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This issue celebrates the first year of existence of the 
Plan-It. Twelve issues have been sent forth from the northwest 
corner of the City Hall. We st;:i.rted the experiment with some tre
pid0,tion and a realization that there were already too many such 
sheets being written. However we felt the,t there were certain 
phases of city growth and particularly some ~ngles of Portland's 
development which were not appreciated by the public as they should 
be. We believed th2,t the City Planning Commission had a message 
that needed to be given to the city and thd there was no other 
medium available for this work. 

How well we reckoned with our problem, may be judged from 
the fact that the Portland dailies have given the Plan-It over 
150 column-inches of comment. It has been extensively quoted in 
neighborhood weeklies 2.nd such publications as the City Club Bulletin 
and the Pacific Engineer. ~ Some of the Plan-It pc,ragraphs have been 
reprinted in m,~gazines and bulletins of national circulation. The 
mailing lis"\ which is now over four hundred, is constantly growing 
by re~uests from interested parties. 

STREET .AREA. IS NOT ALWAYS WF .. .AT IT SOTS 
One angle of hmnan behavior is often ignored in planning 

a street system. If there is heavy traffic between two areas~ 
separated by any appreciable distance, most people consider the 
congestion of the routes connecting these areas as dependent upon 
the nmnber of traffic lanes in those routes. Such is not exactly 
the case. Y1an is a creature of habit and is prone to retrace his 
path whenever he has the least opportunity to do so. Also man is 
apt to nfollow the leadern ,:henever he has a chance. For these 
reasons it is found that of two or more separate and distinct routes 
of equal adaptcsbili ty between centers of activity, one may become so 
congested as to entail serious less of time to the traveling public, 
while the other equally usable route is almost deserted. 

Fr0m a traffic ste,ndpoint, tv,o sep&rate streets eighty 
feet wide rnr?,y not be nearly as useful as one street one hundred and 
sixty feet wide. In fact it is likely that a single street 120 feet 
wide will carry more through traffic than two parallel streets eighty 
feet wide. This phase of the traffic problem is one that has a 
special significance for Portland. We have so many streets of 
moderate width that there is actually a J.areer percentage of the 
area 0f the city in streets than in other cities. However all ever 
the city we find one street congested, and a parallel street which 
should serve as a relief to the congested one, almost deserted. 
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Since it is so noa.rly impossible to distribute traffic 
unif()rmly over a number of )12,rallel streets, the best way to prevent 
conc;estion is to ha.ve a skeieton system of very wide streets for 
the main transportation arteries of the c,ity. These main streets 
should be made wide enough to provide for every p('ssible contingency. 
They should be so wide that the majority of citizens would ~ay they 
were wider than would ne needed for about fifty years. Detroit's 
super-highways 204 feet wide, are perhaps the only American example 
of me.in 2.rteries which e,re wide enough to take care of every traffic 
need. Once these skeleton streets e,re laid out, the remaining 
streets can be left to take car~ of themselves. They are merely 
neighborhood affairs. 

STREEr AlID HIGHWAY SAFEI1Y 
The task of making the streets and highways of the nation 

safe for those vrho travel upon them, is the major transportaticn 
problem of the day. Any attempt to untanele the traffic snarl is 
doomed to failure if it does not allC'w fo1· at least as efficient 
use of the hic,hways as a transportation tool as we now have. The 
killing and maiming of people by the motor car must be reduced tc 
an extent where it will be classed as one of the minor mischances 
of life, but we cannot l:opr, to exist without the tran.,pcrte,tion 
which rmly the auto can supply. 

Remedial measures-are of two kinds, laws and rules--regula
tions and educati0n to enforce and encourage a more efficient use cf 
the present physical hiehway :plant, and the physical changes in that 
plant to make it of itself a safer and more efficient tool . In this 
connection a rDrief glance at the evolution of the railway system cf 
the country would be of great assistance to a proper understanding 
r,f the difficulties of the situation. 

When railways were first built there was little or no regula
tinn of their traffic. 111rains ran without schedules a.nd st,rpped at 
will. If two trains met on a single track, one backed up to a siding 
and the other passed on. Soon traffic became too dense for such 
operation. ScheQules and time cards were arranged, but human hands 
and minds wbuld ignore a schedule and greater speed made the conseq_uence 
of such carelessness disastrous. The n ext step in railway ev clution 
was the installation of automatic block sign~ls and interl0cking 
ITTvitches. While such devices were found to increase the safety, 
in fact they pra1ctically eliminated unsafe ccndi tions, a conseq_uence 
was that most of the track was working only half of the time. The 
next step and the true solution was the building of double tracks 
and grade ~epa:rations; the latter being the only way in which cne 
moving line 0f tre,ffic can cross anotho:» line of traffic wi thcut 
interruption to either. 

This is the lesson that the designer of highways can learn 
fr ·)m 'the r ailways. lfo ordina1:i.ce or law can make an intersecti on 
work for both lanes more than half the time. One lc:tne must be stand
ing still while the ot~er is moving. As long as traffic regulation 
is considered a m~tter of laws and rules, so long will bhe public 
be f0ole<i a.mi befuddled, killed and maimed. If the puolic demands 
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the privilege of driving autos, they must either spend enough money 
on roe.d construction and grade separation to make their driving safe 
or be content t0, kill s..nd to be kiJ.led, to waste a large part c,f 
their time, and to susta.in property damage of millions per year. 

0000000 

The following ccmment on the ''1iajor Traffic Street System" 
report is made Jn t h E;J Oreg'"ln. Voter, January 19th issue, 

"Portland City Planning Commissicn' s report on a '"Maj er 
Traffic Street System" should be given wid.e clistribution throughout 
the city, should be the su'bj ect for club, luncheon and otherwise 
discussion, and thoroughly studied by seri~usly-minded property 
owners, corporation executives and everyone who has an interest 
in the Portland of 1950. 

"The report is more than a report on a far-sighted plan 
of .street development. It is also a simple treatise on necessity 
and merits of orderly city planning. At this tine this last phase 
of the report is probably its most valuable contributi~n. The cover 
of the document admits that it is designed merely to furnish the 
ba,sis for "discussion and recommendations," and somewhere in the 
text the further admission is made that obviously the city cannot 
underwrite immediately even a small fraction of the street develop
ment suggested as being ultimately necessary. The repcrt, then 
lets the taxpaying public .. down easy--somewhat different in that respect 
from reports of semi-public bodies. Ne bond issues are urged, and 
no effort is made ev~n to approximate costs of all projects listed. 
But if you are trying to ste~l yourself against a moderate lcnging 
for better traffic conditions in P~rtla..~d, don't read the report. 
It is liable to soften your resistance to improvement cf the city's 
layout. 

"The introduction (')f the repot't preceding e:x;posi tion of 
details of suggested widening prC",jects and other improvements, is 
largely a. resume of previous statements of the Ccrnmissicn on mothods 
of financing arteri~l streets, use of setback lines, necessity for 
traffic plan adjustable to growth of city, future growth cf Portland, 
which is illustrated by chart comparing pop~lation growth cf Portland 
with that of San Francisco, Seattle, Los Angeles, and certain eastern 
cities. The chart shows an appreciably flattened growth curve for 
Portland between 1910 and 1920, at least flat in relation to growth 
of Los Angeles and Seattle during the same period." 

0000· 000 

The Erskine Bureau of Traffic Research Report says ite 
surveys have shown the burden the twenty-story cities throw on the 
two-story sio,ewa,lks. The demand for maximum sidewalk space has 
reached such a point that every attempt should be made to clear the 
sidewalks of all obstruction which imp0des their free use. Free 
movement is rendered all the m~re important when it · is considered 
that the inability of pedestrians to clear the street intersecticns 
rapidly is ~ne of the principal causes of all traffic delays at 
corners. Trolley and light poles, mail boxes, fire and J:i.Olice 
telephones, petty merche.ndising, are only a few of the many obstructions 
to free use of the walks. 
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There has been s"'.)me criticism of the setback lines suggested 
in the t'Iajor ::I.1raffic StrAe-t Report because often there must elapse 
a re,ther l:mg :peri od -between the pu.ssing cf tho setback ordinance 
and the comple·i:;ion of street extension proceedings. During this 
period the property ownor is d.epri ved of the use of pa.rt of his 
property witrwut recompense. Th.s.t there is some truth in this claim 
is not denied. No change in existing conditions is made without 
working a hardship on some i,art of the community. Growth and prog
ress are irresistible forces and eventually act for the betterment 
c,f the corrmtmity. 

In every direction, in every city, we see houses which were 
once fine homes and structu:rally are still beautiful dwelling places, 
but on account of the encrcachment of business or multiple dwellings, 
they are wor·ch only a fraction of the~.r fo:c:'.ller vt1.lue. The changes 
made by other property owners have made o.esirable residence neigh
borhoods become m0re boarding-hcuse districts. The man who changed 
his property tc business uso, took away a certain valu0 from every 
householder on the street, but he did not reimburse the owner of 
tho property so d3Il1aged. 

Most of the streets for which setback ordinances are suggested 
are now predominantly residential. On a street of this character, 
the transition from residen-tial to business takes a long period of 
time. As things are now, a few scattered owners, say one in a block, 
build st 2res or garages out tc the present property lines. We say 
that such owners snould be compelled to leave from fifteen to thirty 
feet in front of their store or other business. Our critics say 
this is taking property withr-ut compensation. However if "A" is 
allowed to build to the street line, he immediately depreciates the 
residential value of his neighbors, "B" and "C", on either side, 
yet the neighbor cannot well expect to make commercial use of his 
property for yoars. Therefore the present system allows the first 
owner in a block who builds a business building to take value from 
all other owners without compensating them. The result is that many 
business locations are built up years before they are needed, simply 
tJ get the advantaga of being the first store or garage in a given 
neighborhood. 

It is an open question whether the increase in value in the 
favored business sections of Sandy Boulevard is very much greater 
than the loss which has been sustained by other property owners 
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due to the encroachments 0f business. There are several places on 
Sandy Boulevard where a setback ordinance of thirty feet enacted in 
1910 would have saved a la.ree sum i'or the property owner who still 
owns a residence on that street. His ovm house is overshadowed and 
depreciated by a garage or store. He is also about to be assessed 
to pay for cutting off that neighbor's builaing. If the setback had 
been enacted in 1910 his residence would still be attractive and when 
a widening came up, he would pay only for the ground area taken and 
not for changes to improvements. 

This protection to the one who does not use his property for 
business at once, is a point that seems to be ignored by nearly all 
who consider setback ordinances. Yet the amount of property falling 
in the class needing protection is many times as great as the portion 
which is cuilt up for commercial use. There is roughly four percent 
of the frontage of Sandy Boulevard in business at present. Fremont 
Street, Interstate Avsnue, Powell Valley Road, Foster Road, East 17th 
Street, East 52nd Street, Sixth Street, and West Clay Street, are 
streets which today a.re where Sandy Boulevard was fifteen years ago. 

There are some few cases where the property facing a proposed 
setback line is fifty feet deep or even less. This is a serious 
problem but it is after all only bringing up now what must come up 
in a more violent form in the future. Surely if Portland is to have 
the growth which even the most pessimist:i.c are willing to concede to 
her, there ca.n be no argument e.s to the eventual certainty of every 
widening which has been planned for in the Commission Report. This 
means that in the natural course of events the owner of a lot fifty 
feet deep would be allowed to build an expensive commercial building 
which the rest of the street and district m'l:'st buy at a good figure · 
at some date in the comparatively riear future. 

The setback ordinance has simply brought a future acute con
dition into the present. Probably the:re are many such parcels of 
property which should be acquired at once. But if street extension 
proceedings on an "installment plan" were to be instituted to the 
extent of acQuiring all such parcels where the portion taken is over 
thirty percent of the entire tre,ct, the amount that would be spent 
plus high interest would be far less than the final cost of such 
parcels under regulation proceedings. To summarize, we contend that 
in the great majority of cases the propo$ed setbacks would be a 
protection to the property owners on a gi,ven street. In some few 
cases of shallow lots it works a hardship which must be recompensed 
some day, and the sooner, the less costly. 

In the January issue of the American City Magazine, there is 
an article by W. H. Tiedeman, Asst. City Engineer of Seattle, Washing
ton, who has recently made an investigation of street widths in most 
of the major cities of Europe and !Jllerica. WJ. Tiedeman makes the 
statement that nearly all cities of three-quarter million inhabitants 
have found their streets inadequate, and that he believes that when 
other cities grow to the three-quarter million point, they also will 
find their thoroughfares inadequate. 

-2-



"J'Jew cities such e,s ours did not grow ccmpn,ctly. Street car 
transportation and low rates of fa.re brouc;ht large outlying attractive 
e.ree.s into compoti tion. It is natural the..t people shculd select 
sigr:tly disti'icts 1,etween five e.nd. eight miles out, if the prices for 
the property suit tbelr means better ar.d tri=-.r:s:portation service is good. 
'l'hat r-o doubt 9,ccounts for the scattered development of American cities. 
'11his condition natura'.Lly de·rnlors thorouch:f:::,res of extreme importance 
and of considere.ble potential real es~::,te Yalue. For many yea.rs, 
however, the conversi·Jn of s.11 the frcntage on such streets to business 
uses ml'.S-C 'bs slow and disconcerting to the owr.ers. As far a,s such owners 
a.re coricern9d the present street widths e,re sufficient, and they would 
oppose any imrr.ediate expend.iture fer future needs. However a review of 
the street widen:ing programs of American cities proves that 70 and 80 
foot streets wi.11 not long suffice. The problem then becomes one of 
making some provision for the future wi thou-r; premature expendi tura. 

"Our Enropea,n pa1·ont cities, long ago, and inadvertently, showed 
us a way out of tho dilemma. In common with the failings of other 
humD,r.s, we youngsters did not believe in the good exrurrple and ignored it. 
Set·be,ck requirements enforced for many years in EYJ.gland. and Germany are 
our sa.lva.tion today. Whe.,1 a street i8 already inC;.dequate, immediate 
operation by way of emin,,mt domain alone can give relief. Where the 
r..eed is not immodio.te ·out will be acute in ten or fifteen years, a set
back ordinance paves the vray for such future widening without involving 
any expease at present, and that is a vrelcome fact alon,<=s sparsely settled 
and already over-assesaed thoroughfares. S·c1.ch ordinances are operating 
alread~r in Los Angeles and in Cleveland, and perrr.it only of the erection 
of tha first story of a building out to the present street margin." 

In connection with this article ls an interesting set of cross
sections of famous streets. These sections show that although modern 
traffic problems are not so ac1:i.te in these old--world cities as in 
our American cities, nevertheless they have established more wide 
street::: than we haYe in this country. Of twenty-three streets wider 
than 120 fee~, nine are in the United States. The following statements 
are the keynotes of 13,n address given before the National Recreational 
Congres.s at their October 7, 19,;;7 meeting, held in Memphis, Tenn., 
by the president of the National Association of Real Estate Beards. 

"Our organization is dedicated to br~nging about a better 
utilization of the land resources of our country so as to bring out of 
ths.t great, God-given commodi ty--land---the fullest opportunities for 
the benefit of humanity. So the slogan of our City Planning Committee 
is, "Building Better Cities for People to live in." 

"I have been impressed with the fact that in the early days 
of America, the men who laid out our cities originally were great 
city planners in many instances. In Boston they preserved that great 
Common as a public space. The little city of Lexington has its Green 
in the center of the city. In Mem;;ihis there is a little square in 
the heart of the city. • • I want to comment on the fact that the 
original plan of Louisville made in 1786 provided for fifteen solid 
blocks reaching from one end of the city to the other for park space. 
But it was only a few years later that some short-sighted city council 
sold off fourteen of those blocks for private buildings ••• 
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"It seems to me as I h-:1ve studied this ouestion that at the 
beginn:i.ng oo.r people were sr..,_;1nd. on t h:'.. s c;w:,stiL1n of city plannin:c;; 
that they app:ceciatec. t)1e .i.mp:v:-ta1Jc:e of op8n s:pe .. ces in those C:.ays 
who!! the ,J i Gies wer <:: sn,::.11, bu."c that J..ater we v12n'c through a sort of 
da:r-Lc age and for r,carly or.e hw10.red yee.rs nobod.y gave much thought to 
ci•~y planning •.• 

llJ:t was my privilege the other dl:l,y to be in Boston and see a. 
plc:.t e;f a subd.::.vi sion up t::.ere wh~.ch ha.fl be0n :planned by Olmst;ed 
Brothers. 'I'rtl.ol:!.'e 8.:'"'3 golf courses, a riding academy, bridle paths, a. 
_polo fi~:,ld., te:1. tennis cou.rts, a yr:;.ch-i; harbor, casino, · swimming pool, 
piers CL1t L,to the 1lay, cro'"-uet grc,u~:a.o, e.i:.d :pJaces for quoits. It 
goes wi thou.t saying t:10.t t n e p-:.·orn-JtE:c of that subdivision is going 
tc cap it::.:i.iz1cJ 011 :J,11 those -thi116 s and ia going to charge for the 
rema :i.ni11g l o.nd at an ad.d,;;d 11ric-.e that will recover the part that he 
is setting aside for public use." 

The class of development herein described has not yet reached 
Portland. Howeve1" H will, just as every other modern invention er 
change in mod0 of' life fino.lly sp·ceads over e.11 America. That is 
one of t:i.e great reasons that America is tho best place on earth to 
live in although it has only startGd to be what it will bo some day. 

Just what does it mean when Jones buys that lot in Olmsted's 
new su:per--Arld.ition to Chel;rna? He :paJrs $3,000 for a lot thr~t on 
first gh:.nce is worth $1500. He Pl'.ts $1500 into company ownership 
of all those recri:,utional faciJ.:i.ties e,nd ha co;2siders it a wise in
vestment. Ln a few yea.rs more the:re ,·!ill be chances to buy just such 
homesites nei:r Portla.ncl. If its good business to buy such property, 
why would it not be good business to p.r.ovide such recreational facili
ties in distri'.)ts where .:10 suc!l rrovisio:a had been made in the beGin
nL1g? In such J)la.ces these parks should be paid for by district 
assessments. There is an intimate relat::.on between recreational 
area and street area. The city which has a niggardly policy in regard 
to parks will be likely to be short-sigh~ed in regard to streets. 
A great deal of the ve.lue of p3.rks and such open spaces is in the 
feeling of composure and lessened n5rve strain which they bring to 
the person who passes through such districts. 

In a like manner there is a value to wide streets with beauti
ful plantings which cannot be expressed in money but which can be 
definitely felt by any one who has comC:: under their influence. It 
is said the,t tourists have s:p8nt in Paris many times the original 
cost of her pretentious houleva.rds. Whc can say just how much of 
Paris's attraction lies in those same boulevards? Very wide streets 
in reside~tial distri~ts give room for truly beautiful arrangements 
of trees and driveways. If traffic conditions never need the width 
for pavement, the area is there nwaiting development. Ivroantimo it 
is a permanently worthwhile investment in beauty. Wide streets and 
ample grounds are a sort of insurance against obsolescence.for the 
residential district. 
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An old fashioned hou8e Gn a wide street with a generous yard 
is still desirco.ble resi clence property. The same house on a narrow 
street with no trees to veil tb.e ornaments of a bygone day is decidedly 
an eyesore and generally unrenta.ble at a figure to show any profit 
to its owner. In 1957 the house of today will be just as much of 
a "white elephant" as the house of 1897 is toda.y. Large districts 
of now thoroughly modern homes crowded on narrow streets and fifty 
foot lots will be a drug on the market where a little more spacious 
arrangement would. have kept them liva:ble for four or five genera.ticns. 

Find a charming New I::ngland village with houses a hundred 
and. fift ,v ye2.rs olci. still attrc:~ctive homes for commuters from the 
nea rby cities. Th e street in front is arched 1;:ri th elms, th ems elves 
.a cen7,m•y old. Pictu.re a Rose City s"ureet sixty feet wide, the houses 
perhaps twcl ve feet a:rart and. twenty feet from the sid.ev,alk, in 
fifty years. It is a line of' old houses not roomy enough to allow 
spreading trees and. shrubbery -to hide the superannuated shells. 

Whether the city grows or whether it stP.nd.s still, by 1957 
the airerage Portl i:..nd home will be a sad commentary on the attempt 
to crowd five homes on land. tha,t wa.s intended for two. 

This month we celebre~te Washington's birthday. · It should be 
a holida,y r:f' :particul:::,r in~,erest to ci t:r planners. George Washington 
wa.s directly :responsible for the mr.sterly planning which l 'Enfant 
did at Washington, t. C., one of the n-.ost fe,r-sighted plans that the 
world has witnessed. Unfortu...."lP.tely tL.e :p lf.;,.ilS which were made for 
Washington, the capitol cit:r , were not followed. in their entirety. 

\ 

The 'dar k ages', ,rlEmtionod elsewhere in this lettP.r sei. in, and "practical" 
people with their customary short vision allowed part of the national 
reservation to lap se. 

The -~·my which had. been blazed by l 'Enfa.nt and Washington, 
W':l.S not followed in later '"':iditions to the platted city. It was 
because Washington had inrluenced. 1 'Enfa.nt to come to America to wor~: 
on the la;yont of Wo.shington, D. C. that the broti'l.ers l 'Enfant were 
&Bked t o ma~ce the original pla!1s for Buffalo and Detroit, plans which 
were a lso allowed to fall she-rt of fruition by the citizens of the 
next generation followin-3 the short a.ge of iden.lism which initiated 
the American na.tion. 
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to Helena, Montana. This was his second passage over the same route 
in four years. Two changes, both somewhat interesting to regional 
or city planners were apparent. Every little town of a score of 
families, where the main buildings are an elevator, a general store, 
a garage, and a school, has somewhere on its outskirts, a golf course 
built in the last four years. The "greens" are generally smooth 
areas of sand or plain earth. The "rough" is hardly different 
from the fairways but the beginning of a community play-area is 
there. 

This is the significant fact. Even in these small farm 
communities there is growing a realization that play is an actual 
necessity and that public provision for recreation must be made. 
The preparation of nine holes of sage brush golf at a central 
Washington wheat station is as much evidence of public spirit as 
the passing of a three million dollar bond issue for parks and 
playgrounds would be in Portland. It is this growing demand for 
play area that will probably cause some of us today to be called 
"short-sighted" by our immediate descendants because we did not provide 
the grounds when they could have been obtained cheaply, even as we 
ourselves are wont to complain at the lack of vision of our fathers 
who did not provide fifty years ago the streets that we need today. 

Bqu.a.lly indicative of progress is the condition of roads 
in the mountains, the efforts that are made to keep snow plowed out 
and to make year-round use of these roads possible. Tourists are 
not plentiful in winter but there are a few. Each year there are 
more of them. Each year there are more local cars to use the roads, 
hence more demand for better road service. Only a few years ago 
no one would have dared. to attempt to drive a car over the Rocky 
Mountains in the dead of winter. This winter it could be done,'but 
with difficulty. In a few more years there will be well-improved 
roads where today there ar·e trails. Passable roads in these back 
districts means an added burden of traffic for the metropolitan centers. 
The hinter-lands are rapidly making the . improvements that are needed. 
It is imperative that the regions imm8diately surrounding the large 
cities be planned and rebuilt to fit the new conditions in a proportion
ately far-sighted manner. 
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City planning is needed and must be done but regional 
plans for these districts surrounding the larger cities will me:.ui 
the difference between convenience and congestion in the next few 
years. Fow that a great portion of the traveling is being done with 
automobiles, it becomes more and more necessary to provide convenient 
highways to by-pass the coneestion points such as business centers. 
Tourists as a rule do not care to pass through the congested portion 
of a city--at least they would. welcome a possible choice of routes 
through these cities, a chance to by-pass the congestion and tq pass 
directly through to the main highway beyond the city limits. In many 
cases this means a widening and extension of existing city streets. 
Sometimes all that is needed is an intelligent system of signs directing 
the traveler just how to escape the central congestion without going 
a round-about route. 

The highway system of the country may be said to be today 
about where the railroad system was fort y or fifty years ago. At 
that time most of the cities had been connected up by single tracks, 
often barely passable, subject to "slow orders" on account of any 
rain or blizzard. Terminal facilities were of the most primitive 
sort. Interchange and belt lines about the cities were unheard of. 
All these improvements of the skeleton r ~ilroads of the seventies and 
eighties have been forced upon the railroads of , today by the pressure 
of increasing traffic. There are hundreds of instances where the 
observer of today wonders why even better use of natural advantages 
was not made by the pioneer railway builders, but he knows that the 
pioneer did not dream of the va st tonnage so soon to be poured over 
his primitive line of r a ils. 

However, they who are faced with the problem of expanding 
the highway and street system, making it suitable to modern traffic, 
should try to mJ.ke use of' the experience these railway builders. They 
should make fewer mistakes than the railroaders dio . They should 
have a more daring vision of the future. It is the especial task of 
city and regional planners to provide the terminal and belt line 
facilities of the highway sy stem of America. Let them be sure that 
they make a better solution of the highway problem than the railways 
did of the railway tangle, for the highway and street designer has 
had nearly half a century of costly instruction. 

HT AUTOMOBILE CITY 
'Ihe February number of the American City Magazine contains 

a descr iption of the new city of Radburn which is to be built about 
17½ miles from Hew York City in northern New Jersey. It is to be a 
community designed for the use of the auto and embodies radical de
par tures f rom the present horse vehicle layout which all cities cling 
to, though the horse h~s ceased to be an important factor in city life, 
The blocks, if they might be so called , are about eighty acres in area, 
being near l y a half mile long and over a quarter of a mile wide. There 
will be dwellings for about six hundred families in each block. The 
houses will have an automobile front on short dead end streets opening 
into the wide through streets which surround the blocks . The opposite 
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side of . the house faces a garden w:1ich connects by foot paths with 
the public park and recreation ground occupying the center of the 
block. Ey this means every person in the block has a direct walk 
to the school and community center without crossing a single lane 
of auto traffic. Houses will not be subjected to the noise and stench 
of passing cars. The only cars coming into the dead end streets are 
those having business there. 

This town is being built by the City Housing Corporation, 
a limited dividend company. It is an illustration of the Plan-It's 
often repeated statement that most of our cities are still horse-minded 
and that a modern city should be built to fit modern transportation 
devices. It is possible that in the comparatively near future residence 
districts of such a plan will surround the main business cities of 
the nation and that the present gridiron residence sections will 
become dead stock on the real estate market. 

THE TAX DOLLAR AGAIN 
Every so often someone starts a lot of talk, mostly of a 

complaining nature , .about the tax dollar. The latest local effort 
in that direction is one of those pies cut up in an unnatural manner 
showing how the dollar that we spend with the genial sheriff is 
passed out to the various activities of the county, city, and state. 
It also shows how large a proportion of that dollar is not subject 
to the supervision of the Tax Conservation Commission. The implied 
thought seems to be that since only sixty cents out of the dollar is 
subject to a double scrutiny, the other forty cents is a matter of 
dire neglect and probably of woeful extravagance. 

There is no intention here to quarrel with any of these 
statements or implications. The point that seems to be overlooked 
by all these tax experts and economic wizards, is that the tax is 
after all such a small part of the total expenditure of the public 
that it really isn't worth making such a lot of fuss about. According 
to an estimate made by the office of the City Planning Commission, 
the average home-owner in Portland pays a tax of about $66.00 per _year 
on the house in which he lives. If he has other property, that other 
pro~erty is generally paying a profit over and above taxes. The 
indirect tax which the home-owner pays is very hard to determine 
for the ultimate consumer must pay it all and if the electric light 
companies as they now assure us pay a little less than two million 
per year in tax, then those millions are in Mr. Householder's light 
bill and could fairly be taken from the light bill and added to 
the tax bill. 

In the same way part of his grocery bill and fuel bill 
and every other bill is tax. It would require exhaustive study to 
determine just what it does cost the average family for its share 
of the public service which is paid for b~ the tax. If the total 
tax of the city is considered as paid by the approximately 75 thousand 
homes of the city, then the average household pays a tax, direct and 
indirect, of about $210 per year, or about $18.00 per month. For 
this $210.00, the things Mr. Householder receives are much greater 
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than for a,ny other equal investment that he makes. He has the privilege 
of sending his children to school and college. The educational system 
uses e,lmost one-third of the te.x dollar. Try to replace it with private 
schools and see how much it would cost. He has the recreation furnished 
by the parks and highways--truly not a fraction of what they should 
be, but compare say a fourth of the tax bill, or $50 .00 spent in 
admission to shows, or dances, or other paid admission recreation 
to what we each of us receive from public recreation and it is at once 
apparent that the tax dollar has all the advantage. Police and fire 
protection, street cleaZling, and the keeping of public records, are 
of almost incalculable value. They come out of that tax dollar. 

The nub of the question is that after all taxes are paid 
to keep up our greatest co-operative effort, inefficient as much of 
the spending may be, by its constitution it must be able to pay 
immeasurably greater returns than activities which lack this co-operative 
feature. If people who are forever finding fault with the spending 
of the tax dollar would try as hard to find what is wrong with the 
spending of the rest of our dollars, their service to society would 
be infinitely more valuable. 

Of course the multitude of articles on taxes and public 
expenditures does have the effect of keeping public officials up to 
the mark and does increase their efficiency, but really the public 
servant as a class does more for his money and is a more efficient 
spender of the money entrusted to him than the leaders of the private 
business world. 

One of the commonest complaints is based on the super-numerous 
city, county, or state employees. A citizen goes into a public office 
and sees a clerk or other emple,yee with his "nose off the grindstone." 
The ·citizen immediately has a lot to say about inefficiency of "tax
eaters," etc. Did that citizen ever complain of the fact that there 
are in Portland today easily three times as many gas stations as 
are needed, that the auto drivers of the city are paying two-thirds 
of the "gas station" employees of the city to loaf on the job. Many 
other forms of business are just as inefficient but there is no habitual 
complaint over the part of the gas dollar or the grocery dollar or 
the jewelry dollar or the clothing dollar which is wasted. 

Perhaps a little more fair-minded investigation of such 
leads might result in increasing the number of tax dollars and greatly 
increasing the amount of service that the public could get out of 
those tax dollars. Right now the Portland Metropolitan district could 
well afford to invest a few million such tax dollars in some wider 
rights-of-way for arterial highways and for some future park areas. 
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PREPARE FOR FUTURE 

Cities which do not now need wide avenues 
can prepare for the future by reserving ade q_ua.te · 
facilities. This drawing shows a street widening 
project under way in Chicago. 

An ordinance passed a number of years ago 
by the City Council resulted in the requirement 
t~at all new buildings on several blocks of LaSalle 
Street be set back 20 feet behind the old building 
line. This made it unnecessary, when widening 
recently started, for the city to demolish or tear 
fronts from any buildings erected since that time, 
since all these new buildings were built to front 
on the widened street. 

the 

--,Chart by courtesy of Universal Portland Cement Co. 
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There are two articles in the February issue of the 
American City magazine ~howing the trend of design for cities 
and emphasizing the Plan-It's oft reiterated statement that 
we are still building our . cities to fit the horse, though the 
horse as a factor of modern life is as important as the tallow 
candle. 

C . W . NORTON 

H. E . PLUMMER 

One describes the findings of the Regional Planning 
Depart~nent cf Jii lwaultee County, Wisconsin. These findings 9,lmost 
exactly corroborate the co1~.clusion of the Chicago Regional Plan
ning Association that fifty feet of business frontage is correct 
for each hundred po::)Ulation. The Milwaukee org2,nization has 
developed a plan for the necessary business district on the 
arterial highway. This, which might be called a business nucleus, 
is to be a short section having a through traffic street in the 
center separated on either side from a local business street 
by a n3,rro·N parked strip. Diagonal parking is permitted in these 
local business streets. They become bays off the main arteries 
of traffic. 

It is th~ intention to allow business to develop in 
these centers but not along the artery connecting them. Whenever 
there is a demand ,for more buoiness frontage the p ortions of the 
arte:ty which have been zoned for residential use would be expected 
to establish similar street arrangements as a condition of changing 
the use of their property. This is a revolutionary plan of platting, 
an actual attempt to make a street which is adapted to the use 
of the automobile. 

This and the New Jersey development referred to in last 
month's Plan-It are examples of a condition that we have been 
talking of since we started this 1,ublication. l1fany people do not 
re~lize the change which has been brought about by the universal 
use of the auto. Practically no actual constructive efforts to 
change the plan of our cities and .dwellings to fit the auto have 
been made. A new method of transportation demands a decided change 
in the pla,n of streets a r...d houses. When all street traffic was 
slow and mostly local in character the grid.iron system of street 
layout was really the most ~daptable to the traffic problem of 
that time. 

Eowever today a large share of street traffic is non
local. It is long-distance transport taking the place of trains 
or street cars. This class of traffic needs highways adapted to 
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its needs and those highways are seldom desirable residence streets. 
Therefore the idea of dead-end residence streets opening off these 
arterial streets is liable to become very popular. 

GRADE SEPARATION 
The Plan-It has consistently held that traffic regulation 

is a matter of providing adequ~te facilities for the flow of 
traffic and is not a matter of regulation by laws and rules. 
Examples that this view is being taken by a growing number of 
communities and the extent to which they are beginning to spend 
their money to solve the traffic problem by grade separation 
are to be seen in the March number of the American City. 

0 0 0 

The Westchester County Park Commission has jurisdiction 
over all the highways of Westchester County, lfow York, the county 
called the vestibule of New York City. This Commission has pro
posed 165 grade separations for the principal highway intersections 
of the county and they have constructed 32 of them. 

0 0 0 

The grade separation committee of the Chicago Association 
of Commerce has also prepared a design for a grade separation 
serving a stand~rd rectangular block intersection. This is an 
elaborate over and under structure. Cook County has agreed to 
build one the present year, and is studying other methods and 
intersections with a view to extending the numoer of two-level 
crossings later. There is also a description of a proposed super
highway to be built from the heart of Chicago to the northwest 
limi ts of the city, a distance of ten miles. The highway will 
be 210 feet wide with no cross traffic or left hand turn in the 
entire length. It will cost sixty million dollars. It will reduce 
the travel time from the northwest corner of Chicago to the heart 
of the city from twenty to forty minutes. The cost of sixty 
millions will be--thirty-eight millions for construction and 
twenty-two millions for land and building damages. 

0 0 0 

In a report of the Fairmount Park Association of Philadelphia, 
this statement is made, "It has been remarked that under-planning 
is the universal rule and over-planning, the unhea rd of exception 
in the building of cities. Fifty years from now a width of 150 
feet for ea ch of the traffic arteries on the "banks of the Schuylkill 
will "be considered as too narrow, but we recommend tha t that width 
be laid out now and that additional areas on each side for immediate 
~se for landscaping "be obtained whenever possible, to be used 
hereafter, i f necessary for traffic purposes." 

Surely Portland has as much right to expect an increased 
traffic as Philadelphia, and just as surely the recommendations 
of the Planning Commissi on which some people are inclined to 
criticize as "being a little too visionary, are in reality decidedly 
conservative. The widths which have been recommended for the 
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various arteries of the city are not expected to give magnificent 
parks and beautiful drives. T~ey are the minimum widths to allow 
the traffic of 1970 to circula'ce with the maximum amount of bear
able inconvenience. They are just as narrow as they could be and 
be allowed by the citizens of that day. Every indication of the 
future growth of traffic has been heavily discounted in making 
these plans. And it is instances like this one in Philadelphia 
or the one in Chicago mentioned in that last Plan-It, which prove 
that these are facts and not promoter is dreams\ · 

ANOTHER PROBLEr1~ FOR CITY PLANNERS 
Beginning in the eighties with sand courts and outdoor 

gymnasiums for children in the Charlesbank area of Boston, the 
so-called playground movement for children expanded into the 
recreation movement comprehending all-age groups in the two 
succeeding decades. This expansion had a very important effect 
on the feeling of the people in regard to their parks. It was 
natural that with tteir growing demands for public areas and public 
supervisory service, they should turn to the only public grounds 
which then existed and to those whose d.uty it was to administer 
these grounds. This caused an evolution of the true park with 
its beauties of nature and man, kept as a thing to delight the 
eye and thus effect recreation by contemplation, into the play
field, the municipal golf links and all the kindred activities 
of the present park departments of the modern city. 

The administrator whose only human contact had been 
the design of a "keep off the grass" sign, the sublimated public 
gardner became the playground director, the trained leader of the 
recreational portion of the public's time. The profession of 
playgrou....'ld director being one of the most intimately human in 
its contacts, demands a mere adaptable personality than regular 
teachi11g. Coincident with this change in demands upon 1:a.rks 
came a realization that many parks d.id not pay worthwhile dividends 
to the public, that the recreation furnished was entirely too 
costly, because of gre~t capital e;rpenditures for small service; 
and this relization grew a demand that our parks should give a 
more readily appreciable service to their communities. 

Afun is essentially an outdoor animal. As far as we know 
at present he has always been found in comparatively open country. 
The prevalence of sun worship in primitive religions is proof 
of the predominating influence which this outdoor environment 
has had on the evolution of the race. However in the last century 
man has started. to become to a very large extent a dweller in 
houses, who works and lives entirely within doors, and as such 
he is beginning to show the weakening influence of the lack of 
sunlight. 

The history of the race is a story of civilization bred 
in cities and overrun b;t barbarians reared in the open. Today 
we have no barbarians left to overturn our civilization, but we 
are threatened with internal decay which may end our culture and 
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leave no conquering barbarians to pick up the smoky torch of prog-. 
ress, to trim the wick and repienish the oil and carry the renewed 
flame to greater heights than ever before. 

Druggists of today sa? that the six months' sale of 
codli ver oil--"liquid sunshine"--is greater than in ten years 
before the war. Codliver oil is a good substitute, but it's 
only a substitute f or sunshine. If tbis culture of ours is to 
persist and ca:::ry on, there must be a renaissance of the worship 
of the body as the true temple of t he soul. We must give men, 
women, and especially children, an increasing measure of leisure 
time for recreation. We must provido the facilities for the spend
inc of all that leisure in the open air, absorbing the life-giving 
sunshine . 

The great part that parks and playgrounds are to play 
in this effort to preserve the virility of the race is just begin
ning to be acknowledged by city planners and kindred a,uthori ties. 
Thus it seems that the city planning movement is about t o enter 
on a third step before either of the first two is completed. 

The nineties saw a movement called the "city beautiful," 
aimed to rescue our cities from the slough of uglines s into which 
utilitcvrianism seer:ied to be dragging them. This was followed 
by city planning as a solution of the traffic tangle born of the 
automobile. Neither of tr-ese tasks is finished. The proposition 
has only been sta ted. It is yet to be demonstrated. Now comes 
the third :phase--the i dea of constructive provision of recreational 
areo, as a men,ns of safeguarding the vitality of the race. Doubtless 
the next few years will see this latest burden on the city planner 
become the greatest reason for the existence of such commissions. 

Public health and sanity are becoming inextricably inter
woven with the planning of our cities. The provision of recreation 
space ~or the communities is becoming as vita l as the provision 
of traffic space. The city planning commission has been a potent 
influence in providing a zoning ordinance for this city. This 
ordinance is helping to assure a more beautiful city. The major 
traffic street p:an when adopted will do much to s olve the problems 
of traffic congestion·. A comprehensive park and recreation area 
plan for the metropolita~ district of Portland would be the means 
of guarding the city's hea lth and vigor . 
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THE CITY PLAN 
Recentl~1 some old plans and m<l.ps pertaining to the Bennett 

Plan of 1912, were unearthed in the City Rall. It is interesting 
to see the proposals that have been made at various past times for 
a reformation of the street system of Portland. How much effort 
has been put into devisinc proposals to give Portland a few wide 
and imposing streets! How far any actual construction has always 
fallen short of the projected plans! 

There is a fairly large and decidedly in.fluential body of 
citizens who are prone to criticise all plans of the least vision 
or imagination on the score that, "It's better to wait until the 

C . W. NORTON 

H. E. PLUMMER 

city of a million or mere is here and let them provide their own wide 
streets and parks. It will be easier for the people of 1980 to pay 
the high price of' that d1~y than it is for us to pay the present price." 

A few instances of what has happened in other cities where 
"business r:!ethoJ.s" have prevailed over visionary plans, might be 
illustrative of just how much can be lost by trying to save at the 
wrong time. In 1875, it was proposed to widen Grand Avenue, St. Louis, 
at a cost of $5,000. In 1925, a less extensive widening was being 
done at a cost of l½ millions. i~at would have cost $5,000 in 1875 
would cost five million dollars in 1925. In Los Angeles there is 
a jog at li!inth a.nd Figuereroa. Twenty years ago this could have 
been elimir.ated at a cost of $1,000 but 'dollars and cents business 
judgment' said, n:z.-ro 11 , and today it is about to be done at a cost 
of over nine h11-Y1dred thousand dollars. These are extreme ct.\ses, 
but scores as extreme can be cited and hundreds where good banking 
interest has been forfeited. 

There are some fundamental principles of building that we 
think can ha.rdly be gainsaid. First, nothing can be built without 
a plan. That is, nothing as comp le): as a modern building, or machine, 
or city. The buildings of the past, without plli.mbing, or heat, or 
wires, could grow as the grel\t cathedrals grew, with very little 
plan. So could the city of the middle ages. It had no transport 
save ox-carts, and. men's own bodies, no sewers, no lights, nothing 
but huddled houses. However, a building of today must be worked out 
in infinite detail on paper before the first shovel is lifted for 
its construction, or else the story of its construction is a record 
of "build in nnd tear out." Just so must the modern city be planned 
instead of allowed to grow. That there is vital need of a city plan 
is agreed. by almost all of us. What to do with the plan, is the 
place where the u.rgument starts. 
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The next principle is not !O well understood. No paper 
designation of a certain syst-em 'of streets as arteries of a city 
will make the streets so designated, become a.rteri.es. Streets become 
arteries of travel because of physica:1 conditions a?'.ld if they are 
so because of the establishment of an ordinance, then just as easily 
they can cease to be so by the enactment of another ordinance. But 
the growth of the vity, the public interest demands, that certain 
arteries. be established and that they shall continue to be the main 
routes. of ·travei through the city. 

· There must be a physical reason for these streets to be 
used as the a:rtel'ies of the city. They must 'be more direct and wide, 
more _easiiJ traversed than other routes between the same centers. 
This means that a city plan to rea lly affect the growth of a city 
must pick out some arterial streets and arrange to make them stand 
out as the arteries of the city. A plan that simply designates routes 
about a city where there are already many routes -equally inefficient-
a plan that merely designates some one of several equally possible 
streets as the major artery--a plan that does not . provide for actual 
physica l change in some of these routes to make them the main arteries 
of the city, is only' a beautiful dream. 

Portland has had several such dre:;.ms. They have passed on 
and. the ci t.y is s_til_l a nightmare a s far as adapt a tion to modern 
transportation devices is concerned. It is as ea sy to direct the 
flow .of water through pa.rallel canals in e,lluvia l eS-rth as to direct 
the growth of a 0 c!-iecker- board ci-ty" w:tere all .the street s are the 
same width. Streets · should 'be designed. for the load they are to 
c~rry, even as irr igation or drainage d. itches are designed for the 
w&i ter t hey are to carry. A city must have certain arterial streets. 
If these are not ·empha sized by width and alignment which will insure 
their pre-eminent impo1·tance as the city grows; they will lose that 
place t_o other streets. Stech a Joss, P,lthough of benefit to the 
property-holder on the second street, · is an 1.1.c-tti.al loss . to the city 
and in the interests of the general public should be prevented. 

As outlined in the r eport now receiving consideration by 
the people of Por tland, a large number of streets have been suggested 
as the major arteries of the city. It was not the intention of the 
City Planning Commi ssion to urge the immediate widening and improve
ment of all these ·stree-ts, but ·to point out what seem _to be the 
indispensible requirements of a rapidly developing city. The recom
mend&tions of the Commission are conservative, and much less ambitious, 
t han the plans now beinp, advanced for other cities cf less possible 
growth. That there could be any apprecia'ble redt:..dion in the proposed 
Portland plan seems quite improbable to any one who believes in the 
future of Portland. 

There are numerous eighty foot streets in downtown Portle..nd, 
They e,re so c1·owded that there is no comfort or convenience in doing 
business upon them even now. The side~valks are too narrow for our 
ci ty of 350 thcusr,nd and a do:::en or so modern buildings. What will 
be the condition with a population twice, or three times as great? 
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True, downtown Portland has much more street area compared 
to building area than the average city but the fact that there is 
no one of these streets wide enough to take a position as the main 
street and maintain that position has perhaps been a contributing 
factor to the movement of our business district, which being more 
eratic than in other cities has been a source of loss to property 
owners as a body. More and more students of traffic and city plan
ning are coming to the idea of wide streets and large blocks with 
dead-end streets inside the blocks for the residence portion of 
cities. These main streets are to serve the future city as the street 
railways served the city of a generation ago. There is as much reason 
for having all streets the same width as there would have been for 
a street car on every street. 

RECREATIONAL AREAS 
No phase of modern city planning is more vitally important 

to the future of our cittes than the provision of recreational areas. 
The growth of the cities which has come about in the past generation 
or two, has to a large extent ·been provided for by some form of 
multiple dwelling. These new types of homes erected by investors 
trying to get the greatest possible return from the ground area which 
they control and forced by competition to increase the number of 
people per acre in order to decrease the per capita cost of housing, 
are tending to eliminate the old.-fe,shioned single family dwelling 
with its large yard from Americo.n cities. 

Portland, Oregon, is more fortunate than many eastern cities 
because in this city of homes we still have a large percentage of 
si.ngle family houses with their yards furni;.hing recreation for young 
and old, but the increi:rning number of apartments, the growing use 
of the streets for fast automobile traffic, precluding the use of 
these streets as a playground by the children, makes it necessary for 
Portland to consider the problem of r€cre~tional area more seriously. 

Those who are studying the increase in auto registration 
are trying to deYine its effect upon the streets of our future. They 
are certain that we must revamp these horse and buggy streets to fit 
the auto, they ·believe that we must obtain by some means a restriction 
of the use of the land which will insure proper places for recreation 
for the crowded inhabitants of our city. 

The larger the city grows, the more intense is the per acre 
population. The more intense the per acre population, the more 
necessary the reservation of some of these acres for recreational 
purposes. A mu.."l.ic.lpality is given the povrer to sell bonds, to go 
into debt for such projects, a method whereby the citizen of the 
future may be able to enjoy the benefits of the foresight of the 
citizen of today. We have betrayed our trust, we have been false 
to generations yet unborn, when we refuse to make use cf this power 
to buy land now for fu.cure parks -and playgrounds. 

WHAT PORTLAND :BUILDS RIGHT, BUILDS PORTLAND 
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COMSERVATISM AND VISION 
In the record of a discussion of vehicle tunnel operation, 

held before tr.e .American Society of Civil Engineers less than ten years 
ago; th8re may be found a.~ interesting contrast between engineering 
foresight and the subsequent facts. A speaker who had unusually complete 
knowledge of local problems estimated the capacity of a pair of two-line 
tunnels, carrying traffic at 3 and 9 miles per hour respectively for the 
slow and the fast line, at some 40,000 vehicles in twelve hours. This, 
he added, "is five times the tl'."affic required at their completion and 
would be ample for the traffic in 1942." :Bu.t last year, when the Holland 
tunnels were opened, the speed of traffic almost at once adjusted itself 
to about 20 and 35 miles per hour--as against the engineer's prediction 
of 3 and 9. 

The traffic volume began with a one-day figure of about 50,000 
and soon settled to an average of about 20,000 against the 8,000 foreseen. 
Thus it appears that the judgment of eight years previous proved to be 
~bsurdly inadequate. In part, no doubt, this is because the forecast 
was intentionally conservative; the engineer notoriously tends this way, 
and by the very r.ecessities of his wo:::-k in pla.'lliing improvements he must 
be so, since overopttmistic fo:reca sts would jeopa.i·dize the soundness 
of 1a,rge expel"d~_tures. :Bi.it it is well worth considering whether conser
vatism is not sometimes out of place. 

In foreseeing the future it is possible to err as gravely through 
inadequate vision as through exaggerated expectation. le.ck of vision 
is frequently charged to engineers as a fault, and it may often prove 
a fatal fault. The prime mission of the engineer is to foresee truly, 
to appraise future happenings neither too high nor too low, but with 
precision. Admitting the difficulty of maintaining sound conservatism 
in harmony with hopeful vision, we are bound to recognize that the engineer's 
training and career urge him so steadily toward conservatism that he is 
likely always to be in need of cultivating vision. Imagination is a 
faculty which the engineer needs as much as any other man; perhaps more. 

--Engineering News-Record 

The proposed major traffic street plan, published by the City 
Plar.ning Commission about four months ago has been t:1.e subject of con
structive criticism on the part of the genera,l :public. These criticisms 
have been a :powerful aid in the deliberations of tte Plar.ning Commission 
as to further action. Sooner or later we must construct a system of 
wide and usable arteries for this city. We shall be compelled by the 
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pressure of traffic to rebuild our "horse and buggy streets" to fit the 
auto. Changes come about quickly in these days of rapid transportation. 
Property values are apt to rise so fa.st that the rise in values due to 
some change in the traffic conditions of the city will repay the cost 
of the improvements that caused the rise in a much shorter time than th~ 
life of a municipal bond issue. 

In the past there was much truth to the objection, often raised 
to extensive programs of street widenings and improvements, that it wa.s 
putting the present in debt for the benefit of the future. Today, due 
to the rapidity of growth of the modern city, this objection has been 
largely ovel:'come. Increases come so rapidly that the one who pays is 
almost sure to be the one who reaps the reward. 

Men who a,re studyin.g the trend of growth of our nation are 
almost u.~animous in their predictions of the development which is imminent 
for the Pa.cific northwest. Prof. J. Russell Smith, the economist and 
geographic stude..nt of CoJumbia, Un:i.versi ty, Roger :Babson, the statistical 
expert, and other such authorities, unite in predicting this increase 
for the cities of the Pacific northwest. The time for Portland to make 
some definite plans for that growth is right now. Failure to make some 
actual constru')tive preparation for being a city three or four times 
its present size, is not being conservative. It is simply neglecting 
an opportunity. 

The only real criticism that seems to be directed at the proposed 
plan is the matter of street widths. Every so often some one says, "Why 
make this street, or that str8et, more than eighty feet wide?" In other 
words, '.,l:.;- not just say that Sandy Boulevard is an artery as it is and 
that it will continue to be so. That is not planning any thing. To plan 
is to prepare to build. The narrow street we already have. If it is 
all we will ever need then there is no need of a plan. The city is built. 
All we need is to persuade a million people to come and live in it. 

Just as an exo.mple of what is being done in other places, the 
Planning Cornmission has just received a copy of the proposed major street 
report of the city of New Orleans. Now New Orleans is only a little 
larger than Portland, having an estimated population of 424 thous~nd, 
against cur estimate of 357 thousand. Our river positions are very similar. 
New Orleans has the richest hinterland, but Portland has the greatest 
foreign trade area in front of her ge,tes. 'there is little doubt that 
Portland has much the greater possibilities of future growth. 

Plans are liable to be the work of men who see visions so we 
can't be too much influenced by them, but the thing that catches the 
attention i _n this plan is not its many proposed changes to very wide 
streets but the great number of streets which are already wider than 
any that we have propose~ for Portland. There are about 185 miles of 
streets considered as major streets in New Orleans. 125 miles of these 
streets are deemed wide enough. 40 miles are to be widened and 20 miles 
of extensions are proposed. In the present width we find street after 
street with wiQths of 107 to 186 feet, and even as wide as 724 feet. 
Niany streets having a present width of 80 or 85 feet are to be widened 
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to 104 or 128. Dozens of very narrow, 49 foot streets, are also to be 
changed to 128 feet. 

This is a report which has been endorsed in principle by res
olution of the new Orleans Commission Council. When the further fact 
to the great difference in quality of population in favor of Portland, 
New Orleans, being about one-third colored, and not quite so liable to 
own automobiles as our western people are, it seems that our plan is a 
little too conservative. 

OVERTAXING THE EYES 
In the daily more obtrusive question of making road traffic 

safer, {or less dangerous) the increasing tax on the vision and attention 
of the driver is coming to be~ serious matter. Are we making the eyes 
responsible for an undue proportion of road safety? 

There is a limit to the burden that can be put upon a single 
sense. Light signals, by day and by night, have multiplied so much that 
they monopolize the eyes of th~ man at the wheel. Heavy additional demands 
are put upon them by blind cor~e.rs, side roads, private driveways, rough 
grade crossings, bad shoulders, curves of unwarned sharpness, traffic 
officers, and glaring head_light s. This is a threa.tening total, quite 
aside from such .minor distractions as guide boards and advertising signs. 
If we have not reached the limit of dependence on the driver's power 
of vision, we are very close to that limit. For a change, we have to 
look in the end to improved engineering in the adjustment of the road 
to operating requirements. 

--Engineering News-Record 

Such statements as these cause those who realize the gravity 
of the traffic problem in our cities, and who are aware of the fact that 
in the long run the solution of that problem means a reconstruction of 
our traffic ways, to think that the importance of right of way for future 
streets and highways can not be exaggerated. From every side we get new 
facts showing the imperative need of a larger area for the traffic arteries 
of the nation. None of the measures which are being urged for more efficient 
highways are hindered by wide right of way. Nearly all are dependent upon ~ 

ample room for some new form of construction. The average driver, if 
he will but stop and anal;,rze his reactions when he drives over an occasional 
stretch of wide pavement, where his s~fety is not so much a question 
of alertness, will speedily be convinced that he could well afford to 
pay a little more for the privilege of having more arteries of this kind. 

The average car is costing the average driver so much that 
only a very small fraction saved on t he annual cost of the car would be 
sufficient to finance a tremendous program of arterial street and highway 
reconstruction. The saving to the car driver which would result from 
more efficient traffic arteries is shown in many wa,ys--the decreased wear 
on cars, the increased mileage of gasoline, and tires, the lessened chance 
of accident, and hence the lowering of the cost of insurance. All these 
work together to justify an expenditure for arterial construction that 
staggers the imagination. The :irst requisite of reconstruction is wide 
right of way. The first step in getting such right of way is the adoption 



of an arterial street and highway plan with wide mapped streets and set 
back reservations preventing buildings in the future street areas. 

In a recent report of the chief engineer of the Board of Estimate 
and Apportionment of the city of New York, there is a lengthy description 
of arcaded sidewalks in European cities. There are illustrations of 
such sidewa lk treatment in Paris, Florence, Nice, Venice, Genoa, Bologna, 
:fr.ilan, and other cities of Europe and of the new Telephone building in 
New York. This last, a fine example of the stepped-back style of office 
building architecture, has an arcade on the Vesay Street front which is 
very attractive. 

The argument is made that contrary to the usual opinion, the 
arcade is really a very desirable feature, giving protection from winter 
storms and summer sun. Instances of arcades in these European cities 
where they have not b~en forced on account of traffic needs, but are 
voluntary construction bec~use the building owners find the system de
sirable, are shown. It is said that in places where the walk is partly 
under an arcade and partly in the open, the arcaded portion seems to 
receive the major percentage of the pedestrian traffic. Places where 
the arcade of one story seems to give a cramped aspect to the building 
are being overcome by extending the arcade through two stories. 

Arcading might be a decided help to obtaining wider pavements 
in the business district of Portland. 
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THE REGIOUAL PLAN 

Recently the post office department extended carrier service 

C. W. NORTON 

H . E . PLUMMER 

to a large area just outside of the city boundary on the north and east. 
The City Planning Commission undertook to devise a house-numbering 
system for these districts. The streets are the usual hodge-podge 
resulting from the lack of a regional plan during the time when the 
country was being platted. One subdivider thought that the proper way 
to sell his land was in 100 foot by 200 foot tracts; the next one perhaps 
divided into 25 by 100; one made his blocks square; another made long 
blocks north and south; the next ma.de long blocks east and west. Each 
named his streets to suit his particular fancy. 

To try to fit any reasonable extension of the city house-numbering 
system to such a layout is practically impossible. Public utilities are 
forced to much extra expense to give service because it is impossible to 
lay out a scheme of mains or wires which is simple and direct. Such 
layouts are a vivid illustration of the truth that the fundamental law 
of the country which gives an owner the right to sell his property in any 
form that he can find a purchaser for it, should not apply to land which 
is destined to be as thickly settled as these metropolitan districts. 

Wherever people dwell so closely together that it becomes practical 
to supply them with co-operative service such as water, electricity, gas, 
or telephones, the rate at which they pay for that service is dependent 
upon the cost of installation of the utilities. This cost of installation 
is largely dependent upon the arrangement of property lines. Thus it is 
plainly seen that the value of all the property in a large district 
can be depreciated by the lack of cooperation on the part of a few sub
dividers, and the necessity of regulation of platting becomes apparent 
to everyone. The damage has been done in most of the districts near 
Portland, but Portland is certainly growing. There is a belt just a 
little farther out which will be platted in the near future. 

In order to obviate such mi.xups as now exist both within and 
just outside the city, a regional plan should be worked out to control 
all platting within a metropolitan district which should include all 
property within thirty or forty miles of the court house. The law 
creating a regional planning commission should be similar to law under 
which the Regional Planning Commission of Los Angeles is created. Under 
this act the Regional Planning Commission would have power to prepare a 
map of the region and it would be impossible to transfer title to any 
parcel of prope~ty which was mapped as future street area except by the 
approval of the co~.mission. 
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Under existing conditions, the City Planning Commission has 
jurisdiction over platting within six miles of the city boundary. This 
is not enough. First, because the limits are not wide enough. Second, 
it is legally possible to evade all supervision by selling by metes and 
bounds. It should be possible to head off this method of selling unless 
the right of way left for public use conforms to the regional plan. 

There is a law, or at least a maxim among designers that any 
thing that looks right, that violates no standard of drawing or art, 
is apt to be structurally and inherently good design, whereas any thing 
that appears awkward, that offends the eye of the beholder, is probably 
economically and structurally unsound. This criterion could well be 
applied to the planning of cities. An addition which looks wrong on 
paper is almost sure to be wrong on the ground. Sometimes the map looks 
nice and does not fit the topography, but a map full of jogs and u.nconform
ities can never produce either a beautiful or an efficient city. 

"The chariots shall rage in the streets, they shall just le one 
against another in the broad ways, they shall seem like torches, they 
shall run like the lightnings." --Nahum, II, 4. 

This was written 2500 years ago by the prophet Na.hum talking 
of the city of Nineveh. The description seems to fit the city of today. 
Will the city of tod~y follow Nineveh in other respects? Is it possible 
that men shall leave these crowded hives of today and build themselves 
new homes with more space and beauty of surrou..~dings? 

Your "Bad Roads Tax" is 22. 3 Cents per Gallon of 
Gasoline Consumed on the Rough Highway 

"Motorists of the United States pay a bad roads tax equivalent 
to 22.3 cents on every gallon of gasoline consumed on a poor highway, 
states the American Road Euilders Association. It will cost that much 
more to consume a gallon of gasoline on poor roads than if the same car 
were driven on good roads, according to the Association. The figures 
were derived from the results of elaborate experiments conducted at 
Washington State College, Iowa State College, and the North Carolina 
State College. They ~re estimated for a car making ten miles to the 
gallon on a rough highway. 

"On a basis of a speed of thirty-three miles per hour," the 
Washington report states, nthe test shows that the cost in gasoline and 
tires per 1,000 miles over a certain rough road for an average four
cylinder car weighing 3,500 pounds loaded, was $35.10. At the same speed, 
the cost for the same car over a very smooth improved road was only $12. 80. 

"To attain the highest degree of economy for highway transportation 
it is essential that road-construction methods be standardized in order 
that roads may be built which will handle traffic at a minimum of cost. 
An effort is being made to standardize county road construction through 
a County Highway Officials' Division of the American Road Builders' 
Association. An important national meeting of this organization was 
held in Washington on May 11." --The American City, July 1928 

The amount of extra wear and depreciation caused by frequent 
and violent stops which are made necessary by the large number of inter
sections in our city streets has not been investigated. If research 
similar to the work done in regard to the cost of rough roads was to be 
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directed to the problem of reducing the cost of operation of a car in 
city use, it would be likely to verify the estimate that the capitalized 
cost of starting and stopping would more than equal the cost of building 
grade separations and elevated structures to enable the city traffic to 
flow in continuous streams. Sooner or later the auto driver is going 
to begin to reckon the real cost of his. transportation, he will begin 
to make a careful analysis of the items that go to build up that cost. 
He will find that he has been spending billions for cars that lasted 
but a few years, w~en a few hundred millions spent for better facilities 
to use these cars would have doubled their period of usefulness. 

The common complaint against grade separation structures and 
elevated streets and all such devices is their cost, but actually the 
motor-using public is paying the cost and is not getting the building. 
The cost is being absorbed to build the vast piles of wrecked autos which 
are to be seen all over the country. Grade separations of all sorts 
demand wide right of way, the first step in any reconstruction program 
for the streets and highways of the nation is getting room to build on. 
The start of that step is the establishment of city and regional plans 
with power to see that the plans are used. It is not altogether for our 
children•s sakes that we should have such plans and build such streets 
and roads but that we ourselves may get more lasting use out of the dollars 
we spend for cats, and get more miles of travel out of each gallon of gas. 
Eventually gas consumption will be the measure of the tax contribution 
for all costs of a.rt·erial roads and perhaps the major street projects; 
then there will be more vital reasons for reducing the gas consumption 
as low as possible. 

In a recent article on the road situation in the United States, 
G. s. Brown, President of the Portland Cement Association says, "There 
are less than eighty thousand miles of first-class paved roads in the 
United States, exclusive of city streets." According to the municipal 
index there are about fifty thousand of paved roadway. There are now 
registered about twenty-three million cars in the u. s. A., or about one 
hundred seventy-five cars for each mile. This means that if every car 
in the country was to form in two lines on the paved roadways of the 
nation, the cars would be car behind car, sixty-two feet apart, incoming 
and going on every paved street or road in the nation. 

There will be approximately eight thousand miles of pavement 
built on the highways in 1928, and perhaps half as much in th~ towns 
but the auto registration will increase by nearly five millions. 

"To make present highway plans solely on the basis of existing 
conditions without far-sighted provision for future growth is folly," 
continues Mr. :Brown. "I would recommend purchase of one hundred twenty 
feet right of way for all new roads and the requisition of as much property 
as possible along highways already constructed. In many cases more than 
one main highway will be provided between given centers. The highways 
in the more congested centers will be paved to four and six car widths." 

Surely the arterial streets of Portland should be as wide as 
the highways of the country. 

WHAT PORTLAND BUILDS RIGHT, BUILDS PORTLAND · 
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''Make no little plans. They have no magic to stir men's blood, 
probably will not themselves -oe realized. Ni.8,ke big plans. Aim high 
i:1 hope e,nd. i:1 work, r emem·bsr i r.g that a no'ble, logici;i, l diagram once 
reco:..·d.ed wil 1 be a l:i.ving thing, e.ssertin,g it self with ever-growing 
inE:istency. Remenber that our sons and grarid.sons 3,re going to do 
things tr.at would st::i.gger us. Let yow: watchwcrd be, order; and your 
beacon be, beauty." 

These word.s of Daniel H. :Burnl:am, the naster city 'builder, 
might be taken as the first cmr,rnar.dmsnt by city 1mild.ers. This para
gre.ph is an epitome of the art of city .·building. Portland is getting 
well ntarteci L: .. a.n attempt to fit the streets of yesterday to the 
traffic 0f "ccmor r0w. :.i:•i; v, 01..,ld. L1c.eecl oe wel l for those upon whom 
rests t'.1e r2spo1:si'tili ty of decid:'.ng the g;.1.iding policy of this 
c~1ange to cons id.er ce,refully those words of Burnham' s . 

.ADVERT Is nm 

The Richfield Oil Corr.pary has been granted a revocable permit 
to erect a~ electric sign on Healy He i ghts. ~his sign wi ll be seven 
hu.nd.red feet lor.g and sixty feet hig.b... It wi::..l be one of the largest 
electric siens in th9 wor l d, costing over $60,000, The electric signs 
on the roof of the Uti lity Euilding cost over $20,000. If businsss 
can afford to pey suc:h sums for the a'bstract id.ell. of having its name 
"shine before mentt, is it not rea.sone,ble to think that thousands of 
dollars of tte cost of proposed. street nicleni.'.1gs on future business 
arteries mifht well be che,rged to advertisin.g and k:iow that it wa s 
money well spe:1t? 

Even factory owners of today are finding that it pays to 
embellish their grounds wi tt shroJ..obery and flowe:::-s. No amount of 
paint or orna:ner_tal finish or shrubbery c11n give tr..3 effect of spacious 
design, and. aftGr all the most po,:erful eleme11t that the artist can 
hand.le is sriace o:r mass • . :'.ITothing can convey tre idea of power and 
gre.,nd6ur like height or bulk. T.'.1 ere is a feeling of elation and 
expansion of the spirit that corr.es over t:1e person who enters a room 
of wide p:ropcr-cions or pi,sses through a. street of imposing wid.th. 
This has an ad.ve:rtisir..g value r:hich can not be obtained. for the same 
investment in many otter directions. 

Large a:.-!d airy roor.rn tend to give a broad and beneficent attitude 
to t he m:;. nd . An ::.nstir.d.:.7 e a :;,x; reciation of ttis fact :tas guided 
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the building of halls of congress and churches. Mean little capitols 
and court rooms would tend to favor the plans of small and narrow
visioned men. Much the same might be said of the streets of a city. 
It might well be said that a few main streets of a city laid out on 
a rather extravaga.nt scale would be a 1:·!ise civic expenditure for 
advertising value if they could r.ot be justified in any other way. 
There are thus two very strong reasons for wi dening streets which 
are not used by most of the loca l advocates of wider streets--beauty 
and advertising ,,alue. The advertising value was clearly recognized 
at a recent meeting of the Council where the property owners of East 
Seventh Street went on record as being in favor of widening that 
street to 100 f eet from Eurns id.e to Ha,:thorne, "because we wish to 
make it the outstanding business street of the ea st side if not of 
the whole city." 

From a traffic standpoint, this street has no more reason to 
be 100 feet wide than have a dozen other streets of the city. It 
should be, but so shouJ.d the others. The advertising value would 
be no greater for East Seventh Street than for several other streets. 
Wide streets will perhaps be like the lighting systems which we have 
been installing on Portla~d•s streets. The first one took a great 
dea l of persuasion and wa s much talked about, but after that first 
"white way 11 the other streets were made white ways as a matter of 
self-preservation. Very much t he same thing is apt to happen in 
regard to st~eet widenir.g if ever the first rea lly wide street is 
built. 

METROPOLITAlf Tl'IOS~\.IC 
In the August 11th issu.e of the Saturday Evening Post there 

is an article, "I11etropo1itan Mosa ic" written by Albert W. Atwood. 
It is a most interesting and entertaining review of some phases of 
city growth, why cities grow a.t certain places, why they do not grow 
i'n other places, how t hings are done by cities as organization which 
no one of its constituent parts would allow in their own business, 
how the selfish interest of the few are continually allowed to incon
venience the ma.11y. 

Some of the high points are, "What private business would 
tolerate the congestion in the aisles of its factories that da ily 
fills our streets as a matter of course and yet counteracts and 
d.eadens t~e ~ost spl endid exur!'.ples of rrivate ent erprise." 

"It is true that increa sed. population and new inventions have 
brought tremendo~s i mprovements and construction--highv:ays, bridges, 
railroads, factories, homes, schools, parks, public utilities, and 
countless other necessities and convenie1·,ces of modern life. But 
this developnent has come with out plan for the cit:' as a whole, and 
mostly without regard to system a:i.d order. There has been planning, 
of course, encl.less planning. But nine-tenths of it has b een the 
planning of individual owners, anxious to get the largest possible 
profit out of the fewest p ossible acres, not at all concerned in whether 
ten or fifteen years after they hra .. ve sold their land is to be bisected 
by an arterial thoroughfare or a back alley." 
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"The city has grown like an old farmhouse, a section at a time, 
to meet immediate needs, without regard to unity or ultimate require
ments. This modern city, this multiplex urban disorder, is comprehen
sible enough if we look back a moment. It has the veins of a child 
and the body of a leviathan. These veins, otherwise streets, are as 
worthy of thought as a c~thedral, which should endure for centuries. 
They should be carefully planned and deliberately projected. In 
reality they are the unconscious accident and petty circumstance of 
village childhood ••• In New York the street beginnings can be traced 
to Indian trails to some extent. These lines were later modified 
by the w~nderings of cattle and other simple needs of the early 
settlers, before they become frozen into their permanent mold." 

Many of Portland's streets doubtless have a similar history. 

"More and more we must learn to keep residential streets narrow, 
so that property owners and taxpayers can afford adequate wid.th for 
the streets required to serve through traffic and more intensive 
building ••• Obviously the future will see increasing numbers of 
dead-end or cul-de-sac streets in residential neighborhoods. Naturally 
these cul-de-sacs will le~d out into an arterial highway ••. Once 
the streets were used for walking, playing and general congregation, 
which is perhaps one reason we have so many of them. Now they have 
become almost the equivalent of railroad tracks. Thus it would appear 
sensible to build largely on the perimeters of land spaces leaving 
the interiors for safe pla.y areas." 

THERE IS TIME FOR EVER YTEING 

There is a phase of the life of a city which is generally 
overlooked by those who try to be leaders in its development. These 
public-spirited citizens are wont to propose some worthy i mprovement, 
some idea t ~at would result in a grand and beautiful and useful 
fes.ture of the city structure. The recently a dvanced. plan to ·widen 
Sixth Street to 160 feet from Burnside to the Union Depot making a 
formal front door for the city is a typical example. 

Many times a pro j ect does not meet with instant approbation 
from the public. The sponsors are apt to begin i mmediately to hedge 
and "try to get half a loaf if v,e cant get a whole. n They forget 
that in the life of a city a yea r is as an hour of their own lives, 
and that a delay of a year in the building of a street is as an hour's 
pause to talk over some future activity in their personal affairs. 
They quit when the battle has only started. Tr.. ese civic leaders have 
assumed a certa in responsibility as well as a privilege. Let them 
not be too easily swerved from their purpose. The life of a city 
is many times the life of t he individual. 

WHAT POR'l'LAIID BUILDS RIGHT, BUILDS PORTLAND 
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WF...AT is a Wide Street? 

C. W . NORTON 

H. E. PLUMMER 

The auestion. as to what constitutes a "wide street" is 
again being actively discussed in Portland with an apparent tendency 
to assume that 80 feet is wide enough for an arterial street. We 
have many eighty foot streets in our business section on which it 
is quite apparent that neither the sidewalk nor the pavement is wide 
enough. Fifteen foot sidewalks a.re adequate for streets where most 
of the buildings are only three stories in height. Fifteen foot 
sidewalks are decidedly too narrow for ten-story buildings. Of 
course we have them and we mu.st put up with them until conditions 
become absolutely unbearable. '.i'hen we will arcade or build second 
story sidewa,lks. 

Why not provide width enough on a few of the future important 
streets that they c~n grow without bursting their bounds? As we have 
s~id before, any street where there is business on both sides needs 
parking s~ace and this practically uses up at least thirty, if not 
thirty-two feet of the pe.ved strip--se1.·en feet to park in, and 8 or 
9 feet as an intermittent lene to go out and in from the parked lane. 
In a business di~trict, p~rking should be for a very short interval 
and this means a constant shifting of the parked vehicles. Forty 
feet of sidewa.1k (two twenty foot walks) is no more than enough for 
ten-story business and ten-story buildings are certainly conserYative. 

Thus at least seventy feet of street width is needed for 
business without any traffic. On an eighty foot right-of-way either 
the wa lk is sacrificed as it is in Portland, or there is room for 
only one lane: of f 1·ee tra.fiic. If the street is 84 or 86, a lane 
each way can be squeezed in. An 86, or better, a 90 foot street, 
is therefore able to carry almost 25 per cent more traffic than 
an eighty foot street. Col. Waldon, the traffic expert of Detroit, 
is so thoroughly convinced of this condition that he recommends no 
widening of streets to eighty feet. He recommends 60 feet, then 
86 feet, then 100 feet, as being the logical steps for street width. 
Even the 100 foot street gives barely room for double track street 
cars and one line of moving traffic in each direction next to the 
street cars. 

Such streets as Ea.st 82nd and East Burnside, will probably 
be used by two lanes of fast through traffic in the center, a lane 
of bus and slower traffic ne.xt to the fast center lanes. The parking 
and intermittent traffic will use fifteen feet more on each side. 
This means that when traffic develops as it surely will in less than 

-1-



fifteen years, 82nd Street and East :Burnside Street will need at 
least 100 feet of right-of-way. The additional cost of 100 foot 
right-of-way for these streets above the cost of eighty foot right-of
way including interest will be nominal compared with the cost of making 
over these streets to their required width within the next few years. 

Cities with less potential cause for growth and improvement 
are planning arterial streets 120, 150 and even wider. Surely Portland 
should have a few arterial streets 100 feet wide. Ea.st Burnside 
Street is the great axial thoroughfare for the whole east side and 
with the Burnside bridge and West Burnside Street, is the most important 
highway in the city even now, and is daily growing in importance 
to the whole city. East 82nd Street, due to the fact that it runs 
just east of Mt. Taber and just west of Rocky Butte, is about the 
only possible north and so~th street east of 52nd and west of Craig 
Road or 102nd. This is a belt nearly three miles in width. 

Portland has just opened to use her one wide arterial street. 
Interstate Avenue has had a long and checkered history and has lain 
dormant for many years. Would any one suggest to-day, that it be 
cut down to eighty feet? East :Bi:.rnside and 82nd Streets are much more 
important to the Portland of the future than Interstate is to-day. 

Mr. O'Shaughnessy, city engineer of San Francisco, says 
that city is now wiiening to 100 feet an artery which he had widened 
to eighty feet only ten years ago. 

A PARK Half Done 
Just south of the Park blocks where Park Street and West 

Park Street meet the hills, there is a large tract of unimproved 
property. This is a rather steep side hill running up to a compara
tively flat hilltop overlooking the city. From the summit, a view 
can be had which can hardl~- be equaled within the corporate limits 
of any city. As things are now, it is difficult to reach this vantage 
point. Once it is reached the person who has had the ambition to 
search 01;;.t the wonderful view, is a trespasser. The viewpoint is 
the seat of an ancient and deserted farmstead. There is one man in 
Portland who has become almost obsessed with the possibilities of 
making a park in this location. He would have the steep hillside 
made into a natural park with winding drives and paths leading to the 
summit, which he would crown with a public memorial building, or some 
such structure. 

The project is worthy and feasible. It would not cost much 
now to.get abou~ 12 or 15 acres of land in this locality. The topog
raphy is not.su7tabl? for residence development. It is entirely too 
steep for building without almost prohibitive amounts of retaining 
wall~ It w~u~d be to the best interests of the city at large to 
acquire additional park area in a place where it could be made into 
~ne of the most n_otable parks in the country. It need not be improv.ed 
Jus~ now, but the present owners will be forced to try to improve 
~heir property before very long. These improvements will greatly 
increase the cost of the project. 
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There is an unused piece of park property, Governor's Park, 
adjoining this vacant property. The proposed acquisitions would 
join this park to the Park blocks. 

Two kinds of parks should be acquired in Portland . The 
city should by all means increase the number and size of the sidehill 
parks on the steep west hills. The community is better served by a 

• park use of such area than by any other use. Macleay and Fulton 
parks are an excellent start in the right direction--but they are 
only a start. 

A queer situation in regard to parks is that in a city whicn 
owes its very existence to maritime activity, there is no park which 
makes water its predominant feat·ll.I'e. There is no place for boating 
and canoeing except a river which has been allowed to become so foul 
with sewage and so covered with oil that no one can enjoy such sports 
upon it. There are several sites which might be used for such a park. 
Probably the one most ideal from a topographic standpoint is Ross 
Island and the land east of the Oa ks amus3ment park. A system of 
dikes and flood gates could be built here so that there would be large 
oodies of ca lm clean water. The shores could be landscaped to make 
this the most beautiful and perhaps the most useful of Portland parks. 

There are several places north of Columbia Slough just 
outside the present city limits which are suitable for the construction 
of a~uatic parks. Mack's Bottom is also a possible park site of 
this kind. The main point is that such a park is an essential part 
of the public recreation system of a city the size of Portland. 
There are few, if any, cities in the country as large as Portland 
without either a river or lake park. Portland not only has nothing 
to call a water park now, but there has been no attempt to provide 
for such a park or parks in the future. 

DON'T LET a 1i ttle "Back Water" 
near the shore 

DECEIVE you as to the current in the Ma in Strewn 
Portland is about to decide on the initial steps in a 

campaign to re"build her "horse and buggy" streets and make them fit 
for automobile use. The things that are done in the next six months 
are likely to decide our street widening policy for many years to 
come. It is unfortunate that these decisions are being made at a 
time when public sentiment is rather pessimistic. 

Recent school registration figures, bank clearings, shipping 
records and construction news, are influencing people of a naturally 
gloomy disposition to think th~t those of us who have been talking 
of the great future in store for Portland were seeing their desires 
rather than their sober ex:pectations. The doubters are having their 
day. They are croaking dismally that it is all right to spend money 
in other cities where they have harbors and sunshine and "climate", 
but Portland is not in that class. 

The whole fabric of modern business is built up on the idea 
that liberal spending makes ability to spend. High wage makes possible 
the paying of high wages. 



If all the country were to go on the plan that these croakers 
advocate, if no one bought an a.uto except when he could pay cash for 
it anci immediately proceed to rea lize eight per cent on his investment, 
if e7ery one wors his clothes "to patches'', the automobile factory and 
the clothing factory would. be turning off men. These men wo-.ild be 
retrenching in their living. That would. cut dovm business some more. 
The merchants would turn off a few clerks, and so it would keep going. 

Portland is bound to gro"1.r. Portland. is going to need a 
system of wide arterial streets. Let's not decide this issue with 
a view to a policy of retrenchment. Let's build now for a city of a 
million that we can be sure wiil be here in spite of the "conservative" 
policy of those who would. have us vm.it until the guests arrive before 
we build the tavern. However if the tavern ne not built, the guest 
is apt to go on to the next village and the tavern is never built. 

To a very large extent ~opulation attracts industry and is 
attracted by desirable living conditions. Wide streets, designed 
for automobile use are a decided advar-tage and of great advertising 
value to a city. Let Portland be imbued with some of the western 
spirit of optimism. Let us build as if we were sure that the million 
would be here in ten years. It is not impossible for the dream to 
come true. However, if it does not come true in ten years, it will 
in twenty, and meantime we shall have !1,ad some wor thwhile a,i vertising. 

CAN SPElillEm be Saving? 
The city that stays well unter its bond limitations and 

invests vc1·y sparing l y but invests that foolishly ar.d '.vithout any parti
cular attention to the future, is much more apt to end up disasterously 
than the city that invests libera lly as to amount but invests according 
to a plan based on the future needs of the city. The l a tter city will 
in the end pay off its debts and be the best place to live in. If 
Portland buys an eig..~ty foot right-of-way in 1928 on a street that will 
certainly need a 120 foot right-of-way in 1940; in 1940 the cost of the 
other forty feet will be practically the same as if the initial widening 
had never been made. Let no one think that interest on the additional 
cost of the extra width from 1923 to 1940 would equal the saving. 

The basis of the idea t hat there is wi sdom in b1.1J0 ing city 
rea l estate is that the increase in value will be faster than the 
increase in the worth of the purchase price by compound interest. 
Of course property on a,_~ a~terial street which needs widening will 
increase faster than that average for the city as a vrhole. It must 
be a good investment for the public to buy riBht-of-way on arterial 
streets and hold it until the right-of-way is needed or else there 
are no worthwhile investrr.ents in the city. 

If we have any faith in the future of the city, why not 
take advantage of that future for the good of t he public? If we 
can not afford to buy for the community on our most important streets, 
how ca.n we justify buying for personal account in places less a.pt to 
increase in value? 

WHAT PORTLA.l'ill BUILDS RIGHT, BUILDS PORTLAND 
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"Several years ago I spoke before the annual meeting of the 
freig~t traffic department of one of our great trunk line railroads. 
These men came from all parts of the cour1try and assembled for their 
meeting in one of the cities on the Atlantic coast which has built up 
a wide reputation as a year-round resort and is one of the terminals 
of this railroad. 

These men were gathered togethe~ for business. Their purpose 
was to further promote the ship~ent of freight over their line, and it 
was intensely interesting to note one of the leading points in their 
discussions. In brief it was this. Induce the men back in your territory 
to come to this ga~den spot for . t heir vacation; induce them to come down 
here where they can rest, p lay and enjoy all the sports of a seaside 
resort. When they return home, they will be more inclined to ship their 
freight over the railroad which carried them personally to such a delight
ful vacationland. That is a fact; now for a story. 

A spinster was once talking to her beautiful and happily married 
sister and asked her why she had never found the man who would suggest 
that they travel the remainder of life's highway together. 

To which the sister replied: ".:'"!1ne, I gueso it's because you 
haven't acquired that come hither aspect.n 

Developing the "Come Hither" Aspect in a City 
These two references, one a fact and the other a story, illus

trate the one thing that I want to emphasi4e in regard to attracting 
those people and industries to our community that we want to attract. 
It can be done more effectively by indirection through the development 
of a come hither aspect. A city can and should sell itself through 
indirection, just as effectively as the above-mentioned railroad can, 
and it is just as imperative, from the standpoint of lasting results, 
that this come hither aspect be developed in a city as that it be developed 
in the realm of personalities--and then advertised. 

To put this in other words and, in fact, in the concrete words 
spoken to me by the president of a concern uhich is known in every city 
in the land: "Direct your community advertising to the men and women 
of wealth, power and influence. Induce them to visit your city, and when 
they have seen its advantages from the points of view both of charm and 
of commerce, the busir..ess end of t he dea.l is more likely to follow. 

He is a far-sighted man and understands the art of city building 
through indirection but assumes, of course, that that city has the come 
hither aspect • 
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It means that ·.ve must put our own house in order first and give 
it the come hither aspect if it is not already so bles·sed--and most of 
our cities are not. A city planner not long ago, said to me that if we 
arranged our home the way that we arra.nged our cities, we would put the 
bath tub in the parlor, the beds in the kitchen, the washing machine in 
the bedroom and bring our guests in through t~1e ccal chute. He's right. 
That is just about the way our cities are laid out, and in case it a:r:plies 
to your particular city, the first task you have in the art of city build
ing is to arouse public sentiment behind a comprehensive city planning 
program that will put the right thine; in the right p lace and not bring 
the city's visitors in through the t::ity's coal chute or back alley." 

The above is taken from an article by George H. Cless, Jr. 
Executive Secretary, Chamber of Commerce, Glens Falls, N. Y. in the 
American City Ma gazine for October, 1928. 

0 0 O · O O O 0 

It is the habit of the average American citizen to endeavor to 
reduce every thing to a "business" basis. He continually talks of the 
value in dollars and cents of this or that or the other. Portland is just 
about to vote on the first unit of what we hope will be a continuing 
program of major traffic street widening. The projects that are to be 
authorized on Noven:oer sixth are the beginning of a system of adequate 
streets that will rembdel this "horse and buggy" city and make it somewhat 
adaptable to modern vehicles. For these reasons we are being told that 
the expenditure of over six million dollars is good business. It will 
save so much money in other ways. It will increase the assessed value of 
property, hence add to the tax roll. All these claims have been repeated 
until every one knows that some of us believe them. 

All this is comrnenooble and we believe the statements made by 
the partisans of adequate streets are fou..,ded on facts. But after all 
is said, there are many reasons for adeQuate streets which can not be 
exactly measured in dollars. The above quotation from a very readable 
article in the October issue of the Lmericti.n Gi ty, is an attempt to show 
that in the final analysis it is intangi1:lle things, almost una.efinable 
things, which make the "personality" of a city, even as the same class 
of characteristics go to build up the "personality'' that attracts or that 
repels people. 

One of the most valuable points in favor of adequate streets is 
that streets which are adapted to auto traffic are an attraction to the 
tourist or visitor, a lure to make them wish to settle here. As above 
stated it is all very well to talk smoke-stacks and factories, but the 
city that is the most attractive as a living-place has many points in its 
favor. If Portland could do things to make Portland as attractive to the 
visitors as is Los Angeles, Portland would have done much to have made 
herself equally as attractive to industry. 

Our climate does not particularly lend itself to exploitation-
we must find so:ne otter point s ·i:;c., stress. Civic bea u.ty we c ould develop 
to a point unsurpassed on the American continent. The reputation of being 
the most be~utiful city in the United States would be almost as much of 
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a "come hither" as "sunshine". Ad.equate streets would be perhaps the 
first step towards such a reputation. From a standpoint of beauty there 
can be no argu;:1ent. No n,:;.:rr ow :r.. ean little st:rcet can be very beautiful. 
A narrow lane for small vine-clad cottages, that is beautiful and fitting, 
but for the arterial streets of a city, let us have width that seems 
extravagant. 

Portland has a climate peculiarly adapted to the growth of orna
mental shrubbery. America is just entering an advanced cultural stage 
of urban development. There is great and growing interest in landscape 
gardening and landsce:pe architecture. It is a historical fact that as 
a civilization becomes settled and the last wild land is subjugated to 
man's use, the general interest in formal gardening and landscaping tends 
to increase rapidly. America is about to enter that era. Twenty years 
ago there wer-e almost no gardening magazines in this country; today, 
their number is legion. 

Portland could easily be the mecca of the landscape gardeners 
of the nation. This would be an advertising factor of constantly increas
ing value. AdeQuate streets are absolutely necessary preliminary steps 
to the aCQUiring of such a reputation for our city. 

Playing the Game 
The United States of America is the greatest and most prosperous 

nation that the world has ever seen. A great, if not the greatest cause 
of this condition, is our national aptitude for fighting for an issue 
until by means of an election or some expression of public opinion we know 
the will of the majority. But when once this will of the majority has 
been e:>,-pressed, the whole people is willing to support the program thus 
decided upon and work together for its success. 

We as a nation may fall short of perfection in many respects. 
But we may make a strong claim to the trait of "playing the game". All 
through our national history, ideo.lists have advocated measures that might 
have made this a much better place to live than it is. Reactionaries have 
scoffed at these propos~ls and the net result has been compromise after 
compromise, which once made, differences were forgotten and the nation 
has made a whole-hearted effort to get the most possible satisfaction 
out of things as agreed upon. 

We have just witnessed a local eX1J1,mple of this national trait. 
Many of us were, and perhaps still are, of the opinion that adequate streets 
for the Portland of 1940 can not be built on an eighty foot right-of-way. 
We believe that now is the appointed time ' to get that wider right-of-w~y 
just as fast as possible. We are sure that the eventual outcome of failure 
to get adequate right-of-way immediately will greatly increase the ultimate 
cost of the things that must be done . Others a.re just as positive that 
eighty feet is right-of-way enough for many many years if not forever 
that we have no right to spend maney now to make things more livable for 
generations yet unborn and that it will be easier for the larger city of 
the future to buy the right-of-way that that city needs in the future, 
than it is for us to buy it now at much smaller price. 
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The arguments as to what should be done and how, were prolonged 
and bitter. At one time it appeared that t ·he whole program might be dis
continued. Then a committee of fifteen was appointed and after a few 
d&ys of intensive work they recommended a compromise program. It is not an 
ideal program, but it is one that every progressive citizen of Portland 
can support. It is a start in the right direction. Very likely it will 
not be many years before we shall be wishing that we had been more ambitious 
in the projects proposed. However, if we waited to start until every one 
was convinced of the need of adequate streets, we would be likely never 
to start. Progress in the growth of cities is slow. It is made by small 
steps. Often things done by inste.l1;0_ents cost several times what they 
would if done all at one time. People can be persuaded to vote for install
ments where they will not support the whole development at one time. 

No one can find any fault with the proposal for Burnside Street. 
It is the most i mportant traffic artery of our city. It must be widened 
at once. Most city planners would have extended the widening much farther 
west, to 23rd Street probably. But that must come eventually and this 
first bite will show what can be done. Union Avenue as the longest street 
in the city, well-located for an east side bridge-head street, should 
surely be wider than Fifth Street or Sixth Street on the west side. But 
eighty feet will give a large measure of relief and is certainly a worth
while step in the right direction. The program is commendable and should 
be supported by any one who desires to "play the game". Wr~en this game 
is over probably the players will all be willing to revise the rules a 
bit before the next one starts. That does not mean that this game will 
not be a source of satisfaction to all concerned. 
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T:H"E GLORY THAT MAY BE PORTLA!ffi'S 
Cities of the United States a.re waging a keen competition for 

greater population. Some of us believe this is a healthful condition. 
Many of us are skeptical as to the ultimate benefit to the citizens 
of the con;munity to be obtained from mere increase in size. It is 
evident that numbers without r;ualit:, a!'e not particularly desirable. 
The city that makes the strongest appeal to people who possess spending 
power in excess of enough for the b~re necessities of life is the city 
that will eventually be the most prosperous. If we can make Portland 
a city of highly paid and successful workerst able to own homes that 
a few years past would have been called luxurious, we will have done 
much to make it the metropolis of the west coast. 

The average chamber of commerce, realtor's association, or other 
civic body has many "boosters." They admit it gleefully, boastfully, 
and vociferously. They are always confident that tlrny are "business 
men," that everything must stand by a dollar and cent justification or 
be condemned as "visionary," "impractical," or "theoretical." These 
are pet terms of anathema to ''boosters." 

Does some ~ne propose to make some public improvement which 
has as its main reason the possibility of beautifying and making attract
ive a portion of the city? It is impossible. Public money should not 
be spent for mere aesthetic reasons. Yet the great body of American 
citizens who are able to ·make their homes wherever they care to are 
exceedingly apt to be influenced by that very condition. These people 
of wealth are able to spend a large part of their income to make beauti
ful their homes and surroundings. Such homes are dependent to large 
measure for their attractiveness on what might be called the civic 
beauty of the community in which they are placed. People of this class 
are greatly influenced in their choice of city by intangible things--by an 
atmosphere of beauty or culture which they often do not stop to analyze. 

If the visitor to Portland for instance, comes in by train, 
he gets off at the Union depot and starts up a dingy, narrow street 
lea.ding to a business district of more narrow, crowded streets. He is 
reminded of an article that he has read concerning Portland's narrow 
streets. He thinks the article was at least founded on facts. He has 
received an initial impression of Port l and which it will take a long 
while to counteract. The chances are that if he is only traveling, 
studying the country, he cuts his stay in Portland shorter and has less 
likelihood of being permanently settled here than he might have had 
if his first impressions could have been more pleasing. 
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If Portland could see fit to make an entrance plaza from the 
Union depot to Burnside street, if Portland could open the Park blocks 
entirely through the eity, if the old Post Office site could remain 
a spot of perpetual green in the midst of towering business buildings, 
if the area between the waterfront and Fifth street could be re-deiiigned 
as a business district to fit modern means of transportatiow...-how rr,uch 
more beautiful our city would be! If these property owners near Front 
street could be so unfortunate as to have a general fire and clean the 
area of a.11 improvements, they would be likely to rebuild on a plan to 
insure their prominence as the shopping, theater, hotel, center of the 
city. Why not have the benefit of such a fire without its destruction 
of salvagable property? 

Let us develop some of these aesthetic features. Let us make 
our city the most beautiful one in Americ~. Let us spend money liberally 
to increase Portlan~'s appeal to this growing appetite for beautiful 
and luxurious surroundings. It will all come back in increased popula
tion of the kind that makes a prosperous city, for it is people of means 
that make a city a place of prospernus business, that give P-mpl0yment 
to the wage-earner. Let us make space and color ~nd grandeur the wa.tch
Wl')rds of our civic policy, take advantage 0f the opportunity which nature 
has bestowed upon us, and bend every effort towards making Portland, 
0regon, a city such as Rome or Athens might have been had Rmr.ans and 
Athenians had the aid of modern machinery and materials. 

America is standing jn the dawn of an era of luxury, of productive
ness, of the ability to rear menu.mental edifices and citi es such as the 
world haR never seen before. In truth, it is only by the creation of 
nur,h cities in the future that we may absorb the energy and power of 
a large portion of nur populatinn. Let Portland be a leader in this 
age of magnificence which in almost upon us. 

HOW TO GET A REGION"AL PLAN 
DQring the middle decades of the twentieth centuryi America 

in to witness the most impressive change in living conditions that the 
wrirld has ever seen. All economists who have made rese&rch into the 
probabilj.ties cf future developments of this nation agree that, what 
has been called. the urbanization of the countr;y has only started. Many 
students of affairs beli eve that by 1975 only 10% of the populat i on will 
Hve on farms and ~0% of the people will "be dwellers in ri ties. This 
change will inevi tablj' cause our cities to be rebuilt or deserted . In 
the latter case new cities will be built to take their place. In either 
case the most argent demand of today in preparation for the cities of 
tomorrcn is a regional plan. Every metropoli t an district in the country 
should be preparing a regional plan. The sooner these regional plans 
are made and the more strictly they are adhered to, the smaller will 
he the cost of the changes that inevitably must be made. 

After the regional plan is made and adopted there must be some 
administrative body to insure that the provisions nf the plan are not 
ignored by property holders in the district who cannot see the value 
of abiding by the plan . Under the present law the metr~politan district 
0f Portlar1d he.s a city planning commission, but this commission has 
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only advisory power over a district six miles beyond the city boundary. 
We should have a regional plan prepared. by an impartial body able to 
vision the ultimate possibilities of the whole area. Legislation creating 
such a. regional plan commission is an immediate necessity for this 
district. This commission should be appointed in such a manner as to 
gain the confidence of the peo~le in the region under their jurisdiction. 
After such a commission has been created and has made its recommendations, 
its plans are so many scraps of paper if there is not some legal method 
of forcing the property owners of the ~gion to co-operate and observe 
the restrictions of the regional plan. 

This means first of all, that there must be a constantly function
ing executive department charged with the administration of the regional 
plan. This department must have legal power to enforce the plan. One 
of the first steps in the developnent of this power would be the enactment 
of legislation making it impossible to record transfer of title for small 
parcels of real estate in the region affected unless the transfer had 
been approved by the regional planning commission. Approval of a recorded 
plat would of course be approval of all transfers based on that plat. 
Laws of this kind have been enacted by the State of California. Speaking 
to the Portland City Club, Mr. Hugh Pomeroy, executive secretary of the 
Los Angeles Regional Plan Commission, said that their plan had already 
given to Los Angeles over 85 miles of highway 150 to 200 feet wide. A 
regional plan should lay out a system of arterial highways to fit the 
possible development at least fifty years in the future. No building 
should be allowed to be built in the bed of any future street or highway. 
No street should be allowed to be dedicated any narrower than it would 
ultimately be needed. 

It is exceedingly difficult to convince some property owners 
that there is a practical certainty that the side lane between cow pastures 
of today will be an artery of the community ten years hence. Farmers 
who have seen the village of the seventies grow into the metropolis of 
today, are apt to think that growth has reached its ll:mit. They look 
back at the "oooms'' of the past, and believe that the like can never 
come again. 

Growth of today is actually more rapid over a period of years 
than it ever was in the past. Cities are co-operative enterprises. The 
older and more highly developed, the larger they grow; the more insistent 
the demand for regulation, the more the individual must surrender his 
ancient privilege for the common good. Witness our zoning laws, building 
codes, health codes, traffic laws, and all the restrictions upon free 
and untrammeled existence which city people take as a matter of course 
accompaniment of their community life. 

THE LOCATION OF THE ST. JOHNS BRIDGE 
A typical instance of the service which a regional plan can 

give to a community is the selection of a site for the new St. Johns 
bridge. The bridge will be paid fer by Multnomah county. Long before 
the bonds are retired, parts of the country now almost unimhabited will 
have become populous, wealthy, tax-paying districts. A reasonable selection 
of the site would be one which would make it of the most service to the 
county of 1940 to 1950 which will to a large extent pay for the bridge. 
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If the probable arteries of the region of 1940 were laid out 
on a regional plan, the bridge should be located to serve those arteries 
rather than with any consideration of present traffic or enhancement 
of real estate values that would be caused by its locat ion in a certain 
place. Viewed in this manner, the first fact which the scientific designer 
of street and highway layouts perceives is the chance which any projected 
highway improvement has to relieve congestion of traffic. 

Traffic congestion, that thing which after prohibition and the 
weather, is the eve~-interesting subject of conve~sation of today, is 
mainly a problem of the business centers of the country. Any thing which 
will prevent cars from passing through business districts when they 
desire only to reach some point beyond those districts, will reduce 
traffic congestion to a certain extent. The highway engineer has one 
great advantage. He can see how the railroad engineer solved his problem 
and can adapt the railroad solution to highway conditions. After the 
railroads began to develop heavy traffic, they first double-tracked their 
lines between cities, eliminating congestion between terminals. Then 
they found themselves gorged with traffic at points of interchange and 
terminals. The next step was the construction of belt lines surrounding 
all points of heavy traffic concentration. 

The railroad engineers also found that the only way to allow 
full use of intersecting tracks was grade separation. Grade separation 
structures are one of the major construction activities of the railways 
today. Highway engineers might well be on the alert to make use of such 
devices at every possible opportunity. No bridge can be fully efficient 
to handle modern tra:fic which does not provide an opportunity for traffic 
parallel to the river to cross the bridge traffic at a different grade. 

The highway3 and streets of today are in a position similar 
to the railroads of twenty-five years ago. The greatest relief that 
can be obtained for the least money is by the construction of by-pass 
and ring streets such as the proposed Foothill boulevard . One of th~ 
factors to be considered in the location of the St. John's bridge should 
be its relation to a future by-pass artery to allow traffic up and down 
the Columbia River highway to go through the city without adding to 
the traffic congestion of the city. 
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WHERE IS THE AUTO TAKING US? 

C. W . NORTON 

H. E . PLUMMER 

The growth of automobile registration is of equally v;ital interest 
to city planners and traffic of ficers. It has been repeatedly asserted 
that autos are the dominating feature of life in the twentieth century. 
A correct prognostication of the future of any business, the growth of a 
city, the development of a state, the future value of a parcel of real estate 
--all are dependent upon the u s e of the auto. Judging the f uture by the 
past, it seems that the number of cars is due to keep on growing until every 
person who has any reasonable use for a car will be driving one. This means 
that ultimately there might be a car on the highways for each of the adult 
population of the nation. This is the real saturation point. It is probable 
that we shall never come to it as an actual fact. Several automobile 
authori t ies have pr ed!.cted t hat b;:,r 1940 there will be 38 million cars in 
use. One of the foremost business analysts says there will be a registration 
of seventy million by the end of the century. There have been yearly estimates 
of a "saturation point" for the past decade. Each year the use of cars 
has increased more than was expected. Each year the saturation point has 
been placed further in the future. In fact such predictions have been 
much less freely indulged in in 1927 and 1928 than in previ ous years. 

If there are to be any such numbers of cars in use, there must 
be highways for the machines to be driven on. The aut o came in t he first 
decade of the twentieth century to a nati on of earth-roads. It was quickly 
apparent that the auto was of little use except on improved roads. Cars 
were not used as a utility. They were a recreation device. But the desire 
for the pleasure of driving fostered an interest in "hard roads" and between 
1908 and 1918 roads were constructed at a rate that, measured by our present 
ability to build, makes the progress of lfi8 to 1928 seem childish. The 
improvements and inventions of dirt moving and concrete making machinery 
in the past ten years, have made it possible to build roads so much faster 
and with so much less human labor that we should have increa sed our "hard 
roads" as f ast as we di d our cars. 

The increase in cars in eight years has been over 100 per cent. 
The mileage of paved highway has increased by a much smaller percentag~. 
The chances are that once a majority of the population gets to apprec iate 
the automobile as a utility to an extent th~t they will actually estimat e 
what it costs them to drive a car they will begin to rea lize that the cost 
of driving could be gr eatly reduced by a very liberal policy of highway and 
street construction. As things are now the most cost ly item in running a 
car is the depreciati on. Depreciation is gr eatly augmented by poor road 
surface and. oui te hea.vily influenced by the number of starts and violent 
changes in speed to which a ca r is subjected. 
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It has been estimated by many investigators that the average cost 
of running a car is about ten cents per mile, whereas experiments at the 
University of Iowa seem to show that the cost of running a car at a uniform 
legal speed once it is in motion is less than half of this amount. The 
high cost of starts, changes, and bad roads is at once apparent. Therefore 
if we could persuade ourselves to rebuild the static portion of our trans
portation machine making it as nearly perfect as the moving portion is, 
we could save a very la.rge portion of the cost of that rebuilding by the 
reduced cost of operating our cars. 

The relation of all these statements to city planning is that to 
an overwhelming extent city plan..~ing has come to mean traffic artery planning. 
A man is as old as his arteries, and a city is as large ·as its arteries. A city 
can not grow after its arteries have become overloaded. Cities must either 
go forward or backward. When t~ey cease to grow they begin to decay. So it 
is of vital interest to the city of today to endeavor to prepare its major 
traffic streets now for the number of cars that will be upon them in the 
future that will inevitably become the present before the construction work 
has been completed. Any haphaza:::-d hit or miss program for the development 
of an arterial system for the city can not hope to be successful. It will 
not get a system that will meet the demands of traffic, and it is certain 
to cause expenditures greater than the cost of a planned system would have 
been. The streets of a mod.er:..1 city are perhaps the only construction projects 
of major magnitude which have been allowed to go along without a definite plan. 

TRE SKYSCRAPFB--AUOTHER OF TOMORROW'S QUESTIONS 
The following is cfip:ped from "The City that died of Greatness" 

in the November issue of Vanity Fair, written by Deems Taylor. 
"In a district less than 200 yards square, stands--or will stand, 

shortly--a group of skyscrapers whose floor space totals nearly 100 acres 
and whose tenants outnumber the combined population of Cheyenne, Wyoming; 
Brownsville, Texas; Reno, Nevada; Emporia, Kansas; and Albuqu.erq_ue, New 
Mexico. (This comparison is not fantastic. The combined population of the 
cities mentioned, according to the census of 1920, was 64,066; by no means 
an exaggerated estimate of the skyscraper population in the crowded Grand 
Central District of New York City.) 

".Just what is going to happen when all these new congeries discharge 
their inmates upon streets already stuffed like a Strassburg goose is a 
question that has at last caused a certain amount of uneasiness in high 
circles. There was a meeting not long ago of an organization called--aptly 
enough--The forty-second Street Property Owners and Merchants Association, 
to discuss traffic problems. One member reported that it had taken him 
twenty-eight minutes to go from Seventh to Lexington Avenue--a distance of 
half a mile--in a taxicab. Another more conservative soul had taken a cross
town car, and had spent twenty-five minutes in traversing the three-quarters 
of a mile between Second and Eighth Avenues. These adventures, they pointed 
out, had befallen them in the middle of the afternoon, when traffic was by 
no means at its most acute stage of congestion. But Mr. George W. Sweeny, 
president of the organization, supplied the optimistic note without which no 
meeting of any group in America to discuss anything could ever properly end. 

"However," said Ufr. Sweeny in part, "I have faith in the future. 
A wa:r will be found to solve this and other problems arising from the magical 
developments of this district, when the time comes that they must be solved. 
Forty-second Street is on its way, and nothing can stop it." 
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''The skyscrapers, New York's invention and America's proudest 
architectural boast, may yet be the ruin of New York and many another 
American city unless we do something about them. They are another proof 
of the fa.ct that man's cleverness is generally far in advance of his intel
ligence, that his ingenuity in devising new instruments of civilization is 
by no means accompanied by any resourcefulness or imagination in handling 
them. The skyscraper was born of the sudden realization that if you pile 
floor-space vertically, instead of spreading it horizontally, you can easily 
house an acre-full of people in a hundred-foot square. (The daily population 
of the Woolworth building, for instance, would ordinarily be a city of ten 
thousand population, covering several square miles of territory.) 

"Like all brilliant discoveries, this was a simple one; and if it 
had been intelligently handled, would have made New York or any other city 
a paradise to live in; for if only part of the space so liberated had actually 
been left free, if the skyscrapers had been spaced five hundred feet apart, 
as they should have been, the American metropolis would have comprised a 
series of towers surrounded by vast areas of parks, gardens, and drives." 

Of course Portland is not New York now and it is possible that 
Portland will never be as large as New York; but the difficulty that New York 
has brought upon herself by allowing unlimited privileges of development to 
property owners are already upon Portland to a certain small degree and the 
nearer we get to the large city size, the more acute becomes the congestion, 
and the more uncomfortable it is to try to do business in the downtorm 
district. Just as New York is liable to be choked by the free and unlimited 
construction of skyscrapers, so is Portland's business district liable to 
make some eratic move because of the unnecessary impediments to the free 
circulation of traffic which are the results of a short-sighted policy in 
the original platting of the present business district. If half the blocks 
in that district were to be turned into parks and the cost of such reconstruc
tion assessed against the remaining property, the chances of maintaining the 
present pre-eminence of the high value district would be greatly enhanced. 

THE TRAFFIC PROELJ:!M IS A PHYSICAL PRO~L:HJ-[ 
Local interest in the matter of traffic safety has been intensified 

by the recent activities of the traffic bureau. The heedlessness 0£ Portland's 
drivers is a thing which must be stopped and the police authorities deserve 
the support of all patriotic citizens in their efforts to teach Mr. and Mrs. 
Portland to obey the laws and rules which have been laid down to promote 
their safety and that of other users of the streets. But it is not at all 
amiss at this time to say that laws and rules can not change physical condi
tions and that the inadequacy of our streets and highways to handle the traffic 
of today can not be changed except by spending money for right of way, paving, 
bridges, and highway structures in a volume that would compare somewhat 
favorably with the amount which has been spent for cars. 

There are almost 25 million cars licensed to run on the streets 
and highways of the United States. The original cost of these cars and the 
ones that have been discarded in the last five years must have been not less 
than 20 billions of dollars. Since 1916 the various states of the Uni on have 
voted less than one and one quarter billion dollars for road bonds. The 
county and other direct tax expenditures would probably bring up this amount 
to less than three billion. Allowing for that portion of the city paving 
which could be called part of the arterial system of the nation, a liberal 
estimate of the cost of the entire system would be fiwe billion. 
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There are a little less than three million miles of highway in 
the United States. This includes all dirt roads, macadam, paved, gravel, 
etc. The average cost of these highways was probably well under $4000 per 
mile--a. total of less than 12 billion dollars for the value of the road
beds of the nation. 

If the nation can afford to spend 20 billions for "rolling stock" 
can it not expend an equal amount for "road-bed"? If . there could be a 
nation-wide program of wide highway construction, bridge construction, grade 
eliwination and elimination of congestion by actual construction, perhaps 
our police and traffic authorities would be better able to cope with their 
problem. 

WID'I•H OF HIGffiiVAYS 
We have passed the point where hard surfaced roads alone are suffi

cient in the densely populated states. i¥e must provide wider rights of way 
along our strategically important arteries than have ever been considered 
necessary in the past. Motor vehicles reouire new traffic standards. The 
foundation of the whole structure is the ,~idth of right of way. The very 
first operation, therefore, and one that should precede or be coincident with 
the laying of the first improved road surface should be the acquisition of 
the necessary land to provide for successive widenings in keeping with the 
strategic importance of the route. A narrow pavemtnt in a wide right of way 
may be increased at any time; but a narrow pavement in a narrow right of way 
through a congested district is well nigh hopeless. Acquiring these rights 
of vm.y will not happen of itself. It m~1st be brought about through the 
preparation of a logical plan that will not only set up the necessary 
legislative foundation, but will effectively unite the active interest and 
support of all the officials best able to carry the plan through to a 
successful conclusion. --Detroit Rapid Transit Cow,mission, Feb., 1927. 
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Nearly a year ag0 the Universal Portland Cement Company 
ran an adwertisem ent in engineering and contracting periodicals which 
showed by graphic methods the gr0wth of aut omobil e use f rom 9 million 
in 1920 to 20 mi lli on in 1927, and made the quest i on of to-ffiorro~•s 
use of cars the contr olling factor in the amount of highway construction 
and t heref or e of cement consumption. The grow~h of automobile registra
tion is of equally vital interest to traffic officers and city planners. 
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