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We agreed to diagnose the plans for expressways and transit facilities of Detroit and submit a transportation program with the understanding that the interested city departments concerned and the Department of Street Rail​ways would furnish available facts required for our study, and that where these facts did not exist, they would be gathered as we requested. All agencies of the city have cooperated fully in providing this basic data from their files and in digging up other information. The Board of Wayne County Road Commissioners and the Michigan State Highway Department also have coop​erated generously. The Huron Clinton Metropolitan Authority supplied val​uable data. We have received advice from the Federal Public Roads Admin​istration. Our conclusions would have been impossible without such whole​hearted help.

De Leuw, Cather & Company, consulting engineers for the transit phase of the study, and Ladislas Segoe, consultant for the city-planning aspects, became associated with us on this project. Harry Taylor was an engineering consultant. Corner, Bell, Russell & McNulty and Hawkins, Delaflield & Long​fellow of New York were legal counsels.

JOINT EXPRESSWAY AND TRANSIT PROGRAM

The program was split up into two parts; De Leuw, Cather and Company (with William R. McConochie as project manager) were to make an inde​pendent plan for public transportation, while our own office was to develop a system of expressway routes for mixed vehicular traffic. Ladistas Segoe aided in both of these phases.

From this division of the work there emerged two separate systems of transportation. One was for motor vehicles which were to travel as mixed traffic on paved roads within limited access rights-of-way. The other pro​vided for the operation of trains, cars or buses on rapid transit trunk lines connected with a network of local bus routes on public thoroughfares or on independent rights-of-way. We determined the shapes and characteristics of each of these two separate types of traffic carriers, and then superimposed one plan upon the other to determine what economies and improvements could be effected by a joint program for the double-barreled system.

We reshaped and adjusted several of the expressway routes and rapid tran​sit trunk lines and were able to combine the two programs to effect substan​tial economies. The city-planning consultant, the mass transportation con​sultant and our own office held to the basic principles where there could be no compromise, but revised the original designs in a number of instances to make possible the scheduling and construction of the combined system for all types of transportation within the City of Detroit.  The program we submit is recommended without reservation by all of us.

Built separately or at different times, Detroit could not afford both programs.  But built concurrently and closely coordinated in design, scheduling, financing, construction and operation, the costs can be met.  Part of the money is already in sight and the inevitable year-by-year replacement of obsolete equipment would account for a substantial part off the expenses.  Certain features of the plans never could be accomplished unless undertaken as a joint venture as soon as war material is released for peacetime construction.

The expressway and transit program for Detroit is shown on the large map in the center of this report.  It can be built in stages, each useful as completed.  While we have looked as far into the future as we can realistically, we have limited our recommendations to those specific routes  which can and should be built within twelve years.

EXPRESSWAYS


Expressways should provide three lanes of pavement for mixed traffic in each direction, with all intersecting streets bridged or connected with flanking service roads.  The separated express roadways should be depressed where possible with gentle slopes between the service roads and the central pave​ment landscaped to include promenades, walks and bicycle paths. Rights-of-way should be adequate for these facilities. Playgrounds, ranging in size from recreation areas for small children to athletic fields for boys and girls, and neighborhood parks for older people should be included as marginal im​provements.

There is immediate need for an expressway running from Southfield Road in the northwest section into the heart of the business district to relieve the present congestion on Grand River. This expressway should follow Grand River from Southfield to Wyoming, then bend south around the eastern edge of the industrial district into Michigan (which would be widened to include the expressway) and then proceed to Vernor which also would be widened to a junction with the John C. Lodge Expressway.

The John C. Lodge Expressway should be laid down on the route already planned by the Wayne County Road Commission, from Grand Boulevard south to Jefferson.

The Hastings Expressway should be constructed from Jefferson to the Six-Mile Road, generally skirting the west edge of the industrial district it would parallel.

The short but vital section of Vernor between Lodge and Hastings and extending east to a connection with Gratiot should be built to form one of the first-needed three sides of a downtown traffic quadrangle.

The Crosstown should follow the route projected by the State Highway Department from the west city line at Michigan across the city beyond Gratiot.

An expressway spur should be built along Connor for a mile south from the Crosstown to Warren.

An expressway connection should be made from the Crosstown to Mound, where it now deadends.

FINANCING OF EXPRESSWAY PROGRAM

Designed to meet federal requirements for interregional expressways with provision for adequate rights-of-way and incidental improvements, this pro​gram is estimated to cost $131,400,000, exclusive of the cost of rapid transit features. In our opinion, the seven projects would be eligible for aid under the new federal highway law. Under this program the State of Michigan is entitled to $16,638,000 per year. The City of Detroit is entitled to $4,831,000 of this amount of federal aid per year under the intent and letter of the fed​eral highway act. The present agreement between the state, county and city authorities to supplement federal aid for expressways provides for almost exactly the annual participation needed; the state to contribute $3,000,000 and the county and city $1,500,000 each. Federal aid, the State’s share and an amount equal to the States share contributed by Wayne County and the City of Detroit (each paying one-half of the State amount) adds up to almost $11,000,000 to be available each year for the first three years of postwar con​struction. On the assumption that the highway program would continue be​yond the present three-year authorization period at the same pace (which we believe is a reasonable expectation), funds would be available from the fol​lowing sources to pay for the whole program: federal 44%, state 28%, county 14% and city 14% . In any event, yearly quotas of funds are in sight at a rate to complete enough of the program to be useful.

TRANSIT SYSTEM

The transit system is planned for a city-wide network of bus routes to be connected with strong trunk lines.

It calls for modernization of equipment and rearrangement of the local motor bus routes on the city streets coordinated with trunkline operation of trains within the central mall of some sections of the expressways, two mod​em surface trunk car lines, four electric trolley bus lines and two express bus routes on the expressways.

Trains should be operated in the central mall of the Crosstown Express​way for its entire length, with a west extension on an independent right-of-way to the River Rouge plant and a south extension at the east end to Jefferson. Modern street cars would travel clown the central mall of the Grand River Expressway from Southfield to West Chicago, where they would swing into Grand River and proceed on the street surface into the downtown section. Street cars would be operated on Woodward; and electric trolley bus lines on the Fort, Michigan, Gratiot and Jefferson radial arteries. Express buses would run from the northeast on Gratiot and then by way of the Cross-town and Hastings Expressways to the downtown area, and from the north​west on Grand River and the Grand River Expressway also to downtown.

Where the street cars and electric buses reach the downtown area, they would dip below the surface, freeing the streets for vehicular and pedestrian traffic.

FINANCING OF TRANSIT SYSTEM

The costs of the proposed transit improvements would total $109,000,000.

Of this total the cost of $28,000,000 for cars and buses could be paid en​tirely by the issuance of equipment trust certificates, in effect paying for the equipment as it is used.

The local transit improvements, costing $4,600,000 could be financed by the Department of Street Railways. This type of work should be eligible for any federal subsidy that may be set up to relieve postwar unemployment. With 50% federal grant, the local share would be $2,300,000. If there is full employment in the Detroit area and federal employment subventions are unnecessary, the whole cost of such local improvements then could he borne by the city.

The rapid transit improvements, including the downtown underground terminals would cost $76,400,000 and could be financed under the provisions of the Home Rule Act and the Charter. The Rapid Transit Commission through a referendum could issue bonds in the amount of $38,200,000 (well within its legal limit of $56,000,000), matched by an equal federal grant in the event that such postwar grants are available for this purpose. If no such subsidies are available, the development of the rapid transit program could be extended over a longer period of time, with the powers of the Rapid Tran​sit Commission expanded to permit financing the whole project.

The crosstown rapid transit route would cost a total of $74,000,000 if built separately. By coordinating and scheduling its construction with the built separately. By coordinating and scheduling its construction with the Crosstown Expressway, it would cost $35,800,000, less than one-half as much. Comparable savings would be made on the $12,500,000 expressway section of Grand River because of its dual use. The use of Grand River Expressway and parts of the Hastings and Crosstown Expressways for trunkline bus oper​ation would relieve the city of possible further expense in building other in​dependent rapid transit routes which would be needed if these dual-use expressways were not provided.

The modernization of the transit system in Detroit would result in savings in operating costs amounting to more than enough to finance the city’s share of the program, which would require $40,500,000 from bond issues and also $28,000,000 by issuing equipment trust certificates.

The program would require the coordination of the powers and responsi​bilities of the Department of Street Railways and the Rapid Transit Com​mission under one authority or with overlapping direction.
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POPULATION STATISTICS

Population changes have to be considered for a reasonable time into the future. We have accepted the predictions of population by the City Plan Commission into 1970, as far ahead as we believe changes would influence our recommendations.

Basic population estimates must take into consideration changes in the whole metropolitan area as well as in the central city. This is particularly important in Detroit where the population of the surrounding areas has in​creased more rapidly than the central city. The population estimates we used were made for the City of Detroit, the Tri-County area comprising Wayne, Oakland and Macomb Counties and the metropolitan area which includes the City of Detroit and the surrounding urban area as defined by the Detroit City Plan Commission.

Since 1900 the population of the Tri-County area has increased from 426,000 to an estimated 2,850,000 persons today. Most of this growth oc​curred from 1910 to 1930, coincident with the rapid development of the automobile industry in the Detroit area. During the 1930’s, however, there was a marked slackening in the rate of population growth. The Tri-County area’s population increased only 200,000 from 1930 to 1940, as compared with a gain of 872,000 in the previous decade. This reduced rate of growth was primarily due to the reduction of employment in the Detroit area during this period. With the expansion of employment since the outbreak of the war, the Tri-County area’s population increased almost 475,000: from 2,377,000 in 1940 to 2,850,000 in 1944. Comparable data on population growth in the metropolitan area and City of Detroit is shown on the accom​panying table.

Population growth: Tri-County area, Metropolitan Area and City of De​troit, 1900-1944 and estimates for 1970.



TRI-COUNTY

METROPOLITAN
DETROIT

1900
 426,829
 

310,000
 

289,704

1910
 613,773
 

923,636


 465,766

1920
1,305,798

1,186,029

 993,678

1930
2,177,343

1,989,958

1,568,662

1940
2,377,329

2,145,122

1,623,452

1944
2,850,000

2,550,000

1,875,000

1970
2,700,000—3,000,000
2,4 50,000—2,650,000
1,750,000—1,850,000

In determining the future growth of population, the volume of employ​ment in the area will be the chief basic factor. During the past four decades every major population gain was directly traceable to an increase in employ​ment and losses in population followed reduction in economic activity.

The staff of the Detroit City Plan Commission estimates that future em​ployment in the Tri-County area is likely to range between 1,000,000 and 1,200,000. On the basis of past and probable future relationships between employment and population, the population of the Tri-County area is likely to fall between 2,700,000 and 3,000,000 by 1970. On a comparable basis, the population of the metropolitan area is likely to range between 2,450,000 and 2,650,000.

