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I dedicate this book
to the Memory of my dear friend

Senator Robert Hugues I .e- Roux

who, as a member of the editorial staff
of the Matin, was selected to aid me in
starting a campaign in 1909 for better
traffic regulation in Paris. From that
time until his death in 1925, he never
lost interest and was of the greatest
assistance in the work
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THE ENO FOUNDATION

On April 28, 1921, the Eno Foundation for Highway Traffic Regulation
was incorporated under the laws of the State of Connecticut to carry on the
work of the founder for Traffic Regulation during his life time and to per-
petuate it after his death. It is an eleemosynary institution with sufficient
powers for adjustment to suit such changed conditions as may arise in the
future in order to maintain and develop its usefulness.

At the death of the founder the Foundation will come into the full enjoy-
ment of a fund of approximately $250,000, the principal of which has already
been put in its absolute possession. It is, however, the founder’s intention
as expressed in his present will to endow it very much more liberally. It may
continue after his death as an independent institution or as an integral part
of a university as he or his trustees may decide.

The Foundation is governed by a board of twenty-one directors, seven of
whom are appointed to control its finances. The other fourteen control its
practical and technical activities. Those now in charge of the finances are:
Philip G. Bartlett, of New York, President of the Foundation and senior mem-
ber of the law firm of Simpson, Thacher & Bartlett, David Jay Ely, of New
York, Treasurer of the Foundation and with the firm of Simpson, Thacher &
Bartlett, Clarence H. Kelsey, President of the Title Guarantee & Trust Com-
pany of New York, Reeve Schley, Vice-President of the Chase National Bank
of New York, Henry Barstow Platt, of New York, Alfred Hawes of Westport,
Conn., and H. H. Sprague, of New York.

The other directors are Major Charles A. Benton, of New York, Professor
Arthur H. Blanchard of the University of Michigan, Roy D. Chapin, of Detroit,
Dean H. J. Hughes, of Harvard University, Dr. James W. Inches, formerly
Police Commissioner of Detroit, Mr. Stephen James, of the Highway Educa-
tion Board, Washington, Dean A. N. Johnson, of the University of Maryland,
Miss Sophie Irene Loeb, of New York, Mr. T. T. McCrosky, of Yale University,
Mr. Thomas H. MacDonald, Director of the Bureau of Public Roads, Wash-
ington, Mr. Lew R. Palmer, of the Equitable Life Assurance Society, Professor
C. J. Tilden, of Yale University, Professor W. M. Daniels, of Yale University,
and Williams Phelps Eno, of Washington, D. C., who is chairman of the Board
of Directors and aets in both financial and technical capacities.
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A Few Hints Which Should be Useful to Those Who Are Trying to Save
Lives, Time and Money by Improved Traffic Regulation!

Standardize the General Highway Traffic Regulations!

Make special highway traffic regulations as uniform as possible!

The General Regulations must be clear or they will not be understood,
reasonable or they will not be obeyed, short or they will not be read and if
they are not read, how can they be anything but useless?

The Council of National Defense Code, originally the official police code
of New York, has all these qualifications, and has been in operation since
October 30, 1903. It has been successful wherever used to a degree never at-
tained when departed from in prineiple!

Don’t try to regulate too much or you will complicate instead of regulate!

Don’t refuse to profit by the past experience of others!

Adopt tried methods first and improve on them afterwards if you can!

The secret of successful and economical traffic regulation is found only in
the education of the people to be regulated in the regulations they are expected
to follow !

Use simple, inexpensive methods first! The money now wasted on such
complicated machinery as is required for synchronized traffic signal lights ecan
be used to materially reduce traffic accidents—try it, and take more time to find
out the truth about synchronized traffic lights which are being sold like gold
bricks to the inexperienced.



INTRODUCTION

This is my fourth book on highway traffic regulation. The first was
entitled ‘‘Street Traffic Regulation,”” published in 1909; the second was en-
titled ‘‘Le Probléme de la Circulation,’”’ published in Paris in 1912; the third
was entitled “‘The Science of Highway Traffic Regulation,’’ published in 1920.

I would not publish this book quite so soon were it not for the fact that
there are several things being done in traffic which are bad and to which the
attention of the public and of the officials should be directed at once before
they go further. The first and worst is the attempt to synchronize the block
system. Others are the elimination of the left hand turn where unnecessary;
too many streets chosen for ome-way traffic; through traffic streets in ecities
which are on the same grade as other streets; wrong methods of using paint
lines, especially at crosswalks, ete.

Students of traffic are only just now beginning to realize the harm which
the synchronized block system is doing because it not only delays traffic and
wastes street traffic capacity but because it increases danger instead of safety.

This book is essentially for students of traffic, although it is hoped that it
will be interesting to laymen who take an interest in the subject. It is by
no means a complete discussion, but is strictly confined to the fundamentals
of HIGHWAY TRAFFIC REGULATION. Tt is written after twenty-five years
of intensive application and practical experience preceded by many years of
study of the subject here and abroad.

I had intended to include in this book other things besides the absolute
fundamentals for the regulation of traffic, but have decided to leave them for
a larger book to be prepared later. The things omitted include the Manage-
ment of Vehicles at Theaters, A Discussion of Refuges as used in Paris and
especially of those in London (the working drawings of which have been
kindly sent me by Sir Henry Maybury, Minister of Transport), a revision of a
paper read before the Harvard Engineering Society on March 8, 1923, entitled
““The Traffic Problem of New York City,”” a history of the development of
traffic regulation in the United States from 1899 to the present time, A
Method for Snow Removal for Cities, Trimming of Trees on City Streets and
Country Highways, Lighting of Roadways, Traffic Police Signals, Training of
Traffic Police, Traffic Police Equipment to Reduce their Danger and Increase

their Comfort, ete., ete.
WM. P. ENO.
March 3, 1926.
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SYNCHRONIZED BLOCK SYSTEM
In connection with this subject read first the last five para-
graphs of Dwision F of Part II, pp. 41-42; all of Chapter 2
of Part III on the Block System, pp. 48 to 52 inc.; and Chap-
ter 3 of Part I11 on Rotary Trafic, pp. 53 to 73 inc. Also see
A Few Hints, etc., on p. iv, and Introduction to this book, p. v.
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Copies of this book can be had from the Eno
Foundation for Highway Traffie Regulation, Ine.
(directly or through your book seller); address,
1771 N Street, Washington, D. C., during the
months of December to April, inclusive, and Sau-
gatuck, Fairfield County, Connecticut, during the
months of May to November, inclusive. Price
per copy, $3.00. Special rates to universities,
schools, police departments and traffic committees

on application.

The plates for printing the Gemeral Highway
Traffic Regulations with Safety Rules for Pedes-
trians, with name of city inserted, can be obtained
from Byron 8. Adams, 512 11th Street, Washing-
ton, D. C., at a cost of $12.00 per set of six plates.
This same firm can also do the printing of them
if desired and also furnish placards of the Gen-
eral Regulations referred to in the book.



Fundamentals of Highway Traflic Regulation

PART 1
GENERAIL HIGHWAY TRAFFIC REGULATION

Law, Education, Enforcement

The A. B. C. of Trafhic

'DIVISION A
LAW

Suggested Standardized Enabling Ordinance Which it is Hoped Will be
Developed Later Into a Standardized State or a Federal Law

Much of our trouble in standardizing traffic regulation has come from
conflicting provisions set forth in a mass of all embracing city ordinances,
state laws and motor vehicle acts framed by insufficiently experienced officials
or committees. Traffic can not be controlled effectively by a fixed set of elab-
orate rules, for as knowledge aequired through application increases, an im-
provement may suggest itself that may be directly contrary to some already
existing legal provision. Then comes the tedious task of amendment and the
temptation to tinker.

It seems, therefore, the part of wisdom for cities and towns to adopt an
enabling ordinance allowing flexibility in dealing with conditions that are not
fundamental, but which clearly defines those long experience has demonstrated
are basie.

The proposed enabling ordinance does not go into unnecessary detail nor
is it intended to replace any existing motor vehicle act; rather it is set forth as
a foundation for standardization and should be an integral part of any revised
or future motor vehicle act.

While this suggested legal instrument is framed in the form of an ordin-

i
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ance and should be enacted as such by each city or town trying to improve
its traffic conditions, it would be better later to put it in the form of a state
law, or best of all in the form of a federal law. Such a law passed by the
Federal Government would practically automatically become operative
throughout the whole country. I refer you to the following letter from
Charles Thaddeus Terry, deceased, formerly counsel for the A. A. A. and for
the N. A. C. C.:

February 19, 1920.

My dear Mr. Eno: I have yours of the 18th inst. and hasten to
reply to your inquiry. The statement which you make and
which you propose to put in your book, The Science of Highway
Traffic Regulation, published 1920, is correct and sound for the reason
that the United States Government has superior jurisdiction over
post-roads. Furthermore, a Federal Highway Traffic Aect, such as
you mention, would doubtless be so drawn, at least it could be so
drawn as not to interfere with any police powers of any of the states,
even though the roads affected were not, strictly speaking, post-roads.

With cordial personal regards and best wishes, I remain,

Very faithfully yours,
Chas. Thaddeus Terry.

The proposed Enabling Ordinance is as follows:
An Ordinance' for the Regulation of Highway Traffic in the City? of

Be it ordained by the city of ............ ... .t
—That when used in this ordinance:

(a) The term ‘‘mayor’’ means the Mayor of the city of.............. ;
(b) The term ‘“GENERAL TRAFFIC REGULATIONS’’ means the C.N.D.
(Council of National Defense) Code which is now officially designated as ‘‘The
General Highway Traffic Regulations for Vehicles with Safety Rules for Pedes-
trians,”” and which was adopted for standardization as a police code by the

1 Some cities already have ordinances or provisions of their charters sufficient to em-
power their mayors or police heads to regulate traffic. New York has been doing this since
Oct. 30, 1903. However, an enabling ordinance such as here given would be far more
satisfactory.

2 Certain changes in terminology are necessary for some municipalities to adapt the
ordinance to meet local conditions; sueh as the substitution of ‘‘town’’ or ‘‘village’’
or ‘‘borough’’ for ‘‘city’’ and of ‘‘village president’’ or ‘‘burgess’’ for ‘‘mayor’’. In
commission-manager cities, it may be deemed advisable to give to the city manager, rather
than to the mayor, the chief responsibility for traffic control. In all municipalities care
should be taken that the enabling ordinance does not conflict with state laws. The writer,
however, knows of no state law with which it does conflict.

3 These general regulations, as revised to January 1, 1926, are printed in Division B of
this chapter.
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Council of National Defense, May 8, 1919, and has been revised to January
1, 1926:

(¢) The term ‘‘special traffic regulations’” means those regulations which,
in addition to the general regulations, are intended to facilitate and expedite
the safe movement of vehicles and pedestrians on the highways by the use of
traffic o cers and traffic guides;

(d) The term ‘‘traffic guides’ means signs, limit or dividing lines, stan-
dards, ‘‘mushrooms’’ or ‘‘turtle-backs,’”’” ‘‘dummy cops,’’ traffic ‘‘beacons’’
and ‘‘lighthouses,”’ semaphores, ‘‘crowsnests,’’ traffic regulation lights,® re-
flecting signals, sirens and such other devices as may be of assistance in the
regulation of vehicular or pedestrian traffic.

Seetion 1.—That the Mayor, acting through the Police Department, of the
Ity Of o voe i e is authorized and directed to adopt
and enforce the GENERAL? TRAFFIC REGULATIONS (with duly authorized
revisions from time to time) and to cause them to be printed in a six-page?

1 Care should be exercised against the installation of lights to regulate traffic by the
block system extending over more than one intersection at a time. New York’s experi-
ments and more lately, those of other cities, in this direction are a sufficient argument for
delay on adoption.

2 On account of the confusion in the minds of the public arising over the terms ¢‘GEN-
ERAL HIGHWAY TRAFFIC REGULATIONS’’ and ‘¢ Special Highway Trafic Regulations,’’
throughout the text of this ordinance, to emphasize the difference, the former has been put in
CAPS and the latter in italics.

3 Heretofore, the General Regulations (except those for Paris which are in an eight-
page folder designed to fit their little license books) have been contained in four pages.
They are now designed for six pages in order te use larger type.

Page 1 is devoted to Definitions.

Pages 2, 3 and 4 are devoted to Regulations for Vehicles—the time honored Rules of
the Road revised.

Page 5 is devoted to Restrictions in Regard to Vehicles and Control, Treatment and
Condition of Horses taken from different State Laws and City Ordinances and put in con-
cise form.

Page 6 is devoted to Safety Rules for Pedestrians.

In this Code the word ‘‘regulations’’ is applied to vehicles, the word ‘‘rules’’ to pedes-
trians. A regulation is a law to be obeyed—a rule is a method of procedure to be followed;
there is quite a difference in meaning and application. The word ‘‘rules’’ is adopted for
pedestrians because if we were to make regulations sufficiently strict for all times for pedes-
trians, they would very often be unreasonable. As an instance of this I give the following:
Suppose there was a regulation that pedestrians should cross only at crosswalks and a person
left his house to mail a letter at two o’clock in the morning at a lefter-box directly across the
street and that the crosswalk was at the corner 150 feet from his house. Would that person
go to the corner, cross the street at the crosswalk there, walk down to the letter-box, post the
letter, walk back to the corner, cross the street at the erosswalk and then return to his house?
If he did this, he would have walked in all 600 feet further than if he had gone directly across
the street. It will be readily seen that any such regulation would be ridieulous, but a rule
is different and can be reasonably applied in the case of pedestrians.

The Century Dictionary gives the following definition: Rule: A formula to which conduct
must be conformed; a minor law, eanon or regulation, especially a regulation which a person
wmposes upon himself.
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folder with pages 4 by 6 inches, on durable, bright yellow paper, and also on a
heavy yellow cardboard placard, setting forth all the provisions of the GEN-
ERAL TRAFFIC REGULATIONS (AND SHOULD CONTAIN NO OTHER
PRINTED MATTER).

Sec. 2—That the Mayor shall provide that each uniformed member of
the.................... police force shall, when going on duty, have in his
possession a sufficient number of copies of the GENERAL TRAFFIC REGU-
LATIONS, in folder form, to hand one of such copies to any person violating
any provision of the general traffic regulations, marking on such copy the
provision violated. ‘

See. 3.—That the Mayor shall make effective arrangements for furnishing
copies of the GENERAL TRAFFIC REGULATIONS to any person on appli-
cation to the Police Department and for furnishing copies of such regulations
to every pupil and teacher in the public schools of the cityof................

Sec. 4.—That the Mayor shall cause copies of the GENERAL TRAFFIC
REGULATIONS in placard form to be displayed at police headquarters, fire
stations, public schools and garages, gasoline stations, at other available publie
buildings, on standards on the highways, and in squares and parks, in such
manner as to inform the public, including pedestrians, of the provisions of the

regulations.’

See 5—That the Mayor shall order the School Board of the City of
.................... to make arrangements necessary to instruct the pupils
of the public schools in the provisions of the GENERAL TRAFFIC REGULA-
TIONS and for conducting such frequent examinations and drills as will
cause such pupils to become thoroughly familiar with the provisions thereof.

Sec. 6.—That the Mayor may in his discretion cause to be compiled,
printed and issued a small pamphlet on Traffic Information for the convenience
of Drivers and Pedestrians, setting forth the penalties provided for infraction
of GENERAL and Special Traffic Regulations, the state and local laws govern-
ing speed, lights, sound signals, and other equipment, special regulation as
regards ranking and parking of dead or of live vehicles and any other informa-
tion which may be useful in facilitating and safeguarding vehicular or pedes-
trian traffic.

Sec. 7.—That the Mayor shall cause to be issued to the members of the police
force the following general order:

1 For out of door placards the best way is to use metal frames mounted on standards with
glass on both sides—one side for the placards and the other for special traffic notices as re-
qu1red from time to time, as for instance, to eall attention to any section of the 1egu11tlonb
which is not being carefully observed or which needs explanation, ete.
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““You are hereby informed that it is the duty of every uniformed
member of the police forece to eorrect and instruct drivers and pedes-
trians in the traffic regulations and reprimand them for infractions
thereof ; and if an offense is committed with obvious intent to obstruct
traffic or to interfere with the rights or safety of others, to take the
driver’s name, number and address, the vehicle number, if it has one,
or in the case of a pedestrian, his name and address and such other
particulars as may be available for identification of persons or ve-
hicles, and report same to the Traffic Bureau or to police headquarters
for action. In case of a serious or intentional offense, the offender
should forthwith be arrested.”’

See. 8.—That the Mayor shall see to it that traffic policemen shall use a
uniform coede of signals at crossings, so as to avoid confusing drivers and
pedestrians, and may establish and maintain a traffic school for general and
special traffic education.

See. 9..—That the Mayor may, in his discretion, from time to time, send
one or more police officers to other cities to study traffic work in order to keep
abreast of all improvements.

Sec. 10.—That the Mayor is authorized to create a branch of the Police
Department to be known as the Traffic Bureau, which shall be in charge of a
special police officer with the rank of inspector who shall be known as the
Traffe Director of the eity of....... ... ... ... .. .. and who shall not be
under the orders of, or responsible to, any officer below the rank of Chief of
Police. All members of such Traffic Bureau, or other members of the police
force when detailed for traffic duty, shall be under the control and direction
of the Traffic Director. The Traffic Bureau shall have control, subject to the
approval of the Mayor, of enforcing traffic regulations for vehicles and teach-
ing of safety rules to pedestrians on the highways, and shall keep a record of
accidents for the purpose of fixing blame and ascertaining cause, with a view
to devising prevention.

Sec. 11.—That the Mayor may provide the Traffic Director or his assis-
tants when on duty, with motor cars or motoreycles in practical working order.

Sec. 12.—That the Mayor is authorized and directed to appoint a ecivil
engineer who has speeialized in highway traffic regulation and requirements,
to be known as the Traffic Engineer of the city of..........................
and who shall not be under the orders of, or responsible to, anyone except the
Mayor. Such Traffe Engineer shall have full power to decide upon all special
regulations and traffic systems, plans or guides and when or where they shall
be employed, including the planning, marking out and defining of crosswalks,
safety, prohibited, restricted and danger zones and the laying out of limit lines
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and such other matters as may properly come under his supervision. It shall
also be the duty of the Traffic Engineer to advise the Mayor as to what action
should, in his opinion, be taken in regard to such matters as needed altera-
tions in curb lines or car tracks, the removal of anything within or outside the
boundaries of a roadway which prevents the best use of the highway or which
seriously obstructs a view of traffic and any other matter which may affect the
regulation of traffic. _

See. 13.—That the Mayor shall forthwith and hereafter from time to time
cause to be prepared from the best information available an itemized estimate
of expenses necessary to furnish the eity of . ................... with effective
and up-to-date traffic regulation.

Sec. 14—That in case any provision of the GENERAL or any special police
regulations in regard to traffic is violated, the persons so violating or dis-
obeying said provision shall pay such fine or suffer such punishment as may be
prescribed at the time of such violation by the ordinances of the ecity of........
e ..or the laws of the state of . ...................

Sec. 15.—Any provision of any existing ordinance with conflicts with this
ordinance is hereby repealed. ’

1TIn See. 10, the Mayor is authorized to appoint a Traffic Director. In See. 12, the Mayor
is authorized to appoint a Traffic Engineer. The Traffic Director, a member of the municipal
police force, should have as his part, all police duties in regard to the handling of traffic while
the Traffic Engineer should have as his part all engineering problems for traffic to work out to
be put in operation by the Traffic Inspector, as well as the making of any special regulations.

Notice that the appointment ot the Trafiic Director is made by the mayor acting through
the Police Department. Therefore the said Director would be directly under the authority of
the Chief of Police who in turn is under the authority of the Mayor. The Traffic Engineer
however is a direct appointment by the Mayor and he is not under anyone’s orders but those
of the Mayor. If, therefore, any question of authority arises between the Police Department
and the Traffic Engineer, it is the duty of the Mayor to settle it.

‘Whether the actual marking of lines and the placing of other traffic guides shall be done
through the Police Department or through the office of the Traffic Engineer is a question for
the Mayor to decide, but of course the superintending of the marking of lines and the placing
of other traffiec guides should be done under the direction of the Traffic Engineer.

In addition to these two departments, every city which has not done so, should employ a
city planner with an appropriate forece to make a complete survey of the city so as to antici-
pate the traffic requirements of the future as well as those of zoning and other activities, not
only for traffic facilitation but for the beautification, health and welfare of the city. A traffic
survey, kept up to date, is a neecessity for every cily in order to avoid costly mistakes brought
about through carelessness or thoughtlessness and its personnel should be appointed im-
mediately and activities kept in operation permanently.
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DIVISION B

EDUCATION
The Council of National Defense Code of General Highway Traffic Regulations

General Highway Traffic Regulations are those which are ample for the
largest city and not superfluous for the smallest village. They are, in fact,
the ancient ‘‘Rules of the Road’’ developed for modern requirements. The
history of their development has been as follows:

Before 1903, there was practically no attempt made to regulate traffic any-
where, except in British cities, but even these had not, and London, at least,
still has not a set of printed general highway traffic regulations. In these
cities, however, traffic was well controlled, due to the fact that both drivers and
pedestrians for generations, had known and obeyed without question the time-
honored rules of the road and the police were well trained.

It was realized that we could not wait as England had, for the traditions
of generations to control traffic, so the only thing to do was to hasten the edu-
cation of the public by printed general regulations—short, concise and rea-
sonable—amply distributed in folder form and posted in placard form for
the information of pedestrians.

An active campaign in New York was begun in January, 1900, but it was
not until October 30, 1903, that the printed regulations were officially adopted
by the police department. The improvement in traffic conditions was imme-
diate.

The General Regulations were revised in 1908, 1909, 1910, 1914 and 1915,
and brought up to date in 1919 by the Highways Transport Committee of the
Council of National Defense. When the Council of National Defense ceased
to exist, these regulations were handed by legislation over to the United States
Department of Agriculture and lodged with the Bureau of Public Roads. Sub-
sequently they were referred to the Highway Education Board, a semi-official,
co-ordinating organization, on which the Bureau of Public Roads is repre-
sented by the Chief of the Bureau. At a National Conference on Eduecation
for Highway Engineering and Highway Transport called at Washington by
the Highway Education Board in October, 1922, a special committee on ques-
tions of teaching principles of highway traffic submitted the following recom-
mendations. These were approved and adopted by the Conference:

““The Committee believes that a study of the underlying prinei-
ples of the best practice in relation to traffic regulation and safety
is of fundamental importance. The Committee, therefore, recommends
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that the Highway Education Board ask The Eno Foundation for High-
way Traffic Regulation, Inc., to take up these problems as a continu-
ation of the work of the Council of National Defense for the investi-
gation, codification, publication and standardization of general high-
way traffic regulations; thus insuring continuity and permanency in
the study of these important problems.

Respectfully submitted,

H. J. Hughes, Chairman, Dean, School of Engineering, Harvard Uni-
versity ; '

John J. Tigert, United States Commissioner of Education;

Chas. J. Bennett, State Highway Commissioner of Connecticut;

George Diehl, President, American Automobile Association;

Stephen James, Highway Education Board, Washington, D. C.;

H. S. Jordan, National Automobile Chamber of Commerce;

William Phelps Eno, Chairman, Board of Directors, Eno Foundation
for Highway Traffic Regulation, Inec.;

Pyke Johnson, Secretary, Highways Committee, N. A. C. C.;

John C. Long, Educational Secretary, N. A. C. C.;

E. A. Baughman, Commissioner of Motor Vehicles, Baltimore, Md.;

Dr. James W. Inches, Commissioner of Police, Detroit, Mich.;

George M. Graham, Vice-President, Chandler Motor Car Co.;

William E. Metzger, President, Columbia Motor Car Co.;

L. V. Coleman, Director, Safety Institute of America;

W. H. Cameron, Executive Secretary, National Safety Counecil;

Dr. W. M. Marston, Professor of Psychology, American University ;

James Madden, North Jersey Auto Club;

Professor C. J. Tilden, Chairman, Division of Engineering, Yale Uni-
versity ;

Dean J. W. Votey, University of Vermont;

J. C. Mills, The Steffenguide Co., Columbus, Ohio;

C. B. Buck, Chief Engineer, Delaware State Highway Department.’’

The General Regulations are now under the following caption: ‘‘General
Highway Traffic Regulations for Vehicles with Safety Rules for Pedestrians,
adopted for standardization as a Police Code by the Council of National De-
fense, May 8, 1919, Revised to January 1, 1926.”’

No general highway traffic regulations have been issued in this country
or elsewhere which have not had the New York regulations as their ancestor,
but unfortunately, committees or police officials have been allowed to tinker
with them so that, with few exceptions, the regulations are in complicated
form, much too long, often unreasonable, and lacking in eclearness. The
General Highway Traffic Regulations for Vehicles with Safety Rules for Pedes-
trians as revised to January 1, 1926, should be standardized throughout the
country and protected against unauthorized local changes by provision for
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such periodical improvement as may be found necessary. This is the only way
by which uniform general traffic regulations can be obtained and maintained.

General highway traffic regulations, to be effective, must be short or they
will not be read, clear or they will not be understood, reasonable or they will
not be obeyed. Failure to make them short, clear and reasonable' has so often
made traffic regulation abortive that it is time to have them standardized and
beyond the meddling hands of ihexperienced officials and committees.

The General Highway Traffic Regulations for Vehicles with Safety Rules
for Pedestrians should be put into effect everywhere without immediate change
but with provision for the consideration of suggested improvements at meet-
ings to be called when necessity arises. The regulations as they stand, revised
to January 1, 1926, have been worked over by dozens of committees and hun-
dreds of individuals during more than twenty-five years and no hurried fur-
ther revision should be attempted as it would simply create delay and cause
confusion. The plan of getting advice and suggestions on them which was
successfully carried out by the Highways Transport Committee of the Coun-
cil of National Defense in 1918-9 should be again followed before meetings for
revision are called.

1 The length and complexity of regulations issued in many of our cities have tended to
retard the education of both drivers and pedestrians in the regulations which they are cxpected
to follow. Ome of our cities, and perhaps the one which should set the example, above all
others, has adopted a set of regulations which are printed in a pamphlet containing about
thirteen thousand words in small print. Surely only a very few people will read these and
even if most of them could be induced to do so they would not be able to understand them.
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EDUCATION IS THE KEY TO REGULATION

GENERAL HIGHWAY TRAFFIC REGULATIONS
FOR VEHICLES
WITH SAFETY RULES FOR PEDESTRIANS

ADOPTED FOR STANDARDIZATION AS A POLICE CODE BY THE COUNCIL OF
NATIONAL DEFENSE MAY 8, 1919, REVISED TO JANUARY 1, 1928

ISSUED BY THE

MAYOR OF SPACE LEFT FOR NAME OF CITY
DEFINITIONS.
HIGHWAY—any Street or Road used as a public thoroughfare.
ROADWAY—that part of a highway or park for the use of vehicles.

SIDEWALK—that part of a highway or park for the use of pedes-
trians.

CROSSWALK--that part of a roadway, marked or understood,
upon which pedestrians should cross.

SAFETY ZONE—that part of a roadway from which all vehicles
are excluded.

PROHIBITED ZONE—that part of a roadway from which pedes-
trians and all vehicles, except street cars, are excluded.

RESTRICTED ZONE—that part of a roadway on which pedes-
trinns are allowed but from which all vehicles except street
cars are excluded.

DANGER ZONE—any part of a roadway not a safety zone or a
cross walk.

TRAFFIC WHIRLPOOL—that part of a roadway bounded by
curbs and crosswalks where rotary traffic is in effect.

CURB—the edge of a roadway, marked or understood.

LIMIT LINES—boundaries of ranking or parking areas, safety,
prohibited, restricted, or danger Zzones, crosswalks, ete.

READ CAREFULLY

VEHICLE—any conveyance, including a horse. Hand or foot-
propelled conveyances and skaters are regarded as vehicles
when on a roadway but as pedestrians when on a sidewalk,
crosswalk, or safety zone.

STREET CAR—any public service vehicle confined to rails on
roadway.

LIVE VEHICLE—one whose driver is present, and prepared to
move vehicle.

DEAD VEHICLE—one whose driver is absent or unable to move
vehicle.

HORSE—any saddle or harness animal.
DRIVER—any person in control of a vehicle.
ONE-WAY TRAFFIC—traffic restricted to one direction.

TO RANK—to stand vehicles (one behind the other) parallel to
curb.

TO PARK—to stand vehicles (parallel to one another) at an angle
to curb.

e — S AFETY FIRST, LAST AND ALWAYS ——————

UNDERSTAND FULLY




| =—————————— THE POLICE ARE THE OFFICIAL REGULATORS

The following G al Regulati for vehicles (including street cars in
so far as their being on rails will permit) shall be observed by their drivers
who shall promptly ply with all police orders given by voice, hand

or whistle, semaphore or signal light, as to starting, stopping, slowing,
approaching or departing from any place, the manner of taking up or
setting down passengers and the loading or unloading of anything.

Vehicular or pedestrian traffic may be halted or diverted by the police
to avoid gestion or to pr te safety and convenience.

GENERAL HIGHWAY TRAFFIC REGULATIONS
FOR VEHICLES

ARTICLE I. RECKLESS DRIVING IS UNLAWFUL AND INCLUDES:

SECTION 1. Driving any vehicle when not legally qualified to do s0,
or when intoxicated, or when for any other reason not competent to
drive properly.

SEC. 2. Driving any vehicle when it is not under practical control,
ially at cr lhks and roadway intersections or junctions.

Sec. 8. Failing to exercise due care in crossing or entering the
traffic of another roadway—bearing in mind that it is obligatory not
to interrupt the traffic of the more important thoroughfare un-
necessarily.

SEc. 4. Exceeding a reasonable, considerate and safe speed -rate
under existing conditions or the speed rate established by law.

SEC. 5. Violating any of the following Regulations so as to cause
danger or failing to take every reasonable precaution for safety or to
obey any order of a traffic officer or any direction indicated by official
traffic sign, semaphore, signal light or limit line.

ART. Il. PASSING, TURNING, AND KEEPING NEAR CURB

SgcTION 1. A vehicle passing or being passed by another shall not
occupy more than its fair share of the roadway.

SEC. 2. A vehicle meeting another shall pass to the right,

SEC. 8. A vehicle overtaking another shall pass to the left, but must
not interfere with traffic from the opposite direction, nor pull over to the
right before entirely clear of the overtaken vehicle—but in overtaking a
sireet car, pass to the right, except in an emergency, pass to the left,
with due caution after observing traffic from opposite direction.

SEC. 4. A vehicle turning into a roadway to the right shall keep close
to the right-hand curb,

TURN SLOWLY AND CAREFULLY ™=memmmmasws CARE AT CROSSWALKS

THus: ) L

£

R

KEEP NEAR RIGHT-HAND CURD ™= SLOW AT INTERSECTIONS

EXTRA CARE ON SLIPPERY PAVEMENT =
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e ev— DRIVERS SHOULD AID IN REGULATION

SEC. 5. A vehicle turning into a roadway to the left shall pass
around the central point of intersection of the two roadways,

Twus: )L

T

R

except when directed by the traffic officer to pass in front of the
central point of intersection, or when its turning radius will not permit
its passing around the central point of intersection without baecking,
it may pass in front of it, provided it slows down or stops and signals

effectively,
s ) (. .
$--.x ]

\“r

Skc. 6. A slow moving vehicle shall keep as near as practicable to
the right hand curb—— the slower the speed the nearer the curb.

SIGNAL STOPS AND TURNS
1 GO SLOW AT CROSSINGS

SEc. 7. A vehicle loitering or cruising for fares shall proceed fast
enough not to impede following traffic.

SEC. 8. A vehicle on a roadway divided longitudinally by a park-
way, walk, sunkenway, viaduct, safety zone, or cab stand, shall keep to
the right of such division.

SEC. 9. A vehicle passing around a circle, oval or other form of
centralized obstruction, shall keep to the right of such obstruction.

SEC. 10. A vehicle shall give ample room to bicyclists and skaters
and pass them with care.

ART lil. RANKING, PARKING, STOPPING, FOLLOWING, BACKING
ALL VEHICLES

.SgctioN 1. A live or a dead vehicle may be ranked or parked
on any roadway and for any length of time, provided it does not inter-
fere with the rights of others, and subject to the following sections of
this Article, unless prohibited from so doing or limited as to time by
an official traffic sign or special regulation.

SEC. 2. A vehicle shall not be stopped on a crosswalk, nor within
an intersection, except in an emergency, nor left standing within ten
feet of a fire hydrant, nor with any part of its load extending beyond
limit lines.

Sgc. 3. If ranking stalls are marked, any vehicle occupying one of
them shall stop with the center of its front wheels on the front line
of the ranking stall.

Src. 4. If parking stalls are marked, any vehicle occupying one of
them ‘shall stop entirely within it.

_SEc. 5. A vehicle on a two-way traffic roadway shall stop at the
right hand curb only, but not at all if preventing other vehicles from
passing in both directions at the same time.

SEo., 6. A vehicle on a one-way traffic roadway may stop at either
surb, but not at all if preventing other vehicles from passing in one
irection.

SEC. 7. A four-wheeled, horse-drawn vehicle backed up to the curb
s}fmzl lil:gve its horses stand parallel to the curbh, faced with the direction
of traffic.

— RESPECT RIGHTS OF OTHERS
——— CONSIDER CONVENIENCE OF ALL

— DEAD VEHICLES MUST NOT OBSTRUCT TRAFFIC =emmemm—
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DEAD VEHICLES

SEC. 8. A dead vehicle shall not be left on a congested roadway
during erowded hours except on an indicated public ranking or park-
ing space, subject to local police traffic signs, nor shall it be left in
such a position as to prevent other ranked or parked vehicles from
moving away nor so as to obstruct moving traffic.

LIVE VEHICLES

SEC. 9. A vehicle stopped in front of an entrance to a building or
transportation station, unless it be expeditiously loading or unloading,
shall promptly give place to an arriving vehicle.

SEc. 10. A vehicle shall not follow another too closely for safety,
nor follow fire apparatus, going to a fire, closer than 500 feet.

SEC. 11. A street car shall not be stopped nearer to another street
car ahead than five (5) feet.

SEC. 12. A vehicle shall not back to make a turn or in any way 80
occupy a roadway as to obstruct traffic.

ART. IV. OVERTAKING STREET CARS.

A vehicle overtaking a street car, stopped or stopping to take up
or set down passengers, shall stop Or pass very slowly, carefully and
considerately, not approaching said car nearer than eight (8) feet
(the width of a street car).

ART. V. RIGHT OF WAY FOR CERTAIN VEHICLES,

SECTION 1. A vehicle shall give the right of way to any other
vehicle approaching from its right and to all vehicles of the police,
water and health departments, public service emergency repair vehicles
and ambulances approaching from any direction, but this shall not re-
lieve any approaching hi from con
(See Article I, Sections 2, 3 and 4.)

SEC. 2. A vehicle, on the approach of fire apparatus, shall move
out of its way or stop 50 as not to interfere with its passage.

SEC. 3. A vehicle in front of a street car, upon signal, shall imme-
diately get off the track.

q of car

ART. VI. SIGNALS.

SECTION 1. Drivers must signal by hand or by some other effective
method before starting, slowing, stopping or backing, and before
turning, especially to the left.

SEC. 2.Drivers when approaching or entering a curve, highway
intersection or junction or coming to the top of a hill, if roadway is
obscured, must use sound signal effectively and go slow.

Sec 3. Drivers when crossing a crosswalk must go slow, take
care, and signal when necessary to insure safety.

SEC. 4. Police whistle signals mean:
One Blast—that approaching traffic shall stop behind crosswalks.
Two Blasts-—that halted traffic shall proceed with due care for pedes-
trians.
Three or more Blasts —approach of fire apparatus or other danger.

. SEc. 5. Vehicles must be equipped with lights, mirrors and sound
signals as prescribed by law, but sound signals shail not be used except
for necessary traffic warning. A moderate speed will reduce need for
noisy signal ;.

GIVE SIGNALS CLEARLY AND IN TIME === ACCEPT RIGHT OF WAY

(

~————mtem= COOPERATION IS NECESSARY FOR RESULTS e

CARE — NOT NOISE— SPELLS SAFETY e ——

w=—BE SURE SIGNALS ARE UNDERSTOOD ™=mammmm NEVER ASSUME IT



OBSERVE RESTRICTIONS FULLY

AVOID DANGERS

p——— ABOVE ALL USE COMMON SENSE AND CARE s
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ART. VII. RESTRICTIONS IN REGARD TO VEHICLES.

SECTION 1. A vehicle shall not be used when it is so constructed,
enclosed, equipped or loaded as to be dangerous or noisy, to scatter
its contents, retard traffic, or prevent the driver from having a view
sufficient for safety; or when it is so loaded with iron or other material
as to create load noises while in transit, or when it is loaded with any
material extending beyond its rear without being provided with a red
flag by day and a red light at night on the rear end of the load.

SEC. 2. A vehicle unless confined to rails shall not tow more than
one other vehicle without authorization by law or official permit, and the
tow connection shall not be more than sixteen feet in length, and shall
have a white flag attached to its center.

SEC. 3. A dead vehicle shall not be left in such a condition as to
prevent its being moved out of the way in case of emergency, and if
motor propelled it shall have its motor stopped and effectively secured
against being started, its emergency brake set, and, if on a hill, its
front wheels turned in the direction of the curb.

SEc. 4. A vehicle intended for commercial purposes shall not be
driven by anyone less than sixteen years of age.

WAVE DUE REGARD FOR SAFETY

SEC. 5. No one shall hitch or hold on to any vehicle.

SEC. 6. No one shall ride upon the rear of a vehicle without the
driver's consent.

Sec. 7. Coasting is prohibited where dangerous.

SEc. 8. Opening a motor muffler cut-out on a highway within a
city or village, or in the country within 500 feet of a dwelling, school,
church or hospital is prohibited.

SEc. 9. Dense smoke from motors is prohibited.

ART. VIIl. CONTROL, TREATMENT AND CONDITION OF HORSES.

SECTION 1. A horse shall not be unbridled nor left unattended on a
highway or in an unenclosed ares, without being safely fastened, unless
harnessed to a vehicle with wheels so secured as to prevent the horse
from moving faster than a walk.

Sec. 2. No one shall ride, drive or lead a horse on a slippery pave-
ment, unless the horse is properly shod -to prevent falling; over-load,
over-drive, over-ride, ill-treat or unnecessarily whip any horse; crack or
so use a whip as to excite any other person’s horse, or so as to annoy,
interfere with or endanger any person; or use a horse unless fit for its
work, free from lameness or sores likely to cause pain, and without any
vice or disease likely to cause accident, injury or infection.

BE CONSIDERATE

SEC. 3. A horse, especially if he be led or ridden, shall be ap-
proached slowly and with extreme care and consideration, particularly
by motor vehicles, and if the horse is frightened or unmanageable the
motor vehicle and its engine shall be stopped until the danger is passed.
Care shall also be taken not to sound horn or open cat-out when ciose
behind a horse.

MOTORISTS MUST BE FAIR TO HORSES e ——
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STOP LOOK LISTEN
SAFETY RULES FOR PEDESTRIANS
The following Rules should be observed by pedestrians to insure

safety and to avoid unnecessary interference with vehicular traffic:

1. Keep to the right on sidewalk, crosswalk, roadway and passage-
way (but on highway without sidewalk, keep to left, so as to
have clear view of approaching traffic).

2. Observe traffice before stepping from curb and keep off roadway
except when crossing.

3. Cross roadway if reasonably possible on a crosswalk if lined off
but if not lined off keep well hack from intersection so as to
have timely view of vehicles turning into the roadway you
are crossing. See diagrams.

~l

LIVES DEPEND ON IT

>
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4., Keep out of traffic whirlpools, except to cross them on crosswalks
marked with signs and limit lines.

5. Watch for trafhc officer’s signal and heed traffic signs and limit
lines.

6. Stand on SIde\\ alk or within safety zone while waiting for a street
car or bus.

7. Face and step towards front of street car when allghtmg

8. When necessary to pass behind a street car or other vehicle,
watch out for approaching traffic.

9. On alighting from a street car or other vehwle, observe trafic
before moving. k

10. Enter and leave car-stop safety zone at crosswalk only.

11. Do not stand in the middle of a sidewalk but on one ‘side and
out of the way of other persons.

12. Do not loiter on a crosswalk or before a public entrance.

13. When sidewalks are narrow use the one on the right. .

14, Do not walk more than two abreast on a crosswalk or congested
sidewalk, nor more than three abreast on any part of any
highway.

15. Hand or foot propelled conveyances and skaters when on road-
way must ohserve the GENERAL REGULATIONS FOR VEHICLES:
but when on safety zone, sid lk or cr 1k, they must
observe the SAFETY RULES FOR PEDESTRIANS. .

 ——— S PECIAL VIGILANCE AT NIGHT
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DIVISION C

ENFORCEMENT
The Role of the Police in Traffic Management
(a) TraFrFic BRaANCH OF A POLICE DEPARTMENT

The General Highway Traffic Regulations for Vehicles with Safety Rules
for Pedestrians have been reproduced and discussed in the preceding division,
and now the question of the means of enforcement must be considered. In so far
as is conceivably possible, the drivers themselves should be the enforcers of the
regulations and should feel the responsibility for their proper execution. The
role of the policeman should be that of overseer. This is in accord with what
experience has revealed in London, where the drivers themselves have proved
the best regulators of traffic, because, knowing their duties as well as their rights,
they strictly observe the former and resent interference with the latter by others,
who are not excused for ignorance. 1t becomes, therefore, of the first importance
to educate the drivers so as to make them, as well as the police, the regulators of
traffic. '

In the United States, unfortunately, there is not the inborn respect for law
which is found in England. Violations of the laws of the land are frequent and
there is a regrettably widespread impression that the law is to be obeyed only
under compulsion. Another reason for lawlessness is that justice is slow and
uncertain and offenders are too often treated laxly. Stricter and more sure
punishments, combined with a building up of the morale of the people through
channels of education should tend to remedy the prevalent disrespect of the law.

It is therefore fitting that we state the following fourfold classification of
drivers we have to deal with:

First: Those who know the regulations and are willing to obey them.

Second : Those who do not know the regulations but who would be disposed
to obey them if they did.

Third : Those who know the regulations but are not disposed to obey them.

Fourth: Those who do not know the regulations and would not be disposed
to obey them under any circumstances.

The first class in this country is, unfortunately, too small and it is clear
that it needs regulating least of all.

The second class is many times larger than all the others together, but if by
education we can add this to the first, most of the difficulty will be overcome.

The third class is, fortunately, very small and ecan be made to obey by force
when necessary, but the experience of other countries teaches us that those who
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compose this class are usually impelled to obey by the demands of those law-
observing drivers who resent having their own rights interfered with and by
gradual realization of the advantages to all, individually.

The fourth class, much larger than the third, can by education be added to
the third class and in time almost eliminated.

Thus we are able practically to reduce these four classes to two, as follows:

First: Those who know the regulations and are willing to obey them.

Second: Those who know the regulations but are too selfish, vicious, or
tgnorant to see the advantage of obeying them.

This second class, like the poor, we shall always have with us to some extent,
and for it, the only remedy is prompt punishment; but this class will diminish
very rapidly through proper handling.

It is a self-evident fact that as the number of those who become familiar
with the traffic regulations increases, the less will be the work required to be
done by the police. In other words, pennies spent on education will save dollars
for enforcement. Common sense methods are so easy, economical, efficient and
comprehensive that there is no apparent reason why they should not be every-
where employed.

Education of the drivers as to their duties and rights is, really, the
keynote to efficient and economical street. traffic regulation, and any-
one in charge of street traffic can be nothing but a stumbling block to its
development and proper control unless he sees the importance of this
fact and acts upon it.

At the risk of repeating myself I dwell on this matter of education! It is
all-important! TUnless my reader can see this point, it will be a waste of time
for him to read this book.

If we observethe conditions in other countries we find that traffic moves more
smoothly in England than elsewhere. The uninitiated attribute the smoothness
entirely to the police, and to the fact that drivers there are amenable to author-
ity. Much of this is the case because the police are thoroughly trained in their
duties and the drivers who see the advantage of it, follow directions; but back
of this is the still more important fact that the English are, and have been for
generations, a nation of horsemen. It is the exception and not the rule to find
an Englishman who does not know how to drive and who does not understand
and observe the rules and etiquette of the road. The English, as a rule, are
also fond of fair play, and not only give it but demand it from others—they
know their duties and perform them but at the same time vigorously resent hav-
ing their rights interfered with by ecareless, ignorant or perverse drivers. If we
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add to this the fact that the English are a nation of ‘‘kickers’’ we will have
found a full explanation of the orderly movement of traffic.

A short time spent driving around London will convince anyone who observes
that the drivers themselves are the real regulators of street traffic under ordinary
conditions. The presence of the police is needed, principally, at the intersec-
tions of crowded thoroughfares, to give the signals for alternately stopping and
starting the lines of traffic in crosswise directions.

Now let us pass to the consideration of the réle of the police in traffic reg-
ulation,

As so many of our roads are Federal roads, it may be that there will be in
the future Federal Police to regulate the traffic on them. Already many of our
States have State Police, a portion of whose duties is the regulation of traffic.
We have had and always shall have city police. Probably sometime all three
kinds of police will work in harmony in a well-thought-out scheme of coopera-
tion in the management of traffic.

In London and Paris, the Police Departments' have branches known as the
Public Carriage Office in the one and as Le Bureau des Voitures Publiques in
the other, some of the duties of which are to examine and license drivers of pub-
lic vehicles, such as cabs, trucks, sight-seeing cars, ete., and to make and enforce
regulations in regard to the fitness and maintenance of such vehicles, including
examination of taximeters, ete.

Every city should have a similar branch of its Police Department, to be
appropriately known as the Traffic Bureau of the Police Department. The
Traffic Bureau should have authority over all matters pertaining to the carrying
out of the regulation of traffic on the highways. Two particularly important
funetions are the control of traffic on the streets by the Traffic Squad (see (b), p.
20), and the appropriate jurisdiction in the case of violation of the regulations
through the medium of Traffic Courts or Traffic Arbitrators (see (d), p. 23).

Other duties of the Traffic Bureau are as follows: The licensing of peddlers
and the registration of push-carts and regulations in regard thereto; control of
obstructions on roadways and sidewalks, including those necessitated by build-
ing operations when these affect the movement of traffic; the recording of
accidents for the purpose of fixing blame and ascertaining cause with a view to
devising prevention.

The head of the Traffic Bureau should be fitted by special talent as well as
by experience for traffic work. The money-saving which a competent man at
the head of the Traffic Bureau can effect for any eity is very large, not to mention
the saving of life and the reduction in the number of accidents. Even in towns

1 Many of our cities are now following the example of Paris and London.
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with but a small police force, the supervision of traffic work should be delegated
to a speeial officer who should not be outranked by any uniformed officer except
the Chief of Police.

Street Traffic Regulation has long sinece become the most important branch
of police work, from an economic standpoint at least. Even in its present incom-
plete development the amount of money it saves the people of New York, for
instance, very many times exceeds the cost of maintenance of the entire depart-
ment.

(b) Porice Duries IN REGULATING TRAFFIC

The Traffic Squad

All policemen should be made to understand by the following general order
from headquarters that they have general traffic obligations:

‘“You are hereby informed that it is the duty of every uniformed
member of the police force to correct and instruet drivers and pedes-
trians in the traffic regulations and rules and reprimand them for infrac-
tions thereof, and if an offense is committed with obvious intent to
obstruct traffic or to interfere with the rights or safety of others, to
take the driver’s name, number and address, the vehicle number, if it
has one, or in the case of a pedestrian, his name and address, and such
other particulars as may be available for identification of persons or
vehicles, and report same at his precinet station or at Police Head-
quarters for action. In case of a serious or intentional offense, the
offender should forthwith be arrested.’’

In addition to the general traffic duties to be performed by all members of
the police force, there are special duties which require a trained body of men—
a traffic squad. The traffic squad consists properly of members of the Traffic
Bureau who perform traffic regulation work on the highways.

All police privates and officers, including members of the office force, men
on foot and those mounted on horses and wheels who are regularly employed
in traffic work, should be members of the Traffic Bureau and directly under the
Traffic Director. If details of men from the Traffic Squad are needed in emer-
gency they should be assigned by the head of the Police Department through
an order to the Traffic Director. It goes without saying that all members of
the Traffic Squad should understand that they are not withdrawn from regular
police duty but must be ready to help wherever and whenever occasion arises
in the same way that all policemen have general traffic obligations as explained
above. .

The men on foot should regulate traffic at street intersections and other
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congested points.! Where the Block System is in force such regulation consists
prinecipally in stopping and starting traffic on each street in turn; but every-
where, it should consist in facilitating drivers and pedestrians by direction with
hand, voice or whistle when necessary. This can be done efficiently only by spe-
cially trained traffic men.

The mounted men should patrol and exercise general supervision over traffic.
Being higher up, they can see better than men on foot and are most valuable in
reprimanding drivers for offenses and in teaching them to observe the regula-
tions. The horses, however, must be carefully trained for this work.

Mounted traffic men should not be on stationary duty at street intersections
nor elsewhere, nor ordinarily on streets with car-tracks. It was the misuse of
mounted men in New York that led to the mistaken idea that they were not
needed for traffic work. This resulted in a reduction of their number and in
sending most of them to the suburbs where, in fact, bicycle and motoreycle men
are more efficient. Their proper funection is patrol duty, especially on the
river fronts and in parks and they should be used for this duty in sufficient
number.

A well trained body of mounted police is essential to every large city for
the management of parades, escort duty, suppression of riots, ete. A mounted
traffic squad furnished this service economically, because daily traffic duty gives
its members regular employment between times.

The bicycle men® should patrol and exercise general supervision of traffic,
particularly in seeing to it that in crowded streets the parking and ranking priv-
ileges, especially of dead vehicles, are not abused and moving traffic obstructed.
The flexibility and speed of bicycle men enable them to cover a large territory
effectively. Motoreyele police are particularly useful in the suburbs and parks
in regulating the speed of automobiles.

The management of traffic by the police adds comparatively little to the
cost of police work, because the men composing the traffic squad are not with-
drawn from regular police duty, but are usually so placed by their special assign-
ments as to have an effective supervision of their locality and to be found readily
in case of emergency. Their duty constitutes limited ‘‘fixed post duty’’ by men
on foot and limited ‘‘patrol duty’’ by men on horses and cycles.

The Traffic Squad, on account of its greater experience, is very efficient in

1 An unskilled traffic policeman at a street intersection is a hindrance to and not an as-
gistance in traffic regulation. It is far better to use a Dummy Cop or a traffic bumper unless
a skilled man ean be provided. Many of the men now on duty at intersections throughout the
country should be given other jobs.

2 Many more bicycle men eould be used with advantage in every city to keep the streets
open and clear for traffiec. The general statement is true that in all cities more traffic men
are used than necessary at interseetions and not enough on patrol.
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the management of vehicles at theaters and other places of assembly and at the
races.

It is manifestly impossible to lay down, in a reasonably brief form, rules
which should always be enforced to the letter, and consequently considerable
diseretion should be left to the intelligence of the traffic officers themselves.

Uniformity of signals at crossings is much to be desired and has at times
been taught at Police Headquarters in New York with excellent results.

(e¢) PeNALTIES
Section 16 of Division A of this chapter reads as follows:

‘““That in case any provision of the general or special police regu-
lations in regard to traffic is violated, the persons so violating or dis-
obeying said provision shall pay such fine or suffer such punishment
as may be prescribed at the time of such violation by the laws of the
stateof................. or ordinances of the city of . .............

Fines and punishments now differ greatly in different cities and states
and it is very doubtful if they ever can be standardized, although time and
experience will doubtless lead to more uniformity than now exists. The pro-
posed enabling ordinance is therefore left open for a list of such fines and
punishments as are already locally in force in the city where the proposed
enabling ordinance is to be in force. Section 7 of the proposed enabling
ordinance (see p. 4), however, provides for a small pamphlet which should
contain full information on penalties as well as other matters of interest to
drivers and pedestrians. In the General Highway Traffic Regulations for Ve-
hicles with Safety Rules for Pedestrians, on pp. 11 to 16, inclusive, no mention
has been made of penalties, it being thought inadvisable to inelude these
necessarily lengthy details as it is essential to make the contents of the folder
as brief as possible.

Penalties should of course be in proportion to the gravity of the offense.
Prison sentences are not desirable except in extreme cases. Reference to the
driver’s permit or license, if a proper form of permit or license is in use (see
(e) p. 24), should indicate whether or not the driver has been arrested before.

Anyone who is a party to an accident and who tries to escape or hide his
identity or the identity of his car deserves the most severe punishment.

Driving without permit or license should be dealt with by a heavy fine,
for the first offense, increasing materially for repetitions. There are emer-
gencies when it becomes necessary for someone to drive home or to a place
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of safety who has no permit or license, as for instance, if the driver is taken ill
and someone has to take his place. These circumstances should, of course, be
given intelligent consideration.

If a driver should misplace or lose his permit or license, he should be
obliged to produce it within a given time or show by proper evidence that he
has duly qualified and has received it. The number of people, especially
minors, now driving who have no permit nor license is very large and has
doubtless been one of the greatest contributing factors in causing accidents.
The police should receive strict orders to stop any car at any time and demand
to see the permit or license to drive if they suspect that the driver has not
qualified.

Another matter worthy of the constant vigilance of the police is the im-
proper placing of the registration plate and its condition and lighting equip-
ment. All drivers who are negligent in this matter should be stopped and
fined adequately (see (e) p. 24).

Reckless driving® or violation of any other provision of the regulations
should be punished in accordance with the gravity of the offense, increasing
in severity for repetitions.

(d) Trarric COURTS

Tt would be well for all of our cities to have one or more traffic courts,
and they should be so conducted as to cause as little delay and trouble as
possible. On this subject, Chapter III of Part 3 of the ‘‘Science of Highway
Traffic Regulation’’ (1920) is here quoted:

““On Page 3 of ‘Street Traffic Regulation,” published as far back
as 1909, there appears the following paragraph:

‘It would still further tend to simplify and avoid trouble and
waste of time if there were Street Traffic arbitrators at the Traffic
Bureau and its branches, whose duties should be to examine all cases
of street traffic accidents and breach of street traffic regulations, and
decide what punishment should, in their opinion, be meted out or
what damages should be paid. If the culprit chooses, he would, of
course, have the right to resort to the courts, but in such cases the
findings of the arbitrators should also be reported to the courts. Prob-
ably a large percentage of the traffic cases, by this method, would never
go to the courts.” ”’

This paragraph together with later conversations on the subject, resulted
in the first traffic court being established in New York City.
1See Article I of the general regulations. Read all five sections carefully, especially

Sections 2 and 3. All drivers who disregard these sections should be fined heavily each time
they do so. Article I, if universally obeyed, would almost eliminate traffic accidents.
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In large cities there is no doubt but that traffic courts should exist, and in
a city like New York, a good many are necessary. In small cities and towns
which have police departments, the suggested plan of Street Traffic Arbitra-
tors might be ample for the purpose.

It should be borne in mind, however, that the education of the public in
Traffic Regulation means reducing the necessity of traffic courts. The edu-
cation of the public is so cheap and the upkeep of courts so expensive that all
necessary money should be spent on the former in order to decrease large
expenditures essential for the maintenance of the latter.

At each Traffic Burean and at traffic courts, diagrams of typical and
special traffic intersections and junctions should be provided, to be spread
on a table for the purpose of simulating accidents. Toy vehicles or little
blocks made on the same scale as the diagrams should represent the different
kinds of vehicles to illustrate how accidents occurred.

(e) Licenses, PerMirs, REGISTRATIONS AND VEHICLE LIiGHTS

It would, of course, be a nuisance measure as well as unnecessarily bur-
densome and expensive to require drivers who already have permits or licenses
to drive, to pass a new examination. It would be practical and reasonable,
when any driver of a motor vehicle, whether he has ever passed a driving test
or not, is arrested for reckless driving or other disregard of traffic reguia-
tions, to oblige him to pass another examination as to his competency to con-
tinue to drive a motor vehicle so as to satisfy the authorities that he is a safe
and proper person to drive on the public highways.

It surely is reasonable also that new permits or licenses for drivers of
motor vehicles be granted only after official physical and mental examination,
demonstration of thorough familiarity with the general traffic regulations,
satisfactory references as to character and practical demonstration of ability
to drive safely. I would advise that a difference be made between drivers of
private vehicles and drivers of public vehicles; that the former be given per-
mits to drive and the latter licenses to drive. Both permits and licenses
should be in the form of little pocketbooks where records of arrests for traffic
violations may be made by the magistrate. These permits should contain a
deseription and photograph of the driver and such other details as may be
thought necessary for identification. The licenses, however, should contain,
in addition to these things, the fingerprints of the driver.

Each member of a family driving a motor vehicle should be obliged to
comply with the foregoing requirements and obtain separate permits to drive.

Provisions for beginners should be made under proper restrictions.
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An ample bond should be furnished by or for every driver of a motor
vehicle or some approved form of liability insurance be adopted as a protec-
tion to the public Some restrictions on insurance companies should be in
force to prevent them from settling cases out of court when such cases are the
result of intentional ecollision, caused with the design of collecting damages.

Registration numbers should, above all things, be in two strongly con-
trasting colors and we should work towards the time when one registration
number will be good anywhere in the United States or its territories.

At the present time, on many cars, the rear registration plates are hung
either under or in the shade of some projecting part of the vehicle or load
so that they are frequently illegible. Then again they are too often covered
with dirt and oil and thus rendered unreadable. It should be a serious offense,
subject to heavy fine, to have the registration number in such position or in
such condition that it cannot be easily read. The front numbers are often
partially hidden by the bumper. This also should be prohibited. It does not
make so much difference as to the exact location of the number plate on the
car either in front or rear, provided it is so placed that it can be easily read
day and night by drivers and pedestrians. At the present time, many num-
ber plates are tipped so that the top is further out than the bottom. This
should be reversed; the bottom of the number plate should protrude a little
further from the vertical than the top for better visibility. It should be re-
quired also that the rear light be sufficiently brilliant to illuminate the number
plate amply and that it be provided with two electric bulbs turned on by one
switeh to reduce the danger of the light being out.

Any caution light applied by the driver from his seat should be separated
from the rear or tail light sufficiently so that the lights do not blend. As the
red light has to be on the car anyway, these extra lights applied by the brake
should be yellow. Conservation of space being an important point to be con-
sidered, the word ‘‘Slow’’ abbreviated to ‘‘SLO’’ is recommended.

When the tail light is on or off, it should be so indicated by a small bulb
on the dash if such an arrangement can be devised.

There is also the question of the so-called parking or anchor light now
placed on the left hand side of the car. When cars are ranked on the left hand
side of a one-way traffic street they should have an anchor light on the right
hand side. It would, of course, not be necessary to use current for both anchor
lights at the same time.

As to head lights, no type so far has been adopted anywhere that is en-

1 The State of Connecticut has lately passed a Financial Responsibility Law on this sub-
ject. It is published in Bulletin No. 26 by the Department of Motor Vehicles, Hartford, Conn.



26

tirely satisfactory. In fact, the lights now in use are perhaps more glaring,
dangerous and otherwise objectionable than those we had fifteen years ago.
I believe that the Bureau of Standards, with the invited assistance of lighting
engineers and manufacturers throughout the country, might adopt or devise
something that would be far better than what we have now, and that there-
fore definite action should not be taken on this subject until a recommendation
is formulated by the Bureau of Standards.

There is now in use on some cars a new kind of lamp to illuminate the
right hand side of the road. This promises to be very useful but should be
perfected so that the light itself will not be blinding to approaching traffic.
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PART II

TRAFFIC GUIDES

The term ‘‘ traffic guides’’ means signs and lights, ‘‘standards,’’ *‘dummy cops,’’
“‘bumpers,”’ ‘‘semaphores,”’ ‘‘crowsnests,’’ lines on the pavement, and such
other devices as may be of assistance in the regulation of vehicular or

pedestrian traffic.
DIVISION A
SIGNS AND LIGHTS

Until a few years ago, the only highway traffic signs were those at eross-
roads and junctions, giving the distance and direction to other towns and
villages.

In November, 1903, one hundred blue and white enameled signs, directing
slow moving vehicles to keep near the right hand curb, were put in use in
New York. These were probably the first traffic regulation signs ever used
(with the possible exception of the one-way bas-reliefs used in Pompeii). They
proved very useful and their number has greatly increased in New York but,
curiously, other cities, except London, have not appreciated their educational
advantages.

Within the last decade traffic signs have multiplied in number and variety.
They are of all sizes, colors, shapes and wording, according to individual fanecy.
This is, of course, confusing and unintelligent.

In the past few years, many kinds of traffic lights have been used in
cities and some in the open country. Everything that has to do with traffic
should, as far as possible, be uniform. Both traffic signs and lights should be
standardized as to color, and traffic signs also as to shape, graphics, wording
and height from the ground.

The experience of the railroads has demonstrated that the following colors
should be employed. Red for Danger—Yellow for Caution—Proceed slowly
and with care. Green for Safety—Proceed as usual.

The three colors named should therefore be used consistently for these

1 The light transmission of standard traffic signal lenses is as follows:
Red—ten to twenty-two per cent.
Green—twelve to thirty per cent.
Yellow—twenty-six to fifty-two per cent.

By this it will be seen that more light transmission is lost by red than by green and by
green than by yellow. (Information in letter from National Lamp Works of the General
Electric Company, dated Dec. 1, 1925). Doubtless the lighter yellow a light is, the less power
would be lost in transmission and with an absolutely white light, if such could be produced,
there would be the least of all lost. However, a white light is not so well seen against a blue
sky background as is a yellow one and therefore there should be some yellow in the light to
make it more visible against the sky.
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traffic signs and lights.* The three kinds of signs should be known as Primary
Signs.

The explanatory part of each sign expressed by words or graphies should,
of course, be in the color required as indicating danger, caution or safety, each
on a strongly contrasting background, as follows:

Red—for danger—on a white background—shape, round.

Green—for safety—on a vertieally striped green and white back-
ground,—shape, hexagonal.

Yellow—for caution—on a black background—shape, square.

There should also be three kinds of Secondary Signs, as follows:

Information signs for stationary vehicles and pedestrians, indicating rank-
ing and parking spaces, the prohibition or limiting as to time of ranking and
parking of live or dead vehicles, street-car and bus stops, cabstands, etc.,—
black on a yellow background—shape, oval.

Security signs for pedestrians indicating crosswalks, safety, danger and
prohibited zones—blue on a white background—shape, triangular—those for
crosswalks with point up, those for the different kinds of zones with point
down,

Direction and Distance signs, including those for detours—black on a
white background—shape, rectangular, except for Rotary Traffic and One-Way
Traffic signs, the shape for both of which shall be as shown on the accompany-

ing cuts, the one for One-Way Traffic having the colors reversed.

,)ﬂ'o‘?Prﬂ o
Rare

The bottom edge of all traffic signs (except for danger and caution signs
when they are practically directly ahead and it is of advantage to have them
low enough to be illuminated by the headlights and also except security signs
for pedestrians and those in regard to the ranking and parking of live or dead
vehicles, which should usually be considerably lower) should be about 6’ 3”

1 An important suggestion has been made by Mr. A. G. Straetz, a Civil Engineer, who has
devoted much time to traffic, that on account of certain people being color blind or partially
80, possibly white or yellow lights used as position lights would be better than those of any
other color:

Three lights horizontal indicating danger or stop.

Three lights perpendicular indicating safety or go.

Three lights at 45° angle indicating caution or go slow.
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from the ground on which they stand, whether roadbed or sidewalk,' in order
to give ample clearance to pedestrians. On an up-grade they might be put
from three to six inches higher and on a down-grade from three to six inches
lower, according to the steepness of the grade in order that they may come
well within the range of horizontal vision.

No signs should project over the roadway under any circumstances since,
if they do, they are apt to be hit by vehicles. If the standards are on the edge
of the sidewalk, the signs should be pushed over, out of center, with the stan-
dards sufficiently to the right so as not to endanger passing vehicles.

The combinations of colors? to be used in traffic signs should be prohibited
on any other signs near the curb in city streets or on any part of a country
highway.

There seems to be a growing opinion among motorists that signs of
caution should be simplified and that perhaps one sign of general caution
would be better than many for the reason that if warned against some special
danger, one is apt to look for that only and forget others quite as menacing.

The first set of well-thought-out signs was used in France over fifteen
years ago. Since that time, different states, cities and towns have indepen-
dently adopted their own signs, resulting in great confusion.

Some three years ago, the Sectional Committee on Codes for Signs and
Signal Lights of the American Engineering Standards Committee was formed
and has met from time to time but as yet has not come to any definite conclu-
sion which has been approved by the General Committee. The Bureau of
Public Roads in July, 1925, took the matter up also and has since been work-
ing upon it and now the Eno Foundation for Highway Traffic Regulation, Inc.,
is preparing to offer a set which it hopes may be thought sufficiently well of to
be adopted for standardization. The Foundation has attempted to assimilate
the best details from such signs as have already been recommended or are in
actual use.

1t The Auntomatic Signal & Sign Company of Chicago make an excellent square reflecting
red danger signal which is mounted on a low standard so that headlights shine on it. The
Lyle Reflecting Danger Signal Co. also provides a good type. If either of the aforementioned
signals were placed in the center of a white disc it would be one of the most effective safe-
guards on country roads. Both of these are cheap—and a very impertant point—need no
self illumination.

2Jt is diffienlt to find a paint for signs or signals with the right shades of color which
do not quickly fade and which are durable. The railroads have been using Ripolin, originally
made in Holland. It can be obtained from The Glidden Company, Cleveland, Ohio. Its first
cost is high but as it holds its color and lasts extremecly well, it is economieal. It is made
in black and white, red, yellow, blue and green.

These pigments should be applied on top of Special Primer No. 626. I strongly recom-
mend that these paints be used for all signs as they are the only ones I have so far seen that
have been satisfactory. The writer, of course, has no financial interest in this company and
should be glad to see other paints tested out alongside of these in order to discover some-
thing better if there is such a thing.
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DIVISION B
STANDARDS

Stationary standards for signs have been designed by the Bureau of
Public Roads which are practical and economical since they are adapted for
most country road signs and for some of those required for city streets. I
prefer, however, for city streets a round iron pipe, let into the sidewalk and
set in cement about twelve inches from the edge of the curb. The signs should
be secured in place at the top of the standard by a dowel.

Portable traffic standards are usually made of iron pipe about 134 inches
in diameter and 4 feet high, with a round iron base.

Lately, many standards have been made larger, heavier, and higher, on
the theory that they are harder to knock over. It has been lost sight of, how-
ever, that if heavy standards are knocked over they are very apt to cause
serious injury to pedestrians and vehicles.

Formerly where there was a row of standards at Safety-Car-Stop zones
they were often connected with ropes and even with chains, iron rods or
pipes. Such connections are a source of danger because if one standard is
knocked over the others are apt to be pulled down with it.

Portable traffic standards should be only sufficiently heavy to keep them
in place in a high wind. The base of the standard should be in the form
of an elongated circie to prevent rolling if knocked dowi.

o

12~

The base should have a round hole in the center to receive the iron pipe
which should be secured by a set serew or rivet. The iron pipe should not be
serewed into the base as the thread weakens it, resulting in expense for re-
placements. Steel pipe is better than iron as it does not bend easily. In
some instances, a hickory or other hardwood stick is better than metal, as
for example, for danger flags at street excavations. The base should be cast
with a collar, to hold the pipe or stick securely in a vertical position.



The height of the portable standard should not exceed 4 feet 6 inches unless
it be one for a lamp to be used inside a safety, prohibited, restricted or danger
zone, remote from its border, where the chance of its being knocked over is
small.

The top of the standard should be fitted with an upright ring easily re-
movable, to be replaced when necessary by a lamp socket, bracket or sign.

The bases and tops of portable standards should be painted bright red.
The pipes with black and white bands from 8 inches to 12 inches wide. The
top and bottom bands should be white.

Wherever a portable standard is used, a white disc considerably larger
than the base of the standard should be painted on the pavement to insure
the accurate placing of the standard, to afford it protection and to increase
its visibility.
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DIVISION C

DUMMY COPS

The Dummy Cop, in its simplest form, consists of a post designed as a
substitute for a traffic officer. The first drawing of a Dummy Cop was pub-
lished December 24, 1904, the design being still in extensive use in some states.

Therc are now many models of Dummy Cops. Tens of thousands of them
are in use and their number is constantly increasing. The Dummy Cop is far

Vimensions.

Dummy Cop especially designed for use at right angled
intersections where rotary traffic is in operation. Notice
the shade throws the light on to the pavement. The
shade should be made with greater or less angle in pro-
portion to the circle on the pavement which it is desired
to light.
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more effective and certainly more economical than any policeman other than
a thoroughly trained and intelligent traffic officer.

The best colors for Dummy Cops are the same as those for traffic stan-
dards. The Dummy Cop should always stand on a good sized white disc to
add further visibility and to insure accuracy of position.

In many places, since the Dummy Cop has proven so useful, permanent
structures with lamps and signs, many of them ornamental as well as useful,
have been built at the intersections of roadways in city and country. If
permanent structures are to be used, the bases should be of such form as to
deflect the wheels of vehicles striking them, and these bases should be kept
painted white except for about six to twelve inches at the bottom, which
should be painted red.

A Dummy Cop (and the same may be said of a traffic bumper) should
not be used at the center of intersection of streets which cross each other at
an angle not practically a right angle as this practice makes one-half of the
turns too acute. However, they may be used to advantage at acute angle in-
tersections but four will be required at each intersection. (See Diagrams
in Part IIL.) ’
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DIVISION D

BUMPERS

The Traffic Bumper, sometimes called Mushroom or Button is a device
which can be used instead of a dummy cop and is in some cases to be preferred.
The bumper consists usually of an iron dise from 12 inches to 18 inches in
diameter and 4 inches to 6 inches high.

Bumpers should be kept painted white and should stand on a disc also
painted white so that they can be easily seen. Several kinds lighted by
electricity are very good.
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DIVISION E

SEMAPHORES

The so-called ‘‘Go-Stop’’ semaphores now in general use are very im-
perfect in their present form because the signs on them have no neutral po-
sition. If the signs could be turned or dropped down so they could not be
seen, the semaphore could be left in position when there was no traffic officer
present and so serve as a dummy cop.

It is a question, however, whether a semaphore is not more of a hindrance
than a help in regulating traffic. It certainly is no material help to an expert
traffic officer and it is doubtful whether it improves the work of an inex-
perienced officer. An inexperienced officer is, after all, not nearly as good as
a dummy cop, which, at least, does not interfere with traffic by incomprehen-
sible gestures which tend to unnecessarily delay and confuse both drivers and
pedestrians.

One of the objections to the use of the ‘‘Go-Stop’’ signal is that the
traffic officer often fails to turn it promptly. When it is considered that the
hours of duty are long and tedious, it is not to be wondered at that the officers
are sometimes a little absent-minded. Another difficulty is that when a signal
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is turned against traffic the officer is often obliged to beckon individual ve-
hicles forward in order to facilitate their movement. This necessarily results
in uncertainty, as the drivers do not know whether to obey the semaphore
or the hand signal of the traffic officer. The ‘‘Go-Stop’’ semaphore for individ-
nal work is not as good as the hand because the semaphore signals all vehicles
in sight to go in one direction and to stop in another, while the hand of an
officer can signal to them individually and weave them in and out without
causing unnecessary delay.

The ‘‘Go-Stop’’ semaphore should be discontinued absolutely unless
it can be so constructed that it will be practical to place its signs in a neutral
position.

The following drawing shows one method of econstruction by which
the signals can be placed in a neutral position. The handle turns the sema-
phore through an angle of 90 degrees when revolving around the shaft, and
when it is desired to turn the signals flat to the ground in a neutral position
the handle is simply pushed up. Notice the wooden platform 8 inches high and
4 feet square which covers the iron base of the stand and affords dry footing
for the traffic officer as well as giving him the advantage of extra height.
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DIVISION F

CROWSNESTS

A Traffic Crowsnest, as described in an article published March 7, 1914,
and in The Science of Highway Regulation, is a raised and covered sentry
box to be located at important street intersections or foci. The traffic officer
has a clear view of traffic in all directions, is moderately protected from the
weather, isolated from distractions and able to do more effective work than
when on the street level.

On the Crowsnest are two pairs of semaphore arms worked by electric
switches. At night these arms carry a red light. Lower down on the Crows-
nest, as shown in the drawing, are two other semaphore arms, located at a
height where they can be seen from beneath an automobile hood. The upper
arms are to signal vehicles some distance back and the lower ones to signal
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those nearby. The semaphore is for the Block System, when it is necessary
to employ it femporarily, although the more advanced method of Rotary
Traffic at intersections where there is sufficient room will probably make the
Block System superfluous, at least most of the time. The semaphores, however,
arc a safeguard when necessary to temporarily stop traffic in case of the ap-
proach of fire apparatus or other danger,

Telephone equipment furnishes direet communication with police and
fire departments and nearest police station, and also with other crowsnests
if located on the same street, while electric push button signals connecting the
crowsnests indicate such warnings as “‘Clear the Street for Fire Apparatus,’”
“Look Out for Runaway,’” ete. The indicators should show from which c¢rows-
nest the signal is given in order that the distance of the approaching danger
may be estimated. The crowsnest is also equipped with an electric heater
and a revolving stool, adjustable as to height. The stool can he placed in posi-
tion for use when required and when not needed, pulled out and set to one side,

In 1917, the first of these erowsnests was put in use in Detroit.  Slight
improvements have been made since that time in the Detroit crowsnest and in
those used in other ecities. The erowsnest used in Detroit in 1917 is shown
in the accompanying illustration,

This was modeled after the pattern above deseribed except that signal
lights were installed in place of semaphore arms. The latter would be better
as the falling and rising of the arms attract the attention of the eve. The
arms could be equipped with a tinkling bell to attract the ear also. In order to
desceribe the working of the erowsnest, extracts of letters from Detroit are
eiven.



39
January 24, 1918.

“My Dear Mr. Eno:

“T have yours of the 18th inst., and in reply, would say that we
put the Crowsnest in operation at Woodward and Michigan Ave. on
Tuesday, Oct. 9, 1917. T assure you that it was my intention to write
you about this at that time but it was partly through neglect and
partly owing to the pressure of other matters that I failed to do so.
You say you are anxious to know all about it. I am anxious that
you should.

“‘Tt was this way: Last summer one of the Aldermen suggested
to the Commissioner ‘That something elevated be placed at this cor-
ner for the traffic man to stand on.” I immediately recommended
‘Mr. Eno’s Crowsnest.” Together with this recommendation I sub-
mitted a sketeh similar to the one in your pamphlet. This recom-
mendation was approved by the Commissioner and construetion of
the Crowsnest commenced. About a week after it was put in opera-
tion I reported to the Commissioner that ‘It proves to be a successful
innovation beyond our expectations.” We did not realize what an
advantage the elevated position gives the officer. He has a clear
view over the tops of street cars and automobiles and can command
the whole situation for two or three blocks in all directions. Men at
other cornmers in the vicinity work in conjunction with this master
semaphore with the result that movement of traffic is notieccably
faster and safer. Drivers and pedestrians frequently expressed their
approval. It works to the advantage of the driver because they have
the officer in it in plain view at all times from every angle. Direct tele-
phone communiecation between the booth and First Precinct Station is
another good feature.

““One of the better proofs of its success is that one officer can
control the traffic alone, while heretofore it required two men. One
of our oldest and best traffic officers who had been regulating traffic
at this corner for years after occupying the Crowsnest for one day,
said ‘It is the best thing in the world.’

“I am enclosing herewith a cut of the tower clipped from a
recent issue of ‘Popular Secience.” I was informed there was a cut
of it in ‘Popular Mechanics.” You will notice the change in the type
of semaphore. Under a separate cover I am sending you a photo-
graph.

““The location of this tower, as you may remember, is in front
of the City Hall. The Commissioner has ordered another one to be
constructed at Michigan Avenue and Griswold Street, which is one
block to the westward. * * *

(8) W.P.RurLepGE,
Chief Inspector.’’



40

February 2, 1918.
‘““My Dear Mr. Eno:

“Upon his return from Washington recently, Commissioner
Couzens instructed me to forward to you a photograph of our elevated
Traffic Booth which I am sending you under separate cover. It is
situated at the intersection of Woodward, Michigan and Munroe Ave-
nues, in front of the City Hall, at one of Detroit’s heaviest traffic
points.

“Your specifications were followed quite closely in its construec-
tion. Please note that the ‘Go and Stop’ signal is indicated below
as well as on top. The lower one is specially for the benefit of drivers
making a left turn, who come to a stop and await the signal to make
the turn; also, it is of value to pedestrians who eannot very well
see the signal which is located on the top.

(S) Gro. A. WALTERS,
Secretary to Commissioner.”’

February 26, 1918.
‘““My Dear Mr. Eno:

““Your suggestion that a seat similar to a biecycle seat might be
placed in the ‘Crowsnest’ is a good one, and I will see about having
one installed.

““I think I told you we were heating the tower by electricity.
We also have a telephone in it which has been used to good ad-
vantage on more than one occasion.

(S) W.P. RuTLEDGE,
Chief Inspector.’’

October 12, 1920.
“My Dear Mr. Eno,

‘% % * Speaking of the Traffic Crowsnests, I do not know
whether you are aware that we have increased the number in this city
until we now have six in operation at our heaviest traffic intersee-
tions, and are preparing to install the seventh one. We have never
had occasion to regret for one moment that we adopted your
idea and installed these Crowsnests, but on the other hand, we some-
times feel inclined to be proud of the fact that we were pioneers
in this regard. Not only that, but everyone realizes the practical
advantages of this system.

(S) W.P.RurLEDGE,
Superintendent.’’

Rotary Traffic, aided by traffic crowsnests, at the center of roadway
intersections will in the writer’s opinion eventually be adopted in regulating
traffic on Fifth Avenue in New York.
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Crowsnests should be located not more than four to five blocks apart,
although one at every intersection would not be a mistake.

Since the above letters were written, there has been quite an increase
in the number of crowsnests in Detroit and other cities have followed De-
troit’s lead, apparently with satisfactory results.

Rotary traffic, aided by traffic crowsnests, at important or preferably
at all intersections on Fifth Avenue and eventually at the intersections or
foci of all streets where there is sufficient room to inscribe a cirele of seventy
feet or more in diameter within the sidewalk corners, will take the place
of the bloek system in my opinion.

The block system, however, can be immediately put into operation tem-
porarily from the crowsnest to clear a blockade of any kind. Some five years
before the crowsnests were adopted in Detroit an experiment was made with
improvised towers on Fifth Avenue, New York, to synchronize the block system
over a number of intersections by a system of flag signals. This attempt
proved a failure, principally because conditions vary at different intersec-
tions.

If the block on Fifth Avenue, for instance, is sufficiently long for the
vehicles on 34th and 42nd Streets to cross, it is usually much too long for
most of the other side streets. In spite of this sufficiently well demonstrated
failure, -early in 1919, traffic towers were put on Fifth Avenue to carry out
a synchronized bloek system. These towers were not even placed at the right
spots. The only place to put a traffic crowsnest or tower is evidently at the
center of intersection where it can be seen from all directions. These towers
were located without any regard to the traffic control of the cross streets.

In the spring of 1922, new towers were designed to take the place of the
old ones on Fifth Avenue and a fund of $125,000 was raised to pay for seven
of them.

Meantime, the old towers have been erected in other places in New York
and many more have been added, with the result that this system is tying up
New York worse than it was ever tied up before. The traffic capacity on
Fifth Avenue and some of the other avenues has been reduced at least fifty
per cent and the best thing to do now is to replace the present towers with
others at street intersections which are on the principle of those in Detroit
but preferably with the arm semaphores. Each intersection should be oper-
ated independently of all others when it is necessary to resort to the block
system at all but the use of the rotary system should be the regular pro-
cedure. By this method, vehicles will be distributed practically evenly over
the whole surface of the roadway and be able to cover a longer distance in



42

a shorter time and at a safer speed than they do now, since their operations
will be practically continuous.

At the present time, when the block is raised, the vehicles which have
been held back dash forward at much too great a rate of speed considering
that they travel so close together.

DIVISION G

LINES ON THE PAVEMENT

It is only comparatively lately that paint lines on the pavement' have
begun to be appreciated at their full value. That they have not been of
more advantage in cities is largely due to the fact that their location and form
have not been determined upon by engineers sufficiently versed in traffic re-
quirements.

The use of paint lines on country highways has been so far practically
limited to central guide lines and to right angled caution lines, often accom-
panied by arrows or words of explanation.

Crosswalks also should be marked out by paint lines and security signs
at convenient distances apart on main highways in the country since it is
often both difficult and dangerous for pedestrians to cross without them.?

T should like to see every paved roadway which is wide enough for two
lines of vehicles, whether it be in the country or in the city (except where
modifications are necessary on account of an intersection, junction or focus
of roadways or some central obstruetion such as car-tracks, etc., ete.) marked
with a central paint line six inches wide—the line to be an unbroken one

11 have already recommended a paint for signs and I new recommend a paint for lines
on pavements as it is the only one I have found so far that is good although I advise ex-
haustive trials of other kinds in order that if we discover something better we may use it.
The paint I recommend is ealled Safety-White-Line Paint and it is made by the same people
who make the sign and signal paint. The same Special Primer No. 626 should be applied
first to the pavement, the pavement of course being dry and free from dirt before applica-
tion. One coat of the White Line Paint is sufficient on top of the primer. The lines should
be patched up from time to time when necessary. I make a strong point of recommending
this paint because so much inferior paint has been used which is not mueh better than white-
wash that T want to protest against it. One kind which was being used largely I found, on
inquiry, was reported to be mude of fish oil and whiting and of course it disappeared rapidly.
The cost of application of paint lines to pavements is about eighty-five per cent labor and
fifteen per eent paint. For this reason it is cconomical to use the paint that will last the
longest, regardless of the cost of the paint itself.

2 Paint lines on sidewalks would be useful in congested areas to prevent certain parts
of the walk from being blocked by people standing still or loitering, as for instance, on Fifth
Avenue, where during the noon hour the walks are almost impassable on account of the over-
flow of workers from manufactories who have no idea of using sidewalks in a reasonable way.
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except on grades of greater than say. five per cent, where the line should be a
broken one and on curves where the radius is less than say three hundred feet,
a broken one with a dise in the center of the painted part eighteen inches in
diameter to accentuate the necessity of keeping to the right.*

Level

Grade

Curve
or
Curve with Grade

Lines across the roadbed have been quite extensively used in some states
to indicate the presence or distance ahead of certain dangers which can be
guarded against through caution. These lines are often accompanied by the
name of the danger ahead, as for instance, ‘‘grade crossing,’” ‘‘narrow bridge,’’
¢“steep hill,”’ etc., and sometimes the caution is repeated by having a single
line a certain distance away from the danger and double lines nearer to the
danger. I think the use of such lines should be greatly increased provided

1 Whether or not the part of the line which is to be put down should be of the same length
as the space which is to be omitted is a question which should be decided after careful ex-
perinmentation. It may be that some differentiation of these relative lengths would be useful
to indicate the amount of curve or grade existing.
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care is taken to put them only where they indicate a real reason for extra
caution.

Perhaps the most important lines of all in city streets are those marking
crosswalks. It should be kept in mind, however, that the usual method used to
mark crosswalks is in itself a serious danger because the line marking one
side of the erosswalk is ordinarily the line of the curb continued, thus leading
pedestrians over the most dangerous part of the roadway.

Crosswalks at right angled intersections should be back of and bounded
on one side by the arc of a circle described within the four street corners and
at intersections which are not at a right angle, back of the oval within such
corners. :

It is a good rule for pedestrians to remember always to keep a
little back from the intersection of roadways while crossing and to
carefully watch for the approach of vehicles. It is often even safer
where the crosswalk is not marked by lines, if there is a vehicle to your
right standing at the curb, to go just in front of it and eross there,
as by so doing you will have a longer time to see a vehicle turning
to the right from another street into the one you are crossing.

Crosswalks, especially in cities, should be marked by three lines—one
on each side and one in the center to divide it according to direction. Direc-
tion arrows painted on the crosswalks will create another well worth while
safeguard, since they minimize confusion of pedestrians while crossing.

As there are such a great number of complications in most cities, especially
in our older ones, due to the fact that until very recently, no study of traffic
conditions had ever been made, it is the part of wisdom to have all eross-
walks laid out by a civil engineer who has made a real study of traffic re-
quirements. The same argument applies also and perhaps to a greater degree
to Prohibited, Restricted, Danger and Safety Zones, to Traffic ‘Whirlpools, to
Ranking and Parking spaces and the marking out of stalls in them so that they
may contain the maximum number of such stalls without waste of space, also
to the designing or selection of dummy ecops, bumpers, semaphores, crowsnests
and proper lighting fixtures and especially their location at intersections and
crosswalks.

In the past, most, if not all of the work of locating lines has been left to
local police officials who usually have had no adequate training for the
purpose. The results have, of course, been unsatisfactory and uneconomical.
Each and every such traffic problem should be worked out to scale on a draw-
ing table before it is transferred to the road surface which should always be
done under the direct supervision of a civil engineer who has qualified himself
for traffic work.
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PART IlI

SPECIAL HIGHWAY TRAFFIC REGULATION

Special Highway Traffic Regulations are those which in addition to the Gen-
eral Regulations are of use in traffic control. The General Regulations, as
already explained, are the ancient rules of the road developed for modern
requirements. With only the General Regulations in force, if thoroughly
understood by both drivers and pedestrians, traffic can move safely and
effectively anywhere, but under certain conditions and at certain times,
traffic can move still better through the adoption of certain special regula-
tions or systems.

CHAPTER 1
One-Way Traffic

We will first take up One-Way Traffic because although not generally
known, it is probably the oldest method in the world for the control of traffic
in narrow streets. The earliest evidence of its existence is shown by bas-reliefs
of chariots in Pompeii pointing the direction in which vehicles had to
move on streets where the roadways were wide enough for only one line
of vehicles. The Pompeians were apparently more alive to traffic requirements
than we are today for, until very recently, in many cities and in some of them
even now, vehicles are still allowed to move in either direction though there
may be roadway width for only one vehicle at a time.

One-Way traffic was first put in use in a few streets in New York in the
spring of 1907; in Boston in the fall of 1908; in Paris in the summer of
1909 and in Buenos Aires in 1910. It is now used in most cities throughout
the world. Rotary traffic at circles, or other forms of centralized obstruction,
is one example of it but this newer system will be discussed in Chapter 3 be-
cause 1 want the consideration of it to follow Chapter 2 which will be on
the Block System for which the rotary system is designed as a substitute
wherever possible.

All city streets with roadways not wide enough for two lines of vehicles
should of course have one-way traffic at all hours of day and night. All
city streets with roadways not wide enough for three lines of vehicles should
have one-way traffic all the time unless ranking is confined to one side of the
street. All city streets with roadways not wide enocugh for four lines of
vehicles should have one-way traffic at least during the busy hours in order to
avoid confusion. No city streets with roadways wide enough for five lines of
vehicles should have one-way traffic unless it be provided with refuges (zones
of safety) at all eross-walks.



46

‘Wherever two roadways are practically parallel and near together, this
system has been very successful and in Paris, for example, has solved many
problems that formerly seemed hopeless.

Attention is drawn to the fact, however, that it is economically stupid
to adopt one-way traffic streets unless proper signs are amply provided, in-
dicating the direction of the movement of traffic. Since a sign costs but an
infinitesimal fraction of a policeman’s yearly pay, the economy is plainly
evident.

& ‘:f;,,ﬁl—
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Yellow on Black.

An article was published on One-Way Traffic in Motor Travel in No-
vember, 1917, which is here reproduced since the controlling arguments then
advanced have not lessened in importance. However, since the article was
written, many of the numbered streets in New York, some of them badly
chosen, have been restricted to one-way traffic. A closer study of the question
as set forth in the article quoted might well even now result in selecting prac-
tically all the streets mentioned at that time for one-way traffic without
changes.

ONE-WAY AND TWO-WAY STREET TRAFFIC

How the New System Should be Applied to East and West Streets in New
York from 14th to 59th Streets, inclusive

By WmLLiam P. Exo

““I had intended to write this article before, having made a care-
ful study of One-Way Street Traffic some years ago, especially in
regard to its suitability on the East and West streets from 14th to
59th streets, inclusive.

““I am impelled now to avoid further delay by the fact that the
authorities are already widening the roadway of 44th Street and
have decided to widen that of 38th and other streets. Of course, the
streets which should remain Two-Way Traffic streets are the ones to
widen first and both 38th and 44th streets, in my judgment, should
be made One-Way Traffic streets and therefore should not be widened,
at least without further consideration and not until after a practical
trial has been had by actual but inexpensive experiment to deter-
mine definitely which streets should be for One-Way and which for
Two-Way traffic.
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“Such an experiment can easily be made without any change in
curb lines, simply by the use of suitable signs marking clearly each
street where traffic is to be restricted to one direction.

““There are three fundamental conditions which should be ob-
served in deciding which streets shall have One-Way Traffic and
which shall have Two-Way Traffic:

First: Wide Streets

““On account of their width the following streets should have
Two-Way Traffic: 14th, 23d, 34th, 42d and 57th Streets.

Second : Streets Bordering on Parks

‘“Any street bordering on a park should have Two-Way Traffic
because traffic should not be diverted from its natural course further
than necessary. Therefore the following streets should have Two-
‘Way Traffic: 17th, 26th, 40th, and 59th Streets.

Third: The Relation of One-Way Traffic Streets to Two-Way Traffic
Streets

“It is highly desirable that a One-Way street should have its
traffic move in the same direction as traffic moves on the side nearest
it in an adjacent Two-Way Traffic street, otherwise, it will oceasion
unnecessary distance to be traversed and an extra street to be crossed
—therefore the following streets should have their traffic move East:
16th, 19th, 22d, 25th, 33d, and 56th Streets, and the following streets
should have their traffic move West: 15th, 18th, 21st, 24th, 27th, 35th,
43d and 58th Streets.

““Now we have provided for all streets up to 27th Street, inclu-
sive, exeept 20th Street, and as we can not make it a One-Way Traffic
street and comply with all the aforesaid fundamental conditions, we
should make it a Two-Way Traffic street.

‘““‘Between 27th and 33d Streets we have to provide for 28th, -
29th, 30th, 31st and 32d Streets, an odd number (five) of streets. If
we make 29th Street a Two-Way Traffic street we can make the
other four One-Way Traffic streets and comply with the required con-
ditions.

‘“Between 35th and 39th Streets we have to provide for 36th,
37th and 38th Streets, an odd number (three) of streets, and as
in the preceding case, 37th Street should have Two-Way Traffic and
36th and 38th Streets One-Way Traffic to comply with the required
conditions.

““Between 40th and 42d Streets we have but one street, 41st, and
as it can not be made a One-Way Traffic street and comply with the
conditions, it should be a Two-Way Traffic street.
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“From 43d to 56th Streets we have twelve streets, an even num-
ber. These can alternate, according to direction, as One-Way Traffic
streets and comply with the conditions.

‘““Between 57th and 59th Streets, we have only 58th Street, which
must be a Two-Way Traffic street, as it can not be a One-Way Traffic
street and comply with the conditions.

““The whole list of streets, then, from 14th to 59th Street, inclu-
sive, worked out as already described, is as follows:

Two-Way Traffic || One-Way One-Way
East and West | Traffic East || Traffic West
14th St. 16th St. 15th St.
17th St. 19th St. 18th St.
20th St. 22d St 21st St.
23d St. 25th St. 24th St.
26th St. 28th St. 27th St.
29th St. 31st St. 30th St.
34th St. 33d St. 32d St.
37th St. 36th St. 35th St.
40th St. 39th St. 38th St.
41st St. 44th St. 43d St.
424 St. 46th St. 45th St.
57th St. 48th St. 47th St.
58th St. 50th St. 49th St.
59th St. 52d St. 51st St.
54th St. 53d St.
56th St. 55th St.”’

I have reproduced the foregoing article to emphasize the necessity of
having a careful study made by engineers who have specialized on traffie,
before extensive and unnecessary work of widening roadways is under-
taken.

CHAPTER 2
The Block System

The block system consists in stopping and starting vehicles alternately
at an intersection of roadways in order that traffic may proceed through each
in turn.

It probably originated in England, was later adopted in France and
was put into effect in New York in 1902.

One of the objections to the block system is that it often delays traffic
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unnecessarily. Vehicles accumulate behind the block and rush through in a
mass when the block is raised instead of filtering through continuously and
distributing themselves more or less evenly over the surface -of the street.
If you will watch the operation of the block system from the upper window
of a corner building or from the top of a bus you will see that just before the
block is raised, much of the roadway surface ahead is practically unoceupied
by vehicles. In other words, more than fifty per cent of the traffic ecapacity of
the roadway surface is often wasted.

An additional bad effect of the block system is to greatly increase the
speed rate with its attendant dangers in order to make up for loss of time
occasioned by the enforeed stops.

The block system is a stop and dash system—either vehicles
are completely stopped and waiting for a signal or they are dashing
forward to make up for the loss of time when they were stopped.
Onece the block is raised, the temptation is to step on the gas and
get as far as possible before the block is closed again. This results
in a very large proportion of our city accidents. The only wonder is
that more people are not killed by it. The synchronized block sys-
tem is, of course, even more effective than the unsynchronized sys-
tem in inducing drivers to increase speed to try to escape from the un-
reasonable requirements of enforced waiting.

‘Where the block system is used it should consist of a complete block of all
cross trafic. The practice of allowing vehicles at the head of the lines on the
street in which traffic has been stopped to turn into the street on which traffie
is moving is dangerous to pedestrians and should not be permitted.

Before the. ‘‘Go-Stop’’ semaphore was adopted, traffic officers were be-
coming inereasingly efficient in enforcing a partial block system where or when
a complete block was not necessary. The partial block consists in holding
back or beckoning forward individual vehicles by hand signals to facilitate
them in weaving in and out with the least possible danger or delay. Reliance
on the ‘‘Go-Stop’’ semaphore has seriously interfered with the development of
this highly desirable technique.

The partial block is far better than the full block when the traffic
is light because it causes less delay and answers all purposes of the full
bloek. Neither the full block nor the partial block, however, should be at-
tempted by an inexperienced traffic officer and when a well-trained one
cannot be provided, reliance should be placed on dummy cops or traffic
bumpers. These answer the purpose very well if the drivers are properly
qualified and pay due attention to Secs. 2, 3, 4 and 5 of Art. I of the GENERAL
HIGHWAY TRAFFIC REGULATIONS for Vehicles.
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Traffic crowsnests deseribed in.Part II—Division -F, are most desirable
and economical of men for the handling of both vehicular and pedestrian traffic
at intersections under whatever system is in practice. Division F—Part IT,
deals with the synchronized block system at some length. It is most im-
portant and should be read again in connection with what follows. To the
uninitiated, this system appealed very strongly at first and people are only
now beginning to realize what a mistake it has been to try to control traffic
at several intersections from any one intersection even though the intersections
to be controlled are on the same thoroughfare. It is still worse when the
intersections are on more than one thoroughfare and are controlled from
some central point sometimes located far away and where traffic conditions
are very different. A doctor might just as well treat all his patients, whether
they have chicken-pox or brain fever with the same remedy. People are now
however, beginning to see the fallacy of the synchronized block system. Of
course it will be stopped eventually by public opinion but in the meantime
the traffic capacity of the streets of New York and of many other cities which
have followed its bad example is being seriously reduced. One has only to at-
tempt to try to drive around the city a little to realize what a detriment the
synchronized block system is to convenience and to safety as well, because it
calls for a dangerous speed rate when the block is opened to make up for time
lost when it was closed. How much better to have a low speed rate with
continuous motion, capable of covering a longer distance in a shorter time.

I would suggest that those who have not already detected the faults of
the synchronized block system, observe its effects from the top of a bus or
from a corner window on Fifth Avenue. Note that when the block on the
Avenue is raised, the vehicles spring forward at dangerous rates of speed,
especially as they travel so close behind vehicles ahead. Then when the
block on the Avenue is closed, observe the bunches of vehicles stopped behind
the blocks at the cross streets, often when there is no local reason why they
should be delayed at all. There may not be one vehicle even in sight on the
cross street where the vehicles composing the bunch are, but the bunch has to
wait just the same because the signals to stop and start are given from
some remote point where there may be a local reason for delay. In other
words, if the block is long enough for eross traffic to pass through 424 Street
or 34th Street, it is usually much too long for the other streets. The trouble
is still more apparent on Park Avenue as one cannot help but notice if he be
on this avenue or crossing it.

It often happens that before covering a hundred feet on Fifth Avenue
you have to stop two minutes for cross traffic to clear itself, then you turn
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into a side street, only to have to stop at the next avenue for three minutes for
north and south traffic to go through. Then perhaps you go a square or so on
this avenue and have to stop two minutes again for cross traffic to pass, ete., ete.

It is sometimes almost an endless job to get anywhere in a vehicle with
the synchronized block system in forece. When you realize this, you decide
to get out and walk to your destination.

We certainly do need a change in New York and in every city which has
been induced to try the synchronized block system and the best way to get it
is to employ as an advisor a trained civil engineer who has specialized in
traffic regulation and who has that most important qualification of all—a mind
that can visualize traffic movement.

I hope to see the day when the synchronized block system with all its
attendant colored light signals will be but a memory of an attempt to regulate
traffic in an impossible way. For too long a time New York and other cities
have been the vietims of an unsuccessful experiment which will be ended only
after the general public is alive to its shortcomings.

I have lately received several communications from engineers and laymen
on the subject of synchronized traffic. One letter dated October 31, 1925, is
from a traffic engineer of experience who has been acting as consultant on sur-
veys, planning, regulation and signalling. He writes as follows:

‘“After intense effort (on the kind of work indicated above), I
came to the conclusion that my present plan would not work out,
perhaps mainly for the reason that most municipalities seem to be
obsessed by the idea that traffic control signalling, synchronous or
centrally controlled, would cure their traffic trouble.

““This attitude of the municipalities practically forced me to
approach the signal manufacturers to cooperate with them in traffic
matters.

‘“In the past three months, however, I have become even more
conscious of the fallacy of rigid traffic control and have become firmly
convinced of the fact that continuity of traffic is far more essential
than control. This brings me to either a separation of grades or to
the Eno Rotary Traffic principle and the urgenecy of widening the
intersection rather than the street and of guiding traffic in fashion of
your ‘ Whirlpool’ system.

‘““This change of mind has caused me considerable apprehension
as I can not sincerely continue to propagate the application of con-
trol signalling as a remedy and I, therefore, can not serve the signal
manufacturers. It has also brought me into a troublesome contrast
with the tendencies of the municipalities.”’

In the September (1925) issue of ‘““AERA’’ appears an article entitled
‘“Synchronized Traffic Control is Costly to Street Railway.’” This article
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points out the disadvantages of synchronized control from a new angle. It
explains by diagrams and figures how in the city of Cleveland where they have
tried synchronous control over a few squares it has resulted in an increase of
power cost of from $124,848 to $146,166, or about 36 per cent. It further says,
now that they are proposing to put synchronous control in several parallel
streets, it will be necessary to take into consideration the tremendous in-
creased expense to the trolley company, the point being that when all the
street cars have been stopped, they all have to be started again at the same in-
stant, resulting in an enormous temporary peak load.
I quote from another letter on this subject:

‘‘Relative to this fact, I have been recently informed in Newark,
that it takes from four to five minutes longer for a trolley to cover
the distance from Clinton Avenue to Central Avenue, a distance of
about one-quarter mile since the installation of their tower on Broad
and Market Streets than before the transformation of their control into
a synchronized one.”’

Only lately I have received information that some of the towers in western
cities have been replaced by synchronized light signals located on the street
corners. This may be due to one of two causes—either to the lack of traffie
acumen of officials in charge or to the over zeal of the manufacturers of syn-
chronized light signals to make sales. The awakening of publiec opinion to the
failure of the synchronized traffic system is therefore fortunate.

Another rumor has come to me which has not been authenticated that
one of the cities which has bought synchronous light equipment is anxious to
sell it for half what it cost. I believe it would be the part of good judgment
for every city about to purchase these synchronous lights to make a very
careful investigation not only of their merits but of the tactics which I sus-
pect may be employed by the manufacturers.

It might be remarked here that if the corners of the sidewalks are cut
back on a suitable radius for vehiecles to make the turns easily it is impossible
for the light signals to be placed on one pole, unless a bracket is used, and be
sufficiently visible from both streets.
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CHAPTER 3

ROTARY TRAFFIC
The Most Important Principle for the Control of Traffic So Far Advanced

In Chapter 1, T have attempted to show the limitations of the block system and
especially how undesirable it is when an attempt is made to synchronize
it. This chapter suggests a substitute called Rotary Traffic which can
be applied successfully wherever the block system can be used, provided
only that there be enough space between the curbs to make turns
practical without backing. I shall first take up Rotary Traffic for use
at the foci of roadways as it was first used at such places. I shall then
follow with the application of Rotary Traffic to intersections of roadways.

Formerly at circles and similar barriers, where several streets converge,
traffic went around in both directions resulting in much confusion and many
accidents. In the summer of 1903, it was suggested to go around Columbus
Circle in New York in one direction only. The plan is now generally called
the ‘“‘Rotary System’’ and the regulation for it is ‘“ A vehicle passing around a
circle, oval or other form of centralized obstruction shall keep to the right
of such obstruection.”’

It was not, however, until 1905 that rotary traffic was put into effect at
Columbus Cirele in rather a erude manner, in which, unfortunately, it still
remains. (See diagrams 1 and 2.) In the same year, this system was recom-
mended for the Place de 1’Etoile in Paris, but was not adopted until 1907.
(See diagram 3.) In 1912, a plan was prepared for rotary traffic at the Rond
Point on the Champs Elysées (see diagram 4), which was favorably consid-
ered but action deferred on account of the war. Rotary Traffic is probably
the one system that can materially simplify traffic at this congested center. A
rotary traffic diagram for the Place de 1’Opera was also prepared by Mr.
Eugene Hennard, a noted French architect (see diagram 5), which leaves little
to be desired, provided the existing subways and sewers are not in the way of
the proposed tunnels for pedestrians, but even if the tunnels for pedestrians
are not practical, the plan should be adopted as furnishing the best practical
solution of the problems at this important focus.

You will notice from the diagrams that the central obstructions are not
always circles. Those for the Rond Point and the Place de 1’Opera are ovals
while the one in Washington for Pennsylvania and New York Avenues is a tri-
angle with the corners rounded off. You will notice further on in this chapter,
other central obstructions in the form of an hour-glass and others of kidney
shape, ete.
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- CENTRAL PARK

DIAGRAM 1
Present Plan in Use at Columbus Circle
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DIAGRAM 2
’ Improved Plan for Rotary Traffic at Columbus Circle
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;L)\N ROTATIF OV GYRATOIRE POUR LA PLACE DE L'ETOILE

DIAGRAM 3

Place de 1’Etoile, with a dozen entering streets and three stub-end car lines. Traffic
is divided into lanes all traveling in the same direction, to the right. The cut shows -
two lines of Safety Zones for crossing to the center circle and to canalize traffic. These
Safety Zones are not yet built around the Circle, although those that were in pairs on
the Champs Elysées have been spread apart, and a third one constructed between them,
now dividing the central part of the Avenue into two alleys for motor cars.
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Proposed plan for the Rond Point on the Avenue des Champs Elysées. It is crossed
by two other avenues, one of them having a street railway line. Safety zones around
the ellipse serve to continue the separation of traffic and assist pedestrians.
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Diagram 6 shows rotary traffic where the rue Scribe and the rue Daunau
enter the Boulevard. This is a revision of the plan given in Le Probléme
de la Circulation, published in 1912

Rotary Traffic has now been generally adopted wherever there is any
intelligent effort made to handle traffic at foeci of streets where there is
already a circle or some similar form of central obstruction or where one can
be installed. Rotary traffic, however, will work as well at an intersection of
two streets where there is sufficient turning space as it will at a focus of
streets. It is a no-stop system, distributing vehicles comparatively equally over
the surface of the roadway instead of bunching them as does the block system.
It will therefore very greatly increase the traffic capacity of the street. It is
also more economical than the block system as it does not require so many
traffic officers to handle it. Rotary traffic cannot function at intersections to
the greatest advantage unless it extends over a considerable number of them
as the operation of the block system at points that feed the spot selected for
the trial interferes with the normally even flow of traffic.

At an intersection of streets, the principle to follow is exactly the same as
at a focus of streets. In one case the pivotal zone to go around is large. In the
other it is smaller and that is the only difference.

At a simple intersection of streets, vehicles will do exactly what they do
when there is no traffic officer in charge, i. e., the drivers will follow the general
traffic regulation of going around the central point of intersection before turn-
ing, but with a pivotal zone in the center, they will be still further constrained
to follow this rule.

The corners of streets are now not usually cut back on a large enough
radius, especially if rotary traffic is to be used, six feet being about the average.
The scientific radius where streets intersect at right angles is one not greater
than the width of the wider sidewalk nor less than that of the narrower side-
walk. For acute angles it is greater and for obtuse angles less, the exaect
radius suited for any case being easily determined mathematically. (See dia-
gram 7 and examples on p. 59.)

Diagrams 8, 9 and 10 show the usual layout and the corrected one for
rotary traffic at a right angle intersection. In the example given, one road-
way is sixty feet and the other thirty-six feet wide. The place selected for the
illustration is Fifth Avenue at a junction of one of the narrow cross streets.
The inscribed circle has a diameter of 85 feet which is liberal for rotary traffic.

The question is often asked, ‘“How about the pedestrian in rotary traffic?’’
The answer is that he is much safer than where there is no system at all or
where the block system is in force, for the following reasons:
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First, because crosswalks are, or should be, distinetly marked out and so
located that they keep pedestrians from entering the traffic whirlpool at the
center of the intersection.

Second, because the rotary system causes a natural slowing up of vehicles
approaching the intersection, not only in order to turn safely but because
Sections 2 and 3 of Article I of the General Regulations cautions them in the
following words:

Sec. 2—Driving any vehicle when it is not under practical con-
trol, especially at crosswalks and roadway intersections or junections.

Sec. 3.—Failing to exercise due care in crossing or entering the
traffic of another roadway—bearing in mind that it is obligatory not
to interrupt the traffic of the more important thoroughfare unneces-
sarily.

Third, where the block system is in use and cars have been held up at an
intersection by the adverse signal, when these cars are released, the starting
speed 1s often excessive and consequently dangerous to pedestrians.

‘With the great necessity for street traffic betterment, the authorities
should welcome any promising suggestion, especially that of the extension of
a system which has already proven so valuable in saving life and facilitating
the movement of traffic.

Traffic problems have now become too important to the people of all
countries to leave them in future to be worked out by local police officers or
engineers untrained in the science of traffic management. Courses in traffic
regulation engineering should be increased in number and encouraged in uni-
versities in order that better talent may be induced to lend its aid. Six uni-
versities have already, at this writing, interested themselves in this subject.

The following diagrams are given as examples of what can be done by
rotary traffic to solve various problems.



65

DIAGRAM 11

Lamp-post with crosswa
3 Rotary Traffic sign. *'3™
A Prohibited Zone sign.

5 Lamp-post.
6 Traffic Bumpers.

DIAGRAM 12
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DIAGRAM 13

DIAGRAM 14

DIAGRAM 15
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The upper cut shows the Avenue as it is with the Block System, and the lower cut shows
how the intersection should be layed out for the rotary system.
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Presents rotary traffic layout for
Scott Circle in Washington. This plan
mixes up the rotary system with the
block system. The crescent-shaped ref-
uges have caused so many accidents
that they have stopped putting up lamp-
posts on them. (See Diagram 19.)
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DIAGRAM 19

This plan shows the correct system
of laying out rotary traffic for Scott
Circle. Notice that the border of the
central circle should be replaced by
grass where there is now a sidewalk.
Pedestrians should not attempt to cross
the circle at all, but should go around
it on crosswalks where shown.
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Rotary traffic plan for Pennsylvania Avenue, New York Avenue, and
Fifteenth Street, Washington. .
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Shows the proper placing of crosswalks and refuges where two streets cross at acute angle.
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Shows the intersection of Pennsylvania Avenue with Seventeenth Street,
Washington, adapted for rotary traffic.
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DIAGRAM 23

Shows rotary traffic adapted for the intersection of Broadway and Amsterdam Avenues from 70th to 734 Streets (New
York), inclusive. This diagram is one of those made by Theodore T. McCrosky when he won the $500 prize awarded by
the Eno Foundation for Highway Traffic Regulation, Inc., in 1923. He afterwards used his essay as a thesis to gain a scholar-
ship at Louvain, and having spent a year of study there, returned to America, and is now again devoting part of his time to the
teaching of engineering and mechanics at Yale University, and part of his time to work on traffic for the Eno Foundation.
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CHAPTER 4
ELIMINATION OF THE LEFT HAND TURN:

Elimination of the left hand
turn is in use in many places
where its advantages are much
overbalanced by its disadvan-
tages.

s

Bl 1A Elimination of the left hand

! turn in New York on Fifth Ave-

/ ! \ nue at 34th Street and 42d

5 Street, for instance, does not

- ' - warrant its retention.  These

Ore vay Street. i1 O R two places are cited as they are

familiar to so many and it is
easy to study them there.

Elimination of the left hand

IA turn is one of the several mea-

sures which are being adopted

1 without sufficient consideration,

often with much unnecessary

inconvenience to the driving

public.
Bspecial attention is now

Jl

DIAGRAM 24 called to this in order that the
system may be estimated at its true value. There are just a few places where

it is excusable and those are usually where a One-Way traffic street intersects
or joins the main thoroughfare from the left hand side. At such places there
Is a reasonable excuse for the elimination of the left hand turn since it pre-
vents only the turning back of vehicles on themselves at the particular inter-
section where the system is used.

t In December, 1914, it was proposed to the Police Department of New York to adopt the
elimination of the left hand turn from 26th to 58th Streets, inclusive. Representatives of
the Fifth Avenue Association attended a meeting at the Police Department to lodge their
protests. One example of what the elimination of the left hand turn would effect, killed the
proposal, although it has come up again from time to time but in a lesser degree and where
the damage is not as serious. The example given was of a vehicle coming down Fifth Avenue
and wishing to stop on the east side of the avenue Just below 42d Street. In order to aec-
complish this feat it would have had to turn to the right hand on 42d Street, go over to Sixth
Avenue, make one left hand turn there, go down Sixth Avenue to 40th Street and make
another left hand turn there, then proceed through 40th Street to Fifth Avenue, and make
another left hand turn there and then proceed up to the point just below 42d Street. There-
fore, to avoid one left hand turn on Fifth Avenue, the vehicle would have to make two left
hand turns on Sixth Avenue and then another one when it got back to Fifth Avenue at
40th Street, but this one according to the arguments of the other side, did not constitute a
left hand turn on Fifth Avenue because the vehicle was first going along 40th Street and
then turning into Fifth Avenue instead of the opposite—going along Fifth Avenue and then
turning into 40th Street
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CHAPTER 5
SEGREGATED STREET TRAFFIC

Tt took a long time for the Police Department of New York to realize that
it had authority to exclude traffic of any special kind from any special street.
This was first conveyed to it by attention being called to Section 315 of the
New York City Charter. The realization of this power was a step in advance,
but this anthority should be used with great discretion and only after careful
study of the local situation.

It is not at all necessary or advisable to exclude light traffic (and by this
I refer not only to light passenger vehicles but to light delivery wagons, or to
any other light, fast moving vehicles which do not obstruet traffic on account
of their slow pace) from any street. All vehicles, however, when moving slowly
should be forced to keep near the right hand curb.

On some important shopping streets, such as Fifth and Madison Avenues,
heavy, slow-moving vehicles should be excluded, except for a limited distance
for the purpose of loading or unloading, during congested hours, and cruising
cabs should be obliged to move briskly when in the stream of traffic in order not
to impede following vehicles.

Cruising cabs should, however, not only be obliged to move quickly when
on a congested street, but should be obliged to limit the distance they travel on
such a street when not carrying fares. A sufficient number of well-located cab-
stands will tend to simplify the situation.

CHAPTER. 6
THROUGH TRAFFIC STREETS

Through traffic streets or boulevards in a city should not exist on the same
level as that of the other streets because the greater speed for which they are
intended and the necessary restrictions in regard to cross traffic interferes so
much with the general traffic of the city and slows it down to such an extent
that the balance of advantage against them is greater than any argument for
them.

There are cases, however, where through traffic streets would be of great
advantage, but these are only where the levels can be separated—tor instance, if
an elevated traffic road could be placed over Park Avenue to 45th Street and
then around both sides of the Grand Central Station and down over Fourth
Avenue to 17th Street, it would be of great advantage in delivering through
traffic down the Island to that point, where on coming from the elevated strue-
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ture, it would distribute itself below that point over the Island. There should,
of course, be ramps down, say at 42d, 72d, 84th and 96th Streets. From that
point up and across the Harlem River, this roadway could continue over the
surface street and on a superstructure of the railroad bridge on up to some point
beyond the Harlem River, although a better plan still would be to dip the rail-
road down under the Harlem River, using the present railroad bridge for a
normal grade of traffic and a superstructure over it for the through street. By
this arrangement, a rate of speed such as that used on suburban streets could
be allowed with safety, although it is a question whether more than twenty
miles an hour would be desirable even there, because less traffic could be han-
dled over the road when it is crowded than at a lesser speed rate. (See Chapter

7 on Speed.)
CHAPTER 7

SPEED AND ITS RELATION TO RECKLESS DRIVING

What is to be Desired is Not to Increase the Speed Rate, but to Reduce the
Time Required to Cover Distance

Long before and even for years after the study of traffic regulation was
begun in New York in 1899, a speed rate exceeding eight miles an hour on city
streets and in parks was prohibited by law. Now vehicles exceed that speed rate
by three or four times in many cities and parks without molestation and fre-
quently the police hurry drivers on to even greater speed, often at the risk of
disastrous results.

On roads outside cities, motor cars go still faster and from at least one
State comes the report that the law exacts that vehicles shall maintain a speed
of thirty-five miles per hour or get off the road. Such a law must be due to either
speed mania or to the mistaken idea that more traffic can be passed over a road
with a high speed rate than with a low one. The opposite is, however, the case.
Such experiments as have been made tend to show that when a roadway is
crowded more vehicles can be passed over it at not exceeding fifteen miles per
hour than at a higher speed raté. This is because as the speed rate inereases, the
distance between vehicles also has to be increased very greatly to maintain approx-
imately equal safety. See ‘‘Elements Governing the Development of Highway
Traffic,”” by Dean A. N. Johnson, M. Am. Soc. C. E., published in ‘‘Proceedings
of the American Society of Civil Engineers,”” May, 1925, pPp. 752-3-4-5.

Of course, anyone will admit that the faster a vehicle goes the less time it
will take it to cover a given distance. As the number of vehicles increases on a
road, however, the speed rate should be reduced to, or at least towards, one
which will pass the number of vehicles then on a road over it in the shortest
time. If we can believe the result of experiments this speed rate is about fifteen
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miles per hour when the roadway is full and vehicles are traveling in lines, one
behind the other. According to this, therefore, the maximum speed ought to be
somewhere between fifteen miles an hour and the rate at which one vehicle would
cover the greatest distance in the least time, it being assumed that no reasonable
person would care to drive over forty-five miles an hour under any circum-
stances. If this be so, the average between fifteen and forty-five, or thirty miles
per hour, might be accepted as the extreme limit of speed to be considered legally
outside of cities. In cities, however, this rate should be much reduced on account
of safety as well as on account of conserving the road capacity, since, as already
stated, fifteen miles per hour will pass more vehicles over a given distance when
the traffic is heavy than will a faster rate.

Assuming that twenty miles per hour should be the maximum speed on city
streets, public parks and parkways and that this rate should be reduced at inter-
sections and crosswalks to half that, or ten miles an hour, then vehicles could
probably average about fifteen miles per hour on city streets under ordinary
conditions unless slowed down by the effects of a synchronized block system.

Any municipality or township should have the right to still further limit the
speed rate at any place within city or town boundaries to a lesser speed rate
when some local danger makes it urgent to insure safety but perhaps only with
the approval of the proper state authorities.

There is undoubtedly a great difference in the skill of drivers to drive safely
at a high rate of speed. There is also a great difference in the natural time of
reaction of drivers to respond to warnings of danger, especially as examinations
for permits and licenses to drive are still so lacking in strictness in mental, phys-
ical and road tests. In determining permitted speed rates, we should therefore
have in view not the ability of the most skillful but that of the least skillful
who are permitted by law to drive. Then again, although many of the newer
motor cars are made so that they can be stopped more quickly than the older
ones, we must not be governed by the best but by the worst cars that are allowed
to travel on the highways. The invention of four-wheel brakes is urged by
automobile manufacturers as a reason for being permitted to drive faster than
before, but four-wheel brakes are not altogether a safety device for while they
undoubtedly enable a car to stop quicker than it could without them, the very
quickness with which the car stops creates a danger not only to itself but to
following vehicles because of the inereased liability to collision.

The following is taken from one of a series of articles written for the Sun-
day newspapers of the State of Connecticut by the Commissioner of Motor
Vehicles of that State (see document Series Number 14, published by the Motor
Vehicle Department of the State of Connecticut) :
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‘‘Speeding, where nothing happens as a result from it, is not in
itself so seripus an offense as cutting in and out of traffic in bad locations
and making a lot of trouble for others by putting them into difficult
situnations, but it does contribute to danger in almost every instance.
Speeding as well as every other form of unexpected and unusual driv-
ing, creates complications which others are not prepared to meet, and
often contributes to accidents of which the person who is actually doing
the speeding knows nothing, either then or afterwards. It is not unusual
to see a speeder drive two or three cars, which are operated by rather
timid or cautious persons, out of the road without his having even been
conscious of the fact. Therefore, il is necessary and proper to down
fast speeding and to enforce against it as a part of the reckless driving
statute.”’

Taking into consideration the foregoing arguments, I suggest the following
regulation against reckless driving, of which speeding is perhaps the most im-
portant feature:

Reckless driving is unlawful and includes:

Section 1. Driving any vehicle when not legally qualified to do so
or when intoxicated, or when for any other reason not competent to
drive properly.

See. 2. Driving any vehicle when it is not under practical control,
especially at crosswalks and roadway intersections or junetions.

Sec. 3. Failing to exercise due care in crossing or entering the
traffic of another roadway—bearing in mind that it is obligatory not to
interrupt the traffic of the more important thoroughfare unnecessarily.

Sec. 4. Exceeding a reasonable, considerate and safe speed rate
under existing conditions or the speed rate established by law.

See. 5. Violating any of the regulations so as to cause danger or
failing to take every reasonable precaution for safety or to obey any
order of a traffic officer or any direction indicated by official traffic sign,
semaphore, signal light or limit line.

Sec. 6. Exceeding a speed rate of

20 miles an hour in eity streets, public parks and parkways,
slowing down to not exceeding 10 miles before reaching
crosswalks, roadway intersections or junctions;

30 miles an hour on country roads, slowing down to not exceed-
ing 15 miles before reaching crosswalks, roadway inter-
sections, junctions or trolley tracks ahead or where there
is not a sufficiently clear view ahead to insure safety,
especially on curves and when approaching a hill crest;

15 miles an hour when within 200 feet of a railroad ahead,
slowing down to not exceeding 10 miles an hour at 100
feet; '

shall be considered prima facie evidence of reckless driving.
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Any municipality or township shall have the right to still further limit the
speed rate by a sign at any place within city or village boundaries to a lesser
speed rate when some local danger makes it urgent to insure safety but by con-
sent only of the proper state authorities.

Another question which is worthy of consideration is: While it is necessary
for the sake of safety to make certain regulations as to speed rates, there are
times and places when and where it would not endanger anyone for a vehicle to
go faster. For instance, a road may be amply wide, with no other roads cross-
ing or entering it; then if a motor vehicle is well made and in good order and
the driver is a competent one, a little greater speed would not actually con-
stitute reckless driving. I would advise, therefore, that some discretion be left
to the police as to arrests up to thirty-five miles per hour.

The serious delays on roads due to heavy motor trucks or other vehicles
which have not sufficient power to negotiate hills at a reasonable speed rate
should lead to a regulation that should require them to have power enough in
reserve to enable them when loaded to take any reasonable grade which they
are apt to meet at a speed rate of not less than fifteen miles per hour. Such a
regulation would add much to the traffic capacity of the road.

The terrible cost in life, human suffering and money caused by traffic acei-
dents (see Chapter 9, p. 93) demands that the speed craze be curbed by com-
mon sense and through strict enforcement of reasonable regulations. I wonder
what proportion of motorists who are using the roads at any one time are really
going to any distant point which it is necessary to reach in a hurry. Are not
most of the motorists either going to some place rather near or else out for a
pleasure ride, and would not these people, at least, be just as well accommodated
by going a mile in three minutes as at a greater speed?

Although only a certain percentage of traffic accidents is due solely to
speed, almost every traffic accident is worse in proportion to the speed at which
one or more vehicles are going when the accident happens.
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CHAPTER 8
THE STORING OR GARAGING OF DEAD VEHICLES ON ROADWAYS

Revised and reprinted from The Annals of the American Academy of Political
and Social Sciences, Philadelphia, November, 1924.
Publication No. 1826.

By WiLiam P. Ewo
Chairman of the Board of Directors, Emo Foundation
for Highway Traffic Regulation, Inc.

This discussion has to do with what is often inaccurately termed ‘‘The
Parking Question.”’

Much of the difficulty we are now experiencing through the storage of wait-
ing vehicles on roadways is due to the fact that we have not diseriminated between
the terms ‘‘to rank’’ and ‘‘to park’’ or between ‘‘live’’ and ‘‘dead’’ vehicles. We
must get these differences straight in our minds before we can intelligently
attempt to bring about better conditions. The terms ‘‘to rank’’ and ‘‘to park,”’
while applicable to both live and dead vehicles, relate only to their relative posi-
tions to one another and to the curb. The definitions are:

““To Rank—To stand vehicles one behind the other parallel to curb.’’
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«mo Park—To stand vehicles parallel to one another at an angle to eurb.”’
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The term ‘‘to rank’’ is derived from the term ‘‘cab rank,’’ as used for gen-
erations in London, where cabs are placed on stands one behind the other in file,
and the term ‘‘to park’’ from the practice of placing gun carriages parallel to
one another, in which position they are said to be parked. It is therefore clear
ihat the terms ‘‘to rank’’ and ‘‘to park’’ are not synonymous, but that there is
a practical and important difference between the two.

In regulating ranking or parking, we must divide vehicles into “‘live’”’
vehicles and ‘‘dead’’ vehicles. The definitions are:

“Live Vehicle,’’ one whose driver is present and prepared to move vehicle;

“Dead Vehicle,”” one whose driver is absent or unable to move vehicle.

When vehicles are ranked, no one of them can move out of the line inde-
pendently of the others, unless considerable waste space is allowed for between
them, whereas when they are parked, being parallel to one another, any one of
them can get away without causing any other one to move.
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Live vehicles do not give any unreasonable annoyance or cause a serious
fire hazard if the Council of National Defense (C. N. D.) Code of General High-
way Traffic Regulations is in effect. Dead vehicles, however, constitute not only
great inconvenience to the general public and injury to business, but a veritable
menace likely to result in uncontrollable conflagrations because fire apparatus
cannot reach its destination promptly.

In considering the question of ranking and parking we should take into
account the requirements of Article III of the C. N. D. Code of General High-
way Traffic Regulations as follows (see pp. 11 to 16, inec.) :

Any further control, where necessary, should be brought about through spe-
cial regulation by the use of such traffic guides as lines on the pavement and
properly designed clearly worded signs.

One of the effects of the enforcement of Sections 8 and 9 of Article TIT will
be that vacant lots will be leased to store waiting vehicles and it will become
profitable to construct public garages where cars can be left during the day
when people are attending to their business and during the evening when they
are at the theater. Some of these storage places will undoubtedly be in the con-
gested parts of cities and others a little way out where people will leave their
vehicles and proceed to their destination by street car, bus or taxi. This latter
will be the case, I believe, in some of our congested cities such as New York,
where it does not really pay to go downtown in private cars.

No part of the code has had a more careful study by more people than
Article TII. The considerations involved are complicated hecause it is difficult
to preserve the rights of all and at the same time refrain from imposing more
restrictions on any one than is absolutely necessary. We must, therefore, count
upon intelligent police discretion, and the education and respect for fair play
of the public for cooperation.

There is no reason why a vehicle should not rank or park anywhere, pro-
vided that in so doing it does not unreasonably restrict the rights of others. See
Sections 1 and 9 of Article III.

Section 9 requires that the driver of the waiting vehicle be ready to pull out
immediately on the approach of an arriving vehicle. Such strictness as this
implies is absolutely necessary on roadways where the importance of getting
to the curb is paramount, as, for instance, on roadways devoted to retail trade,
and to a slighter degree on those devoted to residences. Where wholesale busi-
ness predominates, the necessity of allowing sufficient time to load or unload
has to be adequately considered.

In enforcing the provisions of Article III, it should be remarked that a
vehicle, either ranked or parked, when not in the way of moving traffic, should
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not be compelled to enter it again until another vehicle comes to take its place.
It is a case where the old adage, ‘‘Let sleeping dogs lie,”” applies. It
is clear that while this provision of the code should be enforced strictly when
congestion exists, it need not be so strictly insisted upon when congestion does
not exist. Of course, every driver, out of common decency, should refrain from
leaving his vehicle where it will block access to the door of an oceupied building.

GENERAL RANKING AND PARKING SPACES

There are many spaces which can be used for ranking and parking without
interfering with the flow of traffic on the roadway. These should be regarded as
general ranking or parking spaces. (See Section 1 of Article ITI.)

Ranking and parking spaces are better marked out by paint limit lines,
but whether marked or not marked, they should be free for vehicles to rank or
park in. Among such spaces are those alongside parks, vacant lots, public and
vacant buildings and buildings where the doors or entrances are not in regular
use. Briefly, these spaces may be defined as all those not in front of a regularly
used entrance to a building or to a transportation station.

No private signs prohibiting ranking or parking should be allowed, but the
Police Department should furnish signs on application by property owners if the
reason given is adequate. All signs, like everything else in traffic, should be
standardized. The signs for stationary vehicles, designating ranking or parking
spaces, cab-stands, cars and bus stops are known as information signs, and
should have black letters on a vivid yellow background.

The economy of room for waiting vehicles as well as for moving vehicles
on many congested roadways is so important that it is well worth while to define
by paint lines every such space that can be used to hold one or more vehicles.

SPECIAL RANKING AND PARKING SPACES

Besides the general ranking and parking spaces already described, there are
others, especially adapted to provide for waiting vehicles. Some of these are in
the center of streets; some, in very wide streets, are next the ear tracks, and
others are where streets come together at acute angles. These spaces are often
of irregular shapes, filling space not required for lines of moving vehicles. It is
of the ntmost importance that all such available spaces in the congested parts of
cities be scientifically marked with paint limit lines or be paved with a different
kind of pavement from the rest of the roadway and furnished with signs with
the words, ‘‘Public Ranking Space’’ or ‘‘Public Parking Space,’’ as is best
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adapted to the local possibilities. In these spaces vehicles should usually be
allowed to remain unless at certain hours it is necessary to limit their time, when
the sign should have on it such additional wording, as, for instance, ‘‘30 Minutes
from 3 to 7 P.M.”’

Parking spaces should have stalls not less than 714 feet or more than 814 feet
wide for vehicles marked by paint lines. Stalls for trucks, sight-seeing vehicles,
ete., should be wider.

Vehicles should be parked at an angle to the curb of 90 degrees, 45 degrees,
3714 degrees or 30 degrees, as is best adapted for local conditions. The width
of a parking space located in the middle of a street where vehicles are to be parked
at an angle of

90°  should be at least 15’
45°  should be at least 157
3714° should be at least 14’
30°  should be at least 13’

‘When the parking space is next to the eurb, these widths can be reduced one
foot each, respectively, as a portion of each vehicle can project over the curb about
that much.

Vehicles should never be parked at an angle of 90 degrees to the curb, except
cations, when waitine for the termination of the racesg fhpafm
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or when loading or unloading merchandise, and in some instances on cab stands.
In parking at an angle of 90 degrees to the curb, it is apparent that to get into a
stall in the parking space will very often necessitate backing once or even several
times.

‘When vehicles park, unless waiting for the termination of some gathering,
they should drive directly into their stalls and back out when ready to leave.
This method will avoid seriously retarding other traffic if the time chosen to back
out is when there is a slight let-up in traffic.

If the opposite is done, 4. e., passing the stall to be occupied and backing
into it, it must always retard the vehicles which are directly behind.

Ranking spaces in the middle of a street should have the side lines six feet
apart. If at the curb, one line six feet from the curb should be used.

Some streets are wide enough to park on both sides and allow the necessary
room for moving vehicles in the center. Others can have vehicles parked on one
side and ranked on the other, provided room is left for moving vehicles.

In one-way traffic streets, if a parking space is to be marked on one or both
sides, the stall lines should slant towards the approach of traffic.
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CaB, Hack, TRUCK AND SiGHT-SEEING VEHICLE STANDS

Cab, hack, truck and sight-seeing vehicle stands should be marked by signs
giving the number of such vehicles each stand is intended for. The vehicles
should be ranked usually in the middle of the roadway or next the curb, as best
suits each locality. There are, however, a considerable number of places where
vehicles can be parked advantageously either in the middle of the roadway or at
the curb. At such places an angle of 90 degrees is ordinarily to be preferred, as
it best enables such vehicles to leave the parking space so as to proceed in either
direction with equal facility. However, this is not always the case. Sometimes
such stands are located in the center of the roadway, where, if other vehicles are
ranked at the curb, there is not sufficient room for entering or leaving the stand
to join in with the moving traffic without manceuvering by backing and thus im-
peding it. In this case an angle of 45, 3714 or 30 degrees should be substituted.

When parked at the curb, public vehicles shonld be backed into the parking
space so as to be ready to drive directly out into the traffic when leaving. This
latter method 1is exactly opposite to what is advised for usual parking purposes.

The greatest opposition which we shall have to my recommendations will
be from owners of cars who have no chauffeurs, who will claim that class legis-
lation is being proposed, whereas it is they who desire class legislation because
what they want to do is to leave their cars where they will be a nuisance and
a menace. This should not be permitted under any circumstances—whether
they have chauffeurs or not. It is not a question of chauffeur but one of
nusance and menace.

Surely conveyances, such as street cars, buses and taxicabs, which are
available to the general publie, should have precedence, if necessary, over
those for private use ounly, but we do not permit these to stand indefinitely
where they would be a nuisance and a menace.

REMARKS

In many ecities, the regulation of dead vehicles is comparatively easy, as,
for instance, in Washington, where there are scores of places, many of them
in business sections, where in the aggregate thousands of cars could be ranked
or parked if the spaces were skilfully laid out and where they would create
no menace in case of fire and no hindrance to moving traffic. In New York,
however, there are but few such places which can be set aside for waiting
vehicles and therefore the problem is more difficult.

The primary objects of roadways are to enable vehicles to go from place
to place and to set down or take up passengers and to load and unload mer-
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chandise. Vehicles which are confining their activities to these objects should,
of course, be let alone so long as they observe the provisions of Article IIT of
the GENERAL TRAFFIC REGULATIONS, but vehicles which are encumber-
ing the roadways for individual indulgence and convenience should be strietly
restrained from doing so.

This paper has been written for technical men, especially for those who
are making a study of traffic regulation as a branch of civil engineering. In
the not distant future, these problems will be their problems, and they will be
employed by the government to work them out. Only by specialists can com-
plicated traffic problems be solved, and the problem of providing for the ac-
commodation of the greatest number of waiting vehicles in a given space on the
highways and in specially constructed storage places is one of our greatest
civic problems today. The time when such things are left to inexperienced
members of police departments or of so-called traffic advisory committees is
about over. Already six of our great universities have interested themselves in
highway traffic regulation, and soon courses of instruction will be part of the
curriculum. Of the fifty billions of dollars invested in our country in trans-
portation, less than twenty billions is in railroads, more than twenty in high-
way transport and ten in electric roads and waterways. That is to say, in
about a quarter of a century highway transport has from nothing already
passed the railroads, and is steadily increasing in relative volume and impor-
tance. Tt is needless to say that the best minds must be employed on the regu-
lation of highway traffic, if we expect to prevent the now appalling and need-
less loss of life and to make highways transport funection without undue delay
and with the greatest efficiency.

It is up to all associations interested in traffic regulation to keep their
eyes on city engineers (note) and other officials who in their ignorance of
traffic requirements are cutting off corners on a rule of thumb radius, permit-
ting car-tracks to be laid out unscientifically, placing traffic towers in the wrong
places and allowing fountains and other monuments to be erected where they
unduly limit ranking and parking facilities, and so forth, and so on. It is
easier to prevent than it is to remedy.

It may be interesting to know that on account of the urgent necessity for
solving this question of ranking and parking, especially by dead vehicles, the
Eno Foundation for Highway Traffic Regulation is this year giving prizes at
Yale and at George Washington Universities for essays on the subjeet which
will add value in bringing about a satisfactory solution.

Nore: Each city should of course have a Traffic Engineer to plan out all special regula-
tions in relation to the ranking and parking of live and dead vehicles, ete. (See Part I—
Division A—Section 12.)
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The best solution for the storing or garaging of dead vehicles on roadways
is one of the most serious civie problems of the day. In cities like New York,
Boston or Philadelphia it may even be reasonably required that there be no
dead vehicles permitted in the congested parts of these cities during certain
hours. In Washington, on the contrary, where there are such a great number
of places where ranking and parking spaces may be scientifically marked out,
there is no very great difficulty. It is, in Washington, simply a matter of lack
of ability of the authorities to use what available space they have with intel-
ligence.

The primary reason for roadways is to enable vehicles to move from place
to place and to permit them to take up and set down passengers and load and
unload goods. Vehicles which are not engaged in these activities are of secon-
dary importance and should be permitted to be stored or garaged on roadways
only when they do not unreasonably interfere with those vehicles which are
moving or loading or unloading.

Live vehicles can be given more liberty than dead ones because they can
be immediately moved out of the way of moving vehicles and of those which
have to load or unload.

If there is to be any preference given to any kinds of passenger vehicles
over any others, it should be to public carriers such as street cars, buses and
taxicabs for the reason that they accommodate more people than private cars.

If the street car, bus and taxi service were improved there would be less
reason to garage private cars in the street during business and theater hours.

Beginning in 1913 a crusade was begun in New York to improve the taxi
service with great success and the methods adopted there have been followed
by our more progressive cities. At that time (1912-3) there were but a very
few cab stands in New York City. At the request of Mayor Gaynor, the writer
undertook to lay out cab stands all over Manhattan Island, Brooklyn, and even
down to Comney Island. The first stands in the middle of streets ever used in
this country were among those installed at that time. This idea was copied
from London.

Many more cab stands should now be added in New York to reduce the
number of cruising cabs and to make it easier to find a cab when wanted. At
the time the fight was begun in New York it was reported that the hotels were
selling the privilege of standing alongside their buildings to cab companies
for over $500,000 a year. Now any cab can stand on a hotel eab stand, though
owing to recent laxity by the police, this is made as disagreeable as possible
by the hotel cab starters for those eabs that are not the ones they wish to
have taken. A move to correet this should now be made by the police.
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There is no reason why in a city like Washington a move like that which
was made in New York should not be started. There should be many cab
stands in Washington in convenient places and many more cabs. Cab fares
are ridiculously high in Washington as they are still in many of our ecities.
Really if there is any difference, the fares should be cheaper in Washington
than in New York.

Considerable of our traffic trouble in cities comes from the fact that it
takes too much room to turn a car in and so they have to back to make a
turn or go around one or more squares which, of course, continues the car in
moving traffic over a longer distance than would be otherwise necessary. This
means extra street surface used by that car during its progress to get to a
given point and is therefore wasteful of street capacity as well as of gasoline.

In London, taxicabs are required to be able to turn in a street twenty-six
feet wide without backing. This is a tremendous advantage because it reduces
its interference with traffic. If taxicabs can be made in England which can turn
in twenty-six feet they can be made in the United States and after a certain
date to be specified they should be required to do this in our most congested
cities. It would also be advantageous to have a short turning radius for small
private cars for city use, but there is at present no car made in our country
that has, although they are rather common abroad. Our car manufacturers
should turn their attention to this point.

Undoubtedly buses will, eventually, very largely if not entirely, replace
street cars in our more congested cities for the reason that bus companies do
not have to lay any rails, which is of advantage to them and also to the city,
as the joint between the rail and the pavement is where the pavement always
breaks down. Buses, being flexible, are less in the way of traffic and they are
much less noisy if properly made and maintained. It the event of a street
being blocked by fire apparatus or for some other reason, street cars have to
wait, whereas buses can make a temporary detour. Therefore, for these rea-
sons and others, it is the belief of the writer that buses will be more desirable
than street cars which have not improved veéry much during the last two
decades.

I have ventured these remarks about public vehicles because if the public
vehicle service is good, the necessity for leaving dead vehicles on streets will
be reduced.

Much discussion has lately come up in connection with the all night stor-
age of dead vehicles on streets which is commonly called all night parking.
As usually the vehicles are not parked but ranked, the term parking is inac-
curate. What happens is that they are left at the curb continually when not
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in use. To stop this practice suddenly would be to inflict a hardship on many
people and therefore it should be modified gradually. If a person wishes to
leave his car all night in front of his own house, there can be no reasonable
objection to that but if he lives in an apartment house, he should have con-
sideration for the other tenants and surely he should not presume to leave
his vehicle all night in front of another person’s house.

Whether or not it is economy to leave a car out of doors all the time is
extremely doubtful. It is, however, easier for the owner who has no garage
near his residence to leave it on the street. Whether it is fair to his neighbors
is, however, another question, and it certainly increases fire risk.

Undoubtedly much of the unnecessary noise made by motor cars is largely
due to the fact that they are unprotected from the weather and because the
owner does not take the care of them that he would if he kept them in his own
or a public garage.

The infernal racket caused by attempts to start motor cars at night that
are out of order is a public nuisance that should be abated by the mayor
acting through the Police Department.

The problem of the storing or garaging of dead vehicles, whether they be
placed in a ranked or parked position, is in each city a special problem which
should be worked out by an experienced traffic engineer who is open-minded
and willing to change plans from time to time as he sees how he can improve
conditions. It is a difficult job because of the complicated vested real estate
interest in properties affected and the selfishness of human nature, but by and
large it is a problem which must be solved for the best interests of the people

collectively.
CHAPTER 9

THE TERRIBLE COST OF TRAFFIC ACCIDENTS

There is as yet no adequate system for recording highway traffic accidents
anywhere in the United States and in many places practically no system at all
so that many who are injured get home or out of town and there is no record
of the accidents although they may finally result in death.

During the nineteen months of the World War, it was estimated that the
loss of life by highway traffic accidents in the United States was pretty nearly
twice as great as our loss of life through the war itself. During that period
hundreds, perhaps thousands, of pedestrians were run down by army trucks
driven with a recklessness never surpassed.

A record by the United States Bureau of the Census for 1923 gives deaths
92,621, serious personal injuries 678,000, and economic loss $600,000,000, but
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as there is no adequate system of recording accidents these figures are neces-
sarily very incomplete® This was an increase of 3,418 in the number of
deaths, over 1922. If the same increase in the number of deaths is shown for
1924 and 1925, it will bring the record to 29,436 for 1925.

If a complete tabulation were possible, 1925 might well show a loss of
life of 100 per day or 36,500 per year and taking the same relative proportions
as above, serious personal injuries 1,100,000 and economic loss $970,000,000 in
round numbers.

Estimating the value of a life at $10,000 and of a personal injury at $500,
it shows in money value, loss of life, $3,600,000,000; personal injury $1,-
100,000,000 ; economie loss, $970,000,000, or a total of $5,720,000,000. This is
a staggering sum when we consider that the actual expenditure by the United
States Government for 1923 was only $3,532,269,266.32.

The main object of this chapter, however, is not to attempt to give an
accurate computation of loss, but rather to show that it is so great that no
means should be spared to reduce it.

The only valuable purpose of a traffic accident census is to ascertain the
number and causes of accidents in order to devise means for their prevention.
A reasonably reliable traffic accident census ecould be made by the United States
Bureau of the Census through sending out specially prepared blanks to every
state which in turn should issue them to cities and towns to be returned to
‘Washington for tabulation within a specified time.

The primary object of this book is to demonstrate a plan which if fol-
lowed faithfully should reduce accidents, to a minimum. The writer believes
that the first year after it is put in operation the accidents on our roads would
show a falling off of at least fifty per cent, to be halved again in the second
year of its operation. Assuming that the figures in the fifth paragraph of this
chapter are correct, there would be a saving of $1,860,000,000 the first year and
$930,000,000 the second year.

CHAPTER 10
DRIVERS’ SIGNALS

‘With the increase of cars whieh are closed-in in front and from which it is
diff.cult to make hand signals, if any attempt to standardize these signals
is made, it should be confined to such signals as can be easily simulated by an
arm semaphore attached to the car.

1 A later caleulation gives 24,000 recorded deaths for 1925. How many were not
recorded it is not possible to say.
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So far, the committees who have investigated this subjeet have been in
favor of but one signal which shall indicate caution. However, this signal can
be made in such a way as to mean, first, caution and, second, information as to
what the driver is going to do.

Qilhouette 1 shows arm extended horizontally to indicate caution, but a
car turning to the left, silhouette 2, would automatically swing the driver also
a little to the left and therefore also automatically lower his arm, whereas
if he were turning to the right, it would raise his arm as shown in silhouette 3.
Silhouette 4 shows the driver indicating to those behind that they can pass
and simply means raising and dropping the arm slightly. If the driver is
sitting on the right hand side of the car, these signals would be adapted for
that condition.

Caution

Am turnin

to Left g/‘
Am turning
to Right

Come on
and pass
me.

DIAGRAM 30
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I am indebted for assistance, encouragement or courtesy to the following
people and organizations:

Magsor GENERAL FraNcis VINTON GREENE, deceused, formerly Police Commissioner of New
York. '

CAPTAIN ALEXANDER R. PIPER, U. 8. Army, Resigned, Deputy Commissioner in charge of Traffic
under General Greene.

MaJor GENERAL THEODORE A. BINGHAM, formerly Police Commissioner of New York.

I'repERICK H. BUGHER, deceased, Deputy Police Commissioner in charge of Traffic under Gen-
eral Bingham.

Magor RavmoNp W. PULLMAN, deceased, formerly Major and Superintendent of Police of
Washington, D. C. .

SENATOR JAMES COUZENS, formerly Police Commissioner of Detroit.

W. P. RUTLEDGE, Superintendent of Police, Detroit, formerly in charge of Traffic.

War. T. Davis, formerly Inspector of Police in charge of Traffic in New York.

FreDERICK L. SIDDONS, Associate Justice of the Supreme Court of the District of Columbia,
formerly Chairman of the Board of Commissioners, Washington, D. C., and in charge
of Traffic.

War J. KynoN, who served as member of several of the important traffic committees of the
District of Columbia.

Tnr Bureau or PusrLic Roaps, Washington, D. C.

THE ADVISORY BoArD oN HreuwAy RESEARCH OF THE NATIONAL RESEARCH Couxcin, Wash-
ington, D. C.

THE TRAFFIC SQUAD OF NEW YorK CITY.

THE AuroMOBILE CLUB OF AMERICA.

THE BoARD OF DIRECTORS OF THE ENo FounparioN For HiGHWAY TRAFFIC REGULATION, INC

THE OFFICIALS OF NEW SCOTLAND Y ARD.
Sir HENRY MAYBURY, Minister of Transport.

ALFRED EDpwarp, Sidney, New South Wales, Australia.

CoLONEL PHILIPPE BUNAU-VARILLA, formerly Engineer of the Panama Canal and first Minister
to the United States from the Republic of Panama.

M. LErPINE, formerly Préfet de Police of Paris.

M. JouTrAIN, formerly Inspecteur Divisionnaire, Préfecture de Police Secrétariat General
Inspection Divisionnaire de la Circulation et des Transports.

M. HENNION, deceased, formerly Préfet de Police of Paris.

M. RauUX, formerly Préfet de Police of Paris.

M. Naubix, formerly Préfet de Police of Paris.

M. MorAIN, now Préfet de Policec of Paris.

M. Waur. H. DuMoNT, formerly on the Matin.

CHAMBRE SYNDICALE DES COCHERS ET CHAUFFEURS DE VOITURES DE PLACE DE LA SEINE.

L’UnioN SYNDICALE DES TRANSPORTS ET MANUTENTIONS.

FEDERATION NATIONALE DES ENTREPRENEURS DE TRANSPORTS.

Baron DE CARTIER, Ambassador from Belgium to the United States.
BureoMASTER MaX, of Brussels, Belgium, who has accomplished much for traffic in Belgium.





