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ABSTRACT

“Main Street, America: Histories of I-95” fills a@gtoriographical gap by arguing
the Interstate Highway System can only be accwyratatierstood through the study of
local histories. The existing literature tends todvaational, system-wide evaluations and
consequently fails to capture the complexity ofltiterstate Highway’s interaction with
the communities through which it passes. By foayisin the backbone of the Interstate
Highway System, 1-95, this dissertation demonssra¢ésponses to Interstate Highways
were dependent on the interplay of myriad localdesc Additionally, it argues that I-
95’s effect on communities was determined by l@calditions. Studying individual
communities along a single route results in a ney of understanding the Interstate
Highway System. Rather than serving as a simphdysitof economic growth or a
harbingers of destroyed cities, 1-95 (and by extemghe larger Interstate Highway
System) emerges as a far more interesting sulgjeetwith a history more complex than

previously understood.
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INTRODUCTION

THE ROAD BEHIND, THE ROAD AHEAD

In August of 1969, the Interstate Highway Systeasw its thirteenth year of
construction. With 28,000 of the 42,500 originglgnned miles complete and 5,000
additional miles in development, the transformatbthe American landscape was well
underway. In many locations where segments ofybtes had opened to the public,
community leaders, politicians, and the media paikte technological marvel.
Elsewhere, Americans eagerly awaited constructienthe news was not entirely
positive: the target completion date establishetOin6é loomed a mere three years in the
future, the updated completion date of 1974 loaketkasingly unattainable, and
financing battles in Washington plagued the progrimnaddition, thousands of miles had
been added to the original plan, exacerbating tbblems. In some locations, opposition
to highway construction had been increasing sineel®60s and now presented a public
opinion obstacle the Interstate Highway Systemr@d/et faced in its early years. In the
midst of this tumultlJ.S. News and World Repgutiblished an article highlighting scores
of locations where the network’s development haghldelayed. The magazine called
attention to specific trouble spots, such as agseg cross-Manhattan segment
connecting New Jersey and Brooklyn and a stretdhgbiway bisecting the French
Quarter of New Orleans. In total, the article caahsixty-six disputes poised to disrupt
277 miles of highway construction. The article wlasnaging to the Interstate System at
a moment it could not afford negative press.

1
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“Trouble for Freeways” suggested the controverkstad were representative of
increasing opposition to the entire projéct.

J.O. Bowen, publisher of the construction tradenal Dixie Contractor,
responded with a fiery letter 19.S. News and World Reporgslitor, noting factual
errors and calling into question the representaggs of the article. Bowen'’s primary
criticism of “Trouble for Freeways” was its impligan that a number of local issues
amounted to a system-wide problem. Bowen wrote, tli@mnational scale that you
attempt to reflect, the difficulties in locatingdhuilding a freeway is na problem, but
a finely grained, heterogeneous complex of locabj@ms that are susceptible of no
major, national, or overall solutioR.As a representative of the industry building the
highways, Bowen’s opposition to any coverage cgdioubt on the network’s progress
and eventual completion was to be expected. How®awven’'s specific critique of the
magazine’s argument set him apart from most otbrgemporaries.

Bowen’s fellow commentators frequently extrapolat@dro experiences to
conclusions about the Interstate System as a wholeexample, in a status report of the
Interstate Highway System published just two momptisr to theU.S. News and World
Reportarticle, theNew York Timesuggested that the same concerns motivated
opposition to Interstates in New York City and Btgélphia, and this experience would

be replicated in additional urban areas when coastm inevitably reached new city

Y “Trouble for Freeways,U.S. News and World ReppAugust 11, 1969, 77.

2J.0. Bowen to David Lawrence, 26 August 1969. HermMalmadge Collection, Subgroup C,
Series VIII, Subseries A, Box 308, Richard B. Rildsberary for Political Research and Studies,
University of Georgia Libraries, Athens. Emphasis Bowen'’s article was never published. Archive
hereafter abbreviated as “RBRL.”
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limits. Of New York and Philadelphia, tidew York Timemisleadinglywrote, “City
officials and civic groups contend that certairehstate urban links will destroy scenic
and historic values, and cause undue hardshigettathilies and small businesses that
will be displaced.® Not only were the protests in these cities notesentative of the
urban experience elsewhere in the United Stateygposition within these cities was
diverse in motivation. New York’s primary oppositizvas partially based on a fear that
highways would destroy ethnic neighborhoods, agthnesarticle suggested, but there
was also a vocal contingent of environmentaliste veared the effect of Interstate
Highways on public transportation funding. Meanwhih Philadelphia, primary
opposition came from individuals worried about peadp values.

Similarly, other observers touted the benefitesbeng from the highways
without an appreciation of local context. This viassumed the Interstate Highways
were so overwhelming as harbingers of positive ghdhat they could overcome any
local realities; experiences in one place wouldgstate to another, regardless of how to
the two locations may have differed. For exampdehighway officials and civic leaders
plotted the course of 1-95 through South Carol®@Barleston’dNews and Courietold
readers they could expect tremendous developmeertantd5 would eventually intersect
I-26. As evidence, the newspaper pointed to Splawt@ South Carolina, where the

intersection of 1-85 and 1-26 had been “the graategjle catalyst to Spartanburg’s recent

% Joseph C. Ingraham, “Status Report on the Interftaad SystemNew York Timeslune 8,
1969.

* For an overview of diversity in urban highway opjion, see Raymond A. Mohl, “Stop the
Road: Freeway Revolts in American Citie3durnal of Urban History80 (2004): 674-706.

www.manaraa.com



economic growth> TheNews and Courieoverlooked the fact that Spartanburg’s
highways intersected fewer than ten miles fromcibecenter while 1-95 would intersect
I-26 at least twenty-five miles away from downto@harleston. The paper also
discounted the tide of industrial development sugghrough Spartanburg prior to the
construction of 1-95 as compared to the econonaigrsdtion in Charleston since the close
of the World War 1.

Observers across the United States eventually tamealize what Bowen had so
eloquently expressed in his letteldd5. News and World Repphtterstate Highways
were the product of the diverse political, cultusedonomic, and social environments
they traversed. In 1965, for example, Georgia gowe€Carl Sanders commented that
“the problems on I-95 have been locally baseduiring the initial decades of Interstate
construction, however, few seemed to share Bowanright. The historical record is
replete with examples of individuals treating theetstate Highway System as a
homogeneous entity.

The historiography of the Interstate Highway Systeftects the common
tendency of historical actors to view the Systema astwork of roads without variation.
Fueling the historiographical blindness toward regeneity is the philosophical slant of
much of the earliest literature. Highway detractuthored many of Interstate Highway
histories in the 1960s and 1970s, and their workwvary critical of the System. Mark
Rose characterizes most of the writers duringghisod as “social critics” who were not

interested in the history of the Highway Systermah as arguing against further

® “Bring 1-95 Near the SeaRews and CourierApril 30, 1963.

® Carl Sanders to Sam L. Varnedoe, 20 September, T5Sanders Collection, Series |, Box 4,
RBRL.
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construction. The contributors to this critical point of viewrggrally saw highways as
destroyers of cities and the cause of America’sip&us reliance on the automobile.
With the intent of arguing against Interstatesningple, these scholars were disinclined
to treat the roads with nuance.

Some social critics maintained their campaign agjdirterstate Highways for
several decades and continued writing long afenéitwork was largely complet®y
the 1980s, however, a handful of Interstate Highstagies emerged that aimed to
understand the complex history of the roads. MarkesInterstate: Express Highway
Politics (1990) and Tom Lewidivided Highways: Building the Interstate Highways,
Transforming American Lif€1997) stand as the best-researched and most ttiolugh
analyses of the Interstate Highways. More recefily| Swift'sThe Big Roads: The
Untold Story of the Engineers, Visionaries, andilbtazers Who Created the American

Superhighway§2011) contributed to the limited collection of stdrly interpretations of

" Mark Rose|nterstate: Express Highway Politics, 1939-198%0xville: University of
Tennessee Press, 1990), xiii.

8 Jane Leavitt contends that the United States drsiap building highways in most cases, as she
says they are the primary cause of urban sprawtl@dverall decline in the quality of urban life.the
introduction, Leavitt makes clear her position,gdaiming, “This book is about the men and instang
who promote highways and how they destroy our diescschools, homes and parks.” In making this
case, Leavitt singles out Interstate Highways aatbst harmful. Jane Leavi8uperhighway—Superhoax
(Garden City, NY: Ballatine Books, 1970), 9. Sesoah.Q. MowbrayRoad to Ruir{Philadelphia:
Lippincott, 1968); Richard O. Davieshe Age of Asphalt: The Automobile, the Freewag,tha
Condition of Metropolitan AmericéPhiladelphia: Lippincott,1975); and Jon R. Megad Jose A. Gomez-
Ibanez Auto Transit and Citie§Cambridge, MA: Harvard University Press., 1981).

° In Asphalt Nationfor example, Jane Holtz Kay argues for a “depgihAmerica,” a massive
scaling back on road construction in favor of exgethpublic transportation. Kay sees the UnitedeStaf
the late twentieth century as disenchanted withways, saying, “A landscape sacked by its highweass
distressed Americans so much that even this git-faation is posting ‘No Growth’ signs on developrhe
from shore to shore.” Jane Holtz Ka#ygphalt Nation: How the Automobile Took Over Ansedad How
We Can Take It BaqiNew York: Crown Publishers, 1997), 9.
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the Interstate Highway System. Collectively, thsgmlies provide an excellent account
of the political, social, cultural, and technicahtours of the most ambitious public
works project of the twentieth century. They filleidtoriographical voids by detailing
the major players at the national level, analyzhmegdebates in Congress that culminated
in the Federal Aid Highway Act of 1956, and prowigliaccounts of how the roads had
affected Americans—positively as well as negatiV8[Jhese contributions, taken with
earlier studies, have resulted in a body of lite@that competently details the history of
the Interstate Highway System at the national level

The propensity to think about the Interstate Higin&8ystem only in national
terms, however, has resulted in an incomplete amesmes flawed understanding of the
subject. Studies of the Interstate Highway System thatrgitdo analyze the network as
a whole overlook or downplay the significanceafdl realities on the contour of the
network’s history. LewisDivided Highwaysfor example, uses episodes from across the
country as it paints a picture of the Interstatpegience. These local accounts are

insightful and well-researched, but Lewis preseatsh as emblematic of the national

19 popularly known as the National Interstate andebsé Highways Act, the Federal Aid
Highway Act of 1956 codified the financing struatihat made the Interstate System possible andtedt
construction. The history of this landmark legiglatis very well documented in most studies of the
Interstate System.

For an examination of intersection between highplayning and politics, see Bruce E. Seely,
Building the American Highway System: EngineerRalicy Makers(Philadelphia: Temple University
Press, 1987). For studies of the effects of Irnagedtighways on urban centers, see: Raymond M@hk “
Interstates and the Cities: The U.S. Departmefirafisportation and the Freeway Revolt, 1966-1973, "
The Journal of Policy Historg0, no. 2 (2008), 193-226. A few interesting stsddf Interstate Highways
have come out of the field of Geography. These witgkd to focus on the ways Interstates alter the
patterns of urban society. See: Peter O. Muellenarisportation and Urban Form: Stages in the Spatia
Evolution of the American Metropolis” ithe Geography of Urban Transportaticgds. Susan Hanson
and Genevieve Giuliano, 59-85. 3rd ed. (New Yorkilf8rd Press, 2004).
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story. For example, Lewis commits a chapter toyaad the urban revolts that plagued
the Interstate Highway System in the 1960s and 4946 uses the resistance to I-10 in
the French Quarter of New Orleans as his case saudlyhe provides an excellent
account of the historical and political context float specific highway battle. However,
Lewis submits what observers came to call the “S8ddattle of New Orleans” as
representative of contemporaneous urban revoltewhoviding only a paragraph each
to the struggles in Philadelphia, San FranciscosWeton, New York, and Bostdh.
Lewis misleadingly implies New Orleans is interchaable with any of its
contemporaneous highway protests when seeking @derstanding of the urban revolts.
The desire to write a national history of the Istate Highways drives Lewis to write an
account ofvhathappened in locations across the country, bushaat commit the
space to explaiwhy. Holding up one episode as an explanation is aritgr flawed, as it
implies an equivalency across communities that kirdigl not exist. Each location’s
experience with highways directly resulted frontamstances particular to that
community, and to date, national accounts of therstate Highway System have failed

to capture the deeply textured reality of the nekigohistory.

™ Tom Lewis,Divided Highways: Building the Interstate Highwaysansforming American Life
(New York: Penguin Books, 1997), 179-210.
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A handful of location-specific investigations ddsx? They successfully
contextualize particular episodes in the historthef Interstate System and admirably
explore the interplay between local reality andhifghway; however, as stand-alone
studies, they do not allow for comparison, and eactusions can be drawn about the
representativeness of the case study on the Systenwhole. Ultimately, these accounts
reveal much more about the community under congiaer than they do about the
Interstate. With national studies that fail to etplthe significance of location on one
hand and microstudies that fail to comment on tyete®n, writ large, on the other, the
historiography needs to bridge the gap and acdouhdcal texture while attempting to
understand the broader history of the Interstagghay System. One approach that
satisfies this aim is to study individual roads dAdespite what has now become

considerable literature on the Interstate Highwgst&n, few works take this approach.

25ee: Joseph F.C. DiMento, “Stent (or Dagger?)érHbart of Town: Urban Freeways in
Syracuse, 1944-19673age8, no. 2 (2009), 133-161; Douglas H Haebildé® Baltimore Expressway
Controversy: A Study in the Political Decision-MadsiProcesgBaltimore: John Hopkins University Press,
1974); Richard Henry Ginn, “Interstate-40 Throughe@on Park: A Case Study of Location Decision-
Making,” Master’s Thesis, University of Tennesse@70; and John E. Seley, “The Kink in Nashville’s
Interstate-40,” irThe Politics of Public-Facility Planningd. John E. Seley (Lexington, Massachusetts:
Rowan & Littlefield, 1983), 57-66.

13 Roads predating the Interstate Highways have teefocus of dedicated studies much more
than have the Interstate Highways. Route 66, itiquéar, has been the subject of an expansive lbbdy
literature. See, for example, Quinta Scott and S@ace Route 66: A Highway and Its People
(Albuquerque: University of New Mexico Press, 1988} Peter B. DedeMip to the Trip: A Cultural
History of Route 6@§Albuquerque: University of New Mexico Press, 2p®ooks have been written with
individual Interstate Highways as the subject; hesvethey are generally lacking in depth of resieanc
analysis. See, for example, Diane Perti@]: The Great Warriors TracéGainesville: University of
Florida Press, 2010).
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[-95, the backbone of the Interstate Highway Sysisrthe ideal road for such a
study, as it traverses a diverse cross-sectioneobtnited States. It also warrants
dedicated study in its own right given its singudagnificance to the country. Despite
this, there are no dedicated studies to the raaetcBing 1,917 miles from south of
Miami, Florida, to the Canadian border in Main®5lpasses through fifteen states, feeds
forty-six seaports, and serves 103 commercial @sp®n an average day, 72,000
vehicles drive on I-95, but traffic volume can re&©0,000 vehicles on holidays and
other peak travel periods. Of all the miles drieenAmerican roads, 1-95 constitutes 35
percent. The 1-95 corridor, consisting of countlest lie within twenty miles of the road,
constitutes only 10 percent of the United Statasdlarea but is home to 37 percent of
the country’s population, nearly 110 million peapl&is zone’s economic output is
staggering; it bears $4.7 trillion in economic protion every year, which accounts for
almost 40 percent of the national GDP. In facthé& I-95 corridor were an independent

nation, it would have the third largest economshia world** Despite its exceptional

There are a few works that do a wonderful job estptpthe history of individual roads. Angus K.
Gillespie and Michael Aaron Rockland’soking for America on the New Jersey TurngiRescataway,
New Jersey: Rutgers University Press, 1992) bnilljgargues the eponymous road reflects the vailfies
the engineers who designed the road, the poliiciemo control it, and the citizens who travel ujiton
More recently, Anne Mitchell WhisnantSuper-Scenic Motorwa{Chapel Hill: University of North
Carolina Press, 200@&xplored the role of the Blue Ridge Parkway ingébhenomic development of
southern Appalachia and the relationship of thel toahe notion of “the public good.”

144195 Facts and Stats,” I-95 Corridor Coalitiocassed February 13, 2011,

http://www.i95coalition.org/the-coalition-2/i-95¢ts/. Portions of website adapted from NPR analykis
U.S. Census Bureau Data. All figures accurate aBeffruary 13, 2011.
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importance to twentieth—and now twenty-first—cegtdmerican history, no scholarly
work has focused on it.

[-95 proves to be an excellent lens for a studihefrelationship between roads
and the communities they traverse. 1-95 passesdghror near some of the most
populous cities in the United States; it also thtsugh farmland, small towns, and
coastal communities. A drive up or down I-95 pr@adhe tourist with an impressive
view of the diverse American landscape, from thgdat urban centers of the country to
picturesque tobacco fields, from the pine fore$tglaine to the palm groves of southern
Florida. In some places, 1-95 drew traffic off aldeghways, such as U.S. 1, and in other
places, it connected communities via a major highteathe first time. 1-95 aided in the
economic development (or redevelopment) of som@mnsgsuch as the Research
Triangle of North Carolina, and elsewhere destrapedivelihoods of citizens who used
to make a living off the travelers on old highways.

To say Americans welcomed or resisted 1-95 wouldrdossly simplistic. In some
places, observers celebrated 1-95 as a heraldogfess; in others, they resisted it as a
noxious force. Some community leaders fought tae®®5 through their towns. In other
locales, environmental and historical preservasisniought to keep precious resources
out of its path. Some cities welcomed 1-95 in hojpeguld revive downtown

economies; elsewhere municipal leaders and resideated the highway would destroy

15 Dianne Perrier'$nterstate 95: The Road to Sun and SéRdinesville: University Press of
Florida, 2010) purports itself to be a culturaltbiy of I-95; however, the highway is mentionedgioesly
few times. The book instead focuses on the I-9&aar, specifically its history prior to 1-95’s
construction.
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urban centers. An understanding of 1-95 requiresmaplete understanding of the
circumstances under which it came to be in itsdathplexity and texture.

A dedicated study of 1-95 yields conclusions th#eo works on the Interstate
Highway System have not been able to reach. Theeptetudy reveals community
attitudes toward the highways were incredibly caogted and were dependent on a
calculus of socioeconomic status, proximity to pn@posed route, aspirations for one’s
community, and a number of additional factors. 8ik65 cuts through a diverse
segment of the United States, the complexity &f tailculus becomes especially
apparent.

This study of I-95 also reveals that more loadgle favored the highway than
the historiography indicates. While much of therbiture paints a picture of concerned
citizens standing up to business and political pngmts of the highways, the story of I-
95 suggests that citizens, both political and igali frequently supported the
construction of superhighways. Additionally, di#arces of opinion among politicians,
businessmen, and other community leaders comgtib Highway supporters frequently
cited the arguments employed by the highway lobbgmconvincing the United States
to build the Interstates when explaining their suppf I-95. This suggests the highway
lobby’s influence was far more pervasive than hiates have previously argued.
Whereas the current literature focuses on the Iskibfluence over politicians and some
civic leaders, the story of 1-95 reveals the argotsdrickled down through many layers
of society due to previously overlooked effortdlud lobby, especially the American

Automobile Association.

11

www.manaraa.com



This study of 1-95 also reveals that many obsergaxv symbolic value in the
Interstate Highways from the moment of inceptiohe historical record is replete with
individuals viewing the Interstates as symbolsmaigpess, modernity, and wealth.
Beyond this, Americans frequently framed 1-95, $ipeadly, as a symbol of national
unity. At a time when the media and national leadexquently reminded Americans of
regional differences through accounts of civil tgghctivities in the South, many viewed
I-95 as a thread that would bind the North and Stagether.

It is important to note that no study of I-95 canttuly comprehensive, especially
one that aims to understand the local historiesceted with the road. There are simply
too many towns and too many people impacted b¥itpevay for a fully inclusive
investigation. Through carefully selected and repng¢ative case studies, however, a
scholarly endeavor can tell a broad story withvated scope. Anne Mitchell Whisnant’s
excellentSuper-Scenic Motorwastands as proof. While the book does not accaunt f
every town the Blue Ridge Parkway passes or evakatry opinion expressed of the
road, Whisnant does a remarkable job of illustgathre complexity of the Blue Ridge
Parkway’s history by evaluating well-chosen caseliss™®

No period in the life of I-95—or any Interstate—wassrevealing as the time
before construction begins. Before routes were nofftt@al and bulldozers began
overturning earth, communities experienced peradspeculation and rumor, followed
by the official planning phase, when engineers ceotell studies and interested parties
attempted to influence the route and other charatts of the road. While the history of

I-95 certainly transcends this stage, the periadiges the most insight into what

18 Whisnant,Super-Scenic Motorway.

12

www.manaraa.com



motivated historic actors and serves as the masefground for investigation. As such,
this study explores many routing controversiesabstd explores other stages of 1-95’s
development.

Before delving into local context, it is importantestablish the national contours
into which 1-95 appeared. In that regard, ChaptéAINew Vision Has Come to
Motoring Man,” explores highway advocates’ argursantfavor of Interstate Highways.
Drawing heavily from the collections of the AmemcAutomobile Association, this
chapter briefly traces the events leading up tdl®t6 signing of the Federal Aid
Highway Act, which moved the Interstates from draameality. The legislative battle
culminating in this landmark legislation has beezllwwocumented by several scholars,
so this chapter provides only a cursory surveyefinportant milestones. Instead, it
focuses on the efforts of the AAA and other highywagponents to espouse the benefits
of Interstate Highways and explores the argumesdsl .uThen, using two 1-95 ribbon
cutting ceremonies as case studies—one in Richmdnginia and one in a rural area on
the Maryland/Delaware state line—the chapter demnates how the benefits that
highway advocates chose to highlight were highlyethelent on locality.

Chapter 2, “People and Progress in Wilmington, ale,” examines a 1957
routing controversy in the industrial Mid-Atlantity. As one of the first urban centers to
receive 1-95—or any Interstate Highway, for thattt@a— Wilmington presents an
intriguing opportunity to study urban responsethinterstate before the “urban crisis”
of the 1960s and 1970s. In these early years efdtete Highway construction, few
people argued Wilmington did not need or want |HR&ther, the Wilmington story is one

of “Interstate hot potato,” where every group adjtiee highway would be a great boon
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to the city—so long as it was routed through sordghlelse’s neighborhood. A proposed
route along Jackson and Adams Streets drew coabi@eattention since it was favored
by the Delaware State Highway Department and sesé¢lse main narrative thread in
this chapter. The discussions surrounding thiseroeneal how urban highway
controversies proceeded before serious doubts dhelenefit of Interstate Highways
were prevalent. In an environment where the benefihighway construction were
rarely questioned, how individuals balanced thesige for community progress with
personal preservation makes for a fascinating eur@rrative to the dominant “urban
resistance as urban revolt” narrative.

The value of Interstate Highways was not accepsedeéinite when Delaware
moved to extend I-95 into Wilmington’s northern atlis in 1965. The communities of
Arden and Ardentown took a vastly different appfrotxresisting the Interstate than did
their southern neighbors nearly a decade earliberdas the residents of downtown
Wilmington generally wanted the road built so l@wit did not route through their
neighborhoods, Arden and Ardentown residents e Vialue in 1-95. The difference in
attitudes between these two episodes in Wilmingtbirstory was partly driven by the
elapse in time and partly driven by the charadiesof the communities involved.
Chapter 2 concludes by considering the factorsdbfihed the different courses taken by
the Jackson/Adams Street and Arden controversies.

Chapter 3 investigates resistance to 1-95 in tmercanities between Trenton and
Newark, New Jersey. With events transpiring overdburse of the 1960s and 1970s,
New Jersey’'s encounter with 1-95 fell squarely itite urban revolt period and arguably

stands as highway opponents’ most successful cgmpBine communities of Princeton,
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Hillsborough, and Piscataway make for significaamec studies because they provide an
opportunity to understand how and why large townstmajor urban centers—
responded to the threat of Interstate Highwayss&l®mmunities have been largely
overlooked in the literature on highway resistaasepast studies have favored revolts in
metropolises. This chapter rectifies this historagdnical gap and, in so doing, assesses
how demographics, politics, and culture of thesengave shape to the resistance
efforts.

Not all communities opposed Interstate construationng the 1960s, and
Chapter 4 uses southeast Florida coastal citi@samns to illustrate this. Concurrent
with the opposition in New Jersey and Wilmingtonathern communities, Florida held
state-wide elections in which West Palm Beach, Patce, and other Florida cities
became central subjects. At issue was whethertébe af Florida had purposefully
delayed construction of 1-95 in order to maximizefjis on a parallel toll road. In
decrying the alleged actions by the state of Farile people of these coastal
communities demonstrated an intense desire for TFBB pattern of southeast Florida’'s
development and structure of the region’s econoenyesl as the most significant engines
behind support for 1-95.

Chapter 5 explores a 1963 controversy in Southl@arevhere two communities,
Charleston and Florence, engaged in rival lobbgiffigrts to sway the route of 1-95
toward their respective borders. While the previcase studies reveal alliances between
residents and politicians, churches, economic leo®sand others, everyday citizens were
largely absent in South Carolina’s routing contrsye This chapter seeks to understand

the motivating factors that compelled Charlestod Blorence’s lobbies to push for
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favorable routings and also considers why mostlezgs chose to stay silent while
politicians and economic boosters engaged in thatde

Chapters 1-5 largely deal with planning and buaidgdihe Interstate. Chapters 6
and 7 consider the effects of 1-95. Once routingsewinalized and the road was built, I-
95 began the next phase of its life, affectingftiiere of communities and the day-to-day
lives of its neighbors. Here, too, local realitpayed a critical role in the history of 1-95.
Chapter 6 explores the effect of 1-95 on Jacksomd\eapredominately African-
American community in Richmond, Virginia. Once ciesed the “Harlem of the
South,” Jackson Ward'’s thriving commercial, cultpyaamd social scenes were disrupted
by the arrival of I-95, which bisected the neightmyd. This chapter considers to which
extent |-95 facilitated the downfall of Jackson \Wand the extent to which Jackson
Ward's local circumstances gave shape to 1-95.

Chapter 7 examines coastal southeast Georgiaderstand the effect 1-95 had
on communities it bypassed. Mcintosh County, Geohgid built its economies—
legitimate and illicit alike—off the traffic U.S funneled through. 1-95 drew these drivers
a few miles to the west and left the people of Mash County searching for answers.
The sudden absence of out-of-state drivers pasisinggh Mcintosh County also served
to dethrone a corrupt police chief who had budngicant power through his ability to
control the activities along U.S. 1. Part of thisyer included bending the communities’
race relations to his will; in this way, the apeare of 1-95 just outside Mcintosh
County’s borders dramatically changed the very gpidaing of society in this region of

coastal Georgia.
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When taken in total, this dissertation aspires bhatn.O. Bowen accusétsS.
News and World Repodf failing to do in 1969: it aims to understane tiheterogeneous
complex of local problems” that plagued an Interstdighway System’ It also
transcends Bowen'’s call by attempting to illustthizt everything about I-95 is a
“‘complex,” the problems and benefits; the suppod eesistance; the local and the
national. In short, 1-95’s history is far more cdiogted than previous research suggests.
Forty years after Bowen recommendg®. News and World Repaake note of local
circumstances when attempting to understand latterstighways, this study heeds his

advice.

Y “Trouble for Freeways”, 77.
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CHAPTER1

“A NEW VISION HAS COME TOMOTORING MAN” 18

American University President Paul F. Douglass arasnusual choice to deliver
the keynote address at the Annual Meeting of therean Automobile Association
(AAA) in early November, 1947. Since the AAA’s fading in 1902, club members had
come to annual conventions expecting speechespisstanging from road financing to
the importance of increasing public awareness ®btiganization’s activities. Dictated
by the AAA’s status as an inchoate organization sehfmture depended upon the growth
of the personal automobile and the enthusiasnsahémbers, these past addresses
served the purpose of giving attendees directoithie coming months. Past speeches
had encouraged members to grow the organizatioamalmership and informed delegates
of AAA initiatives that would serve as selling ptdrwhen recruiting new members.
Previous speakers included local club leaders,raisithg experts, and policy wonks. Dr.
Douglass, a renaissance man who dabbled in polditysplanning, law, and journalism,
among other interests, was notably different from@rg past keynote speaker. His

speech, likewise, broke from tradition. Far leseebucratic

18 paul F. Douglass, “The Civilizing Road,” (speestliided in stand-alone document, “Annual
Meeting of the Delegates of the American AutomoBissociation,” Washington, D.C., November 4,
1947), AAA Archive, Heathrow, Florida, 75. The Arizan Automobile Association possesses an
extensive collection of publications and unpublékdecuments at its headquarters in Heathrow, Forid
The collection is not maintained by archivists &ad no official organization. The “archive” is essally
a room with shelves upon which materials have lpdgred as they were discovered. As such, the aitsti
for sources found in this archive will include asah information as possible to allow subsequent
researchers to find said sources; however, resaeatble AAA, while rewarding, requires extensive
hunting and patience.
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and far more visionary, his address, “The CiviliglRoad,” audaciously challenged AAA
members to imagine their efforts in the contexttaian history. Beginning with early
man’s advent of “direct paths over which men amidhals moved to supply their
immediate physical needs” and concluding with @ovi®f roads that would one day tie
the world together, Douglass argued for the impmezof roads in the story of
mankind*® Underlying Douglass’ account of the history of readas the argument that
the AAA stood to set the course for the next tugrpoint, to take the next step toward a
day when roads would promote freedom across theegléor an organization that had,
since its inception, focused on important but gliah business of automobile ownership
and use, Douglass’ call seemed revolutionary.

Those who followed the various AAA publicationswever, were not surprised
by Douglass’ message. AAA leaders had been plarfoing superhighway push as
World War Il raged in Europe and the Pacific and revealed portions of their plans
throughout the 1940s. Those in attendance constguederstood the implicit message
in Douglass’ speech. Conference attendees wouldimgiy return to their home towns
and recruit new members; Douglass’ address meanspare an army of advocates for a
state-of-the-art highway system. “The Civilizingd&l) served as the opening shot of the
AAA's full-blown efforts to persuade the Americargple and Congress to construct
what would become the Interstate Highway System.

The ensuing lobbying and legislative activitiesttidminated in the Federal Aid
Highway Act of 1956, the law that approved finamcof the Interstate Highway System

and moved the network from dream to reality, hanbeery well documented. Most

9 bid., 67.
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notably, Mark Rose’interstate: Express Highway Politickes a remarkable job of
distilling the myriad interest groups and numeroasipromises into a succinct and
insightful narrative. Other observers have contedwadditional research on this subject.
Tom Lewis’ Divided Highways: Building the Interstate Highwaysansforming
American Lifetraces the historical antecedents of the systeho#ars illustrative
biographical analysis of the key players. More néegorks by Earl Swift and Dianne
Perrier have provided further analysis of the lstiie System’s formative years. Swift's
The Big Roadsccounts for much of the same material as Leveidiex Divided
Highways but introduces more players to the story. Pésri@ork is a long history of |-
95, which, among other topics, explores how Nafiveericans used the route of 1-95
long before European settlers arrived on the centiand, later, how nineteenth century
railroads sparked the tourism industry that woatéi rely heavily on 1-95. As a result of
these works and others, the origins and adminiggraistory of the Interstates are well
understood. The existing literature, however, laded to adequately explore one of the
most important aspects of the Interstate Systemtsiy. While the legislative battles
and lobbying efforts were undeniably vital, theyukbhave had little effect without the
war for public opinion that began in the 1940s aadtinued long after construction
commenced.

At an estimated cost in the billions of dollars,im@&mericans were not
immediate supporters of the initiative to buildewmnationwide highway systeffiSuch
a construction project would require new taxesjtauthl federal involvement in state

affairs, and tremendous financial obligations bg $hates. When Americans first heard of

2 yse of Super-Roads Predicted for 1958e Atlanta JournalJune 27, 1956.
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plans for the Interstate Highway System, counttpssstions arose. Questions about
financing: Who would pay? Would non-users pay @migortionate amount? Questions
about administration: Who decided where roads wgold Would these be toll roads?
But most importantly, questions about value: Whyentbese roads necessary? Were
they worth the cost? Until highway advocates caddvince the American people, the
business community, state governments, and ultijma@@engress of the value of such an
undertaking, there was little hope for realizatodnthe plan. Convincing these groups of
the Interstate Highway System’s value requiredtifigng arguments that would sway a
majority of Americans and then wielding these argota effectively!

Those who joined the effort to actualize the unpdented building program
employed myriad arguments. The literature, withywray degrees of accuracy, notes the
benefits of Interstate Highways according to adtesaf the System. The arguments,
when mentioned, are usually introduced as pahetdgislative debates—not as
arguments used to sway public opinion. The legshisticated accounts have reduced
the numerous and complex arguments in favor of damohighway system to three:

greater economic growth, increased driver safetg,improved national defense. These

% The existing scholarship largely overlooks the nieeduild and propagate a case for Interstate
Highways. Some accounts of Interstate history ignbis altogether, implying support for the projeets
natural and universakor example, Earl Swift commits half dhe Big Road#o tracing the events leading
to the Federal Aid Highway Act of 1956, but his @get is almost entirely a story of the Executive an
Legislative branches of the federal governmentr&liealmost no mention of non-governmental ergtitie
involvement in the story, nor does Swift addredslipitsentiment. By Swift's account, there was debat
within the government, but the debate was ovesHtape legislation would take; the question of waeth
the Interstates were necessary or worth the cadtsent. Other scholarship acknowledges the existeh
non-governmental entities in the highway debatéthey are often introduced when their activities
interacted with the governmental process. Mark Rfmseexample, briefly accounts for Project Adeguat
Roads, which “hoped to establish a coalition of peting highway users, contractors, and engineers
behind a program of scientifically based, tax-fread building” in 1954, but Rose fails to delveoitheir
activities outside of the legislative arena. To¢batrary of existing literature, garnering andtairsng
support for the Interstate Highway system was ashnaupublic opinion campaign as a legislative one.
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studies also occasionally submit unsubstantiai@idhsl that will, desire, or pride played a
role in garnering support. [hhe Roads that Built Americtor example, Dan McNichol
argues “the roots of the System are militaristid dafensive, with a large dose of
national pride thrown in** Those inclined to believe McNichol’s interpretatiof the
reasons America built the Interstate System asdliiknformed by the oft-cited story of
how Eisenhower, upon seeing Germany’s Autobahrtiormduring World War I, was
determined to see America construct a competitigeviay network. While the story of
Eisenhower’s experience is true, advocates ofrttexdtates rarely invoked national pride
when making the case for the superhighways duhad ©40s and 1950s. Instead,
purported benefits were often more tangible. RogklLawis posit economic growth,
driver safety, national defense, social progresd,the relief of urban traffic as the key
benefits touted by highways boosters. While celydlmre most complete list of benefits
in the current literature, it is not comprehensimeerstate advocates certainly submitted
these five benefits when promoting the highway prog however, they also often
employed additional pro-Interstate arguments thatistoriography has overlooked.

This chapter begins by surveying the origins ofltiterstate Highway System. In
so doing, it provides a brief summary of the mibests covered in several previous
histories of the superhighway network. This accphatvever, focuses on the public
relations component of Interstate history. As stlc,AAA appears prominently, as it
played a significant role in the formation and geshtion of the pro-Interstate

arguments. The AAA and its fellow highway boostesognized the importance of

22 Dan McNichol, The Roads that Built Ameri¢&lew York: Sterling, 2006), 10. McNichol’s
entire study is simplified to the point of incorteess. He claims, for example, that Eisenhowelirzalty
envisioned the system.
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tailoring the pro-highway message for specific andes. While the general arguments in
favor of the superhighway network remained throughbe 1940s, 1950s, and 1960s,
boosters highlighted particular benefits dependinghe target audience. Often, boosters
changed the message based on the particular batanultural, economic, or social
environment of the locality they addressed.

Boosters did not cease promoting the benefitstefstate Highways when the
Federal Aid Highway Act passed in 1956; in facgitlefforts increased after they won
the initial battle to build the System. Even thoulyd Highway Act established a means
of paying for the construction, financing was agperal fight in Congress. The Highway
Trust Fund became a target as some elected offisi@hted to use the funds for other
initiatives, which led to the Trust Fund servingaggawn in Congressional battles. Each
year, some member of Congress held the annualrdestment to the account as ransom
in budgeting negotiations. As such, highway bosstewver felt safe reducing the
intensity of their advocacy, and their fear worsktigough the 1960s as some urban
areas began to vehemently resist Interstate daveop Sympathetic congressmen, such
as Massachusetts Senator Ted Kennedy, mounted igarapa divert highway funding
for public transportation and other “urban frieridlyitiatives. This threat further
motivated highway supporters to sustain their adegefforts. Despite this unrest—and
perhaps due to the continual efforts of highwaypsufers—the Interstate Highway

System developed, mile by mile, year after yeagn8mts of the Interstate Highway
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System continued to open for nearly fifty yeargiathe Federal Aid Highway Act of
19567

The completion of segments of the Interstate Syst@sithe subject of much
fanfare, an opportunity for civic leaders to cedbrtheir state or municipality’s
accomplishment and for local citizens to glimpseen test drive the roads that
promised to usher in a new wave of developmentsafety. Highway advocates seized
upon these ribbon-cutting ceremonies as high-\isilspectacles from which they could
champion the construction of additional miles gdtesdt. Two ribbon-cutting ceremonies
along I-95, one in Richmond, Virginia in 1958 ambther on the Mason-Dixon Line
between Maryland and Delaware in 1963, saw speakelaittendees extol the
superhighway. These two events witnessed highweagaates not only celebrate the
frequently cited benefits of highways but also dettention to benefits that scholars of
the Interstate System have generally overlookedlitAxhally, these events provide
excellent opportunities to explore how advocatesred the pro-highway arguments
based on locality. Ribbon-cutting ceremonies, réigas of the location, were an
opportunity to push for further highway construntend also to celebrate the long
struggle that culminated in a stretch of brand asphalt.
ANTECEDENTSAND MOMENTUM

The Interstate Highway System, as imagined dumthiemmediately after World
War Il, was the latest manifestation of a persiséenl long-running drive for good roads

in the United States. Since the first man tookvwheel of an automobile, the need for

3|t is important to note here that the Interstaighiay System is still not complete as of 2015.
Congress added additional miles to the network kftgy 1956. Additionally, the urban revolt sucoegdh
a few locations. Perhaps most notably, 1-95 bréainceton, New Jersey as a result of the opjposio
the highway. This will be discussed further in Qiea 3.
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better roads had been apparent. Prior to the figegersonal automobile, bicycle
enthusiasts were the primary group championingtimstruction of new roads or
improvements to the existing. By the turn of themeth century, automobile advocates
had grown in number to the point they appropridbedGood Roads Movement from the
bicycle lobby. The Good Roads Movement, under ¢laeérship of automobile
enthusiasts, promoted the Lincoln Highway and Jdtex Dixie Highway, which

provided car owners the ability to tour the Unitdtes while driving east and west, and
then north and soutlf. These routes were part of the informal networkuwb trails
network that served as the best option to drivethe early twentieth century.

By the 1920s, the inadequacy of America’s systelawbd trails was apparent.
Usually privately funded and poorly maintained,sheoads simply could not sustain the
number of cars and trucks using them each day.f&deral government, recognizing the
economic benefit of roads capable of facilitatingoanobile traffic, instituted the United
States Numbered Highways in 1926. Many of the #aits established earlier in the
century, the Dixie and Lincoln Highways includeéchme part of the system after
considerable upgrades. As the nation’s first irdeggt and government-maintained road
network, this system pushed the United Statestirdonodern age of transportation,
which only fueled the popularity of the personaiocmoobile. Even as the United States
Numbered Highways developed, observers questidredlong-term effectiveness, as

they were incapable of handling the ever-growimdfit of the United States and were

%4 Several good histories of these roads and the ®oadls Movement, in general, exist. See, for
example, W.C. Hilles, “The Good Roads Movementim Wnited States, 1880-1916" (master’s thesis,
Duke University, 1958); Drake Hokansdre Lincoln Highway: Main Street Across Amerft@ava City:
University of lowa Press, 1999); Howard L. Presimt Roads to Dixie Accessibility and Modernization
in the South, 1885-193Knoxville: University of Tennessee Press, 1991).
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notoriously dangerous. The United States fell antrycle of building roads intended for
yesteryear. As Mark Rose observes, “The pace af bodding never kept pace with

traffic increases nor with visions for faster traffsocial and urban change, and economic
improvement.?> As the 1920s wore on, one truth became increasamgparent: the

United States required a system of highways baoilttie automobiles and traffic volumes
of the future.

The Great Depression slowed the growth of the pailsmutomobile ownership
rates, but a new highway system remained on thesrohsome American leaders. The
Hoover administration briefly considered the jokating potential of a massive highway
building program, but it was Harold Ickes who fissfomitted a formal proposal for such
an initiative. In 1933, Ickes proposed a statehefart, limited-access, nationwide
superhighway network as a New Deal public workggmto The notion intrigued
Franklin Roosevelt, who went so far as to develéipancing plan for the initiative, but
the President ultimately opted to invest the gowent’s resources elsewhere, declaring
highway programs “do not provide as much work &®iomethods of taking care of the
unemployed.®

Wartime restrictions on gasoline, oil, steel, aniober had drastically reduced the
opportunity—and thus, appetite—for recreationavidg, and the public consequently
deprioritized better roads during the early 1940metheless, the idea of a postwar

highway construction program persisted throughoM{MWFederal Roads Commissioner

% Rose 13.

% samuel I. Rosenman, e@yblic Papers and Addresses of Franklin D. RoosgVel. 8 (New
York: The Macmillan Company, 1941), 229.

26

www.manaraa.com



Thomas Harris McDonald and his engineers beganlaewng a plan for a national
express network in 1941, but Congress stymied thgram when it heeded the desires of
farmers, who wanted rural routes developed andoxgat, and interstate trucking
companies, who vehemently opposed the fuel taxpsresl to build such a system. The
American Association of State Highway Officials (B&NO) similarly advocated a
40,000-mile expressway network in 1943 but ran theosame opposition as the Federal
Bureau of Public Road<$.Automobile manufacturers, gasoline distributairs, t
companies, and other enterprises also shared sisioé massive postwar road building
program but found little success advancing beybeddea phase. By the time Paul F.
Douglass delivered “The Civilizing Road” to the Aral Meeting of AAA Delegates in
1947, the AAA and other advocates of a superhighsyatem had been watching roads
fail to live up to expectations for nearly forty4i years and saw few signs the complex
problems that had prevented previous initiativesnfisucceeding would relent any time
soon.

The AAA developed the superhighway system stratkglultimately succeeded,

as marked by the passage of the Federal Aid Higeapf 1956, during World War

271-95 at least in concept, had been long considpaetof the Interstate network. Franklin
Roosevelt's aforementioned crude plan for a neaiay system included only six roads. One of the six
was a route that closely mirrored the path I-95 @ventually take. Thomas Harris McDonald had
suggested an eastern seaboard route would beiaks®the network. A road tracing 1-95's route was
included in every proposed rendering of the IntgesBystem. The Interstate System routes did netve
their numbers until 1957, when the long-conceivade officially received the “I-95” designation.
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11.%8 As the nation’s preeminent club for automobile driging enthusiasts, the AAA’s

interest in Interstate Highways was natural. Tiganization viewed the Interstate
System as the catalyst that would bring the Urf@tades fully into the automobile age,
further encouraging the proliferation of the perautomobile as the nation’s primary
form of transportation. The AAA presented its ptarthe club’s members throughout the
war, and the strategy clearly demonstrates thenotrgiion understood why previous
superhighway proposals had failed. The AAA did make recommendations about how
many roads should be built or the path they shtakd, choosing instead to focus on the
framework necessary to push through the requirgidliion?® In February, 1945, AAA
leadership presented some specifics of its plaharorganization’s flagship publication,
American MotoristThe AAA called for a unified network of roads afdtional” and
“interregional significance” administered by onddeal agency that would coordinate
efforts with the states; the federal Public Roadswistration would identify routes in
conjunction with state highway authoriti®sThe AAA’s deference to the Public Roads
Administration and states on route developmenttgdmthe level of comfort the
organization had with the proposals the partiesdeloped previously. With the

exception of Harold Ickes’ and Franklin Roosevedfghemeral plan, which consisted

% |n a 1958 speech to the Harvard Graduate Schddlisiness, AAA Executive Vice President
Russell E. Singer claimed President Eisenhoweritideicupon [the] far reaching move” of “a ‘grandigla
for highway building in America” in 1954. It is notear why Singer would give so much credit to the
President, especially since it is a well-establisfaet that many individuals had been promoting
superhighways for decades prior to 1954. Singedssp of Eisenhower may have stemmed from an era of
good-will after the long-fought battle for Inter@dHighways ended. Russell E. Singer, “The Motstist
Program for Better Highways: A Case History in FuBlelations” February 27, 1958, Folder: “Speeches-
Singer, Russell: 1961-1965", AAA Archive.

% No single document in the AAA archive containaprehensive plan as developed by the
AAA. Instead, the plan can be pieced together acnadtiple sources.
30“AAA Looks to Future Highways,American Motoristl8, no. 2 (February 1945), 13.
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only of three north-south and three east-west spyeposals universally recommended
connecting most major metropolitan areas. BotiBimeau of Public Roads and AASHO
plans called over 40,000 miles of concrete, anslghtisfied the AAA.

States had previously balked at any highway proghansaddled them with
construction costs. Under the AAA proposal, stateald pay no more than half of the
construction and maintenance expense, and fedsra$fwould come from general
revenue instead of a tax on fuel or automobiless $trategy served the double function
of placating the states and the interstate truclab@y. Under the AAA’s financing plan,
trucking companies would benefit from more efficiemads but would not pay more than
any other industry. The plan also capped the dautions required by the states,
guaranteed significant federal contributions, atddrassed concerns over the
apportionment process. Apportionments for the Wh@tates Numbered Highway
System were the subject of much consternatiorhefetleral government distributed
funds for very specific components of projectseast of the project as a whole. As such,
delays were common while funds were short for glsimaintenance shack even though
the overall road was under budget. In an attemphpwove the process, the AAA
recommended the Public Roads Administration devaltggal cost per state for highway
construction, which would be distributed, earmadef for highway construction and
maintenancé’ This plan also transferred significant controthe states, which reduced
tension among those who feared a public works pt@gethis magnitude gave

Washington considerable opportunity to meddle @esadministration.

31 bid.
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The AAA remained close to the legislation as it m#d way through
Congressional committees and the larger legislgreeess. However, pushing the
legislation through Congress was not the AAA’s @ignactivity during the 1940s and
early 1950s. Instead, the AAA spent most of itsetirallying support for a system of
superhighways. This strategy was based on aststradtions of the prior highway
battles on the part of the AAA leadership. AAA leesirecognized the single greatest
factor in the failure of previous legislation wakek of vocal and enthusiastic support
for the initiative. Regardless of the areas of eatibn, the AAA believed Congress
would agree on legislation if business leadersathdrs with a vested interest in the
Interstate Highway program grew vocal enough abweit desire to see the roads built.
To this end, the AAA was determined to rally roada@cates for its postwar push and
recruit as many new supporters as possible.

The organization began coalition building in theye#o-mid 1940s, with club
members across the country soliciting the supdaahg businesses that would support
the cause. Senior leadership took responsibilitgézuring the support of larger
organizations that would provide the weight necgstapush through legislation.
Lower-ranking officials and local clubs solicitdtetsupport of less influential
businesses. To this end, AAA leaders spoke to agy/imasinesses and organizations as
possible that stood to benefit from a superhighsystem. These addresses often took a
similar shape. The speaker would paint a picturadofinced, almost futuristic,
automobile travel in an attempt to make audiencenbegs doubt their ability to
comprehend how different life would be when the reeav of transportation arrived. In

the case of businesses, especially, the futurg¢avas very lucrative for those who
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capitalized on the growth of automobile travel;gbavho did not seize upon the
transformative power of the Interstate Highways ld@truggle to survive.

The AAA designed speeches to exploit audience tbatsbusiness would pass
them by. For example, speaking to the SouthernlHAatgociation in 1944, AAA
National Travel Director Elmer Jenkins encouradexldudience to imagine the future of
automobile travel and its implications on the htapy business. Noting that “we still
have 80-mile an hour cars and 40-mile an hour rfpdéskins imagined the nature of
driving after the war? In some regards, Jenkins’ list of automobile eckaments
demonstrated considerable prescience, as it indlsdatterproof windshields, air
conditioning, and easy-care upholstery. In othgards, Jenkins’ imaginings took longer
to come to fruition or still remain the materialsgiience fiction: tubeless tires, silent
vehicles achieving fifty miles per gallon, transgarroofs, and cars that received traffic
information via radio signal. These futuristic galsnkins claimed, would be able to
travel over one hundred miles per hour on a newesy®sf superhighways; as driving
became safer, more efficient, and more enjoyabeercans would take to the roads in
unprecedented numbers. And their driving would thieen further from home more
frequently. As they drove to distant locales focatgon, Americans would need lodging.
According to Jenkins, the “hotel men” in attendastm®d to grow their business
exponentially if they advocated for the new highe@The AAA delivered a similar

message to affiliated and unaffiliated automobll#gos and organizations representing

32 ElImer Jenkins, “Post-War Automobile Travel,” frending document in “Speeches” drawer
of file cabinet, AAA Archive, 3.

3 bid. 2-4.
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gasoline distributors, restaurateurs, automobilaufecturers, and business owners in
would-be tourist destinations throughout the 1949®ach case, the message was
essentially the same: the audience would beneddtlyr by supporting the AAA’s efforts
in pursuing a modern highway system and a fututeout a new highway system was
far less lucrative.

The tremendous dedication of the AAA to coalitianléhng and advocacy of a
superhighway system is apparent in the officiabargation records from the 1940s and
early 1950s. Senior leadership traveled extensiaetyon a near-constant basis as they
attempted to stoke interest in the highways. Fangle, the AAA’s Executive
Committee meeting minutes from February 13 andl247 shed light on the fervor with
which the organization advocated for a new highesstem during the 1940s. Since the
previous Executive Committee meeting, held justé¢hmonths prior, AAA President H.
J. Brunnier had traveled to Cuba to meet with th@dfation of Inter-American
Automobile Clubs, to Mexico to meet with a nationklb, and to Los Angeles,
Columbus, and Toledo to speak to various clubkentnited States. Other officers
maintained similarly busy schedules in their purséisupport?

Ultimately, numerous interested parties came tagdthadvocate the AAA plan.
In one sense, the alliance was formal. The “RoadgGaonsisting of approximately 250
individuals representing scores of industries, m&vashington on a regular basis to
discuss strategy. Tom Lewis notes that membershipe Road Gang was secretive, and

the group left few records behind. Nonethelessgtbep’s players and their activities are

3 “Minutes of Meeting of the Executive Committee bFieary 13 and 14, 1947,” included in
binder “Executive Committee, 1946-1959”, AAA Archiv
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easy to identify because, as Lewis notes, “whditlitvas so predictablé”Membership
certainly included representatives of the AAA ahd Automobile Manufacturers
Association. It is reasonable to assume other septed interests consisted of oil,
cement, asphalt, tire, and construction compafleagressmen Albert Gore, Sr. of
Tennessee and George Hyde Fallon of Maryland, ahgtiae two most important
legislators to the eventual success of the reguisghway legislation and eventual
cosponsors of the Federal Aid Highway Act of 198@ly participated as weff In
another sense, the AAA alliance was informal, cstitgy of individuals and
organizations that never sat down as a unified lidyhrew their support behind the
AAA. Included in the informal alliance were wealthytomobile enthusiasts, small scale
businesses tied to the driving industry, membeth®AAA and other automobile clubs,
and various businesses associated with the toumduostry that were not represented by
national organizations.

Despite the considerable support the AAA found \Bitisinesses and politicians,
the organization’s leadership soon realized capitgy on business interests would not be
enough to advance legislation that would fund ttterktate Highways. The framework
the AAA proposed proved ineffective at curtailinbad the old complaints about a
massive highway-building program. The AAA proposagquirement that states match
federal contributions dollar-for-dollar, as theydrdone since the first federal highway

bill in 1916, became less palatable as cost estsrsteadily increased. By 1955, the

% Lewis, 310.
% Qutstanding detailed accounts of the legisldiatle for the Interstate System are available.
Among the previously cited works, Rose, Swift, &edvis provide the best accounts of the legislative

process. Also see the collected works of the FéttBghiway Administration’s “unofficial historian,
Richard F. Weingroff, which can be found at httfpesw.fhwa.dot.gov/highwayhistory/interstate.cfm.
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estimated cost exceeded $100 billf6Rresident Eisenhower advocated using tolls to pay
for the construction (what he called “self-liquidax’), but highway engineers resisted
anything that would slow the flow of traffic. Truicky companies and bus lines refused
additional taxes on the equipment necessary towsinbeir business, such as tires. The
American Petroleum Institute opposed additionaéfatitaxes on fuel. The AAA itself
shirked any additional fees that would fall to e automobile owners. As the various
interest groups debated the appropriate approakemtting the program, Americans
became increasingly uneasy about moving forwar highway construction.

A 1947 memo prepared by the AAA’s Public Relati@@nmittee for the AAA
Executive Board captures the lackluster supportiferinterstate Highway System after
the first few years of advocacy. Despite the AAZEH out” efforts “in support of a high
priority for the 40,000-mile National System ofdmgtate Highways” the Public Relations
Committee saw little reason to be enthusiastic atfeusupport the nation’s elected
officials and state highway administrators had siéev the project. The AAA identified
three primary problems. First, legislators were enaterested in the development of
local and farm-to-market roads. Second, “some hayhefficials appear[ed] to lack
enthusiasm for giving any priority to the systerarid third, the “most progressive state
highway officials” were “appalled when they contdaip[d] the cost of the system and
the conflicting demands and confusion of thinkindhe fiscal area of road polic§®"At

this point, the AAA acknowledged the need to chacm#&rse. Convincing those in

37 “Tripled Program Seen for Road#tlanta Journal, February 7, 1955.

3 AAA Department of Public Relations, “Current Lelgisve Trends (A Summary of Legislative
Developments Affecting Car Ownership, PreparedMeeting of AAA Executive Committee, May 14 and
15, 1947,” contained in folder “Executive Committe®AA Archive, 2.
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decision-making capacities and America’s busineaddrs to agree on terms for the
Interstate System would be an uphill and potentiallitless road. Instead, the AAA
aimed to convince the American people—those empedvier exert their will upon the
elected officials—that Interstates were imperatorethe future safety and prosperity of
the United States. The memo referred to this tiniaas “missionary work,” and the
AAA would spend the next twenty years writing tinéerstate Gospels and evangelizing
to the natior?’
MANUFACTURING SUPPORT

In order to broaden the appeal of the Interstgte®n, the AAA began
incorporating talking points on the major benefitshe network into almost all of its
speeches and began appealing to entities outsdenikierse of businesses that would be
affected by the building program. Hotel, gasolitire,, and automobile enterprises would
not constitute enough support to push throughegeslation; somehow the AAA needed
to sway other types of businesses, such as ratallthe general population. The AAA
proved particularly adept at identifying which grghway arguments would resonate
with which audiences. As Executive Vice Presidenss$ell Singer pointed out in 1958,
“We in the AAA have a wide variety of publics andrefforts and our materials were
aimed at special target publics in the hope ofmgthaximum cooperation from eactf.”

To support its public relations campaign, the Aéwated and distributed media

containing the pro-Interstate message. For thodedrsion-making capacities within the

* Ibid.

0 Russell E. Singer, “The Motorists’ Program for etHighways: A Case History in Public
Relations,” (speech to the Harvard Graduate SohbBLsiness, Boston, MA, February 27, 1958), AAA
Archive, 13.
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transportation arena, “The Motorists’ Program fettBr Highways” contained the
complete AAA vision and a comprehensive explanatibthe Association’s proposal.
The brochure “How to Get Better Highways NOW” taaikn at opinion leaders outside
the motor club and highway fields and containedlngts of the AAA’s program. A
leaflet entitled “You Can Help Get Better Highwaysas included with all AAA mass-
mailings to both members and non-members. The AfAjsular Trip-Tik, detailed
maps of specific routes used by drivers on rogd ttbegan including information on
Interstate Highway benefits. When drivers felt frated with the slow pace or heavy
traffic on the old U.S. Numbered Highways, the TTig would tell them where the
closest motel waandwould remind the driver how much better the tripuebbe if the
Interstate Highways existed. The Trip-Tik includetkar-out postcard pre-populated
with a message on the benefits of Interstate Higisvemd was designed for easy mailing
to members of Congress. The AAA also prepared twipts for radio use. One was
general in nature, intended for use if a news @noginterviewed a local club executive.
The other script highlighted “the family interesthetter highways” and was intended to
sway women. Additionally, the AAA produced counslessgns, billboards, and other
media all promoting reasons the Interstates woattefit the United Staté'.

While the AAA and other highway advocates tailospgeches, magazine
articles, newspaper editorials, and other meawsmimunicating the pro-highway
message to myriad audiences, the one theme thatgepin almost every salvo was the

connection between Interstates and economic dewedop In the earliest years of the

“L Ibid., 8. Most of the publications mentioned im@r's speech can be found in the AAA
Archive.
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AAA’s lobbying effort, passing mention was madelo economic benefits of Interstate
Highways. A 1944 issue &merican Motorissuggested that the construction program
would employ “large numbers of men” and would sBederal and state governments
money though lower road maintenance c&stdter the AAA launched its campaign to
win the American people over to the Interstate Migh cause, the suggested economic
benefits of the highways multiplied. Not only woulee Interstates directly and indirectly
employ legions of men and women, the Interstatagddvocrease land value. A 1967
economic benefit study of I-26 outside of ColumiSauth Carolina commissioned by
the federal Bureau of Public Roads and the locaé&u of Business and Economic
Research found the construction of I-26 negativealyacted some land value, but in
total, had significantly increased the value of pheperty it touched. The report pointed
to a fifty-three acre tract of land that appraif@done thousand dollars per acre in 1956
and sold for three thousand dollars per acre il 136e major change in the intervening
years, of course, was the appearance of£26.

Road proponents usually presented the economiditseaklnterstate Highways
as simple logic: better roads meant more traveteose travelers meant increased
demand for gasoline, restaurants, and hotels. Beidels eased the movement of goods
from factory to store, reducing costs and incregseailes. In fact, the mere activity of
shopping was to be more enjoyable—and therefore rinequent—after the construction

of Interstate Highways, as the trip to the storelldoe less stressful. At a speech

“2“What the $3,000,000,000 Road Building Program e Postwar AmericaAmerican
Motorist 18 no. 4 (April 1945), 8.

3 Guilbert R. GrahanBouth Carolina Economic Impact of an Interstatetiigy Land Values
and Useseds. Guilbert R. Graham and C. McFerron Gittin@olumbia, SC: University of South
Carolina,1963).
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marking the fortieth anniversary of the Interstdtghway Act of 1956, AAA President
and CEO Robert L. Darbenet reflected upon the faetthe Interstate System at mid-
century. He noted:
World War 1l was over. The Korean “conflict” hadme to an end. And the
country had enormous pent-up demand for goods emites. Despite this
potential for prosperity, economic growth wouldhampered unless the country
had a safe and efficient network of arteries throwhich the lifeblood of
commerce could flo?
Once built, Interstates would encourage Americartsuly new cars. They would travel
greater distances, consuming more fuel and tiresy vould employ the services of
additional mechanics. In total, Interstate highwaysild completely transform the
American economy by creating new industries an@ignog an enormous boon to
others* According to the AAA and its allies, the Interst&gstem would serve as the
beating heart of the twentieth-century economy.
Tourism undoubtedly stands as one of the industiviesse mid-to-late twentieth

century development was largely dependent upointeestates. Likely because the

image of American families loading up the staticegan for a trip to Florida was more

4 Robert L. Darbelnet, “Speech Given for th&#hniversary of the Interstate Highway
System,” (St. Charles, MO, August 10, 1996), lodatebinder “Crises Ahead: America’s Aging
Highways and Airways,” AAA Archive.

“5 Stephen Ambrose, in his biography of Eisenhoweyes the president also saw the Interstate
Highway program as a tool to be used to mitigagevihissitudes of the American economy. As Ambrose
writes, “By tailoring expenditures for highwaystte state of the economy, Eisenhower could use the
program to flatten out the peaks and valleys imysleyment.*® In other words, the Interstate Program
would give Eisenhower the ability to either pumgédeal dollars into the economy, thus spurring lgirin
during down periods, or scale back building prgesttiring “hot” cycles of the economy. By Ambrose’
estimation, Eisenhower’s entire reasoning for titerktate System differs from the popular account,
noting, “Back in November 1955, the President takied to [economic advisor Gabriel] Hauge, then
informed [Secretary of Commerce Sinclair] Weekg tltmwanted [the] Commerce [Department] to plan to
use the Interstate System for managing the econfmidauge put it, ‘That was the fundamental purpose
of the plan in the initial instance.” Stephen EmBrose Eisenhower: The President (Volume(Rew
York: Simon & Schuster, 1984), 250, 301.
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accessible than the abstract notion of money niigitgpand gross domestic product,
tourism was also the example of Interstate-fuetsmhemic development most frequently
invoked by proponents of the Interstate Highwaye @hguments made in the name of
tourism consequently permeated the national coatiersabout highways. In 1969, a
Georgia resident wrote to Senator Herman Talmaalgermplain about an experience
she and her husband had while driving through SsatanCalling Highway 17, 1-95
predecessor in the area, a “disgrace,” Mrs. WillBatlah questioned, “How could any
tourist want to come to Savannah after driving tidtfashioned, outmoded road?” She
concluded her letter by stating, “Anyone enterirgp€ia by this route can tell how far
behind we [Georgians] aré”Mrs. Bellah’s letter reflects the reach of the R@&ang’s
message. Upon experiencing a less than ideal sba@dknew to immediately think of the
impact on tourists. Then, through conditioning, khew Highway 17’s problem was its
age; it was, she believed, too old to be accept&®ergia, if it wanted to be perceived as
modern and in-line with the rest of the countrygaed to invest heavily in its roads.
Senator Talmadge, in response, knew what Mrs. Bellas suggesting. His only
resolution to her complaint was to say, “As youWniterstate 95 is scheduled to
replace Highway 17 when completéd.The answer, it seems, was new roads. Highway
17 would remain an open road even after I-95 opémélte public, but Talmadge, as an

advocate of the Interstate System, saw only thenfg® of the new highways.

“® Mrs. William Bellah to Herman Talmadge, 23 Junéd.%Herman E. Talmadge Collection,
Richard B. Russell Library for Political Researctt &Studies (Athens, Georgia).

*"Herman Talmadge to Mrs. William Bellah, 3 July 296lerman E. Talmadge Collection,
RBRL.
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The United States embarked upon its program ofdtate Building during a
period when leaders saw incredible value in tourifmbe sure, much of the value was
economic. But in the wake of World War 1l and ir tiiroes of the Cold War, some
believed the experiences gained through travelioglgvprovide a humanitarian benefit
as well. In a short essay discussing the expersgeotAmericans traveling through
Europe in the mid-1950s, John Steinbeck wrotegfidve that tourists are very valuable
to the modern world. It is very difficult to hategple you know* Steinbeck and others
believed the tensions that dominated the post-warsycould be alleviated if people
simply took the initiative to meet those who did sbare their backgrounds, culture, and
value. In the United States, leaders applied Ségikis opinion to domestic travel. In this
way, another benefit of the Interstates closely teeeconomic development was the
frequently employed argument that Interstates wauddease connectivity and by
extension, improve society. Highway supportersudesily spoke of the shorter travel
times the Interstate System would permit and argisdvould allow for closer ties
between people and communities. The Interstatesdwthey argued, allow smaller
satellite cities and towns to become more uniteti e larger urban center. People in
neighboring communities would exchange ideas apemances more readily.
Ultimately, boosters argued, Interstates would ntakecountry a more united nation,
literally and figuratively. The wish to see Intext&ts tie communities together was

widespread as the highway program developed. A i&i@ ofAmerican Motoristfor

“8 John Steinbeck, “The Yank in Europé{bliday 19.1 (January 1956), 24.
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example, suggested [-95 would serve a greater par@s “it connects and pulls together
diverse sections of the Nation...lt truly joins therth and South?®

In 1954, Vice-President Richard Nixon, dedicatingeav AAA headquarters in
Florida, addressed the safety and timesaving bisrafthe highway network that was
then making its way through Congress. His commietissed, however, on the “more
intangible” benefit of the increased travel thed®avould permit. “It has tended to break
down sectional barriers, it has brought our petmether, and by bringing our people
together, it has made our people understand e&eh bétter than they had previously,”
he saicf® Other Americans adopted the philosophy that toutdsmid help address social
issues as well as boost the economy. John F. Kgnmasl arguably the most vocal
proponent of this mindset. Kennedy’'s See the U.fr8gram encouraged foreigners to
travel to the United States as a means of improthiedJnited States’ balance of
payments but also to realize the humanitarian lisrfeinbeck discussel.As a
companion initiative, Kennedy introduced “See AroarNow,” which aimed to
“encourage Americans to see more of the historicsmenic areas of our country and to

stimulate their wider use of our magnificent retigal facilities.® While certainly

49“Closing the Gaps: I-95 American Motorisé1 no. 7 (October 1972), 6.

0 “Remarks by Vice-President Richard M. Nixon at ation of New AAA Headquarters
Building,” 4 March, 1954, folder marked “Speechésfiling cabinet, AAA Archive.

*1 |In a 1963 message to Congress, Kennedy listedveirgg of the American tourist sector second
in his list of strategies for improving the balardgpayments. Number one was, expectedly, “increase
exports.” “Special Message on Balance of Paymet& July 1963, Timothy J. Reardon, Jr. Subjectskile
box 4, John F. Kennedy Presidential Library, Bosidassachusetts (hereafter denoted as “JFKL").

52 |bid.
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aimed at further improving the United States’ batanf payments, See America Now
was also designed to alleviate regional tensions.
The civil rights strife of the 1960s had piqued Arman cognizance of regional
differences between the North and South. As Dewayntham noted:
An aspect of...resurgent sectionalism was the intgngi emotional involvement
of white Americans in other regions [than the Suilnose reactions to
momentous racial events of the decade includedgsntipathy toward white
southerners, mounting sympathy and support fokkidaatherners, and
increasing identification of the South as the sewed embodiment of the race
problem in the United Staté¥.
With tensions on the rise, Kennedy looked to taurie help alleviate the strain on the
country. The Johnson Administration advanced Kegisaditiative after his untimely
death, re-branding the program as “Discover Américeaa contribution to a 1965
edition ofAmerican MotoristVice President Hubert Humphrey claimed, “Yourdttent
and this government are taking a positive, affiiagatactive interest in travel, in tourism,
in seeing to it that more Americans get to knowlibeir country.** Humphrey then
revealed the true thinking underlying the program:
| might add that there is a certain political thran this. When people get to
know more about their America, they are less @itaf it. They have a better
understanding of the other fellow’s problems. Thaye a little better

appreciation of his mores and cultural habits. Thi great, big country, and it is
so big that few of us have had time to even sessgréatness or its diversity.

3 Dewey W. GranthanThe South in Modern America: A Region at Ogidisw York:
HarperCollins, 1994), 203.

* Hubert H. Humphrey, “Discover America&merican Motorist34 no. 4 (July 1965), 6.

%5 |bid.
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It is clear the Johnson Administration saw humaiatavalue in increasing travel within
the United States. Johnson could wield increasedsto as he fought the regional
divide, and the Interstate Highway System woulc lp@werful weapon in this fight.

Humphrey’'sAmerican Motoristarticle included a photograph of the Vice
President partaking in exactly the sort of culteathange he hoped other Americans
would experience if they used the new Interstaghivays to see their country. In the
photograph, Humphrey stands on the ground in Caldiilliamsburg. He is dressed in a
suit and is shaking hands with a young African-Aicear man dressed in colonial attire.
The young man is riding a horse, which puts hinmifigantly above the Vice President.
Looking up, Humphrey is smiling. While the wordsHdimphrey’s article made no
mention of race or segregation, the accompanyimgoginaph says everything the
Johnson Administration hoped Discover America waddomplish.

After economic development, the most frequently tio@ed benefit of the
Interstate Highways by boosters was “progress.” thieene was not limited to social
progress, such as the improved race relationscatter Humphrey’'fAmerican Motorist
article. Progress, as Robert Collins has notechrine something of a hegemon in the
postwar American mindset, as “progress for the sdkgogress” became the norm.
Whether militaristically, diplomatically, sociallygechnologically, culturally, or
economically, progress was the goal of mid-cenAmerica®®Or, as the prescient Lewis

Mumford wrote of the American pursuit of progress D34, the country perceived

%% Robert CollinsMore: The Politics of Economic Growth in Postwar éxioa (New York:
Oxford University Press, 2000), 106.
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progress as “a good in itself independent of dioacor end.?” Highway boosters strove
to tie the notion of progress to the Interstatet&ysthrough an unrelenting effort to
mention progress, in all its forms, whenever thisgukssed the superhighway program.
As Lewis and Rose note, advocates did attach tieeshates to social progress, but they
also intended for would-be supporters to view tiglvays as progress in whatever
realm they were passionate about, whether it bls@conomic, or other.

Among the more practical benefits of Interstatehigys, the AAA positioned
driver safety as one of the chief benefits of the/isystem. Driving had grown
increasingly hazardous in the United States inl8#0s. By 1956, the United States
experienced one automobile-related injury for evé&§,000 vehicle miles and one death
for every eighteen million vehicle mil88The Interstates would, the AAA argued, make
driving more safe for two reasons. First, the roadsld be designed to handle modern
cars at higher speeds. Second, the Interstateslweutharacterized by limited access,
meaning drivers could only enter and exit the ratadesignated spots. This increased
control of the flow of traffic would make for a gafdriving experience. In 1960, the
AAA estimated that 4,000 lives annually would beeshby way of the Interstate
Highways>®

The growth in traffic had not only made driving am@ dangerous activity by

mid-century, it had also created tremendous traffi@merica’s urban areas. The 61

5" Lewis Mumford, Technics and Civilizatiorg™ ed. (Chicago: University of Chicago Press,
2010), 186.

%8 Burton W. Marsh, “The Critical Need—That We Becoration of Better Drivers” (1956),
found in folder “March, Burton W.: Reprints, Speeshetc. #1,” AAA Archive.

¥ Russell E. Singer, “1961: Year of Decision for Ainan Highway Building: An Open Letter to
the 87" Congress,New HighwaysNo. 2. November 1960, 1.
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million passenger cars on the road by 1960 hadeshAmerica’s residential patterns.
The 1950 census showed a thirteen percent incnedsentral city” population but a
thirty-five percent increase in suburban groftiihe existing highways were not
designed to handle the new traffic patterns, amtlagk became a defining characteristic
of the urban experience. The AAA positioned theistiates as a solution to the growing
urban traffic congestion. Pointing to the Los AregelFreeway as an example of what
modern roads could do for a city “frequently citegdthe horrible example of over-
motorization,” the AAA argued what had been congtd of the Freeway had already
“speeded up rush-hour traffic and reduced the @vadearby surface streefé.\When
critics pointed to the gridlock that immediatelyrfted on sections of the Interstates that
had opened, the AAA argued this was the resulhaheomplete network and that “a
completed freeway system will distribute trafffé.”

Americans have come to associate the Interstatievkéigs with national defense,
and for good reason. “Defense” is in the officiahme of the network; today, it is known
as the Dwight D. Eisenhower National System ofrsttge andefenseHighways, and it
was enabled by the National interstate BrefenseHighway Act of 1956. Additionally,
the story of Eisenhower finding inspiration for tleads when he saw how well the
German Autobahn moved military equipment and persbduring WWII is well known.

Some also know that Eisenhower participated inldary exercise in 1919 designed to

9 “Highway Transportation in the National Defensedfgency: A Statement to Charles E.
Wilson, Director, Office of Defense Mobilizationfebruary 1951, folder: “Wartime Transportation
Plans,” AAA Archive, 2.

®1 Russell E. Singer, “Changing Patterns of City ficaf New HighwaydNo. 3. December 1960,

%2 AAA Public Relations Department, “Metro: TowardB&ghter Future,” stand alone document,
AAA Archive, 15.
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test the American roads for military readinessh/eé-mile long caravan of personnel
and vehicles traveled from Washington, D.C. to Bamncisco. It took sixty-two days,
averaging five miles per hour. Unsurprisingly, ft$49 roads were declared inadequate,
as the caravan spent considerable time pullingclethbut of the mud— a disastrous
situation if circumstances required the movemerttamps across the country as quickly
as possibl&® Furthering the popular association of the Int¢estavith “defense” was the
AAA, who included national defense as a benefihany of its attempts to rally support
for the Interstate program. Defense served aagselling point during the 1940s and
1950s, as it played on Cold War fears and helpedystem appear as an imperative
instead of a luxury.

A 1951 memo prepared by the AAA for Charles E. \bhlsthe Director of the
War Department’s Office of Defense Mobilizationeatly demonstrates the AAA
recognized the effectiveness of defense as an angumfavor of the Interstate Highway
System. The War Department had historically tredigways as expendable, which the
AAA viewed as a key reason highway constructiortdehtiuring World War Il. In the
memo, the AAA attempts to convince Wilson to coesithads as critical to American
mobilization efforts. The memo reveals the inadegua the early 1950s highway
system. The network included 7,500 bridges thaewao weak to handle military
vehicles. The system also featured 668 gradestéep $or some military trucks. Much of
the network was also too narrow for military vebglIn summary, the AAA declared,

“Everyone concerned with the defense emergency MbSimpressed by such great

8 This episode is chronicled in several sources| butis does a particularly good jobivided
Highways,89-91.
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deficiencies.®® Leveraging Cold War jitters, then, was not sokstyployed on civilians,
but the military establishment as well.

The national defense argument carried considerabight and appears to have
found many sympathizers. When the Kennedy admatistr contemplated using 1.5
percent of highway research funds “for generaldpantation planning and research in
urban areas,” an internal memo argued againstiteee noting the Department of
Defense “would resist tampering with highway triustds.”> Additionally, AASHO
cited national defense as the most important reasoomplete the Interstate System in
1967°° Among all the segments of the Interstate Highwast&y, 1-95 was most
frequently discussed in the context of nationakdsé given the high percentage of the
national population living within proximity of th@ute and the number of military bases
along the east coast. When citizens in Princeteny Bersey revolted against 1-95 in
1976, H.R. Del Mar, a Major General in the Unitedt&s Army, wrote to Senator
William Harrison A. Williams, Jr. expressing thelnary’s desire that the wishes of the
community be ignored. Noting that I-95 “extends ¢éiméire length of the East Coast,” Del
Mar claimed a break of 1-95 in Princeton would “dceede the strategic value of the

network.”®’

6 AAA Report to Charles E. Wilson, “Highway Transfaiion in the National Defense
Emergency” (February 1951), folder: “Wartime Traogption Plans,” AAA Archive, 3. Emphasis in
original.

85« egislation Program 1962 Transportation Recomnagiods — Analysis 1,” 1962, Theodore C.
Sorensen Papers Legislative Files Box 57, JFKL.

% A.E. Johnson to Members of the"™0ongress, 3 October 1967, Herman Talmadge Callecti
Subgroup C, RBRL.

®"H.R. Del Mar to Harrison A. Williams, Jr. 29 ApfiB76, Harrison A. Williams Papers Box 233
Folder: “Defense,” Rutgers University Rare Bookd danuscripts (New Brunswick, New Jersey).
Hereafter cited as RULSC.
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In the end, the Road Gang’s arguments in favoniar$tate construction gained
considerable traction. One need only review thespaper and magazine articles of the
1940s and 1950s to see how pervasive the argurnecdsne. A very representative 1955
article in theAtlanta Journalnotes that superhighways were “long overdue foe ks
and safety reasons” and goes on to note the roadklwerve as a “pump-primer” for the
nation’s economy® The public relations campaign proved incrediblycassful at
overcoming decades of inertia. The compromiseuhimbately resolved the impasse and
secured the funding for the Interstate Highway &ystame about in 1956. The final
hurdle, namely the fiscal apportionment betweerféderal government and the states,
fell when the Boggs-Fallon Bill and the Highway Reue Act emerged from
Congressional subcommittee. Combined, they cremtéighway self-liquidating
Highway Trust Fund, which theoretically overcame tisk of the traditional “pay as you
go” approach to highway financing by eliminating tihreat of the funding disappearing
at any moment. The Trust Fund gave pro-road Amesicanfidence the project would
not be derailed by political divisions while constiion was underwa$’. These bills also
put a 90-10 split in place between the Federal gouent and the states, thus alleviating
state concern that they would be burdened withesgebligations they could not meet.
With the financing question solved, the Federal Highway Act of 1956 came to
fruition. Eisenhower, recovering from a heart dttatWalter Reed Army Medical

Center, signed the bill into law. He gave the AARef the pens used to sign the

8 “Georgia Stake Big in lke’s Road Plamtlanta Journal,8 February 1955.

% In reality, the Highway Trust Fund became a sutipésignificant debate, as allegations of
“raiding” the Fund were common throughout the 19688ken opposition to the Interstates increased
during the 1960s and 1970s, some politicians ar¢lued rust Fund should pay for public transportatio
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legislation as acknowledgement of his appreciaftorthe role the organization played in
bringing the Interstate System to fruition.

It should be noted that a compelling competitivesth on the forces that resulted
in the public throwing support behind the Interstexists. In the conclusion kotoring,
a fascinating account of the psyche that gavetoigemerican car culture, John A. Jakle
and Keith A. Sculle challenge the thesis that dedesr even economic arguments
ultimately convinced the United States to move fmdwvith constructing the Interstate
Highway System. Instead, they argue “what enabésgage [of the 1956 Highway Act]
was less the potential to move military equipmert personnel than the potential to
move pleasure-seeking motorist§.Jakle and Sculle are not speaking of touristssper
but rather any American that gets pleasure outieing) an automobile. By their account,
Interstate Highways ultimately came about in 19864duse, by that point, enough
Americans had developed a desire for the abilitydweel safely at high speeds that the
nation could no longer put the action off. Statistsuggest timing played a key role as
well. In 1950, 60 percent of American families owran automobile. By 1956, the rate
had increased to 70 percent. By 1960, 77 percefbudrican families would own an
automobile’! As they write, “Highways may have been justifiedgrounds of military
defense or economic prosperity...but the growing rensibf motorists...made highway
building not just politically feasible bwompelling’® By their account, the United States

federal government ultimately funded and built ifterstate Highway System because it

0 John A. Jakle and Keith A. Scullgotoring: The Highway Experience in Amerigathens:
University of Georgia Press, 2009), 218.

1 Lewis, 81, 105.

2 |bid., 5. Emphasis mine.
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became politically prudent for them to do so whemumber of constituents demanding
the roads outweighed the number resisting them.tAadonstituents did not support
construction out of a desire to protect the natgyow the economy, or save the lives of
drivers, as the AAA would have preferred they danstead, Jakle and Sculle argue the
average American began to support the Interstates loe or she owned a personal
automobile and discovered the pleasure and automdmiyving.

If Jakle and Sculle are correct, the public retsicampaign and interconnected
pro-highway arguments outlined in this chapter wedfectively moot; according to
Motoring, Americans did not need to be convinced to suppgtways, as their growing
penchant for driving was enough fuel to push thiougerstate Highway legislation.
While an interesting argument, Jakle and Scullewweatroubled logical web, as they
cannot prove elected officials did not need to @evinced of benefits. Nor can they
discount the effect of the pro-highway public relas campaign. If elected officials
passed the Highway Act of 1956 because it wasigally compelling, there would have
been little reason to justify it in speeches, citmsht correspondence, and other channels
years before and years after 1956. Most likely pihiglic’s desire for Interstate Highways
was inexorably linked to highway proponents’ effaxt convince the United States of the
network’s value. After all, highway advocates aintieel public relations campaign at the
populace as well as politicians.

THE RESULTSOF RHETORIC: TWO CASE STUDIES

Despite the significant public debate and conversatbout Interstates dating

back to World War Il, the residents of Richmondrgifiia did not know what to expect

when they turned out for the dedication of the Riohd-Petersburg Turnpike on June
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30, 1958. This segment of highway, which had bdéempioned since 1947, had
struggled to gain traction until the Interstate idigry Act of 1956 provided the requisite
funding. As part of the nascent Interstate High®ggtem, and at a total cost of seventy-
six million dollars, the Richmond-Petersburg Tukepiook the designation of I-95 and
gave the city a direct, high speed connection terBeurg, about twenty-five miles to the
south’® One of the first segments of Interstate Highwagrofo the public, 1-95 opened
in Richmond amidst a seemingly united, optimistied jubilant citizenry?

The dedication festivities were an opportunitytfoe local community to
celebrate the city’s status as one of the firsaoréreas in the country with a thirty-mile
segment of operational Interstate Highway. Thelukfpre the road officially opened,
local businesses inundated Riehmond Times Dispatatith notes of celebration and
self-congratulation. Thalhimers, a local departnstate, purchased a full-page ad
featuring a stylized “Good going, friends” agaipgttures of a toll plaza and an
illustration of 1-95 weaving through Richmond’s datewn. The E.G. Bowles
Contracting Company spent advertising dollars wate, “We’re proud to have played a
part in the construction of the new expressway.€ Atlantic Bitulithic Company
proclaimed, “Virginians are proud of their new eagsway...we are proud to have

furnished miles of asphalt used in it's construetifsic].”> The moment inspired a local

3 “This is Virginia: 1958 Edition,Virginia News January 3, 1959. WRVA Radio Collection,
1925-2000, Library of Virginia. Richmond, VA. Heffesx referenced as LV.

" Much the land seized for 1-95 in Richmond had beecupied by the city’s African-American
population. Chapter 3 analyzes I-95’s destructibtihe preeminent black neighborhood, Jackson Ward.
While members of the black community had opposecttiurse of 1-95 through the city, none of this
discontent was apparent when Richmond dedicateligievay. See Chapter 6 for more detail.

5 All advertisements appear in the June 29, 1958addf theRichmond Times Dispatch
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hardware store to encourage residents to “havadmrde in the knowledge that you are
a citizen of this magic metropolis with a potentaal greater than our father’s ever
dreamed was possiblé"An insert in theRichmond News Lead@wvited the public to
attend the opening ceremony and “see ...what makascapital city move, breathe, and
grow.””’

The crowd included two former Virginia governorsiahe current governor;
members of the city’s business elite; the localtestand regional media; and thousands
of curious and enthusiastic citizens. The procegslfeatured only two speakers, T.
Coleman Andrews, the president of the RichmondiRé&rchants’ Association, and
Mayor F. Henry Garber. Andrews’ status as the 8pstaker says volumes about the
pretense under which 1-95 was sold to the Richnammdmunity. Above all else,
supporters of the project argued that the Interstetuld serve as a catalyst to the city’s
retail stores. Specifically, highway boosters firgedowntown retailers, whose
department stores lined"and Broad Streets, as the beneficiaries of I-9%s€ retailers,
in turn, rallied behind the project.

I-95 entered Richmond in the midst of an economie. Since World War I
ended, Richmond’s downtown had experienced gromthaadramatic increase in wealth.
Between 1948 and 1950, construction outlays ircityeincreased more than $15 million,

or nearly forty percent. Approximately 85 percehtanstruction outlays went to new

construction, not renovation. Additionally, manutaers added $304 million in

®“The Way to a Great FutureRichmond Times Dispat&® June 1959.

""“Ride a Magic CarpetRichmond News Lead&® June 1959.
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industrial outpuf®As was the case across the country, much of thvisldement came at
the expense of existing businesses in the cityecewhile manufacturing and
commercial development was strong within Richmomd'se, the city’s residential center
steadily slid into the suburbs. Between 1946 arisb1®ichmond’s metropolitan
population increased from just over 300,000 to @00, yet, almost all of the growth was
outside of the city center. Meanwhile, car registres increased dramatically. By time |-
95 opened, there almost the same number of caeteghones in Richmord.

Thalhimers and other Richmond department storeskpdrienced a steady growth in
business in the immediate postwar years, but a8 approached, they saw business
increasingly flowing to the strip malls of the bedm communities just outside of the
city.

The Richmond retailing community believed bettangportation would solve the
problem. As Andrews said in his dedication spe&Ohg of the problems of retailing
today is inadequate arteries to provide the smanthconvenient flow of traffic to and
from metropolitan area$®1-95 was to be the key artery pumping citizens wha
resided between Richmond’s core and Petersburgtbable city for their shopping
needs. With easier travel, the logic went, shoppensld return to shop even if they no
longer lived within the city. The AAA and other higay proponents espoused this
opinion when they spoke of the economic value tdrbtates. In a 1960 brochure

published by the AAA with the aim of addressing tjuestions surrounding the effect of

8 James K. Sanford, eRichmond: Her Triumphs, Tragedies & Growfichmond: Metropolitan
Richmond Chamber of Commerce, 1975), 192-193.

®bid., 185-209.

8 “Richmond Celebration of Turnpike Opening, June BI58.”
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increased car ownership and highway constructiodawntowns, the organization
argued that highways were the only way to keeprassies alive in city centers. Without
increased highway access to city centers, “theltteward neighborhood rather than
downtown shopping would be greatly acceleratedg”dtfochure claimed. It continued,
“Central business districts face many problems..thete would seem to be no more
direct route to economic suicide than to elimirthtebusiness they now enjoy from
automobile passengerd:'Richmond’s downtown retail establishment accehed
AAA’s argument and tied their future to the beli€f5 would counteract the shifting
residential pattern. As Richmond officially opene®b to traffic, the retailers’
spokesman believed the future was secure, as bapned the Turnpike “the greatest
single achievement in Richmond during our genendtid

After Andrews’ speech, Mayor Garber took the poditifihis will, | am certain,
be my last public appearance as mayor of this’digy stated. “I can think of no more
important occasion—no occasion fraught with moreptial for our future ® Garber,
who as a city council member had organized somdaeal communities against the
route 1-95 would take through the city, had ultislgtffailed. Ed Grimsley, the only
member of the Richmond media who consistently aéne potential damage 1-95
could cause, said of Garber’s efforts, “On thelgids fighting a long and futile battle

against the toll road,” Garber’s group “was not poiwl enough to pose a serious threat

8L AAA Public Relations Department, “Metro: TowardBgghter Future” (1960), stand alone
document, AAA Archive, 8.

82“Richmond Celebration of Turnpike Opening, June B#68,” WRVA Radio Collection, 1925-
2000, LV.

8 “Richmond Celebration of Turnpike Opening, June BI58.”
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to the project® Nonetheless, by time 1-95 opened to the publich&awas an adamant
supporter of the highway. While the route was nma be preferred, Garber could not
deny the value 1-95 presented for the city of Riohch

Garber’s speech was full of praise for those whib ddvocated the highway since
the 1950s and predictions of economic prosperity.viéhile Andrews’ talking points
focused almost completely on the importance of te@the retail district and wider
economy of Richmond, Garber focused on unifyingepbtél of highways. “It is my hope
that this new link connecting the cities of Richrdp@olonial Heights, Petersburg, and
other communities will be a bond that brings usnesleser together as we face the
future,” he said” Since automobiles became a dominant mode of tratsijom, the
region had struggled to produce a road that caafielysand efficiently move people and
goods between Virginia’s capital and its neighbgmmban centers. An early twentieth
century road suffered years of delays and, rigfdreeopening to the public in 1926, a
key bridge collapsed into the Chopawamsic Creals #nsuring decades with no
adequate road in the region. U.S. 1, the backbbtiedJnited States network of
Numbered Highways, provided the first reliable, géhvoute connecting Richmond to
Washington, but it was built for slower automobjlasd the high death toll between the
cities resulted in the popular nickname for U.®.1hie area as “the Killer.” A 1965
article inAmerican Motorishailed I-95 as the answer to Richmond’s long gleigvith
inadequate regional transportation, saying the fofidrs a speedy, safe, and scenic trip

that would have surpassed the wildest imagininga@ftorely tried travelers of the past.”

84 «“New Housing Is One Result of Turnpikdgichmond Times-DispatcB9 June 1958.

8 “Richmond Celebration of Turnpike Opening, June BI58.”
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With 1-95, the article went on, Richmond had diractess to Washington, Baltimore,
and the New Jersey Turnpike, resulting in “reduttadeling time, decreased cost, and
increased safety®® According to the author, 1-95 filled a long-stamglitransportation
need and fulfilled all of the Road Gang’s talkingrgs for what made a great highway.
While the Richmond ribbon-cutting ceremony focusadhe city and its
immediate vicinity, there were signs event orgarsizeere aware of 1-95’s broader
impact, including the role Richmond’s segment 8blwould play in connectivity on the
national scale. The organizers almost certainlydrspiration from highway boosters’
argument that Interstates would draw the natioettogy. After the speakers had finished
proclaiming the bright future Richmond had in stranks to the new highway, attention
turned to the ribbon spanning the asphalt. A sinpleon crossed the four lanes in front
of a toll plaza beneath a large banner imploringeds to pay the exact change of twenty
cents. On the northbound side of the road, theonbkas blue, while grey fabric spanned
the southbound lanes. Public radio reporters exgththe significance: the blue ribbon
represented the “Union Army—or at least it’s sigraht that those heading north are
going toward Yankee Land.” Meanwhile, the grey dblvepresented “those that will be
traveling south, further into Dixie.” ThRichmond News Leadetrentioned the
variegated ribbon in its coverage of the proceeslimg did not speculate on its
significance®” The radio broadcast is the only evidence anyorétémdance considered

the symbolism; yet, there is no doubt the ribbos parposeful, as the broadcasters

8 virginia Tyree Woodward, “Our I-RouteAmerican MotorisB3 no. 12 (March 1965), 17.

87 «police Set to Assist Free Ride®ichmond News Leade30 June 1958.
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prefaced his commentary with “ am toltf Who explained the significance is not clear,
but the organizers wanted to suggest—however sutligit Richmond played a major
role in the nation’s past and that I-95 would allibwo remain a significant location in the
United States’ future. I-95 would bind the NortideBouth, and communities like
Richmond would serve as a gateway between therrggio

After the widows of the Richmond Turnpike Authorgyirst chairman and first
general manager cut the ribbon, a beauty queemedwas “Miss Turnpike” christened
the asphalt with a bottle of champadR@&he bottle was only one third full by time the
bottle broke on account, tiachmond Times Dispatduspected, of the eighty-five
degree heaf’ Following a parade grand marshaled by the presiofetie Richmond
Retail Merchants’ Association, highway officialsoaved drivers to “inspect” the road for
five hours without paying the toll. In anticipatioha “crush” of curious drivers, fifty-
three state police officers assembled to maintaierd* Thousands of motorists turned
out to drive the new highway, resulting in sigrafint backups throughout the city. Just
hours after Mayor Garber promised residents thafike would usher an era of better
commuting, there were mile-long lines of cars argwonramp in the city. Police
ultimately had to shut down a few key onramps heotto clear the congestion. While

built for upwards of 25,000 motorists at a times Richmond Times Dispatastimated

8 “Richmond Celebration of Turnpike Opening, June BI58.”

89 A picture of the ribbon cutting is available ag ttielentine Richmond History Center. Folder:
Places: VA. Roads: Toll Road Richmond-Petersbungilie 60.38.144. The names of the ribbon cutters
found in “Police Set to Assist Free RideRjthmond News Lead80 June 1958.

9 «Gigantic Traffic Jams Pile Up on New Turnpik&ichmond Times Dispatch,July 1958.

91 «pglice Set to Assist Free Rides.”
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“this figure was probably exceeded by several taods on account of residents’
excitement and curiosity.

Highway ribbon cuttings continued to draw crowdsdafter Richmond’s
dedication ceremony. When 1-95 opened in a rued an the Maryland and Delaware
border five years later, nearly 10,000 people tdrmegt. These attendees came not just to
marvel at the new highway but also to hear Presidi@mn F. Kennedy speak at the road’s
dedication’*While the Richmond highway dedication was a loeibration featuring
local players, the ribbon cutting of the Delawatenpike or Northeastern Expressway,
as 1-95 was called in Delaware and Maryland, retppsyg, was ostensibly a national
affair. Kennedy’s presence was the most obvious sigt the November Y4ceremony
had national implications, and the selection of & Moses as the emcee of the event
further indicated the larger import. Undoubtedlg thost prominent and influential
advocate of highway construction in the twentiethtary, Moses’ presence provided the
day’'s events with a sense of engineering and plaiining significance in addition to the
political significance suggested by the Presidemtésence. Given the speakers of the I-
95 ribbon cutting, it would be easy to overlook lbeal flavor of the day’s events.
Despite the national figures and their attemptaisdke the dedication of I-95 on the
Maryland/Delaware state line a national event, heergt is important to note local
history, local players, and local circumstanceueficed the festivities in key ways that

reflected the local nature of 1-95.

92«Gigantic Traffic Jams Pile Up on New Turnpike.”

% The attendance estimate comes from William P Franécal reporter. “JFK Dedicates Del.,
Md. Turnpikes,”"Wilmington Evening Journal,5 November 1963.
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When Delaware Governor Elbert Carvel and Marylawodésnor J. Millard
Tawes began soliciting Kennedy's participationha tledication ceremony in October
1963, they believed pointing out their segment®5's significance to the national
transportation network would lure the Presidénn a letter to Kennedy, Governor
Carvel noted the Delaware Turnpike “eliminateslgst major bottleneck between
Boston and Washington on the present super higlsystgm.” He went on: “There is no
other project of this magnitude to be completedrduthe next few years...which will
mean so much to the traveling publi¢.The Chairman-Director of the Maryland State
Roads Commission noted the segment of 1-95 woulzs&cthe gap in the important
Atlantic seaboard expressway system and...make lecemdribution to the economic
strength of the natior’® Tawes wrote, “We of the two States consider thisost
important milestone in the development of a transpion system that is needed to move
people and goods, and to strengthen the econotimg dftlantic Seaboard” This
strategy worked, and Kennedy agreed to attendeatenwny, believing it to be a good
opportunity to push his larger transportation ageawd to highlight what his
administration had accomplished in regards to stée Highways. An early draft of his

dedication speech recounts how the Kennedy Admatish worked to resolve the

% At least one of the governors, Carvel, appeahsate invited all fifty governors to the event,
further highlighting the national importance he dawhe highway. The Delaware Public Archives holds
the invitation responses from most governors. kett@m governors to Carvel (1963), Elbert N. Cérve
Papers, Turnpike Divn. 8-4-3-3, Delaware Publictives (Dover, Delaware). Hereafter cited as DPA.

% Letter, Elbert E. Carvel to John F. Kennedy, 11oBer 1963, White House Central Subject
Files, Box 990, JFKL.

% Letter, John B. Funk to John F. Kennedy, 12 Oatdl8é3, White House Central Subject Files,
Box 990, JFKL.

% Tawes to Kennedy, 4 November 1963, Governor GéR#e1963-1964 (MSA S1041-1577)
Box 52, Maryland State Archives (Annapolis, MardanHereafter cited as MSA).
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Interstate funding crisis of the early 1960s andaaded a plan to overhaul the federal
transportation tax structuré.

Kennedy could not have selected a better locatiahiscuss the Interstate
financing crisis of the preceding years. The Nattdxpressway / Delaware Turnpike
had always been envisioned as a part of the laterstighway System, but when a
recession in the late 1950s created a Highway Huistl shortfall, funds to build the
road turned to a trickle. Not wanting to delay doamgion of a road that had been in the
works since the mid-1950s, Maryland and Delawatiectively decided to move
forward with building the road without federal fusidnstead, the states installed toll
booths, and the proceeds paid for the highway.sEgenent still tied into federally-
financed portions of I-95 to the north and soutid aonsequently the portion of highway
in question carried the 1-95 designation even tlhatigame to existence outside the
confines of the Interstate System.

Kennedy’s plan to use the Northeast Expresswaynldutting as a platform
from which to promote transportation policy remaine place until the last minute. At a
briefing for reporters attending the trip to thigbon cutting ceremony, Kennedy Press
Secretary Pierre Salinger revealed he did not kmkaweisely where the ceremony would
be held. When one reporter asked for the speaWimt Salinger joked, “It is on the
highway between here and there.” Another repont@rmed the first—and Salinger—

that the ceremony was “on the Mason-Dixon line leetwElkton, Maryland and Newark,

% Draft Speech, “Remarks of President at DedicatioNortheast Expressway and Delaware
Turnpike,” 12 November 1963, Theodore C. Sorensgrers: JFK Speech Files, 1961-1693, JFKL, Box
73.
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Delaware.® It is unclear if this was the first time the KedyeAdministration
considered the historic significance of the cereyngite, but the next draft of the
dedication speech used the setting as a springli@maadspeech about the Interstate’s
historical significance and potential for the fuwf the regiort®® The realization
informed every moment of Kennedy'’s visit to theezaony site, as every step Kennedy
took was orchestrated to acknowledge the signifieanf the border.

Shortly before four in the afternoon on a chillywémber 14, 1963 a series of
three helicopters appeared on the horizon. Afterliauts of disappointment upon
realizing the first helicopters did not carry thregtdent, it took the crowd a few moments
to mount a fully enthusiastic greeting when thedtwhopper landed. It touched down in
a field straddling the state line. President Kenynemierged, and flanked by Carvel,
Tawes, and a congressman from each state, folleW&dshly laid grass pathway”
toward a platform that had been erected espediilthe event® The platform, too,
spanned the border. The podium from which speaketdd address the ten thousand
indviduals in attendance stood in the very centéne podium, right on the symbolic
dividing line of North and South.

For its entire history, the Mason-Dixon Line wadeamarcation of difference,
meant to draw distinction between what was on ahe\gersus the other. Charles Mason

and Jeremiah Dixon established the line as a maasettling a border dispute between

% News Conference Transcript, 13 November, 1963 t&\House Staff Files: Papers of Pierre E.
G. Salinger, Box 53, JFKL.

19 gpeech, “Remarks of the President at Dedicatiae@enies of the Delaware-Maryland
Turnpike: Delaware-Maryland State Line,” 14 Novemb®863, Theodore C. Sorensen Papers: JFK Speech
Files, 1961-1693, JFKL, Box 73.

10143FK Dedicates Del., Md. TurnpikesWilmington Evening Journal,5 November 1963.
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the colonies of Pennsylvania and Maryland in th@0ks7 The Penn and Baltimore
families quarreled over the boundary for nearlgatary before Mason and Dixon
attempted to establish a clear line of demarcatier time, the line became the
symbolic dividing line between free and slave stated between North and Sodfh.
Maryland and Delaware, formed out of three Penrasyby colonies, eventually moved
past the border dispute, but the six-hundred pdiomestone Mason-Dixon Boundary
Stone marking the border remained a constant reenih@ colonies—and eventually
states—were fundamentally different.

Local newspapers were among the first to publicdguss the significance of the
Northeast Expressway and Delaware Turnpike conwgrgn the Mason-Dixon Line.
William Frank, the most prolific journalist in Delare during the 1960s, saw the
highway’s opening as a historic moment with sigm@fice far greater than the
transportation needs of the twentieth century. “gbeernors of Delaware and Maryland
are about to undo...what Mason and Dixon began texdetly 200 years ago,” Frank
wrote%A political cartoon in th&Vilmington Evening Journalepicted Carvel and
Tawes shaking hands across a line drawn in thl.darthe cartoon, each stands upon

the text of his state’s respective portion of {Jawes on “Maryland Expwy” and Carvel

192 Recent research by Max Grivno proves the Line famkess rigid in reality than on paper, and
distinctions between the two sides of the MasoneDikine were largely imperceptible to those at the
border. Max GrivnoGleanings of Freedom: Free and Slave Labor alorgNtason-Dixon Line, 1790-
1860(Champaign, Illinois: University of Illinois Pres3011).

193 william P. Frank, “Burying old Hatchets: Mason-Bix Pike Stone Unity TokenWilmington
Evening Journall8 October 1963.
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on “Delaware Tpk.”). Behind the governors, Masod &ixon are perched on rocks
scowling at the men breaking down the border thegted:**

On the chilly November afternoon in 1963, Kennedyske from the platform
carefully constructed across the Line. Kennedyeesh was, on the whole, unremarkable
but does reflect the pervasiveness of the argunagivianced by the AAA and its allies.
Like others who participated in dedication cerereenKennedy employed the highway
lobby’s arguments in favor of Interstates. The eystvould, Kennedy said, save eight
thousand lives each year. He also touched on theoetic benefits of the road, noting
nothing other than transportation infrastructuras’la greater impact upon the Nation and
no industry has a greater opportunity to affectezanomic progress®Kennedy spoke
of the importance of the Northeast Expressway éarterconnectivity of the region,
noting the road would be a key thoroughfare whée Whole area, stretching from
Washington to Boston, will be one gigantic urbantee™® The President was not alone
in his use of AAA pro-highway arguments when speglaf 1-95 in this region.

A Maryland State Roads Commission news releasdishell a few weeks before
the 1-95 dedication, also demonstrated an acceptahthe highway lobby’s arguments
in favor of Interstate Highways. The release priipdocused on the safety benefits of
the Northeast Expressway. Citing the one thousantheercial and private access points
on U.S. 40, the road largely replaced by the Nash&xpressway, the Maryland Roads

Commission argued 1-95 would significantly reduice 1,450 accidents and 950

104 Jack Jurden, untitled political cartodNjlmington Evening Journall8 October 1963.

195 gpeech, “Remarks of the President at Dedicatiaei@enies of the Delaware-Maryland
Turnpike: Delaware-Maryland State Line.”
198 |pid,
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automobile-related personal injuries each yeartdulee new highway’s limited access
structure*’’ The release also noted 1-95 “is expected, becalis® sirategic location in
the Boston-Washington corridor, to play an impartate in lifting the economy of
Baltimore City, as well as the counties of Baltimararford, and Cecil.” Additionally,
the release went on to say the highway “is expetd used by a large group [of]
commuting workers who have their jobs [in the caypd maintain their residences in the
Baltimore area® Clearly, the Road Commission accepted the arguthaentnterstates
would strengthen regional economies through theeetisw of goods and people and
that they would allow residents to easily travetbband forth between their downtown
jobs and suburban homes.

Governor Carvel appears to have been equally swaydge pro-highway
arguments. A fact sheet he disseminated to anytitoersts who inquired about the
Delaware Turnpike called out the safety benefitdefnew road as opposed to U.S. 40:
“In 1960 there were 25 people killed on the Roies#tetch, 1,134 persons injured and
1,950 traffic accidents. The left turn problem&ssover movements, [and] stopping for
signal conditions will not occur on the new expresg.”**°

While 1-95 in Richmond and on the Mason-Dixon Lio@ened at different times,
to different crowds, and to different fanfare, batibon cutting ceremonies gave
officials—Ilocal and national—the opportunity to eggs their views of the Interstate.

The media, in their coverage of the events, redeat®ther interpretation of the road’s

197 Maryland State Roads Commission Bureau of Highlmégrmation, Release 1741, 25 October
1963, Governor General File 1963-1964 (MSA S10477)8ox 60, MSA, 1.

1% pid., 2.

109«rFacts about Delaware Turnpike,” undated, Carvevé&nors Papers (1963) Box 7, DPA.
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significance. Finally, letters to the editor andifpmans’ constituent mail provide insight
into a third take. Taken in whole, these sourcggesst that those who chose to celebrate
the opening of 1-95 were generally optimistic abth future the highway would help
forge. The value people saw in the road, howewared wildly. Many saw economic
benefit, others viewed 1-95 as an asphalt symbgrof@ress. To the most pragmatic, 1-95
represented an easier commute to work. To the wgishary, 1-95 offered a chance for

a divided nation to reunite.

Events marking the opening of I-95 were overwhelhimpositive affairs. Yet, if
one studies the events carefully, underlying dddmcomes apparent. In Richmond,
nearly one thousand homes and a black commersiaiatifell as 1-95 carved through
the heart of the city. Largely ignored as 1-95 desied one of the most prosperous
black middle classes in the South, Richmond’s blambulation was excluded from the
city’s ribbon cutting ceremony. On the Maryland/@&gére state line, the Wilmington
NAACP picketed, calling out the irony of pushing foterstate and interregional
cooperation while ignoring the need for interraciaility. **° Meanwhile, Governor
Carvel received a letter from one constituent agkam an invitation to the dedication
ceremony so she could see how the land stolen li@mwas to be uséd® While the
speeches celebrated the benefits of the highwayesented by the AAA and the rest of
the highway lobby, and businesses along with atbermunity members celebrated their

communities’ progress, 1-95 had already made igsesbf enemies. Whether these

H10«Ceremony Pickets Hit Del. Democrats, not Presidefilmington Evening Journals
November 1963.
1 Anna O. Lloyd to Carvel, 6 November 1963, Box PA
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enemies would mobilize and whether they would ksrdhearied greatly from place to

place as 1-95 bulldozed its way through the eadtknited States.
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CHAPTER?Z2

PEOPLE ANDPROGRESS INWILMINGTON, DELAWARE

In late September, 1957, a most curious spectagleased in the Shipley Street
shop window of Matthews Brothers in Wilmington, Behre. Whereas a passersby
might stop on an average day to gaze at the stofiegsngs, and a small crowd might
come together to admire a Christmastime displaynibst recent presentation drew a
much larger gathering of individuals clamoring éogood vantage point. Matthews
Brothers, shortly after the Delaware State HighWapartment unveiled the route 1-95
would take through the city, displayed the statéfecial model of the superhighway.
Measuring nearly seven feet long and three andfde®h wide, the model was an
impressive demonstration of the momentous chang#ibmington’s horizon. The
model itself was also an admirable feat. The cibglddings were accurately and
painstakingly miniaturized, as were the tracks @maths of the B&O Railroad. Tiny
shrubs and trees implied the beautification to lmsyed along the highway.

Within a few minutes of its unveiling, a crowd hagpeared and looked on with a
variety of emotions. Some were impressed by thedysaale of the road. Others thought
of the opportunity the highway presented for thwg. &till others played a round of
“where’s my house?” For some, the game reachegsetiing conclusion upon

realization their streets were not on the modeé fbmes in which some of these
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bystanders lived vanished beneath the eight lamesieg Wilmington from the
southwest and carving a path through the city’steresneighborhoods?

Those distraught by the absence of their homabh@Matthews Brothers display
were among the first Americans to experience tistrdetive potential of Interstate
Highways. By 1957, state governments across thetgphad acquired considerable land
for the development of Interstate Highways, but nedshis land was rural and did not
require the destruction of homes. Urban developmestfar more impactful, both in
terms of magnitude of change and number of famdféescted. In time, urban
communities would learn how to most effectivelyisefterstate development or—more
basically—engage the government on the topic @r#tate routing and construction.
Wilmington, as one of the nations’ first metropatitareas to undertake urban Interstate
construction, served as a laboratory for the udgreriences that would follow in the
1960s and early 1970s. In Wilmington’s story, oeess communities wrestling with
whether construction was desirable, governmentiesflorging highway construction
policy, and individuals like those staring into NMegws Brothers’ window deciding how
to respond. While other urban centers would evdigtiece similar controversies and
engage in similar conversations, Wilmington’s exgrece was the unique product of a
particular time and place.

Between 1957 and 1965, two significant controesrsirose as 1-95 carved a
course through Wilmington. The first dealt with tbeth 1-95 would take as it entered the

city from the south. The other, later, controveimyk place in the Arden and Ardentown

H12«Model of Freeway Shown In Mid-City Store Windowilmington Morning News20
September, 1957.
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communities of northwest Wilmington and questiondtbther an exit and road-widening
project was necessary if the residents presumaiplyced by the exit did not want it.
Taken together, these controversies paint an uitrggtapestry of the variables at play
when individuals considered whether to supporesrst Interstate Highway
development. In these debates, Wilmington residiols sides based on how the route
affected their homes, businesses viewed the rolitesagh the lens of commercial
opportunities, political leaders considered longrt@lans for Wilmington (and short
term implications for their reelection prospects)d other stakeholders introduced
additional rationales. Additionally, the debatdsstrate the inherent conflict between
highway officials, who put a premium on engineenmminciples, and residents, who
valued their quality of life.
EARLY RUMBLINGS: THE BANCROFT PARKWAY AND AN EASTERN OPTION

By the time financing became available to movevod with Interstate Highway
construction, state officials across the countryenseveral decades into their search for
possible routings. Most states had decided on paterbut not finalized—routes by
1956. Delaware was no exception, and in Februbt@57, Delaware’s State Highway
Department unveiled three options for Interstatestmiction in and around Wilmington.
The first option entered Wilmington center along flackson and Adams Street corridor
on the city’s west side. A second option tracedrthie of the extant Bancroft Parkway
further to the west of the city center, and a tlojpdion swung around the city’s eastern

edge.
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As other scholars have noted, engineers appledams of their profession
when making decisions regarding Interstate Highwdykhese individuals, usually
operating as employees of state highway departmieglisved the roads’ design should
provide motorists and the government maximum béesgfce they would fund the
construction. During the early discussions aboetabnstruction of a new federal
highway system, engineers had advocated limitedssceighways since they would
provide the best driving experience. Once the &téée Highway Act received
Eisenhower’s signature and the planning phaseialfffdoegan, engineers argued that
routes ought to be selected for traffic flow andtaefficiency because these
characteristics best served the perceived stakefsiethose who would fund and use the
road'* The Delaware State Highway Department’s enginglarsned Wilmington’s
Interstates with these aims in mind. When citizensoncerned groups raised questions
outside the scope of traffic flow and cost effi@gnengineers paid them little attention.
For example, when a conservation group questiorfexther the health of the
Churchman’s Marsh had been considered when dewgjdpe Bancroft Parkway plan,
the Deputy Chief Engineer responded only that exggiliked the route because it
required a relatively low level of costly propedgquisitions and would be a cost-
effective route. He made no mention of environmlecdacerns despite the question to

which he was respondifg®

13 Bruce Seely'8uilding the American Highway Systastands as the most thorough
investigation into the role engineers played e development and construction of the Interstatghirday
System.

14 35ee Rose, 9 and 22; Bruce E. Sedbayiding the American Highway System.

15 william J. Miller, Jr. to Allston Jenkins, 10 Odter 1957, Executive Department, Government
Papers 1302.7 (1957), DPA.
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At times, Delaware’s engineers were blatantly assiae of the concerns of
residents. One longtime Wilmington resident chamazéd the Highway Department’s
initial approach as paternal: “They at first statteak if we did not behave they would call
Papa and, he, the Federal Government, would cormedrcondemn our property.”
Acknowledging a change in tone since the earligbtip outreach efforts, the resident
described the new message as less insulting beone compromising:

Suave, politely spoken (and no doubt well-interdérepresentatives of the

State Highway Department are telling us that, degpe public protest, we need

some new super highways (as large as the New Jeusapike) and that, like it

or not, we are going to get them—and where the WighDepartment says®
Even the most diplomatic of Highway Department esgpés could not mollify angry
residents. Deputy Chief Engineer William J. Millldr. explained to one such individual,
“Unfortunately, it is impossible for us to locatech highways without some property
damage if they are to truly serve the areas in ttiey are to be located™”

The Jackson-Adams Route would provide easy acodhbe tity center and, by
the Delaware State Highway Department’s estimates)d serve eighty percent of
Wilmington’s local traffic. On the downside, thetpaequired the condemnation of

nearly one thousand homes, scores of business®syauld require destroying sections

of five parks and recreational aréa%0n the other hand, the eastern option required far

18 Garrett Burckel to the Editors, Journal Every Hagn28 February 1957, 1302.7 Gov Papers G
to H HO87465, DPA.

17william J. Miller, Jr. to Alfred J. Banks, 1 Aprll957, 1302.7 Gov Papers G to H H087465,
DPA.

18«pros and Cons of Proposed Routd®iladelphia Inquirer,7 June 1957; “Bancroft Route
Opponents Urged to Back New Roaw/iimington Morning New20 September 1957.
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less destructiof® In fact, most of the land required to build alahig route was either
undeveloped, vacant industrial space, or a landfdtording to Wilmington’s highway
engineers, this route would displace few peoplelarginesses, be among the most cost-
effective options in terms of land acquisition exge, and posed few construction
obstacles. The tradeoff, however, was that theerdigt not provide easy access to the
city center and consequently provided significaieks user beneftt’ The westernmost
option involved upgrading the extant Bancroft Paawo meet Interstate Highway
standards. The path would skirt the city’s weststge, requiring far less destruction than
the Jackson-Adams option but, like the easterroaptvould effectively bypass the city.
Wilmington residents overwhelmingly struck out agsiboth options that
circumvented the city, and the Bancroft Parkway @astern option only gained the
support of those who opposed the Jackson-AdamseRoupersonal reasons. State
engineers interpreted the public response as #ocallroute that provided maximum
usefulness to drivers, even if the utility camea &igher cost. Those who would be most
directly affected by the road—those whose commesiéind property would be
sacrificed for 1-95—could not convince Wilmingtorésgineers that their concerns
should influence the determination of an optimaiteo By the late spring of 1957, the
Delaware State Highway Department, placing a premoa the extent to which the road
would benefit the majority of the city’s businessesl residents, threw its support behind

the Jackson-Adams Route for 1-95. As a resultcttyeof Wilmington entered the

1191n 1975, the eastern option came to fruition 495-

1204prgs and Cons.”
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summer of 1957 with the intention of building aldahg route that would displace the
largest number of people and businesses.
THE JACKSON-ADAMS STREET CONTROVERSY

When word leaked that the Delaware Highway Depantrhad developed a
preference for the Jackson-Adams route, the worklags white families who lived in
the neighborhood quickly mobilized and formed theddware Expressways Committee,
with Judge Thomas Herlihy, Jr. as chairman and selusf the organization. On May 6,
the Expressways Committee presented its criticisitise downtown path at a public
hearing sponsored by the Delaware State Highwayiaent. Technically, the
hearing’s aim was to receive public opinion ontlalee routes under consideration, since
no route had been publically sanctioned by the WeghDepartment. In actuality, the
meeting was a forum for those opposed to the Jaeksiams route. Speaking on behalf
of the Committee, F.L. Brevoort, Jr. said the Jaok&dams plan would “result...[in
the]...biggest traffic jam Wilmington has ever knowsgcause it would feed drivers
simply trying to get from one side of the city teetother directly into the most congested
part of town*?! Other speakers argued for the merits of altenmattes in an attempt to
dissuade the Highway Department from the only downtroute under consideration.

Despite initial opposition, the Delaware State hivgly Department and city of
Wilmington officials reached a tentative agreemamnthe Jackson-Adams Route on June
29, 1957. The decision immediately met additioealstance, especially from the

Republican City Council President. Close to retieem Frank J. Obara was serving his

121E L. Brevoort, Jr., “A Graphic Presentation of fRecommendations of the Delaware
Expressways Committee,” 6 May 1957, Daniels CalbecBox H4, Delaware Historical Society
(Wilmington, Delaware). Hereafter cited as DHS.
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last days in office when the Council endorsed soAkdams-Jackson Route, and without
the tempering influence of a political future, Cdbéambasted everyone involved in the
decision. By his estimation, the agreement wasftiathe people of Wilmington, bad for
his Republican Party, and bad for any of the ddfgiwho voted in favor of the
agreement. Calling the City Council’s decisiong'tupidest in its history”, Obara
railed, “Not only did they condone an improper atsplace 3,500 people from their
homes, [and] disrupt church planning, but they & the incoming Democrats off the
hook at one and the same tinté*Wilmington’s Republicans were serving as lame
ducks after losing an election earlier in the yaad by Obara’s account, made an
unpopular decision for their political rivals. Obar fellow Republicans seem to have
approved the route because they truly believe@s thie best option for Wilmington’s
future. Knowing the decision would be politicalmprudent, they planned to give the
route official endorsement because they had therjuaf not answering to voters for the
action. These Republican councilmen knew the rousigld face greater obstacles if they
left the decision to City Council-elect.

As the Republican City Council and Delaware Higieepartment took steps to
formally approve of the route, the Expressways Cdiamlooked to legal action as a
first response. Following the protocol establishrethe Federal Aid Highway Act of
1956, the state Highway Department planned onmgstipublic hearing on the Adams-
Jackson route on July 10th. Once this obligatios mat, the proposal could be formally

made to the Bureau of Public Roads. On July 3Et@ressways Committee met in

122«pdams-Jackson St. Decision Called ‘Accomplishedt;” Wilmington Sunday Bulletirg0
June 1957.
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Herlihy’s offices to discuss legal action that webbide those in the community who
disfavored the Jackson-Adams Route time. Repretpazgaf the Committee canvassed
the Jackson-Adams Street neighborhood to solipipsu, and a group of leaders
presented their case to the Governor “with prorofseo publicity.”?? Meanwhile, the
Taxpayers’ Protective Association, representing¢hwhose businesses or property
values would be harmed by the route, joined thiet faggainst 1-95.

Almost immediately, route opponents encounterezkpacted complications, as
the congregation of the Zion Lutheran Church, wHaskling stood in the path of the
proposed route and would almost certainly be deshetl to make way for the highway,
began to publically undermine the resistance’sreffdNot only was the edifice of Zion
Lutheran Curch endangered by the Jackson-Adams,renitwas the congregation. Most
of the church’s members lived among the estimaf®@®@Bpeople who would be relocated
as a result of the construction. Jackson-Adamsdropponents assumed that, for these
reasons, the church would support the actionseoEttpressways Committee and
Taxpayers’ Protective Association. To the contréimg, Zion Lutheran Board publicly
argued the Jackson-Adams Street route was thepesh for Wilmington, even if it
meant relocation for the church and its membegtirf the church had come under
“extreme pressure” from outside the congregatiooppose the route, the Zion Board
laid out a list of reasons it supported the init First, the Church argued Wilmington
needed an Interstate route on the west side dafithé order to maximize the economic
benefits of the Interstate system. Second, the €@hargued, “We cannot argue that exact

location is so important that progressive develapnoé all aspects of city life must be

123 Handwritten untitled notes, (Undated), Danielsl@zlon Box H4, DHS.
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prohibited from disturbing us-** In other words, Zion claimed it supported the 3ack
Adams Route for purely altruistic reasons, thatatld martyr itself for the advancement
of Wilmington.

Zion Lutheran stated it reached its decision endpirit of community, but few
believed the claim. The Taxpayers Protective Asgani, for one, chastised the Church
for changing its position and attempting to vilihe TPA in the process. As the story
played out the news, it became apparent that thie Church had partnered with the TPA
in 1950 when the Wilmington State Highway Departtydanned a different road as part
of a different highway system in roughly the samgidor as the Jackson-Adams route
of I-95. When the debate reignited under the gofdbe Interstate Highway System, the
TPA reached out to the Church once more, assurhagmo groups would renew their
alliance. According to the TPA, Zion Church refusedeinstate its alliance with the
TPA and characterized the request as “extreme yme8s>

St. Paul’'s Methodist, which also stood to loséitgding as a result of 1-95,
joined Zion Lutheran on July 5. St. Paul’s releaaetiatement that provided insight into
its decision to move and—presumably—helped expglamnsudden shift by the Board of
Zion Lutheran. In the statement, the St. Paul'sthod trustees wrote that it supported
the demolition of the current St. Paul’s structanel “that a new St. Paul’s be erected in

some other location, preferably in the growing sbln areas of our city"*® While Zion

124«Freeway Gets Church OkayWilmington News-JournaB July 1957.
1Z5«TPA Regrets Zion’s Action"Wilmington News-Journaf} July 1957.

12642nd Church OK’s Moving for FreewayWilmington News-Journab July 1957.
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implied it conceded to move for the betterment alintvhgton, St. Paul’s clearly signaled
the decision to move was in the churches’ bestaste

Like the rest of urban America, Wilmington expeged dramatic
suburbanization over the course of the 19504930, Wilmington was home to ninety
percent of Delaware’s urban population. By 1958t ttumber decreased to fifty-eight
percent. Meanwhile, Wilmington’s suburban regionee-Brandywine Hundred,
Christiana Hundred, Mill Creek Hundred, and Newt@adundred—which had been
home to twenty-four percent of New Castle Countg'sdents in 1930, had grown to
account for forty percent of the County’s populatly 1950**” Driven by “a reliance
upon the private automobile, upward mobility, teearation of the family into nuclear
units, the widening division between work and legsand tendency toward racial and
economic exclusiveness,” Wilmington'’s residentiattprns fell very much in line with
the rest of urban America®

The plan to route 1-95 through the property off&ul’'s and Zion’s churches was
fortuitous timing from the congregations’ perspees. As the 1950s wore on, more and
more church members moved away from the neighbaihtee churches had historically
served. With attendance at low and falling leveds, plan to build 1-95 offered the
churches a palatable solution to their dilemma. Jonernment would, by law, pay
market price for their existing property, and theirches could use these funds to

reestablish themselves in the suburbs, closerto¢w homes of their past

127y.S. Bureau of the Census, Population Scheduk)-1850. For detailed analysis of
Wilmington’s changing residential patterns, seeséBuMulchahey Chase, David L. Ames, and Rebecca J.
Siders,Suburbanization in the Vicinity of Wilmington, Dekre, 1850-1950; A Historic Conteftlewark,
Delaware: Center for Historic Architecture and Evegiring, 1992).

128 Kenneth T. JacksoGrabgrass Frontie(New York: Oxford University Press, 1987), 4.
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congregations. The construction of 1-95 providedrches an opportunity to increase
attendance and realign themselves with modern dexpbig patterns without losing
money on the sale of the existing propéfty.

The leadership of St. Paul's Catholic Church ttakopposite position of its
Protestant neighbors. Father John H. Walsh ardqweetiuman needs of the people of
Wilmington must take precedence. “St. Paul’'s Cath@Ghurch supports progress and
realizes the necessity of relieving the congestianaffic...but not at the price of 800
homes, nearly 200 businesses, and the disruptitreokligious life of the people of St.
Paul’s parish”, he wrot&€® Sacred Heart Catholic Church, located just offitr@ected
path of I-95, did not take an official stance aeganization, but the church’s leader,
Father Paul F. Huber, used his respected posititimei community to express concern
for the people who would be harmed by the congtaaif 1-95 along Jackson and
Adams Streets. On July 25, Father Huber submitletiex to the Wilmington City
Council, noting that he would be “remiss in...[his]utg’ if he did not speak out on
behalf of his parishioners. By his count, the pssgzbroute of I-95 would consume ten of
the fifty-nine residential blocks that made up pasish, and 281 of his 800 parishioners

lived in the ten blocks to be demolishidd.

129\Whether the church’s motivations were understopthb local media is unclear. News stories
and editorials commented on the churches’ decisaodsacknowledged they would likely relocate to the
rapidly developing suburbs, but no articles statewlight the thinking driving their decisions. Oasicle,
after laying out the facts, commented, “They haserr above personal and parochial considerations to
look beyond to the problems of the community ashale: This is good citizenship.” “A Tale of Two
Churches,'Wilmington News-Journa® July 1957.

130«priest Asks Cancellation of Freeway Okay by Cityiimington News-JournallO July 1957.

13L«priest Says 3rd of Parish Lives in Freeway Palbyirnal-Every Evening?5 July 1957.
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The Catholic churches faced very different sitre than the Protestant
churches; whereas the actual structures of Ziohdrah and St. Paul's Methodist stood
in the proposed 1-95 route, St. Paul’'s and Sacreartstood just outside the path. Land
acquisition mandated by the Jackson-Adams route tfavProtestant churches an
opportunity to reorganize in the suburbs, closéh&people. The Catholic Churches, on
the other hand, would remain in the Jackson-Adasnghiborhood but with far fewer
residents nearby. Regardless of arguments madepalithurches ultimately chose sides
based on the effects 1-95 would have on their @gidii prosper in a changing urban
landscape.

Much like Wilmington’s churches found themselve®pposite opinion when it
came to the Jackson-Adams controversy, the pedMélmington were similarly
divided. Samuel Evans, who lived several miles fthemJackson-Adams corridor, called
on those who tacitly approved of the Jackson-Adeoute by questioning whether the
Highway Department and city officials considered Human cost of their decision to
route 1-95 through a densely populated section diilgton. “These people,” Evans
wrote, “can be considered in no other light butiaims of the few ruling the many.” He
went on to propose a simple philosophy the city state highway officials could use
when routing roads: “place the speedway wherelitdeithe least harm to the smallest
number of people’®?

Mayor Eugene Lammot argued the Adams-Jackson ematemplished Evans’
aim, saying it “causes the minimum amount of diinrpto the existing neighborhood

patterns” of Wilmington. Lammot never publicly gtdtwhy the Adams-Jackson route

132« etters to the Editor,Journal-Every Eveningl0 July 1957.
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was the least disruptive, but he did acknowledgadlad was the most expensive.
Rather than engage those opposed to the routeeandhts of the Adams-Jackson path,
Lammot employed a red herring by asking what wiadpen to Wilmington should the
city not build the road. “Is the price too great @3 to pay?...Is the chemical capital of
the world to be left behind as other cities growatue and prestige? This, of course, is
up to our citizens,” he claiméd? Of course, Lammot’s rhetoric overlooked the obsiou
fact that those opposed to the Jackson-Adams veerte not necessarily opposed to the
road in principle, and resisting the selected ravdas not equivalent to canceling the
entire construction project, but Lammot was lessrasted in genuine debate and more
interested in moving forward with the constructafrDelaware’s newest superhighway.
For this reason, Lammot also turned a deaf eathier® who questioned the construction
of 1-95 along the Jackson-Adams corridor. FranaisZ2k, President of the Pulaski
Legion, a fraternal civic organization with oveityiyears of history in Wilmington,
wrote to Lammot in September of 1957. Noting that Jackson-Adams route would
displace the Pulaski Legion’s headquarters, anaith@unt offered as compensation
would not allow the organization to continue ofifgyiall of its services to the city,
Duszak argued that any route that passed througyhigton’s center would ultimately
do more harm than good. Whether or not Duszak’'sragmts were sound, Lammot’s

letter in response was dismissive.

133“Mayor Sees Adams-Jackson Route causing Leastdfawilmington News Journal 1 July
1957.

134“Mayor Gives Cautious Nod to Adams-Jackson Routeiirnal-Every Evening,3 July 1957.

135 Francis Duszak to Eugene Lammot, 5 September B&ggs to Duszak, 10 September 1957,
Executive Department, Government Papers 1302.77(198°A.
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Mere weeks after the new Democratic City Couramktoffice, its members
began to position themselves as opponents of tkesda-Adams Route. ThHéews-
Journal polled the twelve members of the City Council afteneeting on July 17, and
ten of the officials went on the record as beingaged to the plafi® One councilman,
Hubert Kenny, declared support for an attempt soirel the agreement made between
the previous city council and the state highwayadepent™*’ These changes, coupled
with the general unrest of the citizenry, led tha&t&Highway Commission to postpone a
mandated public hearing until September 9. Aslthenal-Every Eveningrote of the
decision:

Two months’ notice is ample time for both advocated opponents to marshal

arguments....The Commission’s willingness to facéauhe “human values”

involved in uprooting families from the FAI-2 rousbows a realization that its
responsibility does not end with building highway’.
Indeed, just three weeks after the initial annoura® of Wilmington’s agreement with
the State Highway Department suggested the rousernvexitable, the tide began to
change. Those opposed to the route at least hadiréa hope they could affect the path
of I-95 in their city. The optimism was tempereddmme, however. Councilman Kenny

suspected opposition efforts would ultimately yitdd/ results, and he was certain to tell

the people of Wilmington that he could not guarargeccess. He suspected the project

136 «Council Asks Lynch Speed Route Opiniofyilmington News-Journall8 July 1957.
137«Councilman Would Change Agreemenigurnal-Every Evening,3 July 1957.

138«Help Along the Freeway RouteJburnal-Every Eveningl3 July 1957.
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could be delayed, but “expressed little doubt itbuld be constructed:* One
resident declared, “The freeway is going to beddron us no matter how we feéf®

To the extent I-95 would be “forced” in the Jaakgiedams Street corridor, the
cause was the growing certainty among the Dela®tate Highway Department and
some Wilmington officials that the route providedximum benefit to the city of
Wilmington and the wider region. Working from thesgtion that suburbanization was a
more-or-less permanent trend, and residents waatldeturn to the downtown areas in
large numbers, most city leaders accepted a difféoeure for Wilmington’s city center.
Rather than a wealthy, residential downtown, theaders envisioned a future where
residents who lived in the suburbs would entercthefor entertainment, dining, and
shopping. To this end, I-95 would be a key confiinneling residents from their new
neighborhoods into the cify* The project also had implications for the entirety
northern Delaware, and political leaders may haenlmore willing to disrupt the lives
of some city residents if it meant securing a nsperous future by tying the suburbs
to the city. When Mayor Lammot added individuatsnfrthe suburbs and other nearby
communities to his Citizens’ Advisory Council, laeitly acknowledged Wilmington’s
future was as dependent on those who lived outkgleity as within.

Bill Frank, arguably the most influential jourrstlin Wilmington, wrote a series

of pleas in his weekly “Frankly Speaking” columnli@857 urging the people of the city

139 «Kenny Will Vote to Kill Road Pact,Wilmington News-Journall3 July 1957.

140«Heartaches and Teardflilmington News-Journa8 July 1957.

141 This vision of Wilmington’s future and the rol®% would play in bringing it to fruition was
challenged by the Delaware Expressways Committhe,a@ntinued arguing an urban 1-95 would only

further the demise of Wilmington’s urban merchamtec See: Delaware Expressways CommiBiemmary
Engineering Report Proposed Location of FAL2,September 1957, Daniels Collection Box H4, DHS.
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to support the Adams-Jackson Street route. He lysei@thioed Lammot’s position that I-
95 had to run this course because it served traagteutility to the greater Wilmington
metropolitan area. At other times, he chastisedogpts for being selfish. In one such
article, he wrote, “I see now where we have notlautealmost a half dozen anti-freeway
groups, made up of citizens whose properties tagthe route of the highway.” He then
reminded readers that when other neighborhoods taasgeted for demolition to make
way for other roads, these citizens were completiédnt. “While it is not becoming for
anyone to make fun of or poo-pooh their concerriieir homes, it must be rather ironic
for the Union Park Gardens and the Bancroft Parkwalks who may want to ask:
‘Where were you in your denunciations when we vier jam?*?

Frank was perhaps the most visible member ofgeleontingent of
Wilmingtonians who actively supported the Jacksata#s route. A group calling itself
the Delaware Citizens for Freeways believed théeraould “stimulate economic
growth and a higher standard of living, [since] Wh&ansportation facilities have
improved, new industries have moved in.” The gra@mt on to hypothesize that, once
constructed, the road would attract new industmgaie jobs, and improve the overall
quality of life for Wilmington. Citizens for Freewa made known their support for a
downtown route, since it best satisfied the govegmrinciple of Interstate construction,
as they saw it: “The test of any legitimate, souard valid argument for or against the
principles proposed for our consideration as reg&wll 2 is whether or not it is serving

the greatest good for the greatest number of p&dpl&Vilmington’s business leaders

142 «Erankly Speaking, Wilmington News-Journal,5 July 1957.

143«statement of Delaware Citizens for the Freewa@®i 11 Frank Collection.
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came out in support of the Jackson-Adams routesandnded Mayor Lammot’s
argument that the proposed path struck the ap@tepratio of usefulness and people
affected. As an organization focused primarily oofips, the human cost of 1-95 was of
less importance to the members of the WilmingtosiBessmen’s Civic Association.
Noting that “no matter where a freeway is evenfulaitated, it will necessitate the
relocation of some people,” the Association belie\tbe closer such a freeway came to
the heart of the metropolitan shopping districg, bietter it would serve all the citizens of
our city, county, and staté® The organization never substantiated the clairnttiea
route disrupted a minimal number of lives.

The Wilmington Businessmen’s Civic Associatiortatement drew the ire of at
least one resident who attempted to organize adibgtall downtown merchants.
Arguing that the members of the Civic Associatimtydold their position because their
homes were not at risk of demolition, the boycottierclaimed an intent to “do all my
shopping in the suburban areas, [as] They do st teapect the people who are fighting
for their cause® The boycotter's proposed punishment to those lessimen who did
not side with the residents of the Jackson-AdameeStorridor illustrates how little
those most impacted by the proposed project uratmisif the situation and their
opponents’ motivations. It was a direct consequerficke gradual shift of shopping
patterns to the suburbs that Wilmington’s downtdomsinessmen wanted 1-95 in the
Jackson-Adams Street corridor. Organizing a moveémeeconcentrate more economic

activity in the suburbs would only strengthen therchants’ resolve.

144«Bysinessmen Back Mayor on Freew&yilmington News-Journall7 July 1957.

145«Boycotter,” Wilmington News-Journal,4 July 1957.
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TheWilmington News-Journglublished many letters in which Wilmington
citizens tried to illustrate the human cost of Atams-Jackson route. No matter how
many times the routes’ advocates argued the pathmazied the human cost, those
humans in question responded with pleas for thelpeaf Wilmington to recognize their
plight, to recognize them as neighbors insteacebludhanized numbers or the even more
abstract “most opportune to be relocated.” Onalegg| writing under the name “A
Human Problem,” wrote to Haber:

Let me show you through my home where | have lfeedlO years, in which |

was raised, and where | hope to raise my famigg grough some retired

families’ homes, through some widows’ homes—widevi® live on social
security. Perhaps then, Mr. Haber, you and theafetste State Highway

Department will know the exact price of this grepen road which, in your

opinion, stands as progre's.

These appeals—and many similar to it—appearedwspapers daily in the summer of
1957.

Despite the effort of those to be affected, ma#tiw Wilmington either favored
the Jackson-Adams route or approved of it witsiée Mayor Lammot claimed that,
between July 11 and July 23, he had received nimaitymessages in favor of the route
and ten opposeld’ Very few Wilmingtonians wrote to newspapers inson of
Jackson-Adams residents, and there are no accoatyone living outside the

neighborhood joining protests. State Highway Consioiser Hugh Sharp encouraged

those who supported 1-95 as planned by the Stdtgdod up and be

146«“The Price,”Wilmington News-Journall8 July 1957.

147«Adams-Jackson Route Favoredtyilmington News-JournaR3 July 1957.
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counted...[for]...we cannot let the growth of our cityd the progress of all our citizens
be subordinated to the fears of the fé?.”

On July 24, a group calling itself the Central AdaJackson Streets Civic
Association, newly formed in response to the [H&®at, submitted a letter to the City
Council. The Association argued that the resolupiassed by the former City Council
during a lame duck session was a “violation of pe'spights,” as the route represented a
“ravaging of the City of Wilmington by bisectingsiheart with a new super freeway and
the destroying of well-established homes and bssegas well as interfering with
churches and schools.” Since the resolution had passed by outgoing representatives
and no public hearing was held prior to the votipgn the resolution, the Central
Adams-Jackson Streets Civic Association would fbenTaxpayers’ Protective
Association, the Northern Adams-Jackson Citizerssdkiation, and the Delaware
Expressways Committee in filing a lawsuit to bldbk construction of the road?

At the very moment it appeared Wilmington was prepg for a long, arduous,
and ultimately inconclusive fight over the propeute of 1-95, the all-Democrat City
Council upset the apparent trajectory of the del#stta Council meeting the evening of
July 25, the City Council voted eleven votes to tavoeverse the decision made by its
predecessor, all-Republican council. Confirmingfdreas expressed by Frank Obara
when the Republic Council signed the Adams-Jacksote agreement, the city’s

Democrats successfully made the unpopular referaradpurely partisan matter and

148 Hugh P. Sharp, Jr., Speech delivered to Masonib September 6, 1957, Executive
Department, Government Papers 1302.7 (1957), DPA.

149«Civi Group Claims Basis to Rescind OK on Freewagjlmington News-Journal4 July
1957. Text of resolution found in Daniels CollectiBox H4, DHS.
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tagged the Republicans with the controversial datiA resolution passed at the
meeting declared that the previous contract agreesimuld be rendered invalid “by
reason of not having been authorized and negotatedeans which constitute due
process of law*?°

Underlying the Wilmington’s City Council’s actiomas the belief that the
Federal-Aid Highway Act of 1956 failed to ensureegirocess when selecting routes for
the Interstate Highways. The legislation requiraly @ne public hearing before
finalizing a route, and the hearing was not heldl after the State conducted its studies
and settled on a rout" In other words, the law required the State to giagtublic input
only after investing significant time and resourc#e researching routes. The law
therefore encouraged route selection without dgarcefor public concerns. The
Wilmington City Council’s claim that this law vidiad due process was an interpretation
of the law based on the belief the procedure dlgaranteed the Delaware State
Highway Department made its decision prior to hadpublic hearing$>?

In striking down the previous agreement betweercity and the State Highway
Department, Wilmington’s City Council did not offany plans for a new route; instead,

Council President John Babiarz told a reporter &fiext move is up to the State

130«Text of Revolution Against Housing, Freeway P’ Wilmington Morning New=27 July
1957.

31 Federal Aid Highway Act of 1956).S. Code 23 § 128.

152 Wilmington was certainly not the only communitydioallenge whether the Federal Aid
Highway Act of 1956 violated due process. By the [E960s, the federal Department of Transportation
proposed changes to the law that required multipberings since, as Department’s Executive Assistant
Director stated, “Present procedures have not adetyuensured that highway decisions reflect conitpun
values and objectives.” Emory C. Parrish to Ma®dxeal, 2 December 1968, Series Ill, Subseries &% B
10, RBRL.
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Highway Department...I wouldn’t want to predict witlaé ultimate development might
be.”*>3*Wilmington’s City Solicitor, who served the Dematic mayor, argued the
previous arrangement was legal and binding. IDBenocratic Council wanted to stir up
a partisan battle, they did not have all of thg'siDemocrats on the same page. One
Wilmingtonian questioned whether the Council hatgmlitics over the welfare of the
city: “Whatever they are up to, the Democrats halveady done an incalculable amount
of damage to the city’s good credit and prestigeithwhose government recklessly
repudiates contracts...is not going to have much foakketing its bonds®* Another
writer described the Council’s attitude as “putidie-damned**®

One week after abrogating Wilmington’s agreemelittt wihe Delaware Highway
Department, the City Council voted to rescind absdaesolution that gave the city
authority to enter into an agreement with the Statgnway Department for the purposes
of constructing highways. This resolution empowetezcity to negotiate with the state
for the purposes of highway construction. With tegolution nullified, it was not clear
how Wilmington would proceed with highway constiant as no department within the
city government had the legal grounds to pursudedally mandated agreements with
the state Highway Department and federal Buredubfic Roads.

According to City Solicitor Stewart Lynch, the €i€ouncil’s resolutions did not

carry any legal force or effect. One observer notisdthere any reason to take the antics

of the present City Council seriously?...They arel@aiding the public by claiming

153«Confusion Follows City Effort to Kill Projects ¥Vilmington Morning New£6 July 1957.
134 «Civic Chaos,”Wilmington News-Journa26 July 1957.

135«“Two Ways to Do,”Wilmington Morning News26 July 1957.
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powers which their own legal experts have told trnphatically they do not possess.”
The observer went on to argue the City Council daasluing the city of Wilmington by
scaring creditors and misleading the pubtfOne year later, Chief Engineer Haber
submitted to the General Counsel of the State Heghldepartment the same City
Council resolution, and this lawyer agreed with tlyis reading point-for-point. In an
eight-page letter explaining his reading of thehatson, S. Samuel Arsht argued the
resolution’s charges of “unmitigated fraud” wer@figpletely refuted by the record” and
that most of the charges of wrongdoing were “pessoanclusions which...neither the
facts nor the law will support®’

The City Council claimed it received fifty cardgpporting its stance on the
Freeway'*® Those within Wilmington who supported the Jackéatams route of 1-95
responded with a petition of 2,500 names askingttigastate move forward with the
original plan®>® Keeping with Wilmington’s history, these supposteame from districts
of the city not immediately in I-95’s path; they wd receive the benefit of the road
without the facing the most brutal of consequenggecation. Others within the city
seemed befuddled that those within the road’s wathid shirk the opportunity I-95
presented. One individual, writing to tNews-Journalinder the name “Spectator”
argued, “The move offers the fine opportunity testablish a new home in a fine new

community—possibly suburban or even country—whéileen can have healthful play

156« Sound and Fury,' Wilmington News-Journal August 1957.
1573, Samuel Arsht to R.A. Haber, 4 March 1958, Bilink Collection, Box 11, DHS.
138 «State to Act Next Week on Freewayilmington News-Journal2 August 1957.

139 «petition Planned to Back FreewayVilmington Morning News2 August 1957.
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areas and surroundings—and the man of the houseais@vegetables, berries, and
fruits to supplement the family incom&® This letter speaks to the disconnectedness
among Wilmingtonians. The writer left no evidendéis identity or the section of the
city in which he lived, but he obviously could reshpathize with those in the way of the
Jackson-Adams Street route. Depending on how @us ke letter, his comments could
be interpreted as presumptuous or insensitive gdms to indicate the Jackson-Adams
Street corridor is not a desirable place to livel & one cannot live in the same section
of Wilmington as he, he ought to leave the citytadlether. Indeed, Wilmington’s
resistance to or support of 1-95 was divided alneogirely by where individuals lived.
The benefit of the road was not in question; ohbyitelative value of the human cost
seemed to matter, and many residents saw |-9gasdavalue so long as the human cost
was somebody else’s life.

On August 8th, Joseph Piekarski, president offiegayers Protective
Association, published a detailed explanation efdpposition to the Adams-Jackson
Street route of I-95. He began by refuting the ghdhat the route best served the
economic needs of downtown Wilmington and woulddfgmrban merchants. Since this
was one of the most commonly cited arguments iorfa¥ the route, it makes sense that
Piekarski would look to discredit it first. By hestimation, the Jackson-Adams route
would draw traffic nine blocks, over a half mileyther away from the Wilmington
merchant district. Arguments that the route wouldrfel travelers into the urban
shopping district were misleading, Piekarski arguéat only would the road draw

customers further away from the merchants, theeraatually served the opposite

160« et's Get Forward,"Wilmington News-JournaR August 1957.

90

www.manaraa.com



purpose of giving residents of Wilmington and odesiravelers easier access to suburban
shopping venues!

Piekarski continued by arguing that both locald dnvers on long distance trips
disliked traveling through cities, and Wilmingtoachthe opportunity to route traffic
around the city all together. By Piekarski’s estiio@, it made little sense to force drivers
through the city, which would increase traffic azadise harm to Wilmington'’s citizens.
Piekarski also pointed out one of the least fretjyenentioned arguments against
routing highways through urban centers; Interstdigsot yield property or income
taxes, but the houses and businesses they ovetitoRy demolishing blocks of housing
and commercial development to make way for thevaays, cities effectively lowered
their tax base. Proponents of urban highways wardde the increased sales tax more
than offset the decreased other taxes, but Pidkdicskot accept this argument in the
case of Wilmingtort®?

Rather than force hundreds of Wilmington citizens of their homes, shutter
many businesses, decrease the city’s tax basdaandthe urban merchants, Piekarski

argued Wilmington would be much better served binéerstate routing along the

81«Frankly Speaking, Wilmington Morning News§ August 1957. Bill Frank, the owner of this
column was a supporter of the Adams-Jackson Rbutehe frequently ceded his column space to guest
writers. In this case, he allowed Piekarski, whpaged him on the matter of I-95 routing, to usespigce
in the newspaper to make a case against the route.

Piekarski’s belief that the Jackson-Adams routeld/agtually hurt urban merchants rather than
save them was shared by others who opposed thagoAtresident of West Tenth Street, for example,
argued “I think the retail merchants will get ipagressively worse condition as years go on...But an
Adams-Jackson Freeway will be sudden death to théfhy. .would anyone with a car bother to go down-
town? Just get on the Freeway and go to the bigtepshopping centers.” Irving Warner to Hugh R.
Sharp, Jr., 23 September 1957, Accession 1518r$apbving Warner, Personal Papers, General Stibje
Files, Box 17, Hagley Museum (Wilmington, Delawaré)ereafter referenced as HM.

162 1hid.
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Delaware River, to the south side of the city. Toiste would direct traffic around
Wilmington, permitting 1-95 to serve the needs afrington without any of the
negative consequences. By Piekarski’'s estimatios routing could be accomplished
without displacing a single resident or busintss.

A week and a half later, Leon Weiner, PresiderthefCitizens’ Committee for
the Freeways, an organization formed to combaf#ckson-Adams resistance,
responded to Piekarski’s arguments. Weiner’'s wr@igf Piekarski's stance relied upon
different interpretations of the same evidencestFiVeiner believed the Jackson-Adams
route would aid merchants but did not offer mucppsgut to his claim. He also chastised
Piekarski for treating the Jackson-Adams route @5 bnd the FAI 3 route that would
bypass Wilmington’s downtown to the south and easin “either/or” proposition, since
both routes were planned and necessary, accomithg tnitial studies of Wilmington’s
Interstate need$? While Piekarski lobbied that a resolution couldréached where no
Wilmington residents would be displaced, Weinendssed the concerns of these
individuals outright and went so far as to argumes®f them wanted to be relocated on
behalf of I-95. “Such opposition has been baseahgrily on personal economic
considerations,” Weiner wrote, as if to imply thegsre not valid considerations. He then
claimed that the entire debate had been cloudedisnepresentations, “distorted
stories,” and “rumors.” “What are the facts?” hkexk “Actually, some persons who are
affected are looking forward to selling their hoorébusiness...[but]... They fear

expressing this openly because of the opinion ofesof their neighbors. Weiner claimed

163 1hid.

184 «Erankly Speaking, Wilmington Morning Newsl9 August 1957.
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those who wanted to sell did so because the vdltreew homes at present was greater
than the purchase pri¢& Weiner’s attempts at softening the human blow selyed to
further enrage those who viewed the highway buggiroject as a inhumane and unfair
pursuit in the first place.

The tumult resulting from the City Council’s act®and the public discourse
resulted in the State Highway Commission schedwdingw hearing for September 30
instead of September 16, thus giving all sides aropportunity to build their cases. The
decision to schedule another hearing was not usaven the Commission, however,
with one commissioner, Benjamin Ableman, askinghyw® hearing? We've signed a
legal contract...To say we will hold a public hearimij mislead the public**®In a
subsequent statement, Ableman declared the Jadidams route a “settled mattef’”
Regardless of the reservation of some membersjititevay Commission as a whole
came to accept they could not simply push on irfabhe of growing opposition.

With battle lines drawn, each side of the Jack&dams route debate had a
governmental entity on its side. Those opposetieadute pointed to the City Council
as its defenders and argued the City Solicitor@tade Highway Commission refused to
accept the will of the people by ignoring the Calimactions. The number of people in
this camp was unclear. On August 20th, the Taxzalyestective Association claimed to

have the support of 25,000, but three days latem#ited a petition including under 800

%% |pid.

186 «New Dates for Freeway Hearings Set After Dispujlmington Morning New45 August
1957.

167«Ableman Wants Freeway Meeting, Not ‘HearingWilmington Morning Newsl6 August
1957.
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names-*® As one Wilmington resident stated, “Their delayaugion in not accepting the
vote...shows contempt and disregard for the reprasees truly elected by the
people.*®® The State Highway Department and many who livitsiole of the Jackson-
Adams neighborhood attested the City Council jedigad the future of Wilmington by
refusing to allow construction to proceed as plan@n another level, what developed
was a question over representation in the Inter$iadthway Process. Those charged with
making decisions about routes were generally remttedl by the people but rather
appointed by those who had been elected. Sincejtisi were not dependent on
pleasing the people, they instinctively advocaterirbutes that made the most sense on
paper. Engineering principles took precedence buaran interest.

Irving Warner, a resident of West Tenth Streghm Jackson-Adams
neighborhood, wrote hundreds of letters from 1951 well after construction of 1-95
began, attempting to obtain an injunction againstdowntown construction. As he
corresponded with local and national officials,claene to understand the extent to which
human costs did not factor into the engineers’udak: A Deputy Assistant
Commissioner of the Bureau of Public Roads told tiiemJackson-Adams route was
preferred because it was “reasonably direct, antbdoe developed to facilitates which
will safely and economically handle the ever insieg volume of traffic.” When faced
with the human cost of the decision, the Deputy @ussioner explained “Public Roads

encourages the States to locate highways to miripriaperty damage and

%8 The 25,000 in opposition number quoted in “Freewetyer Sent to LammotWilmington
News-Journak0 August 1957; the smaller number is noted ir8“P8otest Freeway Route in Petition to
City Council,” Wilmington News-Journ&3, 1957.

189«A People’s Council?Wilmington News-Journall4 August 1957.
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inconvenience to local interests wherever possibfesistent with good engineering
practice and sound economic principlé€® Since Delaware’s engineers had decided
servicing Wilmington’s commercial center and faatiing traffic into and out of the city
center were the primary objectives, and since greyitized this route because it could
be achieved at a lower cost than other downtowigtno level of human collateral
along the Jackson-Adams route was a match foruhsup of engineering principles.

One Wilmington resident, speaking on behalf of lbg@vernment minded
individuals throughout the city—and perhaps courtyewed the Jackson-Adams Route
controversy as symptomatic of a rising socialistalx

The great loss of private property rights inherarthe housing and highways

laws are a serious loss of individual liberty. Raxp rights are the basic different

between a socialist and a capitalist society... Thletiio own property is now
seriously underminet’*
To these individuals, the policy of eminent domexercised by the government to claim
land for highway construction harmed individualseopersonal level but also threatened
the underpinnings of American government. Some @ezoeived eminent domain as the
vanguard to a larger government threfat.

As September began and the public hearing orotlte of 1-95 loomed in the

future, the Wilmington City Council did not seemntent to sit idle but could not make

any real impact. Consequently, some of the menmeersted to antics that critics viewed

as childish. When the State Highway Department siibena letter to the Wilmington

170 G.M. Williams to Irving Warner, 11 June 1957, Assion 1518, Papers of Irving Warner,
Personal Papers, General Subject Files, Box 17, Etitphasis mine.

1 «Not Accidental,”Wilmington Morning-New47 August 1957.

172 The writer of this letter, Marjorie C. Brennaneses to have confused the tenants of socialism
with communism, but her intent is clear nonetheless
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City Council acknowledging receipt of the Counciésolution rescinding the contract
made by the previous officials, the Council votedamd approved a motion that the letter
be “received, recorded, and thrown in the wast&dtds’® At a second meeting, the
Council approved a motion to “hamper, hinder anstrizt” construction of the highway
along its currently proposed routé.

Surprisingly, the entire debate up to this poias\eld over a theoretical path I-
95 would take through Wilmington, as the State Migi Department had not formally
selected the plan. When State formally announiteddute on September 17—five days
before the mandated public hearing—it took the ofppaty to go on the offensive,
laying out its reasons the Jackson-Adams route rifemost sense for the city of
Wilmington. Hugh R. Sharp, Jr., State Highway Cossianer, spoke to the Wilmington
Lion’s Club on the day the state released the iaffie95 route. He charged that
Wilmington required both FAI 2 and FAI 3 (the ealteoute), as Interstate traffic
through Wilmington was set to double by 1975The proposal’s formal release also, for
the first time, replaced speculation with solid rfuars of what was at stake. The Jackson-
Adams route would require the acquisition and démalof 652 buildings, 507 of which
were residential; 312 of the buildings were ownectpied. 926 families would be

displaced. The total value of seized property was ghy of four million dollars. The city

173 «City Council Tosses Highway Dept. Thanks in Wastgket,"Wilmington News-JournaB0
August 1957.

174 «City Council Pledges Fight on Freewayiimington Morning

15 «Sharp Praises Freeway Route Before Lions CIMiJiington Morning Newsl8 September
1957.
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of Wilmington would lose just shy of $100,000 ix t&venue each year due to the
demolished properties, and New Castle County winse an additional $17,0006°

At the public hearing where the State Highway Depant officially unveiled
Jackson-Adams route, Leon Weiner, the chairmaheDelaware Citizens for the
Freeways, noted one group who should have beenhagyy with the plan. Those
opposed to the rumored Bancroft Parkway Route shioave been elated, by his
estimation, since all of their concerns were assddyy the Jackson-Adams Route. The
planned route moved closer to the center of the ititequired the seizure of thirteen
acres of parkland opposed to the forty-two requingthe Bancroft route; no schools
would be affected and most at-risk churches hadeebsupport for the route; and finally,
the Bancroft Parkway would stay open to the pulblerhaps most importantly, the
selection of the Jackson-Adams meant those whed Inear the Bancroft Parkway would
not be displaced. Weiner concluded by inviting Baftaoute opponents “to join with us
in support of the Adams-Jackson alignment...to speskoud and clear as they did
earlier this spring®”’

By most accounts, the hearing, held at P.S. DuR@ft School, was attended
overwhelmingly by those opposed to the Jackson-Adamte, with the Taxpayers
Association of the Delaware Freeway Committee ogitigpmost seats. Per federal law,
the State Department of Highway representativedtendance listened to criticisms of

the route, all of which they had been presentel miéviously. One observer

170 “Ereeway Would Take $3,916,443 Worth of Privategarty,” Wilmington Morning News,9
September 1957.

Y7 «Bancroft Route Opponents.”
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summarized the meeting in two notions: route opptmsaid, “Let us have an
expressway through Wilmington, but it must be pusomeone else’s backyard and not
mine” and when rhetoric broke down, they soughttscredit and insult highway
personnel present®

While there was certainly opposition to the Jack8dams route, it could not
prevent the construction of 1-95 along this pathe Teasons for this are many. Perhaps
most importantly, those opposed to the route wknest entirely residents who would be
immediately affected, and residents of other sastmf Wilmington were happy to see
the road built through the Jackson-Adams corritidragreserved their neighborhood. The
near universal agreement that Wilmington requiredwntown route did not help the
opposition’s case. Moreover, Wilmington’s highwayganeers, operating under a
framework that encouraged the construction of &way that met objectives without
regard to human cost, were largely unchecked amvkepran unmovable force. 1-95’s
opponents eventually gained traction and even gadritee support of some political
leaders but could not overcome a Highway Departmenpowered with federal
requirements that mitigated the influence of thegbe, committed to the route who could
argue only a minority of residents were not in favidming also played a key role, as
one of the first urban communities to build a dawwr Interstate link, Wilmington could
not reflect on the experience of other communeéie# made decisions.

By 1965, the state of Delaware had constructes th®ough Wilmington. The
Jackson and Adams Streets had begun the procasslimhating to the new reality of

living adjacent to an eight lane superhighway. Endisplaced had begun their new lives

178«A Travesty of Justice,Wilmington News-Journd@7 September 1957.
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in new homes, occasionally in new neighborhoodsmikigton experienced some of the
benefits 1-95 was purported to bring, such as betteess into and out of the city, but the
downtown merchants continued to struggle. Whethisrdtruggle was the result of 1-95
whisking potential shoppers past their storesxay sniles per hour or whether their
decline was foretold by the preceding suburbarorati-95 had not delivered one of the
primary benefits it was supposed to bring to th. ci
THE FIGHT FOR ARDEN

Six-and-a-half miles north of Jackson Street, EB&ssed over an unassuming
two-lane street called Harvey Road in the firsthaert area one encountered heading
north out of Wilmington. Had an off-ramp existedla¢ intersection, one could have
driven one mile northwest on Harvey Road and foaima@rea called Arden, what the
Wilmington Morning Newsalled “perhaps the most unique community in tst.&"°
Founded in 1900 by a sculptor and an architect thighintent of putting theory to the
test, Arden was established on the theory that canitres could be self-sustaining if
citizens paid for the land they used, and shareck#nning power of the land. Sixty-five
years after its founding, Arden found this a susfitdsnodel, requiring no property or
sales taxes. The community held all land in the d6@ community in deed, and the
citizens held ninety-nine year leases on parceteefand. They paid rent back to the
community, and the town administration had enowgources to support numerous
parks and a thriving arts scene. Immediately adjaimeArden was Ardentown, which
lived by the same principles but technically stagsdan independent community due to

some differences in administration. Together, tleesemunities stood as unique and

9 «Arden: Unique, Quaint, and Verdant Oasié/iimington Morning News23 September 1965.
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prosperous examples of alternative approachesyt@d@ministration and, in fact,
operated on an alternate take of the governmdaméniparadigm.

As could be expected, the people or Arden and #o¥en valued their separation
from neighboring communities. They enjoyed relapveximity to Wilmington and other
Delaware communities but preferred to operate @spendent and somewhat secluded
enclaves. When the State Highway Department anmalinc1965 a desire to widen
Harvey Road in order to accommodate an interchanitel-95, the people of these
communities found themselves thrust into simildvates their neighbors six miles to the
south had experienced not a decade earlier.

By the Highway Department’s plans, I-95 would aoter Arden or Ardentown
proper; instead, the highway would skirt the comimes about a mile to the south. The
only impact the towns would feel was the widenifgdarvey Road. Even this was
enough to enrage the population, as a four laneNag would dramatically alter the feel
their community had worked decades to cultivateo&d widened to accommodate 1-95
would change Arden from a quaint community of mesimdy blacktop roads among
spacious lots and luxurious homes by running albiptass quaint street through the
heart of the neighborhood.

The Delaware State Highway Commission met on Nde¥a0, 1965 to decide
whether to proceed with building the interchangegréup of Arden residents spoke
fervently against the interchange and correspondidgning of Harvey Road. Donald
Stephens, longtime resident of Arden, lambastecCtramission with an impassioned
speech in which he promised the “toughest figh#’ @ommission had yet faced and

concluded by quoting John Paul Jones: “We havéegtn to fight.” Perhaps exhibiting
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the hubris one earns when steamrolling communtgr abmmunity regardless of the
opposition put forth, the Commission was almostilitisg in its dismissiveness. After the
Ardenites left, one commissioner asked the highdepartment’s legal counsel “what
chance” the protestors would have in halting therchange construction. S. Samuel
Arsht, who as a Wilmington lawyer had watched thekdon and Adams Street
communities fight a fruitless battle, held up hest, formed a zero by touching his
pinky to his thumb, and smirké&’

In 1966, a group of Arden residents filed suitiagthe Highway Department
and Highway Commission. Even though the Harvey Rotaifchange was to be built in
a relatively rural area, several of the complaiet$ed in the suit resembled those from
the earlier Jackson-Adams Street controversy. Heoe the state of Delaware failed to
hold public hearings in the spirit of federal laf&so, the suit claimed construction would
decrease the value of residents’ property. Interglst the residents of Arden did not
own their property, but the trust did. The Ardesitawsuit also made claims about the
destruction of natural beauty and the interferemite a way of life®!

Some residents of Arden, outside of the lawsusig@d a more intellectual
campaign against the road. One resident, Sanddandiipenned a letter to the
Wilmington Morning News which she argued the Harvey Road interchangdaonmurt
more than trees and property value; instead, shmet, the real victim should the

project continue as planned, was the identity afehites. “The community which

1804195 |nterchange Still On,Wilmington Morning Newsl1 November 1965.

18L«Ardenites’ Suit Fights Interchange on I-98Yilmington Evening JournaR8 September
1966.
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provides a source of security for its members thhohlistorical ties and a common sense
of identification is a dwindling phenomenon in Anoer,” she wrote. “Arden is part of the
everyday life of its members, not because it it guglace to park your car, have your
dinner, or sleep, but because it is part of thelledtual and emotional being of all of
us.™® Arden, as a community of people who had ideoldgisavell as financial ties to
the land, saw I-95 as a threat to more than thallete and homes. 1-95 was a threat to a
way of life, to an ideal, and to the bonds thad feople together. While the Delaware
State Highway Department may have been able tadmel through urban Wilmington by
capitalizing on divisions within the city—neighbadd versus neighborhood,
primarily—in Arden it found a community uniform its opposition to the road and fully
mobilized in defense of their way of life. Anothdrden resident proclaimed, “This is not
planning, it is genocide'®?

The state’s desire to build an interchange on elaRoad did not make
immediate sense to observers. In the middle ol 8&s, Arden was relatively secluded
from the rest of Wilmington, separated by acreseds and fields, as much its own
community as part of greater Wilmington. To theidents of Arden and others who
supported their opposition to the interchange stage’s claim the interchange was
necessary in anticipation of future growth seeikes d spurious argument. They
suspected “building for the sake of building,” @pbmenon witnessed elsewhere in the

country and foretold by Lewis Mumford, among oth&se Ardenite captured this fear

182«Harvey Road: The Other Point of ViewWilmington Morning New9 September 1966.

183 «giill Another Word on That Harvey Road Projedtyiimington Morning Newsl7 November
1965.
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eloquently when he wrote, “Do not let us awakery@@rs from now to find that, while
we were on the way to becoming the greatest ‘gtionlge’ nation the world will ever see
architecturally, we were being fitted with a cortergirdle which was squeezing the very
joy of life from us whir purporting to serve ourro@nience.***

Eighty residents of the Arden communities gathemre@®ctober 1% and
unanimously empowered their leadership with bragtiaity to take all legal steps
necessary to halt the widening of Harvey Road amstcucting the 1-95 interchange.
Those in attendance passed a resolution which suzeddheir logic for resisting the
development. An expanded Harvey Road, the resol@xplained, “cuts in two the
Arden communities and destroys the natural beawityugp by the Ardens in the last 65
years.” In addition to the destructive force of thad, the signatories argued the widened
road invited “greater use of the roads beyond ¢lagiirements of regular commuters
going to and from work*® Bill Frank summed up the Arden position well bynmitking
the community:

We the people of this particular rural or suburb@lage, were happy with old

narrow country roads. Now, all of a sudden...the Wig§ department wants to

widen our lovely rural roads into monstrous stopsoncrete, planned for 20

years ahead and at the same time making it easierdre and more to pour

through our town. We don’t wantt°

Frank, ever a supporter of highway constructiowitmington, spoke to the Arden

gathering on October 7He told the gathering that any resistance effantld be in

184«Relentless Flow of ConcreteWilmington Morning Newsl0 October 1966.

185 «Ardenites Act to Block 1-95 Harvey Road Interclyen” Wilmington Evening Journal8
October 1965.

186 “The Common Lesson of Ardenyilmington News-Journall9 October 1965.
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vain because the Highway Department was so fartirgglanning proces§’This was
echoed by an Arden resident with an inside sourtieeaHighway Department and
further proves the planning procedure laid ouhm Eederal Aid Highway Act of 1956
did not do enough to protect due proc¥ss.

Desperate, Arden’s leadership reached out to Byagt Johnson, who it believed
would be an advocate since, as First Lady, shéobad a staunch advocate of highway
beautification She, in turn, wrote to the Fed@&aleau of Public Roads who agreed to
look into the situation. In response, Rex Whittaderal Highway Administrator,
explained that the interchange was justified, luehcouraged the State Highway
Department to reevaluate the road widening. In Ndser of 1966, the Delaware State
Highway Department agreed to only widen Harvey Roatie immediate vicinity of the
I-95 interchange, thus preserving the two lane tbamligh the Arden communities. It is
not clear if the political weight of Lady Byrd Jadon forced what was essentially a
compromise between the state of Delaware and sheergs of the Arden communities,
or if the State only agreed to postpone wideningrelaRoad because it could revisit the
issue in the future. It is also quite possible Artiad the benefit of good timing the
Jackson-Adams residents did not; in the middldef960s, the urban revolt was
gaining steam throughout the country, and Highwapd@tments were rapidly losing the
ability to steamroll residents.

Raymond Mohl has noted, “The anti-expressway movémenust be located

and interpreted within the wider context of theftafg political, legislative, and

187«Ardenites Act to Block 1-95 Harvey Road Interclyn’

18« jke a Dagger in Arden’s HeartWilmington News-JournaR0 October 1965.
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bureaucratic environment® The Jackson-Adams controversy exemplifies a period
when the cards were proverbially stacked agaisstieats who held reservations against
particular highway routings. The Jackson-Adams sgmm could not overcome the
power wielded by the State Highway Department. ligyrhiddle of the 1960s, not a
decade later, the residents of the Arden communitere able to broker a deal with the
State Highway Department, largely due to the chamgplitical landscape. However,
there were additional, more local, factors at @ayvell. The Jackson-Adams opposition
was fractured and lacked clear leadership. NeighgdWilmington neighborhoods
actively supported the construction of 1-95 andadted the Jackson-Adams route.
Meanwhile, Arden was united in its opposition te thidening of Harvey Road and
construction of an 1-95 interchange. Additionatlyere were no neighboring
communities to support the State’s plans. Whilepbigical landscape certainly evolved

in a way that led to different outcomes, local éastalso played critically important roles.

189 Raymond A. Mohl, “The Interstates and the Cities.”
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Figure 2.1: The Jackson/Adams Route, indicatedbysblid red line passing through
Wilmington'’s city centef®

10 pelaware Expressways Engineering Sub-CommitteeGtaphic Presentation of the
Recommendations of the Delaware Expressways Cogehité May 1957), Daniels Collection, DHS, 6.
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Figure 2.2: The Bancroft Parkway (left) and East@ption (right) relative to
Wilmington’s downtowr*

%1 Delaware Expressways Engineering Sub-CommitteeGtaphic Presentation of the
Recommendations of the Delaware Expressways Cogehité May 1957), Daniels Collection, DHS, 9.
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CHAPTERS3

RESISTANCE INNEW JERSEY

A drive along I-95 in New Jersey leaves the traveligh the clear impression that
the road is somehow different in the Garden Stata elsewhere. There is simply
something peculiar about the experience; odditiesressubtle, others not—accrue until
the driver is left convinced that somehow, the roache together differently in New
Jersey than anywhere else in the country. Firstethre tolls. While New Jersey is not
the only state to feature tolls on I-95, they aseadommon along the eastern seaboard. In
New Jersey, the tolls are frequent and significRat.a long stretch, it is not clear if the
driver is on 1-95, the New Jersey Turnpike, or shave both at the same time. The signs
simply do not make sense. Then there is the odd|ynmexplicable, route the road takes
through the state. If entering New Jersey from dal&, the driver can travel a relatively
direct path to New York. If entering from Pennsylisg however, there is no way to get
to New York without exiting 1-95. If heading fromeM/ York south on 1-95, one can exit
the state via two different routes, both of whicé kabeled as 1-95.

[-95’s odd state of existence in New Jersey igéiselt of a unique set of
circumstances in play between the 1950s and e@89s. WhiléNilmington was one of
the first cities to resist highway construction wNéersey was one of the few places
where opponents scored a decisive victory. Thisrtph, influenced by and combined
with local factors, resulted in I1-95’s peculiar timg. Partly rooted in the context of
highway revolts (alternatively called urban revpltdew Jersey’s efforts to oppose 1-95
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were colored with a heavy dose of local circumstard/hile many cities experienced
highway revolts, very few of the campaigns werecsssful when Interstate Highways
were the target. Opponents of urban road construetxperienced some victories against
state highways, secondary roads, and other projagtdnterstates appeared to be
untouchable. Even though 1-95 met resistance imikigiton, Boston, Miami, Richmond,
and other cities, residents were only able to cetepl prevent highway construction in
central New Jersey.
ANOTHER ROAD IN THE NEIGHBORHOOD

When New Jersey residents looked at the first nodfise Interstate Highway
System, many struggled to understand why the G&gtkee needed another road. By
many accounts, asphalt and concrete already choketl of northern and central New
Jersey, a product of the same conditions that rtredstate prosperous. Since colonial
days, those traveling between New York, Boston,@hdr New England communities
to Philadelphia, Wilmington, and farther south m#usr way through the townships of
New Jersey. With time, New Jersey’s well-worn patslved into passable trails, then
roads, and finally highways, with the New Jerseynpike standing as a model of
engineering ingenuity and symbol of the automoage. The history of I-95 in New
Jersey begins not in 1959, when the first leg efltlierstate System bearing 1-95 signage
opened to the public, nor with the 1956 passadegiélation that permitted the
construction of the road; rather, New Jersey’s daraged history with 1-95 began in the
early 1940s, with the construction of the New JeiBernpike.

New Jersey began planning the Turnpike in eatindbe 1940s, and the road

opened to the public in 1952—four years beforeltiterstate Highway Act came to pass
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and during a period when a federal Interstate Haghsystem seemed unlikely to come
to fruition. New Jersey split the cost of buildithge Turnpike evenly with the federal
government, the best financing deal availabledatestmaking infrastructure
improvements in the late 1940s and early 1950s.Tiinepike Authority operated the
road as a toll road to recover the state’s investrfand make a profit). When the
Interstate Highway System was born in 1956, antl pli&ns to build 1-95 in the vicinity
of the Turnpike, New Jersey faced a dilemma. Wihiéestate did not want to miss out on
the 90/10 financing split the Interstate Highwagt®yn offered, building 1-95 also would
have violated the agreements the state made vatiumpike Authority and Turnpike
bondholders. A Deputy Commissioner of the New Je&tate Highway Department,
speaking before the United States House of Repiasess in 1966, acknowledged,
“There is no doubt in our minds that had the IntgesProgram been set up in 1946
instead of 1956, the Turnpike would today be inrapen as a free highway**

Yet, the Turnpike was open to traffic in 1956, gted as a toll road, and was
accountable to bondholders who had helped finasanstruction. Still in its relative
infancy, the Turnpike had not yet generated enaaglnue to pay back its shareholders.
The Interstate program—I-95 in particular—posetradt to Turnpike bondholders and
the Turnpike Authority, which raised considerahlads for the state of New Jersey
through the collection of tolls. In early 1957, tharnpike Authority Chairman “called

attention to the fact that the federal highwaygpam has brought nearer the time when

192 Mullen, Russell H, Speech before the Special Suimaittee on the Federal-Aid Highway
Program and the Subcommittee on Roads of the USéHofuRepresentatives (1 June 1966), William T.
Cabhill Congressional Papers, MC 1225, Box 57, RULSC
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the Turnpike would face competitive, comparable fiailities.”*3-95 would
essentially serve as a free alternative to the fiken as initial renderings saw the roads
enter and exit the Garden State at roughly the $aca¢ion; if operated as a toll-free
route, 1-95 would certainly draw traffic off of theurnpike, thus decreasing the toll
revenue and ensuring lesser returns to investorsa Few years, the state considered two
primary options. For one, New Jersey could disr@¢jae agreement it had made with
bondholders and build I-95 in parallel to the Tukep This option would have welcomed
significant legal ramifications, and 1-95 would leglyeen delayed for years as the courts
sorted out the matter. The second option was fev BErsey to build 1-95 on a path that
did not harm the Turnpike’s business. The opti@ved problematic because Turnpike
advocates and New Jersey’s highway engineers caildgree how distant 1-95 had to
be from the Turnpike to present no competition. iliddally, the state was uncertain I-
95 could fulfill its objectives if built too far @m the Turnpike. The corridor occupied by
the Turnpike served as the most direct link betwdew York and the urban centers to
New Jersey’s south. It also passed through thermodpan areas of New Jersey,
including Trenton. Noncompetitive routes would h&veen of far less benefit to the state,
its citizens, or the millions who traveled througbw Jersey each year.

The stalemate initially broke when the state oivNkersey and the Turnpike
Authority agreed not to build I-95 until the Turkpiwas “not only self-supporting but

actually over-saturated with traffi¢** Original plans to designate the Turnpike as 1-95

193 New Jersey Turnpike Authoritiinutes of the New Jersey Turnpike Authotitgl. 10, New
Jersey State Archive (Trenton, New Jersey), 65@B8eéfter cited as NJSA.

194 1bid., 5.
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were short-lived, however, as the Turnpike’s poinbver saturation came much sooner
than expected. By the early 1960s, it was abunyglatghr that the Garden State not only
could benefit from—nbut actually needed—another roathe same corridor as the
Turnpike. A new route for 1-95 approximately 10+4biles to the west of the Turnpike
was developed and met little resistance from thedike Authority or Turnpike
bondholders®
A SUCCESSFUL FIGHT

Initial plans for 1-95 saw the road enter New é@grsn the Scudder Falls Bridge,
where it would allow traffic from Pennsylvania twss the Delaware River near Trenton.
It would then proceed in a relatively straight liheough Princeton, Franklin,
Piscataway, and Newark before crossing into NewkYGity at the George Washington
Bridge. The Scudder Falls Bridge was complete ®59]1@nd New Jersey successfully
built I-95 ten miles into the state, to the poinhiersected U.S.1. The rapid process came
to screeching halt, however, as the towns betwe&n LUand New York City resisted
construction of the road for decades, ultimatesuheng in the unprecedented
cancellation of the route in 1983.

The struggle to prevent construction of 1-95 fron®. 1 to Newark, a stretch of
road commonly called the Sommerset Freeway, stamdsguably the most absolute
victory for highway challengers in any of the maoynflicts that arose regarding the

construction of 1-95. Opponents of the road in Basind select other cities across the

195 Even after traffic levels mandated the constructiba parallel route, the Turnpike Authority
would not allow competition north of New Brunswifik the immediate area around New York City). The
Turnpike Authority argued competition in that zomeuld hinder its ability to make its financial
obligations. New Jersey agreed to the terms thea#bwing the state to capitalize on the generedefal
funding program for most of 1-95’s course throuph state.
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east coast won small victories by managing to saee homes, churches, businesses,
and so forth from the unrelenting progress of thygeshighway. When these individuals
won, however, the state highway planners usuafigorded by simply rerouting and
destroying somebody else’s home or business. Fample, residents of Boston so
strongly fought a plan to route 1-95 through thatef the city that the governor
cancelled the project in 1972. Rather than actepttwould be a break in 1-95 at
Boston, however, engineers devised a new routedhatthe perimeter of Boston until it
reaches Canton, where I-95 had already been Bu#t.Sommerset Freeway, however,
was not replaced by an alternate route when théemts succeeded in killing the project.
New Jersey State Highway Department officials aadsimply move to the next town
over for an easier fight. The state of New Jersemately built small segments of
highway that tied the extant New Jersey Turnpike 195 at the Delaware and New
York state lines and labeled the Turnpike as [99% result is the only discontinuous
segment of 1-95 in the entirety of its nearly 1,90(0es. One can successfully drive
across New Jersey without exiting 1-95 if enteriram Delaware. If driving into New
Jersey from Pennsylvania, however, 1-95 ends at 1J.8nd the driver must use alternate
routes to get back onto 1-95 about twenty milethosouth.

Princeton residents and those of neighboring tdvaasknown 1-95 would pass
through for nearly a decade when serious debatenbdigvas common knowledge that I-
95 would connect Trenton and New York City from heorge Washington Bridge “to
near the Turnpike; then the Turnpike is the aligntieom Ridgefield Park to the vicinity

of New Brunswick; and from Scotch Road, mercer Gptm Scudder Falls Bridge across
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the Delaware River near Trentofi®This required that the road pass somewhere near
Princeton. Little serious opposition mounted in ¢lagliest years because residents
understood the importance New Jersey and feddreiads placed on the road; residents
accepted its inevitable presence since there watedarmland in the immediate vicinity
of the community. The road could be constructeely iissumed, without upsetting a
significant number of people.

In 1964, the people of Princeton began to heaoraraf a specific route gaining
favor among highway engineers. The Princeton Plapbhoard opened an inquiry with
the State Highway Department. In reply, State Higyhkngineer J.R. Schuyler
explained the routing process to quell concern.ofding to Schuyler, the state of New
Jersey began by drawing a straight line from thed8er Falls Bridge to Route 287 in
Somerset and Middlesex Counties. Engineers wowd dvaluate routes that were
topographically feasible but followed the courseh# straight line as closely as possible.
Schuyler underscored that these feasibility routexe used for cost estimation only, and
“there will be many studies and much deliberatiefobe an alignment is established for
design purposes?®’ Schuyler forwarded hand-drawn sketches detailifeyeof the
routes used for estimating cost.

The straight line route between the Scudder mBaltdge and Route 287 clipped
the northwest corner of Princeton’s borders, a moomcern for most in Princeton, as a

minor deviation from this path would allow the st&b achieve its straight line objective

1% New Jersey State Highway Department, “OpeningRedication of 1-95 and 1-80: George
Washington Bridge to Garden State Parkway,” broelfi®64), New Jersey State Library: Trenton.
Hereafter cited as NJSL.

197 3.R. Schuyler to Princeton Planning Board, 16 Betd 964 (Princeton: Princeton Historical
Society). Hereafter cited as PHS.
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and keep 1-95 out of Princeton proper. The feasyyibute that remained truest to the
straight line but also was topographically possidllee route New Jersey had been using
for cost estimation—followed a course a few mileshte south of the straight line and
cut through a much more significant section of &ton. Rather than graze a corner of
the community, this route would enter the commuaitg run nearly half of its length
before exiting the town limits and continuing itsucse.

While not particularly panicked by this informatiche Planning Board of
Princeton Township demonstrated enough concernltbgh a January 1965 report on
alternate routes in the vicinity of Princeton thatuld be preferable to the feasibility
route. The report detailed the Board’s concernh tiée route under consideration. First,
the route would necessitate the construction eahtenrchange within Princeton’s borders.
Interchanges were often subjects of debate bethageequired significant land and
necessitated heavier traffic. Interestingly, th@orédoes not take great issue with the
presence of the interchange for these reasonsithérrthe pressures to commercially
develop the area around the interchange. The RigriBoard had already established
guidelines which were to govern the developmernhefcommunity. The guidelines
dictated that “The focus of the Princeton Commusligll be on development that
contributes to its Educational-Research charaérer than on any effort to become the
business center for a large tributary arédacte specifically, the guidelines expressly
prohibited the type of development inherent wittetstate interchanges: “Business

development shall be so controlled in locationoagreclude ribbon development...the
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amount of business use shall be geared to the édds Princeton Community rather
than to those of a large hinterland ar&%.”

The Planning Board’s concerns were not limitethtotype of development I-95
would bring. The report also drew attention tofénet the route would pass through the
highest value residential real estate in the comtpunith three subdevelopments and
scores of additional homes in the vicinity of theite. Other issues were raised, such as
poor drainage in the northern section of the tonth @desired traffic patterns. The
overarching concern, however, was that 1-95 wowdhipurious to the aesthetic Princeton
wanted to cultivate. 1-95, the report claimed, vebtriot be consistent with a sound
pattern of land use and the natural attractivenétse area®

Despite the concerns of the people of Princetiate ®fficials and regional
planners looked at population growth projectiormglwith the trend of automobile
ownership and feared what would happen to New ydfrsead building did not keep
pace with the development of the state. In 1966, Titr-State Transportation
Commission, comprised of civic engineers and opludalic administrators from
Connecticut, New Jersey, and New York, submittethéogovernors of the three states
an assessment of the region’s current infrastraauad its ability to serve the growing
population. Facing a twenty-five percent populaiimerease by 1986, the Commission
believed it best to propose a future state foréggon’s highways and rail systeiff.It

published its suggestions in a report entitled @ 98terim Plan,’and circulated the

198 planning Board of Princeton Township, “I-95: A &pwof Alternate Routes in the Vicinity of
Princeton Township”, 15 January 1965, PHS, 7-8.

¥ pid., 9.

20 william J. Ronan to to Governors Dempsey, Hughes, Rockefeller (May 1966), NJSL.
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document to elected officials in all three stafescording to this report, 1-95 in New
Jersey was critically important because it “filsde gap in regional highway grid [and]
Relieves congested U.S. 1...[and] Serves fast-grosimgirban areg® Other 1960s
observers noted the importance of building Intéestlighways immediately, for fear that
the pending explosion of residential, commerciat] andustrial development would
make all routes too expensive in the near futurBefputy Commissioner for the New
Jersey State Highway Department, for example, néfezh years from now it will be as
difficult—almost impossible—to locate and build additional interstate Route in New
Jersey as it is today in lower Manhatt&f Further incentivizing immediate construction
was the ever-looming threat of insufficient fundofghe Highway Trust Fund or
reallocation of the funds to other initiatives.

According to the Tri-State Transportation Comnuasithe proposed route of 1-95
through Mercer, Somerset, and Middlesex Countasett a corridor that was among the
worst in the region when assessing the ratio oésmf controlled access routes to
number of registered vehicles. While most of Cotinathad 3.9 or fewer registered
automobiles per mile of controlled access highvitag,l-95 counties in New Jersey had a
ration of greater than teéfl> While many in the Garden State claimed that aspVes
already smothering the state, the fact was the suwibautomobiles was more likely to

choke the state first.

21 Tri-State Transportation Commission, “1986: IntefPlan” (1966), NJSL, 29.
22 Mullen, 4.

203 pid., 23.
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The state of New Jersey also saw great benefifbhbeyond traffic congestion.
In 1968, Wibur Smith and Associates of Columbiajt8dCarolina released a report the
state had commissioned. Entitled “A Socioeconontic$ of Highway Development,”
the report examined the anticipated effects of tansng 1-287 and 1-95 in the Garden
State. Beginning with the idea that “the Interstystem is today pointing the direction
for growth of population, commerce, industry, amdernment,’the report had few
criticisms of the routes. Not only would 1-95 beheidustry and commerce in Middlesex
and Somerset Counties, Wilbur Smith and Assocetgsed, it would “expand the
social, cultural, recreational, and employmentzmms of those it serve$™

Echoing many of the tried and true argumentsworffaf Interstate highways
championed by the AAA and the rest of the Road @4rge Chapter 1), the
commissioned report argued 1-95 would be goodHerdountry, good for New Jersey,
good for business, and good for the people of tdwe sind region. In short, it argued the
highway would “expand the social, cultural, recraadl, and employment horizons of
those it serves®® Wilbur and Associates situated 1-95 as an indispble road given the
anticipated state New Jersey would find itselfinnhe future. According the report, 1986
would see New Jersey’s population grow by ten onlipeople—a dramatic 44.6 percent
increase. Extrapolating the observed settlemetenost of 1966, this translated to an
entirely urbanized state. No Garden State couhgyréport argued, would have fewer

than two hundred people per square mile. This lmumge population would require

24 Wwilbur Smith and Associates, “A Socioeconomic $toflHighway Development: 1-287, 1-95
Corridor, Middlesex and Somerset Counties, Newedef$967), NJSL, i.

205 |pid.
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more and better highways, as 1986 would see ayngé@ipercent increase in the number
of registered vehicles, and New Jersey’s nearlyrsikon vehicles would drive 65
billion miles within the state—an increase of acredible 88 percent from 1968

Several New Jersey towns found themselves tryirizpatance the need for
additional roads with a desire to maintain commasiéind preserve natural beauty. To
this end, the Princeton Committee on 1-95 solicttesl support of renowned landscape
architect lan McHarg, then a professor at the Usitae of Pennsylvania and a founding
partner of Wallace, McHarg, Roberts and Todd. Bgisncy put into practice what
McHarg would later put to the page in the semir@fADesign With NatureThis book,

a forerunner—and in some ways, a catalkysof the late-twentieth century green
movement, argued the “dominate and destapgroach to modern American urban
design was not sustainable. Instead, McHarg arfpragtban design that emulated
nature’s examples and accounted for the myriad wWegybuilt environment and natural
environment would interact. Without a doubgsign with Naturevas, in part, a result of
McHarg’s work in central New JerséY/.

On behalf of the Princeton Committee on 1-95, Maaconsulting firm
authored’A Comprehensive Highway Route Selection Method Agapto 1-95 Between
the Delaware and Raritan River3he report employed an incipient Geographic
Information System (GIS) by overlaying transpamaips of the region, each focusing on
a different element. Twelve total parameters, idiclg topography, residential quality,

water value, physiographic obstruction, and reaveat value were plotted on top of one

% Ipid., 1.8 - 1.9.
27|an L. McHarg,Design with Nature25th anniversary edition (New York: John Wiley &9,
1991.
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another. The consultants assessed each overlaywitbre of one to three, with one
being significant obstruction or damage causedbyhighway, and three representing
the least conflict between the road and the enwmemnt. When each layer of central New
Jersey’s world were compiled, McHarg was able éadi identify a route that connected
the Delaware and Raritan Rivers by doing the laagiunt of harm to the environment
and providing maximum social benefit. Notably, trosite bypassed Princet6H.

The people of Princeton who opposed I-95 entahegown limits latched on to
McHarg's proposal. The McCullough’s, of Cedearbrd@akrace, cited McHarg when
appealing to Senator Harrison A. Williams, Jr.dapport. Calling the rest of New Jersey
an “industrial and suburban wastelanthéy noted that McHarg’s ecological approach to
civic engineering “must be adoptedVcHarg also found supporters outside of
Princeton. In a 1967 letter to Governor Richard lkagy two of New Jersey’s
representatives and both senators claimed “Marporesble persons and associations
and a growing number of municipal governing bodied school boards have contacted
us...Most of these expressions advance supportgos@osal put forth by Mr. lan
McHarg.™* However, the McCullough’s and other opponents efvNlerse's proposed
route were not entirely satisfied with the routegwsed by McHarg. Noting that his
suggestion “does the least possible damatyey would have preferred another

alternative since “even his proposed route will dgmthe area irrevocablylhe

28 \Wallace, McHarg, Roberts & Todd, “A Comprehengilighway Route Selection Method
Applied to 1-95 Between the Delaware and RaritaveRi” (Princeton), 1965. McHarg also published a
brief overview of the method used in Princeton: laiMicHarg, “Where Should Highways Go?:
Comprehensive Route Selection Method Gets MostaEBeanefit at Least Social Cost,andscape
Architecture(April 1967), 179-181.

209 Clifford P. Case, Harrison A. Williams, Frank Thpson, and Peter H.B. Frelinghuysen to
Richard J. Huges (28 February 1966), Peter H.Birfgteuysen Papers, MC058, Box 55, PRBSC.
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McCulloughis failed to explain what damage would be causeit seems as though any
impact to Princeton was undesirable. Instead, th€Mough’s recommended a route
well to the south and east of Princeton—far froeithometown and toward other parts
of New Jersey the McCulloughfound more suitable for a highw&y.This notion that
Princeton and its neighbors were exceptional anlb@gommunities of New Jersey was
a frequent theme in the discourse surroundingdbterof 1-95. The mayor of Franklin
Township told Rex Whittori}]-95 will destroy the aesthetics of our zoning atahning
and will destroy the monetary value of this fineidential are&!* A resident of

Princeton wrote, The purpose of suburban living is to provide a measf quiet and
beauty and argued that the construction of 1-95 throughduburban towns of central
New Jersey would cause New Jersey ttifpevocably lost to true suburban livirig? In
this discourse, the people of central New Jéssaffluent communities revealed that they
valued théleast valuableareas of their hometowns more than any commuuartiér
afield. This is, to be sure, human nature at wbut,it is important to note that many of
the arguments employed when arguing for or agaiadicular routes belied true
motivations. While individuals spoke in terms“ti#fast possible damagend other ideals,
and while they would cite environmental and oth@raerns, the true goal was often for

I-95 to affect someone elsecommunity.

219 Ann and John McCullough to Harrison A. Williams, (6 Mary 1966), Harrison A. Williams
Papers, Box 521, RULSC.

21 3oseph Pucillo to Rex Whitton (18 October 196&}YePH.B. Frelinghuyen Papers, MCO058,
Box 27, Princeton Rare Books and Special Collesti@eeley G. Mudd Manuscript Library, Princeton,
New Jersey. Hereafter cited as PRBSC.

212 phjlip D. Caesar to Richard J. Hughes (7 March6)9Beter H.B. Frelinghuyen Papers,
MCO058, Box 27PRBSC.
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The earliest attempts at persuading New Jersegtsaay engineers to route 1-95
away from the communities of Princeton, Hillsborbugnd Franklin seem to have fallen
on deaf ears. In late 1966, the state releaseelxte route under consideration, called
the “cost-estimate linéThe State was careful to note that the cost-egtitiree was
preliminary and was chosen only for the purposesstiimating general costs;
nevertheless, the people of Princeton, Hillsboroagld other towns decided it was wise
to preempt the finalization of the route since pyas efforts had not convinced the state
to consider alternate routings up to this poing; ¢bst-estimate line projected [-95 to run
through the heart of Piscataway, Princeton, Fran8omerset and Hopewelrom late
1966 until the early 1980s, these communities meminbnsiderable opposition to the
construction of 1-95. While the earlier discoursethe route was heated, the release of
the cost-estimate line drew many more people tdigjme.

Opposition to the road is abundantly clear in theespondence citizens sent
their representatives in Washington. Some oppasitias routed in specific arguments
against the route—environmental concerns and thieed® protect a specific building or
geographic feature, for example. Most of the ofpwsi however, was the product of a
desire to protect the suburban nature of the deNgw Jersey communities by routing I-
95 through a different part of the state. JarvigidpPastor of the Somerset Presbyterian
Church, appealed to New Jersey’s elected offi@alsell as God in his attempt to have
I-95 routed around the townships of Somerset aadifin. In a letter to his earthly
leader, Morris opposed the Highway Department’'sedrough Franklin because it
would displace a few members of his congregatiantién claimed that he and other

religious leaders in the community “are not askswy to have the road located in any

122

www.manaraa.com



one place, but rather that it will be aligned sat thwill do the least harm to the fewest
people and the most good to the greatest numbespie the appeal to choose the best
possible route, Morris was convinced the Highwap&tment's route was not it, since
he closed his letter by asking that “God, who fallible, can impart his wisdom on
[Highway] Commissioner Palmer and his DepartmeritOthers in the communities of
central New Jersey showed little compassion foseha other parts of the state,
frequently suggesting that 1-95 would be of muctidrause to the state if it were routed
through some other town. Or, if they were not besagleceptive, they would simply
volunteer the other communities because fewer pesplld be inconvenienced in their
estimation. For example, Rocco Cappeto of Somersgiosed the “vastly unpopulated
areas of Manville’as a better option than his hometatth.

The most commonly voiced argument against the’stabute of 1-95 was the
continuation of the pre-1966 argument, namely, tbating along the cost-estimate line
would despoil one of the few naturally beautifuidas left in New Jersey. Dr. George
Gallup, founder of the American Institute of Pulilipinion (more commonly known as
the Gallup Poll), wrote to Senator Harrison Willisndr. in March of 1967 to beseech his
support in dissuading the state from moving forwaitth its plans for 1-95. Gallup lived
in Princeton at the time. Noting that “New Jerseya state, has left a limited amount of
land not taken over by housing, industry, comméntgaelopments and the likeGGallup

posited, “I think it is our duty to try to presertreese areas which are still as they were in

213 Morris to Williams (28 February 1966), Harrison Williams Papers, Box 521, RULSC.

Z“Rocco V. Cappeto to Harrison A. Williams (25 Febgu1966), Harrison A. Williams Papers,
Box 521, RULSC.
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earlier years?® A Piscataway resident made a similar appeal whemsote to Senator
Williams: “This proposed route would cut througle tmiddle of one of the few areas still
retaining its original natural beauty and wildlifethis part of the staté*® The State
Highway Department acknowledged the populatigmeiwing concern over the effect
“yet another’highway would have on the aesthetics of the sfatt967 document
prepared to facilitate discussion at a public mepdn a stretch of 1-95 in Hillsborough
includes several lengthy passages explaining llgatcdute under consideration produces
as little noise pollution as possible and wouldatieactive due to wide shoulders and a
sixty-foot-wide median. Additionally, the documeagsured residents “every effort has
been made to blend the proposed alignment botitakytand horizontally with the
surround topography?*’

The appeal to natural beauty is, perhaps, the orogtie aspect of New Jersey’s
I-95 debate. As the most road-choked state in tienu those residents who managed to
maintain quiet residential communities removed ftbendin of highway traffic and
unsightliness of highways in general had a reasoadist 1-95 that did not arise
frequently elsewhere on the east coast. Theseargsidould not argue New Jersey did
not need I-95—every growth forecast indicated Nevedy needed a far more expansive
highway infrastructure—but they could argue theemhould be reconsidered to

preserve what was unique about the towns alongdhsidered path. Since the previous

21> Gallup to Williams (1 March 1967), Harrison A. \lidims Papers, Box 521, RULSC.

28 Albert L. Williams to Harrison A. Williams (8 Ocher 1967), Harrison A. Williams Papers,
Box 524, RULSC.

27 New Jersey Department of Transportation, “FactiaRoute 1-95” (1967) , NJSL. Quote on
page 2.
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highways, including the New Jersey Turnpike, hattooched these communities, they
maintained characteristics long lost to other pafthe state. By this logic, it made more
sense to build 1-95 immediately adjacent to thenpike since these communities had
already suffered the destructive nature of higha@ystruction, and many made this
argument. A resident of Hopewell, for example, wrdCannot any of New Jersey be left
in a rural state. [sic] Must it all be developed amdustrialized? Is there no end to it?”
He continued, “The proposed I-95 portion through Hopewell, New Jersey area is a
disgrace. This is one of the few beautiful arefisneCentral New Jersey...To build it
through the remaining scenic rural areas and Haam@ industrialized is a thought that is
sickening.#*®

Highway advocates and those with business intetest to the construction of
Interstate Highways were, by the late 1960s, use@ddistance and trials of the
roadbuilding project in the court of public opinidn October of 1968, the opposition
approached critical mass, and the Department ofspa@rtation attempted to revise the
Federal Register to address some of the growirgpdisnt. The Register governed the
activities of federal agencies, and the Departroéiiransportation proposed a change
that would require a federal hearing in additiosstate hearings prior to the
commencement of Interstate constructibtithe Department of Transportation’s move
to amend the Register seems counterintuitive, @suld only serve to slow down the
construction of the Interstate System during aqaewhen future funding was ever in

doubt and timely completion was the primary objextilt stands to reason, however, that

218 phjlip G. Tunison to William Cahill, 20 January719 William T. Cahill Papers, Subject Files,
1970-1973, Box 60, NJSA.
219 Federal Register, Vol. 33, No. 207
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the federal agency saw brief delays early in tlegss as preferable to delays once
surveying was advanced or construction had beghis.Was especially true in New
Jersey, where limited space and high constructistsamade it imperative that
opposition was reconciled before investing sigaifitmoney into construction. As ninety
percent financiers of the program, it stands tseaghe federal government wanted to
protect its investment. It is also possible the &&pent of Transportation was
responding to the nagging complaint that the rgetection and approval methodology
was undemocratic.

Despite good intentions, the Department of Trartation’s move elicited
backlash by organizations who would either prabini the construction of 1-95 or
benefit once the road was complete. The New Jé&tségil Merchants Association, New
Jersey Petroleum Council, New Jersey Automobildd@sassociation and myriad
additional stakeholders appealed to New Jersey &kens in opposition to the
amendment of the Federal Register. In a letterepr&sentative William Cahill, a
Trustee of United Milk Producers of New Jersey adyult is our opinion that the
traditional role of state highway departments italekshing hearing procedures should
not be upset, since these departments are inex Ipettition to decide highway needs of
their jurisdictions than is the federal governnigft.lt seems as though Washington,
through the amendment of the Federal Registerresmnding to highway opponents

because of their highly visible resistance to titerktates in some communities. While

220 Benjamin Hart to William T. Cahill (20 November@8®), William T. Cahill Congressional
Papers, MC 1225, Box 41, RULSC.
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this may have been a move to placate the vocalsipmo to highway construction, it did
not pass.
The towns of central New Jersey found other waydelay highway construction.
In 1967 and 1968, Hopewell, Franklin, and Piscatafitad lawsuits against the federal
Department of Transportation and New Jets®epartment of Transportation which
successfully delayed construction. In the early0B9 New Jersey highway engineers
remained hopeful that the state and federal govenhmvould approve a route and
construction could begifi* However, the people of central New Jersey contirtae
oppose the roasi construction. When the New Jersey Turnpike Altyyarecognizing
the population growth projections that had initidéd the group to drop its opposition to
the construction of I-95 were overestimated, ragdithe fight, it proved too much for the
state and federal forces who wanted to see I-9% bui
By the mid-1970s, major players were forfeitingeTRegional Planning
Association recommended cancelation in 1976:
The plans for a new 30-mile expressway from HopktedPiscataway, opening a
new traffic corridor through essentially rural [gaof Somerset and Mercer
Counties, should be cancelled. Instead, the Neseyerurnpike should be
designated as Interstate 95 from Edison to Boraemtavith the existing
Pennsylvania Turnpike connection serving as thetbnthe Delaware
Expressway, the present Interstate 95 in Pennsg{mn
In 1980, Governor Brendan Byrne announced the sfdieew Jersey would no longer

pursue the construction of 1-95 through Princetod iés neighboring communities. The

federal government would not officially cancel fr@ject until 1983. The result was the

Zlwilliam R. Roach, Jr. to New Jersey TransportaGammittee (5 April 1972), Peter H.B.
Frelinghuysen Papers, MC058, Box 55, PRBSC.

222 Regional Plan Association, News Release (197@n&an T. Byrne General Filings and Non-

Counsel Staff, S5300002, Box 1, NJSA, 2.
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only break in the entirety of 1-95, a break credigd confluence of unique

circumstances.
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Figure 3.1: The Break in New Jersey’s 1-95, routesid®

28 \ikipedia, “I-95 in New Jersey”
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CHAPTER4

WAITING IN SOUTHEAST FLORIDA

In the midst of the highway revolts, Florida Depaenht of Transportation
Director of Planning and Programming Ray G. L' Anmaure attempted to understand why
most organized resistance to highways seemed to otarban centers. L’Amoreaux
sincerely believed modern highways were the Urfdtades’ best option to dramatically
upgrade transportation speed and safety in avelatshort timeframe. Noting
“transportation problems will not be solved by ¢xig hardware,” L’Amoreaux ardently
resisted attempts to repurpose highway funds ®stipport of mass transit systems and
believed strongly in the aims of the Interstatehiigy System. Yet, L’Amoreaux
displayed a remarkable empathy for those who opmbbigway constructiof?* “There
is a strong feeling that it [the highway] does seivice the [urban] neighborhood it
traverses but only provides a pathway for thousafdsceless drivers,” he wrote.
Additionally, he acknowledged the noise and padinturban residents often decried, and
admitted some businesses and homeowners suffesadraec hardship as the result of

urban highway$* Compassion for those negatively impacted by higiswend a

224 Ray G. L’Amoreaux, “The Highway and Its NeighbookoAbstract” (Undated), Dept. of
Transportation Div. of Traffic & Planning Prograratgect Files, 1970-1972 Series 806, Box 2, State
Archive of Florida (Tallahassee, Florida), 1. Héteacited as SAF.

225 |bid., 2.
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willingness to acknowledge the negative aspectatefsate construction distinguished
L’Amareaux from his predecessors and many of héesgacross the United States.
A break from planning based solely on cost andtyiilso indicates that the highway
revolts had begun to sway the way engineers appeogighway construction. But as
urban planning became more empathetic, L’Amoreaunsiclered why rural and
suburban routing had taken such a different foriimoreaux theorized non-urban
America had not revolted because these commuihiidsa different relationship with
Interstates. Unlike urban residents, who understotadstates as benefiting those outside
the city at the expense of those in the city, mosal and suburban residents believed
their communities and livelihoods improved duehte toads. Interstate Highways,
L’Amoreaux argued, brought economic growth and amseof accessing the outside
world. “It is no barrier to mobility,” he wrote,”di is rather the only reasonable means of
moving about. Rural citizens, in general, resistedroads less vehemently because they
had land to spare while suburban residents’ lifestyelied upon the Interstaté® Rural
Americans occasionally took issue with the stadeizure of land for Interstate
construction, but these grievances rarely manifiesseanything greater than quiet
confrontations between individuals and the state.

As the man responsible for negotiating highwayesulL’Amoreaux was inclined
to paint a positive picture of Interstates outsiflerban areas. He could not deny the
resistance within the nation’s metropolises givemdxtensive media coverage highway

protests had received, but a general lack of attemiaid to the progress of Interstates

2% Ray G. L’Amoreaux, “The Highway and Its Neighboodd (Undated), Dept. of Transportation
Div. of Traffic & Planning Program Subject File970-1972 Series 806, Box 2, SAF, 1.

131

www.manaraa.com



outside of cities meant few knew what kind of rem@pmost of the miles were

receiving. The number of miles of Interstate Higlys under contest was relatively
minuscule compared to the System in total. Of tloeenthan 40,000 miles of constructed
and planned Interstates in the early 1970s, felagar .00 faced any real threat during the
freeway revolts. Since the media fixated on thenesranfolding in Boston, Los Angeles,
Minneapolis, and elsewhere, L’Amoreaux seized fhy@ootunity to say that Americans
greeted 99 percent of the system with open arms.

L’Amoreaux’s experience within the state of Fl@aridieled his inquiry into the
apparent division between urban and non-urban nsgsato Interstates. In total, Florida
was to construct nearly 1,400 miles of Interstat@s, a majority of the mileage was
under contract by the early 1970s. Yet, when L’Aeaux surveyed the state, he saw
little opposition to the Interstates outside of Brpartions of urban Tampa (I-75) and
Miami (1-95).2%” Quite to the contrary, the most significant detsateounding Interstate
construction in Florida—one that dominated local atate elections in the late 1960s
and early 1970s—concerned citizens who arguedt#te was delaying construction of I-
95 in a region that desperately wanted the highway.

PROMISES OF PROGRESS

The six coastal counties immediately north of Mikade County (Broward,

Palm Beach, Martin, St. Lucie, Indian River, ané\&ard) experienced explosive growth

in the years immediately following World War II. @lpopulation of Fort Lauderdale, for

22" Raymond Mohl has documented the history of I-9Bliami well across several publications.
In sum, these accounts comprehensively cover thie,tand this dissertation focuses on other Florida
communities instead. For Mohl's account of [-99rami, see: Raymond A. Mohl, “Race and Space in
Miami,” in Arnold A. Hirsch and Raymond A. Mohl, edUrban Policy in Twentieth Century America
(New Brunswick: Rutgers University Press, 1993)yiRand A. Mohl,” Stop the Road: Freeway Revolts in
American Cities,” 674-706.
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example, grew from 36,328 in 1950 to 83,648 in 198ten, it jumped again, to 139,590
by 1970?*® Fort Lauderdale’s 284 percent population growtiwia decades was not
uncommon in South Florida, as Vero Beach, Fortdeiestuart, and West Palm Beach—
all of which were along 1-95’s planned route—expaded similar population gains.
Much of the population growth resulted from the sdorces that drove sunbelt growth
across the south and southwest in the post-WWHhsyeaproliferation of air conditioning
and other technological advancements that madelithate more inviting, increased
geographic mobility, and other forces. HoweverRagmond Arsenault, Michael
Gannon, Godfrey Desrosiers-Laurzon and others aeyged, beginning in the late
1980s, Florida’s postwar development should ndtdésted as emblematic of other
sunbelt developmenrt Florida’s boom found fuel in a revitalization bt region’s citrus
economy, which had receded significantly aftere@e destroyed the crop in the early
1940s. As the oranges and grapefruits returneldetdrées, workers moved to the area for
work. Federal installations, such as NASA, furtieyve the economic growth. Far and
away, however, the most significant driver in seaistern Florida’s population surge was
tourism.

In comparing tourism in the United States before after World War I,
economic historian Thomas Weiss has noted, “Faselweho were critical of the sort of

mass tourism that seemed to have materializeceiedhly twentieth century, the boom in

2281J.S. Census of Population, 1960: Number of InhattétaFlorida Washington: Government
Printing Office, 1961 antl.S. Census of Population, 1970: CharacteristicshefPopulation, Florida
Washington: Government Printing Office, 1973.

22 gee: Raymond ArsenauBf. Petersburg and the Florida DregiNorfolk, Virginia: Donning,
1988); Michael Gannorf,he New History of FloridgGainesville: University Press of Florida, 2012);

Godfrey Desrosiers-LaurzoR|orida’s Snowbirds: Spectacle, Mobility, and Comnity Since 1945
(Montreal: McGill-Queen’s University Press, 2011).
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tourism after World war Il would have been unfattadne.”*° The postwar years saw an
economically empowered American middle class travehprecedented numbers,
catalyzing the development of coastal communitiesifTexas to Virginia. Florida,
which had attracted individuals since the earlyeteenth century with its favorable
climate and exotic scenery, transformed into thethaf beach tourism in the wake of
World War 112%! Families purchased second homes, made annuahmsiges to the
coast, and took road trips down the Florida shoeelFamilies were not the only source
of tourism funds for Florida business. The springglk phenomenon among college
students began in the years immediately followhg\War’s end and exploded with the
1958 publication of Glendon Swarthout’s noVhere the Boys Arend its movie
adaptation in 1960. By the mid-1950s, Fort Laudertiasted upwards of 20,000 college
students each year. By the early 1980s, Fort Laladlewas a town of just over 80,000
and hosted over a quarter million college studpatsannunt>? Coastal Florida’s annual
visitors gave rise to hospitality and other bussessthat required thousands of workers,
and, by extension, more housing and other develapmecording to the Miami-Dade

Tourist and Convention Council, southeast Floridatal number of rooms for rent had

29 Thomas Weiss, “Tourism in America before World Wdr The Journal of Economic History
64, no. 2 (June 2004), 318.

1 Eor a history of nineteenth century tourism in 185 corridor for Florida, see Dianne Perrier’s
Interstate 95: The Road to Sun and Sand

232 John Laurie, “Spring Break: The Economic, Socidt@al and Public Governance Impacts of
College Students on Spring Break Host Locationgsgttation, University of New Orleans, 2008), 10-1
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tripled and restaurant seating capacity doubleddse 1946 and 196¢.By 1955, one
out of every five dollars earned in the state afrigla derived from tourisrfi:

A 1955 survey conducted by a University of Miaesearcher highlights how
important the region’s highway access was to tidsistry. From 1954 to 1955, seventy-
two percent of visitors to Dade County arrived pasonal automobile. When bus and
other transportation-for-hire services were tak#a account, a full three-fourths of Dade
County’s visitors arrived via the rod.Southeastern Florida, however, lacked the
infrastructure to support the growing populationd éourism. While the region built
schools, hospitals, homes, sewer systems, powes, land other accommodations at a
remarkable clip, roads were arguably the regiorostglaring deficiency. U.S. 1 was the
region’s main thoroughfare. It struggled to accordate the traffic volume generated by
the booming tourist and residential population, éasdafety was increasingly suspect.
Like most of the highways built as part of the orad United States Numbered Highway
System, U.S. 1was challenged to handle the vehiotldge 1950s. In response, Florida
began planning for the Sunshine State Parkway,iwlhier became alternatively known
as the Florida Turnpike, in 1953, and construchegan in 1955. Many in southeast
Florida resisted the Turnpike, believing a tollda@ould discourage tourism. When the
Interstate Highway System came to reality in 1966, region saw the future 1-95 as

preferable to the Turnpike, since it would not ¢eatolls and could accommodate more

233 Ed Bishop, “Jet 60’s Plan,” Fuller Warren PapeiS9/0-257, Box 74 (Claude Pepper Library,
Florida State University, Tallahassee Florida}i@reafter cited as CPL.

Z4Euller Warren to Hugh C. Waters, Jr., 7 OctobésSl % uller Warren Papers MSS 0-257, Box
74, CPL.

23> Reinhold P. WolfeCharacteristics of Tourists: Dade County Florid@54-1955, Fuller
Warren Papers MSS 0-257, Box 74, CPL, 3.
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traffic, and most of the funding would come frone flederal government. Civic leaders
and planners almost immediately came to see |-@bvahicle to alleviate the midcentury
infrastructure strains in the region and hopedatid catalyze further development.

Some communities went so far as to secure lanthéright-of-way and planned
their construction around the future location @ tbhute. This was a risky venture since
the Florida State Road Department decided the @idé Interstate highways in the
state. The action, however, reflects the way tleesstal Florida communities viewed -
95. With the luxury of being able to plan for tlwad, the communities believed they
could reap the benefits of the Interstate highwalyde mitigating the negative aspects of
the superhighway. Whereas many urban residentsdd«95 would claim right-of-way
through the heart of the city (and in many cagedid), South Floridians had the
undeveloped land to accommodate 1-95 far enoughidribf residential areas to be
tolerable but close enough to be useful. Few, yf Bnsinesses would have to relocate to
make way for 1-95. In short, South Floridians bedié they were in the perfect position
with regards to 1-95. From the early 1960s throtigh1970s, however, the people of
South Florida came to realize their plans were aslgood as the level of cooperation
they received from state highway officials and sddaepresentatives.

When the Federal Bureau of Public Roads (BPRaselé the first approximate
renderings of the Interstate System, individualksced that I-95 in Florida would follow
the same route as the Turnpike, which was origim@E#nned to trace the entire Atlantic
coast of Florida, from Jacksonville to Miami. Frohe moment Eisenhower signed the
Federal Aid Highway Act of 1956, those with an eyesouth Florida’s transportation

plans noticed the potential redundancy betweefrlitvéda Turnpike and 1-95. The BPR
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requested that the Turnpike adopt the 1-95 labdl@tome part of the Interstate System,
but the Florida State Road Department compromis#ddthe federal government. The
Florida State Turnpike Authority and State Road &&pent agreed to terminate plans
for construction of the Turnpike north of Fort Reiin October of 1956, and in return,
the BPR allowed the construction of a road par&tiét95 in south Florida. This move
resulted in 1-95 serving as the only modern highalayng Florida’s east coast from
Jacksonville to Fort Pierce, and dual highways ffeort Pierce to Miami.

Florida’s determination to build the Turnpike wush Florida stemmed from
several factors. For one, the state began constnuat the Turnpike in Miami Gardens
in 1955, and the Turnpike was well underway by 1%#cond, Florida officials believed
multiple multilane modern highways were necessatyandle the traffic volume
expected in south Florida in the coming decadesdJthe state had a vested interest in
the construction of both roads. State officialswad the 90/10 cost sharing program for
the Interstate Highways as essentially “free morfeythe state. A Florida Department
of Transportation internal memo from the early 19called the “earning power” of the
state’s 10 percent investment “the most signifidzenefit” of the Interstate program.
“This favorable matching ratio,” the report expkadh “produces equivalent improvement
mileage yet frees four dollars of State funds fireo critically needed project$ From
Florida’s perspective, it made perfect sense tsraat the Turnpike and 1-95. 1-95 was

essentially ninety percent “free” and the Turnpikauld pay for itself through tolls.

3¢ State of Florida Department of Transportation, “Assessment of Florida’s Interstate
Program, Past...Future???” (19707?), Department afspartation Division of Traffic and Planning
Program Subject Files (Series 806), Box 1, SAF, 11.
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Federal highway professionals did not fully untkemd Florida’s desire to have
two major highways through south Florida, as evogehby a July 12, 1957 memo from
B.D. Tallamy, the Federal Highway AdministratordaR.A. Anderson, the Interstate
System’s Regional Engineer in Atlanta. Tallamy esjad written confirmation from
Florida highway officials that they fully understbthe implications of hosting two major
thoroughfares. In addition to written confirmatithrat the Florida Turnpike Authority
had no objection to a parallel routing of I-95, [&aly wanted “an agreement by the
Turnpike Authority to include in future bond fundogpectus [sic] a notice that such a
designation has been mad&”The Turnpike had been initially financed through a
issuance of bonds, and Tallamy demonstrated preszia expecting bond holders to be
angered that a competing route would be sanctibgete state of Florida. Tallamy also
wanted a written agreement between the Turnpikédtity and the Florida State Road
Department stating they would cooperate on all ensitelated to 1-95°°

Tallamy’s letter also demonstrated skepticism abtoeineed for both highways,
and he feared various factions within the statelevderail the program once
construction on 1-95 had begun, thus wasting fdditars and energy. Since the
Turnpike Authority and the State Road Departmentspred the Turnpike and 1-95,
respectively, Tallamy wanted the Road Departmeagtee it “will not advance plans to
construction stage unless the Turnpike is unabt®tweniently carry the traffic and that

the Turnpike Authority agrees that its 1-95 constian will not jeopardize the financial

%7 Florida Department of Transportation, “I-95 Sumynaf Development Florida Southeast
Coast,” 27 September 1972, Florida State Turnpilthérity Correspondence, Series 809, Box 1, SAF, 1.

28 bid.
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security of the Authority.” Finally, Bellamy wantevidence “I-95 will be needed within
a 16-year period®®® Clearly, Tallamy’s letter demonstrates federalasieess with the
plans as they progressed in south Florida.

In retrospect, the concerns expressed by Tallaere well-founded, as the latter
1950s, 1960s, and early 1970s demonstrated a fadéridy about what agreements had
been made and what the actual plans were for sasttRéorida’s transportation future.
Years passed before construction began on |-%%eiatea, despite clamoring from the
people and businesses of the effected communitiesstate initially did a poor job of
communicating with the people of Florida, which teda high level of tension. Then,
politicians began to seize upon the turmoil to aeatheir agendas. By time state
officials realized the need to clarify the situatto the public, they had lost all
credibility. Many people of coastal Florida conadddthe state had delayed the
construction of 1-95 in order to maximize toll rene while the Turnpike operated
without competition. Others assumed the state ngamned to build the road. Nearly ten
years after the initial plans for 1-95 came to tigltne West Palm Beach resident
lamented:

| am so confused and exasperated about the wet#te Road Department, the

Governor of the State of Florida, and possiblyRederal Bureau of Roads, have

delayed and shadowboxed with the more than 50()86fle of Palm Beach

County and Broward County in letting a contracttfoe construction of a section

of I-95 in Palm Beach County since the inceptiohef Interstate Road Program
some ten years ago that | hardly know what to?8ay.

2 bid., 2.

240y, Byrd to Spessard L. Holland, George Smattaetd, Paul Rogers, 30 January 1964,
George A. Smathers Papers, Series 91, Box 198 Yauge Library of Florida History (Gainseville,
Florida). Hereafter cited as PKYL.
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The County Commissioner of Palm Beach County canoall I-95 “the most
ridiculously managed project in the state of Flarigf*

Even in the earliest days of the situation, tlseainnect between the people of
southeast Florida and the various state road daepats was apparent. Aftdre Palm
Beach Post-Timegsublished articles on May 9th and 10th, 1957 diagnthe Miami to
West Palm Beach section of I-95 would be open withfew years, William H. Jones,
Chairman of the State Road Department, wrote teoE&d Sumpf to correct what he
perceived as a misstating of the facts. Jones gedvbtumpf with his summary of the
situation, including the events that led to theasge in question. According to Jones, the
state moved forward with completing the Turnpikereafter the Federal Aid Highway
Act of 1956 because “South Florida needed Turnpkef immediately,” and the state
could not be assured the funding for I-95 wouldbailable in the immediate future.
Additionally, bonds had been sold to the peoplElofida “in good faith,” and both the
Road Department and the governor’s office refusedbtanything “that would jeopardize
the interest of the bond holders.” Upon completbthe Turnpike, the state realized the
region required an additional four lanes of limitaxtess highway. The Turnpike
Authority’s stance was clear: 1-95 could not opetilll971 in order to ensure “no
adverse effect on Turnpike bond§*

The desire to avoid upsetting bondholders pusthte of Florida in a precarious

position. The Turnpike did not solve all of soutbri€la’s transportation problems, as

241 | ake Lytal to George Smathers, 22 January 1964rd&eA. Smathers Papers, Series 91, Box
198, PKYL.

242\william H. Jones to Ed Stumpf, 13 May 1957, Spessa Holland Papers, Series 55, Box 360,
PKYL.
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evidenced by the fact Department of Transportatiatfic counters did not see a
significant decrease in congestion on U.S. 1 @fterTurnpike opened; however, the
governor and some highway officials were unwillingexpedite construction of I-98°
The answer to Florida’s transportation problemdade purchased for only ten percent
of the cost; yet the state could not or would mites upon the opportunity. In light of the
study showing the Turnpike did not relieve U.S.hgestion, Jones intended to “step up
our planning in the Palm Beach area consideral@palof the 1971 completion date,”
since he believed “that the Palm Beach sectioherahan competing with the Turnpike,
would actually help the Turnpike by facilitating wenent of traffic to and from the
Turnpike facility to the Palm Beach ared®

Despite this assurance that Jones would lookerpediting construction of 1-95
in south Florida, little happened in the ensuingrgeHeadlines appeared every few
months declaring construction would begin immingrahd then the start date would be
pushed out, often for very unclear reasons. Wheih i@bko of West Palm Beach
inquired about the most recent delay in 1961, Fdd¢ighway Administrator Rex
Whitton replied that Florida State Road Departniet just concluded studies aimed at
determining the proper location for 1-95 in therRd&each vicinity, and that the State had
just “been given authorization to proceed witHfitgher development?*® Relieved,
Hrabko replied that “after three and one-half yedrseadlines stating that Interstate

Number 95 would start in a couple of months, reially good to hear that this route has

%3 |bid.
4 |bid.

245 Rex M. Whitton to Paul F. Hrabko, 13 April 19619w@rnor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.
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been approved™® To Hrabko’s chagrin, 1-95 “moving forward” did notean
construction would begin. In fact, 1-95 would ngipaar in Palm Beach until the 1970s.
To make matters worse, the Turnpike Authority,gyoer’s office, and State
Road Department did little to temper the frustnatmd anger building in the beach
communities along Florida’s Atlantic coast. In #iesence of clear communication from
these offices, the people of Florida reached wein conclusions. The most popular of
these was that the state refused to build 1-9%abit could maximize profits from the
Turnpike. As the people in southeast Florida sineden frustration, the state made
another decision that leant credence to the susple®5 had been placed on semi-
permanent hold in order to maximize revenues frioenTurnpike. In 1961, Governor
Farris Bryant proposed extending the Sunshine $atkeway from Fort Pierce to
Orlando. Unlike the 1956 proposal, which would hawe I-95 and the Turnpike parallel
for the length of Florida’s Atlantic Coast, Bryamproposed Turnpike extension did not
put the road in direct competition with 1-95; howeevthe proposal did seem to jeopardize
the agreement made five years earlier. An exterdidime Turnpike from Fort Pierce
northwesterly to Orlando was, in fact, constructing Turnpike north of Fort Pierce.
Many coastal Floridians likely would have acquiest®the Bryan plan under different
circumstances. But since they viewed the existeftee Turnpike south of Fort Pierce
as the reason 1-95 had not come to be, they fahee@urnpike extension would all but

ensure 1-95 would not be constructed north of Pagtce, either.

248 paul F. Hrabko to Rex M. Whitton, 26 April 19619w@rnor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.
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CRAMER V. BRYANT

United States Representative William Cramer qyiekherged as the most visible
opponent to the Bryant plan. Cramer’s office as@esentative of Florida’s First District
(the area surrounding Tampa) did not make him eesgmtative of the communities
affected by the delay of 1-95. His reach into tloéites of affairs outside of his
jurisdiction drew suspicion among his detractoresMincluding Bryant, believed
Cramer selected the issue because it was a pblightning rod that would put him in
direct opposition to the Democratic Bryant Admirasion and would serve as the
launching point for a more prominent career inoval politics. In one exchange, Farris
Bryant blatantly accused Cramer of “playing potitié*’ Cramer’s detractors were likely
correct regarding his motivations; as a represieetatf a district on the opposite side of
the Floridian peninsula, there was no ostensildsar for Cramer to take up this issue
unless it was for personal advancement. ClaimsGhater aspired to be the party’s
1966 nominee for governor and a failed 1970 sebidteorroborate this theoA/®
Regardless of his motivations, the people of eadtirida rallied around Cramer as he
advocated for what so many others in elected ofemmed determined to deny—the
construction of 1-95.

Cramer observed the denial of 1-95 south of F@tde and concluded

Tallahassee would obstruct the construction ofrkerstate anywhere it rivaled the

247 Congressional Bulletin Volume VII, No.5, “U.S. RissAdministrator Agrees, Cramer Says
Turnpike Plan Will Lose State $60 Million” (July &8), Governor C. Farris Bryant Papers, Series 756
Administrative Correspondence, Box 129, SAF, 1.

248 Cramer denied wanting to be the governor in 1866 his fellow Republican (and eventual
winner of the 1966 election, Claude Kirk, claimberwise. Billy Hathorn, "Cramer v. Kirk: The Fload
Republican Schism of 1970," The Florida HistoriQaiarterly, LXVIIl, No. 4 (April 1990), 404.
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Turnpike. Based on this assumption, he arguedftBayant’'s proposed extension of I-
95 from Fort Pierce to Orlando came to be, I-98nfl@aytona to Fort Pierce would end
up in the same state of perpetual limbo as I-9%hsoliFort Pierce. This decision, Bryant
would tell anyone who would listen, would cost kdiar$60 million in “free” federal
money, as the 135 miles of 1-95 stretching fromt Reerce to Daytona was estimated at
$66 million?*° Cramer was not alone in rousing public outrage tve 1-95 delays. The
papers of southeastern Florida, namelyMi@mi Herald Palm Beach Post Timesnd
theFort Lauderdale Newpublished articles and editorials further prodding
population. Most of these articles cited Cramecsviies and arguments in favor of
constructing 1-95.

In 1961, Cramer was in this third term as a Unii¢ates Representative. Over the
course of his tenure in national politics, he hadaloped a reputation for demagoguery,
with one rival Florida representative once statirgmer was “little in stature and big in
mouth.”*° The showdown with the Bryant administration ov&56lproved he was
equally skilled in evidence-based rhetoric. Crakmaw how to solicit arguments that
proved his case and was adept at making sure vwdarsl his message. The most
ingenious tactic Cramer employed, however, wadrguthe Bryant administration in a
position whereby it would have to reveal their nealtivations for stymying 1-95. Cramer
knew the number of individuals desiring 1-95’s coustion was far greater than the
number of bondholders. Since the Bryant adminisinatould only cite a desire to be

fair to bondholders as reason to wait on consingdtio5, Cramer made a series of

249 Congressional Bulletin, 1.

20 Hathorn, 413.
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proposals that sounded reasonable to the votintcp#irst, Cramer proposed that the
governor receive a commitment “unequivocally sgatimat Interstate 95 between
Daytona Beach and Fort Pierce will be approvedpitieshe existence of the toll
Turnpike.” This vow was meant to prevent the staim doing business as they had five
years earlier, when they agreed to build both &88 the Turnpike south of Fort Pierce
and then backing out of constructing the Intersaditer the Turnpike opened. Second,
Cramer appealed to Floridians’ sense of majorilg,rasking if bondholders should
“determine the highway future” of the state. FipalLramer proposed that all future
bonds include language clearly stating that Flowdald pursue Interstate highways in
conjunction with toll road$>*

In order to preempt counterarguments by the gar&roffice, Cramer also
sought and found a federal highway official who Vdosupport his claim: Frank Turner,
a thirty-year professional of the Bureau of PuBl@mads then serving in the capacities of
Deputy Commissioner and Chief Engineer. Cramenwdi Turner viewed 1-95 between
Fort Pierce and Daytona and the proposed Turnpitension as parallel routes even
though the latter directed traffic to Orlando ir&teof towns further up the coast.
According to Cramer, Turner believed “there woutd be enough traffic to warrant both
routes.?>? Turner never denied these statements. Crameapfsealed to the most
visible highway professional in Washington, Bure&®Public Roads Administrator Rex

Whitton. Whitton, according to Cramer, believedsl\®ould not be approved until the

%1 Congressional Bulletin, 1.

52 hid.
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state “obtain[ed] permission from the holders @& bonds...thereby conceding that the
two routes are competing>®

Cramer successfully mobilized the people of Flayighd their various
expressions of support reveal that they acceptath@rs accusation that the state had
been underhanded in its management of 1-95. In ALHB61, the President of the
Daytona Beach Chamber of Commerce wrote to Bryauatde the construction of 1-95.
The letter refers to “published accounts of efftotadjust highway locations to show
greater economic feasibility for the Tollpike ex¢em,” even though Cramer was the
only public figure making these accusatidrisAs evidence that Cramer’s efforts in east
Florida had a state-wide audience, one man frorm€ra district wrote Bryant
requesting that “I-95 should be cleared up, anl $&ed, before the bonds on the
Turnpike are validated and it's too late.” The naégarly accepted Cramer’s charge that
the state had engaged in a conspiracy at the exdrise people of Florida; he
requested assurances that “no secret agreemeahsding such construction be entered
into with the bond buyers™

Publicly and in exchanges with the voting commyrthie Bryant administration
and its Democratic allies denounced Cramer asldeabuser using the Turnpike
extension as an opportunity to increase his profiliside of his home district. After

Cramer circulated a “Congressional Bulletin” to fe®ple of Florida in early July, 1961,

3 bid., 2.

%4 John R. Stanier to Farris Bryant, 10 August 19Bdvernor C. Farris Bryant Papers, Series 756
Administrative Correspondence, Box 129, SAF.

25 Joseph V. Klingel to Farris Bryant, 18 Septemt#81], Governor C. Farris Bryant Papers,
Series 756 Administrative Correspondence, Box S2F,.
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advising them of his activities and vilifying thexgrnor, the Bryant administration
wasted little time defending itself. In a memohe press corps date July 15, the
governor’s office refuted Cramer’s claims, statif@@,amer’s latest effort to place a
political road block in the path of our highway gress has clearly shown him to be
willing to twist facts and embarrass dedicated jus¢rvants to service his own
purpose.” The memo also argued Cramer’s activiteasearned him “the ire of the
citizens there [Florida’s east coast] who resesidtiiempts to use them as pawns in his
latest gambit.**® One Bryant staffer wrote, “I have no doubt thdt Bill find another
vehicle to ride in his search for state-wide hewti®’ There is, however, little
evidence the people of east Florida opposed Cranefforts.

The Bryant Administration’s claim that Cramer fdegesentment among the
people of east Florida seems to be a purely rlegiomaneuver. When the Bryant
Administration found it difficult to convince theepple of Florida that Cramer’s views
were unpopular, it attempted to make his campangk petty. On August 24, Bryant
held a press conference where reporters pressedrmthe charges levied by Cramer.
Bryant weathered the first few questions diplonalyc but when a reporter asked if the
state would provide the Bureau of Public Roads fionditions under which it would

begin constructing 1-95 (one of Cramer’s many a&aikes to the governor), Bryant lost

%% Memo to the Press Corps, 15 July 1961, Governdia@is Bryant Papers, Series 756
Administrative Correspondence, Box 129, SAF.

%7 John E. Evans to Helen Sullivan, 8 September 18é%ernor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.

147

www.manaraa.com



his patience, likely because he sensed the repaied with Cramer. Bryant snapped
back, “This situation would be funny if so many pkodidn't take it seriously®®

At the heart of the Bryant and Cramer feud wadipsl Bryant was undeniably
correct when he accused Cramer of using the issadvance his political profile.In the
early 1960s, Florida was in the midst of transitgnfrom a solidly Democratic state to a
divided electorate as large numbers of northemmenged into the state. In particular, the
non-panhandle districts began to sway to the Regarbkide of the spectrum. Cramer
brilliantly found an issue that put the peoplehade districts at odds with the Democratic
governor, further separating the communities fromrest of the state and positioning
Cramer as a leader in the burgeoning Florida RegarbParty. Cramer’s strategy was
clear to the Bryant Administration. In a confidehfetter to other leading Democrats in
Florida, Bryant said of Cramer, “He has projecteddelf into a statewide publicity
campaign...for the sole purpose of putting the caigsibn of roads on the basis of a
Republic-Democratic issué>® In a letter between Bryant staffers, John Evalts to
Executive Assistance James W. Kynes, “The upshoCisamer has made it appear that
we are bumbling, and building, roads. He has ptegebimself into a state-wide spotlight
which could have effect on the 1962 Senatorial gp?®°

Most residents of Florida recognized the debatevftat it was, even if they did

overwhelmingly side with Cramer. One 1-95 proponenite to Bryant to echo his

%8 press conference excerpted in letter Farris BrgaBpessard Holland, 29 August 1961,
Governor C. Farris Bryant Papers, Series 756 Adstrative Correspondence, Box 129, SAF.

29 Bryant to Sikes, Peek and Kynes, 21 August 19@kie@or C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.

%0 John E. Evans to James W. Kynes, 19 August 196%efor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.
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support for Cramer. He opened, “The taxpayers ofidkh are stirred and nauseated by
the politics involved” in the issue, and then echoest of Cramer’s arguments against
the Bryant Administration. This constituent beliduewould be foolish for Florida to
pass on sixty million dollars by not building thedrstate and therefore wanted bond
buyers’ interests overlooked in favor of the peagfleoastal Floridd®*

The Bryant Administration, recognizing Cramer’siesias a political threat,
responded in a political fashion. While Cramer’aiges that the Administration was
favoring Democratic districts over Republic distsiby taking a course of action that
would deprive the latter of a desperately needgbvisay stirred voter sentiment, there is
no proof this was the motivation. The record denranss the Bryant Administration
truly believed both roads would be built becauseTthrnpike extension would serve a
completely different purpose than I-95 from Daytéodort Pierce. One Bryant ally,
taking aim at Cramer’s premise that the divergingnpike extension and 1-95 were
parallel, asked, “Have you studied the new Cramer@etry? I'm much impressed with
his understanding of ‘parallel®®?

Instead, the record reveals great frustration annyant staffers with the BPR.
They believed Frank Turner's comments on the confietween 1-95 and the Turnpike
served Cramer’s basis of legitimacy and, withoutig campaign would have fizzled in
its earliest stages. “Our problems with Cramemnirdly Kynes wrote to John Evans,

“have been directly related to the apparent williegs of the Bureau of Public Roads to

%1 Earl V. Sprogue to Farris Bryant, 17 Septemberl] @overnor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.

262 gyllivan to Evans.
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say to anyone in an official capacity the thingsytlvant to hear®? Publicly, Bryant
accused Cramer of using “conversation with a suhatd in the Bureau of Public Roads
as the basis for an attack on the entire Turnpierision Program?®*

Bryant responded to the threat presented by Crameasing the power of the of
the Governor’s Office. In an August 26, 1961 letteGovernor Bryant, Democratic
Senator Spessard Holland hypothesized Cramer teusdlenced if the Bryant
Administration pushed through a small segment@b Rorth of Fort Pierce. Noting that
any construction north of Fort Pierce approvedhgyRublic Roads Administration
would “cut the ground from under Congressman Crdnitlland had all Florida
Democrats in Washington ready to support consonét® A memo circulated between
Jimmy Kynes, Bob Sikes, and other Florida Democagpresentatives outlined the
strategy that would be employed to silence Craifieae. memo did not hide that the
Florida Democrats believed the BPR and Rex Whittoparticular, would be willing to
help them. As Kynes had noted previously, the BRR more than happy to make others
happy, even if this required sending conflictingsseges. The memo states that “in order
for the public to be convinced of firm, aggressiaegd positive action on behalf of the
state and national Democratic administrations,y theuld need Rex Whitton to publicly
enter the Florida Turnpike/I-95 conversation. Trenidcrats wanted Whitton to publicly

state the construction of the Turnpike would ndgedéhe BPR from building 1-95, that

23 James Kynes to John E. Evans, 19 August 1961, 1@ov€. Farris Bryant Papers, Series 756
Administrative Correspondence, Box 129, SAF.

24 Memo to the Press Corps.

%5 gpessard Holland to Farris Bryant, 26 August 1&dvernor C. Farris Bryant Papers, Series
756 Administrative Correspondence, Box 129, SAF.
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there was “no reason to assume that 1-95 and thepike will be serving the same traffic
corridors,” that there would be enough traffic tarvant both roads, that Cramer had
falsely represented previous comments from the &ucé Public Roads, and that Florida
had always planned on building 1-95 from Jacksdewd Miami?®® Bryant wanted
immediate action, noting, “Any indecision on thesmatters results in loss of confidence
of the Democrats and feeds fuel to Cramer’s furridt&Vhitton’s comments in
conjunction with construction of a small segment085 would undercut Cramer.

Interestingly, Cramer also saw Whitton as the tkegnsuring his transportation
plan for east Florida came to fruition. In an AuigBis1961 letter to Governor Bryant,
Cramer offered something of a truce. If Bryant'8aaf could secure, from Whitton,
written confirmation that construction of the Tulkgextension would “not be a basis
for Public Roads withholding approval of constrantprojects on 1S-95,” Cramer would
back dowrf®® The Bryant Administration refused, almost certainkcause it knew
Cramer would use this letter to push for immedcaestruction of the route, thus
depriving the state of toll revenue and puttingriSan a compromising position with the
Turnpike bondholders. There is no evidence Whietoquiesced to either Cramer’s or the
Florida Democrats’ wishes. Instead, Whitton remdiséent on the matter, allowing
Florida to settle the matter internally.

As 1961 drew to a close, Florida had complete8l ttough Jacksonville, and a

very short stretch of the road was open to trafficorth Miami. In the ensuing years, the

%% Bryant to Sikes, Peek and Kynes, 21 August 1961, 1
%7 Bryant to Sikes, Peek, and Kynes, 21 August 1961,

28 william Cramer to Farris Bryant, 3 August 1961, @&mor C. Farris Bryant Papers, Series 756
Administrative Correspondence, Box 129, SAF.
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state connected Jacksonville to Daytona Beach,gtmading the state with a contiguous
stretch of 1-95 in north and central Florida. Teenainder of the highway—nearly 260 of
Florida’s planned 382 miles of I-95—remained inbion The state was no closer to
beginning construction on 1-95 than it was in 19&64 many began to wonder if south
Florida would ever see the complete Interstate.cOdmmunities along the Atlantic
coast south of Daytona desperately wanted the mghwiay—there is very little

evidence of opposition to the road—but this wasammtugh to overcome the political
impasse that had stymied the project since thduwlas were made available from the
federal government.

By 1970, the project remained threatened by inactThe second half of the
previous decade had only seen the state buildubety-seven mile segment of 1-95 that
connected Fort Lauderdale to Miami. The entiretslirérom Fort Lauderdale to Daytona
found itself relying on the Turnpike and U.S. 1 toof Fort Pierce and on U.S. 1
exclusively north of the town. As the populatiomtioued to grow, the problems
recognized by residents twenty years earlier hadec fruition. Traffic was simply
halted on a regular basis, and local businessmervbd tourism was held back because
of insufficient infrastructure. The towns of Vere&:h, Port St. Lucie, Stuart, Jupiter,
and Delray Beach, which had attracted tens of #ods of new residents since the close
of World War Il with their paradise appeal were &m®ing miserable places to live due
simply to traffic.

A writer for theFort Lauderdale Newsummarized the frustrations of coastal
residents well in 1974:

Over the years, Interstate 95 has not exactly erdetself to the hearts of many
Broward residents. After all, it's been 16 years—yg@rs!'—that they've been
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hearing about it. It's 16 years since Congress dippropriated money for the
interstate system. Sixteen years of hearing abetaryother snafu, another
relocation problem, another hassle over rights @f,vanother hang-up with
funding and, sigh, just one more blankety-blanlsosavhy the blankety-blank
highway is held up®®
The reasons for the continued inaction on 1-95 weyaad. For one, the Turnpike
Authority and Florida’s Democratic leadership cangd to resist any road that
threatened to reduce toll revenues. In 1969, Spestaland had informed the County
Administrator of St. Lucie County that “there is auyet to be done at the state level
before the Bureau of Public Roads can act withdegree of finality on approval of the
entire plan for 1-95.” Holland specifically citele need for an “agreement from the
Turnpike Authority that construction of 1-95 woult jeopardize the Authority’s
bonds.” He emphasized “this is of primary imporeifc® State highway officials also
cited difficulty securing rights to land, the ndled multiple environmental studies, and
other obstacles, but highway departments acrossoinary had proven time and again
their ability to overcome these requirements whetemiined to build a stretch of
Interstate Highway. In Southeast Florida, howegenstruction did not begin because
state leaders were incentivized to delay commenntaoiehe project. Toll revenues and
the demands of bondholders proved more compeltiag the residents of Southeast
Florida’s coastal communities.

The Turnpike Authority’s ability to block 1-95 cetruction ended abruptly in July

1969. Republican Governor Claude R. Kirk, a residéwWest Palm Beach, created the

29 Barbara Greenberg, “End of 1-95 Problems Now Seleort Lauderdale New44 January
1974.

2% gpessard L. Holland to Waldon B. Lewis, 20 Febyd®69, Spessard L. Holland Papers,
Series 55, Box 595, Yonge Library.
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Florida Department of Transportation and dismantfedTurnpike Authority, whose
responsibilities were assumed by the former. Tloeidd Department of Transportation
viewed Florida’s road network holistically and was biased toward ensuring maximum
profits for the Turnpike, nor was it beholden te ffurnpike bondholders. Freed of these
influences, the Florida Department of Transportaparsued a course of action it
believed best met the transportation needs ofttdte.g=inally, after thirteen years of
political wrangling, south Florida was preparedtold the road it had so desperately
needed.

As the Florida Department of Transportation beigagarnest to plot the course of
I-95, the people of Florida remained suspiciouthefstate’s actions. After years of
politics preventing the construction of the highwayany viewed any delay, even if for
valid purposes, to be evidence the political probtid not truly cease with the
disbandment of the Turnpike Authority. In 1972, Miami Herald published a front
page exposé which reinforced the public’s suspgidime author, Bruce Giles, claimed
he had located an “official statement” from the Apike Authority to bondholders clearly
stating that 1-95 would hurt Turnpike revenues. @beument, he claimed, served as
proof the Turnpike Authority, with backing from Talhssee politicians, had purposefully
deprived south Florida of 1-95 since the 1958<sThe people of south Florida were not
surprised by the findings, as the state’s inabibtprovide any consistent reason for the

delay that held up to scrutiny led them to thisatosion long before Giles found the

21 «Opening of Interstate 95 Link Is Tied to TurnpiRevenues,Miami Herald,23 January
1972. It is not clear which document Giles uncodehlait the papers of both Farris Bryant and Reubin
Askew include many internal memos that could haantused to reached the conclusions found in the
Herald feature.
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smoking gun. Yet, as ortdéerald reader put it, “The people who have long belietrente
must be some reason for this [delay] now at leagé lthe satisfaction of knowing they
were right.2”? With their distrust validated, south Floridianemted up their vigilance of
the progress of 1-95.

As such, théMiami Heraldexposé haunted the administration of Reubin Askew,
who succeeded Kirk in the governor’s office. Oree® Raton resident, Ralph Brooks,
wrote to Governor Reubin Askew, Noting the “despereeed” the people of Broward
and Palm Beach Counties had for the highway. Bregksl the Florida Department of
Transportation as an “entrenched bureaucracy” ngusiditional delay$’> Askew’s
response suggests his office received countlessdeh the wake of thiderald exposé,
and his reply included a two-page argument thaftirapike and its associated bonds
did not cause the delay of 1-95. Whether Askewdweld the claim or not, he could not
admit the state had withheld 1-95 from south Flarids many of the Turnpike Authority
employees were now employed by the State HighwagaBment, and many of the
politicians involved still served as leaders of A&aks Democratic Party. While all were
quick to profess the innocence of the Turnpike Autl, state officials never got on the
same page in regards to the reason for the dellaryd& Department of Transportation

official Edward Mueller claimed it was “the fedefabcedural mechanisni™ Askew at

272«No Roads, and Lies Besidedyliami Herald, 25 January 1972.

2" Ralph R. Brooks to Reubin Askew, 31 January 1$&2ies 134 Governor’s Office:
Department of Transportation Files, Box 4, SAF.

274 Edward A. Mueller to Reubin Askew, 26 January 1%&ries 134 Governor's Office:
Department of Transportation Files, Box 4, SAF.
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one point argued it was a shortage of availabledsofor those displaced by I-85. At
another time, Askew argued Florida did not haveughaappraisers on staff to facilitate
the land acquisition, and this had caused déigys.

Regardless of the causes of prior delays, highwpparters on the Florida coast
were excited by the prospect of finally moving fand with construction. They would
soon discover, however, that the Turnpike Authdniigl been just one hurdle in their
quest to build the superhighway. With the Authoatyt of the way, the struggle to build
[-95 now ran into a bevy of new problems which atie dealt with in turn. For well
over a decade, those who advocated for the roadblcaded so much of their energy on
the Turnpike Authority that they began to beliewveas the only impediment to the
highway'’s construction. In reality, the removaltoé Authority from the equation only
meant south Florida was now ready to deal witmtla@y obstacles that I-95 encountered
just about everywhere it went. Namely, south Flamdw had to work out the specifics
of I-95’s route between Daytona Beach and Fort eadale. Ironically, the many
obstacles cited by those refusing to acknowledgedhl reason the state had delayed
building 1-95 became actual delaying forces in1B8&0s. To be sure, this further
frustrated the residents of Southeast Florida a®gened their mistrust in the
government.

In total, it took five years after the dismantliofgthe Turnpike Authority to clear

the required milestones and begin construction3¥.IMost of the time was not spent

27> Reubin Askew, “-95 Broward & Palm Beach Countgtérnal memo, Series 134 Governor’s
Office: Department of Transportation Files, BOXSAF.

%’® Reubin Askew to Cook Consultants, 7 January 1Seties 134 Governor’s Office:
Department of Transportation Files, Box 4, SAF.
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resolving disputes with individual landowners, bather additional requirements that had
not existing—or were generally ignored—in the 198Ad 1960s now consumed
considerable time. Environmental impact studieschwivere usually conducted by
interest groups under particular circumstanceberetarliest years of Interstate
construction, were mandated by the National Envirental Policy Act of 1970, and the
responsibility to ensure protection of the enviremtnnow fell to state officials. In the
wake of the freeway revolts, state highway depamntsnerere much more diligent about
holding the public hearings required by law thagythad been in the early years of
Interstate construction. Martin, Palm Beach, and_&tie Counties required twenty-one
public hearings before the route could be finaliZéd December 15, 1975, nearly twenty
years after south Floridians began their pursuitromediate” construction of 1-95, the
Federal Highway Administration granted the lastrapgpl required to begin
constructiort’

As a means of concluding his exploration of thessoms communities responded
differently to Interstate construction, Ray G. L’Aneaux saw engineers as well-
positioned to ensure the state and its resideontsngled their discussions in facts rather
than emotion. “I see the role of the professiosah dact gatherer, a conclusion reacher, a
recommendation maker—but above all, a communi@atdra explainer of facts,”
L’Amoreaux wrote. He continued, “If the engineerslgplanners do these things well,

they should then have little difficulty in assuritigat the decisions that result are

277 Chronological Events, Interstate 95 Studies, FBérach, Martin, & St. Lucie Counties,” Series
134, Governor’s Office, Government Liason DeparthwdTransportation Subject Files, Box 8, SAF.
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compatible with the goals and objectives of thzeits they are dedicated to ser¥&.In
the early 1970s, when L’Amoreaux put these thasighpaper, the communities of
southeast Florida had, under his supervision, éyreaperienced nearly two decades of
delays at the hands of Florida leaders. Whethenidfeaux intended to mask the
activities of Florida’s political leaders or genglyod them for their actions is unclear.
One thing is certain. Florida’s highway engineadsribt allow facts, but rather political
motives, to drive their activities in regard to3-9’Amoreaux’s characterization of
highway engineers as apathetic, black-and-whiteeaigbof objective correctness is, in
hindsight, almost laughable. At best, Florida'shivigy engineers were powerless to
stand up to machinations of the Sunshine Statdigqns and creditors; at worst, they
were complicit in neglecting the wants and needsitifons along the state’s Atlantic

coast.

28 Ray G. L’Amoreaux, “The Highway and Its Neighboodd (Undated), Dept. of Transportation
Div. of Traffic & Planning Program Subject File970-1972 Series 806, Box 2, SAF, 8.
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CHAPTERS

INTRASTATE SPARRING IN SOUTH CAROLINA

Driving north on 1-95 from Georgia, one enters oGarolina halfway across the
Savannah River. The drive through the state igemeral, boring. 1-95 skirts the small
towns of Hardeeville and Ridgeland, passes justideithe somewhat larger town of
Walterboro, and bounces around Florence beforesicrgénto North Carolina just north
of Dillon. Along the way, there is not much to s&be route mostly traverses pine
forests and farmland; the topography was not muféérent prior to the arrival of 1-95.

In the absence of much else to see, the drives fiehself or herself paying more
attention than usual to the countless billboards-strobthem advertising a rest stop and
roadside attraction called South of the Border—hay tattempt to build a sense of
excitement belied by the desolate landscape. Ortelsliboard beckons the motorist
with “I-95’s best kept secret?” while another extia “You Never Sausage a Place!”
The large bratwurst stretching from one side ofttitiboard to the other suggests the
campiness that awaits.

South of the Border attempts to capture traveldrs atherwise use 1-95 in South
Carolina for one purpose: to get through the statquickly as possible. Without major
towns or tourist destinations along the way (thachds at least fifty miles to the east
throughout the state), 1-95 is a conduit for drsvBeading to historic Savannah, Georgia
or the beaches and other amusements of Floridqiteets efforts at marketing—and the

sombrero atop a 165-foot tall water tower—the turap cannot change the fact that
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South Carolina’s segment of 1-95 is a 200 mile thwough some of the most
undeveloped land in the st&t8.

Most of South Carolina’s 198 miles of I-95 appeangithout controversy or
fanfare. The route does not utilize federal lamldiseaten state parks or wildlife reserves,
does not mar scenic landscapes, and does notlmmgnted traffic to otherwise
congested areas. In fact, very few people werenmeienced by the arrival of 1-95 in
the state. Neither newspapers nor the correspord#reiected officials reveal
significant disputes about land acquisitions; pnegily the rural landowners found the
right-of-way remuneration sufficieit! There has been speculation since the 1960s that
Alan Schafer, the owner of South of the Borderdysaitical influence to ensure 1-95
would be routed in such a way that his businesdavioenefit, but this debate was held
largely after the road had been construééd.

[-95’s otherwise uneventful introduction to Soutar@ina saw one flurry of
debate and controversy in 1962 and 1963, when fwleedarger towns in the vicinity of
the highway's proposed route engaged in a heateidsioto sway the final path toward
their respective zone of influence. Two camps, lmeed in Florence and the other in

Charleston, lobbied the South Carolina Highway Depent to have the Interstate

20 As her Master’s Thesis at the University of SoQ#rolina, Laura Koser wrote an authoritative
study on South of the Border and its relationsbip®5. Laura Koser, “Planned by Pedro: South ef th
Border, 1950-20071 (master’s thesis, University of South Carolina, @abia, 2004)Complimenting
Koser's work is Nicole King, “Behind the Sombretdentity and Power at South of the Border, 1949-
2001,” in Anthony J. Stanonis,eixie Emporium:; Tourism, Foodways, and ConsumetuZelin the
American SoutlfAthens: University of Georgia Press, 2008), 124-1

%1 The writer investigated all major archives in thate and resources held in smaller towns. He
also studied multiple newspapers and interviewddviduals who were involved, one way or anothethwi
Interstate development in South Carolina. He fonmevidence of individuals resisting the governrizent
attempt to acquire land for 1-95.

82 Koser, 65.
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System’s primary north-south path routed to passuthh their respective economic
zones. In the absence of a historical voice byveimy opposed the road, and no other
episodes resulting in a historical record, the @ston/Florence routing controversy
stands as the only story of 1-95’s history in SoQ#rolina that speaks to the relationship
between the people of the state and the superhighgasuch, the routing debate is the
only window of insight modern researchers haverdeustand how South Carolinians
viewed the road and what informed those viewsmdtely, the South Carolina routing
controversy reveals that, at a point when Integdtgghways met considerable resistance
elsewhere in the country, many South Caroliniaesved the road as a force of good and
fought to have the highway built closer to theimrounities. The intensity of the battle,
the resources applied to the efforts, and the igntiwf citizens speak to exactly how
desirable 1-95 was among South Carolinians. Of ssuvhat caused South Carolina to
view the road positively as opposed to commungiesswhere in the country is a product
of local circumstance.

South Carolina began planning a new highway thrabglstate’s eastern corridor
over a decade before the Interstate Highway Systemived legislative approval. The
South Carolina Highway Commissioners approved digerthat would later become
South Carolina’s portion of 1-95 on October 18, 88% This plan called for a route
“beginning at the North Carolina line south of Liaburg and extending via

Bennettsville, Hartsville, Bishopville, and Sumt8ymmerton, St. George, Walterboro,

283 During the earliest stages, the Bureau of Pubtiad® referred to 1-95 as F.A.l. Route 303.
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and Ridgeland in the direction of Savannd}.” The route stayed in the development
phase until 1956, when the Federal-Aid Highway pgravided the funding necessary to
move the highway network forward from the plannstgges, where it had remained for
over a decade. At that time, the federal Buredautflic Roads, whose consent was
required for all Interstate routes, had approvézba specific description for the north-
south thoroughfare that read, “From the South @aabeorgia State line north of
Savannah via Summerton and a junction with F.Aolute 302 [now I-20] near Florence
to the South Carolina-North Carolina State linetmeast of Dillon.” This route was the
first one widely released to the press, and soteeasted groups in Charleston expressed
dissatisfaction with the projection, but as theligy Department stood by its claim that
all routes were subject to change and that notiag official, these parties found
contestation difficult. For the next five yearshdee faded as South Carolina first
undertook the projects of constructing I-20, 1-86¢ 1-26%°

In early 1962, with construction of the three othghways well under way and
groundbreaking on 1-95 imminent, the Greater Clséole Chamber of Commerce still

wanted the road pulled closer to the coast. WhieHighway Department continued to

24 30uth Carolina State Highway DepartmenRe-Evaluation of the Location for Interstate
Route 95 in South Carolingolumbia, SC, 1963), 15. Copy held at South @zadstate Library,
Columbia, South Carolina.

23 |pid., 18. Generally speaking, the state highwagadtments proposed routes and the federal
government approved them based on various critez@nsidered desirable for this network. The
legislation also stipulated that the federal gowsgnt would fund ninety percent of the project, atates
contributed the balance. State highway departmeats charged with awarding all contracts.

288 The South Carolina State Highway Department ofiezbnstruct the highways in order based
on percentage of the state population on each saadte. This was meant to address traffic issudise
Greenville/Spartanburg area. As 1-95 is largelyrmalrroute, it was last. For discussion of theyesthges
of South Carolina’s interstates, see John Hammoadr® The South Carolina Highway Department,
1917-1987(Columbia, South Carolina: University of South @ara Press, 1987).
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be evasive when asked about specifics of the r@tarleston had no doubt that 1-95
would follow an inland path connecting Fayettevilorth Carolina and Savannah,
Georgia by way of Florence. Sensing that the tiras fast approaching when it would be
too late to affect the road’s course, the Greatar@ston Chamber of Commerce
decided to launch a formal campaign to have thibviny rerouted.

Charleston had every reason to believe I-95 wotilthylprosperity to a city and
region struggling to gain a solid economic footimge area immediately north of
Charleston, which had once been home to a hostfehde-related industries and
military installations, was suffering as the petatlowing World War Il forced these
entities to scale back or leave. The city had wedanviously as the construction of 1-85
and 1-26 had recently brought a host of industigeSpartanburd®’ Charleston’s civic
and business leaders believed bringing the jundfds®5 and I-26—which was already
scheduled to terminate in the city—within the @tgconomic zone would bring them
similar benefit$®® Additionally, scores of reports had been publiskiade the inception

of the Interstate System, and they overwhelmingédizted positive economic effects

287 The April 30, 1963 edition of thidews and Courieencouraged Charleston residents to read an
article entitled, “The Saga of Spartanburg” in &gil edition of Highway Users Magazinf he article
reported that land value in Spartanburg had junteeédold since -85 and I-26 opened to the pulaitd
Spartanburg mayor was on the record as saying, tagpiel industrial progress in Spartanburg could not
have been possible without our new Interstate higlswAs a matter of fact, these two roads, 1-26128f]
have been the greatest single catalyst to Spantgistrecent economic growth.”

2879 be sure, junctions of Interstate highways vetea lucrative, as companies preferred to
build in locations with the best access to transion. A company that built at an Interstate jimcthad
immediate access to north-south and east-west.rdaésdoes not mean the individual roads were not
coveted; even on an individual basis, Interstaginays represented great economic progress. Thests
evidenced by the small towns in South CarolinahagManning, that were distant from either of the
proposed junctions but still weighed in on the deba
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for those regions lucky enough to receive the ritsbof asphalt®® And finally, 1-95, due

to its course through the major industrial cengdosg the east coast, would have
connected Charleston to a majority of the Amerigapulation and brought the city into
the most significant economic zone in the Uniteat&d. Better access to 1-95 would have
allowed Charleston to market itself as a port witth market accessibility that rivaled
Savannah, Norfolk, and other east coast ports.

Charleston had spent the first months of 1962 gitenm to influence its luck by
assembling an alliance of interested groups irgteater Charleston region. Ultimately,
the Charleston Chamber of Commerce, the Charlédsnming Board, the area mayors,
the City of Charleston, Charleston County, the @&séon Merchants Retail Association,
the Charleston Real Estate Board, and a handfutheir organizations pledged support—
financial or otherwise—to the rerouting effort. ®kay 9, 1962, members of the
Charleston Planning Board met in Columbia with 8dDarolina Highway
Commissioner Silas Pearman to present an alteenadivte for 1-95 that had been
developed by the organization at the request oCtharleston Development Board. The
alternate route placed the road farther east, pggsist of Florence, by Kingstree,
Moncks Corner and across Interstate 26, south dfévaro to Pocotaligo (Figures 1
and 2 illustrate the routes under consideratiohjs Toute brought the junction of 1-26
and 1-95 twenty-seven miles closer to CharlestdterAearing the proposal, Pearman

“stated frankly that any consideration of an alé&tiwe route would have to be based upon

289 5ee: National Research Council (U.S.). 1¥53bnomic Impact of Highway Improvement:
Conference Proceedings, March 18-19, 198&/&shington, D.C.: National Academy of Sciencesidiel
Research Council, Highway Research Board and &uiR. GrahamSouth Carolina Economic Impact of
an Interstate Highway Land Values and Ussuth Caroliniana Library, Columbia, SC.
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sound economics and sound engineering.” Upon hgafiPearman’s comment at a May
meeting, the Greater Charleston Chamber of ComnseBaard of Directors agreed the
logical next step was to hire an engineering fionstudy the virtue of the alternative
route, and the Board voted to form a committedi®end. William W. Humphreys and
W. Harold Butt volunteered to research and reconthegtgineering firms, Thomas C.
Stevenson took the task of finding the fundingag for the study, and Dr. George G.
Durst, who had connections at the Department oésd, agreed to meet with them and
gain the Department’s support for the alternatougte. The Board found this last step
critical because the Interstate System was supgosatbw for rapid evacuation of cities
in the case of an atomic attack, and support fioerCiefense Department woydteempt
one of the State Highway Department’s criticism€&bérleston’s proposal. Before
adjourning, the newly formed steering committeesadrto “proceed as quickly as
possible.?%°

At the next month’s Board of Directors meeting, S&itannounced he had
successfully acquired support from the Defense Reant. Stevenson unveiled
financial contributions of $5,000 each from theyQif Charleston and Charleston
County; $2,000 from the Charleston Development Bpand $1,000 each from the
Charleston Real Estate Board, the Charleston Ré&&ithants Association, and the
Greater Charleston Chamber of Commerce. Butt andpgtueys recommended Arthur

D. Little & Company of Cambridge, Massachusettpedorm the engineering study

A well-reputed company, the firm only agreed toetak the job after performing a

20 Greater Charleston Chamber of Commerce, MinutéseoBoard of Directors, 22 May 1962,
Greater Charleston Chamber of Commerce, North €stam, South Carolina.

21 Greater Charleston Chamber of Commerce, MinutéseoBoard of Directors, 26 June 1962.
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preliminary study in order to determine the routegosed by Charleston showed
promise of meeting Pearman’s requiremétftdhe company’s preliminary study,
performed in early June, “indicated that thereu§igent economic justification to
warrant a more detailed study,” and the firm comoaeina more comprehensive
evaluatior?®®

The finished report—called the “Little Report” bl mvolved—arrived in
Charleston in late October. It concluded maximumeie for South Carolina as a whole
would be achieved by building 1-95 on the more edgtroute proposed by Charleston.
In evaluating the possible routes, the Little Répevaluated...on a comparative basis
from the viewpoint of the two general objectivestite National System of Interstate and
Defense Highways, as well as from the viewpointhefspecific aim defined by
Congress.” The “general objectives” mentioned wergervice projected traffic for the
year 1975 and to serve the defense needs of thedJsiates, while the Congressional

viewpoint was that local needs be considered andramodated, when reasonable, by

292 \While obviously biased, thdews and Couriecalled the Little Company “the best research
firm in the world” on 5/22/1963. In a 4/4/1963 ktto Governor Donald Russell, Charleston attods;
Pritchard said, “The instructions that were givath@r D. Little were to make an impartial surveydan
come up with his findings and let the chips fajihti where they belong to fall.” In the letter Stesen sent
to potential contributors, he stated explicitly ghegineering firms under consideration “will notdantake
the assignment for us unless they...have completeléma to report their findings and conclusions
according to their best professional judgment.” Beemas C. Stevenson to J. Palmer Gaillard, 18 May
1962, Gaillard Papers, City of Charleston Recordsmafjement Division, Charleston, South Carolina.

293 Greater Charleston Chamber of Commerce, MinutéiseoBoard of Directors, 26 June 1962.
The minutes reveal that the State Highway Departmes very cooperative throughout this process and
fully complied with the Little Company’s requests.
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the Interstate Highways: The Little Report also stated that the needsairism, goods
movement, and local transportation” were taken agocount>>

The Little Report’s primary argument regarding teor became a chorus of the
Charleston lobby; the report argued United Statm#té&k301 followed roughly the same
path as the Highway Department’s plan, and touusésl it heavily. Rather than override
the existing route with a new road, the report acguhe more easterly 1-95 path would
allow for a tourism industry to develop in an othiexe underdeveloped region and would
provide travelers with an option when traversing Balmetto State. Failure to offer this
boon to the eastern region “would tend to retaatization of the full tourist income
possibilities of the numerous attractions of thastal and near coastal areas,” the report
claimed. Further, the Little Report contended thatHighway Department’s corridor
did not offer sufficient attractions for tourists\isit, while the alternative route would
encourage north-south travelers to venture intarl€sian®°

The report went on to argue that the more easteute better served both the
commercial and residential traffic needs of Sougindna. In terms of commercial
traffic, the report claimed the Highway Departmentute served the needs of a handful
of freight companies based in the Sumter and Otangeareas, while the Charleston-

backed route served the ports in Charleston, wécha larger impact on the entire state.

In order to raise the stakes of the decision, ¢ipent framed the decision in terms of an

2Arthur D. Little & CompanyEvaluation of Two Proposed Routes for Interstatghiiay 1-95
Through South Carolin@Cambridge, Mass., 1962), 2. Copy held at Cit€bérleston Records
Management Division, Charleston, South Carolina.

2% bid., 4.

26 |bid., 4-5.
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inter-state rivalry, pitting the Port of Savann&®orgia against the ports in Charleston.
“Failure to provide truck traffic with an Intersgahighway that links the State’s ports
with the hinterland markets will...give the Port aciannah—a strong competitor of
South Carolina ports—a decided advantage,” thertetmimed®’

Noting that seventy-percent of the Palmetto Stateisfarm employees used
private automobiles for commuting to and from wdHhe Little Report went on to argue
for the high degree of importance that should laegd on the route’s effect on
residential traffic. With the aid of 1-95, the repeaid, commuter trip times could be
more drastically reduced for Charleston-area resgje@nd this would consequently
allow for a growth in the area’s labor market @) people, or 2.4 percent. The
Orangeburg labor market, on the other hand, wonld grow by 130 people, or 0.7
percent®® The Report went on to conjecture that the areaevh85 and 1-26 intersect
could develop into an important industrial centeéhe junction happened in an area with
an available labor force and “physical requireméatsndustrial growth” and claimed

the Charleston-backed route rendered this indliskeizelopment more likel§?® The

report also claimed, given the Charleston areajldt population density, gross

27 |bid., 5. History shows that competition betwekea ports of Charleston and Savannah has
always been significant. In the 1830s, for examtayth Carolina constructed the Hamburg-Charleston
Railroad, then the longest line in the world, tteimeept goods bound for Savannah and divert them to
Charleston’s ports instead. See William FreehlPrglude to Civil War: The Nullification Crisis ino8th
Carolina, 1816-183¢New York: Oxford University Press), 42-47.

2% One should note that the Report chose to talka®aangeburg in this section only.
Orangeburg was arguably not even the most impaatgdoyment area in the 1-95 zone of influence, as
Florence stood to benefit greatly from the roaccusing on a city other than the most impacted s¢ems
be a rather transparent rhetorical tool.

29 The junction of 1-95 and 1-26 (which ultimatelymared based on the Highway Department’s
plans) never gave birth to an industrial centedayg the area where these roads meet is agriculitra
Little Report was not wrong to speculate aboutpbtential for development where the highways
intersected, as junctions did give birth to devaeiept elsewhere in the country.

169

www.manaraa.com



population, and investment in new industry, the eneasterly route would allow for more
overall economic development. And finally, notimg tUnited States Department of
Defense’s approval of both routes, but lack of cottatto either, the Report took the
position that Charleston-backed route was the rnogieal because of the city’s
important military installations. In 1963, Charl@stwas home to a Military Airport
Transport Service (MATS) base, a significant Arnmgpdt and the Charleston Naval
Base was becoming the “primary fleet ballistic supgomplex on the East Coast
including the only Polaris base in the United St&t&°

Many of the Little Report’s claims are supporteddaya. The more easterly route
traversed counties with a total population of 559,while the Highway Department’s
route entered counties with a total population2#£,801 people. The Charleston-backed
route also would be accessible to 24,712 membdfseairmed forces, 25,924
government workers, and 210,460 city dwellers, gvthle westerly route affected only
5,916 military personnel, 12,685 public servants] 407,0001 urbanit€$: Moreover, a
survey of American manufacturers performed in 1@&&aled that the Charleston route
would add additional manufacturing value to théessaeconomy of $147,862,000 per
year while the Highway Department route would atid3%972,000 annualff?

In the end, the Little Report argued that, evethenabsence of I1-95, the
population of the Charleston area stood to growenrothe coming decades and had the

greater potential for industrial development tham Pee Dee and Midlands regions of

39 jttle Report, 7.
31y.S. Census, 1960.

392 Census of Manufacturers, 1958. Details in thegte\papers of Thomas Thornhill.
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South Carolind® Routing 1-95 through its backyard, therefore, waslogical choice
because it would allow for even greater future ecoic prosperity. The Report also
claimed this benefit could be achieved at a ndgkgcost. The alternative route would
require an additional 14.5 miles of Interstate tatdion—3.5 miles on 1-95 and 11
miles on I-20—and could be completed for under $0@d in construction costs plus
incremental maintenance costs. This number was legsrsignificant, the report
concluded, because within eight years of comple@&mpercent of the additional
maintenance costs per year would be paid by additigas tax revenues collected by the
state due to the increased number of work tripe#sterly route would permit.

Armed with the documentation it believed would sWaarman and his Board of
Commissioners, the Charleston Chamber of Commeackerthe rerouting of 1-95 its
primary objective for 196%* The Chamber of Commerce forwarded a copy of thtéeLi
Report to Commissioner Pearman at the end of 1@&&man, in addition to handling
the efforts of the Charleston lobby, now receivesspure from individual citizens.
Working parallel to the Chamber of Commerce andlitss was Samuel C. Craven.
Craven, a Charleston lawyer with aspirations ofteba to the South Carolina House of
Representatives, began personally lobbying Pearmaretter dated April 16, 1962. In

the letter, Craven took issue with the Highway Dapant’'s recommended route on

393 This seems to be a rhetorical device used togtiien Charleston’s case. At the time, Thomas
Thornhill believed the economy of the greater Géwtdn area needed the boost I-95 would bring tiathpel
region out of the post-war slump.

3041962 Greater Charleston Chamber of Commerce Rresigeorge G. Durst expressed this
sentiment at a Board of Directors meeting on 12/A82, and on March 5, 1963, his successor, Thomas E
Thornhill echoed it at a meeting of the Charlestavitan Club.News and Courigr3/8/1963. Durst also
claimed that, along with controlling harbor polarij the rerouting of 1-95 was “the most importamid-
range projects” of the city. Charleston ChambeCofmmerce Minutes, 12/18/1962.
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grounds that it violated U.S.C.A, title 23, Sentit03 (D). This piece of the Federal Aid
Highway Act of 1956 mandated that the Interstatghiiays “shall be so located as to
connect by routes, as direct as practicable, timeipal metropolitan areas, cities, and
industrial centers, to serve the national defeasd,to the greatest extent possible, to
connect at suitable border points with routes attioental importance®® Craven

argued that the “legislative requirement and theterg highway needs negates any other
location than that which would approximate Myrtleggh, Charleston and Beaufoit>
The route he advocated differed from that suppdstethe Chamber of Commerce, as he
recommended a route that “followed a line somewlaat of state route 41 through the
counties of Horry, Georgetown, Berkeley, Charlestord on to Beaufort and
Savannah®’ Craven forwarded the letter to Pearman to Chanelstayor J. Palmer
Gaillard, Jr. and requested his support in theutang effort.

Perhaps frustrated by the lack of immediate respans undoubtedly motivated
by learning of the Chamber of Commerce’s effortan@a newspapers, Craven wrote to
Gaillard, Durst, and John White, Chairman of the@ber’'s Highway and Bridges
Committee, on May 23, 1962. He copied the letteh&oCharleston Development Board,
the Charleston County Planning Board, sixteenaldigrmen, théews & Couriey the
Evening PosttheWest Ashley Newand theNorth Charleston BanneiWhile

acknowledging that the “Craven Plan” and the peEsommended by the Chamber of

395 Federal-Aid Highway Act of 1956, United States Btatat Larger0, sec. 103 (1956).

3% samuel Craven to Silas Pearman, 16 April 1962y&@r&apers, City of Charleston Records
Management Division, Charleston, South Carolina.

307 |bid.
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Commerce differed in routing, he pointed out thexown objectiveé®® He went on to
“earnestly request that we present a solid fromhis matter, rather than a group of
varied thoughts and idea® And then Craven dropped something of a bombshetl—h
revealed that he had filed a lawsuit on the bebfdalfie citizens of Charleston County.
The lawsuit petitioned the State Highway Departnasa the Bureau of Public Roads for
all “records, information and data” pertaining e troute of 1-95.Craven recommended
that the Little Company waited until he had acaiiiteese records before commencing
its study, as the information would “enable therto adequately ferret out the
weaknesses in the present location [that is, thengd route of 1-95] and also avoid
unnecessary duplicity in their studi€d®

Mayor Gaillard wasted no time in responding, argltbne reveals a significant
level of frustration with Craven. He wrote, “I agrevith you that we must all present a
solid front to the Highway Department for any chaig this route. This, of course, is
impossible now that a law suit has been instittifétiHe also pointed out Craven’s error
in implying the Little Company had been hired tdidate Charleston’s claim for the
rerouting, noting instead that it had been empldgeslipply “competent technical
assistance in evaluating, on an unbiased basisatte” He went on, “To my
knowledge, all are in agreement that we believeHigihway should be located nearer the

coast...l personally do not feel qualified, nor dzelieve the Chamber of Commerce is

398 Craven’s letter is the only source that mentiof€raven Plan.” Despite his claim that “My
plan...has been designated as the Craven Planyid#mce points to the fact that Craven, himset, thie
“designation.”

399 Craven to Gaillard, et. al. May 23, 1962.
319 pid.

311 Gaillard to Craven, May 24, 1962.
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qualified, to state categorically where such a gl should be located*” Gaillard
concluded that, since he and the Chamber did kaiodse party to Craven’s lawsuit, he
did not want to supply the Little Company with a@nformation acquired through it2 In

the end, Craven’s case did not go to trial. Pearmast have been happy to have Craven
out of the picture, because 1963 brought a new tehatensity from the Charleston
lobby.

The Little Report armed the Charleston lobby withoat of expert-backed
arguments to use as it lobbied the State HighwagyaBment, and it fueled an intensified
campaign initiated in mid-March. On March 16, 1%&8chard forwarded a copy of the
Little Report’s executive summary to South Caroldavernor Donald Russell and asked
for his support as the debate intensifi€tin a March 27 article, thidews and Courier
qguoted W. Harold Butt, then serving as ChairmathefCharleston Development Board,
as saying his organization had grown concernedtiegbublic was not informed enough
to realize how vital the rerouting was. The lobloypfederation organized a meeting to
drum up popular support. In the article announthgmeeting, Butt summarized the
issue and said, “Our objective right now is totstaur people thinking about the

importance of this highway in the years to come, @ninvite outspoken support for our

312 Emphasis in original.

313 Craven responded to say that he only sought thel official lobbying campaign, and the
correspondence ends there. Craven to Gaillard, 28ay962.

314 E K. Pritchard to Donald Russell, 16 March 196&nald Russell Papers, South Carolina State
Archives, Columbia, South Carolina.
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Chamber of Commerce Highways and Bridges Commiitteeich was officially
carrying on the discussion with the Highway Depaniti™

On March 28, thé&lews and Couriejoined Butt and company in recruiting
support. That edition of the paper featured a cet@ty and an editorial dealing with the
I-95 rerouting. The cover story carried the titRoute of 1-95 Vital To City” and pointed
out that if the Highway Department’s route camétdion, Charleston, the state’s
largest population center, would not be serviced prth-south Interstate rout8.The
Federal-Aid Highway Act required that Interstatghways, as much as feasible,
connected major population areas. Charleston sawlitfhway Department route as
neglecting this mandate and was especially botheydbe fact that Savannah, Georgia;
Petersburg, Virginia; and Benson, North Carolinlaywdh smaller populations,
anticipated 1-95 construction—the latter two wetbesluled to be sites of Interstate
highway junctions. The article went on to enurnteethe potential benefits for the city:
increased port traffic, tourism, and industrial elepment, and myriad others. TNews
and Courier realizing increased pressure from Charleston eveutely awaken support
in areas laying claim to the Highway Departmentepgought to preempt their
arguments. “Either of the routes,” the article wlad, “would serve the Florence and

Walterboro areas equally well, since neither r@asses through these towA5 The

315 News and Courier27 March 1963.

3% |nterestingly, the 1960 census lists Columbia waifopulation of 260,828 and Charleston with
a population of 216,382. While this may be a cd¥eharleston exaggerating its case, there is ndtou
that 1-95 was going to miss a major metropolitagaar

317 News and Courier28 March 1963. This is a problematic argumennfiany reasons, not the
least of which is that I-95 would not pass dire¢tiyough Charleston if the alternative route wdscted.
In fact, the Highway Department’s plan would p@3-within three miles of Florence, while the Chaits
plan would leave Charleston eighteen miles removed.

175

www.manaraa.com



editorial announced, “Thdews and Courieheartily endorses a movement to swing
Interstate Highway 95 closer to the South Caro$imaincipal seaport.” It then continued
the feature article’s preemptive strike againstéiiae and Walterboro. Anticipating
criticism of Charleston for coveting 1-95 when I-@Beady entered the city, the editor
claimed, “Basic needs of transportation requirédafvice to centers of communication.
The juncture of traffic streams from north, soutid avest over Highways 1-26 and U.S.
17 is an argument for making 1-95 as accessibfgoasible to through traffic between
New York and Florida.” It went on, “We cannot imagithat the State highway
Department...would want to discourage travelers fpamsing within the state’s
borders.” While being certain to garner popularprp the editorial ended on an
optimistic note: “The facts of geography and popataought to prevail. The road should
be rerouted now, while ample time is availabfé.”

TheNews and Couriewas correct in anticipating an alarmed oppositon.
March 29, thé=lorence Morning Newalerted residents of the Pee Dee region to
Charleston’s machinations. It reported, “The Cleide Chamber of Commerce is
engaged in a full-scale effort to divert Interstaighway 95 from its present scheduled
route immediately west of Florence to one not-soxgdiately east of Florence.” The
editorial went on to say its aim was to “alert [Eloace City Council, the Greater Florence
Chamber of Commerce, and all those interestedaimgehat no change is made in the
route as presently plannetf®Florence had long thought of itself as a “transgt@n

city,” as the crossing of major north-south and-@asst rail lines had given birth to the

%18 |bid.

319 Florence Morning New=29 March 1963.
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city in the nineteenth century. Florence’s positignat the junction of these railways had
directed its economic development for over a cgntmdustries moved to Florence to
capitalize on the transportation benefits, andcthyedeveloped a sizeable service sector
to accommodate the railroad work&73Civic and business leaders had anxiously
awaited the prosperity crossing Interstates woulagsince 1956, hoping to see an
economic rebirth and bring Florence into a prospemosition as the automobile
replaced the train. They counted on not only ineeelandustry but also “tourist dollars,”
the money that motorists would bring through tipeirchases at restaurants, gas stations,
motels, and other travel-related businesses. Trieattnow lurking in the Lowcountry
stood to deprive the city of this economic boon.

Despite thé=lorence Morning Newslarmist tone, the Florence City Council and
Chamber of Commerce seem to have initially followeasait-and-see approach to the
threat posed by Charleston. Their immediate respwas not to drum up regional
support or organize into an official lobbying frdntcounteract Charleston’s efforts. The
reasons for this are not entirely clear. ThomasHeérnhill, President of the Charleston
Chamber of Commerce in 1963, believes the reticapparent in the newspapers of the
day is actually evidence of Florence Mayor Davidlgled and his brother, a powerful
Walterboro attorney, quietly pulling political stgs in Columbia. There seems to have
been something happening behind the scenes, bemausail 3Florence Morning
Newseditorial cited a “usually well-informed sourcehw led the newspaper to claim,

“Interstate Highway 95, apparently, is going tddal original plans...It's just about

320 5ee Wayne G. KindRise Up So Early: A History of Florence County, thdDarolina
(Spartanburg, SC: Published for Florence Countydrsal Commission by the Reprint Co, 1981).
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certain the original plans will be followed. Peopiehe Florence area need not have any
fears long that line**! Despite its early optimism, however, tRerence Morning News
and other area newspapers monitored the situationolosely and kept their readers
abreast of the situation.

Small town newspapers also weighed in on the debagDillon Herald, for
example, took issue with Charleston’s claim thatdhernative route better met the
defense needs of the nation by claiming, “All tguanents about...the greater service it
would render to national defense has a hollow Hisig] Isn’'t national defense served
better by keeping throughways removed from thetpafiexplosion than by drawing
them to it?3% TheManning Timesook a more sardonic tone:

While we do not wish to belittle our great portyciive do believe that there are

other places in South Carolina besides Charlestwthjt would be nice if things

could be arranged so that something, once in aeywibuld benefit an area in our

State other than Charleston. It is splendid thaicttastal area has grown as much

as it has; perhaps if the western route is utilizlkeel central area will show more

growth as welf*
Accusations of inland neglect in favor of Charlesteere common in the small towns
backing the State Department plan. They viewed IEsi@n as being in a privileged
position among lawmakers and receiving dispropoéie resources from the state.
Always defensive, small town newspapers in the [ébton area also joined the fight.
The Tri City Times, which served the Mount Pleasaef, took the position that the

highway should best meet the needs of the staterigaxpayer has an investment in

the State Ports Authority facilities here, at FRolyal, and at Georgetown—including

321 Florence Morning News3 April 1963.
322 The Dillon Herald 5 April 1963.

323 Manning Times16 May 1963.
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Highway 301 interests. Or did they buy stock in&@mah firms??* These papers
argued that a Charleston victory in this fight wbattually benefit the towns that felt
neglected—that state tax dollars would be usedakenthe entire state wealthier.
Regardless of the talking points the newspaperdamg, their involvement indicates a
widespread positive view of the Interstate Highwagd the economic potential they
represented.

TheNews and Courigmore than any other South Carolina paper, usegukge
to incite its readers. Its reporting on the Mar8n2eeting in Charleston was replete with
bellicose language. The gathering at the Francisdvdlotel was a “council of war.”
Former mayor and prominent lawyer Thomas P. Stevesy“called back to active duty,”
as he and another attorney, E.K. Pritchard agieeadgue Charleston’s case pro bono in
all future meetings with the Highway Departm@&tAnd finally, the article reported that
the meeting’s “speakers left little doubt that Hatle is fast nearing the ‘shooting
stage.” The meeting was important for more thast fhe sensationalist journalism it
attracted. The Charleston Innkeepers Associatepresentatives of Charleston’s
shipping companies, the Ports Authority, and citgt aounty officials from neighboring
areas added their support to what was—by now—aaresipe coalition. Nearly a dozen
men spoke at the gathering, including legislatitrs,mayor, and representatives of

shipping, tourism, and mercantile intere&ts.

324Tri City Times 11 April 1963.

3% stoney and Pritchard’s agreement to work for &eeaks to the level of commitment citizen’s
had to the cause, as the Chamber of Commerce h&thds aside to pay for legal representation. Grea
Charleston Chamber of Commerce, Minutes of the @o&Directors, 18 December 1962.

326 News and Courier30 March 1963.
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A dominant theme at the meeting—and one thatvedesorroboration from the
Little Report—was the notion that the Highway Dépaant’s route benefited the Port of
Savannah more than the Charleston ports. Thisheasajor point in Stoney’s speech, as
he argued, “I can’t imagine that our state wouldrep$19 million on our port facilities in
Charleston and then stand idly by and give thegpesice in mileage to Savannah.”
Employing hyperbole for effect, he continued: ‘kéamy hat off to Savannah and what
those people have done. But if we give that ci#pd0-50 mile advantage on a straight
line highway—it's goodbye Charleston.” Stoney’s coants were seconded and
expounded upon by Thaddeus Street of Carolina 8fggp’ In subsequent weeks, the
News and Courieechoed this message. A March 31 editorial claifssadith Carolinians
have a big investment that they need to protect.etimthe arc between Florence and
Pocotaligo is swung nearer to the sea, truckerbrigafueight for ocean shipment will
whiz past Charleston to the Georgia docks. This@mut would represent a loss to every
South Carolinian3®

Pearman, who received a copy of the Little Repodanuary, had set his
engineers to the task of completely reevaluatiegtiute of 1-95, taking both the original
route and Charleston’s alternative route into antoRearman had to acknowledge the
attention the controversy had been receiving thmougthe state; not only were
newspapers devoting pages to the issue, but Storkethe mayors of Lake City, Moncks
Corner, St. Stephen, Kingstree, and Summervilliingghemselves the Highway 1-95

Citizens Committee, had begun an advertising cagmpai state newspapers. In early

%7 bid.

328 News and Courier31 March 1963.
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May, with his reevaluation report ready, Pearmacoamged the Charleston Chamber of
Commerce to release the Little Report to the pieiss to the publicity on 1-953°
Charleston obliged and released the report on Nday 2

At this time, the Chamber of Commerce suspectedran was going to reject its
proposal. Much of this suspicion stemmed from atmgeState Senator T. Allen Legare
and State Representative Arthur C. Baker had h&tRéarman in mid-May°
Corroborating their hunch was a Clarendon Courfigiaf who told theManning Times
he had seen the Highway Department’s report artdttfevored the original patft’
John White preemptively asked the Little Compangrduce a rebuttal report and
organized an effort to delay the announcement affRan’s decision by 90 day¥ Not
waiting for any official action, thélews and Couries editorial page went on the
offensive: “With plans for Interstate Highway 9%keng out to the public, it now appears
that the State Highway Department had just as lieeltl a tunnel from the North

Carolina line to Georgia insofar as the economexdseof South Carolina are concerned,”

it blasted. It then continued, “We don’t understavitdy our Highway Department has to

329 Greater Charleston Chamber of Commerce, MinutéiseoBoard of Directors, 28 May 1963.

330 |pid. State lawmakers were involved intermitteritipoughout the debate, but seem to have
taken their cues from the Charleston Chamber of i@erce. Florence representatives have left no record
of being involved. Both the Florence and Charlestamps appear to have not immediately appealed to
Congressmen and Senators in Washington. The feation of involving national lawmakers in the debat
is in the June 26, 1963 minutes of the Charlestosn@er of Commerce Board of Directors, when Thomas
Thornhill suggests contacting Senator Strom Thumin&enator Olin Johnson, and Representative L.
Mendel Rivers. The records of these men held aBtheh Carolina State Archives, however, show gao si
of their involvement in this debate.

31 TheManning Timeshad begun reporting as though the decision had tieele on May 16,
1963.

332 Greater Charleston Chamber of Commerce, MinutéseoBoard of Directors, 28 May 1963.
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work for Georgia instead of South Carolifa>’Amidst the firestorm, the Highway
Department released the reevaluation at the ettteahonth.

The report systematically refuted each of Charlgstolaims. It stated
categorically that the westerly route best sertedtaffic needs of South Carolina and
revealed that the Highway Department had secuftetieat from Rex M. Whitton, Federal
Highway Administrator, saying the Department of &efe “preferred inland locations
because of the vulnerability of coastal are4sIh terms of tourism, the study concluded
that choosing the easterly route would “create erttardships” on the motels,
restaurants, and other tourism related industni¢se Highway 301 corridor. It went on
to claim that—if anything—the westerly route woldenefit Charleston tourism because
it would not draw people away from U.S. 17, whiahrieled many tourists directly into
Charlestor?>> The report then posited that the original routelda@ttract more industry
because it represented the shortest route froNonin Central states and Great Lakes
region to the coasts of Georgia and Florida antthePort of Charleston would be
adequately served by I-26 and other routes, nahiagnot all ports on the eastern
seaboard would be serviced by Interstate HighwiyBerhaps the strongest case made

by the Highway Department was a drastic revisiothéeomodest $124,000 additional cost

333 News and Courierl9 May 1963
334 Re-evaluationiii.
33 |bid, iv-v.

338 |bid., vi.
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figure presented by the Little Report. The HighviZpartment reevaluation estimated
additional costs amounting to $21,094,350.

The Highway Department’s report drew significargpense. The Florence City
Council finally broke its silence and passed altggm in support of the Highway
Department’s decision. In the resolution, the @ouncil noted that it had “always found
the State Highway Department, not only cooperatw highly competent in its
decisions, plans, and constructiod® TheNews and Couriepublished a flurry of
editorials and letters to the editor criticizing tHighway Department. THdorence
Morning Newscontained editorials encouraging a quick recoatidn and prompt
groundbreaking. The Columbia Record supported igbwhy Department’s decision
and other small-circulation newspapers from ardinedstate weighed in.

In early June, the abeyance White sought manifesedresolution in the South
Carolina House of Representatives. It called f60alay delay so the Lowcountry
interests could formally present their case befoeeHighway Commissioners. When the
House voted 43-16 to deny the resolution, ReprasgatHall Yarborough of
Orangeburg motioned to send the resolution backhomittee, effectively killing it.
George E. Campsen then took the floor and argue@tarleston lobby was never heard
before the full Highway Commission and that instiént time had been permitted for the

Little Report to produce a counter repdftEven though Charleston’s efforts to stall the

37 |bid., 47. The main difference in the estimatesoading to the Highway Department Report,
was that the Little Report failed to acknowledget thuilding along the easterly route would require
replacing the soil with a more stable material.

33 Florence, South Carolina City Council, 27 May 196Butes, City Hall, Florence, South
Carolina.

339 News and Courier7 June 1963.
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official decision failed, the Highway Departmenlerged to and allowed for one—final,
it emphasized—appeals hearing.

Upon learning of the appeals hearing, Bh@ence Morning Newshastised
Charleston for failing to accept its defeat: “Thex@dded evidence here that the
commission has and continues to listen patienttiaith long-suffering to a constant
repetition of arguments on which that body hasaalysformed competent judgmerit®
No one supporting the Highway Department was invitethe July 17 hearing, but those
whose interest lay with the original route refusedemain silent any longer. At a late
June meeting in Manning, at least 100 people caan/ém strategize. Some wanted to
formally “condemn” Charleston, but ultimately, tleas attendance passed a more
positive resolution to be delivered to the Highv@ymmissioners. The convention chose
a group headed by Mayor McLeod of Florence to appetore the Highway
Commissioners. This group planned to arrive aatiygeals hearing at two o’clock, the
same time Charleston was scheduled to be heardt anticipated an audience with the
Highway Commissioners after Charleston had pledase®*

The July 17 meeting, held in Dillon, drew over Ibple, including twenty
members of the South Carolina General Assemblgzamor so reporters, and over 100

concerned citizen¥? Charleston spokesman E.K. Pritchard first praRearman and his

340 Florence Morning News22 June 1963.
341 Manning Times4 July 1963.

342 |n the days immediately preceding the hearingr&smtative Rembert Dennis of Berkeley
County proposed a comprise route that “would makesame northerly connection as [the original foute
but would move south between the other two.” leefively would have split the difference betweea th
original route and the alternative route. At tleating, Charleston requested the route be consideunt it
was ultimately thrown out by the Highway Commission SeeNews and Courier]8 July 1963 and
Florence Morning Newsl8 July 1963.
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staff and then criticized them for arriving at a&iden that, by his account, delivered
suboptimal benefit to the state. In a presentatianlasted an hour, Pritchard accused the
Highway Department of using misleading figureslyaig to various businessmen to
garner their support for the original route, andji@ing the port in Savannah an
enormous advantage over the Port of Charlestoa hieated retort, Joe Rogers of
Clarendon County said Pritchard had pinned a baddeearman “and then ripped it off
and put him on trial.” David McLeod continued ttr&icism of Charleston: “In all of
this mileage and the expenditure of such a vastaumoney, the ability of the Highway
Department has never been questioned...It is ouerelief that the highway
department has more than bent over backwards toeirevery consideration to
Charleston’s request® In what was the Board of Highway Commissionerst fitosed-
door meeting in well over a decade, it took the wossioners one hour and forty minutes
to decide on the original route in an untallied—bat unanimous—vot&* In what was
meant to serve as a stamp of finalization, the Cmsioners concurrently appropriated
$300,000 to begin land acquisition in Dillon County

The day after the hearing, criticism arose thatiaa had been responding to
“pressure” throughout the process. Given the Highi@apartment’'s unquestioned
authority in all prior road routing decisions, sob®dieved Pearman’s job was in

jeopardy over the 1-95 controver&§.A spokesman for the Highway Department quickly

33 Florence Morning Newsl8 July 1963.
344 Several newspapers reported that the vote waslfiet; theNews and Heraldeported the
vote was nine for, five against, and one abstaiaad;Thornhill, in an interview with the authoryealed

that he had been told the vote was very close.mBEsoTl hornhill. Interview with author. 29 Octobei020
North Charleston, South Carolina.

345 Thornhill interview.
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deflected the criticism, and the story faded asnldia began focusing on the decision’s
fallout. Pritchard complained the Commission hacde a terrible mistake” while the
News and Courieexpressed “thanks on behalf of the people of ereilpat asked for
and in our judgment deserved a better d&&IThornhill, the Chamber President, initially
looked to the bright side, saying the Charlestdorefvas “one of the finest united
community efforts witnessed in many yedfébut later acquired a more jaded tone,
saying, “We lost in...what turned out to be a styigblitical battle.**® Meanwhile, the
President of the Dillon County Motel Associatiordakllen Schafer, proprietor of the
South of the Border roadside attraction and togestice center, anticipated a
prosperous future, as the coming stream of travedpresented millions of future dollars
in income®*°
PROMISE AND PROXIMITY

Much of the existing literature on Interstates ¢meks episodes like the South
Carolina 1-95 routing controversy, choosing insteafbcus on the resistance Interstates
faced in cities across the country. Consequertey/niyriad reasons some communities
desired the roads are overlooked and what emengé=ad is a picture of a nation
standing in opposition to Interstate Highways. Rathan resist 1-95, however, those in
South Carolina who expressed their opinion abaairdlad overwhelmingly supported

the project and wanted it built as close to themmunities as possible. Or is this just

34 News and Courierl9 July 1963 and 20 July 1963.
347 News and Courier20 July 1963.

348 Greater Charleston Chamber of Commet&8§3 Chamber of Commerce Annual Report
Greater Charleston Chamber of Commerce, North €stam, South Carolina.

349 Florence Morning Newsl9 July 1963.
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what the historical record suggests? One must igmesthether Charleston would have
supported the road if it had been rerouted allwhg to the coast, bisecting the historic
city. Or whether Florence would have defendedlé@sicto the road if state highway
officials planned to route 1-95 through the downtowlorence and Charleston were
ultimately fighting to have 1-95 constructed wittilmeir zone of economic influence, not
within their city limits. The communities riskedtle by having 1-95 pass near—but not
in—the city. They profited the economic developmémtreased labor mobility, and
other benefits without experiencing many of the dsides to the presence of Interstate
Highways. The noise, pollution, and unsightliness wontained outside of the city. The
experience of the rest of the country strongly sstgySouth Carolina benefited from an
abundance of undeveloped and low-value land.

The economic status of Charleston and Florencéhiedommunities to support I-
95 routing in their favor, and both communities laddindant underdeveloped land
outside of the city limits on which to build theghiwvay. One might question whether
these positives would be enough to overcome thd-Bf represented a significant
intrusion of the federal government and outsidets Southern communities during a
period when interregional tensions were high. Neegoment program of the twentieth
century was bigger and arguably none did more émgé the fabric of Southern society
more than the United States Interstate Highway raragf the 1950s and beyond.
Perhaps more than any other icon of the late 1868s1960s, the Interstates represented

progress, a link between the regions of the Urfitedes, and big governmeht.Modern

350 Eor a discussion of the role interstate highwdsggd in the American imagination, see
Kenneth JacksorGrabgrass Frontier.
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roads built to handle the vehicles of the day dwedftiture; to make the United States
more navigable, and thus, to pull disparate regiottsa closer economic and social
sphere; and mandated and largely financed by Wassininthe Interstate Highways were
progressive in myriad ways. And, despite this, Bdtdrolina wanted 1-95 enough to
fight over who would be more impacted by the profétThis suggests that
Charlestonians and Florentines either perceivedénefit of 1-95 to outweigh the threat
the highway presented to the communities’ waysfefdr the communities believed they
could welcome 1-95 without feeling the full impaaftincreased federal involvement in
their lives. InFrom Cotton Belt to SunbeBruce Schulman traces the relationship
between federal economic intervention in the Sauwiththe region’s economic
development over the course of the twentieth cgnechulman finds that Southerners
were able to engage Washington in matters of ecandavelopment in a way that
allowed them to take what they wanted (money fanemic growth and development)
while denying the government its objectives (sockenge). By taking federal money for
defense institutions, airports, highways, and ntyather programs, Southern
politicians—Neo-Whigs, as Schulman calls them—agatuetheir objective of economic
development, but were able to successfully evagldettheral stipulations that

accompanied them. In so doing, they successfullgaed the fine line between

351 Loward Lawrence Preston has made a similar arguafieut Southern support for the Good
Roads Movement in the late nineteenth and earlptieth centuries. He argues the Good Roads
Movement was among the least controversial Protyee&sa reforms in the South, primarily because
Southerners defined Progressivism in terms of emindevelopment rather than societal reform. The
Good Roads Movement may not have changed thecfabthe South, Preston says, “But this brand of
southern progressivism—highway progressivism—digifh@ process of change that ultimately challenged
the region’s provinciality and eventually led tonare modern South whose residents conformed to
national as well as regional cultural standardoivdrd Lawrence PrestoDjrt Roads to Dixie8.
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accepting outside interference and maintaining [8amtdistinctivenes$? It was only
for the reward of economic prosperity that Souttedites would sacrifice their regional
independencé>® With 1-95, however, South Carolinians did not rekced social change
because 1-95 existed in rural areas. CharlestorFardnce could reap the economic
reward without any risk upsetting their way of life

In 1958’s “The Search for Southern Identity,” C.ividWoodward spoke of
“traditionalists,” those who despised the symbdlprogress that threatened their way of
life. “The traditionalist,” he said, “who has watxhthe Bulldozer Revolution plow under
cherished old values of individualism, localisnmfly, clan, and rural folk culture has
felt helpless and frustrated against the mightyiambnderable agents of changé*To
look at the saga of 1-95 planning in South Carqlimawever, these traditionalists are
nowhere to be found. Instead, one sees economitatigled individuals battling for

proximity to 1-95.

352 Other works on Southern interaction with the fatlgovernment include Dewey W. Grantham
The South in Modern America

33 A host of literature on postwar America arguesdasire for economic development dominated
the politics of the time, making the Southern coompises more understandable. For example, Robert
Collins’ More illustrates the pervasiveness of economic growth primary political objective beginning
in the 1940s. Politicians’ fixation on economic wtb was such that it influenced everything fromifeal
discourse to Cold War ideology. Further, Georgev®aand Gerald Garveylconomic Law and
Economic Growtlargues that that antitrust law and utility regiolatwere used to ensure economic
development.

%4¢. Vann. Woodward, “The Search for Southern Idgritin The Burden of Southern History
3 ed. Baton Rouge: Louisiana State University Pre883, 10.
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35 South Carolina State Highway Department, “Re-Eatitin of the Location for Interstate Route
95 in South Carolina”
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CHAPTERG

THE INTERSECTION OH-95 AND BLACK WALL STREET

As dusk settles in on a hot July evening, the stremes alive. Music emanates
from a large dancehall, a simple melody playedraidahe rhythm of a symbol. The
latest model cars—Nash 400’s and Ford Model T's—hienby as women in flashy
dresses walk arm-in-arm with their suitors. The imsaddenly syncopates, the trumpet
sailing above the rest of the band. The dancelallsdswing open, and the music more
fully fills the street. At first the automobile sads clash with the music and then—
somehow—the music adopts the noises, making iédimgines just one more member of
the band. The open door reveals a smoke filled r&@rares of well-dressed African-
American men and women watch the band play.

Surprisingly, this is a not a scene set in Hardemdst its storied Renaissance of
the 1920s. Rather, it is a contemporary snapshatdigtant and unexpected place—
Richmond, Virginia’s Jackson Ward. Indeed, a wallotigh the 500 block of
Richmond’s 2nd Street—called the “Deuce’—and theaunding neighborhood in the
1920s and 1930s might have left the wanderer wamglérhe or she had somehow
ventured into New York’s most famous neighborhdadring the day, the streets of
Jackson Ward were abuzz with shoppers poppingdroahof quaint stores, men
catching up with the newspaper at coffee shopspaighbors chatting on the sidewalk.
The community sounded alive. Cash tills openedchosked with regularity, providing a
rhythm to the relatively prosperous life of thazsns. New automobiles
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occasionally clamored by as church bells markeg#ssing of hours. At night, different
music filled the streets. Jazz, blues, and gogpkéd from the Hippodrome Theodore
and neighboring clubs. Some of the giants of tlee—algena Horne, Billy Holliday, Cab
Calloway, Richmond’s own Bill “BojanglesRobinson, and later, Nat King Cole could
be spotted signing autographs between sets. Fee geeking a quieter evening, the
Deuce offered a movie theater and restaurants ks we

Jackson Ward was a neighborhood as rich in cirgamizations and educational
establishments as entertainment venues. It wag hoirmstrong High School, the
only black high school in Richmond for many yeaswell as Virginia Union
University. The community also provided a numbecluirches to meet the religious
needs of the denizens. The True Reformers, a lmtalefociety organized in the late
nineteenth century, left many marks on the neighdod. The group organized the True
Reformers Bank in 1889, making it the first blagiganized bank chartered in the United
States. The True Reformers also established a ntéecand industrial association, a
weekly newspaper, a hotel, a home for the eldarlyilding and loan association, and
real estate agency. When the True Reformers cathpt the turn of the twentieth
century, another benevolent organization, the SwatAid Society, stepped in to keep
the True Reformersfforts alive well into the twentieth century. TBeder of St. Luke
added a second bank, a weekly magazine, and atalitetail and commercial

enterprises to the community/.By 1930, five black-owned banks operated in in

357 Jackson Ward resident Maggie Walker became theviioman president of a United States
Bank in 1899, when she became president of theuRe Penny Savings Bank.
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Richmond®® The community was home to several barbershopgrtiabheries, beauty
parlors, and grocery stores. The relatively afftustizens of Jackson Ward gave rise to a
thriving black middle class in the early twentiedntury, with dozens of dentists,
lawyers, doctors, and other professionals takingesmlence in the community.

The section of Richmond that became Jackson Wadtddng been the city’s
“black” neighborhood. In the late eighteenth century, thmamunity gained a reputation
as the settling place for freed slaves and blagksyl as the property of other blacks,
often to skirt Virginia's laws requiring freed blecto leave the state. The end of the
civil war saw many of Richmond’s newly freed blackeve to the community. After
Reconstruction, Jackson Ward developed into a sstideand prosperous community
precisely because African-Americans were limitedwtright excluded from many
aspects of white Richmond. Jim Crow loomed oveclbRichmonders, restricting where
they could live, what could they do for work, hawey conducted themselves, and by
extension, how they spent their tift8 One history of Jackson Ward posits two reasons
Richmond’s black citizens made Jackson Ward sufidesgther “the separatist

philosophy of the daytlemanded that “black entrepreneurs and profes&ople

8 «Historic Jackson Ward: The Birthplace of Blackp@alism,” brochure, found in folder
“Vertical File-Neighborhoods, Jackson Ward” at Yigginia Historical Society, Richmond, VA. Hereafte
cited as VHS.

39 For more information on the history of Afircan-Ariwans in Jackson Ward, see: Marie Tyler-
McGraw, At the Falls: Richmond, Virginia and its Peof§&éhapel Hill: University of North Carolina Press,

1994), 170-201 and Steven J. HoffmRiace, Class, and Power in the Building of Richmd&d0-1920
(Jefferson, North Carolina: McFarland &Company, 20018-124 & 160-175.
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remained activebr Richmond’s African-Americans built a prosper@esnmunity out of
spite>®°

As the rest of Richmond’s society became incregginostile to African-
Americans in the early twentieth century, Jacksard\stood as the one community
where black men and women could feel relativele seifd build lives for themselves. By
1920, 93 percent of the city’s black residentsdiire Jackson Wartf* The concentration
of individuals facing similar oppression gave bitdithe aforementioned cultural and
economic vitality of the community. In this way,dRmond’s black community built a
society that led many observers to compare to Nevk¥ Harlem, which was in the
midst of its Renaissance at the same time Jacksd ¥nerged as a symbol of black
success in the land of Jim Crow. To many, Jack8ard was “the Harlem of the South.”
Alternatively, the neighborhood was called “thelqptace of black capitalismDespite
Jackson Ward'’s long standing as Richmond’s blaafhi®rhood and its reputation as a
key cultural and economic hub of America’s blacknoounity by the 1930s, Jackson
Ward was never a fully secluded community, much Harlem experienced its cultural

explosion in front of black and white audiences.aWit was founded in the late

eighteenth century, freed blacks and newly arriveghigrants shared the community.

30 Richmond Department of Planning and Community Dewaent, “The Jackson Ward Historic
District” (Richmond, Virginia, 19737), found in fir “Jackson Ward Historic District” VHS, 14.

%1 «Historic Jackson Ward: The Birthplace of Blackp@alism.”
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Even as time passed and the black residents baoameasingly homogenized, whites
frequented the community’s jazz clubs and otheatgishments$®?

To drive through Jackson Ward today, however,woeld not find the obvious
vestiges of a once great economic and culture cefeay’s Jackson Ward is half of its
pre-World War 1l size, and, despite considerabtereind resources on the part of the
people and government of Richmond to revitalizecb®munity since the 1980s,
Jackson Ward still shows signs of economic distasklittle evidence of cultural output.
Instead of housing a vibrant and prosperous comiypyulackson Ward now feels like a
community that isupposedo be up-and-coming. A proliferation of governmefiices
and public housing stands next to restored Victon@ames, but the symbols of success
feel alien, as though they were implanted in thghi®rhood by outside forces (because
they were). While Jackson Ward does not feel oigdlyi successful today, it is doing
significantly better than thirty years ago, whee tieighborhood was home to some of
the poorest of Richmond’s residents. The jazz cludxe boarded up, the beneficial
societies disbanded, along with their many phileoglt and civic pursuits. The Jackson
Ward of the 1960s, 1970s, and 1980s had littleommon with the same community
mere decades earlier. The renewal efforts have th@desommunity better, but walking
down the Deuce today, one would find it very difficto believe the neighborhood once

enticed the likes of Lena Horne. If one walks torfarth, he or she encounters an

%2 gcholars have uncovered many incidents of theessing class partaking in the culture
produced by communities they otherwise avoidedibjugiated. For example, George Chauncey has
detailed straight white men frequently gay clubdlew York during the early twentieth century andnya
scholars have accounted for whites attending Haslgamz clubs during the Harlem Renaissance. See:
George Chauncegay New York: Gender, Urban Culture, and the Malohthe Gay Male World, 1890-
1940(New York, Basic Books, 1994); George Hutchinsbime Harlem Renaissance in Black and White
(New York: Belknap Press, 1996).

196

www.manaraa.com



artificial barrier in the community, one that was present prior to World War Il and
brazenly carves a path through what had been hantebusinesses. To many, 1-95
stands as a living—and heavily used—symbol of #w¢ Jackson Ward is not the same
community it once was. Everything to the north-8blwas once Jackson Ward; now it is
poor, full of public housing projects and littlesel It has even taken a new name, Gilpin,
which only serves to accentuate how the highwaiddi/the community into completely
separate entities. In 1977, one man describedfite™Richmond presented to visitors
who entered the city by exiting 1-95 in Jackson Was “pimpled and the smile
disfigured by the absence of a few teeth.”

There is no doubt 1-95 profoundly and irreparabiysformed Jackson Ward.
Physically, the highway cut the community in twalaonsumed entire city blocks in the
process. Residents of Jackson Ward, like residdrdther urban communities in which
[-95 appeared, were displaced, and some instisitisuch as churches, did not survive
the construction. By time construction of I-95 veasnplete, the neighborhood looked
and felt far different than it had in the 1920s 4880s. The cultural scene turned
stagnant, the people noticeably less affluent.

The appearance of 1-95 at approximately the same Jiackson Ward began
showed significant signs of deterioration has lehynto conclude the superhighway
caused the fall of Jackson Wafdn its official account of the history of the

neighborhood, the city of Richmond first attributisspost-World War Il problems to I-

33 Raymond P. Rhinehart, “Dream on, Richmoriithmond2 no. 9 (January 1976), 49.

34 None of the significant historical accounts of theerstate System assess the impact 1-95 had
on Jackson Ward. In fact, no major historical actai the System even mentions that 1-95 bisedied t
neighborhood.
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95, saying “The northern part of the neighborho@d wut off, with much physical
destruction, by the Turnpike developed in the 1988&Many of the brochures aimed at
bringing tourists to Jackson Ward explain the negghood’s hard times by pointing
directly to 1-95%%° The residents of Jackson Ward remember 1-95 alsat#nger of
decay for their community. Outside consultants wagkvith the city of Richmond in
1987 noted, “We understand there is a history ahge that has created a climate of
skepticism and distrust within the communit§”In reality, however, the construction of
[-95 was only one of the post-war changes in Jatk8ard that coincided with the
community’s decline, and Jackson Ward was rapidlyagfing prior to the arrival of 1-95.
In other words, the popular account of the rolé&@® in Jackson Ward is incorrect. A
few accounts of the neighborhood’s history menttrer forces that contributed to
Jackson Ward’s fall, but I-95 receives first mentamd most of the blame more often
than not. Here, there are two stories to tell.tkgshe account of how 1-95 was forced
upon the residents of Jackson Ward, without coreettwithout input from the
community. Second is the way in which the storiels3%’s arrival and Jackson Ward’s
decline have become intertwined into an inaccunei®rical rendering.

The myth that 1-95 destroyed a thriving Jackson #arooted in the fact that

state highway departmerdgl use Interstates—including I-95—to pursue racidicpes

3% Richmond Department of Planning and Community Dewaent, 22. 1-95 in Richmond is
alternatively called the Richmond- Petersburg Tikep

3¢ See “Bank, Boutiques and ‘The Deuce” and “Expeci Historic Jackson Ward” in “Jackson
Ward” folder of Vertical File-Neighborhoods, VHS.

%7 Thomas & Means Associates, “Richmond Renaissaatesdn Ward Development Strategy: A
Proposal from Thomas & Means Associates” (19873r&ice L. Townes, Jr. Papers Box 19, James
Branch Cabell Library, Virginia Commonwealth Unisgy (Richmond, VA).
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throughout the second half of the twentieth centlmgome urban areas, new highways
destroyed enough black homes to swing congressilstaicts; in other areas, the roads
purposefully served as barriers physically sepagatommunities. Most often, highway
planners constructed through black neighborhoodause they presented little, if any,
opposition®*® Building through black communities allowed plars&r actualize the holy
grail of road construction; they achieved the nuost-effective route and enjoyed
minimal resistance. The fact that they also alloseche public officials to realize a
vision of urban space that was racially segregatade them too good an opportunity to
pass>®® As Tom Lewis noted, engineers “took their cuesnfiRobert Moses, who each
year leveled the homes of tens of thousands okblexmake way for ever more miles of
expressways around and through New Yo#ictording to Lewis, African-American
property was the easiest to destroy because “lditizkns did not share in a city’s power
structure, and as a consequence lacked a sensécafahesiveness®° While Lewis

may understate the political influence of black Aml@ens—even if it wasle facto

influence in many parts of the country—there isdeaying black Americans experienced

much more difficulty than whites when trying to f@ct their homes from the bulldozers

38 5ee: Arnold R. Hirsch and Raymond A. Molitban Policy in Twentieth Century America;
Joe T. Darden and Richard W. Thonasjroit: Race Riots, Racial Conflicts, and EffaidsBridge the
Racial Divide(Lansing: Michigan State University Press, 2013)afles E. ConnerlyThe Most
Segregated City in America: City Planning and CRights in Birmingham, 1920-19§Charlottesville:
University of Virginia Press, 2005)

39 Eric Avila’s excellentPopular Culture in the Age of White Flighor example, makes a
convincing case that city planners, acting on thlealtf of private interests, pursued initiativesha mid-
twentieth century that purposefully destroyed neultural communities in order to create a morealfgi
segregated Los Angeles. Among the institutionsistluid the Los Angeles Freeway. Eric AviRgpular
Culture in the Age of White Flight: Fear and Fantas Suburban Los AngeléBerkeley: University of
California Press, 2004), 206-223.

370) ewis, 1809.
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and wrecking balls. Many of Robert Mosesitics claimed he cared more about roads
than people; history has overlooked the fact thetyrothers were guilty of this as well.
The Urban Land Institute, a national organizatibprofessional real estate developers,
may have been even more divorced from the huménftbighway building than Moses.
One member, James W. Rouse, claimed, “Major expegssnustbe ripped through the
central core” as a means of clearing “our natiovosst slums.®"*

The fact that black communities proved easy tarfygtengineers seeking the
most economical route through urban area—and tité¢lfat some engineers pursued the
objective with almost gleeful malice—has led maalyddars to take for granted the
complexity of the urban black experience when camtied with Interstates. African
Americans—and in some instances, other minoritiegrevgo victimized by the highway
building process that scholars have slipped inteckaing, without scrutiny, that the
white arguments in favor of a route that traverskagk segments of the community were
completely without merit. The foremost expert oa thterstate’s relationship to the
American city, Raymond Mohl, enumerates instané¢dsdack homes falling before the
Interstatesmomentum in urban areas. He notes that African-Acaes homes were
razed in Baltimore, Milwaukee, Indianapolis, StuR#iami, New York City, Kansas
City, Nashville, and other locales over the cowfsthe 1950s and 1960s. The implicit
message is that in every one of these cases, ptaplrty was targeted over white
property*’? In many, if not all, of these cases, this was.ttate and community

officials frequently misled, deceived, or outridied to see black homes fall instead of

371 Quoted in Mohl, “Race and Space in the Modern,Cit9. Emphasis mine.

372 Raymond A. Mohl, “Interstates and the Cities”, 1957.
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those of whites at an alarming rate. Of the imatetrstate Highway construction had on
America’s cities, one transportation scholar ndaterlroads “subjected cities...to major
surgery on a scale without precedent in Americatohy.”"®

The metaphor of surgery is apt; the roads slicahaities and removed entire
portions, leaving behind permanent scars. The pbgHlisplaced people was significant;
entire lives were thrown into chaos. In many caseByiduals who had spent their whole
lives in one home had to start over after the hyneame through. This meant finding a
new place to live and establishing ties with newghleors. For children, it meant forging
an identity at a new school. In some communitiesyehes and other community
establishments also fell to the highway. In thesas the sense of loss was even greater.
One could make the case that eminent domain, theypoder which the government
seized land for highway construction, was uncoumtinal as well as unethicii*
Nonetheless, if one accepts that the Interstatee®yseeded to traverse urban areas in
order to accomplish its objective of tying togetAenerican’s metropolitan areas, one
also must accept that some people living in ceied businesses operating beside them

would need to be displaced. In some cases, Afrigaericans occupied the land that

made the most sense for claim via eminent domain.

373 plan Altshuler and David Luberofilega-Projects: The Changing Politics of Urban Puabli
Investmen{Washington, D.C.: The Brookings Institute Pr&X)3), 83.

37 Over the course of the 1950s, 1960s, and earl@d,9%any lawsuits were filed as highway
officials planned to seize property or the prograimose protecting their property employed many
arguments against the constitutionality of the fica¢ but rarely succeeded. Berman v. Parke(1954),
the United States Supreme Court ruled in favohefDistrict of Columbia when owners of non-blighted
property argued they should not have to sell tlagid because they had the misfortunate of beingcadi
to property the District had targeted for blightneeval.
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Regardless, there is no denying African-Americaaee displaced in
disproportionate numbers. While one could makectse that this made logical sense
since the land they occupied could be acquired mastomically, it overlooks the
human toll of highway construction. Those who wa@st economically disadvantaged
and least capable of adjusting to major life chartgd to do so in the highest numbers.
While the government’s balance sheet may indicHieials made the right decision, an
ethical evaluation would certainly be less favoeabl

Jackson Ward makes for a particularly interestiage study because both the
popular memory of 1-95’s introduction to the citydathe historical accounts of the
interaction are misaligned with reality. The afomsmioned history of Jackson Ward
published by the city of Richmond noted the Turegi&ut off” and physically destroyed
the northern section of Jackson Waftln his comparative study of black urban
communities at mid-century, Christopher Silver dateat, as a result of 1-95, “the
physical integrity of Jackson Ward was destroyed, &ith it went the social and
economic core of Richmond'’s black communit{®One study of Richmond’s
architectural heritage noted that many “buildingsédnbeen lost in the erosion of the
Jackson Ward neighborhood by...the construction ®@Rithmond-Petersburg Turnpike
[1-95].”3""An oral history project conducted by students agMia Commonwealth

University saw many long-time residents of Jackétard remember the community of

37> Richmond Department of Planning and Community Dewaent, 20.

378 Christopher SilverThe Separate City: Black Communities in the Urbant$, 1940-1968
(Lexington: The University Press of Kentucky, 199%).

377 selden Richardson and Maurice DuBeijlt by Blacks: African American Architecture and
Neighborhoods in Richmor{€harleston, SC: The History Press, 2008), 80.
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the 1950s fondly. Many of these individuals spokieagth about a period of Jackson
Ward’s history they would have experienced onlglatdren, if at all. They spoke of the
interracial mingling that occurred in the neighbmot’s jazz clubs; they looked back
even further to the roots of the community as a@lahere free blacks forged prosperous
lives during Reconstruction and early Jim Crowythemembered Jackson Ward as
being a thriving community immediately before |-@%ived. One woman distinctly
remembered that I-95 ruined a prosperous commstiityrad the cultural and economic
strength often attributed to it during the jazz,ag#ing “It was the people that were
expendable3®

The Richmond-Petersburg Turnpike did destroy sd\®ocks through the heart
of Jackson Ward. Many people were dislocated. w85, without any doubt, a
destructive force. However, it is important to nthtat the Jackson Ward 1-95 bisected in
1958 was not the same Jackson Ward frequentedligjyHgiliday in the 1930s. By the
1950s, Jackson Ward was, by almost any measurhataateristic, a poor and struggling
community. Those inclined to do so could arguerttighborhood constituted a slum.
Nobody should downplay the impact I1-95 had on huhaas and cultural heritage when
scores of buildings were torn down in its path, thhetmyriad accounts of 1-95
demolishing an economically strong, culturally ¥img community are, at best,
misinformed, and, at worst, outright wrong.

It makes sense that longtime residents would atenthe good times with the era

in which they saw their community torn asunder.sTtnick of historical memory allows

378«jackson Ward, Attainable Grace and the American Dream: Five RiohchNeighborhoods
(1989), Cassette, Tape 3, Virginia Commonwealthveisity (Richmond, VA).
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the individual to erase from his or her memory aqekin which the city was anything
less than impressive and allows for the constraatica single, tangible culprit. Blaming
Jackson Ward's struggles on [-95 rather than tmepticated forces that actually
precipitated its physical destruction is simplerd altimately, more gratifying. Those
with more distant connections to Jackson Ward'sgolage, such as individuals who
came of age in the 1940s and 1950s but had vago®nes of the prewar, flourishing
era, may have latched on to the “I-95 as destroye’as a means of coping with life in
a community that, by all accounts, had once beeatgrMore troubling than the locals
who misunderstand or misinterpret the neighborh®bdstory are the historians who
presume the story that played out in New York andrM also manifested in Richmond.
In these two cities, white officials used Interstetighways for the express aim of
accomplishing racially motivated objectives, aneréhis a historical record to prove it.
Scholars have been too quick to associate temporadlation with causality when it
comes to Jackson Ward. The state of Virginia ditblde©5 around the same time
Jackson Ward fell to ruin, and the completion 8blecertainly left a wake of destroyed
buildings and a bifurcated community; however, $ackWard had ceased being a

beacon of black prosperity before 1-95 appedfétvhether the promulgation of this

379 Over the past several years, | have spoken t@sairfellow historians, professional and
amateur alike, about the topic of this dissertatddany of these individuals knew [-95 bisected 3ack
Ward. On more than one occasion, they brought egdmmunity before | mentioned | intended on
studying it as part of this project. To be failedrned there was a story to tell in Jackson Wdnitew
speaking to a historian at the 2012 Southern HestbAssociation in Charlotte, North Carolina. The
individual with whom | spoke encouraged me to cdesthis episode for further investigation sinceha
explained, “I-95 destroyed one of the most affluemd culturally thriving black communities in Ameai”
Others had a similar understanding of the evergatdred the Richmond research fully expectingni &
nefarious plot—much like what transpired in New Kand Miami—to accomplish political goals with the
construction of 1-95 in Richmond.
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errant history of what transpired in Richmond is thsult of lazy scholarship or an
innocent, albeit mistaken, relaying of inaccurateimation, is unclear.

There is no denying that the decision to routé tfough Jackson Ward forged
an intersection of politics and race. Not only Badkson Ward historically been
Richmond’s black neighborhood, as previously disedsbut it had seen a surge in its
black population during World War Il. “Blackiecame increasingly synonymous with
urbari’ during the conflict, Eric Avila has notédf The arsenal of democracy’s insatiable
demand for labor drew many African-Americans outhaf rural South and toward cities.
While most African-Americans migrated to citiestie northeast, midwest, and west
coast, southern cities also attracted black memaimden seeking better jobs. As one of
the most industrialized cities south of the Masarel Line in the 1940s, Richmond’s
black population grew significantly during the wasars, from a population of
approximately 55,000 in 1930 to over 70,000 by 1¥%0

When the war came to an end, Richmond was caygint many of the same
forces that altered cities across the United St&iest, Jackson Ward experienced an
incredible population shift out of the city cengerd toward the suburbs. This movement
experienced across the nation, frequently calleiievlight, was permitted by the growth
of the personal automobile, which allowed whiteaumites to capitalize on more available
space, less expensive housing, newer amenitiedpased taxes in the suburbs. Some
whites certainly used the opportunity to move aivayn the diversity of the city center

and toward homogenous enclaves just outside tis &imnits. Historians have varied in

380 Avila, Popular Culture in the Age of White Flight, Emphasis his.

381 Silver, 28.
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their treatment of white flight and the whites wiew, from Kenneth Jackson’s and
Thomas Sugrue’s measured account of the phenonterkvin Kruse’s more
unsympathetic treatmefiz Regardless of how one understands the motivaf@nshite
flight, there is no denying the deleterious efiétiad on those left in the cities.

It is also important to note that white flight didt happen spontaneously; instead,
a confluence of policies, historical developmeatg] social trends resulted in the
residential shift. Thomas Sugrue has argued that Shape of the postwar city...is the
result of political and economic decisions, of desi made and not made by various
institutions, groups, and individualde is careful to point out that while any number of
changes—technological shifts, increased or decdedsmand for manufactured goods,
changing tastes, and so forth—have the potentialtéo the landscape of cities, it is the
decisions people, businesses, governments, andartieizations make relative to these
changes that alter the city’s reality. The aggriegadf all the decisions made produces
the contour of a city’s development; as Sugrueisgty explains, “The relationship
between structure and agency is the dialecticahéstdry is the synthesi$®® In the case
of Richmond, a number of decisions led to Jacksamd/¥ decline. Unlike many other

southern cities, Richmond did not pursue publicdmoy projects on a significant scale

%32 Jackson and Sugrue do not deny the perniciousteffavhite flight but also understand the
phenomenon as driven by natural and good reasaedottate one’s family. Kruse, on the other haegss
white flight as a political revolution, with subwhization both giving rising to and receiving ferelm the
modern conservative movement. Interestingly, Jatksa Sugrue do not see their studies as histofies
white flight; instead, they purport to study thartsformation of the American city. Sugrue, on ttieen
hand, clearly identifies white flight as his sultje€inquiry. Kenneth T. Jackso@rabgrass Frontier:
Thomas J. Sugrud@he Origins of the Urban Crisis: Race and Inequaiit Postwar Detroi{Princeton:
Princeton University Press, 1996); Kevin M. Krugéjite Flight: Atlanta and the Making of Modern
ConservatisnfPrinceton: Princeton University Press, 2005).

33 Sugrue, 11.
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until the 1960s, which led to overcrowding in Jawmk¥Vard as the black population grew
before and during the war years. Then, when théidWorks Administration considered
Richmond for federal public housing initiativeslii35, black homeowners in Jackson
Ward resisted until the government decided to initesesources elsewhet¥.
Consequently, Richmond did not have enough housinigs growing black population,
and the realities of Jim Crow made migration tceotRichmond neighborhoods
impossible. Overcrowded and aging, the histori¢dings of Jackson Ward began to
deteriorate. When the war ended, much of the empéoy in Richmond dried up, and
there were not enough jobs to sustain the now rfarger black population. With little
labor and residential mobility, Jackson Ward, wiield once been a relatively strong
black community on a national scale became “theb®}raf manifold social and
economic problems confronting impoverished blacéks.”

Richmond’s economic problems were exacerbatethdptitmigration of whites,
as the changing residential patterns deprived Raictthof the tax dollars needed to fight
the growing poverty in its black communities. Alirae when racial segregation was
making worse, if not causing, Richmond’s econonmid social problems, a number of
federal policies hardened the border between tdadkwhite Richmond. The Home
Owners’Loan Corporation, Federal Housing Administratiomd éhe Veterans’
Administration all adopted “red liningivthen evaluating potential loans. Under this
practice, neighborhoods that were mostly non-wiéee deemed to have low property

value, and the organization would not back loamsnigividuals looking to purchase

384 Silver, 26-29.

385 |bid., 46.
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there. This accomplished two things: first, gerdation was held at bay. Wealthier
individuals could not purchase homes in cities afémey wanted to, thus solidifying the
wealthy/suburban, poor/urban dichotomy. Secondretidine mindset led the
organizations to encourage practices that kepkblaat of white neighborhoods for fear
property values would decrea®8.

The Interstate System itself was arguably therBddaeitiative with the most
deleterious impact on city centers. Tom Lewis hated, “Without the new mobility of
the automobile and the highway, the suburban hgusaom never would have spread so
wide.”®” Highways—especially Interstate Highways—allowedrfwre affluent
individuals to live farther outside the city tharee before, as commuting was easier.
Without access to personal automobiles, many Afrigenericans had no choice but to
stay closer to their jobs within the city limits.n&h companies began seizing upon lower
taxes and other incentives to move operationsti@suburbs, the urban black
community found itself stranded in an environmeithview jobs. The cities found
themselves unable to provide services due to adlingtax base.

If anything, Richmond may have been more negativepacted by white flight
than other cities precisely because the black camtynbad been so successful during
the height of Jim Crow. Since Jackson Ward haseaell relative prosperity during the
height of segregation, the community had furtheatiothan other black neighborhoods
across the country. White flight increased in istgnafter the fall of segregation. As

blacks slowly found themselves able to shop in embie stores, entertain themselves in

386 See Kruse, 60-61.

387 ewis, 80.
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once-white movie theaters, and eat in once-whifiesganany of the businesses that once
catered to the black-only cliental began to folde the Hippodrome and Globe slowly
faded.

The irony of Jackson Ward’s decline does not shepe. Jackson Ward's success
may have also contributed to its decline. Richmsri2épartment of Planning posited this
theory in its account of Jackson Ward’s historgtiag, “Segregation in a sense made
Jackson Ward, and the leadership nurtured in thel\Welped to unmake segregaticf”
Indeed, many of Jackson Ward's residents playetarrole in dismantling Jim Crow in
the 1940s and early 1950s. As a hub of black extallism in the state of Virginia and
as home to most of Richmond’s African-American @éys, most of the seminal
litigation aimed at ending segregation was directignected to Jackson Ward. Oliver
Hill and Spottswood William Robinson lll, who arglthe anti-segregation case in
Davis v. County School Board of Prince Edward Cgf©52),0ne of the main cases
combined intdBrown v. Board of Education of Topeka, Kansas 4)9&dditionally,
Samuel Wilbert Tucker, who used the courts to endesegregation in Richmond’s
schools after thBrownruling, was a principal member of the Hill, Tuckand Marsh
law firm, which established its office in Jacksoraiy.

In 1958, the city of Richmond recognized the thodavhite flight, and the City
Planning Commission authored a study entitfdtall We Stop Her® propose strategies
the city might take. The report acknowledged tie would be unable to prevent the
movement of the middle class from the city to thkewsbs, arguing Richmond’s best

strategy was to annex the suburbs. Noting “theletits is [sic] merely a line on a map”

388 Richmond Department of Planning and Community Deyment, 22.
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and “there is no law that prevents the purchaseuarf property beyond the corporate
limits,” it is clear the Planning Commission believed Richdis best chance and
remaining financially strong was to follow the mgras it flooded out of the cit}?’

If Richmond opted to remain the same size, thertegmmtinued, the city had no choice
but to “bolster our revenues and to improve andegutqroperty valuesWhen it came

to strategies about how Richmond may go about aicigehis goal, the report provided
only one option: slum clearant¥®.

It is important to note that the report did naithhtly equate the notion of slum
with African-American neighborhood. In fact, théseno mention of race anywhere in
the report. Instead, the report charges city leadéth remedying the “decay and rot of
spreading slumsih order to save property values, thus mitigatimgrisk to tax
revenues ! Other accounts of Richmond’s slum problem direaigociated “slumiiith
“African-American neighborhood.One memo that circulated among Richmond civic
leaders viewed the entire slum issue in terms ofatgaphics. The memo began by
highlighting the incredible outmigration of Richniba residents to the suburbs. “Even
more startling,’the memo interjected, “is the increase in the aczaipied by Negroes

within the corporate limits.In other words, the author of the memo thoughettdy that

39 Richmond City Planning CommissiaBhall We Stop Her@~ebruary 1958), John W. Pearsall
Papers, 1917-1989, Accession 40281 Box 1, Librawimginia (Richmond, VA), 8.

390 |bid.

31 |bid.
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whites leave Richmonen massand leave the city largely abandoned than havie#ir
Americans move into the city and occupy these erptigings>%?

To the author’s dismay, Richmond’s black popolativas increasing and
spreading simultaneously. In 1940, 90.8 perceiohimond’s African-American
population lived on twenty census tracts. A mereytears later, the exact same census
tracts housed 5,000 more black residents, yet#otstcontained only 83.6 percent of the
city’s black population. To make matters more tagtto the author, twenty-five
additional census tracts contained fewer white [geinp1950 than in 194%° The
memo’s author did not see black population grovettha cause of white flight, but rather
white flight as facilitating black population grdwtThe “increased birth rate and in-
migration” rendered the black community in need of additidmalsing. Since
“practically all new housing is being built in thinge areas,the homes they abandoned
had been “rapidly absorbed by the demand for Nagusing.®*

While there may have been additional housing al&elfor Richmond’s growing
black population, the loss of tax revenues, jolthiéosuburbs, and potential customers
left black Richmonders in an economically vulneeasituation. The businesses that once
thrived due to segregation and white interest atklculture had collapsed, and all jobs
were moving to the suburbs along with Richmond’ste&vpopulation. By 1953, these

forces had already brought Jackson Ward to ruin.

392«Negro Occupied Land” in John W. Pearsall Papk94,7-1989, Accession 40281 Box 1,
Library of Virginia (Richmond, VA), The memo is nobmplete, and there is no date; however, all ctnte
suggests the memo was written in the mid-to-lat0%9

%93 |bid.

3% bid.
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Richmond’s Redevelopment and Housing Authoritygonjunction with outside
consultants and cooperation from the USA Housirdjldome Finance Agency, set out
in 1953 to assess the best way to deal with Riclifs@iums. Their findings illustrate a
picture of Jackson Ward that is hard to imagineamparison with the town that existed
just a decade earlier. The “Carver Repaasthe findings came to be known, found that
79 percent of Jackson Ward’s 2,085 residents linédubstandardhousing according
to Richmond’s Sanitary Housing Ordinance. 75 pdroéthe 556 buildings were
dilapidated; 74 percent had no private bath anaddtush toilet; 24 percent had no
running water, and 30 percent were overcrowdedpi@al photographsincluded in the
report illustrate the squalor. In one image, layrithings from a wire connecting two
boarded-up buildings. Beneath the clothing, mowidiebris and garbage litter the
alley 3%

The authors of the report saw little reason tegtwesources in turning the
community around. The community yielded tax revenofe$33,000 each year but the
cost of public safety alone was over $39,000, actimmunity was a “veritable hotbed
of crime and delinquency’® The Carver Report suggested the community coulsskd
for light industrial zoning, but heavily favoreduting the then-theoretical Richmond-
Petersburg Turnpike through the communtyCity and state leaders saw little reason to

disagree with the Carver Report. The need for anlown route had already been agreed

3% Richmond Redevelopment & Housing Authoritjie Proposed Carver Redevelopment Project
(November 1953), Library of Virginia, Executive Rap, Governor Thomas B. Stanley, Accession 25184,
Box 97, 6-11.

¥ bid., 8.

37 bid., 10.
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upon by all the major players, and of the posgiblges, Jackson Ward was not only cost
effective, it would help the city solve two “probhs” at once. While there is no evidence
of Richmond’s officials routing 1-95 through Jacks@/ard to achieve racist objectives,
this story proves that urban routing always hinigeadvily on race.

The people of Jackson Ward, disenfranchised, geeyoverished, and largely
outside the political realm, put up little resistanand 1-95 appeared through the heart of
the community?® Jackson Ward, once a vibrant testament to whatafrAmericans

could build even while oppressed, was now a sphuoteity.

%8 |nterestingly, there is no record of black opgosito 1-95 in any of Richmond’s archives.
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CHAPTER7Y

THE ROAD LESSTRAVELED

While pundits, lobbyists, and politicians waxeapo about the economic,
military, and social benefits of I-95 and the gezdhterstate System, many Americans
saw the network for what it could do for them pewdty. Many likely believed that the
more efficient transportation of goods would beinfem in the form of lower prices,
and if the Cold War should ever turn hot, manyliikappreciated that the System would
grant the country greater military mobility. Howeystructural economics and doomsday
military scenarios were intangible and not certaibenefit the average American. The
most direct and accessible benefit offered by therstate Highway System was a safer,
less expensive, and faster means of moving abeutation.

The 1950s and 1960s saw personal automobile ohipdsecome one of the
defining symbols of the middle class. At the sammef as Anthony J. Stanonis has noted,
“Americans began to recognize automobile traved aational rite. Distant places and
cultures, especially those in the warm climatethefSouth, gained noticé” Americans
used the increased expendable income of the pogtaas to travel the country; the

“road trip” in its modern sense was born. National park toyresmgineered scenic

399 Anthony J. Stanonis, “Just Like Mammy Used to Makeodways in the Jim Crow South,” in
Dixie Emporium: Tourism, Foodways, and ConsumetuZealin the American Southad. Anthony J.
Stanonis (Athens: The University of Georgia Prég€)8), 214.
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drives, and roadside Americana all peaked durieglttades immediately following
World War 1l and were all fueled by the millions Afmericans taking to the road in
unprecedented numbéef¥.In time, tourism became less about the journeyraack

about the destination. As discussed in Chaptdrellrtterstates came to be during this
time period because of the mounting public needrfodern highways, largely due to the
growing popularity of driving vacations and othend-distance travel. The Interstates
provided travelers with an inexpensive, speedy,ratatively safe means of traveling to
the desired destination.

Highway boosters often promoted the Interstatesdiyng that stopping was
infrequent when traveling on the modern routeapiffor the need to refuel, they often
noted, drivers could get between any two pointhécountry without a break. Kew
York World-Telegranarticle from 1964 informed readers of how the érirom New
York City to Florida was changing as a result & thterstates opening to the public,
segment by segment. At that time, the travelerccohbose between U.S. 1, the Tobacco
Trail, and the Ocean Highway (U.S. 17) as primamtes, and could use [-95 where it
had opened. The article noted that the “slower@&petthe older routes, “makes the trip
unduly expensive with extra stop3.he underlying message of the article was thatdspee

was better when it came to the drive to Floridal @avelers could maximize speed

4 For a review of postwar tourism, see Richard Rri@ts, edSouthern Journeys: Tourism,
History, and Culture in the Modern Souffuscaloosa: University of Alabama Press, 2008)pfscussion
of postwar road culture, see: Christopher W. W&k, Country: An Environmental Histogeattle:
University of Washington Press, 2012), 251-288nJahJakle and Keith A. Scull®jotoring: The
Highway Experience in Americdor discussion of scenic road development andsto see Anne
Mitchell Whisnant,Super-Scenic Motorway.
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where 1-95 had opened to the public. In other wonds-Interstate travel detracted from
the time families could be spending in their destton***

The shift from driving as the vacation to driviag a means of getting to the
vacation had grave consequences for the many comeasutinat had built their
economies, whether in part or in total, aroundttheists. Some scholars have
acknowledged the Interstates negatively affectedngsonities that serviced the roads that
predated Interstates. Tom Lewis, for example, noastcities such as Hackberry,
Arizona and North Platte, Nebraska, but he doe&xplore the impact of the bypass on
the towns in any detalf? Lewis’ choice to overlook these stories is easily deféasib
Lewis—and others who have attempted to write tseohy of the Interstate System—set
out to tell the story of the roads themselves;ciimunities that do not lie on the
immediate path of these roads did not fall intodbepe of these studies. However, there
is no doubt the Interstatesdne of influence goes far beyond the asphalffitals is
especially true considering the arrival of the listates did more to hurt some towns than
any other event in the nation’s history.

Other historians have limited their attentionhis tvery important aspect of
Interstate History to one route, namely I-40 aralithpact it had on U.S. 66. The works
on this topic are of relatively minor import, baey are significant in that they approach
a phenomenon with implications elsewhere in thenttqu The attention paid to the
impact of 1-40 on these towns is almost certainlyah by the nostalgia inspired by

Route 66; it is the desire to explore what cameguafitessential roadside Americana after

“01«New York-Washington: No Red Lights...and On to Fdier. Better Roads Rew York World-
Telegram14 February 1964.
92 |_ewis, Divided Highwaysxv, 156.
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the arrival of the Interstate that motivates theseks. To writeRoute 66: The Highway
and Its PeopleQuinta Scott, a historian, and Susan Croce Kelph@ographer, traveled
along Route 66 in the 1980s, after I-40 had drawstrtraffic away from the
communities between Chicago and Santa Monica. Tatevation for the work is made
clear in the book’s opening pages, when they states book contains photographs of
places you cannot visit and reports of conversatimith people you cannot meéf®
Route 66serves as a eulogy for communities Scott and Kwhsidered fondly. Since
most Interstate routes bypassed communities lésbre¢ed than those along Route 66.
After all, there are not songs enumerating the towame passes while driving down U.S.
31 from Mackinaw City to Mobile.

Of course, towns across America were similarlyastpd, even if scholars have
been delayed bringing their stories to light. Witkenmunities along U.S. 1, 17, 301, and
myriad other highways may not be as fondly remeebas the storied communities of
Route 66, the residents were just as compellinglaeid hardships just as real. While the
old numbered highways remained in use after therdtdates appeared, the traffic on them
dropped dramatically. To be sure, this was the gbahgineers and policy makers, but
few people outside of the effected towns seemedmgider this as the Interstate System
was conceptualized, promoted, and ultimately caottd. In the case of 1-95, one of the
regions most negatively impacted by the constraabiothe highway was coastal

southeast Georgia, where the economy and theyliéestas largely formed by U.S. 17.

03 Quinta Scott and Susan Croce KelRgute 66: The Highway and its PeofiNorman:
University of Oklahoma Press, 1988), xiii. For marerks on the impact of 1-40 on the communitiesglo
Route 66, see: Arthur KriniRoute 66: Iconography of the American Highw&wgnta Fe: Center for
American Places, 2005); Peter B. Deddip to the Trip.
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Melissa Fay Green’s celebratedaying for Sheetroclg stylized account of
Mcintosh County, Georgia’s transition from life@$).S. 17 highway town to a
community left behind by 1-95, brilliantly capturéee effect of I-95 from the perspective
of Mclntosh County residents:

Between 1973 and 1975, the last links of I-95 fthe-lane interstate, were

completed through Mcintosh. Ten miles west of LLA.it arched over the county

like a suspension bridge. Sterile, bald, and whi8% scooped up the southbound
high-speed cars in Boston, New York, and Hartfard shot them straight into

Florida. If the cars can be imagined as silversbali a pinball machine, and the

new highway a fast chute on the far left, thenl¢uge labeled ‘Darien, 10

points,’illustrated by a shrimp boat, no longer rang itd, Im® longer bounced the

cars along their wa}f*
In order to fully appreciate the metaphor, one auglstep back and understand how the
communities of Mcintosh County, especially the tavfiDarien, developed around U.S.
17.

For most of the twentieth century leading up t8@,9McIntosh County was home
to fewer than 8,000 people, and more than halfieft were African-American. Almost
all of the white citizens lived in the county sdagrien, and most of the black population
lived in hamlets scattered throughout the pinedisraround the town. In the early
twentieth century, Mcintosh County’s economy ceslern these pine forests, as lumber
was the area’s primary export. When over harvedong its toll, the fishing and
shrimping industries took over, capitalizing on tdoeinty’s miles of Atlantic coastline.
Those who did not make a living off of the watenrid ways to extract money from
travelers on U.S. 17, which had brought outside eydno Mcintosh County since the
1920s. By time 1-95 came through, tending to thedseof highway travelers was

Mclintosh County’s largest source of income.

04 Melissa Fay Green®raying for SheetrociBoston: Da Capo Press, 2006), 243.
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U.S. 17 provided a relatively direct means ofiggttrom the coastal north to
Florida through Georgia. The “moveable feast of kes on wheelsds Melissa Fay
Greene calls it, gave rise to the heart of the Kslh and Darien economi&8.Many of
the businesses within Darien were legitimate amdgeskthe needs—and curiosities—of
individuals. Souvenir shops sold everything fromaldy grown cotton to alligator
wallets. Archie’s, which served southern style rm@alnorthern visitors, and a profusion
of fish camps, fed the weary travelers. Two motikls,Old South Manor and Plantation
Estates, provided the tourists a place to rest Hesds. The establishments were all
locally owned, and the money the employees andrigtops earned through the
businesses mostly stayed in the community. If Yardalars were the lifeblood on
which MclIntosh County sustained itself, U.S. 17 wesfemoral artery pumping them
through.

Not all of the businesses built around U.S. 17enas reputable; some were not
even legal. Just outside of Darien, a slew of lesgras arose each night and disappeared
come morning. Nestled among and behind the myriatidtands north of Darien, in the
heart of the land occupied by blacks since befoeeQivil War, brothels, gambling
venues, and other establishments of ill repute tedjavelers. While most northerners
en routeto Florida strategically stopped in Darien forittgasoline, food, and rest, many
broke up the monotony of a long drive with roadgpd&er, shell games, dice, or the
fleeting company of a woman.

Mcintosh County’s legitimate and illegitimate bussses succeeded primarily

because of the county’s isolation. Driving southiydéinere was a forty-five mile stretch

405 |bid., 55.
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of U.S. 17 between Richmond Hill and Darien withamenities—no place to eat, sleep,
refuel. There was hardly a place to stop and s$trete’s legs. Mcintosh County
benefited from drivers who had no choice but tgpsttwunger or weariness struck.
Brunswick was another twenty miles to the south.

The gambling houses and prostitution shacks opeiatthe open and without
fear of the authorities. Mcintosh County attradess-than-legal businesses because the
law—or at least those tasked with enforcing it—wagheir side. From 1948 until the
1980s, MciIntosh County’s version of “the latgok the form of one man, Sheriff Tom
Poppell,. Like Archie’s, the Old South Manor, ahé gambling houses along U.S. 17,
Poppell made his living by capitalizing on the &ain of Mcintosh County. State
officials demonstrated very little ability or witb control Poppell’s activities, and he
capitalized. Greene characterized him as a deapdie seemingly made the laws,
decided how to punish those who broke them, and f&se of the law to exact favors,
land, and significant wealth from the people of Mokh County. Among Poppell’'s many
acts of extortion, he frequently made legal infi@ts disappear in exchange for land and
allowed the gambling and prostitution houses taatgewithout legal interference in
exchange for kickbacK8® Lester Maddox, who served as Governor from 196I0f,
fielded countless complaints from the more innocemtherners who found themselves
the victims of scams while driving through the ifgection of McIntosh County. During

Maddox’s short term in office, he received thousaofletters from travelers who had

% bid., 234. Greene also calls Poppell the “Higtei®h” which speaks to the authority he
demonstrated in the affairs of Mcintosh County.
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been victimized while driving through Geordfd.The establishments preying on these
northerners had been operating since the 192fidlaivs that tens of thousands of
northerners fell victim before 1-95 drew traffic awfrom U.S. 17, each victim enriching
Tom Poppell.

Despite his authoritarian status in Mcintosh GguRoppell was loved by many.
In 1961, not long after moving to Darien, her navgliand’s hometown, Emily Davis
desperately wanted to go to a Christmas party iandd. She had commitments until late
in the afternoon that day and did not like to diatenight. Davis had befriended Poppell’'s
sister, however, and through the connection, tleeffineard of Ms. Davisplight. He
called her one evening: “Honey, if you want to gdanta, I'll have the Georgia

Highway Patrol relay you there. Just let us knovttme you want to leavé®

Always
one to abuse his power in service of the peopMahtosh County, Poppell had few
enemies within southeast Georgia.

Poppell was especially loved by the African-Amancommunity who saw him
as a protector in a society that easily could haueed violent. As Greene eloquently
noted, “For most of this century the McIntosh Cgubiack people lived much as they
had since emancipation. They relied on the Lore stteriff, and the neighborg’® The
African-American population of Mcintosh County teded into Darien during the day,

where they worked as cooks, housekeepers, andijankt quitting time, they returned

to their enclaves in the pine forests north ofttdven. The races lived according to the

4" Maddox quoted in Greene, 62.
%8 Emily Davis, interviewed by author, Darien, Geargl March 2012.

409 Greene, 23.
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terrible oppression of Jim Crow; yet, to Poppetfedit, Mcintosh County’s record on
race relations was far better than most of thelgasgpecially for relatively isolated
communities. The black residents, while acutelyraved their circumstances and the
privileged place Mcintosh County’s white populatemoyed, did not dissent, did not
resist, did not organize for better treatment. @wlas Poppell was sheriff, U.S. 17
brought Yankees through the County, and they diddisoupt the order of society,
Mcintosh’s black residents understood they wouwld In peace and would have more
opportunity than elsewhere in the country.

But while Poppell maintained order and ensureglallof security for McIntosh
County’s black population, he was also a key play¢he machinery of oppression.In
1971, nearly one-hundred percent of Mcintosh Cdariiack population was registered
to vote and actively exercised their right; yetthe century since Reconstruction ended,
they never elected a black sheriff, councilmargaumnty commissioner. Poppell hired
black deputies to help keep his version of the peand made sure the black residents
had just enough to be complacent. Wayward trafldk®f goods would end up
conveniently abandoned in northern Mcintosh Couautyl in times of need, the black
residents always found Poppell happy to lend aihglpand. In return for his support,
the black denizens of McIntosh County kept Popipgtiower, lined his pockets, and did
not push back against Jim Crow.

Mcintosh County was, according to almost everyaaot, resistant to change. By
and large, the white residents of the County waoeeassful in keeping the pace of
change tortoise-like. This is especially impressigasidering the incredible opportunity

for change introduced by outsiders Mcintosh Codated. U.S. 17 was “bumper-to-
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bumper traffic’for much of the 1950s and 1960s, and as a starfdardimited access)
highway, travelers had the opportunity to interaith the communitie$*° Mcintosh
County was a place people stopped out of necessitythey stopped an interacted in
large numbers. Most recognized Mcintosh Countydaroved from other communities,
and, in the eyes of many, was beyond changing. Ewesitors were offended by the
racial norms of the community, there are no accooht).S. 17 bringing in individuals
who wanted to change the community; most were gati@n, and they only cared about
Mcintosh County to the extent that it could provided and lodging.

The divide between Mcintosh County and the reshefcountry became
especially pronounced during the turmoil of theAf6wvhen television and radio
broadcasts introduced the white residents of Daaehe events elsewhere in the county,
including other southern towns. But, as Greeneanp) “When messages from the
outside world began to leak into Mcintosh Countgu#hriots and civil disobedience and
racial confrontations...Darien willfully sank deepeto its own ladylike foliage of
magnolia and tupelo and wisteria, and maintainedeet-as-honey, slow-as-molasses
pace of life, wishing the outer world would go awa}! When U.S. 17 was the town’s
only real connection to the “outer worldJarien’s wishes largely came true. Poppell
stayed in power and wealthy because of the enserpuilt up around the highway, and
Poppell maintained the racial order. White Darighribt have to fear black resistance so
long as Poppell maintained the law because hadfti@man-Americans living around

Darien become inspired by the civil rights movemamderway elsewhere, Poppell

#19«Remembering How Things Used to Be: Coastal GeoRgisidents Remember 17’s Heydey,”
Savannah News-Pre2§ August 1993.
“bid., 36.
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would have had less incentive to maintain the pddcéntosh County’s black

population, while relegated to a second-class statid enjoy a peaceful existence and
Poppell saw to their needs. Joining the greatadtad disobedience, which contained the
promise of living as equals among white neighbalsy brought the risk of seeing the
quality of life degrade. While not ideal (or faimpany blacks saw Poppell’s version of
racial peace as preferable to the way of life imynather southern towns.

If Poppell’s hegemonic control of Mcintosh Coumtgs ever in doubt, it is
important to note that he was the leader of thenBosifirst official black community
organization. Poppell founded the Mcintosh Countyicd_eague to comply with federal
guidelines for revenue sharing; while much of wiiierien wanted nothing more than to
look inward, Poppell was wise enough to look toré of the county. He saw the
direction the country was headed, and used hiatitho ensure he would weather the
civil rights storm. When federal money became add for minority organizations,
Poppell ensured Mcintosh County met all of the nexpents—minority membership,
minority preparation of the grant request—by chngsvho would join the Mcintosh
County Civic League. In order to give the illusioiracial progress—and to keep the
federal government out of his affairs—Poppell cedad county commission seat and
ensured a black man won the seat. Poppell also-piakdd the man who occupied the
seat, a seventy-eight year old, marginally-literaten who would do as the sheriff bid
him.

State officials were aware of of Poppell's actest but for many years chose to
turn a blind eye to the activities in the southessher of Georgia. As out-of-state

travelers increasingly became victimized by thevéaes, however, the state could no
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longer turn a blind eye to Poppell's operationsdifiax was arguably the first governor
who made an effort at cleaning up Mcintosh Coubty,he quickly realized shutting
down Poppell would require upsetting much of theaa economy. “I didn’t want a
police state in Mcintosh Countytie said, “but the first time | went down there Inmed
them people I'd rather put Sheriff Poppell in g@i&n you business people.”
Unfortunately, Poppell’s corruption had spreadifakcintosh County. A real cleanup
was going to require far more action than removireggman at the top.

Mcintosh County and Tom Poppell found ways of mgknoney that went
beyond business of both the forthright and illigjtes. U.S. 17 also provided ample
opportunity for the County to fill its coffers thugh fines, especially for speeding. From
the 1950s through the early 1970s, Mcintosh Cowaty one of the most notorious speed
traps on the eastern seaboard, one that drewetloé many travelers and the attention of
the national press. Nobody is certain exactly havelmmoney Mcintosh County brought
in through traffic fines, largely because Poppelused to share the information even
though Georgia state law required him to do so.dreps from the&savannah Morning
Newswho conducted the most thorough investigation theoU.S. 17 speed trap
estimated McIntosh County brought in $34,520 per ye fines for speeding and other
traffic violations. They also projected that twortls of this amount was paid by non-

Georgians. To put this in perspective, McIntosh @gwollected $70,450 in property
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taxes in 1957; through fines, out-of-staters adakechuch money to Mcintosh'’s coffers
as nearly half of Mclntosh’s residents paid in ap taxes each yeaf?

Unfortunately for those driving through Mcintosbu@ty, the laws of Georgia
incentivized sheriffs to create speed traps dwepoofit-sharing fee system, whereby the
local sheriffs’office received one-third of the money broughtrioni traffic fees. In
counties like McIntosh, where the sheriff had albamsnplete control and operated free
of any checks on power, this meant one-third ofréwenue collected from travelers went
straight into the sheriff's pocket. According t@tBavannah Morning Newspeed traps
“do not exist where this is no profit motivé:® An earlier article claimed, “If coastal
Georgia wanted to draw up a set of operating pnaesdfavorable to speed traps, they
couldn’t have done a better job"*

The speed trap harmed Georgia’s reputation amgdyding to some, larger
tourism industry. The editor of tf&avannah Morning Newsoted the fines did provide
benefit for the residents of Mcintosh County, the tosts outweighed the benefits: “As
impressive as the county-by-county figures on fiaed forfeitures is, the grand total is
but a pittance as compared to the potential addibdhe state’s economy if more
tourists could be induced to stop a few days ardseaething of the many attractions we

have to offer.*!°> The 1957 series on the speed trap published b§dkannah Morning

*2When reporters from th8avannah Morning Newsquested the information, Poppell initially
told him the information was not public record. Wtthe reporters corrected him by pointing out the, |
Poppell became enraged and cried, “ The law is gifodim Long and Hugh Brown, “Short Visit with
Mclintosh Sheriff,”"Savannah Morning Ne& June 1957.

“3«“Major Step Against Speed TrapSavannah Morning Newk9 February 1964.

“14«Some Appropriate Advice on Speed Trap8dvannah Morning Newkd June 1957.

“5«The Prosecution RestsSavannah Morning Nev@&June 1957.
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Newsincluded many examples of non-Georgians who hatimedourist economy of the
state by discouraging others from traveling tohsotigh the state as a result of their
experience with the speed traps. One North Haledew, Jersey resident wrote to the
Ocean Highway Association, a tourism booster omgion, claiming she was falsely
accused of speeding by a man wearing a sweatestenvdng no identification as an
officer of the law. Other victims noted fines wead in a “shanty’hext to the road.
Mcintosh County’s sheriffs, who monitored the traffin U.S. 17, extracted the fines
from travelers under questionable circumstancesvelers were usually confronted with
an option of paying a forty dollar fine upfrontgwending the night in jail before
appearing before the judge, who was never avaithlelsame day. Since most of the
people pulled over were on vacation or travelingdiasiness, they did not have the time
to wait around for the judge and almost universeligse to pay the exorbitant fee for the
sake of convenience® The counties of southeast Georgia—especially Nshm—
collectively filled their coffers at the expensetloé wider economy. Individuals on their
way to or from Florida might have stopped in Saxadnar Brunswick had they not been
enraged by the rural sheriffs.

Despite the negative effects of thee speed traptcintosh and neighboring
counties, state officials declined to insert theweseinto the situation and shut the
operations down. Marvin Griffin, who was governorthe late 1950s, suggested that
honest businessmen band together “and launch smgeam against the practice,”

although it was never clear what the program wdsaler how it would work!’ Griffin’s

“eupre U.S. 17 Arrests ‘Highway Robbery? Savannah Morning NewsJune 1957.

47 1bid.
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half attempt and providing a solution speaks topibigical clout of Poppell; even the
most powerful politician in Georgia refrained fr@ngaging in open confrontation with
the Mcintosh sheriff.

In total, U.S. 17 facilitated, either directlyiodirectly, every facet of life in
Mcintosh County. It brought tourists—the single tngignificant catalyst of the
economy—in each day, giving rise to businessesagdsommodated these guests. It also
lined the pockets of Tom Poppell, who maintainegrdcial status quo in exchange for
the riches he reaped from the illicit businessesspeeding tickets along U.S. 17. When
I-95 entered the county in the early 1970s, MclntGsunty found itself coming to terms
with a world it had not operated in previously. @wawing traffic off of U.S. 17 and
cutting off the revenue the old highway broughttire empire of Tom Poppell—and, in
fact, the entire way of life in Mcintosh County,ded. I-95 brought a new reality to
coastal Georgia. Whereas disgruntled travelersrgiegovernors, and the FBI had been
unable to end Poppell’s reign, 1-95 did so with egkable efficiency.

A NEW SHERIFF IN TOWN

Mcintosh experienced the reign of Poppell andulte 17 economy longer than
it otherwise should have. Georgia was among thematleaders in Interstate Highway
construction for much of the twenty years followihg Interstate Highway Act of 1956,
but opted to build 1-95 last among its many miléiterstate Highway. Initially, 1-95
was deferred in favor of Interstates that connetliedstate capital, Atlanta, to various
corners of the state. Since 1-95 hugs the Atla@tean throughout Georgia and

effectively connects Savannah, Georgia and Jacksmridorida, it was prioritized lower
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than 1-85, I-75, and I-26: When Georgia was ready to turn its attention 96 in the
mid-to-late 1960s, it found federal funding mor#idult to obtain. A 1968 letter from
Federal Highway Commissioner Rex Whitton to Govetderman Talmadge
highlighted the complexity of highway funding ortbe Highway Trust Fund became a
subject of political battles. Whitton expressed“belief” funding would be approved to
allow for commencement of the $46.8 billion projdmit he was not certain it would
happeri*® In another letter to Governor Talmadge writtethatend of 1968, Whitton
cited “the need for reducing Federal expenditusea eontribution to the Vietnam effort
and the resultant effort to reduce inflationaryssrges’as a reason for the difficulty
accessing the requisite funds to begin construatfdsd5**° Through the years of
uncertainty about whether 1-95 would ever be bthi¢ people of Mcintosh County
waited, not knowing what to expect of their future.

Eventually the United States Congress agreedrtbraee funding the Trust Fund,
and 1-95 moved from the planning stage to the cansbn stage. The highway was to be
built a few miles to the west of U.S. 17; traffiowd no longer funnel through the heart
of Darien. Instead, it would enter Mcintosh Coummtw field, bypass Darien as it blazed a
straight shot across creeks and undeveloped laddexdt the county in another field.
Even if one looked beyond the borders of Mcintoshii@y, 1-95 essentially permitted
travelers to drive from Savannah to Jacksonvillineut seeing a single town of more

than a few hundred people. I-95 served as a higkesphortcut from South Carolina to

18|16, which connects Savannah with Atlanta, wasimduded in the original planned highways
for the state of Georgia.

“19 Rex M. Whitton to Herman E. Talmadge, 19 April 896lerman E. Talmadge Collection
Series VIII, Subseries A, Box 374, RBRL.
*20\Whitton to Talmadge, 13 December 1968, Serie§ Blibseries A, Box 373, RBRL.

229

www.manaraa.com



Florida, and the people taking this shortcut wazddld no longer serve as the economic
fuel for Poppell’'s Mcintosh County.

Many in McIntosh County were slow to realize tliefpund impact 1-95 would
have on their community. Many could not conceiva @forld in which people did not
utilize U.S. 17 en masse. The road had been thigldibd of the economy for so long, it
seemed impossible that one day the flow of traffomld simply stop. Those who
recognized 1-95 might pull some traffic away dtéllieved enough drivers would
continue to use U.S. 17 that McIntosh County wauldzive. Others may have
anticipated the devastating effect I-95 would hanaghe County but felt helpless to do
anything.

According to one longtime resident of Mcintosh @l many residents believed
1-95 would benefit them in the longrun. The highwthey figured, would bring more
people through the county, and a good number cktpeople would venture a few miles
off the Interstate into Darien. In this way, I-95uwid serve as a high speed, slightly-out-
of-town conduit for traffic and would allow McIntbsCounty to prosper even when the
economy shifted away from US 17.1t is easy to usided why some people thought this
way. Prior to the construction of I1-95, there was a single chain restaurant or motel in
all of McIntosh County. 1-95 would have severalgtians within the County, and there
was not a single building at any of the future igéetions. Travelers would need food,
shelter, and fuel, these people thought, and theydvhave no choice but to venture into
Darien.

Much of the land 1-95 would consume was owned hyod Camp Corporation, a

paper company that owned extensive tracks of fangste state of Georgia. Union Camp
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consequently owned all the land at the 1-95 intgreas in Mcintosh County.
Acknowledging the development that had occurred@lbe Interstates elsewhere in the
county, Union Camp officials made an effort to depeMcintosh County’s rest areas
with a local flavor. They contacted Archie Davisstiand asked if he would be interested
in either moving Archie’s a few miles out of towm [t95 or, if he preferred to keep the
original in operation, to open a second locatioedove Interstate travelers. Davis
declined primarily because of the time commitmeqjuired to run a second location.
Rather than move the sole operation to the intexgdaDavis opted to keep the sole
location in town. Like many Mcintosh residents, Basould not imagine that 1-95 would
drastically change Darien’s way of life. Davis Hadh the locals would still frequent his
restaurant and assumed travelers would venture anfkes off the road. Emily Davis
acknowledges it was a difficult decision for heshand to make and retrospectively
acknowledged, “It wasn't the wisest financial déon we ever madeé’®! The passers-by
simply did not enter Archie’s the way they had whe8. 17 was the only route through
town. Even the locals dined at Archie’s with lesgularity, as everyone who made a
living off of travelers on U.S. 17 suffered.

Archie’s was on the only business to suffer. Towus of Mcintosh County’s
economic activity gravitated away from U.S. 17 &mdard [-95 at an alarming rate. The
intersection of Highway 251 and 1-95, not quite tmdes from U.S. 17 in Darien, saw
near-immediate development. A McDonald’s and Wes@gpeared, and then a chain
motel. By the mid-1980s, exit 41 had developed asmall community, complete with a

small shopping mall. Downtown Darien, on the othand, struggled to find itself in a

21 Emily Davis interview.
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post-1-95 world. Without tourists and truckers emig via U.S. 17, the community’s
restaurants either closed down or adapted to becad eateries. Motel owners shuttered
their businesses.

The fall of U.S. 17 also spelled the end for Toopgell. As 1-95 opened to the
public over the course of the 1970’s, Poppell'dighio provide favors in return for
black compliance waned. The protective barrier bfzat ensconced Poppell since 1948
was no more. The series of events that led to theme is not clear, but Poppell found
himself the target of separate lawsuits by the NARADd the Georgia Legal Services
Program at the same time the FBI charged Popp#ilfederal crimes (thus removing
him from the Georgia “good ol’ boy” network thatchatymied their efforts in the past).
To some extent, Poppell’s fall was inevitable,lesEBI had been building a case against
him for decades. The efforts of the NAACP and Geokggal Services Program,
however, were almost certainly enabled by the ameaf 1-95. When U.S. 17 could no
longer sustain Mcintosh County’s way of life, ifedk citizens began to stir from the
longstanding complacency. The civil rights movenmanitved years after it began
elsewhere. Black men took office, and Mcintosh Gglregan to resemble a democracy
rather than a kingdom.

In time, Darien learned to prosper despite theterce of 1-95. Since tourists no
longer unwillingly found themselves serving as finel of Mcintosh County’s economy,
the people of Darien rebuilt their community taadt passersby. Capitalizing on the
town’s beautiful waterfront and antebellum buildn@arien emerged in the 1990s as a
charming coastal town. 1-95, in the end, becamartbans for outsiders to get to the

destination of Darien.
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CONCLUSION

A PERSONALACCOUNT OFI-95

Researching a dissertation on the history of h8&essitates extensive travel
along the road. Over the course of several yeavaslable to experience first-hand some
of what my subjects experienced, not the stresslesiog my home to eminent domain,
nor the trauma of seeing my hometown dramaticdiéred by the opening of a new
highway, but rather the spectrum of emotions onédcfeel toward a highway. | was
initially excited about the prospect of traveling @and down the Atlantic Coast, and since
time is money, | was thrilled 1-95 was there teuallfor safe, reliable, timely travel
between archives. After sitting in a Sunday nigtgshington, D.C. traffic jam that
seemed to have no cause, | came to resent théawodretillusion of fast, reliable
passage. At certain points | marveled at the road{gneering achievements and at
others, | mourned the communities 1-95 had clebalymed. Somewhere along the way, |
came to understand why some individuals thoughproject was “really cool” and why
my father-in-law could not ask about my progresthaut reminding me that “I-95
sucks.” After the first thousand miles on the roabrmewhere between the tobacco
fields of North Carolina and the endless suburb#/ashington, | ultimately came to
discover the underlying message of this dissertatshat makes 1-95 interesting is the
intersection of the road with place.

To an extent, the relationship of 1-95 with placas visible and immediately

apparent. In some communities, 1-95 somehow sedikeed belonged, as if the
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community had grown up around it o—more likely—hadeveloped around it. In other
places, 1-95 cut through communities like a saaying nothing but blight in its wake. In
some places, I-95 provided a scenic tour througiolozivalleys, and elsewhere the
scenery was indistinguishable from any other pldea been during my travels.

I had my first real understanding of the relatlapd-95 has with the places it
traverses while eating dinner just outside of Dar@eorgia. Following a month of
research in Tallahassee, Athens, and Savannals, éxtemusted and eager to get home.
More interested in eating quickly than anythingeelsstopped at a Ruby Tuesday’s an
eighth of a mile from the 1-95 interchange. Nottquealizing where | was when | made
the decision to stop, | soon determined that laltknew quite a bit about this
particular exit. The mall across the parking loinfrthe restaurant and some of the
neighboring hotels developed when [-95 bypassedtbthe of Darien; | had read quite a
bit about the area while researching my Georgiptena The Ruby Tuesday’s arrived
later than the other businesses, to be sure, brg thwas, voluntarily but not knowingly
being the person that caused Darien’s world to typside down some decades before.
By traveling along 1-95 and not the neighboringhvigy, | was rewarding development
outside of the community.

Inside the restaurant, the interplay of road dadegbecame even more apparent.
Alone, tired of reading, and waiting for food toiae, | found myself inadvertently eaves
dropping on the conversations surrounding me. Tommgediate left, an elderly couple
seated in a booth interrogated the waitress abeutienu. “Do you prefer the burgers or
the seafood?” “What'’s your favorite dish?” “Carubstitute a salad for the fries?” The

waitress’ replies eventually prompted the femalgt@mer to inquire about the source of

234

www.manaraa.com



the shrimp. “Where are they from?” she asked. Awohf as if willing the response, “Are
they local?” “No,” the waitress replied. “They corinezen.”

| chuckled. The ocean was fewer than ten milesyawa

Mcintosh County Georgia had, since the days of Rappell, rebuilt its
economy around tourism, timber, and seafood. Yetuld not get local seafood at the
restaurant positioned as the place most out-of-¢psvwould visit on their way to other
places. These individuals would stop in, and thigigular experience in Mcintosh
County would have very little to do with the plat®5 somehow had accomplished the
paradoxical feat of bringing individuals to McInto€ountyand preventing them from
experiencing Mcintosh County at all.

Despite 1-95’s ability to somehow negate “placeim places, | witnessed other
communities that had benefited greatly from 1-98.1@nely miles of road twenty miles
past one city and forty miles to the next, factoraistribution centers, and other engines
of the economy appeared, providing jobs to commesithat otherwise would have had
little opportunity. Some communities, such as Ao South Carolina and College
Park, Maryland found ways to turn 1-95 into a defgcharacteristic of one section of the
city while maintaining vibrant economic and cultiuseenes in other portions of town. In
the vicinity of 1-95, these communities have expeced significant commercial
development.

At the end of the day, whether one has a favorapilion of I-95—or, like my
father-in-law—would rather drive an extra ten hotnan spend thirty minutes on the
highway, there is no denying the transformative tbke road has played on the

communities it touches. Some of these changes goeré, some bad, some were a little
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of both. In some places, 1-95 has served to enhasense of place, in others (like
Darien, Georgia), it has dramatically changed thion of place. Everywhere, however,

the arrival of 1-95 created a new sense of place.
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