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Newly Discovered Fects about Our Highway System

By H. S, Fairbank, Chief, Division of Information,
U. 5, Bureau of Public Roads.

Ever since the League of American Wheelmen won 1ts first
converts to the cause of "good roads™ in the eesrly 90's, there has
been a common tendency to regard the problom of the highways too
simply. Seen from the restricted viewpoint of the averege observer,
a limited asvpect of the problem often asppears as the whole; and
ideas conceived from such & partial view have continuously
embarrassed and retarded the evolution cf a consistent nationsl
policy for dealing with the problem in its entirety.

In the early years of the century theres were many peopie who
believed, with D, Ward King of Missouri, that a solution of the
problem was no more difficult than the faithful use of e split log
drag after every reain.

Later the surfacing of roads claimed the largest measure of
attention; and what hsd been & united band of apostles split and
proliferated into sects, each firmly essured that there could be
no Way but one, and that surfaced with the pavement of its particu-
lar preference.

There were in those days also many who felt that there was
really nothing to the rozd-building problem except the singie
question ¢f whether "to bond" or "pay-as-you-go,'" and who were
convinced that with & proper answer to that question the rest would

be easy.
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And it was in those days, too, that we heard the first
mutterings of the controversy between the advocetes of intercity
and farm-to-market roads -~ two limited-vision groups that today
include as their extremist elements those, on the one hand, who
wculd have us do nothing else until we have all-weather surfaced
every mile of road traveled by a rural free delivery carrier and,
on the other, thoSe who insist that we &rop everything else and
build a number of transcontincntsal superhighways, streight es a
string and uniformly broad in every ssction.

Divergent partial views of the highway problem account for
the oonflict of c¢laims of State, county, and city govermments in
the apportionment of motor vehicle revenue. It is a partial view
that convinces worried lesgislators that the improvement of roads
is so far advanced that they may sefely divert to other purposes
large sums of the highvway's own earned revenus. Other such
partial views are responsSible for the warring opinions currently
advanced about the rcgulation end taxation of motor trucks; and
§till anothur for the belief - widely held today - that the exist-
ing road system is almost £ total loss buoceuse of & short-sighted
failure of highwaey engineers to provide in its creation against the

generation of various kinis of traffic friction,
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A varjety of conditions determined the form of the existing
highway improvements and thecte account for such as there is of
presemt iradequacy; conditions of limited available revenue and
widespread, urgemtneed; of the unrevealed potentiality of the
motor vehiele; of the fixity of long-life roads and the changing
requirenents of short-1life motor cars; of the sanctity of property
lines and impediments, legal, selfish, and financial, to new right
of way acquisltion. A knowledge of 8ll these ¢onditions explains
most of the present inadequecies of the improved highways znd
relieves the highway engineer of the c¢harge of uncommon short-
gightedness.

Yet, it is true that highway officials also have viewed their
job partially rather than as a whole. An understandable early pre-
occupation with physical problems, associated with the design and
materials of roads and their construction and meintenance, has
tended to become o habit, causing roadbuilders in some instances to
lose sight of the ultimate economic and sociasl purposes of their
road building. They have tended to regard the building of roeds
as an end in itself and not, as it really is, & means toward the
facilitetion of highway transportation, which, in turn, is only =
part of the general system of transportation. By reason of official
attechment their attention hes been centered upon the roads or

streets under the administration of & particular politicel subdivision
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or government agency and, not unnaturally, they hLave sametimes
acted as if the portiorn of the highway system under their care
were in faect the whole highvay system.

Preferential ettention accorded the main highweys, included
in the State and Federal-aid systems, has been and remaing a
sound policy. While largs seations of these systems remained with-
out even & pioneer improvement it was unnecesssry to look elsewhere
for thez most useful exvenditure of road rovenues; asnd an exclusive
concentration of the principal thought and effort upon them
resulted in no important error. However, as we approach & reason-
ably satisfactary state of the main roade, the necessity grows to
think of them =25 the parts of the whole highway system that they
actually &r<, ond the necd inereasss to formulats new policeies
comprebending a balonesd development of the whole system and all
its parts, both rural and urban.

It is due to a perception of these important changes in the
highway situation and to a recognition of the need of a more securs
factual basis upon which to found the new volicies that State-wide
highway planning surveys, suggested by the Buresu of Public Roads,
have been undertaken by the highwaey departments of 46 States, In
various ¢tages of progress, these surveys are now under way in all

States except Mew York =nd Delaware,
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The scope of the surveys covers the entire rural highway
syetem, For the first time an accurate inventory is being teken
of all reads - recording the length and condition of zll sections,
and all significant rozdside culture, including houses, churches,
schools, gtores, hotels, foctories, mills, mines, quarries -
everything, in feact that is zssociated with the origination and
destinstion of highway treffie. TFor the first time alse an effort
is being made to estimate the flow of troffic over all rurel rocds
and to determine the relative usage of the main and local roads,
respectively, by urban and rural residents, and by what may be
desceribed, respectively, as local, and general cr through traffic,

The inventory is extended into cities to cover conly the
condition of the streets that serve as cross connsctions of the
principal rurel highways, and to record the number of, and condi-
tions existent at, all railroad grede crossings, completing in
this respect the record previously taken at all rural grade
crossings. The proportions of the task and the limited funds
available have prohibited & complete inventory of city sireets,
and have prevented an actual count of traffiec on the streets; but
the immediate factual nceds are being surplied as fully as possible
by an assembly of all available city mans and by an estimate of
the total volume of city street usage, arrived at by sampling

metheds that have proved their reliability.
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The financial studies, which, after the inventory and
traffic determinations, constitute the third major department of
the surveys, coVer both city street and rural road administrztion,
and include & determination of all income collected and expenditure
mede for road end street purposesg, the tax sources of the income,
and the purposes of the expenditure. TFor relestional purposss, the
financiel studies also seek to establish ths total measure and
clessification of 211 {tnax income and sxpenditure for sll public
purposes, both urben and rurzl, Consideration of fthe street and
highway figures in comparison with such totals will, it is hovped,
agsist the formaticn of & judegment of the relstive sdequacy or
inadeguacy of the highway finances,

Without attempting further to detzil the complex, inter-
related group of studies that compose the surveys, an idea of their
usefulness may be given by a brief recital of some of the results
that are now beginning to emerges znd by reference to a few of the
interesting faects and relations uncovered by early analyses of the
field data.

One of the early rssults in most of the States is the pro-
duction of the first really informetive and reliabie maps of the

entire rural highway system. Drawn for ezch county to a scale of
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one inch or more to the mile, these maps (Figure 1) show by uniform
symbols the existing surface type of all roads, the location of &ll
railroads, all navigable streams, all houses, churches, schools,
and industrial esteblishments {also identified by uniform symbols)
and a variety of other features imnortant as information not only
for highway planning but for most other public purposes, and for
many of the purposes of private industry. A particularly interest-
ing feature, to be found on no other maps, &are the limits that have
been drawn about the larger unineorporasted urban communities. These
limits have been determined, with the cooperation of the United
States Census Bureau, in consideration of the actusl aggregation of
the population forming the community. They will be employed by the
Bureau in the 1940 census for a first separate recording of the
population in such communities, Faster then these maps can be
completed the widespread realization of their usefulnsss grows,
and the demand for copies is exceading all anticipations.

Following closely the completion of these first General
Highway and Transportation Maps, as they are called, another
series of maps 1s being produced, to the seme lineal scale, which
will present a clear picturs of the distribution end flow of traffic
over the whols rural road system., (Figurc 2) These are the

country's first complete highway traffic maps, and they permit a
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clear conception of the relative tpaffic use of all parts of the
entire road system, particulariy & compariscn of the usage of the
State and local highways, that it has not been possitble previously
to obtain. Besides the indication of traffic volume, these maps
also show the surface type of the highways, the location of houses
and other features of the firet ssries, and so depict a number of
relations important in highway planning, particularly (1) the
existing state of rcad improvement in relation to that indicsated
s desirable by traffic volume, and (2) the volume of traffic in
relation to the location of traffiec sources, including rural homes
and industries as well as urban compmunities.

As the county traffic maps discover to us the relative
importance of all roads in the intimate sphere of the locel com-
munity, so, in the larger sphere of the State, the State traffic
maps are useful, in that they present & clear picture of the
lecation of heaviest traffic burden within the main rcad system of
the State, (Figure 3) This ie the type of traffic map made
familiar by sarlier traffic surveys. Viewed in the light of the
far more extensive informatioﬁ preduced by the current studies wé
see how limited are the concepts obtainable from the State maps;
and we find much more interest in the first national traffic map

which, tentatively, we have been able to censtruet from the still
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incomplete results of the planning survasys (Figure 4). Although it
is subject to somz corrcction of detail there is no doubt that this
mep presents & picture of the flow of trzffic on the principal high-
ways of the nation that is substantielly wrrect in the relative
sense. AS customary, the onen bands represent the total treffic,

except thet the humps that would otherwise appear at the citizs

=g

ave been deliberately shaved off., The black, interior bands
revresent, on the roads of czach Stete, the nortion of the traffic
carrying the licenss tags of other Stetsc - the so-callied forzign
traffic - except that, again, we hsvs cut off the Bmall enlarge-
mente that would otherwise arpear =t eamchk Stats line, whers over-
the-line local movements sre numerous, The clear concention of
the relative highway needs and rslative traffic difficulties of
ths various ssciions of the Unitcd States, which this matn for the
firet time affords, shows how unrsusonable it is to assume that
any single type of provieicn c¢r single solution will nroperly
meet the situaticn exXisting n all States, By long odds the
country's heaviest traffic iz found in the Middle Atlantic and
New England Stetes. The traffic bande in these s=zcticns wers so
wide that they cculd not be crowded into the small-scale map. It
vias necessary to show them i the insst which is drawn to a linezl

scale 4 times &5 great @5 thet of the genercl mep. But the width
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scale of the traffic bends is unchenged. Outside of thie reletively
small srea of greatest treffic concentration the principal volumes
are Tound in the Easi North Central States and on = few outstanding
interstate routes elsevhere, particularly along the esst and west
coasts and two or three of the prominent easi-west routes,

That the response of the roadbuilders is reasonably consistent
with the traffic demand is shown by the map (Figure /) which charts,
as of Jenusry 1938, the lecation of all existing 4-lane highweys
and the further lines along which a similar type of imprcvement is
likely to be needed in the near future, =s estimated by State and
Federal highway officials., Mote that the sclid lines, indiceting
existing 4-lane pavements, are most numerous and most nearly con-
tinuous in the Middle Atlantic and Iew England and Hast Horth
Central areas where the traffic map shows the greatest traffic
concentration; and note slso how remarkably the judgment of the
practical roadbuilders sgrees with the indications cof the trafflic
map in the matter of needed extensions of 4-lane pavement, a8 shown
by the dotted linss., For = full zoprrecistion of the significance
of this close fgresnert, it cheuld be edded that the traffic map
ners shown was not £veillsbls to the Stotse and Fsderal enginesre and

officicls at the tire thoy were cclled upen for their cpinions.
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Facts developed iy the planning surveys show the extent to
which the building of the wider roads has lagged behind the need for
them. In 10 representative States the surveys show, s detailed in
Table 1, that the mileage of roads on which the average traffic is
4,000 vehicles a day o greater is 1,138. A daily averags traffic
of 4,000 vehicles is closs to the maximum for which a 2-lane pavement
will suffice, On this basis, then, there should be it these 10
States at present, 1,138 miles of the wider pavements, preferably
4 lanes wide or wider. On Jenuary 1, 1938, the mileage actually
existing in these States, 4 lanes wide or wider, was 1,334,

In the 10 States the total milezsge of all rural highways is
about 253 percent of the national total. If, therefore, traffic in
these States may be assumed to be fairly rspresentative, it is
reasonable to estirmete that the roads in all States now serving 4,000
or more vehicles daily and, by thet test, now reguiring pavements
4 lanes wide or wider, totul about 4,000 miles. The mileage of
pevenent of such width sectuslly existing on Januery 1 last was 3,452,
By the test applied, it is apparent that there is some present
deficiency, and the zetuzl deficiency is more substentizl then the
simple milecges figurcs indiectte, becsuse = vory considercble part of
the existing multiple-lane mileage is improved with undivided

pavements, which experience hag shown to be definitely unsatisfactory.



Table l.--Milsage of Rural Highways Carrying Annual Average 2li-Hour Traffis of 1,000 or More

Vehicles. Arranged by Traffic Volume Groups
Amnual Averape 2l~Hour Truffie Per:::; zi‘t‘:;tziaﬁi:age
— e e e e e e Tl
State 1,000 1,500 2,000 54000 1,000 5,000 10,000 § Total Totel Total Mileage| 1,000 | 2,000 | L4,000
to to to to to to and 1,000 2,000 4,000 and and and
1,499 1,999 2,999 3,999 14,999 9,999 over {and over|end over|and over over over over
Mileage, Rural State Highways
Alsbama 587.0 233.6 59,2 1746 - - 937.4 1i6.8 - 5,707 16.4 2.0 0.0
Floride 1,203,0 5770 32645 6540 2.0 - 2,195,0 11540 24.0 9,737 22,5 L3 0.2
Illinois 1,91.9] 1,1%6.7 800.2 157.8 96.8 87.5 3.0 L,2L5.9] 1,147.3 189.3| 10,342 .1 11.1 1.8
Iowa 1,422 L473.0 201.5 22,0 5.0 - - 2,123,.4 228.5 5.0 8,278 25.7 2.8 0.1
Kansak blG. L 39041 232.4 61,7 12,2 345 - 1,349.3 309,8 15.7 9,103 1L.8 2Ly 0.2
Michigan 830.0 Los.o T11.0 245.0 114.0 187.0 13.0| 2,600.0] 1,272.0 316.0 9,275 28.0 13.7 3.4
Misgouri 1,105.0 675.C 36440 151.0 1.0 7h.0 12.0| 2,422.0 6l2 40 127.0| 14,458 16.8 . 09
Ohio 1,761.8 8321.9 931.8 337 139.9 8740 - L,107.1] 1,493.4 226.9| 12.200 33,7 12.2 1.9
Virginia 1,000.2 L70.1 371.5 86,5 Tel 80.6 €.5] 2,022,5 55242 9Le2 8,239 el.é 6.7 1.1
Wisconsin 1,212.0 Lble0 265.0 60.0 550 2240 - 2,108,0 L0240 TT.0 9,769 2L.6 L.l 048
Total Rural State )
Highways 11,7620 5,769.4| L,302.6] 1,201.3 L99.0 Bli.é 3L45124,110.3| 5,579.0} 1,075.1} 97,108 24.8 6.8 1.1
Mileage, Other Rural Roade
Alabame 2042 9.0 5eb 2.0 0.5 Lt £.5 2.9] 55,180 Oel 0,0 0.0
Floride - - - - - - - - - 20,717 0.0 0.0 0.0
Illinois 91.1]. 2!.1.-7 39-114. 1305 3.8 7.!4 0.7 180.9 61&.8 11.9 96,637 D2 Cel 0.0
Iowe - - 0.6 Culy - - - 1.0 140 - 9k, 350 0.0 00 040
Kensas 8.7 2.1 le3 - 0.5 - - 12.6 1.3 0.5 122,04, 040 0.0 0.0
Michigan 188.0 85,0 71.0 19,0 1.0 9.0 - 373.0 100.0 10.0| 83,317 0.5 0.l 0.0
Missouri B840 3-0 10.0 !.{.00 10.0 16.0 600 5700 ).&6-0 52.0 102,371 Oel 0.0 0.0
Ohio 69.8 18.7 0.8 1.5 6.0 - 96,8 843 6.0 73,506 0.1 0.0 0.0
Virginia 20040 12L.0 LB.0 28490 - - Loo.o 7640 - 38,L07 1.0 0.2 0.0
Wisoonsin L %:PT“'*J}:S]‘L'"?@.O 2.0 - - L. 98.0 3140 76,2299 0sl Ue0 Q40
Tatel, Other Rural Roeds 6LB.1 2779 205,7 68.4 23.7 3249 6u7| 1,263.4 337l 63.3| 762,872 02 0.0 040
Mileagse, Entire Rural Highway Systen
Alebema €13.2] 2L3.0] 108  17.6] T 2., 045 OB1.5]  126.3]  249| 60,887 1.6 0.2] 0.0
Florida 1,203.0 57740 32640 6540 24,0 - - 2,195.0 5.0 2L.0| 20,454 Te2 lady Ol
11linois 2,03%,3] 1,181. 83946 171.% 10246 9.9 3.7] L.L26.E] 1,212.1 201.2| 106,979 Ll i.1 Qs
Icws 1,Le2.1 L73.0 20,1 22.0, 50 - 2,124.6 229.5 5e0) 102,632 241 Ce2 0.0
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It has been estimated that present traffic will be zpproxi=-
metely doubled by 1960. Incomplete studies, made as part of the
plenning surveys, indicete that this estinste is gensrous. If it
be assumed to be correct, then it may be supposed that the milesge
of roadse nov corrying 2,000 or mwrs vehicles daily will, by 1960,
be sarving at least the 4,000-vehicle volume indicative of tle
need of 4-lane improverent. As shown by Table 1, the mileage in
the 10 States represinted on which the traffic volume is now 2,000
or more vehicles daily is 6,916, indicating the probability of a
national total of sbout 25,000 miles, OCn the basis of thsse
Tigures it seems evident that construction of divided multivle-lane
highways must proceed during the next 22 vears, in the country zs
a whole, at &n average rate in sxcess of 1,000 miles per ysar,

Witk less than 3 percent of the roads in these representative
States now serving 1,000 or riere vehicles deily and less than 1 per-
cent serving 2,000 vehicles or mcre, it is clear that 2 lanes will
long remain the standsrd of paverent width for the vast mejority

of the rurel roads of tih2 country.
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One fact more should be mentiored before we leave this very
infermative table, That is the striking evidence it furnishes that
the roads canprising the State highway systems of these 10 States
have beer well chosen. Of their total of 859,980 miles of rural
roads cniy 27,374 miles cerry a traffic everaging 1,000 vehicles
a day or nors, and 24,111 of these miles are in the State highway
systenz. In the entire group of States, as the teble shows, only
e fifth of one rercent of tke local road milsupe cerries traffic
thet averegzs as much as 1,000 vshicles deily; =nd only in Virginia
docs this percontage rise to as much &8 1 percent.

In Fipure 5 we have mranhed the results of some early
analyseg of th2 planning survey data that bvear uvon the current
discussion of the need for construction of & system of trans-
continental superhighways. st ths curved line, marked Section A-~4,
that extends longitudinelly through the States of Idaho, Nevada,
and Arizona, the width of the trunk of the tentacled bend represents
the average daily number of ell passenger c¢ars ras&ing eastward and
westward on tripe extending beyend the berders of the three States,
on uil major cast-weet highwsys, from the Conedicn line %o the
Mexiecan border., The total treffic of passsnger cars on all thsse

nighways, ©s reoresentad, was found to be 2,532 vehicles daily.
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The tentacles show the Stetcs to and from which these 2,5%2
daily passenger cars are bound; and the width of each tentacle
represents the number headed toward or coming from each State, All,
of course, are going to or from Weshington, Oregon, or California,
gince to the west of the curved line there are no other States,
Ezstward the band breeks down rapidly and &t the Mississippi River
hag shrunk to a third of its originel width. At the eastern
seaboard it iz & few thin threads, the combined width of which repre-
sents just 300 vehicles, That is the measure of the total deily
transcontinental passenger car traffic on sll major eest-west roeds
in the country - just 300 vehicles. When we think of providing
accommodation for transcontimental treffic we can know now very
accurctely whot we ore provnosing to provide for. It is 300 vehicles
2 day.

Th:t does not mesn, of course, thet the passenger car treffic
on all our great esast-west transcontinental highways, either those
we now have or those we may later construct, will at any point be
iimited to 300 daily vehicles, It means that the traffic ging all
the way wuld b%e limited to thet number but the traffic on the roads
at any longitudinal section that --¢ might draw would be considerably

greater. The point is, that this considersbly larger traffic would
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consist at all sections mainly of treffic meking much less than
transcontinental trips. In other words it would be ot all points e
muech more local treffic, ¢ troffic thet would swell and shrink
locally, influenced mainly by the locction and size of cities,

How shart the Scope of movement on the rurel highweys ectually
is, can be seen from Figure 7, which shows, graphically, the renge
of frequency distribution of the length of all one-wey pussenger
ear trips extending outside of citiss in 11 typiccl Stotes. The
shaded portions of the binde cover the renges between the maximum
cnd minimum percenteges of the totol traffic thot composs the
various trip-lengih groups., The gzraph shows thet in one of these
11 Stotss 43.8 percent of ell onc-wey highwzy trips extonding beyond
¢ity limits were trips of lsss thop 5 miles. In onother State the
percentzgz of this shortest clese of trips was only 25.7. In cl}
the cther Statecs the porcentage was somewhere between those limits,
Similzrly, the limits of the 5-to-10 milec parcentages zre 30.9
rercent meximum, cnd 23,0 purcent minimum., It is evident that 20
itiles is long enough te spen the grect mojority of all trins extend-
ing outeide of cities in thesc Stotes, The percentege of trips over
50 miles in length is extremely small; cover 100 miles ¢ bire one or

two perecent. Let nic repent thot these figures rolote to cll one-wey
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trips extending beyond city limits, on zll elasses of roads, main and
loesl. If all the intra-city trips were included the average ranges
would be greatly shortened. If only trips on the mein highways were
considered the ranges would be lengthened.

It appears fran this evidence, cellzcted by the planning
surveys, that most highway movements are very short movements. The
surveys also tell us something very definitely about the classes of
highways on which these movements occur. These facts are shown in
Pigure 8 as obtained in 17 States, In these States it is found theb
58.9 percent of the totzl annual motor vehicle travel on all roads
and streets occurs on the main rural highways and the streets that
connect them across cities., Of the balance of the total movement,
the greeter part - 30.8 percent of the totzl - ocecurs on tge large
mileage of other city streets, the local or neighborhood streets;
and scarcely more then 10 percent of the total occurs on all the
secondary and local rursl roads, which, in mileage, have eight times
the extent of the group of main highweys.

Having thus shown where, or on what classes of roads the
treffic movement occurs, the fecte of the planning surveys go
further to show who engages in these movements. They show, for
exampie, that urben end rursl users, respectively, =re found in
different proportions on the ssveral classes of rozds. Thess

further facte ore shown in Figure 9 for the same 17 States. From
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this graph it will be seen thet the maln rurel highways and their
tronscity connections ore reclly everybody's highweys, Forty-two
percent of their use is by rural motor wvehicle ownors; 58 pareant
is by urban owners, In thesc 17 States the population, at the
time of the last census, wes 38 nercent rural, 62 percent urban,
It is apparent thaet country and city neovle iret on these main
arteries in just about the provortion of their relative numbers in
the total porpulation. The bar representing tue "other city streets”
shows a guite different situation. Ninety-three percent of the use
of these neighborhood #treets is shown to be by urban vehiclss,
only 7 perecent is by rural vehicles, These losser eity strests, in
other words, unlike the main rural highways and the principal
cross-connscting strects, arce rot sroporticnally uscful to all
classes of the vpopulation, but, on the contrary, are of service
mainly to city peovle. And a situation climost the reverse of this
is seen to exist on the loenl rursl rozds, on which the pertinent
ber of tre diagram shows thet 4 vercent of vhat hes vreviously
been showr to bs 2 small totél uszge, 18 by rurzl vehicles and only
16 percent by urban vehiclize,

In citing these Tew newly discoversd facte sbout our highway
system, it i the intention merely to give = slight imoressicn of

the scope end veriety of the information now f=zst coming to light



es the result of the highway planning surveys in 46 States. The
purpose of the surveys is to unearth fezcts; but I should like to
stress the thought thst there is no virtue in the facts themselves
$0 build & mile of highweay ot evblve = single policy:

If the planning surveys are to yield the greet bhenefits of
which they &re capable the factes they develop must be studied and
used for the basis of actien in planning the policies and per-
formances of the future rosd progrem. This is a responsibility that
lies first =md most heavily upon the legislatures and upon
responsible highway administrstive officials., But in part it 1lies
also upon the general public and upon suck assccistions as this of
persons eSpecially qualified to understand end aid by their advice
and support in the solution of the ecomplex problems invelved,

The initial planning surveys in same Statss are approaching
completicn., The first reports will shortly be issued, But we are
not finished with highway fact finding., There will o& continuing
neesd to revise the verious clesses of data initislly collected to
keep them currently useful with the passage of time. Maps, correct
as of the present time, will have to be revised to preserve their
value, Traffic volures change and the initizl counts will quickly
lose their validity unless they are regularly revised. In the case

of some of the classes of data, now compiled for the first time,
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their full usefulness will mature only efter much further extension
of the record. Many of the basic determinations of the initial
surveys will be refined and rendered increasingly accurate and
useful by the gradusl revision and accreticn that will result from
continuous further study over a period of years. In the absence of
such continuing effort the initial survey data will become rapidly
out-of-date, and their usefulness will deprecizte. For these
reesons the Bureau of Public Roads has urged all State highway
departments to make provision for the incorporztion of & permznent
fact-finding division in their departmentel organizations. The
Federal zppropriations make provision for the financing of such
fact-finding operations; and the Bureau has announced its purpose
increasingly to require such facts, as only a continuance of the
surveys can supply, as =z basis for its spproval of plsns and pro-
grams submitted to it in the futwe.

It is the view of ths Bureau thet only through such factual
guidance can we assure a scientific snd business-like administrstion
of the complex and difficult job of operating the modern system of
highway transportation; and it will use ail its influence to con-
vince ite cooparatorsz, the State highway departments, of the

necessity of continued study,



