t h i s w i l l be t o take care of business and 

cemmutor t i v i p s w i t h i n the D. C. metropolitan area. The 

number of long-distance t r a v e l e r s t h a t w i l l use i t w i l l be 
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minor by comparison w i t h tho l o c a l . Tho roport ccmmonts 

tha t " i f i n t e r s t a t e highways had t o be j u s t i f i e d on the 

t r a f f i c volumes t h a t occur by t r i p s of 100 m i l e s or more, 

few, i f any, i n t e r s t a t e highways could ever be j u s t i f i e d 

at a l l . " 

The report then points out t h a t volumes of t r a f f i c 

r e s u l t b a s i c a l l y from the amounts of population and business 

a c t i v i t y t h a t e x i s t i n v a r i o u s areas. I t says: "The greatest-

concentration of population and a c t i v i t y i s along the 

Wisconsin Avenue c o r r i d o r . Population d e n s i t y i s the lowest 

i n the area adjacent t o the Potomac R i v e r along e i t h e r the 

P a l i s a d e s route or the R i v e r route, and the amount of t r u c k 

t r a f f i c i s t r i v i a l here. Furthermore, there i s every reason 

t o b e l i e v e t h a t tho p a t t e r n of population d i s t r i b u t i o n w i l l 

continue i n the f u t u r e t o bo along present l i n e s or even 

more accentuated." , . 

The report then shows the numbers of people i n 

the Maryland suburbs that would be served by a Wisconsin 

Avenue c o r r i d o r route as compared wi t h a R i v e r Road route. 

The most recent data a v a i l a b l e show 99,500 people that would 

be served by the c e n t r a l route as against 27,000 f o r the 

s i d e route, or four t o one. I n 1980 the estimates are 

163,900 against 67,400, or n e a r l y 100,000 more people to 

use tho c e n t r a l c o r r i d o r . The r e p o r t a l s o g i v e s t r a f f i c 

counts which are even more s t r i k i n g . 
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The report does not describe the d i f f e r e c o s i n 

business a c t i v i t y along the two rou t e s . However, as you 

know, the Wisconsin Avenue c o r r i d o r would give access t o 

the l a r g e and growing business concentrations a t Wisconsin 

and Western Avenues and i n Bethesda proper. I t would serve 

the numerous l a b o r a t o r i e s and s c i e n t i f i c p l a n t s that have 

grown up around Bethesda. F a r t h e r out i t would serve the 

great h o s p i t a l and re s e a r c h i n s t i t u t e s along Wisconsin 

Avenue and give access t o the business area along B o c k v i l l e 

P i k e . By comparison, the R i v e r Road route would serve the 

Army Map S e r v i c e plant near Brookmont and the smal l 

i n d u s t r i a l area near Kenwood. F a r t h e r out, the only 

a c t i v i t y I can r e c a l l i s Burning Tree Golf Course, and how 

many people a day want to go t o Burning Tree? 

As a r e s u l t of these f a c t o r s , there i s r a t h e r 

general agreement among the exports that a Route 240 along 

the c e n t r a l c o r r i d o r would c a r r y approximately three times 

more c a r s a day at the D i s t r i c t l i n e than would Route 240 

along the r i v e r or R i v e r Road. Mr. Aitke n when he was wi t h 

the Clarkeson Company gave one estimate of about 70,000 c a r s 

a day f o r the Wisconsin c o r r i d o r i n 1980 against 25,000 f o r 

Route A a t tho D i s t r i c t l i n e . Maryland National C a p i t a l 

Park & Planning Commission e x p e r t s more r e c e n t l y have 

estimated the f i g u r e s a t 75,000 against 25,000, or three 

to one. 
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Those f i g u r e s leave a hard question — i f Route 

240 i s b u i l t along the r i v e r , how w i l l these other 50,000 

c a r s a day be taken care of i n tho f u t u r e ? Mr. Robertson 

has w r i t t e n t h a t i n such case "another high-type t r a f f i c 

f a c i l i t y w i l l e v e n t u a l l y be r e q u i r e d connecting the inner 

loop t o the northwest area of Washington west of Rock 

Creek Park." That i s obvious, but where i s t h a t "high-

type t r a f f i c f a c i l i t y " t o be b u i l t ? Along Glover-Archbold 

Parkway? I f so, why not Rock Creok Park? Maybe when those 

50,000 c a r s a day get s u f f i c i e n t l y s n a r l e d up, the highway 

b u i l d e r s w i l l be able t o fo r c e t h e i r way down Rock Creek 

Park over the p r o t e s t s of those who have so f a r refused 

i t . But i f Rock Creek Park i s indeed the s o l u t i o n that i s 

intended, i t should be brought out i n t o the open now and 

discussed f r a n k l y f o r what i t i s . 

Mr. Chairman, the best summary of my statement 

t h a t I can t h i n k of i s t o read the conclusion drawn by the 

t e c h n i c a l e x p e r t s of the Maryland National C a p i t a l Park & 

Planning Commission. They w r i t e i n the study t h a t I have 

r e f e r r e d t o : 

"As p r e v i o u s l y c i t e d , many obstacles which 

would r e q u i r e considerable time and a change i n 

l e g i s l a t i o n r u l e out the uso of Rock Creek f o r 

such a major highway. The population and t r a f f i c 

volume counts p r e v i o u s l y s e t f o r t h argue c o n c l u s i v e l y 
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against the wisdom of using e i t h e r R i v e r Road 

or tho Potomac P a l i s a d e s r o u t e s . T h i s i s an 

area of low population and t r a f f i c volumes both 

e x i s t i n g and p o t e n t i a l , and we b e l i e v e the 

p r e v i o u s l y described George Washington Memorial 

Parkway and tho c o n t r o l l e d access design f o r ths 

cons t r u c t i o n of R i v e r Road w i l l amply serve t h i s 

area w i t h two e x c e l l e n t r a d i a l routes . . . We 

b e l i e v e that tho f i g u r e s p r e v i o u s l y c i t e d i n con

nection w i t h the Wisconsin Avenue c o r r i d o r speak 

f o r themselves and t h a t the evidence i s over

whelming i n i n d i c a t i n g t h i s as the needed and 

de s i r e d f a c i l i t y t h a t should be b u i l t i n the near 

f u t u r e . I n t h i s connection, i t should be noted 

t h a t Wisconsin Avenue i s now c a r r y i n g i t s maximum 

t r a f f i c c a p a c i t y , and cannot be s e r i o u s l y con

si d e r e d as adequate t o c a r r y the d a i l y t r a f f i c 

t h a t w i l l be generated by a population of 163,000 

by 1980." 

Sir. Chairman, i n any question of t h i s k i n d there 

are bound t o be l o t s of emotions and l o t s of pressures. 

Admittedly there w i l l bo more emotions expressed against 

the c e n t r a l c o r r i d o r because many moro people l i v e near 

i t than near the side route along the r i v e r . From a 

p o l i t i c a l point of view, the recommendation of the Highway 
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Department w i l l be the e a s i e s t . But there are a l s o the 

hard engineering f a c t s of where the t r a f f i c i s and where 
ht!5 

the t r a f f i c wants t o go. 

1 t h i n k , Mr. Chairman, t h a t seeming parados i s 

the r e a l key t o the s i t u a t i o n . And i f i s p r e c i s e l y because 

more people l i v e near the c e n t r a l c o r r i d o r and more a c t i v i t i e s 

tako place along i t , t h a t the express road i s needed the r e . 

That l o c a t i o n w i l l best serve the general p u b l i c i n t e r e s t . 

I hopo i n your d e c i s i o n you w i l l l e t the f a c t s and the 

general p u b l i c i n t e r e s t p r e v a i l . 

Thank you. 

(Applause.) 

MB. CURTISS: Mr. W i l l i a m G. Smith w i l l give the 

concluding t a l k f o r the P a l i s a d e s group. 

XXXX STATEMENT OF WILLIAM G. SMITH, ON BEHALF OF THE 

PALISADES CITIZENS ASSOCIATION. 

MR. SMITH: Mr. Chairman, Honorable Commissioners, 

l a d i e s and gentlemen: I am William G. Smith. I l i v e at 

2435 Chain Bridge Road. I am concluding the testimony of 

the P a l i s a d e s C i t i z e n s A s s o c i a t i o n . We are prepared t o 

supply documentation and supporting d e t a i l f o r every s t a t e 

ment made by our r e p r e s e n t a t i v e s today. 

Able and i n f l u e n t i a l people have appeared here 

t o t e s t i f y i n f a v o r of a proposal by the Clarkeson Engineer

ing Company, endorsed by the D i s t r i c t of Columbia, and 
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already approved by the Bureau of P u b l i c Roads, to construct 

16ht a l i m i t o d - a c c e s s , high-speed expressway along the Potomac 

P a l i s a d e s as part of the i n t e r s t a t e highway system. 

On the other hand we l i t t l e people i n the P a l i s a d e s 

area are not t r a i n e d i n planning highways, we obviously are 

not i n f l u e n t i a l , nor are we able and experienced i n t e s t i 

f y i n g about p u b l i c i s s u e s . Most of us are n e e d l e s s l y scared 

about l o s i n g our homes simply because we appear t o be 

s u f f i c i e n t l y f r i e n d l e s s t h a t no hue and outcry w i l l be 

r a i s e d i f t h i s expressway goes through our area. 

We are f i l l e d w i t h righteous indignation at the 

nature of the proposal and i t s i m p l i c a t i o n s concerning tha 

operation of our l o c a l government. We cannot stand i d l y 

by and watch our o f f i c i a l s waste $60,000,000 or more. 

F e d e r a l Grant-in-Aid funds are not a w i n d f a l l t o 

be gambled away a t the c a p r i c e of o f f i c i a l s who determine 

$60,000,000 expenditures on the b a s i s of afternoon f i e l d 

t r i p s . We can only conclude that when Uncle Sam opened 

h i s Treasury f o r the highway program w i t h a 90 percent 

grant, the g l i t t e r of a l l t h a t gold must have blinded our 

o f f i c i a l s because we f i n d them groping desperately even 

today t o j u s t i f y a proposal approved two and a h a l f years 

ago. 

Wo have looked at the F e d e r a l Aid Highway Act of 

1956 t o see how i t a p p l i e s t o the D i s t r i c t of Columbia. We 
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question not only t h i s proposed use of the Highway Act but 

a l s o the manner i n which i t i s being administered i n the 

D i s t r i c t . I t has been suggested t o us t h a t the law may 

not r e q u i r e t h a t these f e d e r a l grants only be a v a i l a b l e 

f o r l i m i t e d access, high speed expressways. I f we are 

wrong, perhaps an amendment t o the 1953 Act should be 

proposed i n order t h a t our nation's c a p i t a l can meet i t s 

t r a f f i c problems without destroying i t s b a s i c boauty and 

c h a r a c t e r . 

We are not i n agreemtn w i t h the opinion of Mr. 

Clarkeson, expressed yesterday i n a t e l e v i s i o n show, t h a t 

an a d d i t i o n a l s i x ribbons of concrete w i l l improve the 

beauty and n a t u r a l a t t r a c t i o n s of our r i v e r v a l l e y . J u s t 

t h i n k of adding ton more lan e s of concrete counting the 

four across the r i v e r t o t h i s v a l l y when the s i x t r a f f i c 

l a n e s i n e x i s t e n c e are almost adequate.* 

A primary purpose of our hearing today i s t o 

consider the Clarkeson report and recommendation that t h i s 

expressway go along the P a l i s a d e s . We have proved that 

t h i s e n t i r e proposal i s a house b u i l t on sand. We have 

demonstrated t h a t : 

1. The Clarkeson conclusions aro unrelated t o 

h i s f i n d i n g s . 

2. The s t a t i s t i c s are i n c o n s i s t e n t one w i t h 

another and misleading. 
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3. His report contains numerous e r r o r s . 

4. I n order t o obtain t r a f f i c t o support the 

proposal, Clarkeson has gone t o V i r g i n i a w i t h a $28,000,000 

bridge t h a t i s not needed, t h a t i s not endorsed by V i r g i n i a , 

and abandons Chain Bridge. 

Clarkeson ignores e x i s t i n g and projected highway 

plan s f o r the r i v e r area, overlooking completely the f a c t 

t h a t w i t h i n a year the V i r g i n i a George Washington Memorial 

Parkway w i l l be s e r v i n g a l a r g e percentage of the t r a f f i c 

c u r r e n t l y using Chain Bridge and Canal Road. For an 

expenditure of $85,000 the Clarkeson Company has produced 

no now t r a f f i c s t u d i e s or economic data. 

Wo have asked about the p r o p r i e t y of the contract 

which D i s t r i c t o f f i c i a l s say gave Clarkeson complete 

o b j e c t i v i t y and independence when i n f a c t a c a s u a l reading 

of t h i s contract suggests t h a t Clarkeson had no a l t e r n a t i v e 

but t o support the conclusions that D. C. o f f i c i a l s already 

held. We have pointed out t h a t i t took Clarkeson l e s s than 

f i v e weeks t o recommend tho P a l i s a d e s route, and then that 

i t took him eight months t o prepare a report j u s t i f y i n g that 

conclusion. I n f a c t during the i n t e r v e n i n g period the reasons 

f o r t h e i r December 1956 roccmmondation wore proved by Park 

S e r v i c e and Maryland o f f i c i a l s t o be unsound. 

We are unable t o understand under the circumstances 

how responsible and reputable businessmen as w e l l as top 
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government o f f i c i a l s i n t h i s c i t y could endorse and subscribe 

t o Clarkeson's proposed expenditure of more than $80,000,000. 

C e r t a i n l y none of those businessmen represented on the 

Board of Trade, the F e d e r a l C i t y C o u n c i l , or the B a a l 

E s t a t e Board, would ever t h i n k of spending $60,000,000 or 

anything l i k e i t on such a f l i m s y b a s i s as t h a t o f f e r e d by 

the Clarkeson Report, which they endorse. 

The Highway Department o f f i c i a l s have a b a s i c 

r e s p o n s i b i l i t y f o r t h i s proposal. We spent eight months 

t r y i n g t o get access t o p u b l i c documents. 

We f i n d the head of the Highway Department and 

h i s a s s i s t a n t f r e q u e n t l y admitting that the P a l i s a d e s area 

l o c a t i o n f o r the expressway would not meet the e x i s t i n g 

D i s t r i c t t r a f f i c needs, and t h a t other major highway improve

ment programs are immediately needed i n order t o serve 

e x i s t i n g commuter demands f o r northwest Washington. Sir. 

B r i n k l e y concurred i n our a n a l y s i s t h i s morning when he 

s a i d t h a t the Glover-Archbold Parkway was an e s s e n t i a l 

p a r t of tho P a l i s a d e s route. So we f i n d • proposal l i s t e d 

a s c o s t i n g $47,000,000 but of no value unless a $28,000,000 

bridge and parkway of tremendous cost are a l s o b u i l t . That 

Parkway of course w i l l be the source of p r a c t i c a l l y a l l of 

the D i s t r i c t of Columbia t r a f f i c using the r i v e r expressway. 

We f i n d t h a t no s i n g l e planning group or organiza

t i o n has a t any time endorsed or agreed w i t h the Clarkeson 



206 

proposal. 

Wo f i n d that no a t t e n t i o n has been paid t o the 

b a s i c problem of mass t r a n s p o r t a t i o n . I n f a c t t h i s proposal 

f o r the route along the P a l i s a d e s w i l l destroy one a v a i l a b l e 

s i t e in northwest Washington f o r r a p i d t r a n s i t f a c i l i t i e s . 

We f i n d t h a t t h e i r reasons are d i f f e r e n t each time 

over the past two and one h a l f years they have advocated 

s e l e c t i n g t h i s P a l i s a d e s route and th a t no reason i s sound 

or s t i l l v a l i d . 

Because of those conditions we charge that no 

one has honestly estimated the cost of t h i s proposal, and 

t h a t i t r e p r e s e n t s by f a r the most expensive route. I t i s 

even more undesirable because f e d e r a l 90 percent a i d funds 

are only a v a i l a b l e f o r l e s s than two-thirds of the co s t . 

I t i s apparent t h a t the D i s t r i c t Highway Department choice 

i s not based on the f a o t s but t h e i r b e l i e f that the P a l i s a d e s 

area i s l e a s t l i k e l y t o cause p o l i t i c a l d i f f i c u l t y . F i n a l l y 

i t i s c l e a r t h a t D. C. Highway o f f i c i a l s know i t i s neces

s a r y t o b u i l d the a l t e r n a t e route anyway but w i l l not do 

so w i t h the 90 percent f e d e r a l a i d . Why, we are unable to 

understand. 

Studies the Bureau of P u b l i c Roads presumably 

should make before approving expenditures of many m i l l i o n s 

of d o l l a r s are u n a v a i l a b l e . On September 23, 1955, and again 

on January 17, 1957, Commissioner C u r t i s s of tho Bureau of 
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P u b l i c Roads approved t h i s proposal. How t h i s year he 

says we are stuck w i t h i t , and by i m p l i c a t i o n that t h i s 

hearing we are holding now, required by law, i s a side show 

w i t h no bearing on h i s p r i o r approval or subsequent a c t i o n s . 

We have shown that t h i s proposal would f o r a l l 

p r a c t i c a l purposes destroy a f i n e school, a f i n e r e c r e a t i o n 

center, and a f i n e r e s i d e n t i a l s e c t i o n . I hasten t o remind 

you f i r s t t h a t the d e s t r u c t i o n of those community a s s e t s 

i n t h i s l o c a t i o n i s not necessary, and second, your own 

o f f i c i a l s and your consultant f a i l t o prove i t i s neces

s a r y to destroy t h i s neighborhood, and t h a t such d e s t r u c t i o n 

would not prevent s i m i l a r d e s t r u c t i o n elsewhere. 

Now, about the a l t e r n a t i v e s : 

The f i r s t a l t e r n a t i v e i s no expressway, and 

in s t e a d to r e t u r n t o plans f o r the improvement of the 

D i s t r i c t Highway system developed i n cooperation with Mary

land and V i r g i n i a i n 1952. I n our area these plans would 

c a l l f o r a widening and improvement of Canal Road at an 

expense of l o s s than ten percent of the more than $60,000,000 

re q u i r e d f o r route 240 through the P a l i s a d e s . T h i s suggestion 

embodies an idea advanced sometime ago by tho Chairman of 

the Notional C a p i t a l Planning Commission, to the e f f e c t t h a t 

a l l main avenues and thoroughfares i n t o the D i s t r i c t be 

improved to handle the i n c r e a s i n g t r a f f i c loads. As a 

p r a c t i c a l matter, r e g a r d l e s s of whatever other s o l u t i o n i s 
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adopted, t h i s w i l l have t o be done anyway. 

The second a l t e r n a t i v e i s t o u t i l i s e the Glover-

Archbold Park. We don't want t o j o i n the chorus of c i t i s e n s 

a s s o c i a t i o n s who are proposing that t h i s highway be placed 

i n other people's back yards; however, i t i s g e n e r a l l y 

conceded that a dual parkway w i l l be constructed through 

the Glover-Archbold Park, the Clarkeson Report i n d i c a t e s 

i t s endorsement f o r t h i s route, and the Highway Department-

says i t i s e s s e n t i a l t o the P a l i s a d e s route. To a layman 

the l e g a l considerations involved i n the conversion of a 

parkway i n t o an expressway would seem t o be e a s i e r t o 

solve by use of eminent domain than t o use eminent domain 

to destroy from 100 t o 200 homes. 

Tho inter-urban t r u c k t r a f f i c w i l l c e r t a i n l y 

avoid downtown Washington and l o c a l t r a f f i c would b e n e f i t 

from the t r a f f i c r e l i e f r e s u l t i n g from passenger c a r s 

being drained o f f the main thoroughfares by the Glover-

Archbold Parkway. 

The t h i r d a l t e r n a t i v e , the Wisconsin Avenue area, 

i s c e r t a i n l y the most d i r e c t l i n k between the center of 

Washington and the congested Bothesda-Chevy Chase area 

and at the same time would e l i m i n a t e the demands f o r b u i l d 

ing a parkway through Rock Creek Park. I t would appear 

a l s o t h a t the Wisconsin Avenue area enjoys a greater 

p o p u l a r i t y among Maryland t r a f f i c planning o f f i c i a l s . 
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To summarize, the proposal t o l o c a t e an i n t e r 

s t a t e l i m i t e d access expressway along the P a l i s a d e s area 

i n the D i s t r i c t of Columbia has the f o l l o w i n g major 

d e f i c i e n c i e s : 

1. I t f a i l s t o serve the r e s i d e n t s of the 

D i s t r i c t of Columbia because f o r three m i l e s from the 

D. C. boundary t o the Glover-Archbold Parkway there would 

be only one access point, Arizona Avenue. 

2. The road would represent a gross waste of 

untold m i l l i o n s of d o l l a r s of p u b l i c funds because i t would 

bo b u i l t whore the people do not need i t and where adequate 

highways e x i s t . Furthermore, even by o p t i m i s t i c p r o j e c t i o n 

of t r a f f i c volume during the next 25 years Clarkeson i s 

unable t o f i n d enough t r a f f i c t o j u s t i f y the route. Today 

improved highways f o r our commuter t r a f f i c are needed i n 

other p a r t s of the D i s t r i c t of Columbia. I t i s hard t o 

b e l i e v e t h at s e r i o u s consideration can be given t o spend

ing the l i m i t e d a v a i l a b l e f e d e r a l funds f o r the improve

ment of such t r a f f i c c onditions i n an area which does not 

have t r a f f i c problems. 

3. When l o c a t i o n of major expressways e l i g i b l e 

f o r 90 percent f e d e r a l grants can be determined by "drawing 

a l i n e on a map," we are e i t h e r wasting funds on h i r i n g 

s t a f f and c o n s u l t a n t s or wo are unable or u n w i l l i n g t o 

use f a c t s i n guiding the d e c i s i o n on expenditures of many 
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m i l l i o n s . I n e i t h e r case the s i t u a t i o n c a l l s f o r i n v e s t i g a 

t i o n . 

4. The planning f o r c e n t u r i e s f o r the improvement 

of the beauty of our nation's c a p i t a l cannot be thrown 

away simply because 90 percent f e d e r a l funds suddenly 

became a v a i l a b l e We are not convinced, a f t e r studying 

a v a i l a b l e data, that our r i v e r v a l l e y must be destroyed 

or badly damaged any more than that anyone has proved that 

our community must be destroyed. I n f a c t we have proved 

t h i s proposal w i l l not solve t r a f f i c problems and there

f o r e such d e s t r u c t i o n of n a t u r a l and human v a l u e s i s 

needless. 

F i n a l l y , even the l a r g e s s of the f e d e r a l Treasury 

i s not u n l i m i t e d ; the D i s t r i c t of Columbia cannot waste 

f e d e r a l funds. I t must spend them where needed. We are 

confident that you gentlemen on thorough review of t h i s 

proposal w i l l conclude that these l i m i t e d f e d e r a l a i d funds 

must be spent t o moot the e x i s t i n g and immediately f o r e 

seeable t r a f f i c needs. 

We have concluded the testimony of the P a l i s a d e s 

C i t i s e n s A s s o c i a t i o n . While we must apologize f o r t a k i n g 

so long, we remind you that we have studied t h i s problem 

long and hard, and that t h i s proposal would d i s r u p t three 

m i l e s of Washington's community u n n e c e s s a r i l y . 

Thank you. 



SSht 
COMMISSIONER MC LAUGHLIN: Thank you, Mr. Smith. 

(Applause.) 

MR. CURTISS: Thank you, Mr. Presi d e n t , and the 

Board of Commissioners. That conoludes the P a l i s a d e s 

presentation. 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. C u r t i s s . 

I t i s v e r y exhaustive and an exhausting r e p o r t , v e r y w e l l 

done. 

MB. CURTISS:- Thank you, s i r . 

COMMISSIONER MC LAUGHLIN: The v i l l a g e of Chevy 

Chase, Maryland, Senator Edward S. Northrop. 

STATEMENT OF THE HONORABLE EDWARD S. NORTHROP, 

ON BEHALF OF THE VILLAGE OF CHEVY CHASE, MARYLAND. 

MR. NORTHROP: Mr. Chairman, members of the Com

mission: My name i s Edward S. Northrop, and I represent 

Chevy Chase v i l l a g e . I might say th a t I have had the 

p r i v i l e g e of representing the v i l l a g e f o r over twenty 

ye a r s , and of course have had a close r e l a t i o n s h i p w i t h 

tho Chevy Chase area a l l of my l i f e . 

I make t h i s statement because I do not want anyone 

to get the impression t h a t my connection w i t h the v i l l a g e 

i s one of recent date. 1 might say that my statement w i l l 

bo b r i e f and confined p a r t i c u l a r l y to what the Wisconsin 

Avenue c o r r i d o r , as i t i s c a l l e d , what e f f e c t i t has on 

tho Chevy Chase v i l l a g e . 
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Chevy Chase v i l l a g e was one of tho f i r s t planned 

communities i n the United S t a t e s and of course was one of 

the f i r s t i f not the f i r s t i n the metropolitan area of 

Washington. I t i s immediately north of Chevy Chase C i r c l e 

and runs as f a r as Bradley Lane to the north of Western 

Avenue, i t s southern boundary, and over t o Wisconsin Avenue 

on the west, and t o the East Broo&ville Road and Broad 

Branch Road. I t embraces around, Z would roughly say, 

650 houses, and has a population of a l i t t l e over 2,000 

persons. Through the years i t has maintained a d i s t i n c t l y 

r e s i d e n t i a l character of the highest type and around i t 

have grown s u b s t a n t i a l r e s i d e n t i a l communities. 

The Board of Managers of the Chevy Chase V i l l a g e , 

which i s a municipal corporation, have ashed me t o appear 

here today t o oppose the Wisconsin Avenue c o r r i d o r . Zn 

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

destroy anywhere from f i v e t o twelve houses w i t h i n the 

municipal boundaries of the v i l l a g e . I t i s t h e i r f e e l i n g 

that i t w i l l have a d r a s t i c and adverse e f f e c t upon the 

area because i t w i l l s p l i t at Wisconsin Avenue communities 

of Somerset, Kenwood, Drummond, the Bethesda commercial 

area from Chevy Chase. 

For one t h i n g , as an example of t h i s , l e t me say 

that a great portion of t h i s community i s served from the 

Chevy Chase Post O f f i c e l ocated on Connecticut Avenue 



between K i r Ice and Lenox S t r e e t s . There i s a s u b s t a n t i a l 

movement t o the eas t and west i n t h i s area f o r churches, 

schools, and commercial f a c i l i t i e s which would be retarded 

by t h i s c o r r i d o r . But above a l l of t h i s , the Board i s of 

the unanimous opinion t h a t the c o r r i d o r would b l i g h t not only 

the community i n i t s immediate v i c i n i t y , but i n tho not 

too d i s t a n t f u t u r e the e n t i r e area. 

The heavy t r a f f i c generated by the l i m i t e d access 

road would cause noise, fumes, and other disagreeable 

atmospheres which are not conducive and could not be 

conducive t o continuance of suburban l i v i n g . With the 

i n s t a l l a t i o n of t h i s road, i t i s tho thought t h a t the large 

r e s i d e n c i e s i n the community would f i r s t become a rooming 

house s i t u a t i o n and then t u r n i n t o commercial developments 

of a not too a t t r a c t i v e typo. 

N a t u r a l l y t h i s would have an economic e f f e c t on 

Montgomery County as w e l l as the State of Maryland inasmuch 

as s u b s t a n t i a l taxpayers would be forced t o move elsewhere. 

As a good neighbor i n the community i t i s f e l t 

t h a t a s i m i l a r e f f e c t would be f e l t along R i v e r Road on 

tho Kenwood community. Also Chevy Chase V i l l a g e stands 

along with the Betaosda-Chovy Chase Chamber of Commerce 

i n f e e l i n g t h at the f i n e commercial community i n the 

Bethesday area would be v e r y d r a s t i c a l l y a f f e c t e d , as w e l l 

as the high c a l i b r e commercial community t o the south at 
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Wisconsin and Western Avenues. 

Therefore, i t i s f e l t t h a t your d e c i s i o n to 

meet 240 a t the D i s t r i c t l i n e near Wisconsin Avenue at 

Western Avenue would be brin g i n g about the d e s t r u c t i o n of 

one of the best r e s i d e n t i a l areas i n and around Washington. 

Gentlemen, that i s my statement. I am not going 

i n t o any other problems t h a t you have to f a c e . I know 

that you w i l l do a v e r y f i n e job. 

COMMISSIONER MC LAUGHLIN: Thank you. 

General Grant? I am s o r r y we have been so 

long. 
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STATEMENT OF MAJOR GENERAL U. S. GRANT 3RD, 

RETIRED, PRESIDENT OF THE AMERICAN PLANNING 

AND CIVIC ASSOCIATION. 

GENERAL GRANT: I t has been most educational. 

COMMISSIONER MC LAUGHLIN: General U. S. Grant 

3 r d i s President of the American Planning and C i v i c 

A s s o c i a t i o n . 

You have w i t h you Mr. Charles A. Phelan, J r . , 

E x e c u t i v e d i r e c t o r of the As s o c i a t i o n ? 

GENERAL GRANT: Yes, s i r . 

COMMISSIONER MC LAUGHLIN: W i l l you proceed? 

GENERAL GRANT: Mr. President and members of 

the Board of Commissioners: 

On behalf of the two or g a n i s a t i o n s I have the 

honor to represent today, I thank you f o r t h i s opportunity 

to express our views on the important question before you. 

I t has s p e c i a l importance because i t i n v o l v e s not only 

the l o c a t i o n i n our c i t y of a major freeway, t h a t w i l l 

c a r r y a l a r g e volume of t r a f f i c and so have a s e r i o u s 

impact on the neighborhoods i t passes through and the 

t r a f f i c p a t t e r n of the c i t y , but a l s o and more s e r i o u s l y 

because i t i n v o l v e s the confidence and t r u s t t h a t c i t i 

zens w i l l i n g to give t h e i r property f o r the b e n e f i t of 

t h e i r f e l l o w c i t i z e n s and the c i t y as a whole can have 

i n t h e i r municipal a u t h o r i t i e s . 
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The American Planning and C i v i c A s s o c i a t i o n , 

a n a t i o n a l o r g a n i z a t i o n , has f o r over h a l f a century 

been f i g h t i n g f o r b e t t e r planning f o r the development 

of our c i t i e s and has c o n s i s t e n t l y supported a l l e f f o r t s 

f o r the b e n e f i t of the Nation's C a p i t a l and i t s being 

developed i n a manner worthy of i t s d i g n i t y and i t s 

beauty and i t s r e t e n t i o n of the emenities as such — 

tha t i s , a s the National C a p i t a l . Thus i f has always 

favored adequate f e d e r a l appropriations and i s opposed 

here as elsewhere to the preemption of park land f o r 

highway rights-of-way. 

The Committee of 100, l o c a l chapter of the 

s a i d n a t i o n a l a s s o c i a t i o n , has l e d i n many of the move

ments f o r the improvement of our c i t y and, i n f u l l 

accord w i t h the s a i d general p r i n c i p l e , i s opposed to 

any misuse of the Foundry Branch V a l l e y f o r highway 

purposes t h a t would destroy i t s v alue as a park and 

v i o l a t e the agreement under which Mr. Glover and Mrs. 

Archbold generously gave a la r g e part of i t to the 

p u b l i c . 

My understanding of the Committee's a t t i t u d e 

i s t h a t a two-lane park d r i v e , such a s we have i n Rock 

Creek Park, which would make the v a l l e y more a c c e s s i b l e 

f o r park uses such as p i c n i c s and play and gathering 

places f o r the urban population anxious to escape the 
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s t r e e t t r a f f i c and noise and dangers thereof, would not 

he contrary to the p u b l i c i n t e r e s t s ; but t h a t any fo u r -

lane d i v i d e d highway i n i f , such as agreed upon by the 

n a t i o n a l Park S e r v i c e and the Commissioners, would 

i n e v i t a b l y destroy the n a t u r a l c h a r a c t e r and topography 

of t h i s narrow and picturesque v a l l e y , and would deprive 

the p u b l i c f o r which most of i t was given and the remainder 

acquired w i t h funds f o r the a c q u i s i t i o n of park land, 

of that"touch of nature which makes the whole world k i n " 

and destroy i t as a place where "...Nature, hushed, 

assu r e s the s o u l . " 

Permit me to emphasize t h a t , even though 

l i m i t e d to passenger-car t x * a f f i c , such a d i v i d e d f o u r -

lane highway i n t h i s narrow v a l l e y would be a danger 

to those forced to use i f as a park — mindful that the 

con s t a n t l y i n c r e a s i n g congestion of urban population 

w i t h i t s i n c r e a s i n g need f o r open spaces f o r r e c r e a t i o n 

and r e l a x a t i o n i s a municipal requirement that deserves 

p r o v i s i o n f o r the f u t u r e , a s important and as imperative 

as the demand f o r the r e l i e f of t r a f f i c congestion. 

I n other words, X would l i k e to emphasize 

that we b e l i e v e the conditions of urban congestion demand 

p r o v i s i o n f o r t h e i r r e l i e f a s much as the requirements 

of t r a f f i c congestion, and t h a t t u r n i n g t h i s park i n t o 

such a high-speed parkway would d e f i n i t e l y v i o l a t e the 
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terms under vrtiich the Glover and Archbold p r o p e r t i e s were 

given and accepted by the appropriate a u t h o r i t i e s . The 

other p a r t s of the v a l l e y acquired by purchase were i n 

some cases — and I have to speak from memory because I 

d i d not c a r r y on the negotiations p e r s o n a l l y — were i n 

some cases acquired f o r reasonable p r i c e s because i t was 

understood they would become part of a park and t h e r e f o r e 

a b e n e f i t to the ground remaining i n p r i v a t e ov/nership, 

and so the breach of f a i t h would s t i l l e x i s t , though l e s s 

f o r m a l l y expressed. 

I n any case, s i n c e the need f o r more parks 

has r e c e i v e d nation-wide r e c o g n i t i o n , i t i s r e s p e c t f u l l y 

submitted t h a t our municipal a u t h o r i t i e s would be most 

unwise and a c t i n g i n d i s r e g a r d of the p u b l i c i n t e r e s t s 

to destroy the park v a l u e s of any such l a r g e and v a l u a b l e 

park the c i t y already owns i n a rapidly-developing r e s i 

d e n t i a l neighborhood. 

I f I may i n t e r p o l a t e , i t doesn't seem necessary, 

because i f the Commissioners would u t i l i z e the r i g h t - o f -

way already acquired f o r the s o - c a l l e d F o r t Drive and 

b u i l d the F o r t D r i v e on i t , i t would, as shown i n t h i s 

plan on the l e f t , p ick up the t r a f f i c and, through what 

i s not shown, c a r r y i t down through Canal Road by a 

s h o r t e r d i s t a n c e than the Glover-Archbold Parkway which 

i s shown on t h i s map. You can see the black l i n e , which 
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i s the intermediate loop on th a t general map, and the 

map shows where i t would come i n , I think two m i l e s or 

a mile and a h a l f up stream from where the Archbold-

Foundry Branch V a l l e y comes out. So th a t the purposes 

could be f u l l y met by the use of the right-of-way which 

you already own, and t a k i n g the t r a f f i c o f f of the 

incoming 240, assuming t h a t you w i l l t u r n 240 o f f to 

the e a s t . 

I am tempted to ask your indulgence. Let me 

quote one sentence from the report made by the U n i v e r s i t y 

of Maryland: "Each i n d i v i d u a l has s p e c i a l i n t e r e s t s , 

and too fre q u e n t l y the i n t e r e s t s a s s o c i a t e d w i t h business, 

p r o f e s s i o n a l or other work, or income a c t i v i t y , a re so 

predominant a s to o b l i t e r a t e the consumer i n t e r e s t s of 

the same person, to h i s detriment. T h i s i s t r u e when 

the road con t r a c t o r or highway engineer i n h i s c a p a c i t y 

as an o f f i c i a l , but w i t h business and p r o f e s s i o n a l a t t i 

tudes dominant, approves d e s t r u c t i o n of parks to provide 

highways." That i s qu i t e an i n t e r e s t i n g report on our 

metropolitan problems, without seeming to be p e r t i n e n t . 

I t h i n k , i f I may be permited to i n t e r p o l a t e 

f u r t h e r , I have some response to the r a t h e r a s t o n i s h i n g 

statements made as to the conditions of the g i f t s of Mr. 

Glover and Mrs. Archbold, because I th i n k they l e f t out 

a very important item. 
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While they, as f a r as they go, a r e l e g a l l y 

c o r r e c t , I suppose — I am not a lawyer and wouldn't 

want to argue i t from the t e c h n i c a l or l e g a l standpoint — 

I too happen to have personal knowledge of the s i t u a t i o n 

t h a t arose before those gentlemen who gave t h e i r opinions 

on the matter ever came to the D i s t r i c t of Columbia. 

The g i f t of Mr. Glover had been made j u s t a 

l i t t l e w h i l e before I was sent here to be D i r e c t o r of 

P u b l i c B u i l d i n g s and P u b l i c Parks. There was no one 

authorised to accept such g i f t s of park land i n the 

D i s t r i c t . Mr. Glover gave the t i t l e t h e r e f o r e to the 

D i s t r i c t of Columbia, and i t was accepted by the Commis

s i o n e r s a f t e r they had rece i v e d l e g i s l a t i v e a u t h o r i t y 

t o accept i t f o r park purposes. 

I t i s t r u e t h a t on the map of the deed was 

shown the right-of-way of Arizona Avenue, which was a 

highway-planned s t r e e t a t that time. Arizona Avenue 

had been dedicated by the land owners through the V a l l e y 

authorized t h a t the D i s t r i c t might have the l e g a l r i g h t 

to b u i l d a sewer the r e , which was very much needed. And 

there was every understanding a t that time that there 

was no i n t e n t i o n to b u i l d Arizona Avenue i t s e l f . 

The Planning Commission was s e t up i n 1926 

w i t h the a u t h o r i t y to accept land, and i f accepted the 

second p a r t of Mrs. Archbold's g i f t . C e r t a i n l y the 
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understanding w i t h her was that t h i s was going to be 

park land, and that v/e would get the right-of-way of 

Arizona Avenue t r a n s f e r r e d t o the D i r e c t o r of P u b l i c 

B u i l d i n g s and P u b l i c Parks f o r park use so as to complete 

the park c h a r a c t e r of the V a l l e y . 

The Commissioners promised — X haven't got 

the l e t t e r , the l e t t e r i s i n the f i l e s of the Park S e r v i c e , 

but I have seen i t s i n c e I came back to Washington — the 

Commissioners promised to t r a n s f e r that land, t h a t r i g h t -

of-way, to the s o - c a l l e d Arizona Avenue a t t h a t time, to 

the park as pa r t of the park as soon as we had l e g a l 

a u t h o r i t y f o r them to make the t r a n s f e r . 

We secured an a c t under which property can be 

t r a n s f e r r e d from one government agency to another i f i t 

i s approved by the National C a p i t a l Park and Planning 

Commission. There seemed to be no great hurry about 

g e t t i n g i t t r a n s f e r r e d , and i t wasn't t r a n s f e r r e d i n 

t h a t time. We d i d , I b e l i e v e , through the y e a r s , make 

occa s i o n a l requests of the Highway Department to i n i t i a t e 

the t r a n s f e r . I t has never been t r a n s f e r r e d . But 

c e r t a i n l y a t the time i t was given i t was understood that 

i t was park land and f o r park purposes, and t h i s r e s e r v a 

t i o n of Arizona Avenue was to be t r a n s f e r r e d e n t i r e l y to 

the Park S e r v i c e . I thought I should make t h a t c l e a r 

because i t was not made c l e a r . 
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Subsequently, the matter came up w i t h t h i s 

highway program which General Robinson proposed i n , I 

t h i n k , 1952, and objec t i o n was made to i t of course by 

many of us, the proposal to put a fou r - l a n e highway, 

s t r e e t highway, through Foundry Branch V a l l e y . 

At t h a t time we had a d i s c u s s i o n w i t h General 

Young, who was the engineer Commissioner on the Planning 

Commission, and f i n a l l y there was agreement t h a t a park 

road should be — and t h i s i s my understanding of the 

agreement — a park road through Arehbold-Glover land, 

which would be designed by the Park S e r v i c e and b u i l t 

i n accordance w i t h the wishes and d e s i r e s of the Park 

S e r v i c e , or words to t h a t e f f e c t . 

Then an agreement was drawn up between the 

D i s t r i c t Commissioners and the National Park S e r v i c e , 

which i s of course the custodian of the park land, and 

that came out w i t h the p r o v i s i o n that there should be 

two two-lane roads. That i s the formal agreement of the 

Park Service w i t h the Commissioners, no question about 

i t . I don't think i t i s q u i t e what we understood when 

the Planning Commission gave i t i t s approval. 

Over a century ago — and I am speaking of 

parks — Walt Whitman warned u s : "Go on my dear Americans, 

whip your horses to the utmost — excitement! money! 

p o l i t i c s ! — open a l l your v a l v e s and l e t her go — 
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such momentum you can't stop i f you would. Only make 

p r o v i s i o n betimes, o l d s t a t e s and new s t a t e s , f o r s e v e r a l 

thousand insane asylums. You a r e i n a f a i r way to c r e a t e 

a whole n a t i o n of l u n a t i c s . " 

The i n c r e a s e of insane and n e u r o t i c a l l y un

balanced people, as a r e s u l t of the pressures of modern 

l i f e , i s a recognized f a c t , and the only refuge and 

opportunity f o r r e s t o r i n g the balance of h i s nerves and 

f a c u l t i e s o f f e r e d the c i t y d w e l l e r a r e afforded by parks, 

where he i s unconscious of the w h i r r i n g wheels and hurry 

and deadly danger of c r o s s i n g the s t r e e t . And now i t 

seems the new model 1958 highwayman i s bent on t a k i n g , 

f o r more w h i r r i n g wheels and l e t h a l machines, the parks 

which our f o r e s i g h t e d forebears have w i s e l y provided 

f o r v i s . 

I t w i l l take a generation to e r a d i c a t e the 

work of the steam shovels and graders and b u l l d o z e r s 

i n a b e a u t i f u l , picturesque v a l l e y l i k e Foundry Branch, 

and then i t w i l l only be n o t i c e a b l y an a r t i f i c i a l park. 

I t can never be r e c o n s t i t u t e d the work of nature i f now 

i s ; not only w i l l the ground cover have been r a d i c a l l y 

changed, but the b i r d s and s m a l l animal l i f e t h a t a r e a 

harvest f o r the a p p r e c i a t i v e eye w i l l be gone. 

On the other hand, as one having had over 
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t h i r t y y e a rs of experience and p r a c t i c e i n c i t y planning, 

I acknowledge t h a t the Routes C and D — and I would 

l i k e to c a l l i t B-2 i f I nay, r a t h e r than B - l , a s the 

Highway Department proposed — the Routes C and D, 

proposed by the Planning Commission and the Park S e r v i c e , 

a r e b e t t e r planning than the a l t e r n a t i v e s from the 

standpoint of improving the t r a f f i c p a t t e r n . 

I would c e r t a i n l y not presume to d i f f e r from 

Mr. Bartholomew, Mr. Owen, or Mr. Wirth on a question 

of c i t y planning, except i n s o f a r as I f e e l a personal 

o b l i g a t i o n to oppose any v i o l a t i o n of the terms under 

which the Archbold and Glover g i f t s were accepted, and 

b e l i e v e that the Commissioners are under o b l i g a t i o n to 

keep f a i t h w i t h t h e i r c i t i z e n s , and t o stop Route 240 

north of t h e i r g i f t s , d i v e r t i n g i t along Route D w i t h 

out encroachment on t h e i r land — i t i s not quite c l e a r 

from your diagram — and t h a t i s a l l I had when I pre

pared t h i s — whether i t e n t i r e l y misses such encroach

ment; but i t i s evident now i t doesn't miss the encroach

ment a t a l l but goes a l l through the Foundry Branch 

V a l l e y , a s planned by the Highway Department, and e s p e c i a l l y 

the p a r t t h a t was given by Mrs. Glover, and I think most 

of what was given by Mr. Archbold. 

And so the only one t h a t does what I suggest 

here i s p o s s i b l e , l i m i t i n g any road through t h e i r g i f t s 
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e l l to a narrow two-lane park d r i v e , i s t h i s D-2 route t h a t 

i s proposed by the s t a f f of the Planning Commission. 

Again may I add, i f you need four l a n e s down 

Foundry Branch to c a r r y the truck and the passenger 

t r a f f i c , two lan e s down Foundry Branch f o r passengers 

only would be b e t t e r than four lanes f o r passengers 

only because four lanes w i l l not take care of the truck 

t r a f f i c . But you have room i n the right-of-way of 

F o x h a l l Road to add two lanes to t h a t which could take 

the overcharge. I n other words, i t i s p e r f e c t l y p o s s i b l e 

to get four l a n e s down th a t general d i r e c t i o n by p u t t i n g 

a narrow two-lane road down through the park, and two 

a d d i t i o n a l l a n e s on F o s h a l l Road. 

When we t u r n to Route A and Route A-2, we f i n d 

another encroachment f o r highway purposes on the George 

Washington Memorial Parkway right-of-way, preempting 

access to t h i s parkway, a Memorial to the founder of 

the National C a p i t a l , and as such e n t i t l e d to your 

co n s i d e r a t i o n and to p r o t e c t i o n . C e r t a i n l y i t would be 

hi g h l y i n c o n s i s t e n t w i t h the purpose of the l e g i s l a t i o n , 

passed i n connection w i t h the B i c e n t e n n i a l C e l e g r a t i o n 

of h i s b i r t h , to have to enter t h i s Memorial Parkway 

outside of the c i t y he founded over a h e a v i l y t r a v e l l e d 

commercial freeway. 

I venture to submit t h a t , i n order to avoid 
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another t a k i n g of park land f o r highway purposes, i t 

would he worth considering having Route 240 c r o s s over 

the George Washington Memorial Parkway, or under i t , 

and be c a r r i e d on the r i v e r s i d e of the C&O Canal along 

the r i v e r bank, p a r t f i l l and p a r t r i v e r bank, to where 

i t can be j o i n e d to Route A and A-2 w e l l w i t h i n the 

c i t y l i m i t s . 

I have no planning s t a f f a t my d i s p o s a l t o 

check the f e a s i b i l i t y of t h i s suggestion, but i t would 

c l e a r up what i s now an u n s i g h t l y and u s e l e s s conglomera

t i o n of shoals and sometimes flooded sometimes dry r i v e r 

bank, p a r t l y covered w i t h a t h i c k e t of scrub growth, and 

i t would avoid p i l i n g onto the Canal Road highway an 

a d d i t i o n a l l a r g e volume of t r a f f i c , something i t cannot 

be made to c a r r y except by a v e r y expensive s t r u c t u r e ; 

a t l e a s t such an expensive s t r u c t u r e would be needed f o r 

but a short d i s t a n c e . 

I t h i n k i t i s worth looking i n t o . As I say, 

1 have no way of making a survey or estimate. But i t 

would r e l i e v e the problem very much, i t seems to me, i f 

you f i n a l l y decided that the r i v e r route i s worth con

s i d e r i n g a t a l l . 

I n conclusion and to summarize: The two 

organ i z a t i o n s 1 represent a r e opposed to the t a k i n g of 

park or parkway land f o r highway rights-of-way. We 
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submit t h a t , i f an expensive freeway i s j u s t i f i e d i n 

the p u b l i c i n t e r e s t , the j u s t i f i c a t i o n must include the 

cost of whatever r i g h t of way i s needed, and t h a t park 

land which cannot be replaced i n i t s n a t u r a l s t a t e and 

the use of which f o r park purposes such a highway w i l l 

wholly destroy, has a tremendous value f o r the c i t y 

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

population growth and more l e i s u r e time; and f i n a l l y , 

t h a t the municipal a u t h o r i t i e s have an equal e t h i c a l 

o b l i g a t i o n to f u l f i l l the agreements under which g i f t s 

were accepted by t h e i r predecessors, a s i f they p e r s o n a l l y 

entered i n t o the agreement. 

Thank you very much. 

Mr. Phelan may have something to say, Mr. 

Pr e s i d e n t . 

STATEMENT OF CHARLES A. PHELAN, JR., EXECUTIVE 

DIRECTOR, AMERICAN PLANNING AND CIVIC ASSOCIATION. 

MR. PHELAN: Mr. Commissioners, American Planning 

and C i v i c A s s o c i a t i o n and our Committee of 100 on the 

Federal C i t y I am sure would a l l be very proud of t h e i r 

Commissioners today i n t h e i r openmindedaess, t h e i r patience 

and courtesy. We would a l s o be very proud of the c i t i z e n 

o r g a n i z a t i o n s t h a t became so r i l e d t h a t they came i n here 

to see what i t was a l l about. We need t h a t k i n d of, I 

would say, e x c i t i n g i n t e r e s t of our c i t i z e n r y , more of 
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i t a c ross our country. 

T h i s hearing today reminds me j u s t a l i t t l e 

b i t — i t i s q u i t e s i m i l a r , although we had a more 

d i f f i c u l t problem, b e l i e v e me — a s an immediate past 

d i r e c t o r of Metropolitan Planning over about 750 square 

m i l e s of community. We picked on the c i r c u m f e r e n t i a l 

out of 63 m i l e s of proposed expressways, one remote 

a r e a . We thought i f v/e could f i n i s h t h a t , we might 

gi v e people a t a s t e of what they could have i n f l u i d 

t r a n s p o r t a t i o n . 

We found t h a t our f i r s t interchange was near 

a cemetary, a h i g h - l i n e , a g o l f course, two and a h a l f 

f i n i s h e d s u b d i v i s i o n s , r e s i d e n t i a l , i n d u s t r i a l , com

m e r c i a l , and even parks. Before we got through — excuse 

me, there were churches as w e l l . 

Before we got through the m i n i s t e r s c a l l e d 

us during the week. They had become planners. The 

g o l f e r s had become planners. The developers s a i d , "Put 

i t anywhere but w i t h us. Put i t on the other f e l l o w , 

he can stand i t b e t t e r than we can." The power l i n e 

held, and of course the cemetary would hold i n s p i t e of 

everything. 

The r e s u l t was we had nine a l t e r n a t e proposals 

f o r the f i r s t interchange on 68 m i l e s of expresswayr- We 

were p r e t t y desperate and X had to s i t on the l i d w h i l e 
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c >'.-.'• the tempest seethed. The r e s u l t was t h a t because we had 

a major s t r e e t plan, and we had 68 m i l e s of i n t e r s t a t e 

highway — t h a t i s , t h a t p a r t of the Highway System — 

superimposed on the major s t r e e t plan t o siphon o f f the 

over-burden of t r a f f i c from the major s t r e e t plan, 

making the s t r e e t s a f e r and more u s e f u l to the r e s i d e n t s 

of the d i f f e r e n t areas, even increased property v a l u e s , 

although most people t h i n k they w i l l depreciate — a f t e r 

a l l of t h a t we f i n a l l y cane back to the Bureau of Hoads, 

because they had approved our c i t y , our county, our 

s t a t e plan, and they put the interchange back where i t 

was engineered a f t e r i t had been d i s t o r t e d and t w i s t e d 

out of shape to the point where i t would have been 

b e t t e r not to b u i l d i t , i t was put back on the o r i g i n a l 

l o c a t i o n because i t was f e l t t here i t could serve the 

people best, most of our people. 

Today we have heard very l i t t l e of mass t r a n s 

p o r t a t i o n . I t h i n k something very g r a t i f y i n g i s going 

on i n Chicago. I am sure you a r e a l l f a m i l i a r w i t h i t , 

where a l l of the expressway rights-of-way are wide enough 

and a r e being developed w i t h r a p i d t r a n s i t through the 

center. That r a p i d t r a n s i t comes i n t o the loop and 

disappears as p a r t of the subway during i t s tour and 

s e r v i c e i n the loop. 
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c I 6 I have made s e v e r a l t r i p s j u s t r e c e n t l y through 

the b e a u t i f u l new $140 m i l l i o n Harbor Tunnel p r o j e c t i n 

Baltimore, where you s l i p through a tunnel and l i m i t e d -

access road and hard l y know th a t Baltimore i s on the map 

any more. $140 m i l l i o n d o l l a r s to accomplish t h a t . 

So I b e l i e v e , a s we look a t t h i s whole p i c t u r e , 

f i r s t of a l l we would l i k e to s t r e s s the need f o r the 

rights-of-way wide enough, wherever they a r e b u i l t or 

bought, f o r r a p i d t r a n s i t of some k i n d , e i t h e r separate 

bus lanes f o r express busses on the expressways, or some 

other type of r a p i d t r a n s i t between the v e h i c u l a r l a n e s . 

Otherwise v i s u a l i s e — and I am sure you saw the t e l e v i s i o n 

from Hew York when the Long I s l a n d cut i t s recent caper 

and cut t h e i r s e r v i c e , and you looked a t the expressways 

choked w i t h automobiles. Expressways a r e not a c u r e - a l l . 

We have to have the mass t r a n s i t coordinated w i t h express

ways. 

A3 we thin k of these problems, I would j u s t 

l i k e to o f f e r a p o s s i b l e suggestion. I don't t h i n k you 

would mind t h a t . I t might be a h e l p f u l one. 

T h i s week, and the t h i r d week of t h i s month 

what we might c a l l absentee property owners i n our 

f e d e r a l c i t y a r e meeting here. The Board of Governors 

of the American I n s t i t u t e of Planners from a l l over the 

United S t a t e s a r e meeting here. The t h i r d week the 
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c l 7 American Soci e t y of Landscape A r c h i t e c t s board of Governors 

w i l l meet here. 

You have the r e p r e s e n t a t i v e s of over 3,000 

p r o f e s s i o n a l minds i n planning from a l l over t h i s country 

coming r i g h t i n t o your very doorstep. I t might not be a 

bad idea, j u s t as a suggestion, to ask them i f they would 

look over your shoulders i n an e f f o r t t o help you evaluate 

the m e r i t s of t h i s knotty problem. 

I have been w i t h the board of governors of 

both r e c e n t l y . They a r e i n t e r e s t e d i n a l l long-range 

planning, both here and a f a r , and I would say that they 

would be most w i l l i n g to volunteer to help you gentlemen, 

i f they can,to s o l v e t h i s problem. 

COMMISSIONER MC LAUGHLIN: Bo you t h i n k we 

would get 3,000 d i f f e r e n t designs out of them? 

MR. PHELAN: I wouldn't suggest the 3,000, 

Mr. Commissioner, no, s i r . J u s t the boards of governors. 

COMMISSIONER MC LAUGHLIN: There wasn't any 

connection between t h a t and the interchange you a r e 

g e t t i n g out of town? 

MR. PHELAN: Ho, s i r . Although we did get i t 

back where i t should be, and t h a t i s the t h i n g we must 

remember. These have to be engineered f o r a l l of the 

people, and the people from the P a l i s a d e s , I am sure, 

a r e motivated by a f e a r of l o s s on the s a l e of t h e i r 
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property, the loos of t h e i r homes, re3.ocatioa problems, 

and I was a l i t t l e i n t e r e s t e d when they suggested t h a t 

you put i t on the people i n the Wisconsin Avenue c o r r i d o r , 

and they i n t u r n , I am sure, would l i k e to put i t on the 

P a l i s a d e s . That i s our way of l i f e . 

But we have 65 m i l l i o n automobiles now. I t i s 

estimated we w i l l have about 115 m i l l i o n i n l e s s than 

twenty y e a r s , 172 m i l l i o n people now and 230 m i l l i o n 

people i n 25 y e a r s . 

I would j u s t l i k e t o leave t h i s thought w i t h 

you: We a r e i n a f a s t pace. I r e c e n t l y heard that 175 

m i l l i o n d o l l a r s has been spent i n the l a s t year f o r 

these d i f f e r e n t k i n d s of soothing p i l l s ~~ nerve p i l l s . 

That would be about one d o l l a r worth per person i n the 

United S t a t e s today. 

So I think we should look a t t h i s problem, 

and I know you w i l l , s t r a i g h t i n the f a c e . I would 

l i k e to suggest t h a t maybe AIP and ASLA would be h e l p f u l . 

Thank you. 

COMMISSIONER MC LAUGHLIN: Thank you. 

Mr. Obear? I s Mr. Archbold w i t h you? 



STATEMENT OF HUGH H. OBEAR, COUNSEL FOR 

ANNE ARCHBOLD, ACCOMPANIED BY JOHN D. ARCHBOLD. 

MR. OBEAR: Mr. Archbold i s w i t h mo, too. 

Mr. Chairman and Commissioners, I would l i k e to 

f i r s t present a l e t t e r from Mrs. Archbold t o the Board. I t 

i s v e r y b r i e f . With your permission I w i l l read i t . 

"Board of D i s t r i c t of Columbia Commissioners, D i s t r i c t 

B u i l d i n g , Washington 4, D. C. 

"Dear S i r s : 

" I r e g r e t t h a t circumstances compel me t o bo 

absent from the D i s t r i c t of Columbia i n January, 1958, 

and I s h a l l , t h e r e f o r e , be unable to appear i n person 

at the hearing you have set on the proposed l o c a t i o n s 

of Route 240 i n the D i s t r i c t of Columbia. 

"My counsel, Hugh H. Obear, Es q u i r e , and my son, 

John D. Archbold, expect t o be present and I request 

th a t you permit them t o be heard on my behalf. 

" I wish, however, here and now t o r e i t e r a t e what 

I s t a t e d t o you i n my l e t t e r of J u l y 5, 1957, that 1 

p r o t e s t w i t h a l l my vigor the use of t h i s parkway 

f o r purposes other than that f o r which i t was donated 

and I appeal t o you as the duly c o n s t i t u t e d governing 

body f o r the people of the D i s t r i c t of Columbia t o 

preserve the i n t e g r i t y of t h i s D i s t r i c t and prevent 

the r u t h l e s s d e s t r u c t i o n and desecration of t h i s 
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b e a u t i f u l n a t u r a l v a l l e y which was givon and accepted 

i n good f a i t h f o r 'park purposes.' 

" R e s p e c t f u l l y yours, 

Anne Archbold." 

Mr. Chairman, I would l i k e t o have that f i l e d 

as a part of my statement. 

COMMISSIONER MC LAUGHLIN: I t w i l l appear i n the 

record. 

MR. OBEAR: U n t i l General Grant spoke, I had 

hoard no voice r a i s e d to question the p r o p r i e t y of the 

tsking of t h i s park f o r a j u n c t i o n w i t h Route 240, or f o r 

other purposes. 

I would l i k e t o point out t o you th a t there i s 

a v e r y great d i f f e r e n c e between park lands which are owned 

and held by a m u n i c i p a l i t y as a r e s u l t of purchase, as a 

r e s u l t of eminent domain. They f a l l i n one category. Park 

lands that are donated, howovcr, f o r park purposes, f a l l 

i n t o an e n t i r e l y d i f f e r e n t category. And the law on the 

subject i s f u l l and c l e a r t h at lands which are donated f o r 

park purposes cannot be used f o r any other purpose. The 

law i s a l s o c l e a r t h at a highway such as contemplated here, 

or such even as i s contemplated by a four-lane driveway 

t h a t they have been t a l k i n g about, i s not a use f o r park 

purposes. 

I t h i n k i t would bo w e l l , gentlemen, i f we could 
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3ht intra back t o tho o r i g i n of these g i f t s . Before I r e f e r 

to these dedications and t h e i r acceptances by Congress, 

I should l i k e t o say that General Grant was qu i t e c o r r e c t 

t h a t p r i o r t o the ded i c a t i o n s there was a roadway, that 

i s , there was l i n e d out on tho map a 100-foot s t r i p running 

along what was then Foundry Branch which had been dedicated 

t o the D i s t r i c t of Columbia. 

I s h a l l have more t o say about t h a t s t r i p i n a 

few minutes. But there i s no question about i t , that t i t l e 

t o that s t r i p was and, f o r that matter s t i l l i s , i n the 

D i s t r i c t of Columbia, although i t may w e l l be t h a t i t i s 

impressed w i t h some form of t r u s t . I am not s t a t i n g t h a t . 

However, l e t us dispose of that f o r a minute. 

There i s no one here suggesting that that s t r i p be used 

f o r t h i s highv/ay purpose. That s t r i p would be wholly 

inadequate. What we are t a l k i n g about then are park lands, 

and the s t r i p p l a y s no part i n i t . I am going t o r e f e r a 

l i t t l e l a t e r on t o a l e t t e r from General Grant t o me t e l l i n g 

about the o r i g i n of the agreement between the Park S e r v i c e 

and the D i s t r i c t of Columbia t h a t I am going t o c a l l "Opera

t i o n Bootstrap." 

I f I may f o r a moment, I would l i k e t o present 

Mrs. Archbold's d e d i c a t i o n , and I would l i k e t o read that 

d e d i c a t i o n . I t was twofold, one r e l a t i n g t o lands on one 

h a l f of t h a t 100 foot s t r i p f ormerly c a l l e d Arizona Avenue, 
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now changed t o Glover-Archbold Parkway. T h i s i s dated 

November 10, 1924: 

"As a memorial t o my f a t h e r I hereby 

dedicate t o the United S t a t e s as a part of the 

Park System of the D i s t r i c t of Columbia to be 

administered under the Chiof of Engineers U. S. 

Army, a l l t h a t part or p a r c e l 29/1 l y i n g on the 

west side of Arizona Avenue between Glovor Park

way and Reservoir Road as shown hereon i n r e d . " 

And then there i s Mrs. Archbold's signature and two 

witnesses. Then comes the second part of the dedication 

on November 10, 1924: 

" I a l s o dedicate t o the United S t a t e s t h a t 

portion of p a r c e l 29/1 shown hereon i n green, 

l y i n g between the E a s t e r l y l i n e of Arizona 

Avenue and the E a s t e r l y l i n e of 42nd S t r e e t as 

proposed by the D i s t r i c t of Columbia Highway 

Pla n ; t h i s dedication t o be e f f e c t i v e only i n 

case the land l y i n g East of the proposed 42nd 

S t r e e t and adjacent t h e r e t o , s h a l l be sub

d i v i d e d by me and my h e i r s or a s s i g n s . " 

And then comes tho acceptance of Colonel T a y l o r : 

" I , Harry T a y l o r , Chief of Engineers" — and 

t h i s i s dated November I I — the next day — 

1924 — "hereby accept the two d e d i c a t i o n s shown 
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hereon f o r incorporation i n t o and t o become a 

part of the Park System of tho D i s t r i c t of 

Columbia, subject t o approval of s a i d a c t i o n by 

Congress." Signed by Colonel T a y l o r , Chief of 

Engineers, acd Chairman of the National C a p i t a l Park Com

mission. 

The matter d i d not r e s t there. T h e r e a f t e r Congress 

passed t h i s a c t . Boar i n mind t h a t the dedications were 

November 10 and accepted by General Taylor on November 11, 

and t h i s act was passed on February 25, 1925: 

"An Act a u t h o r i s i n g the Chief of Engineers of 

the United S t a t e s Army t o accept a c e r t a i n t r a c t 

of land from Mrs. Anne Archbold, donated to the 

United S t a t e s f o r park purposes: Be i t enacted 

that the Senate and House of Representatives of 

the United S t a t e s of America i n Congress assembled, 

th a t the Chief of Engineers, United S t a t e s Army, 

be, and he i s hereby authorised and d i r e c t e d t o 

accept as an addition t o the park system of the 

D i s t r i c t of Columbia, the land approximately 28-1/2 

acres i n extent l y i n g along Foundry Branch between 

Glover Parkway and Reser v o i r Road, donated by 

Mrs. Anne Archbold t o the United S t a t e s f o r park 

purposes, i n accordance w i t h the terms of her 

dedication as shown on the map of s a i d area 
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dated November 10, 1924 on f i l e i a the O f f i c e of 

P u b l i c B u i l d i n g s and Grounds, which t r a c t s h a l l 

be known as the Archbold Parkway" — which s h a l l 

be known as the Archbold Parkway — "and the 

Chief of Engineers United S t a t e s Army s h a l l be 

and i s hereby f u r t h e r authorized t o accept 

dedications of a d d i t i o n a l land i n the D i s t r i c t 

of Columbia and adjacent t h e r e t o on request of 

the National C a p i t a l Park Commission, and i n 

accordance w i t h the plan of s a i d Commission f o r 

the extension of tho park system of tho D i s t r i c t 

of Columbia under the a u t h o r i t y contained i n 

P u b l i c Act No. 202 of the 68th Congress, approved 

June 6, 1924." 

T h i s Act that I have read t o you, t h i s solemn 

d e c l a r a t i o n on the part of the Congress of the United 

S t a t e s , w i l l be found i n chapter 321, 43rd s t a t u t e s , 978, 

Second Session of the 68th Congress: I t was Rouse Report 

10,348, and p u b l i c number 469. 

P r i o r t o Mrs. Archbold's dedication Mr. Glover, 

i n Juno of 1924, had dedicated 77 acres of land f o r park 

purposes. The Congress of the United S t a t e s was asked t o 

approve of th a t donation f o r such purposes. The Congress 

of the United S t a t e s r e f e r r e d the b i l l t o the Commissioners, 

as they do t o you, and c a l l e d f o r a r e p o r t . And the 
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l e g i s l a t i v e h i s t o r y shows that on January 10, 1924, 

Commissioner Rudolph, as President of the Board of Com

missi o n e r s of the D i s t r i c t of Columbia, wrote: 

"The Commissioners of the D i s t r i c t of 

Columbia have the honor t o transmit herewith a 

d r a f t of a b i l l a u t h o r i z i n g the acceptance of 

a dedication by Mr, Charles C. Glover of c e r t a i n 

land i n the D i s t r i c t of Columbia f o r park purpose 

The proposed parkway and c h i l d r e n ' s playground 

i s located along the v a l l e y of Foundry Branch 

between Massachusetts Avenue and Re s e r v o i r S t r e e t 

and contains approximately 77-1/2 ac r e s . I t i s 

covered i n great part by some of the f i n e s t t r e e s 

i n the D i s t r i c t of Columbia and i s s i t u a t e d i n 

a part of the D i s t r i c t where no parks have yet 

been provided. The b l u e p r i n t attached hereto 

shows i n r e d the land designated. I n submitting 

t h i s b i l l t o Congress the Commissioners d e s i r e 

t o record t h e i r s i n c e r e and g r a t e f u l apprecia

t i o n of the generosity manifested by Mr. Glover 

i n donating t h i s v e r y v a l u a b l e a d d i t i o n t o the 

park system of the D i s t r i c t of Columbia." 

And I should say t h a t Congress followed the rocom 

mendation of the Board of Commissioners i n 43 s t a t u t e , 

page 464, an Act a u t h o r i z i n g the D i s t r i c t of Columbia 
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Commissioners t o accept c a r t a i n lauds i n the D i s t r i c t of 

Columbia dedicated by Charles C. Glover f o r park purposes, 

"Be i t enacted," and so f o r t h . 

That b i l l , antedating Mrs. Archhold's, a l s o 

provided "that the same Commissioners are f u r t h e r auth

o r i s e d t o accept any dedications of a d d i t i o n a l land con

tiguous to the t r a c t f o r park purposes." 

I t i s w e l l , then, f o r us t o observe that t h i s i s 

dedicated land, donated land, lands held i n t r u s t f o r a 

p a r t i c u l a r purpose — park purposes. 

You w i l l r e c a l l t h a t I s a i d t h a t there are two 

porti o n s of >Srs. Archhold's d e d i c a t i o n . One had the 

condition, which you read, aboat tho land being subdivided 

f o r her h e i r s . I t was deemed advisable by the Park S e r v i c e , 

and because I b e l i e v e t h a t land which hod been donated w i t h 

the condition attached about s u b d i v i s i o n was s t i l l taxed 

t o Mrs. Archbold, i t was deemed advisable t h a t that be 

deeded t o the D i s t r i c t of Columbia. 

And so about f i v e y e a rs lat r e r , i n 1933, a deed 

was prepared and Mrs. Archbold signed i t . , which, i n e f f e c t , 

took away the r e s t r i c t i o n t h a t had been on t h i s o r g i n a l 

d e d i c a t i o n . 

And may I d i g r e s s here a t t h i s moment. T h i s i s 

a matter of rec o r d i n the surveyor's o f f i c e of the D i s t r i c t 

of Columbia. I should nevertheless l i k e t o have t h i s 
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I d e n t i f i e d and made a part of our statement here. 

Coming back t o t h i s deed i n 1933: 

" T i l l s deed made t h i s 8th day of March i n 

the year 1933, by Anne Archbold, of the D i s t r i c t 

of Columbia, p a r t y of the f i r s t p a r t , and the 

United S t a t e s of America, p a r t y of the second 

p a r t : Witnosseth, that f o r and i n consideration 

of the sum of $1 and i n t e r e s t of s a i d p a r t y 

hereto of the f i r s t part i n the development of 

the park system of the National C a p i t a l , the 

s a i d p a r t y does hereby convey", e t c e t e r a . 

X would l i k e t o have t h a t made a p a r t y of my statement. 

COMMISSIONER MC LAUGHLIN: Those w i l l be made a 

par t of the record. 

MR. OBEAR: Now, s i r , coming t o the statement t h a t 

General Grant made, i t was not contemplated t h a t the 100-

foot s t r i p should be used as a roadway or s t r e e t , although, 

as I s a i d , the D i s t r i c t of Columbia had the r i g h t , and I 

t h i n k s t i l l has the r i g h t , t o use th a t p a r t i c u l a r 100-foot 

s t r i p . 

Nevertheless, they d i d — the Commissioners a t 

tha t time d i d take tho p o s i t i o n t h a t i t should be folded 

i n , as i t were, i n t o the park lands, and General Grant 

wrote me some years ago — and I may say f o r those who do 

not know, t h i s i s not the f i r s t time t h a t Mr. Glover, the 
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son of the donor, and Mrs. Archbold, a donor, havo had t o 

f i g h t to t r y t o maintain t h e i r c h a r i t a b l e and p u b l i c -

s p i r i t e d g i f t t o the D i s t r i c t of Columbia. There have 

been more than three a s s a u l t s , t o my knowledge, one i n 

1948, one i n 1952, and t h i s present occasion. 

General Grant wrote me t h i s : 

"As soon as the National C a p i t a l Park and 

Planning Commission had adopted the p o l i c y of 

a c q u i r i n g the e n t i r e v a l l e y f o r a park, as D i r e c t o r 

of P u b l i c B u i l d i n g s and Porks I requrested Mr. 

F r e d e r i c k Law Umstead's a s s i s t a n c e t o plan i t s 

proper development, which was done. And I requssted 

the Commissioners t o t r a n s f e r t o the park system 

t h e i r unimproved Arisona Avenue right-of-way. 

Questions of t h e i r a u t h o r i t y t o close a dedicated 

s t r e e t delayed a c t i o n u n t i l December 6, 1952. 

"On t h a t date they, by l e t t e r , informed me, 

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

q u estion" — and t h i s i s a quotation from the 

l e t t e r t h a t General Grant r e f e r r e d t o , and you can 

undoubtedly f i n d i t i n the f i l e s of the D i s t r i c t 

Commissioners, and t h i s i s a l e t t e r t o him from 

the Commissionersi "However, tho Commissioners 

are of the opinion that the avonue should becocs 

a part of the Glover Parkway and t h a t every e f f o r t 
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should bo made t o f i n d l e g a l means of e f f e c t i n g 

the t r a n s f e r . The Commissioners are thoroughly 

i n accord w i t h the use of Arizona Avenue as a 

park area, and are agreeable t o the c r e a t i o n of 

a border s t r e e t as o u t l i n e d i n your p l a n " — 

General Grant's plan — "at such time as i t may 

be needed. There i s no i n t e n t i o n of destroying 

any of the f o l i a g e or topography w i t h i n the l i n e s 

of Arizona Avenue, and no reason can be seen why 

i t cannot remain as i s , g i v i n g your o f f i c e f u l l 

a u t h o r i t y t o t r e a t i t as a park s i m i l a r t o the 

abutting pork property. I f the pending s t r e e t 

c l o s i n g b i l l becomes a law, then f u l l l e g a l auth

o r i t y w i l l e x i s t f o r the c l o s i n g and u l t i m a t e 

t r a n s f e r t o your o f f i c e . " 

As General Grant t o l d you, such a b i l l was approved 

on December 15, 1932. However, no t r a n s f e r was forthcoming. 

General Grant was t r a n s f e r r e d t o another j u r i s d i c t i o n , 

and when he came back and assumed the head of the Park 

and Planning Commission, i n 1943 there was drawn up between 

the Park and Planning Commission and tho Commissioners of 

the D i s t r i c t of Columbia an agreement, a compact which I 

r e f e r r e d t o a l i t t l e w h i l e ago as "Operation Bootstrap" 

as f a r as we are concerned because i t was the Park S e r v i c e 

and the D i s t r i c t of Columbia decided what they were going 
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to do without r e f e r e n c e t o tho r i g h t s and powers, and 

Mr. Archbold was not a p a r t y t o th a t agreement and Mrs. 

Glover was not a p a r t y t o i t . 

And so f a r as t h e i r donations and dedications are 

concerned, i t was unaffected thereby, and I had occasion 

t o c a l l the a t t e n t i o n of tho Park and Planning Commission 

to t h a t i n June of l a s t year when they almost as a steam

r o l l e r had d r i v e n through t h e i r adoption by f i v e t o four 

of those present and over the opposition of the D i s t r i c t 

a u t h o r i t i e s on t h a t board, tho plan C or D, a plan auth

o r i s i n g tho d e s t r u c t i o n of the Glover-Archbold property. 

There can be no doubt, I take i t — there can be 

no possible doubt i n anybody's mind — that such a highway, 

e i g h t , nine, or more lanes coming down through t h i s park, 

would be u t t e r l y and a b s o l u t e l y d e s t r u c t i v e of i t as a 

parkway and f o r the purposes f o r which i t was given. 

Back i n 1948 one of -these a s s a u l t s took place, 

and i t was an e f f o r t t o put through s p e e d i l y and almost 

s u r r e p t i t i o u s l y an a c t of Congress which would have auth

o r i s e d the Commissioners t o construct a d i v i d e d highway 

i n Foundry Branch. That was defeated. Mrs. Archbold 

protested t o the then S e c r e t a r y of the I n t e r i o r and tho 

S e c r e t a r y of the I n t e r i o r wrote '/his l e t t e r t o her, dated 

January 20, 1948. 

(The l e t t e r f o l l o w s : ) cur 
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opiuion expressed i n your l e t t e r of January 6 

tha t the conversion of Foundry Branch Parkway" — 

bear i n mind t h a t Foundry Branch Parkway was the 

old nam© by which t h i s t r a c t of land was known — 

"that the conversion of Foundry Branch Parkway 

t o a commercial freeway would be a v i o l a t i o n of 

the purpose f o r which the land was donated by 

you and Mr. C. C. Glover. T h i s Department w i l l 

t h e r e f o r e oppose the enactment of S. 1924, *A 

B i l l A u t h o r i z i n g and d i r e c t i n g the Commissioners 

of the D i s t r i c t of Columbia t o prepare plans and 

subsequently construct a d i v i d e d highway i n 

Foundry Branch s u b s t a n t i a l l y i n l i n e of Arizona 

Avonue between Canal Road and Tenley C i r c l e 

(Wisconsin Avemue), and f o r other purposes.* 

" I am deeply a p p r e c i a t i v e of the i n t e r e s t 

which you and Mr. Glover displayed i n the welfare 

of the people, and p a r t i c u l a r l y of the c h i l d r e n , 

of tho National C a p i t a l , which was i n d i c a t e d by 

your donation of t h i s b e a u t i f u l and val u a b l e 

t r a c t of park land and assure you t h a t we w i l l 

make every e f f o r t p o s s i b l e t o r e t a i n t h i s property 

f o r the usage intended by i t s donors." 

" S i n c e r e l y yours, 

J . A. Krug, S e c r e t a r y of the I n t e r i o r . " 
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I ask, Mr. Chairman, i f t h a t may bo f i l e d as 

a part of my statement. 

COMMISSIONER MC LAUGHLIN: I t w i l l be. 

MB. OBEAR: As I s t a t e d a few moments ago, there 

are two phases t o the t o t i n g of t h i s land. One i s the 

pur e l y l e g a l one. I s there a r i g h t ? I do not t h i n k so. 

I do not b e l i e v e you w i l l be so advised — at l e a s t two 

of your members are d i s t i n g u i s h e d lawyers, and I know you 

are not s i t t i n g here i n a l e g a l c a p a c i t y , and that you are 

s i t t i n g here as e x e c u t i v e s , and I have no doubt that perhaps 

one other Commissioner may have had somo experience i n such 

cases i — I have no doubt Corporation Counsel, your a d v i s e r , 

i f he looks i n t o the law w i l l advise you th a t there i s no 

power, no power on the part of the D i s t r i c t of Columbia 

t o take t h i s land and destroy the park by permitting that 

240 j u n c t i o n t o come through i t . 

T h i s i s a problem t h a t has a r i s e n on many, many 

occasions, and I t h i n k i t might be i n t e r e s t i n g t o r e f e r 

t o j u s t two or three t o see what the courts have s a i d . 

One quotation t h a t I would l i k e t o read here i s almost 

as i f I t were w r i t t e n f o r t h i s s i t u a t i o n . L e t us take 

the ease of R i v e r s i d e against McLean, i n I l l i n o i s . I n 1S69 

c e r t a i n lands wore dedicated f o r park purposes by the owner 

thereof by common law dedic a t i o n . I n 1875 the municipal 

corporation was organized and recognised the dedication 
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and maintained the land as a park. 

The question came on, the Court r e j e c t e d the 

argument that the proposed road was a pleasure driveway, 

holding t h a t i t was a highway. The Court held t h a t a 

d e v i a t i o n from such use by the v i l l a g e " i s i n v i o l a t i o n 

of i t s d u t i e s as t r u s t e e f o r the p u b l i c , and r e s u l t s i n 

damage t o the property of appellees and destroys t h e i r 

easement i n the park." 

And f u r t h e r , the Court s a i d t h i s : "Whore such 

a t r a c t has been dedicated and accepted as a publi c park," — 

dedicated and accepted — "the acceptance i s an important 

part of i t , and adjudicated t o be such, tho m u n i c i p a l i t y 

has no power t o convert any portion of i t i n t o a p u b l i c 

highway because such use i s i n c o n s i s t e n t w i t h and d e s t r u c t i v e 

of i t s use as a park. Tho power cannot e x i s t t o d i v e r t 

property from tho purpose f o r which i t was donated. T h i s 

p l a t was a solemn dedication of the ground f o r the corpora

t i o n , t o be held i n t r u s t f o r the use of the p u b l i c . The 

donation was made f o r c e r t a i n s p e c i f i c and defined purposes. 

Tho c i t y accepted tho t r u s t . A pleasure driveway may be 

a l e g i t i m a t e f e a t u r e of a p u b l i c park created by a munici

p a l i t y , but i n a dedicated park i t i s always a question of 

the i n t e n t i o n of the donor." 

Nov/ X r e f e r t o one i n C a l i f o r n i a . 

I n New York C i t y there i s only one — r e f e r r i n g 
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to t h i s opinion, an opinion that I have hero — there i s 

only one dedicated square or park ground i n the e n t i r e 

c i t y of New York, and t h a t i a a parkway c a l l e d Stuyvesant 

Park. There was a movement afoot t o convert t h a t park, 

that square of ground, i n t o a playground, and one of the 

h o s p i t a l s abutted on the parkway f i l e d an i n j u n c t i v e s u i t 

and an i n j u n c t i o n was granted. That i s Beth I s r a e l H o s p i t a l 

Associan versus Moses, Commissioner ox Parks, 9 NE 2d 838 

(1037). The Court granted the i n j u n c t i o n . 

I would l i k e t o tu r n t o t h i s case i n C a l i f o r n i a 

f o r a moment, Take t h i s case i n Colorado. Mclntyre against 

the Board of Commissioners of E l Paso County, Colorado, 

61 P a c i f i c , 257: "Action t o e n j o i n tho use by county com

missioners of p u b l i c park i n the c i t y of Colorado Springs 

as a s i t e f o r a county court house." 

In 1871 Colorado Springs Corporation, a p r i v a t e 

corporation, l a i d o f f and p l a t t e d as a townsite f o r tho 

c i t y of Colorado Springs, a c e r t a i n t r a c t of land, of which 

i t was tho ownor. Two s i t e s were reserved f o r p u b l i c parks, 

i n c l u d i n g the p u b l i c square. The two s i t e s were taken i n t o 

possession by the c i t y a u t h o r i t y f o r parks, improved at 

pu b l i c expense f o r parks, and maintained as p u b l i c parks 

a t p u b l i c expense. 

I n 1899 the c i t y c o u n c i l was about to permit the 

land t o bo used f o r the e r e c t i o n of a court house. Tho 
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court "hold I t t o bo well s e t t l e d by the u n i v e r s a l current 

a u t h o r i t y that the m u n i c i p a l i t y holds tho dedicated grounds 

f o r the use and benefit of i t s o l f l s s n s f o r purposes only 

of i t s dedication, The t r u s t e e H — t h a t i s t o any, the 

c i t y — "cannot Impose upon i t any servitude or burden i n 

consistent with these purposes, or tending to impair thorn. 

Neither can i t alienate the ground or r e l i e v e i t s e l f of the 

authority f,ad duty to regulate the same. I f the dedication 

of the square in coo trover ay wes sole? f o r the purpose of 

a p u b l i c park f o r use and b e n e f i t of tho c i t i z e n s of 

Colorado Sorings, there i s no question that i t i s wholly 

without the power of the c i t y a u t h o r i t i e s t o convoy i t 

or permit i t t o bo used f o r the e r e c t i o n thereon of a 

county court house. I t would be a use u t t e r l y i n c o n s i s t e n t 

w i t h t hat f o r which i t was dedicated. 

The lav; on the subjoct i s w o l l s o t t l e d , t h a t i f 

i t i s dedicated as a p u b l i c parkway, and accepted as such-, 

i t i s without the power of the m u n i c i p a l i t y to use i t . 

But q u i t e apart from the l e g a l question, I come 

to tho much more s e r i o u s and much more important question, 

a t l e a s t as f a r as I am concerned, and that i s the moral 

i s s u e , i s i t proper. I s i t proper f o r o f f i c i a l s to permit 

c i t i z e n s t o dedicate l a r g e t r a c t s of v a luable land f o r a 

p a r t i c u l a r purpose, f o r the purpose of a park and then 

r e g a r d l e s s of your power, would you bo w i l l i n g , would you 
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bo w i l l i n g then t o permit t h a t land that you accepted f o r 

pari: purposes to be destroyed before your v e r y eyes? 

Do you imagine t h a t i f Mr. Charles C. Glover 

v/ore a l i v e and were about t o dedicate 77 a c r e s , or Mrs. 

Archbold were about to dedicate her 28 and some-odd a c r e s , 

and they were t o l d t h a t t h i s i s going to be used f o r an 

eight-lane highway that they would have dedicated i t ? 

Would you, or* y o i , or you, or any of you i n t h i s room have 

dono that f o r a moment? 

And i f you dedicated your valuable land f o r park 

purposes, out of the generosity of your h e a r t , would you 

bo w i l l i n g to see that park despoiled and used f o r a high

way? I say to you t h a t that phase of t h i s matter i s by 

f a r tho most s e r i o u s and the most important that you Com

missioners have t o decide. That you w i l l have to decide, 

whether or not you are w i l l i n g t o become partners to any 

plan which j o i n s i n the d e s p o i l i n g of lands t h a t have been 

i n good f a i t h accepted and given. 

And f i n a l l y , i f you take t h i s , i f you decide to 

tako t h i s Glover-Archbold Parkway, you w i l l come face t o 

f a c e w i t h the f r i g h t f u l i r r e v o c a b i l i t y of such an a c t . I t 

i s f r i g h t f u l , and i t i s f r i g h t e n i n g because onco you destroy 

t h a t park you can't put i t back. You are v e r y much i n tho 

p o s i t i o n , and you w i l l pardon me a c l a s s i c a l a l l u s i o n , of 

Othello when ho holds a candlo and s a y s : " I f I quench thee, 



251 
I can thy l i g h t relume, should I repent rao." And then 

ho turns to the beautiful Dosdemona and says: "But once 

thy l i g h t i s out, thou cunningost pattern of excel l i n g 

nature, I know not where i s that Promethean heat that can 

thy l i g h t relume." 

So I say to you gentlemen that the dreadul 

i r r e v o c a b i l i t y of tho step of destroying a beautiful park 

that other c i t i e s would pay millions to obtain, i f they 

possibly could, and which you cannot replace — i t i s n ' t 

i n your power to replace i t — I say i t i s a f r i g h t f u l 

decision that you have to make i f you make a decision to 

destroy i t . 

With that, s i r , I w i l l leave tho matter with you. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: You must have been 

watching the clock, Mr. Obear. I t i s j u s t exactly s i x o'clock. 

Thank you very much. 

STATEMENT OP CHARLES C. GLOVER, JR. 

MR. GLOVER: I am Charles C. Glover, J r . , and I 

would l i k e to state that I am opposed to the use of the 

park for the truck route. I also desire to state that 

having listened to General Grant I was greatly impressed 

v/ith h i s l a s t suggestion that maybe t h i s route could be 

carried outside the Canal. I stood on the Chain Bridge 

and looked up and down the r i v e r at that long area of 
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wasteland, rocks, bushes, and, after the ra i n y season, 
stagnant water, and I think a route carried down that 
area would tako away no houses and would destroy no beauty, 
and that that might be a solution to the objections which 
have been raised heretofore. 

COBC3ISSIONJSR KC LAUGHLIN: Thank you. 

(Applause.) 

(Blueprint of the Archbold Parkway and Deed of 

Anne Archbold follow:) 
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htil MR. OBEAR: Would you permit Sir. Archbold to make 

I statement? 

COMMISSIONER MC LAUGHLIN: Yes, indeed. 

STATEMENT OP JOHN D. ARCHBOLD. 

MR. ARCHBOLD: I concur f u l l y with Mr. Oboar. 

COMMISSIONER MC LAUGHLIN: We w i l l reconvene here 

at 7:30. 

(Thereupon, at 6:03 o'clock p.m., the hearing was 

recessed, to reconvene at 7:30 o'clock p.m., t h i s 

same date.) 
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EVENING SESSION 

7:30 p.m. 

COMMISSIONER MC LAUGHLIN: Come to order, 

please. 

Next we have the American Automobile Association 

to make a presentation, Mr. Washington I.Cleveland, 

Secretary. 

STATEMENT OF WASHINGTON I . CLEVELAND, SECRETARY 

AMERICAN AUTOMOBILE ASSOCIATION. 

MR. CLEVELAND: Mr. Chairman, and Members of the 

Board of Commissioners: My name i s Washington I Cleveland,* 

I am the Secretary of the D. C. Division, American Automobile 

Association, and I am here to present the recommendations 

of the D. C. Advisory Board of that organization. 

The D. C. Advisory Board of the American Auto

mobile Association c a l l s attention to the urgent need for 

prompt construction of the connecting l i n k between the 

Inner Loop surrounding the central business area of the 

City of Washington and Route 240 at the Maryland-District 

of Columbia l i n e . 

I n a r r i v i n g at a decision as to the best location 

for t h i s section of the Federal I n t e r s t a t e and Defense 

Highway System, we have been guided by three p r i n c i p l e s : 

F i r s t , U. S. 240 should be brought into the 
D i s t r i c t of Columbia over a route which would be of the 
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maximum service to the greatest number of users while 

at the same time being constructed according to the 

highest engineering standards and at the most economical 

cost to the taxpayers; 

Second, the building of t h i s highway should 

create the minimum of damage to private property; 

Third, i t should be located so as not to create 

such overwhelming opposition that the project might be 

tied up i n l i t i g a t i o n and Congressional hearings over a 

period of years. 

COMMISSIONER MC LAUGHLIN: Are you stating them 

i n the order of p r i o r i t y ? 

MR. CLEVELAND: I hadn't thought about the 

p r i o r i t y , s i r , but perhaps based on these c r i t e r i a t a n d the 

extended study by the Highways and Bridges Committee of 

the D. C. Advisory Board, American Automobile Assocation, 

i t i s recommended that Route 240 be constructed on the 

proposed A-2 route as approved by the D i s t r i c t of Columbia 

Department of Highways. 

The primary purpose of the Interstate Highway 

System i s to accommodate through, or inte r s t a t e and 

defense t r a f f i c . The Federal Aid Highway l e g i s l a t i o n 

did not contemplate the construction of the inte r s t a t e 

route for the pr i n c i p a l purpose of accommodating the 

great volume of l o c a l commuter t r a f f i c with i t s origin 
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and destination within the l o c a l area. 

Our Board c a l l s attention to the fact that the 

Wisconsin Avenue corridor which has been suggested by the 

National Capital Planning Commission i s already over

crowded. I t would seem to be u n r e a l i s t i c to bring into 

t h i s already overcrowded t r a f f i c artery the interstate 

t r a f f i c which flows over Route 240. 

COMMISSIONER MC LAUGHLIN: Doesn't that come 

mostly over the Wisconsin artery now? 

MR. CLEVELAND: I t does. What we are trying to 

indicate i s that i t would c e r t a i n l y r e l i e v e the Wisconsin 

Avenue corridor i f you could get i t off of there. 

On the other hand, the proposed Route A-2, 

following the Potomac River from the Maryland-District of 

Columbia l i n e to the Inner Loop, i s not so overcrowded 

with l o c a l t r a f f i c and could accommodate the interstate 

vehicles without creating undue congestion. 

I f the Wisconsin Avenue corridor were adopted 

as the means of bringing Route 240 into the D i s t r i c t of 

Columbia i t would have a very disastrous a f f e c t upon the 

northwest section of the City because i t would consti

tute a barrier separating the area east of Wisconsin 

Avenue from the area west of ?/isconsin Avenue. 

Our Board i s conscious of the fact that no 

one route w i l l accommodate a l l the t r a f f i c flowing into 
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the D i s t r i c t of Columbia from the Maryland suburbs. 

I t recognizes that a l l of the p r i n c i p a l a r t e r i e s leading 

into the central c i t y must be improved, including Wiscon

s i n Avenue. Unless t h i s i s done, future t r a f f i c needs 

w i l l not be met and congestion on such routes as Georgia 

Avenue, 16th Street, Connecticut Avenue, T/isconsin Avenue 

and Massachusetts Avenue w i l l become intolerable. 

I t i s our opinion that t h i s commuter t r a f f i c 

should be dispersed so that i t w i l l flow over a l l of 

these routes rather than have a large portion of i t 

funnaled into one main artery as i s contemplated by the 

advocates of the Wisconsin Avenue corridor project. 

One of the great advantages i n the selection 

of the A-2 route along the Potomac River i s that i t 

eliminates the construction of many expensive highv/ay 

overpasses such as would be required i f the Wisconsin 

Avenue corridor route were adopted. 

The damage to important business properties 

along the Wisconsin Avenue corridor route i s vastly 

greater than the damage to abutting property along route 

A-2. For example, since the Wisconsin Avenue route has 

been brought into serious discussion, the Government 

Employees Insurance Company whose location would be 

adversely affected, has stopped construction pending the 

outcome although close to a m i l l i o n dollars has already 
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been invested by that firm. By contrast, along the A-2 

route, only forty-three dwellings of a minor r e a l estate 

value, would have to be acquired. (This figure i s taken 

from report of June 1957 of Clarkeson Engineering 

Company, Inc.) 

Another advantage to the use of route A-2 i s 

that i t would make unnecessary the use of Glover-Archbold 

Parkway as a portion of the Interstate System. This 

fact i s important because much of the Glover-Archbold 

Parkway consists of land donated for park use only. As 

trucks must be permitted to use the Inte r s t a t e System 

there i s a r e a l question as to whether Glover-Archbold 

Parkway could be b u i l t for t h i s purpose. 

Another important aspect of t h i s problem i n 

volves the question of damage to adjacent property. The 

A-2 route following the Potomac River i s located on the 

r i v e r side of a l l r e s i d e n t i a l dwellings between MaeArthur 

Boulevard and the proposed highway, thereby creating a 

minimum of disturbance and damage to adjacent property 

owners. 

Of outstanding importance i s the matter of 

comparative costs. The A-2 route would cost approximately 

thirteen m i l l i o n dollars l e s s than the Wisconsin Avenue 

corridor route. 

F i n a l l y , i t should be borne i n mind, as stated 
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e a r l i e r , that the pri n c i p a l consideration i n connection 

with the location of Route 240 i s to f a c i l i t a t e the pur

pose of an int e r s t a t e route and not to solve the D i s t r i c t 

of Columbia t r a f f i c problems. Route A-2 v / i l l serve i n t e r 

state t r a f f i c more expeditiously by keeping i t out of the 

main stream of l o c a l t r a f f i c . 

The D. C. Advisory Board of the American Automo

b i l e Association strongly urges the Commissioners of the 

D i s t r i c t of Columbia to approve the plan as recommended 

by the D i s t r i c t of Columbia Department of Highways; namely 

Route A-2 along the Potosac River, as the location of 

that portion of Route 240 between the Maryland-District 

of Columbia l i n e and the Inner Loop. 

I want to thank you very much for the pri v i l e g e 

of presenting t h i s , and say that you c e r t a i n l y are to be 

commended for the excellent way that you have conducted 

t h i s hearing. You ce r t a i n l y have given everybody their 

f u l l day i n Court, and I am sure, as one of those who 

has been here today, i t i s deeply appreciated. 

COMMISSIONER MC LAUGHLIN: That i s the only 

way v/e can s a t i s f y everybody. 

Thank you, Mr. Cleveland. 

Mr. L. 0. Bolton, Assistant Urban Engineer, 

V i r g i n i a Department of Highways. 

Mr. Bolton, we are very glad to have you. 
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STATEMENT OP MR. L. 0. BOLTON, ASSISTANT URBAN 

ENGINEER, VIRGINIA DEPARTMENT OF HIGHWAYS. 

MR. BOLTON: Mr. Chairman, I am L.O. Bolton, 

AfElstant Urban Engineer, Vi r g i n i a Department of Highways, 

appearing i n response to your i n v i t a t i o n . 

On behalf of the department I would l i k e to thank 

you for the opportunity to present our views. 

I n accepting your i n v i t a t i o n , we advised that 

we could not make any recommendations concerning the 

location of Inte r s t a t e Route 240 since no part of t h i s 

route l i e s within the State of V i r g i n i a . 

We are informed that the Department of Highways 

of the D i s t r i c t of Columbia favors the route designated 

as A-2. There i s one recommendation included i n the 

route A-2 proposal which v i t a l l y concerns V i r g i n i a . I am 

re f e r r i n g to the proposed Potomac River Bridge at Arizona 

Avenue. 

A bridge at Arizona Avenue provides V i r g i n i a 

an excellent solution to the ever-increasing t r a f f i c con

gestion problem at Chain Bridge. This location i s also 

most favorable for the construction of adequate approach 

roads and connections on the Virginia side. 

Should the Board of Commissioners find that a 

bridge at t h i s location v / i l l serve the best interests of 

the D i s t r i c t , the Virg i n i a Department of Highways i s 
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prepared to provide proper appsaches and connections 

to the new bridge i n Arlington County. 

Thank you. 

COMMISSIONER MC LAUGHLIN: I s i t true, Mr. 

Bolton — I haven't quite understood which i t i s , and I 

should ask someone else , probably — that Chain Bridge 

becomes obsolete under the A-2 plan? 

Mi'. Robertson should answer that. 

Would i t be obsolete i n a l l respects, or j u s t 

with respect to ce r t a i n highways? 

MR. ROBERTSON: Mr. President and gentlemen, 

you have heard a lot of discussions about more bridges 

needed across the Potomac River. We a l l agree we do need 

more bridges across the Potomac River. 

Chain Bridge, a f t e r the Arizona bridge i s b u i l t , 

w i l l act more as a l o c a l connection to the v i c i n i t y 

adjacent to the bridge on each side. We believe a f t e r the 

Arizona Avenue bridge that Chain Bridge w i l l probably 

carry f i v e to s i s thousand vehicles a day. 

I t i s a thirty- f o o t vide, t h i s roadway. Right 

now we have three lanes. But as soon as the new Government 

building opens up over there we w i l l probably have to put 

i t back to two lanes. U n t i l the time that we build the 

new bridge, which again I say i s not part of the 240 

connection, Chain Bridge w i l l carry a t e r r i f i c load because 
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Canal Road w i l l have to be used from Arizona Avenue to 

the bridge as two-way operation. 

COMMISSIONER MC LAUGHLIN: We w i l l go into that 

l a t e r on. Thank you very much. 

Are there any questions? 

I f not, thank you, Mr. Bolton. 

Mr. James C. ?/ilkes, Counsel for the Government 

Employees Insurance Company. 
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STATEMENT OF JAMES C. WILKES, COUNSEL 

GOVERNMENT EMPLOYEES INSURANCE COMPANY. 

MR. WILKES: Mr. President and Members of the 

Board of Commissioners. My name i s James C. Wilkes. I 

appear here today on behalf of tho Government Employees 

Insurance Company, one of the larger insurance companies 

located i n the Washington metropolitan area. The principal 

officesof t h i s company are i n several o f f i c e building i n 

the City of Washington at t h i s time. 

The Government Employees Insurance Company i n 

1955 acquired a tr a c t of land of s l i g h t l y more than 28 

acres i n s i z e located immediately west of the Chevy Chase 

Braneh of the Woodward and Lothrop Department store on 

Wisconsin Avenue and Western Avenue. 

This s i t e has street frontage on Western Avenue 

and i s located i n Montgomery County, Maryland. I n August, 

1957, the company commenced construction of a new opera

tions building on t h i s s i t e to contain approximately 

212,000 square feet of floor space. Thereafter, at 

considerable hardship and cost, construction was suspended 

for reasons which w i l l hereafter be given. 

Three of the routes under consideration here 

today involve the location of U. S. Highv/ay 240, along 

routes C and D, east of Wisconsin Avenue as designated 

i n the Clarkeson report, or a route generally following 
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routes C and D but intersecting Western Avenue at a point 

west of Wisconsin Avenue and taking a portion of the 

Government Employees Insurance Company s i t e . 

I f t h i s l a t t e r route i s selected, the highway 

authorities would take approximately 6.8 acres of the 

Insurance Company's s i t e , I might say at that point that 

as against 28 acres, 6.8 might not sound l i k e so much, 

but because of topography, the requirements of the 

neighbors i n connection with zoning concessions which were 

given, and the requirements of the County authorities, the 

6.8 acres which we would lose i s as good as any other land 

and i s approximately one-half — as a matter of f a c t , i t 

i s s l i g h t l y l e s s than one-half — of the area which i s 

available under present zoning for the construction of 

t h i s o f f i c e building. 

The Company i s therefore v i t a l l y interested 

i n the route selected for U. S. Highway 249. 

This s i t e was selected by the Insurance Company 

following extensive studies, s i t e inspection of t h i s 

property, as well as other locations i n the D i s t r i c t of 

Columbia and nearby Maryland and V i r g i n i a , and following 

the securing of the necessary zoning approvals. 

Assuming that the route selected for U. S. 

Highway 240 follows the Wisconsin Avenue corridor, the 

Company w i l l have available a s i t e of only 20 acres 
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because of the addition to the land to be taken for the 

highway. 

The Company, at the request of the Maryland 

National Capital Park and Planning Commission, had dedicated 

a l i t t l e more than two acres of the land for public 

purposes. A s i t e of 20 acres, according to the study 

prepared by engineering and space consultants of the 

Company, i s approximately 40 percent smaller than the 

s i t e recommended to take care of the future growth of the 

Company for a forty-year period. That i s taking into 

consideration the topographical and other conditions 

referred to. 

The Company i s therefore confronted with the 

very serious threat to the s i t e selected to serve the 

Company's needs for tho location of i t s operational 

building for a minimum of 20 years to be so reduced i n 

si z e as to preclude the long-range use of the property 

based upon the most appropriate type of land u t i l i z a t i o n 

from the Company's operating standpoint. 

I would l i k e to point out that among the con

siderations which were given to t h i s s i t e i s the fact 

that the topography was such that there could be a parking 

lo t on the south entering into the second flo o r , a parking 

lo t to the north entering into the f i r s t f l o o r . 

The r e s u l t i s that the building being only a 
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three-story building, would not involve the necessity of 

having any elevator- i n s t a l l e d for the use of the personnel. 

The foundation and the part of the building above 

the foundation has been completed, and i t w i l l be impractic

able, i n the opinion of the architect and of the builder, 

to u t i l i z e to any advantage the part of the structure 

which has already been completed and construction upon 

which has been temporarily suspended u n t i l we can find 

out where we stand. 

The Company has proceeded v/ith i t s construction 

program after completing one of the most exhaustive s i t e 

studies undertaken by any company i n t h i s area. 

Public o f f i c i a l s , both of the D i s t r i c t of Columbia 

and of Montgomery County, as well as the State Roads 

Commission of Maryland, are f a m i l i a r with the plans of 

the Company to locate i t s operations on the t r a c t of land 

immediately west of the Chevy Chase Branch of the Woodward 

and Lothrop store. Since l a t e 1954 the o f f i c i a l s of the 

Montgomery County have been advised of a l l of the plans 

of the Company. Following the securing of the o r i g i n a l 

zoning of the property i n the spring of 1955, the Maryland 

National Capital Park and Planning Commission has been 

kept f u l l y posted si to the plans of the Insurance 

Company. 

On October 18, 1957, the Company f i r s t learned, 
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through a newspaper a r t i c l e , of the p o s s i b i l i t y of 

locating U. S. 240 over a portion of the Company's s i t e , 

the association i n the area were kept f u l l y informed as 

to the plans of the Insurance Company prior to that date. 

I n J u l y of 1957, ground-breaking ceremonies 

were held and County o f f i c i a l s were present at that 

occasion. I n August, 1957, the construction commenced, 

and from that date to shortly after October 18, 1957, when 

the Company learned of the threat that United States Route 

240 might be located over a portion of the s i t e , almost 

a m i l l i o n dollars v/as spent i n acquiring the s i t e and i n 

preparing the plans for the building, and an additional 

$500,000 for on-site construction, that i s , s t e e l and con

crete . 

Although the Insurance Company's position from 

the standpoint of i t s future building plans at Western 

Avenue are materially affected, the Company recognises 

that progress can not be retarded or stopped by a single 

company. 

The Company also recognizes that the o v e r a l l 

community requirements must be s a t i s f i e d although i t 

may seriously a f f e c t many property owners. I n t h i s regard 

i t i s obvious that wherever the highv/ay i s located must of 

necessity a f f e c t the area through v/hich i t runs. The 

Insurance Company nevertheless believes that the location 
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of U. S. 240 along the modified routes C and D, which i s 

west of Wisconsin Avenue, i s not the most appropriate or 

desirable location for highway 240, 

The Company has considered the e f f e c t of locating 

the highv/ay along the above routes as v/ell as other sug

gested routes i n the area and i t i s the Company's belief 

that the routes designated as A or A-2 i n the Clarkeson 

report best serve the interests of the D i s t r i c t of Columbia 

the surrounding area and the int e r s t a t e t r a f f i c using 

Highway 240. 

Some of the most important f a c t s supporting the 

Company's positiou are set forth as follows: 

1. The location of U.S. Highway 240, along 

either routes C or D, or the modified routes C or D, or 

along River Road connecting with Wisconsin Avenue corridor 

at the D i s t r i c t l i n e below Montgomery County, w i l l have 

the most serious adverse effect upon the established 

neighborhoods both i n the D i s t r i c t of Columbia and i n 

Montgomery County of any of the routes concerned. 

I n t h i s connection i t i s s i g n i f i c a n t to f u l l y 

appreciate that the above routes pass through the most 

heavily developed area i n the D i s t r i c t of Columbia or 

Montgomery County west of Constitution Avenue and Rock 

Creek Park. Thus, by necessity, more promptly improve

ments w i l l be effected both i n the D i s t r i c t of Columbia 
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and i n Montgomery County i f Route C or Route 0 or the 

modified routes C or D are selected. 

As members of the Board of Commissioners you 

have had an opportunity to observe the serious problems 

which a f f e c t a neighborhood or area when i t i s placed i n 

such an uncertain status. 

I n the southwest area of Washington we observed 

that property owners suffered many serious problems and 

hardships once that area was scheduled for redevelopment. 

No building permits were obtainable, property ov/ners found 

i t d i f f i c u l t to r e t a i n tenants, respective purchasers 

directed their needs to other areas, a l l of which mater

i a l l y affected the market value and the l i v a b i l i t y of tho 

southwest area. 

Obviously the same problems and dislocation v / i l l 

r e s u l t i n the establishment of a highway of the s i z e of 

U. S.-240. Property ov/ners and residents of Wisconsin 

Avenue and Glover-Archbold Parkway area w i l l soon discover 

that a large limited access highv/ay located within that 

area w i l l forever change the character of the area. 

On the other hand, the u t i l i z a t i o n of the 

Clarkeson route A or A-2 along the Potomac r i v e r w i l l 

have substantially l e s s adverse e f f e c t upon the surrounding 

area and v / i l l a f f e c t fewer property owners. 
2. The location of the highway along routes 
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C and O i n the D i s t r i c t of Columbia w i l l not from a 

t r a f f i c standpoint substantially aid the residents of the 

northwest section of the D i s t r i c t of Columbia. Because 

U» S. Highway 240 i s a limited-access highway i t w i l l 

be d i f f i c u l t for most residents of t h i s section of the 

City to gain access to the expressway. There w i l l be 

probably only two or possibly three points of access to 

the highway from the D i s t r i c t l i n e to the Glover-Archbold 

} .rkway. Unless substantial and major highv/ay improve-

nts are made along these approach routes, many of the 

people v / i l l find that the congestion i n reaching the 

express highway eliminates any advantage i n using i t . 

We believe that the same condition applies i n 

the South Bethesda aroa of Montgomery County, The r e s i 

dents of the D i s t r i c t of Columbia and lower Montgomery 

County v / i l l be best served by improving Wisconsin Avenue 

and other streets i n the area, v/ith emphasis on taking 

care of l o c a l t r a f f i c needs. 

The location of the proposed r.oute along the 

Clarkeson routes A and A-2 w i l l best serve tho t r a f f i c 

requirements of the City by routing int e r s t a t e t r a f f i c 

around the City and prevent the over-concentration of 

t r a f f i c at one point on the Inner Loop as w i l l occur 

through the u t i l i z a t i o n by the Clarkeson routes C and D 

along the so-called Wisconsin Avenue corridor. 
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A l l concede that no single highv/ay can adequately 

take care of a l l of the t r a f f i c of the northwest section 

of Washington, D. C. and the affected area of Montgomery 

County. Therefore the interest of the residents of the 

D i s t r i c t of Columbia w i l l be served best by locating 240 

along a route that has the least adverse impact upon the 

City as a whole. 

3. The Clarkeson report discloses that the 

section of the route along Wisconsin Avenue corridor, 

that i s , C and D, w i l l create the mo3t serious disruption 

of t r a f f i c during the period of construction as compared 

with other routes considered. 

I have i n mind that the underpass going below 

DuPont C i r c l e took almost two years to build. And v/hile 

t h i s i s an uneducated guess, I would say perhaps four 

years would be a minimum time v/hich v/ould be required to 

do the major part of t h i s t r a n s i t i o n should C and D be 

u t i l i z e d . 

4. The cost of construction of U. S. Highway 

240 and the cost of land acquisition along either the 

Wisconsin Avenue corridor or the River Road connecting 

with Wisconsin Avenue corridor at the D i s t r i c t l i n e i s 

the more expensive route and substantially exceeds the 

cost of the route along the Potomac River. 

5. The construction of U. S, Highv/ay 240 along 



271 
routes A or A-2 w i l l have les s adverse effect upon the 

recreational park areas of the D i s t r i c t of Columbia than 

the routes along the Wisconsin Avenue corridor. And I 

would l i k e to point out i n that connection that i n addition 

to the area which was referred to by counsel for Mr, 

Glover and Mrs. Archbold, i f the tunnel were ever b u i l t , 

i t would involve a u t i l i z a t i o n of the parkway which i s 

contiguous to and north of Massachusetts Avenue, which i s 

a very beautiful parkway, and a parkway which I am sure 

has been enjoyed by people i n the D i s t r i c t of Columbia for 

many years. 

6. Federal plans for tho location of U. S. Highway 

240 u t i l i z e generally the routes designated as A and A-2. 

This location has been included i n the general location 

of approved interstate highway systems i n the v i c i n i t y 

of the D i s t r i c t of Columbia and approved by the Bureau of 

Public Roads as of September, 1955. 

There appears to be no j u s t i f i a b l e reason at 

t h i s time for changing the location of IJ. S. Highway 240 

from the location heretofore approved as part of the 

In t e r s t a t e Highv/ay System. 

S i t t i n g here today and p a r t i c u l a r l y observing 

the map which i s mounted highest of the several e x h i b i t s , 

i t occurred to me that a s i t u a t i o n would have to be quite 

compelling from the point of view of a l l of the people 
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of the D i s t r i c t of Columbia — forgetting the individual 

in t e r e s t s of different property ov/ners, to erect a v e r i t 

able Chinese w a l l through the very heart and almost equally 

bisecting the northwestern section of the City of Washing

ton. 

Of course that Chinese wall v/ould serve well 

people i n distant parts of Maryland. But i t v/ould c e r t a i n l y 

not serve but be a very great disservice to people i n the 

northwest section of the City of Washington, and that scar 

w i l l be with us for many generations to come. 

I was impressed i n that connection with the 

statement v/hich the gentleman speaking on behalf of the 

Palisades Citizens Association made i n re f e r r i n g to the 

l e g i s l a t i v e history. He pointed out that the function 

of these interstate highway routes i s not to a l l e v i a t e 

or to solve l o c a l t r a f f i c conditions, but to carry t r a f f i c 

from one portion of the state to another portion of the 

same state or an adjoining s t a t e , and then to provide 

connecting l i n k s where necessary. 

I f C and D have anything at a l l to recommend 

them, as I know the picture, to the limited extent v/hich 
i 

I do, i t serves a l o c a l t r a f f i c s i t u a t i o n , but no more. 

That i s v/here the service stops. 

Now as against that, A-2 does the least harm 

that any approach from t h i s i n t e r s t a t e road into the City 
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of Washington could possibly have. And the reason i s 

obvious. The topography i s such that i t i s low with r e 

l a t i o n to most of the homes i n that section. 

I n addition to that, when you are next to a 

r i v e r , you are next to a ravine and anything on the r i v e r 

side i s n ' t going to hurt you too much. 

I believe that anywhere i n the D i s t r i c t of 

Columbia, north, south, east or west, you couldn't find 

an approach which would do less harm to the City of 

Washington and to i t s residents than could t h i s A or A-2 route. 

And then I would l i k e to supplement that by t h i s 

further observation. We a l l love parks. We a l l want to 

preserve parks. But parks are cot for a few people v/hc 

s t r o l l through them. Parks, I submit, are for a l l of the 

people. And I can't imagine any finer-way to go home 

than i t would be to overlook the Potomac River. I can't 

imagine any fin e r way to come to work or to. approach the 

City or to leave the City, 

I don't believe that the wonderful Palisades of 

the Potomac and the beautiful Potomac over which I have 

canoed hundreds of times, would be materially affected, 

p a r t i c u l a r l y so i f ycu spend the difference between what 

C and D v/ould cost from i s o l a t i n g , from an aesthetic 

point of view, the road from the residents and from the 

people using the Potomac River. 
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I submit that from anything that I have heard 

today, independent of my ov/a representation, C and D have 

l i t t l e to recommend them excepting i t s u t i l i z a t i o n for 

l o c a l t r a f f i c . 

And I would l i k e to make t h i s f i n a l statement 

on behalf of the Masser family which owns some r e a l estate 

which w i l l be bisected i n the D i s t r i c t of Columbia j u s t 

opposite the Government Employees Insurance Company s i t e . 

Since we have had the sales tax i t has been 

proven beyond any possible controvery that the fi n e s t 

pickings for the D i s t r i c t of Columbia, f i n a n c i a l l y , come 

from the sales tax. I t costs almost nothing to administer, 

and almost nothing to c o l l e c t . And i t requires almost 

no service i n connection with the servicing of the cause 

for bringing i n t h i s revenue. 

On the north side of the Maryland-District of 

Columbia l i n e the Maryland authorities have s t o l l e n a 

march. They are very wisely, from their point of view, 

had erected a very fin e shopping center on the northwest

e r l y intersection, and Woodward and lothrop i s f i n e , the 

department stote — one at the northeast and one at the 

northwest intersection. Those two uses bring i n many 

hundreds of thousands of dollars i n taxes, and much of i t 

comes from the people i n the D i s t r i c t of Columbia. 

The property on the D i s t r i c t of Columbia side 
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has been under-developed and there i s a wonderful oppor

tunity to get, right today, one of the f i n e s t Nev/ York 

stores, one of the highest c l a s s Mew York stores v/hich 

i s presently negotiating for the Masser s i t e , and to have 

t h i s highv/ay r u i n that for a l l time i s a minor factor 

from the point of view of the whole consideration, but i t 

would be very d i f f i c u l t for the D i s t r i c t of Columbia to 

ever adequately capture the income which i t now has as a 

p o s s i b i l i t y . 

Thank you. . ., --• 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. Wilkes 

Woodward and Lothrop, Mr. Xoehler and Mr. Parker 



278 
MR. KOEHLER: Mr. Chairman and Commissioners: 

My name i s John T. Eoehler, attorney. Although I have 

l i s t e d my appearance on behalf of Woodward and Lothrop, 

I request your permission to have my statement presented 

by the President of that corporation, Mr. Andrew Parker. 

COMMISSIONER MC LAUGHLIN: Thank you. 

STATEMENT OF ANDREW PARKER, PRESIDENT, WOODWARD 

AND LOTHROP, ACCOMPANIED BY JOHN T. KOEHLER, 

ATTORNEY REPRESENTING WOODWARD AND LOTHROP. 

MR. PARKER: Mr. President, members of the 

Board of Commissioners: 

I appear before you today representing Woodward 

and Lothrop, Inc., a Washington i n s t i t u t i o n engaged i n 

the department-store business i n the D i s t r i c t of Columbia 

since 1880. The company, i n addition to i t s main store 

i n downtown Washington, operates f i v e branch stores, one 

of which i s the Chevy Chase branch at Wisconsin and 

Western Avenues i n Jaontgomery County, Maryland. 

I am authorized to advise you that Woodward 

and Lothrop, by unanimous vote of i t s Board of Directors, 

opposes the so-called Wisconsin Avenue corridor i n 

Northwest Washington for Route 240 for the reason that 

the use of t h i s corridor f o r t h i s purpose would very 

seriously and adversely a f f e c t the business and growth 

of our Chevy Chase branch. 
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Woodward and Lothrop, asido from the government, 

i s one of the largest employers of personnel i n the 

D i s t r i c t of Columbia. Our Chevy Chase branch alone 

employs 450 people and does an annual business of approxi

mately $10 m i l l i o n . An addition to the Chevy Chase 

branch i s presently under construction which, a f t e r 

completion, w i l l increase the t o t a l s e l l i n g area of 

t h i s branch by approximately 70 percent. The t o t a l 

investment of the company i n the Chevy Chase branch, 

a f t e r completion of the addition, w i l l be approximately 

$5,300,000. 

The Chevy Chase branch was opened for business 

i n 1950 and was the f i r s t substantial r e t a i l e s t a b l i s h 

ment i n the area immediately north of Western Avenue. 

Since that time, a large shopping center has been con-

strueted on tho eastern side of Wisconsin Avenue d i r e c t l y 

across the st r e e t from the Chevy Chase branch. This 

center includes u n i t s of such well-known stores as 

Raleigh Haberdasher, Rich's, Mclntyre Hardware, Fanny 

Farmer, Giant Food Stores, Camaller and Buckley, Peoples 

Drug Store, Arcade Sunshine Laundry, R. Harris and 

Company, et cetera. I n addition, a medical center has 

been established i n t h i s area i n recent years. 

Both the large shopping center i n t h i s area 

and the Chevy Chase branch of Woodward and Lothrop 



278 

provide substantial and convenient shopping f a c i l i t i e s 

f o r the residents of Northwest Washington as we l l as f o r 

many residents of Montgomery County, Maryland. These 

fa m i l i e s , by and large, use automobiles i n making t h e i r 

shopping t r i p s to and from t h i s area, i t being estimated 

by Woodward and Lothrop o f f i c i a l s that 95 percent of 

a l l sales at i t s Chevy Chase branch are to customers who 

have driven t h e i r own cars to the store. 

The location of an eight-lane expressway through 

the most t h i c k l y populated area of Northwest Washington 

would disrupt, and doubtless permanently change, the 

established shopping patterns of residents of t h i s area, 

would deprive them of ready access to convenient shipping 

f a c i l i t i e s and would cause a serious curtailment of 

business i n the area, both during and a f t e r the long 

period of construction of t h i s expensive f a c i l i t y . 

Should the Commissioners of the D i s t r i c t 

approve the use of the Wisconsin Avenue corridor to the 

D i s t r i c t l i n e as the roadway for the D i s t r i c t portion of 

Route 240, present plans would c a l l for t h i s new route 

to end at a point on Western Avenue i n the D i s t r i c t 

which, when extended into Maryland, would cross over 

property owned by the Government Employees Insurance 

Company and by Woodward and Lothrop. The extent of the 

damage which w i l l thereby accrue to the business of these 
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two corporations w i l l depend, i n part, upon matters which 

are s t i l l somewhat conjectural, namely, the exact location 

of the road, the width of the s t r i p needed to accommodate 

i t , the l e v e l at which the road w i l l cross t h i 3 property — 

whether at e x i s t i n g grade, below or above i t — the date 

construction w i l l commence, the period of construction, 

and other factors which, understandably enough, have not 

been resolved at the present time. 

To c i t e but one example, and as counsel for 

Government Employees Insurance Company has already 

pointed out, i f present tentative plans are made f i n a l , 

the building programs of t h i s company w i l l be abruptly 

ended while, at the same time, a portion of the parking 

f a c i l i t i e s of the Chevy Chase branch w i l l be taken over. 

I n the event, however, that the tentative 

width of the s t r i p i s increased or i t s location s h i f t e d 

eastward, tho eff e c t on the Chevy Chase branch would be 

even more severe since either of these moves would r e s u l t 

i n greater, or perhaps complete, loss of our parking 

f a c i l i t i e s i n that area. 

I t i s axiomatic i n the department-store business 

that, generally speaking, branch stores i n or near subur

ban shopping centers depend upon tho use of private auto

mobiles for p r a c t i c a l l y a l l of t h e i r business. The lo s s 

of t h i s Woodward and Lothrop parking l o t would, therefore, 
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almost completely destroy one of the important segments 

of the business of the company. 

The appropriate authorities of Montgomery 

County, Maryland, befoer issuing a building permit for 

our Chevy Chase addition, required us to increase our 

parking f a c i l i t i e s to 1100 car spaces, which figure was 

determined on the basis of the square footage of s e l l i n g 

and other space i n the enlarged Chevy Chase branch. And 

I might add that t h i s new addition w i l l be costing Woodward 

and Lothrop $2,325,000. 

A loss of any of our parking space i n t h i s 

area would, therefore, wholly aside from i t s detrimental 

e f f e c t on our business, place us i n the unenviable posi

tion of being i n v i o l a t i o n of the legal requirements of 

Montgomery County respecting parking for suburban stores 

through no f a u l t of our own, and of being unable to cure 

t h i s v i o l a t i o n by the acquisition of more land. 

Another aspect of the case merits br i e f con

sideration. I f tho D i s t r i c t Commissioners approve the 

Wisconsin Avenue corridor as the location i n the D i s t r i c t 

for Route 240, the extension of t h i s road into Maryland 

w i l l mean that the Chevy Chase branch w i l l be bounded 

on the east by Wisconsin Avenue — which i s i t s e l f a 

busy thoroughfare — and on the west, and perhaps also 

on the north, by a new eight-lane express highway. 
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The r e s u l t of t h i s road encirclement w i l l he 

that the Chevy Chase branch w i l l become an isolated 

business u n i t , impossible of access from at lea s t two 

sides during a long period of construction, and presum

ably d i f f i c u l t of access thereafter from these sides. 

Woodward and Lothrop r e a l i z e s that Route 240 

must come into the D i s t r i c t of Columbia, somewhere. The 

ultimate decision for such location r e s t s with you 

gentlemen. I n making t h i s decision, the Commissioners 

w i l l , of course, be governed by many considerations 

including property damage, damage to residents, damage 

to business i n t e r e s t s , aesthetic values and other relevant 

matters. 

Woodward and Lothrop urges the Commissioners 

not to locate t h i s road i n an area which i s heavily 

populated. Such location would not only seriously, 

and perhaps permanently, disrupt established l i v i n g 

patterns respecting schools and churches, but would also 

greatly c u r t a i l the shopping conveniences presently 

enjoyed by the residents of t h i s area. 

I n addition, such location would r e s u l t i n 

a very substantial reduction i n the business of Woodward 

and Lothrop and a consequent loss of income and employment 

to many individuals residing i n metropolitan Washington. 

Thank you, gentlemen. 
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COMMISSIONER MC LAUGHLIN; Thank you, Mr. 

Parker. 

I s there a representative here from the Washing

ton Real Estate Board? 

MR. THORNETT: I have a l e t t e r that they f i l e d 

and would l i k e to have put i n the record. I t i s a very 

short l e t t e r . 

COMMISSIONER MC LAUGHLIN: We w i l l incorporate 

t h i s i n the record. 

MR4 THORNETT: That l e t t e r i s i n favor of 

Route A-2. 

(The above-mentioned l e t t e r i s as follows:) 

Washington Real Estate Board, Inc. 

An association of r e a l t o r s . 

1000 Investment Building, 1511 K Street, NW. 

Washington 5, D. C. 

December 20, 1957 

Board of Commissioners 

D i s t r i c t of Columbia 

D i s t r i c t Building 

Washington, D. C. 

Gentlemen: 

I n accordance with your recent request for 

comments on the location of Route 240 within the D i s t r i c t 

of Columbia, I am please to transmit below the o f f i c i a l 
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statement of the Washington Real Estate Board for i n c i s i o n 

i n your testimony at the January 6, 1953, public hearings: 

"At a meeting of the Zoning Committee held 

December 13, 1957, attended by the f u l l Committee, i t 

was unanimously recommended that Route A-2, as shown on 

the attached report of the Clarkeson Engineering Company, 

dated June 1057, be selected as the route of 240 through 

the D i s t r i c t of Columbia, and that the Glover-Archbold 

Parkway not be considered. 

" I t v/as further recommended that the government 

immediately take the necessary steps to acquire the 

rights-of-way. 

"The suggested A-2 would not s p l i t up e x i s t i n g 

neighborhoods to the degree which would e x i s t i n the 

selection of Routes A, C, and D. This route would bo 

l e s s costly to the D i s t r i c t of Columbia i n acquiring 

rights-of-way and would r e s u l t i n the lowest loss i n 

r e a l estate taxes to the D i s t r i c t of Columbia. 

"We respectfully submit t h i s resolution for 

consideration at the hearing to be held January 0, 1958." 

Thank you for your consideration. 

Respectfully, 

s/ J u s t i n Hinders 

t / J u s t i n Hinders 

Executive Vice-President 
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COMMISSIONER MC LAUGHLIN: Mr. Canning, 

Engineering Director of the Keystone Automobile Club. 

STATEMENT OP WILLIAM S. CANNING, ENGINEERING 

DIRECTOR, KEYSTONE AUTOMOBILE CLUB. 

MR. CANNING: Mr. Chairman and gentlemen of 

the Commission: 

I am William S. Canning, Engineering Director 

of the Keystone Automobile Club. I am here by direction 

of the D i s t r i c t of Columbia advisory board of that 

organization to state very b r i e f l y — and I assure you 

that I am not going to repeat that v/hich has been said 

before — the position of that organisation and that 

advisory board. 

On Tuesday, November 28, 1957, the advisory 

board took up the subject of the location of Route 240 

as i t v/ould enter the D i s t r i c t of Columbia. They examined 

the maps and the plans that were then available to them. 

They listened to the discussion, they considered the 

proposals that had been advanced by the Clarkeson 

Engineering Company, and knowing f u l l w e l l the purposes 

behind the designation of the In t e r s t a t e Highway System, 

they gave consideration to the manner i n which the several 

proposed routes would serve the purposes of that 90-10 

In t e r s t a t e System program. 

As a consequence, by the vote of those present, 

they decided to support the proposal A-2, as has been 
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clO designated by the Clarkeson report and on the map that 

i s before us here t h i s evening. 

At that meeting we were f u l l y cognizant of 

the f a c t that t h i s highway can not be anticipated to 

carry a l l of the t r a f f i c that might be assigned to a 

Int e r s t a t e Route within the corridor. 

I r e f e r again to the c r i t e r i a that has been 

set up by the Bureau of Public Roads for the purpose of 

studying or measuring the value of I n t e r s t a t e Routes, 

wherein they say that i t i s not at a l l possible to carry 

a l l of the t r a f f i c within a corridor which might be 

assigned to a s p e c i f i c I n t e r s t a t e Route. 

We point out that much of the t r a f f i c which 

w i l l follow the Wisconsin Avenue proposal i s rather 

l o c a l i n character, and as such the Federal Aid commit

ments are on the 50-50 basis on the urban portion of 

the allocations of the Federal Aid, and as such that 

can and should be applied to the improvement that may 

be necessary to provide adequate service to the area 

along the Wisconsin Avenue. 

We f e e l that Route A-2 would serve best the 

purpose behind the designation of the In t e r s t a t e Highway 

System. 

Thank you, Mr. Chairman. 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. Canning. 
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Are you thinking, Mr. Canning, that there w i l l 

s t i l l have to be further improvements along the central 

corridor, the Wisconsin Avenue corridor, but that i t i s 

better to do i t on a 50-50 basis than 90-10? 

MR. CANNING: Frankly, yes. I think that 

there w i l l have to be improvements of many of the l o c a l 

highways of the primary system, of what i s the highway 

system of any municipality, over and above that which i s 

designed to be the I n t e r s t a t e System, because, as I say, 

you can't design an I n t e r s t a t e System to carry both the 

type and character of t r a f f i c that an I n t e r s t a t e System 

i s presumed to carry, and at the same time serve the 

l o c a l needs. Therefore, the l o c a l needs must be served 

by an additional system or network which may be known 

as the primary system. 

COMMISSIONER MC LAUGHLIN: I t i s because of 

limited access? 

MR. CANNING: P a r t l y because of limited access, 

and p a r t l y because of the necessity for having more 

frequent access to the primary roads. I can think of 

primary roads being limited access as w e l l , but we must 

not forget that when t h i s enormous sum of money i s 

invested i n our I n t e r s t a t e System, we can not afford, 

either i n the matter of safety or i n the matter of 

capacity, to i n t e r f e r e with the capacity, the designed 



287 
capacity and the designed safety that i s put into the 

Int e r s t a t e System by the geometric designs that are 

required for that system. 

COMMISSIONER MC LAUGHLIN: Thanh you, Mr. 

Canning. 

William E. Shepherd? 

MR. THORNETT: He i s out of the country. 

Admiral P h i l l i p s i s here. 

STATEMENT OP REAR ADMIRAL NEILL PHILLIPS, USN, 

RETIRED, VICE PRESIDENT, THE GEORGETOWN CITIZENS 

ASSOCIATION; VICE PRESIDENT, THE AUDUBON SOCIETY 

Of THE DISTRICT Off COLOMBIA; AND ON BEHALF 0? 

THE NATURE CONSERVANCY, THE RIVER FARM GARDEN 

CLUB OF ALEXANDRIA, VIRGINIA, THE GARDEN CLUB OF 

FAIRFAX, VIRGINIA, AND THE WANDERBIRDS HIKING 

CLUB OF WASHINGTON. 

ADMIRAL PHILLIPS: Mr. Chairman, I am here 

with several people. I assure you I am not appearing 

several times. Except for Item 17, there, or Item 18, 

The Progressive Ci t i z e n s . I am not speaking for them. 

Mr. Peter speaks for them tomorrow. 

My testimony i s very b r i e f , especially i n 

deference to the lateness of the hour and the wonderful 

patience that has been shown at the hearing. 

My name i s N e i l l P h i l l i p s . I l i v e at 3053 
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c l 3 P Street, Northwest. I am representing the Georgetown 

Citizens Association (approximately 950 members) and the 

Audubon Society of the D i s t r i c t of Columbia (approximately 

1500 members); and I am vice president of both these 

organisations. 

I have also been asked to speak for The Nature 

Conservancy, a national organization of several thousand 

membersj The River Farm Garden Club, Alexandria, V i r g i n i a ; 

The Garden Club of F a i r f a x , V i r g i n i a ; and the Wanderbirds 

Hiking Club of Washington. 

We earnestly recommend that Route A-2 or i t s 

a l t e r n a t i v e , Route A, as specified and recommended by 

the Clarkeson Engineering Company report, and approved 

by the Board of Trade and tho D i s t r i c t Highway Depart

ment, be u t i l i z e d for Route 240 i n the D i s t r i c t . 

We strongly oppose either Route C or Route D, 

because they would bring disaster to some of the noblest 

areas of the Nation's Capital, would reinforce tho danger

ous precedent of allowing our precious parklands to be 

gobbled up by concrete, and, l a s t l y , because these Routes 

are i n f e r i o r t r a f f i c - w i s e and economically to Routes 

A or A-2. 

We believe there i s theoretical value i n Route 

X — the tunnel route p a r a l l e l i n g Massachusetts Avenue — 

but f e e l we can take no stand on t h i s u n t i l more precise 
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engineering plans are worked out to avoid damage to the 

National Cathedral and the lovely unspoiled Nonaanstone 

Drive area. S p e c i f i c a l l y , we would urge that, i f a 

tunnel wore decided on, ironclad precautions be set up 

to insure the building of a tunnel, not j u s t an open 

trench. 

Before I take up b r i e f l y our reasons for the 

stand we take, permit me to say that preliminary news

paper discussions and reports indicate a growing lack 

of focus and perspective. For instance, j u s t what are 

the basic aims of the various planning bodies working 

on th© problem of 240? 

Are the aims: (1) to seek an arrangement 

j u s t to bring i n the maximum obtainable federal funds, 

and that w i l l pour as much t r a f f i c into downtown Washing

ton as possible, disregarding scenic and aesthetic 

values; or are th© aims: (2) to lessen t r a f f i c problems, 

and to save Washington's parks and beauty spots by making 

a l l possible e f f o r t s to route t r a f f i c around rather than 

through? 

Surely the best aims are expressed by the l a t t e r 

a l t e r n a t i v e . I f t h i s be so, then every thinking c i t i z e n 

i n the D i s t r i c t of Columbia, Maryland, and V i r g i n i a should 

be giving primary consideration and major e f f o r t to getting 

a bridge b u i l t at Cabin John and to getting the southwest 
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leg of 240 completed to t h i s bridge. This would i n 

ef f e c t be our "Baltimore Tunnel," with i t s blessings 

of greatly reducing t r a f f i c into the c i t y . 

Continuing t h i s l i n e of thought, but returning 

to Route 240 inside the D i s t r i c t , X suggest that proponents 

of what i s c a l l e d the Wisconsin Avenue Plan — as con

trasted to the River Route Plan — are some t h i r t y years 

behind the times. About t h i r t y years ago when the modern 

federal-state highway network was beginning, i t was the 

custom for towns and c i t i e s to clamor for the highways 

to be b u i l t smack through t h e i r main s t r e e t s . This was 

on the theory that i t "was good f o r business," "brought 

i n trade," and "speeded up t r a f f i c " . Well, before many 

years elapsed i t became apparent that such practice 

a c t u a l l y brought massive t r a f f i c s n a r l s and urban blight. 

I n recent years every town and c i t y i n the 

country makes constant e f f o r t to route t r a f f i c around 

rather than through. Witness our proposed Washington 

Inner and Outer Loops. Yet here we see an e f f o r t made to 

flout t h i s time-tested theory by seeking approval for 

Routes C or D that v/ould ram t r a f f i c through the center 

of Washington's most wonderful park and c u l t u r a l areas 

and soae of i t s busiest s t r e e t s . 

We submit, therefore, that the concept of 

Routes C or D i s outdated, i l l - a d v i s e d , and hopelessly 
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incompatible with th© further development of Washington 

as a splendid c a p i t a l , rather than merely a mammoth grid 

of truck routes. 

Following t h i s l i n e of thought, we again come 

back to Routes A or A-2 and urge t h e i r approval by the 

Commissioners, as they already have been approved by 

th© D i s t r i c t Highway Department and the Clarkeson Company, 

because either of these Routes A or A-2 do, we submit, 

show respect for the pri n c i p a l of routing t r a f f i c around 

rather than through. -

But our opposition to Routes C and D i s based 

on f a r more important factors than the i n f e r i o r i t y of 

these routes t r a f f i c - w i s e . I t i s based on our passionate 

conviction that parks and c i t y beauty spots and c u l t u r a l 

areas mist be declared inviolable and must b© protected 

r i g i d l y from further highway encroachment; else our 

increasingly mechanised and urbanised society w i l l become 

intolerable and w i l l lose a l l j u s t i f i c a t i o n . This i s a 

matter of concern a l l over th© country, and example and 

precedent set i n Washington i s of prim© importance. 

We therefore regard as f a n t a s t i c any highway 

plan l i k e Rout© C or D that would push multilane t r a f f i c 

through such unique and pr i c e l e s s areas as Glover-Archbold 

Park, Dumbarton Oaks, the south end of Rock Creek, and 

the Sheridan C i r c l e area. I f we can do no better than 
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that, then we might as w e l l say to the Hussions, " A l l 

r i g h t , your philosophy wins. Materialism and expediency 

are a l l that count." 

But I hope and pray that we can do better than 

that, that we can reach a maturity i n the near future 

wherein i t w i l l no longer be accurate f o r the University 

of Maryland Bureau of Business and Economic Research to 

say, as they did say i n a recent report, that "public 

parks are now regarded by o f f i c i a l s as expendable." 

I n closing 1 wish to i n v i t e your attention to 

two very important d e t a i l s : 

1. The serious legal and moral problems that 

would a r i s e i n the case of opining Glover-Archbold Park 

as a highway corridor i n v i o l a t i o n of the terms by which 

the Park was accepted by Congress. 

2. The specious plea that Routes C or D would 

save "the scenic values of the C&Q Canal and the George

town waterfront." The Georgetown waterfront i s i n d u s t r i a l 

and has no scenic value downstream from Key Bridge. I t s 

appearance would, i n f a c t , be greatly improved by the 

plans for Route A or A-2 as shown i n the Clarkeson Company 

drawings. 

As for the C&O Canal, we conservationists are 

dedicated to the job of t r y i n g to save i t s natural and 

h i s t o r i c values, but where such values are now i n great 
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p e r i l i s above Chain Bridge, where a s t a r t i s being made 

on a calamitous plan of the Park Service and National 

Capital Planning Commission to lay down a super highway 

alongside the Canal up to Great F a l l s and possibly beyond, 

thus destryong a large part of the natural, unspoiled 

character. T h i s i s a construction that we hope w i l l not 

be completed. 

The part of the CSsO Canal area inside the 

D i s t r i c t , with which t h i s hearing i s concerned, i s already 

either a throughway — that i s , Canal Road — about a 

throughway — Palisades Park — or an i n d u s t r i a l area — 

that i s , the Georgetown Waterfront. 

We therefore have no hesitation i n choosing 

t h i s section for trucks i n place of Glover-Archbold, 

Dnmbartop Oaks, Rook Creek, ana Sheridan C i r c l e . 

We earnestly hope the Commissioners w i l l have 

no such hesitation e i t h e r . 
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COMMISSIONER MC LAUGHLIN: There i s no one here 

from the Progressive Citizens Association tonight, i s there? 

MR. THORHETT: No, s i r . They were here e a r l i e r . 

COMMISSIONER MC LAUGHLIN: They v / i l l be bach 

tomorrow. 

Dr. Cover, representing the Chesapeake and Ohio 

Canal Association. 

STATEMENT OF JOHN H. COVER, ON BEHALF OF 

THE CHESAPEAKE AND OHIO CANAL ASSOCIATION. 

MR. COVER: Mr. Chairman, gentlemen, my name i s 

John H. Cover, and I present a discussion on behalf of the 

Chesapeake and Ohio Canal Association. The Chesapeake and 

Ohio Canal Association, Inc., emerged from the Cumber land-

to-Washington tov/path hike in 1954 led by Justice William 0. 

Douglas. Tl i i s hike was i n protest against encroachment of 

roads upon tho r i v e r s i d e park and canal. We s t i l l r e t a i n 

power for additional mileage as pedestrians. 

I note, with congratulations to the Commission, 

that the population of Washington has net increased i n the 

past twelve months. Presumably the proposed Route 240 i s 

to bring bock to the D i s t r i c t some of those who have moved 

out. 

The position on tho Chesapeake and Ohio Canal 

Association i s that Route 240 or i t s equivalent should not 

be brought into tho D i s t r i c t of Columbia i n any form 
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whatsoever. The argument i s threefold: 

1. A l l proposals submitted for hearing today 

are destructive of basic community assets es s e n t i a l to 

human welfare. 

2. Forcing t h i s highway into Washington would 

be indicative of r e l e n t l e s s determination to promote roads 

regardless of the destructive aspects and of other needs 

which only an o v e r a l l , integrated regional plan can 

eva l u a t e 

3. Alternatives to these proposals for Route 240 

are available, many on sketch maps and on tho drawing boards 

of our public agencies. 

I should l i k e to summarise these points: 

I . Among basic assets to human l i v i n g are parks 

and other open spaces; uncontaminated a i r to breathe; 

recourse to natural environment for pleasure and recupera

tion. Threatened i n tho routes suggested for 240 are Glover 

and Archbold Parks, possibly Rock Creek Park, tho Potomac 

River banks near the Chesapeake and Ohio Canal, and the 

beautiful wooded b l u f f of tho Potomac River. In the r i v e r 

borderland alone t h i s plan would add a t h i r d highway withta 

a distance of about two blocks. These open recreational 

and r e s i d e n t i a l areas are precious inheritances which wo 

should augment and bequeath to posterity, not destroy. We 

should not substitute exhaust fumes for fresh a i r , noise 
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for quiet, lanes of asphalt and concrete for woodlands, 

streams, and f i e l d s . 

2. Wo are told that t h i s speedway i s approach

ing the boandarioa of oar homo community and that we should 

now decide which gate i t should enter. I s t h i s planning? 

May we expect tomorrow another emergency highway to ue 

accommodated? Of coarse government agencies and consultants 

whose functions arc to build or to plan roads are interested 

i n more and largor-diraensiooal highways. These agencies 

do not propose, and are not competent to plan, a complete, 

integrated program for the D i s t r i c t , i n which those highway 

proposals would be forced to compete with tho many other 

and raoro important needs of our residents for tho same 

land. 

What arc tho competitive land uses of these pro

posed r i g h t s of way? Some of them are apparent i n the 

ex i s t i n g parhs and r e s i d e n t i a l areas. I s there available 

a comprehensive evaluation of potential uses, a human u t i i t y 

chart? W i l l today's hearing be followed by hearings on 

r e s i d e n t i a l s i t e s , recreational developments, water require

ments, reforestation, soil-erosion prevention, and the i n t e r 

r e l a t i o n s of the D i s t r i c t and regional governments i n 

integrated planning of t h i s land area from E o c k v i l l e and 

Great F a l l s to Capitol E i l l ? Or i s transportation to have 

monopoly consideration? 
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1 am reminded, Mr. Chairman, that Washington's 

f i r s t planner, L'Enfant, was discharged because one of h i s 

roads destroyed the horn© of a prominent resident. 

3. Counter plans and programs for related trans

portation systems and divers© f a c i l i t i e s are available i n 

o f f i c i a l maps and on drawing boards of federal, state, 

l o c a l , and interstate agencies. Tho h i t i s f u l l of them. 

Let us i d e n t i f y a few. 

(a) A Rapid Transit System, frequently provoca

t i v e l y c alled "mass transport", should "swing through" 

Washington, not dump passengers at Pennsylvania Avenue 

and Twelfth Street, or other congested terminals. An 

a t t r a c t i v e l y planned, e f f i c i e n t , depressed, sub-surface 

system of t h i s type, with feeder l i n o s and transfer stations, 

i s e s s e n t i a l and long overdue. I t would obviate tho need 

of today's hearing, provide more e f f i c i e n t transport at 

smaller per patron cost than Rout© 240, and avoid infri n g e 

ment upon parks and residences. How many automobiles 

a r r i v i n g i n th© c i t y today, driven by commuters, carry only 

on© person — th© driver? Ar© w© publicly to finance t h i s 

hind of wasteful t r a f f i c ? 

Where and under what auspices s h a l l the estimated 

increase i n the 240 t r a f f i c , encouraged by construction 

of those very expensive spoedways, bo parked or stored 

downtown? Why are we obsessed with diagrams of wheels, 
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hubs and spobes, or of spider-webs which contemporary, 
7ht 

advanced planning has discarded? I s n ' t i t obvious that wo 

should concentrate upon planning and building a rapid 

t r a n s i t service? 

(b) Maryland has started construction of a 

Washington Circumferential Highway which v/ould enable 

motorists to dodge the D i s t r i c t north, northwest, northeast 

and east. Route 240 w i l l connect with t h i s e n c i r c l i n g 

highway out i n Maryland and can merge into i t . D i s t r i b u 

t i o n of t r a f f i c from points on t h i s arc, or b e l t , can be 

both by way of the proposed rapid t r a n s i t f a c i l i t i e s and 

by various v o r t i c a l and horizontal str e e t s already i n use: 

MacArthur Boulevard, Massachusetts Avenue, River Road, 

Wisconsin Avenue, Connecticut Avenue, Sixteenth Street, 

Georgia Avenue, i f properly renovated, and many others. 

I might note that the use of one-way st r e e t s already has 

been discovered. I f forced i n , Route 240 would not disperse 

t r a f f i c i n the D i s t r i c t but rather add to the congestion 

and confusion i n downtown Washington. 

(c) Another consideration i s a function of long

time and integrated planning: the dispersal of government 

agencies can be accompanied, i f adequately planned, by tho 

laying out of pleasant community developments for residences 

and for the related service establishments. Employees of 

these agencies would not need to commute d a i l y from 
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Ght 

Washington i f the federal government included consideration 

of t h e i r welfare i n tho relocation plans. Their use of 
4 

Route 24G into Washington would not be relevant i f the 

Bureau of Standards, tho Atomic Energy Commission, the 

David Taylor Model Basin, and other i n s t a l l a t i o n s f a c i l i t a t e d 

development of neighboring r e s i d e n t i a l areas for t h e i r 

c i v i l employees. 

Mr. Chairman, the issue i s serious. We are 

oonvinced that Route 240 as proposed i s not desirable, 

should not have access to Washington; that i t would destroy 

assets of t h i s beautiful American c a p i t a l which are irr e p l a c e 

able; that the highv/ay has no p r i o r i t y among tho major needs 

of our fellow c i t i z e n s ; that a l t e r n a t i v e s are available, 

more adequate to transportation requirements, and i n the 

aggregate more economical. Wo urge that we now resort to 

that long-neglected, integrated, a l l - i n c l u s i v e planning of 

the c i t y and i t s environment for the future welfare and 

happiness of residents and of v i s i t o r s . Where i s t h i s 

American ingenuity? We should apply i t to the nation's 

c a p i t a l . 

1 thank you. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Doctor, where did 

you say you put that recessed route? 
MR. COVER: I didn't specify the position. 
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COMMISSIONER 1IC LAUGHLIN: I know. Wo W i l l 

have the same trouble a l l over again when we t r y to locate 

that recessed route, I am a f r a i d . 

Mr. Hawkins, of the Brookdale Citizens Associa

tion. 

STATEMENT OF PAUL M. HAWKINS, PRESIDENT, 

BROOKDALE CITIZENS ASSOCIATION. 

MR. HAWKINS: Mr. President and members of the 

Commission: I am Paul M. Hawkins. My address i s 4700 

Ovorbrook Road, Washington 16, D. C. I appear here today 

as President of the Brookdale Citizens Association represent

ing a paid membership of 313 property owners. The geographical 

location of our community can roughly be described as an 

area i n Mongomery County, Maryland, bounded on the south 

by Western Avenue — the D i s t r i c t l i n e , on the west by 

Dover Road, on the north by Newport Avenue, and on tho east 

by Cortland Road. River Road bisects our community. While 

we are residents of Montgomery County, Maryland, our appear

ance here today i s predicated on the f a c t that the decision 

of t h i s Board as to the location of Route 240 within the 

D i s t r i c t of Columbia can a f f e c t our community as much as 

i f we wore d i r e c t l y under your j u r i s d i c t i o n . 

After careful and lengthy study by our federal 

and state highway committee, which includes outstanding 

engineering ta l e n t , our association on December 16, 1957, 
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unanimously adopted the following resolution: 

"The Brookdale Citizens Association on 

December 16, 1057, i n special meeting assembled 

for consideration of the location of the extension 

of Washington National Pike (U.S. Route 240) for 

entry into the D i s t r i c t of Columbia, 

"Having considered the report of the Clarkeson 

Engineering Company to tho Directors of tho Depart-

mont of Highways of the D i s t r i c t of Columbia; 

the public announcement of the recommendation 

of the technical s t a f f of the Maryland-National 

Capital Park and Planning Commission for the 

extension and location of U.S. 240 to connect with 

the D i s t r i c t of Columbia; and report of o f f i c e r s 

and members of t h i s Association concerning meetings 

attended and conferences with responsible o f f i c i a l s , 

hereby 

"Endorses a route through lower Montgomery 

County which w i l l connect with the route recom

mended by tho Clarkeson Engineering Company 

designated i n the report of that Company and the 

Commission as Route A or A-2 along the Potomac 

River, and, 

"Opposes either of tho proposed routes which 
would bring U.S. 240 into the D i s t r i c t of 
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Columbia at a point on Western Avenue j u s t 

west of Wisconsin Avenue." 

In retaining the services of the Clarkeson Engineer

ing Company, the government of tho D i s t r i c t of Columbia i s 

to be congratulated on i t s approach taken to a problem 

charged with emotion and technical d i f f i c u l t i e s . 

A businesslike appraisal and recommendation has 

been received free of personal i n t e r e s t , and based upon 

sound knowledge and experience. Having c a r e f u l l y considered 

the most economical expenditure of tax money, the minimum 

damage to valuable property, and a highly acceptable access 

to the D i s t r i c t of Columbia within the terms of the Federal 

Highway Act, the Clarkeson Engineering Company, and l i k e 

wise the D. C. Highway Commission, recommends a route for 

the new int e r s t a t e highway along the Potomac River. 

As our Association views the issue before the 

Board, i t i s simply the recommendation of the Clarkeson 

Engineering Company and the Highv/ay Department "against 

the f i e l d , " and the f i e l d , wo must point out, involves 

alternate routes which would require a greater outlay of 

tax monies, destruction of communities i n the higher tax 

base brackets, and forcing a remodeling of r e s i d e n t i a l 

communities into commercial or semi-commercial areas. 

Cost: The Clarkeson report estimates that 

alternate Route C and D through the Glover-Archbold Park 
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area would cost approximately $9,000,000 more than Route A. 

While there are those who f e e l that cost i s not a factor 

i n consideration of the location of the road because the 

federal government i s to furnish 90 percent of the cost, 

l e t us not forget that we foot the b i l l every time we buy 

a gallon of gasoline or a new t i r e or tube. Although the 

t o t a l amount to be spent i s collected from m i l l i o n s of 

people throughout tho country, thoso who spend i t are 

trustees of the contributors and thus must invest i t 

wisely. 

Destruction and Downgrading of Communities: I t 

i s recognised that the construction and use of a limited 

access highway through heavily populated areas w i l l of 

necessity r e s u l t i n the destruction of many ex i s t i n g 

properties and the depreciation of property values i n ad

joining sections. In tho f i n a l selection of a location 

for t h i s highway, these factors of v i t a l influence on 

neighboring communities become extremely important. 

We are convinced that Route A or A-2 as recom

mended i n the Clarhoson Report with i t s necessary connection 

to Route 240 through lower Montgomery County w i l l r e s u l t i n 

l e s s destruction and depreciation of property values than 

the other proposed routes. By selecting the recommended 

route, fewer communities v / i l l bo downgraded and fewer well 

established areas w i l l be blighted, e s p e c i a l l y by the 
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incursion of commercial a c t i v i t i e s . At the same time, 

the report indicates that the inte r s t a t e and urban highv/ay 

needs of t h i s aroa v / i l l be mot. 

T r a f f i c problems: Let no one think that the 

construction of Highway 240 alone w i l l solve suburban-D.C. 

t r a f f i c problems. Ho single road could do that. Instead, 

i t w i l l only handle a portion of the t o t a l t r a f f i c . In 

addition, improvement of other main s t r e e t s and t r a f f i c 

a r t e r i e s within the D i s t r i c t and surburban areas should 

proceed. When combined with the new highv/ay, material 

progress can thus be made toward improving t r a f f i c conditions 

i n the Washington area. 

We therefore conclude that the recommended Route A 

or A-2 w i l l provide suitable access to the D i s t r i c t of 

Columbia and at the same timo improve suburban t r a f f i c 

conditions. 

Commercial rezoning: In Brookdale we are par

t i c u l a r l y conscious of zoning problems. Being a "closo i n " 

community of f i n e homes and bordering on commercial areas, 

v/e have had serious problems i n the past few years i n regard 

to "buffer area" zoning. A l i t t l e over a year ago v/e thought 

we had solved our l a s t big zoning problem, s e t t l i n g the use 

of adjoining property and s t i l l maintaining the high value 

of our property. That was described to you i n tho t e s t i 

mony of Mr. Wilkes i n connection with tho Government 
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Employeos Insurance Company. 

Based upon our experience i n t h i s f i e l d , involving 

long hours of study, we f e e l certain that the selection of 

any other than Route A or A-2 by the Board w i l l re-open 

problems upon which so much time and e f f o r t has been spent. 

I t i s generally recognised that commercialisation of 

property adjoining interstate highways i s but a matter of 

time. This being tho case, we strongly urge that any 

route selected should go through an area of the lowest 

property values, comparatively speaking, so that a lesser 

damage ove r - a l l w i l l r e s u l t . Route A or A-2, we f e e l , 

meet t h i s requirement, while the other proposed routes 

do quite the contrary. 

Conclusion: Wo appeal to you today, as owners 

of property adjoining the D i s t r i c t of Columbia, t c follow 

the recommendations of your consultants, the Clarkeson 

Engineering Company, and your Highway Department. In so 

doing, i t i s our sincere b e l i e f , you v / i l l be best serving 

the residents of your j u r i s d i c t i o n and the tra v e l i n g public, 

and make i t possible for a l o g i c a l continuation of the 

highv/ay through the State of Maryland. 

I f you act otherwise, not only w i l l greater cost 

be imposed upon taxpayers, but unnecessary loss and i n 

convenience w i l l be levied upon a greater number of people. 

We i n Brookdale commend again the approach the D i s t r i c t 
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of Columbia government has taken to t h i s problem, and 

urge that you do not deviate at t h i s point i n following 

through on that l o g i c a l course. We appreciate very much 

your indulgence in allowing us to express our views on 

t h i s important subject. 

COMMISSIONER LAUGHLIN: The Westchester Corpora

tion, Mr. K e l l y , President. 

STATEMENT OP THE WESTCHESTER CORPORATION, 

SAMUEL G. KELLY, PRESIDENT. 

ME. KELLY: Gentlemen, my name i s Samuel K e l l y . 

As President of the Westchester Corporation I represent 

some 560 homo owners resident i n the Westchester Cooperative 

project on Cathedral Avenue adjoining the Glover-Archbold 

Park land. 

As home owners we protest emphatically against 

tho desire of tho National Capital Planning Commission to 

use the Giovor-Archbold Parkway as an eight-lane motor 

expressway. I w i l l not discuss the engineering aspects of 

ono route versus another. Instead, I would l i k e to 

emphasise three factors which I believe deserve your most-

serious consideration. 

F i r s t , the i n v i o l a b i l i t y of the g i f t of tho park 

area by Mrs. Archbold and Mr. Glover. What i f these two 

generous donors a few years ago, when r e a l estate values 

started to climb, had sought l e g a l means to break th e i r 
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g i f t to tho D i s t r i c t of Columbia i n order to p r o f i t by 

present-day land values to the oxtont of millions of 

do l l a r s ? Would they not have been condemned and c r i t i c i z e d 

by a l l , including the National Capital Planning Commission? 

We have of course no such situation to consider. But what 

do wo have? Tho proposal by t h i s same Commission that the 

government of the D i s t r i c t of Columbia now betray the 

t r u s t of the donors and divert the use of t h i s part land 

to an expressway for trucks and automobiles. 

Second, the major purpose of the National Capital 

Planning Commission i s "to plan an appropriate and orderly 

development of the D i s t r i c t and to conserve i t s natural 

and h i s t o r i c a l features." 

I ask i n a l l s i n c e r i t y i f planning an eight-lane 

expressway to destroy our limited park land area conserves 

the natural features of the D i s t r i c t of Columbia. 

Third, o f f i c i a l s and planning agencies of the 

D i s t r i c t of Columbia have worked energetically to remove 

the blight areas i n Southwest Washington. W i l l you not 

creato a new blight area i n Northwest Washington by replacing 

a woodland area with an expressway choked with thousands of 

trucks and automobiles? 

F i n a l l y , tho 560 homo owners of the Westchester 

Cooperative are appalled at t h i s threat to tho values of 

t h e i r properties and the inevitable economic loss such a 
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proposed expressway w i l l i n f l i c t . 

Wo urge you to v i s i t t h i s area and v i s u a l i z e 

for yourselves the effect of an oight-lane expressway 

through Archbold-Glover Parkway. 

We therefore appeal to you Commissioners for 

protection. V/e ask that you protect our park land area 

in the Glover-Archbold Parkway. We ask that you protect 

the present value of our homes. We most earnestly ask 

you to protect the i n t e g r i t y of the g i f t of the parkland 

by Mrs. Archbold and Mr. Glover. 

I thank you. 

(Applause.) 

COMMISSIONER MC LAUGHLIN: Thank you, Mr. K e l l y . 

B u r l e i t h C i t izens Association, Mr. Richoy. 

MR. THORNETT: I don't believe Mr. Richey i s 

here. He asked me to f i l e t h i s statement. 

COMMISSIONER MC LAUGHLIN: That w i l l be incorporated 

i n tho record. 

(Th© statement of Mr. Richoy follows:) 

STATEMENT OF CHARLES R. RICHEY, PRESIDENT, 

BURLEITH CITIZENS ASSOCIATION. 

My name i s Charles R. Richey. I am a practicing 

attorney and President of the Burloith Citizens Association, 

which i s composed of residents i n the area bounded by White

haven Parkway on the north and Reservoir Road on tho south 
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and 39th Street on the west and 35th Street on the east. 

I t i s an area, as you perhaps know, consisting of approxi

mately 600 f a m i l i e s , and i s a fi n e and well-established 

section of Washington. I t i s e n t i r e l y r e s i d e n t i a l and 

does not include any commercial establishments, except one 

small grocery store at 35th and T Streets, Northwest. In 

view of tho subject matter of the current hearing, I might 

add that we are also adjacent to Glover-Archbold and White

haven parks, which wo understand are possible subjects for 

t h i s new " t r a f f i c corridor" into the D i s t r i c t of Columbia, 

which w i l l connect with Route 240 from Maryland. 

Our Association has considered the various pro

posals, with the exception of tho proposed Route X, as i t 

was designated on page A9 of the Sunday Star for January 5, 

1958, and has come to the conclusion or gone on record 

as being opposed to the use of Glover-Archbold Park or 

Whitehaven Parkway for the extension of t h i s major highway. 

V/e also endorse the action of the Northwest Council of 

Citizens Associations as expressed i n i t s resolution of 

November 25, 1957, which resolution, as I understand i t , 

i s before your body for consideration today. 

As an old college debater, I r e c a l l that there 

were two things we were always asked to consider i n 

analyzing either an affirmative or negative case involving 

some great public question. The f i r s t i s tho need and the 
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socond deals with the p r a c t i c a b i l i t y of whatever plan 

that may be presented. In t h i s case, I have searched i n 

vain for s s a t i s f a c t o r y answer to the problem of need. 

The thought occurs to me that i t would be much more i n t e l 

ligent to delay any f i n a l decision on the extension of t h i s 

highway into the D i s t r i c t of Columbia u n t i l such time as 

a National Capital Regional Planning Council and the National 

Capital Planning Commission have completed th e i r current 

mass transportation survey at a cost i n excess of one-half 

mi l l i o n d o l l a r s , according to information v/hich has come 

to me. 

I f t h i s expenditure of public funds i s now being 

made for t h i s worthy purpose, i t would seem to be wise 

public policy to wait u n t i l such survey i s completed before 

mating a decision on the extension of Route 240 into the 

D i s t r i c t of Columbia. I know others w i l l be heard to say, 

i n regard to t h i s proposition, that Maryland w i l l not wait, 

and that they must have our ansv/er now. 

I know others v / i l l bo hoard to soy that, i f we 

do not act now, wo w i l l not be able to get the benefit of 

a federal contribution towards the cost of t h i s highway 

corridor into the D i s t r i c t of Columbia. Frankly, I am not 

in a position to say whether or not t h i s w i l l be the case, 

but I do know that we should have a l l available f a c t s and 

information before us before v/e moke a decision involving 
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tail l i o n s of do l l a r s of taxpayers' money. Our decision 

must be r i g h t , and we cannot afford to make a mistake, 

not only because i t involves public monies, but also because 

i t w i l l involve disruption and cause the loss of thousands 

of d o l l a r s worth of property owned by individuals and 

business concerns in the whole northwest orbit of the 

D i s t r i c t of Columbia regardless of which route i s ultimately 

determined upon. 

Another thought that has occurred to me on the 

question of v/hether there i s a r e a l need for bringing a 

new highway from Maryland into downtown Washington, and 

that i s the question of adequate parking f a c i l i t i e s i n 

the downtown area of our c i t y . I t seems that i t i s already 

impossible to park our cars downtown during the rush hours, 

or otherwise. There c e r t a i n l y i s not available space on 

the s t r e e t s when we need i t for parking purposes. 

Therefore, i f we do have a new highway, where 

w i l l we park our cars? Where w i l l our v i s i t o r s do so? 

Why couldn't we expend t h i s money that we propose to spend 

or that seme propose to spend on t h i s highway, and use i t 

for the purpose and establishment of fringe parking l o t s 

in the outlying areas of our c i t y , which parking l o t s which 

would, i n turn, be served by a rapid t r a n s i t system such as 

we have i n Cleveland and in other c i t i e s where i t has worked 

so w e l l . 
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I believe that i f we encourage and a s s i s t the 

D. C. Transit System, a private enterprise system, as we 

should, we can r e a l l y solve t h i s problem of mass trans

portation into and out of the D i s t r i c t of Columbia, v/ith 

the loast possible expense to the taxpayer and to the 

advantage of everyone concerned with the problem of trans

portation, and well-planned federal c i t y . 

Before concluding, I am very much concerned about 

the proposal to use land v/hich has been dedicated to the 

c i t y for "park purposes." It seems to me that i t would be 

a serious breach of t r u s t , and discourage future dedica

tions, and g i f t s of private lands for public purposes, i f 

we were now to establish a highway i n the Glover-Archbold 

Park, which park was dedicated and given to the people 

with certain very reasonable and proper r e s t r i c t i o n s . 

I f we were to v i o l a t e those convenants and 

r e s t r i c t i o n s , which were part and parcel of the o r i g i n a l 

grant, I say i t would amount to a serious breach of t r u s t 

and breach of f a i t h , and therefore, would bo improper. Of 

course, i t would not only be improper i n terms of breach 

of t r u s t , but i t again v/ould mean the destruction of one 

of the fev/ remaining attractions of nature which we have 

l e f t in our c i t y . I f we are to destroy, as t h i s proposal 

c e r t a i n l y would, our park, we are taking away more than 

we could ever expect to gain i n the use of t h i s parkland 
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or these parklands for highway purposes. I submit that 
we already have f a r too much concrete in t h i s c i t y — what 
wo need i s to preserve what l i t t l e we have l e f t of nature 
and beauty i n the c a p i t a l of the world. 
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COMMISSIONER MC LAUGHLIN: Cathedral Heights, 

Cleveland Park Citizens Association, Mrs. S e l l e r s . 

STATEMENT OF MRS. WALTER A. SELLERS, CATHEDRAL 

HEIGHTS, CLEVELAND PARS CITIZENS ASSOCIATION. 

MRS. SELLERS: Mr. President and members of 

the Board of Commissioners: 

My name i s Mrs. Walter A. S e l l e r s and I appear 

on behalf of the Cathedral Heights - Cleveland Park 

C i t i z e n s ' Association i n my capacity as Chairman of i t s 

zoning committee. This Association has approximately 

800 members a l l residents and property owners i n i t s 

area, which l i e v/ithin the following boundaries: 

From 34th Street and Massachusetts Avenue, NW, 

proceeding north on 34th Street to Porter Street, then 

west on Porter to Wisconsin Avenue, across Wisconsin 

Avenue to Macomb Street, v/est on Macomb to Massachusetts 

Avenue, out Massachusetts Avenue to Nebraska Avenue, 

then south on Nebraska to New Nexico Avenue, on New 

Nexico to include Tunlaw Road, then along the northern 

boundry of Mr. Alto Hospital east to Fulton, on Fulton 

to Wisconsin Avenue, on Wisconsin Avenue to Calvert 

Street, east on Calvert to Observatory C i r c l e , north 

around C i r c l e to 34th and Massachusetts Avenue. 

We are grateful for the opportunity of expressing 

our views on the location of In t e r s t a t e US Highway 240 
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within the northwest section of our c i t y . We r e a l i z e 

that the location of t h i s route i n the Washington area 

w i l l be the most important planning decision to be made 

for several years and that wherever i t goes, the new 

expressway w i l l be disruptive to a degree unprecedented 

i n Washington's experience. I t s location demands the 

most thoughtful attention of c i t i z e n s groups and individuals 

as v/e 11 as that of planners and o f f i c i a l s . Our recommenda

tion r e f l e c t s the views of members of the association. 

Four possible a l t e r n a t i v e routes are under 

consideration. Two of such routes, designated A and A-2 

would extend along the Potomac River from the D i s t r i c t 

l i n e north of Chain Bridge to a point below Georgetown 

University and would disturb a r e l a t i v e l y small amount 

of privatoly-owned business and r e s i d e n t i a l property. 

Two other routes, designated C and D would 

enter the D i s t r i c t near Wisconsin Avenue, generally 

follow Wisconsin Avenue to Tenley C i r c l e and thence through 

the Glover-Archbold Park, with Route D branching east 

through Whitehaven Parkway and Route C continuing down 

to the Potomac River. 

Both such routes would destroy a great amount 

of r e s i d e n t i a l and commercial property by being throust 

through heavily populated sections of Bethesda and North

west Washington. Glover-Archbold Park would be p r a c t i c a l l y 
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obliterated and the values of high-class residences and 

apartments bordering the Park would be seriously de

valuated. 

The Clarkeson Sngineering report recommends 

Route A, a Potomac River Route. As t h i s report points 

out, a route along the Potomac River would be f a r l e s s 

destructive to r e s i d e n t i a l and commercial property than 

any of the other proposed routes p r i n c i p a l l y because the 

area i s l e s s densely developed and greater freedom of 

choice i n the location of the right-of-way would be 

provided without spending m i l l i o n s for the destruction 

of property and expensive land. 

Further, construction along the Potomac River 

could be accomplished with a minimum interruption or 

dislocation of e x i s t i n g t r a f f i c . Construction along 

Wisconsin Avenue would cause a serious interruption of 

t r a f f i c and commercial a c t i v i t y would be v i r t u a l l y 

paralyzed f o r several years. 

The Association i s of the opinion that business 

i n t e r e s t s on Wisconsin Avenue and v i c i n i t y should not be 
• 

compelled to go through the same ordeal that business 

i n t e r e s t s on Connecticut Avenue did when the DuPont C i r c l e 

Underpass was constructed unless i t i s proven beyond a 

single doubt that the Wisconsin Avenue corridor i s the 

most meritorious. We do not believe that i t has been 
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proven that Wisconsin Avenue i s the best route. Also, 

the Association i s of the united opinion that the use 

of land i n the Glover-Archbold Park f o r i n t e r s t a t e 

highway purposes would constitute a breach of good f a i t h 

and abuse of ground given and accepted by Congress for 

park purposes. 

Advocates of the Wisconsin Avenue corridor 

seek to overcome objections to the use of Glover-Archbold 

Park by trucks by suggesting deep underground tunnels 

whereby trucks would be diverted from the park. 

T h i s f a n t a s t i c a l idea i s of dep i n t e r e s t to 

t h i s Association, and has been given considerable study 

since such tunnels would be located i n the area served 

by the Association. Tunneling involves very expensive 

construction and i s seldom undertaken unless there are 

no other a l t e r n a t i v e s . Approaches to tunnels — and 

i n t h i s case they would be located adjacent to high-class 

r e s i d e n t i a l property or parks area — are never desirable 

or a t t r a c t i v e from the standpoint of property owners. 

Extremely valuable property i s located a l l 

along or adjacent to the route proposed for the tunnels. 

There i s always danger of damages to property I n the 

proximity of blasting. The D i s t r i c t has had some ex

perience from damage to property during blasting for 

sewers and apartments. 
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A project such as contemplated could r e s u l t i n 

considerable l i t i g a t i o n . The tunnel proposal i s held 

objectionable, f a n t a s t i c , undesirable, and impractical 

and i t i s our unanimous opinion that there i s no sound 

basis f o r i t s consideration. Apparently, the idea was 

conceived solely to j u s t i f y us© of Glover-Archbold Park 

with no consideration of costs to the taxpayers. We are 

unalterably opposed to the tunnel scheme. 

The Cathedral Heights - Cleveland Park C i t i z e n s ' 

Association approves Route A-2 favored by the c i t y highway 

o f f i c i a l s . The reasons for our approval are: 

1. I t i s the most p r a c t i c a l location and w i l l 

provide rapid uninterrupted t r a f f i c flow with few i n t e r 

sections. 

2. Construction costs w i l l be considerably 

l e s s . 

3. I t w i l l r e s u l t i n l e s s damage to parks 

and recreational areas. We believe that the River w i l l 

be seen and enjoyed by more people since automobiles w i l l 

continue to be the major method of transportation and 

t r a v e l . 

4. Route A-2 w i l l be l e s s destructive to 

r e s i d e n t i a l and business property, and r e s u l t i n l e s s 

l o s s to the c i t y from the removal of taxable property 

from the tax r o l l s . 
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5, I t w i l l r e s u l t i n a minimum interference 

with e x i s t i n g t r a f f i c , whereas i t would be impracticable 

to pyramid i n t e r s t a t e t r a f f i c on top of Wisconsin Avenue 

t r a f f i c which i s already overloaded. 

6, I t w i l l be l e s s disruptive to homes, schools, 

churches, and businesses during the construction period. 

7, Better balanced t r a f f i c service w i l l r e s u l t 

since the River route w i l l not overload i n t e r s t a t e f a c i l i 

t i e s as w i l l the other suggested routes but w i l l divert 

such t r a f f i c from Washington. 

At the hearing t h i s afternoon we heard the 

f a i r play and i n t e g r i t y of the D i s t r i c t Commissioners 

and the Highway o f f i c i a l s challenged. While c e r t a i n 

recommendations have been made by the Park o f f i c i a l s , 

and by the Planning Commission, adversely a f f e c t i n g our 

area, which we are not i n accord with, we wish to express 

complete confidence i n the o f f i c i a l s of the D i s t r i c t of 

Columbia and tho Paris and Planning o f f i c i a l s . 

I n conclusion, permit me to thank you for the 

p r i v i l e g e of expressing our views i n the hope that we 

may be helpful to your o f f i c e i n s e t t l i n g t h i s controversy 

to the best i n t e r e s t s of a l l . 

COMMISSIONER MC LAUGHLIN: Mr. Seltzer, president 

of the Spring Valley - Wesley Heights C i t i z e n s Association. 
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STATEMENT OF PAUL J . SELTZER, PRESIDENT, SPRING 

VALLEY - WESLEY HEIGHTS CITIZENS ASSOCIATION, 

MR. SELTZER: President McLaughlin, Commissioner 

Welling, Commissioner K a r r i c k : 

I would do w e l l to j u s t second the remarks of 

Mrs. S e l l e r s , who preceded me. However, I too have a 

sacred t r u s t . 

My name i s Paul Seltzer and I am appearing on 

behalf of the Spring Valley-Wesley Heights Citizens 

Association, of the D i s t r i c t of Columbia, of which I 

am president. This Association has more than 400 members, 

who reside i n an area which w i l l be d i r e c t l y affected 

by Routes C and D, or the so-called Wisconsin Avenue 

Corridor. 

Our Association held a special meeting on 

January 2, 1958, to consider any action to be taken i n 

connection with the location of Route 240. After pre

sentation of the f a c t s regarding the proposals f o r 

locating t h i s highway, our Association adopted, by 

unanimous vote, a resolution, opposing the construction 

of Route 240 through the Glover-Archbold Park, and favored 

the location of t h i s highway as recommended by the 

Clarkeson Engineering Company i n t h e i r report, or a 

minor v a r i a t i o n thereof, as proposed by the D i s t r i c t 

Highway Department. 
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A copy of the resolution adopted by our Associa

tio n on January 2, 1958, has been delivered-to the Commis

sioners, and I now request that t h i s copy be incorporated 

i n the record of t h i s hearing, as a part of the testimony. 

The report of the Clarkeson Engineering Company, 

i n the opinion of our Association i s a thorough study 

of t h i s matter, and the conclusions and recommendations 

of that report appear to be sound. The report has been 

evaluated by the D i s t r i c t Highway Department and has t h e i r 

general approval. We submit that, unless there are highly 

persuasive f a c t s to outweigh the Clarkeson and Highway 

Department conclusions, the Commissioners adopt the 

Clarkeson recommendations and the minor modification 

thereof. We are not f a m i l i a r with any f a c t s which outweigh 

the d e s i r a b i l i t y of either the proposed Rout© A or A-2. 

I am taking the opportunity, to emphasise a few of the 

factors i n favor of our recommendations, many of which, 

as ycu know, are repetitious. 

As the Clarkeson report indicates, th© r i g h t -

of-way i n Glover-Archbold Park i s only 100 feet wide and 

t h i s i s not adequate to accommodate the required eight 

lanes. Although circumstances ar© not i d e n t i c a l , we 

think the Glover-Archbold Park area should be e n t i t l e d 

to at le a s t as much respect as Roosevelt Island. The 

conditions of grant of land f o r a designated public use 
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should surely not he violated unless there i s no reason

able a l t e r n a t i v e , and there i s a reasonable a l t e r n a t i v e , 

namely Route A or A-2. 

The o r i g i n a l owners of said land, known as 

Glover-Archbold Park, and t h e i r descendants have i n d i 

cated t h e i r opposition to the diversion of said park 

land for use as an in t e r s t a t e highway, and such use 

might be a breach of f a i t h , i n v i o l a t i o n of said t r u s t , 

and also a loss to the c i t i z e n s of the D i s t r i c t of 

Columbia of t h i s public park. Much of t h i s land i s 

used for picnics and playgrounds i n densely-populated 

areas of apartment buildings. 

I t i s the consensus of the opinion of the 

members of our Association that such Interstate High

way through Glover-Archbold Park would depreciate 

large adjoining areas of valuable r e s i d e n t i a l property. 

I t has been estimated that to place Route 240, 

as proposed through Glover-Archbold Park, would cost the 

c i t i z e n s of the D i s t r i c t of Columbia and the United 

States a s i g n i f i c a n t l y greater amount than other pro

posed routes. 

The proposed Wisconsin Avenue corridor would 

divide neighborhood f a c i l i t i e s . I n many instances, 

residents w i l l f i n d that some of t h e i r e s s e n t i a l 

community f a c i l i t i e s , such as schools, playgrounds, 
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clO churches, f i r e protection, and shopping f a c i l i t i e s , w i l l 

be located on one side of the highway and they w i l l be 

located on the other, thus creating a b a r r i e r . 

The location of a highway through a developed 

community would undoubtedly change the present character 

and future development of the area. Construction along 

the Potomac River can be accomplished with a minimum 

of interruption and dislocation of e x i s t i n g t r a f f i c . 

The location of US Highway 240 along the 

Wisconsin Avenue corridor w i l l bring substantial t r a f f i c 

of a non-neighboring character through a very f i n e 

r e s i d e n t i a l section of Northwest Washington, 0. C., 

without any substantial benefit to the residents of t h i s 

area. 

The location of Route 240 along the Potomac 

River w i l l provide the best means of moving i n t e r s t a t e 

t r a f f i c around the D i s t r i c t of Columbia with l e a s t 

interruption and delay to l o c a l t r a f f i c or to the 

i n t e r s t a t e t r a f f i c , which i s the trend i n modern planning 

throughout the country. 

The location of a limited-access highway 

along the so-called Wisconsin Avenue or River Road 

corridor would encourage and emphasize the use of 

privately-owned cars as a means of transportation for 

people employed i n the D i s t r i c t of Columbia and residing 
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i n Montgomery County. This may create parking problems 

and congestion i n the c i t y of Washington which w i l l be 

impossible to solve. 

Again the cost of construction w i l l be sub

s t a n t i a l l y greater along the Wisconsin Avenue corridor 

or along the River Road corridor, as compared with the 

construction of a highway along the Potomac River. 

Also, f o r several years no doubt, t r a f f i c would be 

interrupted through the business section of Wisconsin 

Avenue i n the Bethesda-Chevy Chase area, creating a 

great l o s s to business. 

For these reasons, which we consider sound, 

the Spring Valleu - Wesley Heights Citizens Association 

goes on record as opposing the proposed route through 

the Glover-Archbold Park, by the construction of I n t e r 

s tate Highway known as Route 240 through said park, and 

favoring the location of proposed I n t e r s t a t e Highway 

known as Route 240 as recommended by the Clarkeson 

Engineering Company i n t h e i r report, or a minor v a r i a t i o n 

to t h i s report recommendation as proposed by the Highway 

Department of the D i s t r i c t of Columbia. 

Thank you, gentlemen, for t h i s opportunity to 

present the views of our Association. 

COMMISSIONER MC LAUGHLIN: The representative 

of the Foxhall C i t i z e n s Association w i l l t e s t i f y tomorrow 
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morning. We come now to Number 26, Friendship Heights 

Citizens Association, Mr. Milo G. Coerper. I s there a 

representative here tonight? 

(No response.) 

The American Federation of Labor and Congress 

of I n d u s t r i a l Organizations? 

(No response) 

I s there a representative here of the American 

University Park Citizens Association here tonight? I 

know one w i l l be here tomorrow. 

(No response.) 

Northwest Council of Cit i z e n s Associations, 

Mr. Pe r r i n , or Mr. Burmeister? 

(No response.) 

I imagine these people w i l l be i n tomorrow. 

The C i v i l League of Brookmont and V i c i n i t y ? 

(No response.) 

Tho Wilderness Society? 

STATE&iENT OF MICHAEL HA DEL, ASSISTANT EXECUTIVE 

SECRETARY, THE WILDERNESS SOCIETY. 

MR. NADEL: Mr. Chairman, members of the Board: 

My name i s Michael Nadel. I am assist a n t 

executive secretary of the Wilderness Society, a national 

non-profit conservation organization, i n whose behalf I 

am presenting t h i s statement. The headquarters of the 
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Society, which was founded i n 1935, are at 2144 P Street, 

N.W., Washington 7, D. C. 

We do not appear at t h i s hearing to advocate 

any p a r t i c u l a r route but rather to urge that any route 

should be l a i d out with respect for the parks i n the 

c i t y . 

Whatever route or routes are established for 

the t r a f f i c to and from Washington on Route 240, these 

arrangements should be made with concern for the parks 

that have already been set aside for preservation. They 

should be made with careful regard for the value of 

natural areas and open spaces i n t h i s c i t y . 

I t i s regrettable that the National Capital 

Planning Commission, for instance, i s reported to favor 

a route that would push an esspressway or a parkway 

through narrow stream-valley Glover-Archbold Park, 

turning i t into two narrow s t r i p s separated by through 

t r a f f i c . The f e a s i b i l i t y studies for t h i s area there

fore appear to be i n favor of headlong mobility, with 

Qualitative needs of the people of the c i t y put aside. 

Thus one of the open spaces dedicated for preservation, 

for now and into the future, v/ould be mortgaged as a 

t r a f f i c vein which i t s e l f v/ould be headed for obsoles

cence at b i r t h . The Park, i f held i n t a c t , w i l l never 

become obsolete, but w i l l develop even ric h e r meaning 
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cl4 f o r people becoming more firmly mired by asphalt and 

concrete 

Proposed Route A-2 would have one of i t s lanes 

so close to the Chesapeake and Ohio Canal as to i n t e r 

fere with important recreational values i n t h i s area. 

Another route, designated as A, and recommended 

to the D i s t r i c t of Columbia Government by i t s consultant, 

Clarkeson Engineering Company, and presented i n more 

complete d e t a i l than the others, seems to avoid encroach

ment' upon a valued natural area, and thus i s l e s s objec

tionable than the other routes, assuming that i t i s also 

i n other respects a good route. 

There should be some understanding whether 

Route A, or any other route, w i l l i n i t s course p a r a l l e l 

a projected George Washington Memorial Parkway. The 

National Capital Planning Commission opposes t h i s route 

as being i n c o n f l i c t with plans i t has announced for 

the Parkway — although these plans do not seem clear 

i n t h e i r entirety to many who would be interested. 

Would t h i s opposition decisively a f f e c t the 

plans for Route A? What would be the compromises? What 

would be the a l t e r n a t i v e s to the alternatives? Are the 

present a l t e r n a t i v e s so frozen that the choices l i e 

inevitably among A, A-2, C, or D as at present described? 

As a matter of f a c t , i t i s understood that detailed 
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studies have not been made of C or D. 

There seems to be only one certainty that we 

can express i n t h i s statement, which must remain a 

statement of p r i n c i p l e s . That certainty was expressed 

i n a study of the Potomac River Basin by the Bureau of 

Business and Economic Research of the University of 

Maryland, published only l a s t month. I t was stated by 

implication i n William H. White J r . ' s a r t i c l e , "Urban 

Sprawl," i n a current issue of Fortune magazine. I t 

has been reiterated again and again by the conscience 

of the people. That certainty i s that our parks and 

natural areas are not expendable. 

The repugnance of people for the convenience 

f e a s i b i l i t y planning of the development-minded that 

impinges upon, denigrates, or destroys our receding 

natural areas — our green islands of freedom — grows 

stronger with the advancing concrete and asphalt sprawl. 

Let no one read into t h i s an objection to 

expressways or parkways i n themselves, but rather a hope 

that i n t e l l i g e n t direction w i l l give us such needed 

a r t e r i e s and at the same time respect our other needs. 

The r i g h t s of individuals to unmolested enjoy

ment of recreative natural areas, e n t i r e l y removed from 

the sights of "improvements," are as v a l i d as the other 

s o c i a l or economic r i g h t s , and bear tangible f r u i t s . 
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Our best minds agree that regional planning, 

i n the face of population trends and needs, must embrace 

the services of s p e c i a l i s t s , and we must not forget those 

who represent also the intangible needs of the people. 

Bearing i n mind these needs, we need only to 

remind the engineers that they are among the most r e 

sourceful of our people. Their incredible feats i n over

coming the impossible stand as monuments to the ingenuity 

of man. Let them not be so modest as to believe that 

they can not build transportation a r t e r i e s , i f urgently 

needed, without spoiling the remaining natural areas i n 

t h i s c i t y . Let them recognize that one condition they 

should meet i n planning any route i s a respect for a l l 

areas of park that are now availab l e . 

I should l i k e to close t h i s statement with the 

words of the National Capital Park and Planning Commission 

i n i t s A p r i l 1950 Monograph No. 1, as quoted i n the 

Clarkeson Report of June 1957: 

"Washington, the 'Seat of Government.' should 

o f f e r a setting for e f f e c t i v e conduct of our national 

and world a f f a i r s . For i t s own people i t should be a 

good place to l i v e . For a l l the people of the United 

States i t should be an i n s p i r i n g symbil of t h e i r country." 

Gentlemen, I thank you very much for the 

p r i v i l e g e of making t h i s statement. 
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COMMISSIONER KARRICK; I think you neglected to 

t e l l us how many members your Association has. Would you 

give us the approximate number? 

MR. NADEL: Yes. We have some 10,000 or 

11,000 members throughout the country. 

COMMISSIONER MC LAUGHLIN: National W i l d l i f e 

Federation? 

(No response.) 

West Glover-Archbold Citizens Association, 

Mr. Leventhal. 

STATEMENT OF HAROLD LEVENTHAL, WEST GLOVER-

ARCHBOLD CITIZENS ASSOCIATION. 

MR. LEVENTHAL: Mr. Chairman, members of the 

Commission: 

This statement i s on behalf of West Glover-

Archbold Citizens Association. As indicated by the 

l e t t e r of our president, Mr. C e c i l Wilkinson, to the 

Secretary of the Board of Commissioners, t h i s i s a newly-

organised unincorporated association. I t s ' members are 

those 7̂ho own property west of Glover-Archbold Park, 

and the other boundaries are the properties east of 

Foxhall Road, south of Forest Lane, which i s the 

southern boundary of Wesley Heights, and north of W 

Street. I t i s a small area, but to paraphrase Daniel 

Webster, there are those who love i t . 
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cl8 My name i s Harold Leventhal. I reside at 

2406 44th Street, NW« 

This i s the position that has been adopted 

by the Association: 
,{The Association opposes the proposal to use 

the so-called Wisconsin Avenue corridor, which either 

immediately or one step removed means heavy highway use 

of Glover-Archbold Park. The Association supports i n 

stead the position that one of the so-called r i v e r routes 

be used for the location of Highway 240, as recommended 

by the Clarkeson Report. 

"The Wisconsin Avenue Corridor for US 240 

involves excessive and unnecessary expenditure of 

public funds, and i s a jeopardy to e x i s t i n g communities, 

residences and property values. 

"Such highv/ay use of Glover-Archbold Park 

would be a destruction of a natural park, which i s a 

p r i c e l e s s and irreplaceable c i v i c asset of the City 

of Washington." 

Mr. Commissioners, I notice since I have been 

at the hearing that some of the speakers have challenged 

the conclusion that any route for US 240 need be pro

vided i n the D i s t r i c t . We don't presume to be such 

students of c i t y planning with s u f f i c i e n t breadth and 

experience to challenge that conclusion, and t h i s 



332 

cl9 statement i s based on the p r a c t i c a l assumption that i f 

US 240 i s coming right down to the D i s t r i c t l i n e from 

the north, something i s going to be done to provide an 

egress out on the southern boundary. 

Moreover, I don't propose to dwell here on 

r e c i t a t i o n of the f a c t s , s t a t i s t i c s and conclusions 

concerning costs and t r a f f i c potentions and economic 

disruptions and other factors that we have given consider-

ation to. Those subjects have been extensively analyzed 

by others. 

I n our opinion, they do lead to conclusions 

favoring the River route, and I would l i k e to s t r e s s 

again what has already been mentioned by your Highway 

Department, that some of the s t a t i s t i c s of heavy high

way use, which have been offered i n support of routes 

C and D, r e f l e c t t r a f f i c demand rather than r e a l i s t i c 

projections of use, and that they rest on calculations 

that would assume highway use during peal; hours sub

s t a n t i a l l y i n excess of capacity, so that they are not 

r e a l i s t i c data, as we see them. 

On behalf of our Association I should l i k e to 

focus p a r t i c u l a r l y on the issues of parks and good f a i t h 

to property owners. The c i t i z e n s of our area of course are 

p a r t i c u l a r l y distressed by the proposal to transform our 

quiet park neighborhood into the tumult that borders on 
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c20 an in t e r s t a t e truck highway. We set t l e d here i n the 

understanding that Glover-Archbold Park had been dedicated 

and v/ould be maintained as a natural park. The proposal 

to Route 240 through the Park would be a gross breach 

of f a i t h . 

Moreover, Mr. Commissioners, i t i s the c i t y of 

Washington as a whole, and not merely the adjoining 

neighborhoods, v/e believe, that would su f f e r irreprable 

loss from the use of the Park s i t e . Other c i t i e s i n 

the land which have l o s t a l l trace of natural park land 

envy us t h i s heritage of ours. 

I am reminded that i n conversations during the 

war, when Jean Monnet the French statesman, was here. 

He remarked on Glover-Archbold Park as one of the r e a l 

treasures of the c i t y , whose paths had given him great 

joy. 

I should l i k e to add a personal observation. 

I don't believe there i s a more rewarding or even exci t i n g 

v i s i o n than a walk through Glover-Archbold Park when -the 

Park i s a carpet of spring flowers. 

For the blessing of t h i s Park we ov/e a great 

deal to the philanthropy, and beyond that to the v i s i o n 

of Mr. Glover and Mrs. Archbold, because they have t r i e d 

to preserve what they knew could never be replaced. I 

don't mean to be facetious, but to borrow from a famous 



song, "Only God can make a Park." But man can destroy 

what he can not replace. This i n t e r s t a t e highway through 

Glover-Archbold Park would be a Juggernaut that crushed 

the Park beneath i t s wheels. 

We are also aware of the fact that the River 

route i s the s i t e of a park. I n a l l candor, i t seems to 

us to be plain that the River route doesn't involve the 

same kind of park destruction. There i s a narrow s i t e 

f o r the park, there are b l u f f s , and i n any event i t has 

been marred, as other speakers pointed out, by the heavy-

traveled Canal Road. 

V/e have also given attention to the so-called 

tunnel proposal of the s t a f f of the National Capital 

Planning Commission. We are sceptical whether the 

enormous expense of a tunnel could ever be approved. 

V/e are f e a r f u l that the tunnel proposal would j u s t be 

there as a theoretical conception, while the Wisconsin 

Avenue coridor would disgorge a l l of i t s t r a f f i c into 

Glover-Archbold Park. 

Even assuming, however, that trucks and buses 

could be successfully diverted into a tunnel, t h i s proposal 

means heavy highway use of Glover-Archbold Park as the 

egress for passenger vehicles traversing US 240 along 

the proposed Wisconsin Avenue corridor. I don't know 

whether the conception of Glover-Archbold Park would 
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c22 be designated as part of the In t e r s t a t e Highway System. 

But i f that v/ere true, you would have so much clearer 

dedication to heavy highway use. So that we favor the 

River routes. 

I listened with some interest t h i s afternoon 

to setting forth of some of the l e g i s l a t i v e history of 

the Highway Act by a spokesman for one of the previous 

c i t i z e n s ' associations. I f I did not u t t e r l y misaprehend 

the import of what I heard, i t seemed to me that Senator 

Gore's bax'bed remarks that he feared l e s s than 90-10 

di v i s i o n would become an incentive to d i s t o r t the I n t e r 

state Highway program into a solution of metropolitan 

t r a f f i c area problems, these being the remarks that were 

cit e d by the speakei* for the other c i t i z e n s ' associations, 

seemed to me to support rather than to undercut the 

observation that was previously made by General Prentiss 

that the l e g i s l a t i v e intention was to provide the 90-10 

funds primarily for t r u l y I n t e r s t a t e rather than for 

metropolitan area t r a f f i c . Certainly i t can not be 

denied that the s t a f f of the National Capital Planning 

Commission i s predominantly geared to and motivated by 

consideration of t r a f f i c within a metropolitan area. 

A previous spokesman of another c i t i z e n s ' 

association also seemed to believe that there was somehow 

a breach of f a i t h , or something wrong with statements 
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c23 that have been made that i f i t were not for some suburban 

t r a f f i c there would not be a US 240 coming into the 

D i s t r i c t , and because, i t seemed to be argued, there 

was some consideration to the suburban t r a f f i c , the 

nest thing to do was to go to the route that gave pre

dominant consideration to the suburban t r a f f i c . 

I don't see that that follows at a l l . The 

conception of the Highway Department i s that of a 

balanced highway program. That seems to me to make good 

sense. I t has a further conception that instead of 

running a Chinese Wall i n the heart of a c i t y , that i t 

provides a modest expenditure that i s not such a one-

sidedly commutor expressway. 

V/e submit that we shouldn't use US 240 p r i 

marily and predominantly to solve a problem of metro

politan area t r a f f i c . I f we j u s t i f y t h i s on the ground 

that i t i s a bargain because the federal government i s 

paying 90 percent, then we are doing j u s t what Senator 

Gore fears, and t h i s would not only be a breach of f a i t h 

with Congress but i t would be a breach of f a i t h with the 

c i t y as i t stands, causing an unnecessary and excessive 

economic and personal disruption. 

I t seems to me, Mr. Commissioners, that the 

standards of the I n t e r s t a t e Highway seem to be inapprop

r i a t e to the problems of metropolitan-area t r a f f i c . 



I don't believe there can be any true s a t i s 

faction i n wearing a coat merely because i t has been 

largely paid for by a r i c h r e l a t i v e , when i t does not 

s u i t you either i n s i z e or i n color or general texture. 

In conclusion, we wish again to thank the 

Commissioners for giving us the opportunity of appearing 

at t h i s hearing. No one who participates i n t h i s hearing 

can f a i l to be impressed by the splendid manner i n which 

you are proceeding to dischage your o f f i c i a l duties. 

COMMISSIONER MC LAUGHLIN: I might say at 

t h i s time that people have paid us compliments for 

staying on here. We c e r t a i n l y want to pay you com

pliments for your staying on with us. 

Now we have come to one of our most d i s t i n 

guished men of the time, Mr. Leon Chatelain, who w i l l 

speak for the Federal City Council. 



STATEMENT OF LEON CHATELAIN, JR., MEMBER, 

PRESIDENT'S CONSULTING COMMITTEE, 

FEDERAL CITY COUNCIL. 

MR. CHATELAIN: Mr. President and members of the 

Board of Commissioners: I do thank you for waiting a few 

more moments, and I assure you I won't take more than a 

few moments. 

My name i s Leon Chatelain, J r . , President of the 

American I n s t i t u t e of Architects, and member of the Federal 

C i t y Council, Board of Trustees and the Planning Committee. 

I am t e s t i f y i n g t h i s evening on behalf of the Council. 

I am appearing to urge that the Commissioners 

select the River Route, or A-2, as the location for the 

D i s t r i c t portion of U. S. Route 240, and that they make 

t h i s decision known as rapidly as i t i s f e a s i b l e . 

The Federal C i t y Council has taken t h i s position 

after long and careful analysis of the various proposed 

routes. On December 9, a l l pertinent data r e l a t i n g to the 

Route 240 issue was presented to the President's Consulting 

Committee, the group v/hich recommends policy to the f u l l 

Council Board. 

After considering the r e l a t i v e merits of these 

routes, the Committee voted unanimously to support the 

River Route. This stand was reaffirmed by our f u l l Board 

of Trustees — again without dissenting vote — when i t 
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met on December 23. 

Our analysis has proceeded from one basic con

sideration: the fa c t that Highway 240 i s part of the new 

national i n t e r s t a t e system. This means that i t must be 

constructed to meet the requirements of the Federal Highway 

Act of 1956. 

In other words, the connecting l i n k to 240 must 

be b u i l t as a limited-access highway, capable of s a f e l y 

accommodating interstate t r a f f i c at speeds of up to 70 miles 

per hour. I t must provide for maximum grading — under 

ordinary conditions — of not more than 3 percent. I t must 

supply a right-of-way of approximately 300 feet. F i n a l l y , 

i t must be open to a l l types of motor vehicles, including 

heavy duty d i e s e l trucks. 

Let us apply t h i s consideration to both of the 

major aqternate routes: that i s , the Wisconsin Avenue 

corridor, and the Blver Route. 

I f the Wisconsin Avenue corridor were selected, 

a limited-access highway would be imposed upon one of the 

c i t y ' s most populous and heavily-traveled areas. This 

would mean that Wisconsin Avenue would become a barrier 

to east-west t r a f f i c i n t h i s entire area, unless a s e r i e s 

of extremely high-cost crossings wore constructed. 

Examination of t h i s route from Pook's H i l l to 

i t s ultimate connection with the inner loop shows that 
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approximately 45 crossings would be involved. 

Creation of such a Chinese Wail would undoubtedly 

have many adverse e f f e c t s , i n addition to the substantial 

l o s s i n pedestrian and vehicular t r a f f i c from one side of 

the highway to the other. I t would, in some instances, 

tend to divide neighborhood f a c i l i t i e s ; i t would change 

the present character and future development of the area; 

i t would present a hazard to children where playgrounds 

are located on the opposite side of the route from their 

homes, and would tend to lower many property values. 

Selection of the corridor would seriously affect 

many homes and businesses, e x i s t i n g and planned. For 

example, i t would knowck out the new $5.5 mi l l i o n o f f i c e 

headquarters of Government Employees Insurance Company, 

by lopping off an end of that company's 28-acre t r a c t at 

Western and Wisconsin Avenue. 

This would mean a loss of potential tax revenues 

and would constitute a blow to the entire community. 

The proposed River Route presents a sharp contrast 

to a l l of these disadvantages. I t was o r i g i n a l l y selected 

by one of the nation's leading consultant firms, Clarkeson 

and Company, as the most l o g i c a l single route into the 

D i s t r i c t , and the one which would r e s u l t i n the least 

dislocation to t r a f f i c and property values. 

This route follows a basic concept recommended 



341 
by a l l leading planners, including those on our Planning 

Commission. I t i s t h i s : When bringing a major highway 

into a c i t y a "seam" route should be chosen, i n order to 

occasion the least possible disruption to already-established 

neighborhoods. 

The Elver Route has p r a c t i c a l l y no intersections. 

Since i t runs along the r i v e r i t would constitute no ba r r i e r 

to t r a f f i c . I t would present the most d i r e c t , speediest 

and most economical route to the central c i t y . 

I am not going into any further d e t a i l of the 

reasons for our position, since these are summed up i n 

the resolution I am about to read: 

"WHEREAS, an e a r l y decision as to where U.S. Route 

240, an inte r s t a t e and national defense highway, should 

enter the D i s t r i c t i s of paramount importance to Washington 

and i t s surrounding area, as part of the national accelerated 

highway program; and 

"WHEREAS, the mounting delay in pinpointing the 

route i s leading to confusion, uncertainty and, i n some 

instances, economic l o s s , as i s demonstrated i n recent 

c r i t i c i s m by the press and by o f f i c i a l s involved; and 

"WHEREAS, as an int e r s t a t e highway, t h i s route 

must be b u i l t as a limited-access thoroughfare with expensive 

grade separations at every intersection (unless the highway 

i s to constitute a t o t a l b a r r i e r to pedestrian and vehicular 
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t r a f f i c at these i n t e r s e c t i o n s ) , able to accommodate the 

expected t r a f f i c volumes of 1957; and 

"WHEREAS, careful and thorough investigation by 

the Federal C i t y Council has shown the proposed r i v e r route, 

A-2, would be superior to a l l other suggested locations 

for the following reasons: 

"(a) I t would cost $13 m i l l i o n l e s s to construct 

than either Routes C or D; 

"(b) I t would be f a r l e s s destructive to private 

property and, because the route has only two intersections, 

i t would involve much l e s s disruption of established t r a f f i c 

patterns than the other a l t e r n a t i v e s ; 

••(c) Better-balanced t r a f f i c services would 

r e s u l t from use of the r i v e r route, since i t would not 

overload connecting interstate f a c i l i t i e s — as would any 

of the other routes suggested; 

"(d) Taking into account the anticipated growth 

of upper Montgomery County, A-2 would help to siphon off 

the expanded t r a f f i c from t h i s area, rather than funneling 

a l l of i t through the already overloaded Wisconsin Avenue 

route; 

"THEREFORE BE I T RESOLVED THAT members of the 

Federal C i t y Council o f f i c i a l l y support A-2 as the connect

ing l i n k to U. S. Route 240, and that t h i s position be 

made known to the Commissioners at the public hearing on 
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January 6, 1958, by tho proper Council spokesman." 

We want to thank you very much for waiting a 

few minutes for me. 

COMMISSIONER MC LAUGHLIN: Thank you, s i r . 

We w i l l a l l go home now, and resume tomorrow at 

10:00 a.m. 

(Thereupon, at 9:40 o'clock p.m., the hearing 

was adjourned, to reconvene at 10:00 o'clock a.m., 

Tuesday, January 7, 1958.) 






