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Director’ s Repor t 

 
 

The Mayor and 

City Council 

Baltimore, Maryland. 

Dear Sirs: 

The conclusions summarized in this statement 

re those of the consultants whose detailed report 

follows, as well as mine. There are no differences 

of opinion or even mental reservations among us. 

It is an extraordinary fact that in unusual and 

complicated circumstances such as those we have 

faced in this instance, a number of rather tough 

and independent minds should have come to pre­ 

cisely the same conclusion. I stress this fact be­ 

cause I want to make it clear that our recom­ 

mendations are not those of a staff under orders 

from one person but the consensus of opinion o 

consultants who have a legitimate pride of 

opinion and the courage of their convictions. My 

task in this instance has been a comparatively 

easy one, because there have been no conflicting 

views to reconcile. 

First a few general observations: 

This is not an academic treatise on planning 

nor an ideal program made without reference to 

local laws, customs, finances and other practical 

considerations involving public opinion in an old 

and somewhat conservative community. It would 

be futile, for example, for us to recommend a 

drastic and revolutionary program which we 

know would not receive serious consideration by 

the voters. Similarly, it would be sense­ less for 

us to propose any program which would impair 

the debt or tax structure of the city, could go 

beyond its resources or would even appear to 

preempt all funds which may be made available 

for public improvements. On the other hand, it 

would be shortsighted for the city of Baltimore to 

fail to take full advantage of all federal and state 

funds allocated to arterial construction in cities, 

or by refusing to supplement them to be forced 

in the end to adopt an inferior plan which would 

produce no general benefits, meet no problems of 

obsolescence and decay, 

October 9, 1944 

and provide no stimulus for private enterprise. We 

realize that in asking the advice of outsiders, 

Baltimore might have called in some of our more 

glittering theoretical planners, in which case this 

city would have been told how urban­ ism must 

be discarded and urged not to waste money on  

central  arteries  when  the  higher strategy calls 

for the abandonment of most of the town. Instead 

you have asked for practical advice, no doubt 

on the shrewd assumption that those who have 

made plenty of mistakes elsewhere may be 

valuable in seeing that they are not repeated in 

Baltimore. 

We have given considerable attention to the 

cooperation which must be established between 

federal, state and local officials to bring about 

any successful conclusion, and we have assumed 

that a fair plan, predicated on the good of the 

community and its proper traffic relationship to 

the eastern seaboard, will enlist the support of all 

three of the great agencies of government 

whatever differences as to routes and procedure 

there may have been in the past. By the same 

token we have assumed that local differences 

within the city can be resolved if such a sensible 

plan is offered. It is the common thing for ultra 

conservative leaders in our older cities to an­ 

nouce that they stand for reducing budgets, 

making needed improvements and paying the 

bills without recourse to state or federal gov­ 

ernments. These three slogans are severally and 

mutually incompatible. You cannot keep pace 

with the demand for modern traffic facilities 

without spending some money and you can't 

disdain federal and state help without making the 

local cost prohibitive. 

We have applied a definition or rather con­ 

ception of the word "arterial" which is consider ­ 

ably broader than the one which has been used 

in the past in Baltimore. The time is past when 

any wide road, even if it is nothing more than a 

gasoline gully without incidental improvements 

beneficial to adjacent property and to nearby 

residents, is considered a proper main 
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 ment and is the shortest distance 

between two points. People in various parts of 
the country have become accustomed to the 
idea of a genuine parkway as a narrow landscaped 
shoestring or ribbon park with limited access and 
no crossings at grade.  Many must now be 
educated as to similarly designed limited and 
controlled thru­ ways and expressways which 
carry mixed traffic. There is obviously a vast 
difference between express arteries in cities, in 
suburbs and in the open country, both in the 
problems to be met and in practical ways of 
meeting them.  The heaviest automotive traffic 
originates and ends in cities. Future road moneys 
will be spent more and more on the basis of 
accurate traffic estimates. Acres always count, but 
population will count more. 

The day of running around cities or stopping 

at their borders is over. Urban centers will be 

made accessible, not abandoned, and cars, trucks 

and buses will no longer be lef t helplessly mired 

_ on their outskirts'. The principle that cities should 

be traversed, and only incidentally by-passed, is 

now recognized by almost everyone with a 

claim to authority in traffic matters. It is 

advocated by Federal Public Roads 

Commissioner, Thomas F MacDonald. It is, in 

fact, a cardinal rule of all but the Ivory Tower-

remote control-planners who .preach that large 

cities should be completely decentralized or 

done away with entirely. 

The city car is an intrusive and in many re­ 

spects disquieting gadget. We shall nevertheless 

have to live with it, get the most out of it and 

make it our servant. This cannot be brought 

about by mere grudging accommodation of car 

users. The modern city artery must be built for 

every man, woman and child on every conceiv­ 

able errand, for driver and pedestrian, for native 

and visitor, for tradesman and professional, for 

old and ·young, for work, rest and play. 

Coming now to more specific matters, let us 

look at the situation in which Baltimore finds 

itself .as to arterial facilities. We. have adopted as 

a conservative estimate an increase of thirty-five 

percent in the number of cars in the ·Baltimore 

area between 1938 and 1950. All the indications 

are that the increase will be even greater. Four 

hundred thousand cars travel in and out of the old  

section of  the  city daily.  Congestion is already 

serious and will be worse. 
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Maryland will, it must be assumed, match federal 

funds, and a substantial part of these funds must 

be spent in cities or sacrificed.  

 A wholly false impression has been created that 

there is competition and conflict between a 

route east and west through the center of the 

city and a by-pass route to the south entirely 

away from the congested center and involving a 

crossing of the Patapsco River. There is no com­ 

petition and no conflict. Through automotive 

travel on the main artery' between Washington and 

Philadelphia represents a small percent of the total 

cars entering and leaving the Baltimore area. 

Traffic on the proposed route through the center of 

town involves over 30 percent. Whatever the merits 

of the Patapsco River by­pass route, it offers no 

solution of the greater part of the traffic problem of 

Baltimore.  It affords a quick and convenient way 

for those who wish to avoid Baltimore entirely, 

and otherwise is of interest primarily ·to those in 

the Fairfield and Canton sections.  The fact also 

seems to have escaped those who insist on 

comparing the relative merits of these two routes 

that there is no planning, jurisdictional and financial 

conflict between them. The Patapsco River by-pass 

can be constructed by the State Roads Commission 

without serious difficulty if it will refinance the 

two present successful bridges over the 

Susquehanna at Havre de Grace and over the 

Potomac  at Morgantown, and issue new bonds to 

include the cost of the Patapsco River route at the 

prevailing low interest rates and under more 

favorable retirement conditions, of course charging a 

toll on the Patapsco crossing, as well as on the 

other two. The receipts from the two present 

bridges are more than sufficient to pay their way.  

The Patapsco crossing at the start probably would 

require this additional cushion or leeway to make 

it wholly sound from a banker's viewpoint.  The 

three crossings would constitute one financial 

structure of unquestionable security. Data to · 

support this conclusion appear in the more detailed 

report of the consultants which follows. 

As to the question of the proper type ·of 

Patapsco River crossing, that is, whether it should 

be a bridge or tunnel, the consultants have given 



figures which will show that either a four-lane 

bridge or a single tube two-lane tunnel could be 

built. Such a tunnel would cost somewhat more 

than the bridge. The advantages of the bridge lie 

in the fact that its four lanes would correspond to 

the four lanes of the approaches. At peak hours 

at least there would be some confusion and loss of 

time in compressing the four lanes of the 

approaches to the two lanes of a single tube 

tunnel. It is only fair to say that such congestion 

. would not occur often or be serious for some years 

to come. The cost of maintenance of a tunnel would 

be at least double that of a bridge. It would take 

about twice as long to build. Either a tunnel or 

bridge is well within the means of the State Roads 

Commission if it refinances in the manner indicated. 

As to the eff ect of a bridge on the harbor, we 

are all of the opinion that the proposed high level 

structure would not interfere with shipping. 

Indeed, we can come to no other conclusion after 

reviewing the testimony on which the original 

permit of the Army Engineers, requiring an 

extraordinary bridge clearance, was granted . As 

to esthetics, we can see no disadvantage in the 

bridge. As to what some of the local opponents 

of the bridge call psychological fac­ tors, by 

which I presume they mean the sort of mental 

hazard to shipping or shippers involving an 

imaginary rather than a real obstacle, we are 

unable to offer any worthwhile comment.  • 

Similarly, we have no comment to make on 

gossip as to work done by various local groups 

on more or less detailed plans for the Patapsco 

route, as the result of which they are said to be 

commit ted to the bridge as against the tunnel. It 

seems to us that this has nothing to do with the 

merits of the question. If we had the deci­ sion 

to make and it were our inescapable duty to 

make it on the basis of present information, we 

are all agreed that we would build a bridge ra ther 

than a tunnel, but this is a matter for the city to 

decide with the state, that is, one which the 

Mayor, Council and Chief Engineer of the city 

should take up with the Governor and State 

Roads Commission and settle promptly and 

without further delay. 

We are united in the conclusion that the 

arterial problem of Baltimore can in a large 

measure be solved by building an expressway, 

which we shall call the Franklin Expressway, 

through the heart of the city, generally speaking 

bounded by Franklin and Jefferson Streets on the 

north, by Mulberry and Orleans Streets on the 

south, with widened north and south ap­ 

proaches following the Edison Highway and 

Fulton Avenue, and with approaches from Route 

40 at the easterly city line to a point near the 

Edison Highway, and from the proposed Wash­ 

ington expressway at the southwesterly city line 

to a point near Fulton Avenue. It cannot be too 

strongly emphasized that we do not recommend a 

mere street widening nor a narrow passageway 

between retaining walls with short overpasses. We 

recommend a genuine municipal improvement of 

wide scope with depressed express lanes, attrac­ 

tively designed bridges, landscaped slopes, wide 

service roads and incidental walks and prom­ 

enades, park and recreational facilities such as are 

in existence in New York and other places, have 

proven successful and popular, and with the 

planning, financing, construction and opera tion of 

which all of the consultants and I have been 

identified. If such an improvement is made, we 

have assumed that the people of Baltimore will be 

willing to protect it against large and obtrusive 

signs and billboards, and will rezone the frontage 

so that the best type of construction will follow. 

The consultants' report and their typical sections, 

maps and other illustrations will explain the 

entire project more fully. 

We realize that our suggestions in the main are 

not altogether new; as a matter of fact, we claim 

no originality for most of this report. There were 

intelligent and farsighted people in Baltimore 

before we made our brief appearance. We have 

sif ted many plans, added ideas of our own, checked 

the results against previous experience, and offered 

our conclusions for what they are worth. We 

know that there has been some talk about a 

canal or inverted Chinese wall dividing the City 

and its people. This is an old chestnut to most of 

us. It has been used against every parkway and 

express artery since the internal combustion en­ 

gine was perfected and manufacturers began 

assembly line multiplication of cars. Most of the 

critics in progressive communities have lived to 

retract their epithets. Some are beyond 

conversion. 
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city's credit were pledged, because of the un­ 

certainty of collections on an express artery which 

provided wide service roads for those who could 

thereby escape paying tolls. There is no doubt that 

the Maryland constitution does not permit the 

city to pledge its credit to such a toll project 

without another and separate referend um. 

Finally, we became convinced that many more 

cars, trucks and other vehicles would take 

advantage of the central express lanes as 

d istinguished from the service road s if there were 

no tolls, and that therefore an entirely free 

expressway would go very much farther toward 

solving the traffic congestion problem . For these 

and other reasons the idea of tolls was abandoned, 

although all of us are familia r with successful 

toll projects and normally favor them. 

We have not stressed employment, in Baltimore 

and elsewhere, which will be brought about by 

the adoption of this plan. This program will be 

helpful in stimula ting recovery but with the ded-

uction of land costs, the amount expanded for 

construction in each year is not great enough to 

justify much emphasis on this score. 

An examination of the consultants' report will 

indicate that we have been conservative about the 

width of right -of -way in the business heart of the 

city, except at Washington Monument Square, and 

have expanded it in the residential areas on either 

side. Cha rles Street from the Square north is 

the City's most impressive thoroughfare. 

Additional land has been added to the right of 

way of the Franklin Expressway south of the 

Monument so as to extend the Square, provide 

a better view of the Monument and afford small 

sitting parks for office workers. Instead of a 

single bridge a double bridge is provided over 

the Expressway. Both land and landscaping as 

well as construction of this addition to the Square 

are included in our cost estimates. 

Some of the slum areas through which the 

Franklin Expressway passes are a disgrace to the 

community and the more of them that are wiped 

out the healthier Baltimore will be in the long 

run. Merely as a matter of local pride, if there 

were no other and more practical considerations, 

business leaders as well as citizens sensitive about 

the appearance and reputation of their city should 

be unwilling longer to tolerate this close 

juxtaposition of CIVIC center and slum. We do not 

propose to tear down familiar and ·cherished 

landmarks which cannot be replaced, nor will the 

Franklin Expressway make the town unrecogniz­ 

able. Nothing which we propose to remove will 

constitute any loss to Baltimore. 

Some nineteen thousand people live in the path 

of the Franklin Expressway and will be displaced 

by it. A good many of them live in what may 

fairly be characterized as substandard areas. 

Others occupy reasonably good quarters. The 

question will arise as to what will become of these 

people. Many can be housed in temporary war 

housing projects as war orders are terminated an d 

vacancies occur, and later provided for in perma­ 

nent housing in additional postwar federal pub­ 

lic housing projects, or in private or semi-pu blic 

developments.  If the pending constitutional ref 

erendum on redevelopment companies is adopted, 

it may stimulate building of this kind. As to 

persons in the lowest income brackets, however, 

we see no solution except additional public 

housing, and no doubt federal balances and 

perhaps additional funds will be available for this 

purpose after the war. Because of the high cost of 

land, it seems unlikely that private projects gua 

ranteed by the FHA can be built immediately 

adjacent to the Expressway to meet the needs of 

this income grou p. It is neither necessary nor 

desirable to disperse this class to other areas. As 

an illustration of what can be done, we have 

suggested an additional federal public housing 

project area bordering on the Ex p res s way  i n 

the vicinity of Pine Street, which will provide 

for many of those now residing in this section of 

the Expressway. 

All other routes through the heart of the ci ty 

a re, in our opinion, distinctly inferior to this one. 

We have, of course, considered the so-ca1led Pratt 

Street route, which seems to us to have no ad van ­ 

t ages whatever.  Its cost would be about  

$ 26, 000,000. It would simply be a marginal road, 

pa rtly eleva ted and par tl y a t grade, necessitating 

the acquisition of very expensive property and 

with little benefit to those not bound straight to a 

and through the city's wa terfront. Access would 

be hard to provide and it would not tap the most 

congested areas. Measures in terms of local 

traffic to be accommodated, it would 

accomplish 



less than one-third as much as the preferred 

route. We do not consider this route worthy of  

further consideration. Our reasons are more fully 

given in the consultants' report. 

We have also given attention to the problem of 

· connections between the Franklin Expressway 

and the Governor Ritchie Highway. It is our 

opinion that the improvement of approaches to 

the Governor Ritchie Highway along the Hanover 

Street route does not constitute part of a main 

arterial program. This is an important local 

street improvement to be made in the usual way 

by the expenditure of street improvement funds. 

It is true that ultimately an entirely new genuine 

arterial route should be const ructed beginning 

somewhere near Pine Street and running south 

generally in the direction of Scott and Russell 

Streets. Such an improvement would cost about 

$19,000,000. All our traffic studies show that its 

need is a long way off, and that it should not 

receive serious consideration until 1950. In the 

meantime improvement of the Hanover Street 

route will meet the problem reasonably well, 

particularly after the opening of the Patapsco 

River crossing. 

There are a number of gaps in the legislative 

structure required to carry out this program. They 

can all be filled at the next session of the 

legislature by adopting the law we have proposed, 

or one along its lines. The absence of complete 

legislative authority need not in any way inter­ f ere 

with the adoption of the ten million dollar ref- 

erendum. A favorable vote will, however, have to be 

followed by a fairly comprehensive bill anticipating 

and meeting the various problems which will arise 

where federal, state and municipal officials must 

cooperate with the least possible conflict in the 

making of plans, acquisition of land, construction 

and authorization of incidental facilities for a major 

public improvement. The act we propose appears 

as an appendix to this report. 

We are all busy people who have greatly en­ 

joyed this interruption of other tasks. Every pos­ 

sible cour tesy has been shown us and all infor­ 

mation necessary for this report has been 

promptly and fully furnished. We are neither 

evangelists nor propagandists for the plan we 

offer. We lay no claim to deep knowledge of the 

town. There have been lively historians of Balti­ 

more from the days of Francis Scott Key to the 

justly celebrated epoch of Henry L. Mencken. We 

have no such background, but we do know a little 

about the impact of the automobile on any city. 

At best Baltimore is in for a considerable period of 

traffic discomfort, because producers of passenger 

cars, gasoline, oil and tires will turn out their 

products faster than road builders can open the new 

arteries required to meet the challenge. The 

manufacturer, moreover, has an easier job because 

he knows just what he is driving at, while the 

highway maker sits idly by waiting while all sorts 

of bosses argue where he is to go, until positive 

discomfort and property loss discourage further 

debate. 

It is obvious that the decision on this plan will 

turn on the outcome of the vote on the pending 

ten million dollar bond issue, even though this 

does not provide all of the funds required · and 

even though further legislation and many ad­ 

ministrative proceedings will be required. Balti­ 

more should be willing to pay something for 

home rule in the control of this undertaking. It 

should be ready to accept federal and state aid, 

but should not be wholly dependent upon it. 

This is perhaps the strongest of all arguments fur 

the referendum measure. If the people approve 

the bond issue, the plan is well on its way to 

adoption. If they do not, the whole program will 

suffer a serious setback. It is our hope, therefore, 

that the people of Baltimore will adopt the pend­ 

ing arterial proposition. 

The time between the publication of this re­ port 

and the vote on Election Day is short. For this we 

are, of course, not responsible, but the question a t 

issue is by no means difficult for the public to 

grasp, nor does an understanding of the proposed 

solu tion require much time or tech­ nical skill. 

For a full presentation of the matter both officials 

and the public must, of course, look to the local 

press which may, we are sure, be counted on to 

afford as much space and emphasis as war 

demands and restrictions will permit. 

 

 
ROBERT MOSES 
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Baltimore City, the seventh largest in the 

United States, is located at the end of tidewater 

on the Patapsco River, at the head of Chesapeake 

Bay. The census of 1940 :fixed the population at 

859,100 and its metropolitan area at 1,046,692. It 

occupies an area of 91.93 square miles, of which 

78.72 square miles are land. The present 

assessed valuation of real estate is $1,134,800,440. 

It is a compact city. Of the. fourteen cities in the  

United States with populations of more than a 

half million, 3 8 percent of the total inhabitants 

of these communities live in suburbs outside of 

the cities' limits; but in Baltimore only about 18 

percent in its metropolitan area reside across the 

city boundaries. There are few cities of compar­ 

able size where the congested areas are so close 

to the open country. 

Like most American cities, Baltimore grew 

from a nucleus of a trading center. From the 

lowlands which bordered the river and its 

branches the original settlement spread into the 

hilly country above the estuaries. During its 

early period of growth it continued to be a 

solidly built town with almost everybody living 

in row houses, the marble steps of which have 

become known. as a trademark to travelers. 
•
 

The great fire of 1904 resulted in the rebuild­ 

ing and modernization of the old central section 

of the city. The exodus of dwellers from the row 

houses into more open spaces, however, followed 

the same pattern that is common to the growth 

of all cities and created the same problem of the 

deteriorating neighborhood. While the cottage 

and bungalow developments were drawing resi­ 

dents into the west and northwest sections, the 

row houses in the center of town became board­ 

ing houses and tenements with a sprinkling of 

retail businesses strung along streets on a · scale 

more elaborate than the population could sup­ 

port. Then, as in most other American cities, the 

receding tide behind the gradually enlarging 

wave of population seeking better living condi­ 

t:ions left behind houses which became slums. 

 

About 20 percent of Baltimore’s population is colored and 
the row houses were taken  

 
over and occupied by Negroes who formerly 

lived in alleys behind the larger homes. The 

alleys, which were planned in the beginning as 

service corridors to the residences, continued in 

many sections to be crowded beyond any decent 

living. 

The street pattern of Baltimore in the Piedmont 

hills in the middle section of the town follows 

a general rectangular pattern. On the lowlands to 

the south, the older section sprawls around the 

branches of the Patapsco River with no organized 

general pattern except in the central business 

section. The pattern to the north of the city was 

formed by the coalescence of the cottage devel­ 

opments. 

The rugged topography adds interest and makes 

for better living in most of the city and presents 

no great difficulties in street construction. On the 

other hand, there are no natural corridors such as 

occur in many other communities where  new 

arteries for automobile traffic can be built along 

extended reaches of river or lake fronts, against 

steep cliffs or through other large undeveloped 

areas. The solidly built town has no continuous 

opening through which to lay down an expressway 

along the avenue of traffic flow which n OW exists. 

Up to the present time, traffic has had to meander 

from its points of origin to its places of destination 

on the surface streets. 
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The Orleans Street viaduct, only recently com­ 

pleted, is an exception to this general condition. It 

provides, however, only 5 0 f eet of roadway with 

flanking sidewalks, although its construction 

improved traffic conditions considerably in that 

vicinity. The only major water crossing is the 

Hanover Street Bridge over the Middle Branch, but 

trolley tracks greatly reduce its 50 feet of vehicular  

capacity. 

The several radial streets fanning out from the 

center of town to the north appear impressive on 

the map of the city. In reality, they grow 

narrower as they approach the center of the city 

and are, therefore, of little value except for 

local traffic. 

U. S. Highway # 1 is routed diagonally from 

the northeast to the southwest over city streets 

already too congested to accommodate this traffic. 

U. S. Highway #40 is also routed east and west 

over city streets with only a small section of it 

on the east end improved as a dual-lane highway. 

The old Annapolis Road, south of the city, has 

been supplemented by the Governor Ritchie 

Highway and traffic into the city from the south 

must use the already overcrowded Hanover 

Street Bridge or narrow circuitous by-passes. 

Traffic from the north of the city is routed into 

existing city streets. 

A number of the streets have been 

widened and some of them separated by 

dividing l i n e s .  There have been several 

federal access roads during the war to serve 

war production p The program of the 

Federal Public Road. ministration and the 

State Roads Commission Maryland routes 

the new proposed inter-region Boston-to-

Washington Expressway through Baltimore. 

From the northeast it is planned t the U. S. 

Highway #40, a section of which been built 

for a short distance into the c a divided 

roadway. It is generally accepted   the point 

where this highway now meet easterly 

boundary of the city is the objective 

any expressways in Baltimore. 

On the southwest side of the city, the regional 

expressway has been determined to (??) 

low generally the direction of the 

Washington Road (U.S. Highway # 1) 
although the proposed plans contemplate an 
entirely independent and new right-of -way, 
leaving some flexibility to the precise point 
of joining a road through the city. 

Traffic data exists for the year 1938 in the 

form of computations and charts prepared by the 

Police Department and a report prepared 

Coverdale and Colpitts for the Maryland Roads 

Commission.  In the latter, origin and 

destination surveys were made for a limited (??) 

tion of the traffic entering the city, but the 1 

report of the Police Department does not 

include such types of surveys.  Since 193 8 

traffic (??) tions have been so unusual that it 

does not ( ? ? )  a that any further surveys 

made at this time, have much value.  Under 

the circumstances year 1938 remains the best 

basis for estimating traffic in the years 

immediately following the (??).  Some 

investigation along this line has already been 

made and is contained in the report to the 

Commission on City Plan on present and 

proposed physical facilities by Wolman, Req(??) 

and Smith. This also has been studied in rea 

(??)our conclusions. 

In 1938 it would appear that with 860,000 

population within the city limits generated 

approximately 1,300,000 daily trips by 

individuals.  Approximately one-half of these 

were made in trolleys or buses and 

approximately one-half in motor vehicles.  



This resulted in circulat ion within the city of between 

350,000 and 400,000 automobile trips.  Figures include 

in all cases movements in and out of the business a 

area.  In 1944, with the war production increase in 

population, the estimated da ily trips had increased to 

over 2,000,000 or approximately two 

daily trips per person. Spot counts indicate,  

notwithstanding war restrictions on pleasure 

driving, movement of motor vehicles is practically 

the same as in 1938 and the number of people 

carried by motor vehicles slightly increased through 

greater loading. The number carried in buses and 

street cars, however , has doubled until it now 

forms two-thirds of the total movement, reaching in 

1944 a total of 400,00 0,000 bus and trolley 

passengers per yea r, or over 1,300,0 00 per day. 

 

With return to normal postwar conditions we 

expect a substantial decrease i n  trolley and bus 

movement, together with a rapid expansion of motor 

car travel to a point  where a new balance will be 

reached between the proportion of those traveling 

by automobile and those traveling in t rolleys and 

buses. It is our opinion that by 1950 the increase 

over the present motor car movement, which is 

substantially the same as that of 193 8, will be 

about 35 percent. 
Street cars and motor car traffic cause con ­ 

gestion during the peak periods at numerous 

points within the city. In New York a nd other 

cities where the density of traffic movement has 

warranted the const ruction of overhead or 

underground ra pid transit facilities it has been 

found possible, in many instances to substitute 

buses for trolley cars, using the buses as collectors 

for the rapid transit system. The layout and 

m ovement of traffic in Baltimore do not indicate 

that such rapid transit construct ion will be war­ 

ranted for many years to come. An overall attempt 

to substitute buses for trolleys as the main transit 

carriers would cause greater congestion because 

the individual bus has a carrying capacity inferior 

to that of the modern street car. 

\We assume, therefore, that for a n umber of years 

trolley cars will continue to furnish the bulk of 

Baltimore's mass transportation facilities. At certain 

points re-routing, relocation of the present 

trolley cars or substitution of t rackless trol­ 

leys and street-widening may relieve acute 

points of interference and congestion but these 

remedies will have only local effect. 

From the Police Department's traffic analysis 

of 1938, it was found that about 300,000 auto­ 

mobiles enter and leave the old section of the city 

on a normal 12-hour business day. Of these, 

about 240,00 0 cars enter or leave the business and 

shopping district, which is concentra ted and 

restricted in area. In a full 24-hou r period there 

are about 400,000 motor car trips through the 

old section of the city, of which about 300,000 

enter or leave the down tow n business and shop­ 

ping district daily. This indicates a total annual 

movement into or out of the dist rict bounded by 

Monroe Street, North Avenue, Broadway and 

Pratt Street of over 120,000,000 cars. 

We made automobile test runs over all the major 

a rterial routes entering Bal timore, thereby deter 

mining the relative distances and travel times 

between selected focal points. \We noted the number 

of t raffic light stops and such inconveniences as 

t raveling behind trolley cars on espec ially narrow 

streets. We made spot traffic checks at selected 

points to gauge the present abnormal levels of 

traffic against the prewar normals, and data thus 

obtai ned was weighed appropriately. 

_,   From traffic diagrams and our own obseva- 
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from all  directions, and in the afternoon, from the 

center in all directions, with through 

traffic moving through the congested core not 

exceeding 2 percent. Since 1938 a northwest, 

southeast traffic 'toward Fairfield has developed 

but this is only a small fraction of the total. 

Whether this will continue in its present volume 

after the war cannot be determined now. Its 

existence at the present time has increased con­ 

gestion on the Hanover Street route and bridge, 

and should it continue, relief must be provided. 

......-An interesting traffic characteristic is the 

present tendency of automobiles from the north­ 

east and northwest to turn toward the center of 

the city along east-west streets well to the north 

of the business district, and to follow down to 

the business district on the north and south 

streets leading to the center of the city, thereby 

creating undue congestion on those streets. 

Not only is there overcrowding on the major 

arteries, but traffic is at various points following. 

roundabout routes through minor and remote streets 

to avoid the greater congestion of the arterial routes. 

With the 3 5 percent increase expected by 1950, 

conditions will become intolerable unless new 

arterial routes are constructed. 

Study of the traffic pattern indicates that an 
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east-west expressway through the center of the 

city without grade crossings or traffic lights 

would furnish the greatest possible traffic relief 

of any one route. Such a route should include 

ample service drives on both sides which, with 

proper connections to the expressway, would act 

as collectors and distributors for traffic entering 

or leaving the expressway and permit freedom 

of local traffic interchange. 

If this proposed expressway were to be con­ 

structed in the heart of the business district, 

property damage would be prohibitive. If it 

were to be built. in the southern edge of the busi­ 

ness district, it would distribute only traffic 

arriving from the south and southwest, or less 

than one-third of the · total. If lo·cated on the 

northern side of the business district, the east­ 

west expressway would become a distributor for 

about two-third of the traffic entering the city 

and by proper connection with U. S. Route #1, 
it, would also serve the southwest sector. It would 

also provide a through arterial connection be­ 

tween Baltimore and large cities to the north and 

south. 

In order to serve as distributor and collector 

for traffic from and to the north, the express­ 

way should be as close to the business district 

as the cost of the property required would per­ 

mit. Should it be located as far north as North 

Avenue, it would merely perpetuate the present 

tendency toward concentration of traffic on the 

north-south streets leading directly to the busi­ 

ness district, which is one of the principal faults 

of the existing traffic pattern. Furthermore, the 

business and shopping district would be at a 

considerable distance from the expressway and 

would still have to be approached through local 

streets already congested with traffic. 

We gave serious consideration to the proposed 

Pratt Street route, running generally along a direct 

line between existing facilities of the Washington-

Philadelphia Highway.  If through traffic were the 

only consideration, this plan would have merit. 

Considering as previously the fact that only a 

small percentage of the total traffic entering and 

leaving Baltimore is through traffic, its effect on 

traffic · entering and leaving  Baltimore and on 

local traffic was appraised. 

Except at the eastern end, the proposed route 

does not pass through thickly settled residential 

districts. From its western end to the heart of 

the city it generally traverses an area of small 

industry.  Running through the center of the city, 

it takes in a highly developed industrial shipping 

and market area. The center portion through th 

heart of the city is so close to tide­ water 

elevation that a depressed highway would be too 

costly and this stretch would have to be . 

elevated. Access to such a structure would be 

difficult and costly, therefore, it would be an 

inferior traffic distribution medium. 

With the exception of Pratt Street and a short 

stretch of Wilkens Avenue, the present streets 

which are proposed as routes for this highway are 

too narrow to accommodate the expressway 

alone. Extensive property takings would be nec­ 

essary, not only for the expressway itself but also 

to provide adequate service roads on each side. 

Assuming that this expressway were built as a ,. 

limited access highway it would benefit directly 

traffic entering from or leaving for the south­ 

western, southern, southeastern and eastern parts 

of Baltimore. Traffic studies show, however, that 

the bulk of the traffic entering from the Ritchie 

Highway over the Hanover Street Bridge is 

destined for the shipping and market centers in 

the vicinity of Light Street, or for the business 

and shopping district to the north. The only 

gain here, then, would be the smaller amount of 

through traffic along Light Street, but this would 

probably be more than counterbalanced by inter­ 

ference with local traffic. 

The extension of Edison Highway to a con­ 

nection with the Pratt Street through artery and 

proper connections at Broadway also might con­ 

fer an indirect benefit on some of the traffic to 

and from the northeastern sections of the city. 

Benefits which this route would confer upon traffic 

entering from or leaving the west, north­ west and 

northern sections would be negligible.  

It is our opinion that about 20 percent of traffic 

now entering Baltimore would be directly benefited 

by the Pratt Street route and 12 per­ cent would be 

indirectly benefited by it.  This compares with our 

estimate of 35 percent directly benefited by an 

expressway through the center of the city and 50 

percent indirectly benefited by it. 
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The plans of the Pratt Street route which we 

analyz ed were for an improvement estimated to 

cost $26,000,000, and even at this cost more than 

two-thirds of the length of the artery lacked 

most of the basic characteristics of an express­ 

way. Aside from its defects as a traffic artery 

serving Baltimore, the cost of building it, to 

include all of the features of a modern express­ 

way throughout its entire length, would be in­ 

creased greatly. 

Considering all factors the best location for a 

through traffic artery in Baltimore is the present 

route for coast-wise travel along Franklin and 

Mulberry Streets on the west side of town and 

along Jefferson and Orleans Streets on the east side. 

This section of town is at present carrying from 2 

5 to 30 percent of the traffic entering or leaving 

the center of the city, and after the war will 

become so congested with local traffic that 

arterial movement would have to by-pass the area 

to the north or south of this route. 

In order to provide maximum relief of con­ 

gestion, and to take some of the burden off North 

Avenue and the north-south streets running di­ 

rectly into the business district, other north-south 

streets should be opened to traffic from the north­ 

west and northeast connected directly with t,he 

expressway. Two such routes now exist on Broad­ 

way and Monroe Streets and only suitable 
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connections with the expressway would be re­ 

quired. Two additional north-south routes through 

Fulton Avenue and the extension of Edison 

Highway could be provided. 

Assuming that these connections were made 

and that a genuine expressway were provided, it 

is estimated that between 180,000 and 190,000 of 

the estimated number of cars entering or leav­ 

ing the' old section of the city during each day 

in the year 1950 would find it advantageous to 

use some portion of this expressway or its service 

roads. Most of the traffic entering Baltimore, with 

the exception of about 15 percent from the south, 

would receive indirect benefit through reduced 

traffic on existing streets. The business and 

shopping districts would be relieved by 

diversion of traffic from existing congested chan­ 

nels by means of the service roads and by diffusion 

of traffic through suitable entrances and exits of 

the expressway. The expressway would 

encourage and control the proper development of 

the business and shopping district. 

Such a modern expressway along this route 

would have enough bridges over it to permit un­ 

interrupted flow of north-south traffic without 

congestion and adequate exits and entrances for 

collection and diff usion of arterial traffic. Ex­ 

cept for the central portion which would be built 

on a new viaduct, the expressway would be 

depressed and flanked by service roads which 

would be operated as one-way streets in 

opposite directions. The marginal surf ace roads 

would be ample in width to accommodate all 

local services for parking and bus operation, in 

addition to providing for parallel automobile 

traffic at the level of the other city streets. 

We analyzed the improvement as a toll project 

to determine the amount of direct revenue it 

could produce. This would require the retention, 

in the general plan, of the same number of exits 

and entrances and of the free service roads on 

each side of the expressway. Any system of toll 

booths that might reasonably be set up therefore 

would allow motorists to escape payment of tolls 

through slight detours and through use of the 

service roads. The advantages to the toll payer 

would be time saved from comparatively minor 

detours and avoidance  of delays and annoyances 

on the service roads due to the traffic lights at 

north-south crossings. It is difficult to determine 

what proportion of the traffic would pay toll 

under these conditions without a discussion of the 

amount of the toll and the location of the toll 

booths. 

The locations for toll booths were taken at 

Monroe Street on the west, and east of the via­ 

duct near Gay Street. All locations for toll 

booths have certain advantages and disadvan­ 

tages. There were several alternate sites consid­ 

ered for the toll collection stations but consider­ 

ing possible federal participation in the ap­ 

proaches, provision of essential free sections and 

other factors, those mentioned above were 

selected as the most satisfactory ones. As the 

bulk of the traffic is into and out of the busi­ 

ness district it would be necessary to collect tolls 

at both booths only about two miles apart. Two 

forms of toll for passenger vehicles were studied. 

The ·first was a flat five cent fare which would 

mean that vehicles passing in and out through the 

toll booths would pay a total of ten cents per day. 

_We believe that only about one-third of the 

potential expressway traffic would pass through 

the toll booths. The other two-thirds would either 

use the service roads or by detouring 

the toll booths, use the expressway without pay­     .. 
ing toll. Any attempt to force a larger proportion 

of the traffic through the toll booths by reducing 

entrances and exits would reduce the use of the 

center express lanes and unduly increase con­ 

gestion at other points. 

In the uncertain conditions surrounding toll 

collections on an artery of this kind it is difficult 

to estimate prospective revenue. Assuming that 

about 18,000,000 cars per year would pay five 

cents each, the gross revenue would be $900,000. 

Against it would be chargeable annual expendi­ 

tures for operation of $175 ,000, leaving a net 

revenue of $72 5 ,000. If revenue bonds were 

issued supported only by the project itself , these 

revenues would not support capital expenditures 

of more than $15 ,000,000. If the credit of the 

city were pledged a greater capital could be real­ 

ized but the whole project would not be self ­ 

liquidating in any event . It, therefore, became 

quite apparent that a toll project at this location 

would not be practical, would not save con­ 

struction time, and finally would not benefit 
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enough of the local and through traffic to war­ 

rant its consideration in competition with a free 

project. 

An alternate toll schedule was considered 

consisting of a charge of ten cents a t each toll 

booth together with a commutation ticket for 

daily users at two dollars per month. This would 

increase detouring considerably, except by the 

holders of the commutation tickets, and it is our 

opinion that it would not increase the gross and 

net revenues obtainable from the five cent toll. 

It is our further opinion that those attempting to 

detour the toll booths would increase congestion 

at various points. Finally, we believe that 

considering the short distance between toll 

booths and the possibility of frequent escape 

imposed by the requirements of free circulation 

of traffic within the city, the ten cent fare is 

more than the traffic will stand. It would not 

increase the revenue and would decrease the use 

of the expressway and its benefit to the city. 

From a traffic standpoint the expressway and 

service roads, if opera ted without a Loll, would 

accommodate about 3 5 percent of the auto­ 

mobiles now entering and leaving the center of 

the city. Through direct connections with the 

existing north -south highways and with im­ 

provement of connections at Fulton Avenue and 

Edison Highway extension it would improve 

existing conditions for another 5 0 percent of the 

traffic entering from the northwest, north and 

northeast. There will also be indirect bene­ fits 

to the traffic southeast of Baltimore. 

A problem will remain in connection with 

traffic from the Ritchie Highway and Annapolis 

Road, which enter from the south. This south 

traffic now amounts to about 10 percent of the 

total and is sufficient to tax existing facilities. 

Some diminution of this traffic may be expected 

after the war activities around Fair­ field are 

reduced, but some compensating in­ crease may 

also be expected from the proposed connection  

of  Ritchie  Highway  with  both 

Route # 1 and the proposed Baltimore-Washing­ 

ton Expressway. In 1938 movement over the 

Hanover Street Bridge was estimated at 2 5 ,000 

cars per day. A spot count ind icates that this may 

have risen to about 30,000  vehicles  per 

day now. The situation is aggravated by the very 

heavy street car movement over the bridge during 

peak periods. - 

The eventual solution of this problem is de­ 

pendent upon the provision of an alternate route. 

Such a route, from the Ritchie Highway and the 

Annapolis Highway through the vicinity of 

Russell Street to a connection with the thruway 

near Pine Street has been laid out by the City 

Plan Commission. If constructed as a non- stop 

expressway, without lights and with service 

roads, the total cost of such a route has been 

estimated for land and construction at 

approximately $19,000,000.  The traffic such an 

improvement would handle for some years is not 

sufficient to warrant any such expenditure at 

this time. 

Some improvement of both north and south 

approaches to the Hanover Street Bridge over the 

Pa.tapsco River as a local improvement, would 

relieve the present congestion with the minimum 

expenditure of funds. A good surface road from 

the south side of the Bridge, along the line 

proposed by the City Plan to a point in the 

vicinity of Russell Street should be built as a 

relief route. It would not solve the whole 

problem but would be an acceptable route to the 

northwestern part of the city, without passing 

through the crowded part of Baltimore. This 

should also be a local improvement as a part of 

the Baltimore Surface Street system. 

We have given extended consideration to the 

Patapsco Bridge route as proposed by the State 

Roads Commission, and we find the estimates of 

cost to be reasonable and while our own estimates 

differ in certain details, we accept this cost as 

determined by the State. Highway officials. 

We agree with the estimate of the Roads Com­ 

mission, based on a report by Coverdale and Col­ 

pitts, that the diversion of through traffic from 

Baltimore to the Patapsco Bridge will represent only 

a small percentage of the total traffic now entering 

or leaving the city. There are, however, an estima 

ted daily number of 2,000 cars passing from the 

Fairfield neighborhood by way of Han­ over and 

Pra tt Streets to the northern peninsula area, which 

would undoubtedly be diverted to the Patapsco 

Bridge. It therefore would furnish some measure 

of relief in those portions of Baltimore 

[ 22 } 



 

 
 

which are not directly benefited by the express­ 

way. 'There also would be a certain amount of 

additional traffic between Fairfield and the in­ 

dustrial peninsula which would result from the 

construction of such a bridge. 

The tendency, therefore, to consider this 

project as in any way competitive with the 

expressway is not ,borne out by any of the traffic 

studies. From a traffic point of view these two 

projects would become competitive only if the 

financial situation required that money be di­ 

verted from one to the other. 

The firm of Coverdale & Colpitts reported 

.in 1938 on traffic over the Susquehanna, Potomac 

and Patapsco Bridges. The ·original report on the 

Patapsco Bridge brought up to date for 1941, 

indicated a gross annual revenue of $ 530,000. 

The revenues on the Havre de Grace and the 

Potomac River bridges during the period of their 

operation have substantially exceeded the re­ 

quirements for operating expenses and bond 

surplus. This surplus has been used in part to 

retire bonds in advance of their maturity. On 

the basis of the performance of these two operat­ 

ing bridges, it is our opinion that anticipated 

gross revenues of $750,000 for 1947 are entirely 

possible. 

The anticipated revenue of the three bridges 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
 



together would make it possible to refinance the 

present outstanding bonds and replace them 

with an issue large enough to provide the con­ 

struction funds required for the Patapsco River 

Bridge estimated at $12,500,000 without the 

approach roads. 

The estimated annual revenues of the three 

bridges appear to be large enough to provide more 

than an ample margin of coverage over and

 above operating expenses, interest and 

amortization. As to the approach roads, if proper 

arrangements were made during the refinancing, 

some portion of the future revenue in excess of 

requirements could be made available for con­ 

struction purposes which would allow the build­ 

ing of the approaches to the Ritchie Highway on 

the south and Erdman Avenue on the north. 

Various objections to the construction of a bridge 

led us to make a comparative estimate of the 

cost of substituting a tunnel for the bridge. A 

bridge with four lanes would easily carry 

15,000,000 vehicles per annum. 

A 22-foot tunnel operated in both directions 

would have a capacity of 6,000,000 cars per 

annum and, therefore, could handle all traffic 

anticipated for some time to come excepting at 

peak hours when there might be congestion at the 

points where the four-lane approaches nar­ 

rowed to the two-lane tunnel. The estimated cost 

of the two-lane tunnel would be about 

$13,800,000 as compared to a four-lane bridge 

cost of $12,500,000 ; operating expenses would 

be about $200,000 per annum as compared to 

about $100,000 for the bridge. These figures are 

consistent with the Report of Maryland's 

Primary Bridge Program, as. submitted to the 

State Roads Commission of Maryland by the 

J. E. Greiner Company, Consulting Engineers of 

Baltimore.  Since the tunnel will cost about 

$1,3 00,000 more to build, the annual carrying 

charges on this sum added to the $100,000 oper­ 

ating difference will result in total additional 

annual charges of $165 ,000 in excess of the 

bridge. The tunnel would take longer to build. 

The hazards of bridge footings in this location 

against tunnel construction leave little choice as 

to building risks. We cannot see that the bridge 

will interfere with navigation or future port and 

industrial expansion. The selection between 

a bridge and tunnel rests with responsible and 

competent local engineering officials and, while 

we favor the bridge over a tunnel, neither type 

will in any way influence our specific recom­ 

mendations concerning any details of the more 

important expressway through Baltimore. 

The proposed expressway through Baltimore is 

located generally along what has been called 

the Franklin Street Route by the City Plan 

Commission and we, therefore, ref er to it as the 

Franklin Expressway. From the proposed Wash­ 

ington Expressway at the southwest city line, a 

six-lane divided roadway for mixed traffic should 

be built on ample right-of -way through the large 

city blocks southeast of the Pennsylvania 

Railroad. The street pattern in this section makes 

continuous parallel service roads unnecessary but 

the right-of -way should allow for an impressive 

entrance to the city from the south flanked by 

pleasant incidental park and recreational areas. 

Swinging due east between Franklin and 

Mulberry Streets, the right-of -way would occupy 

an area now covered by some of the worst slums 

in Baltimore. The total right-of ­ way on this 

section would be more than 400 feet wide, 

including service road The depressed roadway 

could be carried through the business section of 

the city just below the Washington Monument 

south of Center Street where it would cross the 

railroad yards on a viaduct, continuing in a 

depression, with landscaped slopes, between 

Jefferson Street and Orleans Street to a junction 

with Fayette Street. Some of the houses on the 

south end of Somerset Court would have to come 

down but sacrificing this section of the new 

housing development is unavoidable. The route 

would open up the area to the south of Johns 

Hopkins Hospital. 

The expressway should be continued easterly as 

a limited access highway with flanking service 

roads to the city line. Most of the property 

required to widen the existing right-of -way is 

already in public ownership. The south service 

road should be reconstructed along the front of 

the existing street lines of Philadelphia Avenue. 

An expressway along this route can satisf y 

design demands and meet the specifications for 

inter-regional  expressway  development  pre- 
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scribed by the Federal Public Roads Adminis­ 

tration. The central mall should be at least 10 

feet wide. The six lanes for express traffic should 

each be 12 f eet wide and constructed of rein­ 

forced concrete. The outside curbs should be 

flanked by 10-foot shoulders where disabled 

vehicles can be pulled from the stream of traffic 

for safety. 

The service roads should be 38 feet wide to 

allow for free movement of traffic, including 

buses, and one lane 8 feet wide for parking of 

automobiles. Sidewalks should be 15 feet wide. 

There should be a continuous path and a prom­ 

enade system on both sides of the parkway be­ 

tween the city lines. In the section between the 

service roads, the promenade should be built at 

the top of the slopes, continuing over the viaduct 

on sidewalks. The right-of -way, particularly 

through the present slum areas, is wide enough 

to provide a number of incidental recreation 

areas in addition to the promenade. These 

should be supplied liberally with benches. The 

bridges should be either reinforced concrete with 

stone facing, or steel structures supported on 

masonry abutments. There should be a gas sta­ 

tion, built as part of the improvement and opera ted 

by a concessionaire, either near the Pennsylvania 

Railroad right-of -way at the west end of the 

project or east of Fayette Street. 

The highway features of the expressway 

should be maintained by the same city forces 

responsible for the upkeep of the city streets. The 

park, recreation and landscaping features should 

be maintained by the city agencies responsible 

for similar facilities. 

The entire central roadway should be lighted 

by high mounted luminaires on steel poles and 

the service roads by the conventional city street 

lamps. All of the area outside of the paved roads 

and walks should be sodded and planted with 

trees and shrubs. Slopes should be no steeper than 

one foot rise above a three foot plane if 
 

 

FRANKLIN EXPRESSWAY NEAR PINE STREET WOULD ELIMINATE EXISTIKG SLUMS, 
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THIS IS TYPICA:L OF. FULL USE OF FRANKLIN EXPRESSWAY RIGHT-OF-WAY BETWEEN.SERVICE 

ROADS FOR SAFE PLACES TO REST AND PLAY 

.; tively small percentage ·of the residents of a 

community own an automobile. These people will 

be accommodated on .the highway, but the 

incidental improvements, consisting of  prom- 
' ' 

enades, landscaped park ·areas, recreation areas 

and slum clearance, will be of lasting benefit to 

the rest of the city, _especially to those living 

L ithin walking _ distace of the-development. . 

Experience in other cities has shown beyond a 

shadow of a doubt that the type of develop­ 

ment recommended in this report results in a 

permanent substantial _increase in the value of 

adjacent residential property This, lasting bene­ 

f.it is not t.o . be confused with the inflationary ' 

values placed ··on such property by speculative 

real estate interests, which.-usually follow initia­ 

tion of improvements with requests for the 

establishment of business districts along the bor­ 

ders of 'the development. The zoning of narrow 

strips along both sides of arterial improvements 

for business use has been proved uneconomical. 

There is never sufficient residential property in a 

community to suport this amount of business, 

with the result that the ultimate use of the 

property is always in doubt. The values thus 

created are · unreal. The development a pro­ 

posed anticipates that most of the adjacent prop­ 

erty will .be used for residential purposes. 

As in most cities, the Use District Map in­ 

dicates that much too large a percentage of the 

.city is zoned for industrial or commercial uses; 

the Height Map shows that entirely too much of 

the property can be built to a height that is 

altogether unnecessary; and the ·Area restric­ 

tions allow too much coverage, especially in the 

older and more built-up "sections of the city. The 

engineers in the Plan Commission and zoning 

offices realize that a great deal of the territory 

along this route, zoned for commercial · or 

industrial purposes, is actually built up with resi­ 

dences, and that ·the heights allowed in the zon ..:. 

ing law far exceed. the height of the actual 

buildings. · . 

To realize full benefit from the development, 

establishment of the route must be followed by 

revision of the, existing zoning so as to insure 

permanent residential use of most of the prop­ 

erty. Of course, the established business district 

should remain and a small commercial 'area should 
be established in case of absolute necessity. ·· 

In planning this project: great care has been 

taken to tie together the two residential areas to 

the north and south. Construction of enough 

vehicular "and pedestrian bridges achieves-this result. 

Experience in the design, construction, 

maintenance and of projects ·of this 
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kind indicates the need for an adequate number 
of . these crossings. we believe that a sufficient 
number has been shown on the plan. If at a later 
date experience indicates that other pedestrian 
bridges ·should be provide.cl, ·they . can be added 
without disrupting the plan. 

At least 2 5 percent of all of the incidental 

property acquired will be developed for park or 

recreation purposes. These incidental features are 

essential to the proper design of a modern city 

traffic artery of this kind. In addition to the 

promenades, recreation areas, sand boxes, com­ 

fort stations and other park features provided in 

the narrow park strips between the service roads 

and the express artery, we have planned active 

recreation areas at various points. 

At the east end of the project in Herring Run 

Park, we recommend that a portion 9f the area 

be filled in and developed for active recreation. 

This is the largest single recreation development 

recommended. Filling operations can be taken 

care of as a part of the highway contract, using 

surplus excavation. 

Further west, the project eliminates an athletic 

field at Orleans Street and Ellwood Avenue. As 

a substitute for this, we recommend the· acquisi­ 

tion of a portion of the property of the Balti­ 

more Brick Company located at Edison Highway 

and ·Madison Street, and its transformation into 

an active recreation area. 

The school now located at Franklin Street and 

Arlington Avenue is in the path of the project 
 

FRANKLiN  EXPRESSWAY  BELOW WASHINGTON  MONUMENT AT CHARLES STREET WOULD BE FULLY 

DEPRESSED UNDER A LANDSCAPED 
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and will have to be rebuilt. We recommend that 

this be done on the plot to the south of the pres­ 

ent site.  Substitute measures, like constructing a 

tunnel under the school for the expressway lanes 

or moving the existing building, were studied but 

we finally concluded that reconstruction of the 

existing building was the only practical 

solution. The Franklin Expressway can be so 

designed as to provide a much needed play ­ 

ground directly opposite this new school site. 

Harlem Park, located at Edmondson Avenue 

and Gilmor Street is large enough but it should 

be rebuilt, and we recommend the acquisition of 

the adjacent block bounded by Edmondson 

Avenue, Stricker, Franklin and Gilmor Streets as 

an active recreation area. This will connect the 

Harlem Par k project with the expressway, and 

will provide play fields which are badly needed 

in this congested section of the city. This is in 

accordance with the principle that in con - 

structing major arterial improvements involving 

traffic hazards, the safety of children should be 

provided for by establishing adjacent play facili­ 

ties for their use. 

At the west end of the project adjacent to the 

railroad near Saratoga Street, the expressway 

elimina tes an existing recreation area. It will be 

possible to replace and enlarge this development 

on excess property required for the expressway at 

Bentalou and Saratoga Streets. 

Our experience in other communities indi­ 

cates that more genuine slum clearance is 

accomplished through the construction of 

parks, park­ ways and other artery 

improvements than by straight housing 

developments. The Franklin Expressway 

construction will actually clean out a large 

number of u n i t s  that are unfit for use and 

many others that are substandard. It will, of 

course, require the elimination of some good 

buildings, but this is inevitable. It is a long step 

toward "destroying s lum houses" as recom­ 

mended by the chairman of  the  Housing 

Authority of Baltimore City in his general 
statement of January 1944. An inspection of 

the route on foot making all necessary 

detours through the alleys will be sufficient 

for fair-minded people of the need for cleaning 

up these slum areas. It will a l s o  

s u b s t a n t i a t e  s t a t i s t i c s  o f  t h e  H ousing Au 

thority's low rent housing 

survey and statements made in subsequent reports. 

The most expensive property along this route, 

exclusive of the business district, is in the 

congested section between Fulton Avenue and 

Washington Street. Many of Baltimore's 42,000 

substandard houses reported by the Housing 

Authority are within these limits, and the 

expressway cuts through some of the worst of them. 

The rehousing of the 19,00 0 people displaced 

by the expressway will not be a simple matter, 

but with proper coordination it can be accom­ 

plished without too much inconvenience. Ob­ 

viously, many of the present tenants will have to 

be rehoused in subsidized public projects. Tem­ 

porary war housing could be used to house others 

for some time. Others could be accommodated 

in vacancies throughout the city. The State 

Director of the FHA has indicated that many 

private builders are interested in building inex­ 

pensive private homes on land now vacant, as 

soon as priorities in materials will permit them to 

start construction. These homes will undoubt­ 

edly accommodate many of those who must be 

moved from the right-of -way of the expressway. 

It is safe to assume that a t least 5 0 percent of 

those who are moved will be able to pay rentals 

high enough to support property without sub­ 

sidy, or to purchase their homes from these 

builders on the FHA plan. If a workable rede­ 

velopment company's law is enacted as a result 

of the referendum which will be voted on in 

November, this may provide an opportunity for 

improving some of the slum areas. 

There are some balances left in the Federal 

Housing appropriation. These are not large, but 

they will be useful in getting needed subsidized 

projects started after the war. We believe that 

other funds will be appropriated for the same 

purpose. One site which we strongly urge for 

this type of housing is located in the vicinity of 

Pine Street on both sides of the expressway. Poe 

Houses have started the clean-up of the area but 

more extensive developments are needed. We 

are advised that executives of the Housing 

Authority have alread y considered the area and 

agree with this point of view.  

The site mentioned above was studied to 

determine the f eas ib i l i t y  o f  de ve lop i ng  an  

FH A p roject in this are.a. We were told that delop- 
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THE FRANKLIN EXPRESSWAY RIGHT-OF-WAY 

 

ers could afford to consider such a project only if 

a large area were involved. The cost of bare land 

on improved streets would have to be not more 

than twenty-five to thirty dollars per front foot. 

It is not difficult to find the large areas and they 

could be acquired as excess condemnation in con­ 

nection with the expressway. Getting the price 

down to the required figure is the problem. The 
difference in cost of land would have to be ab- 
• 

sorbed by the city. In this case it would have run 

to between fifty and seventy-five dollars per 

front foot, which we believe is more than the 

city should be asked to bear. 

The only way a private developer could ab­ 

sorb the excessive land costs for the property 

would be to erect very high buildings and cover 

a high percentage of the ground. We do not 

recommend this type of development for this 

section of the city of Baltimore. We believe that 

housing projects in this area should continue to 

be built with low buildings covering a small per­ 

centage of the site. 

The marginal improvements which we con­ 

sider essential to a genuine expressway are in­ 

cluded in the following summary of cost esti­ 

mates for the Franklin Expressway: 

PLANS ( From 1944 Referendum ) . . . $ 750,00'0 

SECTION 1-From Southwesterly City Line 
to Orleans Viaduct: 

WOULD RAZE AI:.LEYS LIKE THIS LAND ( From 1944 Referendum ) .  .  . 
CONSTRUCTION ( From Federal & State 

Funds ) .  .  .  .  .  .  . · .  .  .  . 

 
SECTION 2-From Orleans Viaduct to East­ 

erly City Line : 

9,150,000 
 

9,320,000 

 

LAND ( From 1946 Referendum ) .  .  . 9,950,000 
CONSTRUCTION ( From Federal & State  

Funds ) .  .  .  . 11,190,000 

TOTAL $40,360,000 
 

Development of contract plans will undoubt ­ 

edly show the need for minor variations from the 

designs which are shown on maps and sketches 

in this report, but we believe that the outline of 

the plan for the Franklin Expressway which we 

recommend is sufficiently precise to determine 

upon the route now and fix the general character 

and scope of the improvement. The following 

estimate of cost is based on 1939-1940 prices for 
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construction and present assessed valuations for 

real estate plus 2 5 %: 
 

Description Amount 

 

three-year period  ranges  from  a  total  of 

$2,700,000,000 to $4,000,000,000 for the three­ 

year period. As to the distribution formula, all bills  

favor  greatly increased  aid  for highway 

PLANS (Sections 1 and 2 ) . _ 

SECTION 1 

Construction Cost : 

_ .  .  $ 750,000 construction in cities. 

Taking a commonsense view of what the out­ 

come of the present debates in Congress will be, 
Demolition .  .  .  _ .  .  .  . .  .  $ 
Grading and Drainage . . . . . . Paving, 
Expressway and Service Roads 
Viaducts .  .  _   .  . 
Bridge Struaures .  .  .  .  . Retaining 
Structures .  .  .  . Alterations and 
addition co existing 

Utilities and Structures  .  .  .  . 
Lighting .  .  .  .  .  .  .  .  .  . Street 
work and maintenance and pro­ 

tection of traffic .  .  .  .  . 

400,000 
1,2 10,000 
1,110,000 
1,075,000 
2,910,000 

655,000 
 

595,000 
375,000 

 

400,000 

and recognizing the fact that all the bills favor 

increased aid for cities, we assume that Maryland 

will receive about $ 5,000,000 of federal funds per  

year, which, matched  by the state, totals 

$ 10,000,000. Based on population, arterial mile­ 

age, urban area mileage, automobile registration, 

volume of traffic and related road factors in 

Maryland, we are convinced that about 40 per ­ 
Landscaping and Recreation Areas 

Total 
Land Acquisition: 

 
 590,00
0 

s 9,320,000 

cent of the state's $10,000,000 total, or 

$4,000,000, should be spent in each year of the 

Assessed Valuation . 
25 % of Assessed 

Valuation .  . 
 

 

SECTION 2 

Construction Cost: 
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$7,320,000 
 

1,830,000 9,150,000 

TOTAL $ 18,470,000 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

s 750,000 

next five in Baltimore for arterial construction. 

This is consistent with any theory of equitable 

distribution, bearing in mind that one of the 

principal intents of Congress is to help break 

highway bottlenecks in cities. A number of 

large cities, including New York, are preparing 

plans for postwar arterial programs based on the 

same anticipated federal contributions as we as­ 

sume for Baltimore. 

It is reasonable to assume that considerable fed­ 

eral highway aid will continue beyond the three­ 

year period contemplated. In support of this 

argument  is first, the fact that  the original 

$3,000,000,000 bill on which comprehensive 

hearings were held in Congress was reduced be­ 

cause it was felt that it would take more than three 

years to spend so large a sum; second, the 

principle favored by Congress is one under which 

the annual expenditures for highway purposes 

would equal taxes collected by the federal gov­ 

ernment from gasoline and motor vehicles so that 

the practical eff ect will be that those who use the 

roads will pay for constructing them. On these valid 

assumptions, the City of Balti­ 

Several postwar federal-aid highway bills are 

before Congress. They provide funds ranging from 

$1,3 5 0,000,000 of federal contribution for a 

three-year period to $ 3,000,000,000. The 

matching basis proposed narrows down to 5 0 per­ 

cent federal- 5 0 percent state, although a num­ ber 

of variations are under consideration. The 

combined  federal  and  state  program  for  the 

more  can reasonably  ask that  approximat ly 

$4,000,00 0 per year be spent on its arterial sys­ 

tem from federal and state funds over a five-year 

period. Under this plan a total of $20,000,000 will 

be available which with the addition of small 

unspent  federal  balances  will  provide  the 

$20,510,000 required for the construction of the 

Franklin Expressway. 

Demolition  .  .  .  .  .  . $ 475,000 
Grading and Drainage .  . 1,385,000 
Paving, Expressway and Service Roads 925,000 
Viaducts .  .  .  .  .  .  . 2,200,000 
Bridge Structures .  .  .  _ .  .  .  . 2,775,000 
Retaining Structures .  .  .  .  .  .  . 830,000 
Alterations and additions co existing  

Utilities and Structures  .  .  .  . 280,000 
Lighting .  .  .  .  .  .  .  .  .  . Street 
work and maintenance and pro­ 

290,000 

tection of traffic .  .  . .  . 1,150,000 
Landscaping and Recreation Areas . 880,000 

Total .  .  .  . $11,190,000 
and Acquisition: 

Assessed Valuation . 
+ 25 % of Assessed 

$7,960,000  

Valuation 1,990,000 9,950,000 

 TOTAL $2 1,140,000 

PLANS 
SECTION 1 18,470,000 

 

SECTION 2 21,140,000  
TOTAL $40,360,000  

 



 

CHART A: 'TIME SCHEDULE 

 
 

 
CHART B: DISTRIBUTION OF FUNDS 

 

 

There is every . indication that there will be 

funds available to pay for the project we recom­ 

mend, if state and  federal  funds are supplemented 

by local financing resulting from the pending 

referendum this year and another referendum 

two years from now. 

In addition to the work of our own staffs, we 

were assisted by the special consultants listed at 

the beginning of this report. These engineering 

officials were borrowed on leaves of absence from 

their regular jobs and their experience and judg­ 

ment was of invaluable aid. Local official sources 

in Baltimore and public and semi-public bodies 

supplied much of the data on which our work 

was based and all whom we asked for ·help gave 

generously of their time and advice. 
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Maps – expressway plans 
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