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In June 1938 Congress called upon the Chief of the Bureau 

of Public Roads to investigate and report upon the feasibility of 

building a system of transcontinental tol l roads consisting of three 

routes extending east and west and three routes extending north and 

south entirely across the country. 

Last spring the President forwarded to the Congress the report 

of the Bureau, now known as the Public Roads Administration, in which 

it was declared that a direct toll system would not be feasible as a 

means of recovering the entire cost of six superhighways conforming to 

the terms of reference. Having thus answered directly the question 

propounded by the Congress, the Administration addea further, in 

general terms, its conclusion, based, upon the evidence in hand, that 

the construction of toll roads of any description cannot be relied 

upon as a sound solution of the whole problem of providing adequate 

facilities for the vitally necessary highway transportation of the 

united States, or to solve any considerable part of that problem. 

The Administration did not wholly reject the direct collection 

of tolls as a means of recovering the cost of highway improvements. 

the contrary, i t specifically recognized and pointed out certain 

classes of projects to which the direct toll method can probably be 
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applied with success. These are projects so situated or conditioned 

as to be beyond the competition of reasonably adequate "free" 

facilities; and of this character there are numerous bridge projects 

and some highways. Put, as a general rule, i t was, and is the 

Administration1 s conclusion that any attempt to finance the construc­

tion of long stretches of highway or entire systems of highways by 

means of direct tol l collections is foredoomed to failure because of 

the competition of reasonably adequate "free" highways and certain 

inherent characteristics of highway transportation that rebel against 

conditions that must necessarily exist in the use of tol l highways. 

In the foregoing remarks the word "free" has twice been used 

to describe ordinary public highways in competition with toll roads, 

lest there be some misapprehension, it will be well to explain at once 

.that the term is used to define a condition of the use of the public 

roads, not a condition of cost. It Implies only a freedom from 

immediate payment for each entrance upon the highways-, and does not 

suggest that the roads so used are either supplied without cost or 

used without payment. That, on the contrary, the cost of our existing 

roads has been heavy, and has been defrayed in great part by the 

indirect payments of their users - these are facts of which this 

audience will surely require no proof. Xet, i f proof were necessary 

it could now be supplied from the mass of data collected by the highway 
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planning surveys in 4.6 S t a t e s . And, as to those major public highways 

that would be l i k e l y to come into competition with any t o l l roads that 

might conceivably be considered, i t would generally be demonstrated 

that the cos ts of these so -ca l l ed "free" roads have been more than 

met by the ind irec t payments of their users , even where the expected 

def ic iency of d i r e c t t o l l co l l ec t ions would characterize the i r projected 

t o l l road competitors as i n f e a s i b l e . 

I t i s these now demonstrable f a c t s that explain the paradox of 

the Administration's al ternate proposal of a modernized 3 0 , 0 0 0 mile 

system of interregional "free" highways as a f eas ib le subst i tute f o r 

the 14 ,000 mile system of t o l l roads viiich i t s invest igat ions have 

led i t to conclude would be i n f e a s i b l e . 

The Administration advanced i t s proposal of the interregional 

system as part of a ser ies of proposals const i tut ing what i t was 

pleased to describe as a Master Plan f o r Free Highway Development. I t 

i s a plan which, though i t involves some substant ia l departures from 

past highway p o l i c i e s , i s yet rooted in those p o l i c i e s , and i s intended 

to modify and adapt them to changing needs, rather than to s tr ike out 

upon e n t i r e l y new and untried l i n e s . And, since the proposed new plan 

i s e s s e n t i a l l y an outgrowth from past plans and p o l i c i e s , i t w i l l be 

helpful to examine b r i e f l y the character of some of those plans and 

p o l i c i e s and the conditions that gave them b i r t h , and also to indicate 

the changes of condition that now suggest a modification of plans* 
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Most of the basic pr inc iples that have guided development 

o f the public highways thus far v/ere establ ished in the decade between 

1910 and 1920 . I t was in that decade that the motor vehic le f i r s t 

gave proof of i t s true character as a new and useful means of t rans­

portat ion , and proof a l so of i t s remarkable powers o f mul t ip l i ca t ion . 

I t was in that period that increasing revenues from the l icens ing of 

vehic les came to be regarded as a pecu l iar ly appropriate source of 

funds for the construction and maintenance of roadsj and in that period 

too that the f i r s t gasoline taxes were l ev ied and dedicated to roads. 

In that same ten-year period the slowly gathering conviction 

that the new vehic le would raise highway problems beyond the powers 

of l o c a l authori t ies reached i t s culmination in the passage of the 

Federal Aid Road Act of 1916 , which a t one stroke brought to the so lu­

t ion o f those problems a long experienced Federal Agency and new or 

strengthened agencies o f a l l of the S t a t e s . 

Prior to 1910 there was l i t t l e to d i s t inguish one rural road 

from another in degree of importance. Prac t i ca l ly a l l countzy t rave l 

originated a t , or was destined to rural homes, and the amount of t r a v e l 

varied from road to road only inconsiderably with the amount of s e t t l e ­

ment along each road. As there was l i t t l e difference in the ir use, so , 

with the exception of a few pr ivate ly owned and f a s t decaying turnpikes, 

there was l i t t l e d i s t inc t ion in degree of improvement between the various 

roads. By 1920 , the motor veh ic l e s , at f i r s t the almost exclusive 



possession of townsmen, by the ir se l ec t ive use had elevated certain 

roads - general ly those joining the larger c i t i e s and towns - to a 

pos i t ion of importance mater ia l ly above that of the remainder of the 

rural road network. Thus, by the choice of the t r a f f i c i t s e l f , a 

r e l a t i v e l y small mileage of "trunk*1 roads was se t apart; and the 

inclusion of such roads in the State highway systems and the Federal-

aid highway system was merely an inevi table recognition of the superior 

importance they had already acquired. For the transfer of these 

selected main trunk highways from l o c a l to State and Federal control 

and fo r the preference they were given in expenditure of the road user 

revenues, there were a number of sound and very prac t i ca l reasons. 

F i r s t , because of the i r denser t r a f f i c , they were the roads that pre ­

sented the most d i f f i c u l t technical problems of improvement and they 

s tood, -therefore, in greatest need of the more expert care of the State 

and Federal agencies . Second, since mi le - for -mi le the ir t r a f f i c was 

greater than that of other roads, t h e i r improvement with motor vehicle 

revenues would benef i t the greatest number of the payers of such 

revenues. Gathered into interconnected systems, they formed a mesh o f 

thoroughfares, covering the ent ire land, the strands of which would l i e 

closer to a l l points o f or ig in and dest inat ion of t rave l than would the 

units o f any other aggregate of roads of l ike extent. Hence there was 

& third reason f o r t h e i r preferent ia l improvement: That by such pref­

erence the greater part of a l l the longer t r ips would be f a c i l i t a t e d 
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and only the shortest and most local movements and some short 

beginnings and ends of longer trips would be unaided. And, finally, 

i t was perceived that by no means other than a rigid confinement of 

principal effort to the improvement of these integrated systems of 

trunk highway "would it be possible, v&th the limited revenues annually 

becoming available, to effect a generally useful improvement in any 

reasonable length of time. 

Establishment of the Federal-aid highway system by the Federal 

Highway Act of 1921, carrying with i t , as i t did, the dedication of 

important sums of both Federal and State revenue to the improvement 

of that system, had the effect of gathering these gradually evolved 

principles of the previous decade into a definite code that has 

determined the character of al l that has since been done toward the 

improvement of the highways. 

"With State and Federal-aid systems designated the country over, 

with al l Federal contributions, most of the road user revenues, and 

additional funds from other sources exclusively dedicated to these 

systems, the State and Federal road building agencies had a single 

and sharply defined task. To it they adhered with no deviation what­

ever, and with substantially increasing revenues through the decade of 

the twenties, so that by the end of that decade there remained few 

unimproved gaps in a connected trunk-line system of highways of which 

the whole country had become proudly conscious. 
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In the i r undertakings within the designated systems, the 

State and Federal agencies were governed by an order o f p r i o r i t y 

es tabl ished in c l o s e r e l a t ion t o the volume o f t r a f f i c ; so that , 

general ly speaking, the sec t ions f i r s t improved were those nearest 

the l a rger c i t i e s and those loca ted in the more densely populated 

areas, the improvement o f other s ec t ions fo l lowing at l a t e r p e r i o d s . 

That t h i s was an order ly and desirable procedure i s beyond question; 

yet i t i s t o th is very p rac t i ce that we must now a t t r ibute some o f 

the ex i s t ing inadequacy of important highways. The reason i s that 

each success ive improvement, as i t was made, was designed to the 

standards accepted as adequate at the par t i cu la r t ime; and standards 

were gradually ra ised as the need was recognized , and means and methods 

therefor were developed. Amid these changing circumstances, roads were 

bu i l t that had a normal l i f e expectancy of 20 years and upwards, and 

these roads have remained long a f te r the v e h i c l e s fo r which they were 

bu i l t have passed out o f use , s t i l l p h y s i c a l l y i n t a c t , but i n other 

respects inadequate fo r se rv ice o f the t r a f f i c and v e h i c l e s o f the 

present day. 

The most troublesome inadequacies are those that were l e a s t 

expected and l e a s t capable o f an t ic ipa t ion - the d e f i c i e n c i e s o f curva­

ture , gradient and s ight distance that e x i s t numerously in roads designed 

for use by the veh i c l e s o f a decade when present high speeds o f t r ave l 

•were not on ly not foreseen but were fa r beyond the l i m i t s permitted by 
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law. Insufficiency of surfaced width, to the extent that it has 

resulted from increased traffic, was generally not unanticipated, and 

presents serious problems only where the needed widening is now pro­

hibited or embarrassed by right-of-way difficulties. However it is 

jus t such right-of-way difficulties, occurring in connection with 

relocations necessary for the modernization of alignment as well as 

where surface widening only is required, that present some of the most 

serious obstacles to the prompt relief of unsatisfactory and sometimes 

dangerous highway conditions* 

The various deficiencies noted have become apparent mainly 

during the last decade. In the same period the continuing construc­

t i on programs of the State and Federal Governments, financed with 

sustained revenues of the motor vehicle and Federal funds vastly 

augmented during the depression, have completed the pioneer improve­

ment of the primary rural highways and made some progress in the 

elimination of the various deficiencies of the initial improvements, 

notably by a considerable widening of surfaces and the elimination of 

ra i l road grade crossings. As to these highways the tasks of the future 

involve mainly a continuance of work of the latter sort, generally 

described by the term modernization. 

when the State and Federal-aid systems were first designated 

c i t y streets were generally not included i n them. This was true as to 

» o s t o f the State highway systems and the Federal Highway Act specifically 
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prohibited expenditure of the Federal funds in cities having a popu­

lation of 2,500 or more. Although certain city streets joining with 

the selected highways were needed and used to complete the primary 

network, no Federal funds and, in many States, no State revenues 

could be used for the improvement of these essential links. The 

reason for these prohibitions was that at the time they were imposed 

the city streets were regarded as adequately improved, and the State 

and Federal revenues were therefore reserved for those external 

improvements for which a greater need was recognized. 

For a considerable period, while traffic grew apace and the 

primary rural roads developed from country lanes into heavily traveled 

thoroughfares, l i tt le was done to f i t the connecting city streets 

efficiently to perform their task of conveying the increasing flood 

of traffic into and across the cities. City street administration 

remained for the most part entirely in the hands of municipal authori­

ties and quite apart from any connection with what was going on outside 

the city limits. 

When road user revenues displayed their remarkable growth 

proclivity, municipal ao^ministrations claimed an increasing share, 

but what they received they expended on any streets within their 

borders, often in no relation to the road program steadily unfolding 

beyond their limits. The tangible result - now generally evident - is 

a serious inadequacy of the transcity connections of the primary rural 
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highways. less tangible, but of greater interest for the moment, is 

the resulting tendency to view the provision of adequate city streets 

and adequate rural roads as wholly separate and (when they appear as 

rival claimants for road user funds) even antagonistic enterprises. 

As, in this way, there has developed a tendency to treat city 

streets as entirely apart from rural roads, so in the administration 

of rural road improvements there has been, and remains in most States, 

a distinct cleavage between the administration of the primary highways 

by the State and Federal Governments and the administration of the 

Issser rural roads by local authorities. We have seen that the 

primary roads were set apart from other roads originally, because of 

their superiority as traffic servers, in order that they might be 

preferentially developed under the more expert care of the State and 

Federal authorities, and with the substantial road user and Federal 

funds reserved for them. By this expedient measure the nation has 

quickly acquired a continuously improved, i f s t i l l somewhat inadequate, 

primary rural road system - a result that could probably have been 

achieved as quickly in no other way. 

The mileage of the selected primary roads in 1936 approximated 

340,200. The remainder of lesser roads amounted to 2,609,200 miles. 

This large mileage of relatively unimportant secondary and tertiary 

roads has remained, for the most part, continuously under the administra­

tion of numerous county, township and other local authorities. In 14 

States a total of 177,500 miles of such roads has been taken under State 

control, the transfer, in 4 States, including substantially the entire 
1 0 1 1 6 age of such roads. 
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"While improvement of the primary highways proceeded rapidly 

and systematically under authority of the major governments, local 

authorities continued with varying success their historic functions 

of maintenance and improvement of the roads remaining under their 

care. In the beginning their revenues were derived largely from 

taxes on property. These, in some instances, they attempted to 

anticipate through bond issues, often with unfortunate results. Later 

they sought and, in most States, received a part, and an increasing 

part of the road user revenue. In the several States previously men­

tioned j they finally turned over the whole problem to the State 

Government, motivated in so doing generally by financing difficulties, 

uppermost among the causes of these difficulties was the public's 

increasing resistance to the exaction of property taxes. Confronted 

with this resistance and the difficulty of obtaining other funds to 

replace the waning property taxes, it is probable that local authorities 

in many States would have sought relief by transfer of the problem to 

the State Government had not the depression supervened. The depression 

brought unemployment, and unemployment brought work relief, and to local 

road administrations the country over, work relief has been the means 

of an extensive program of construction and maintenance. In large part 

the Federal funds that have made this program possible were grants by 

the Work Projects Administration and its predecessor agencies. In 

lesser part they have been extended through the Public Roads Administration. 
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Regarding the physical state of the local roads throughout 

t h e period since designation of the primary systems i t will suffice 

t o summarize briefly as follows: As revenue difficulties increased 

t h e r e was a deterioration of the roads; as Federal funds have 

replaced declining local revenues, the condition of the roads has 

improved, and it is probable that there is at present a larger 

mileage of well improved local roads than there has ever been before. 

But here again it must be emphasized that this improvement has 

been arranged in only the most casual relation to the improvement of 

t h e primary highways, and by a multitude of independent local authori­

t i e s , of short official tenure, lacking both the means and the incentives 

o f cooperation among themselves. In most States the improvements 

planned and accomplished as secondary and feeder road projects financed 

b y j o i n t Federal and State funds administered through the Public Roads 

Administration, stand out as virtually the only improvements conceived 

in c o n s c i o u s relation to a general plan of rural roads. 

Thus, we have traced the separate courses of the almost com­

p l e t e l y unrelated efforts by which the three principal component sections 

o f t h e whole street and highway system of the United States have been 

Drought to their present condition. Considered separately, the condi­

t i o n o f none of them is viewed as satisfactory. Considered together 

t h e r e appear many evidences of disproportion and lack of reasonable 
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coordination. On each component sect ion a pioneer work of improve­

ment has been roughed out . The great need of the present i s that 

these three component sect ions of our whole s t ree t and highway net ­

work sha l l be considered j o i n t l y , and that there s h a l l be developed 

a general plan and p o l i c y that w i l l serve to d irec t and implement 

the future e f f o r t s of »"M governmental authori t ies toward the common 

purpose of producing an e f f i c i e n t l y integrated and economically sup­

portable t o t a l roadway f a c i l i t y for a nation-wide system of highway 

transportat ion. Such a program, obviously cannot stop with a mere 

plan of coordinated physical improvement* I t must a lso harmoniously 

def ine, and e f f e c t i v e l y provide the f inancia l and administrative means 

for accomplishing such a coordinated improvement. 

The development of such a general program implies an a b i l i t y to 

take the broadest poss ib le view of the ex is t ing s i tuat ion and the 

a b i l i t y to envis ion, at l e a s t approximately, the at ta inable goal of 

highway transportat ion. I t implies a comprehension of a l l the mul t i ­

tudinous fac t s and trends that define the s i tuat ion exis t ing and the 

goal to be at ta ined. This was the conclusion to which the Public Roads 

Administration had come in 1935; and i t was th i s conclusion that 

prompted i t to inv i te the State highway departments s evera l ly to j o i n 

with i t in what have come to be known as the State-wide highway planning 

surveys. Together, these surveys, now undertaken more or l e s s com­

p l e t e l y in a l l s t a t e s , const i tute the nation-wide fact - f inding e f f o r t 
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that i s necessary to afford that broadest poss ib le view that alone 

w i l l permit the formulation of a general highway program f o r the 

States and the nation. 

Most of the surveys are now nearing the i r i n i t i a l object ive -

the asseisbly of a l l of the fac t s depicting the current s i tua t ion . 

I re fer to th i s as the i n i t i a l ob jec t ive , because a long analysis of 

the fac t s must fo l low, and because i t i s not intended that our fac t 

finding shall stop with the present, but rather that i t sha l l go on 

to the continuous determination of the changing fac ts that w i l l r e f l e c t 

a constantly changing s i tuat ion . But already the surveys have 

resulted in a tremendous acquis i t ion of knowledge that i s f a s t being 

digested. In many ways th i s new knowledge i s finding immediate prac­

t i c a l use i n the d a i l y operations of the State highway departments and 

the Public Roads Administration. A very important use was that to which 

It was put i n the preparation of the Administration's t o l l road report 

to Congress. That report drew heavily upon the new fac tua l knowledge 

to present in broadest out l ine the conception of a master highway plan. 

The wide consideration sure to be given the Admin i s t ra t ions proposals 

will involve a further resort in greater d e t a i l to the s t e a d i l y increas­

ing volume of analyzed f a c t s ; and, in the end, we t r u s t , w i l l lead to 

the great ly b e n e f i c i a l r e s u l t s that were the Administration's expectation 

*nen it proposed the s tud ie s . 
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On l a r g e - s c a l e coun ty ir,aps r e s u l t i n g from these su rveys there 

w i l l appear f o r the f i r s t t ime on any mans e l l o f the r u r a l roads 

w i t h i n d i c a t i o n o f t h e i r p r e s e n t s u r f a c e improvement , -he sswe 

..ia-ns w i l l show the l o c a t i o n o f a l l r u r a l n o n e s , c h u r c h e s , s c h o o l s , 

s t o r e s , snd a l l o t h e r p l a c e s tha t are the o r i g i n o r d e s t i n a t i o n o f 

highway t r a v e l ; and. b e s i d e s t he se t h ings t h e y Tril l show a l l r a i l r o a d 

l i n e s , a l l n a v i g a b l e and n a v i g a t e d s t reams , a l l a i r p o r t s , c a n a l s , 

and a l r .os t e v e r y o t h e r f e a t u r e o f any kind that i s r e l a t e d to any 

f o r a o f t r a n s p o r t a t i o n . Such naps are a l r e a d y comple t ed f o r 2 , 0 0 0 

o f the 3 » 0 7 0 c o u n t i e s i n the Uni ted S t a t e s . In the near fu tu re 

t h e y w i l l be a v a i l a b l e f o r a l l c o u n t i e s i n ^ 6 S t a t e s , and w i l l 

supp ly i n v a l u a b l e i n f c r n a t i o n f o r the p r o j e c t i o n o f a g e n e r a l 

highway program. 

The t r a f f i c maps made by s u p e r i n p o s i n g upon the high-Tray 

and t r a n s p o r t a t i o n mans j u s t d e s c r i b e d a g r a p h i c a l r e p r e s e n t a t i o n 

o f the average d a i l y volume o f t r a f f i c u s i n g each s e c t i o n o f ru ra l 

r o a d , a f f o r d a t a. gla,nce a c l e a r e r idea o f the r e l a t i v e t r a f f i c 

importance o f the i n d i v i d u a l road s e c t i o n s a n J o f t- re p r imary , 

s econda ry and l e s s e r roads t:ian i t i s p o s s i b l e to o b t a i n i n any 

o t h e r way. Examinat ion c f these mans b r i n g s out c l e a r l y many 

i n s t a n c e s o f road improvement d i s n r o p o r t i o n a t e to t r a f f i c demand 

on bo th pr imary snd l e s s e r r o a d s , and o f t e n S L O W S l r r g e d i f f e r e n c e s 

in the types o f s u r f a c e s b u i l t by S ta te and l o c a l a u t h o r i t i e s 

r e s p e c t i v e l y to s e rve t r a f f i c o f the same d e n s i t y . 7r.is i s a 

k ind o f i n f o r m a t i o n e s p e c i a l l y needed f o r the f o r a u l a t i o n o f any 
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g e n e r a l nlan d e s i g n e d to b r i n g about a -lore c o n s i s t e n t improve­

ment o f the v/ho 1 e hi gh way sys tem. 

J o r 6o,OOC m i l e s o f the c o u n t r y ' s most important r o w s , 

i n a l l S ta tes* e x a c t in foru ia t ion i s now b e i n g assembled i n 

Washington r e g a r d i n g the c h a r a c t e r and width o f the road su r f ace 

at a l l -noints , the width o f ^ r e s e n t r i g h t s - o f - w a y , the l o c a t i o n 

o f a l l e x c e s s i v e curva tu re and g r a d i e n t s and a l l s e c t i o n s where 

s i g h t d i s t a n c e i s l e s s than a f i x e d c r i t e r i o n , the winces and 

numbers o f a l l f a t a l a c c i d e n t s r e n o r t e d c u r i n g the l a s t y e a r , 

and the ave rage d a i l y t r a f f i c a t a l l -points wi th separa te i n d i c a ­

t i o n o f the numbers o f -passenger c a r s and t rucks and" busses and 

the amount o f the t o t a l t r a f f i c in e v e r y S ta t e that bea r s the 

l i c e n s e tags o f o t h e r S p a t e s . Tor eve ry b r i d g e on these 60,000 

m i l e s o f road these r e r o r t s w i l l i n d i c a t e the l o a d c a p a c i t y and 

c l e a r a n c e s , bo th v e r t i c a l and h o r i z o n t a l , and the apnroximate 

h e a v i e s t we igh t s and l a r g e s t d imens ions o f v e h i c l e s r e g u l a r l y 

u s i n g then; and a l l o f t h i s i n f o r m a t i o n from S t a t e s w i l l be 

u n i f o r m l y n l o t t e d in d iar rsxuaat ic s t y l e in o r i e r that i t :aay be 

q u i c k l y d i g e s t e d and co;i,?-iared. £he roa.ds f o r which t h i s i n f o r m a t i o n 

i s b e i n g compi l ed have been chosen a? th> n a t i o n ' s most important 

t ho roughfa re s in e i t h e r ^eace o r war; and the d i a g r a i u i a t i c re-norts 

that w i l l r e v e a l c l e a r l y t h e i r e v e r y s i g n i f i c a n t f e a t u r e w i l l be 

c o n m l e t e l y assembled in Washington a few weeks h e n c e ; to be 

f o l l o w e d i n sho r t o r d e r wi th r e c o n n a i s s a n c e e s t i m a t e s o f the 
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imorovenerit s r e p a i r e d to brine-: the e n t i r e mi let-re t o a c . es i red 

s t snde rd and the c o s t o f s u e : improvements . 

In t he se surveys ever;,- reE:ainin r; r a i l r o a d F:rad_e c r o s s i n g , 

cn c i t y s t r e e t s and ru ra l r o a d s , w i l l soon have been examined in 

d e t a i l to de te rmine i t s r e l a t i v e hazards enr: the e x t e n t t o v h i c h , 

i f c l o s e d f o r the -nassa^e o f t r a i n s o r rierrnanently c l o s e d and the 

t r a f f i c d i v e r t e d t c o t h e r c r o s s i n g s , the re would be i n c o n v e n i e n c e 

o r d e l a y o f the highway t r a f f i c . These examina t ions develo-n 

e v i d e n c e o f the e x a c t -physical l a y o u t o f each c r o s s i n g , the ang le s 

and grades o f a b r o a c h , the s i ^ h t d i s t a n c e s i r o n v a r i o u s j o i n t s 

on the road to j o i n t s on the t r a c e s , the number and c h a r a c t e r o f 

t r a i n r t a s s a . f e s , the volume o f road t r a f f i c , a r e c o r d o f knorn 

a c c i d e n t s , and, in c i t i e s , a:: ar.T,ro:-:i:-jate i n d i c a t i o n o f the r.rc •erty 

daua=es ani r i . - :ht-of-v:ey e x p e n s e tl-?t r o u l d be i n v o l v e d i n an 

e l i ; r i ina t ion n r o j e c t . iVith such deta i l e d i n f o r u a t ion in hand i t 

should be o o s s i b l e to d e v e l o p a d e f e n s i b l e o r d e r o f p r i o r i t y i n 

the e l i m i n a t i o n o f the c r o s s i n g s at the ra te e s t a b l i s h e d b y ano­

des i r e d rsro^r?..;.i o f e : 'T>endi ture . 

In the r e s u l t s o f the su rveys we have , f o r the f i r s t t ime, 

d e f i n i t e n r c o f o f the n e : ) l i r i b l e volume o f f u l l y t r a n s c o n t i n e n t a l 

t r a f f i c . I t i s found that , on the a v e r a - e , no more than 3 0 0 v e h i c l e s 

l e a v e the t r o c o a s t s each day bound on such c o n t i n e n t a l c r o s s i n g s 

v i a a l l main e a s t - w e s t roa-ds "oetr/een our no r the rn and southern 

b o u n d a r i e s . 
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Highv.-sy t r a v e l i s c l e a r l y shown to c o n s i s t p redominan t ly 

o f movements o f shor t r ange , wi th one-way t r i p s o f 100 m i l e s o r 

more c o m p r i s i n g 2 pe rcen t o r l e s s o f the t o t a l number o f a l l 

t r i p s . Tr ips e x t e n d i n g o u t s i d e c f c i t i e s t o a one-way d i s t a n c e 

o f 5 ^ i l e s or l e s s compr ise from 26 to p e r c e n t o f the t o t a l 

number o f i n t r a - c i t y t r i p s i n e l e v e n t ^ j i c a l S ta t e s and one -vay 

t r i p s o f 3 0 m i l e s and l e s s i n the same S t a t e s make U P from B C . B 

to 9 3 . J - o f the t o t a l number o f a l l t r i p s . 

I t i s e s t ima ted that 5^ -^ p e r c e n t o f the t o t a l o f a l l 

motor v e h i c l e t r a f f i c i s s e r v e d by the pr imary r u r a l highways 

and t h e i r t r a n s - c i t y c o n n e c t i o n s , v h i c h form 1 1.3 p e r c e n t o f 

the t o t a l m i l e a g e o f roads and s t r e e t s . T h i r t y and two- t en ths 

p e r c e n t o f the t o t a l t r a f f i c moves o v e r the s t r e e t s o f a l l 

c i t i e s i n which the t o t a l c i t y s t r e e t mi lea~e i s G.l r e r c e n t 

o f tV- r o : : .1 road and s t r e e t m i l e a g e ; and the remaining 1 7 . M 

p e r c e n t o f the t r a f f i c i s s e r v e d by s econda ry and. l e s s e r r u r a l 

roads that form 3 2 . 6 p e r c e n t o f the t o t a l mi lea .ve . 

The s t r e e t s o f c i t i e s are found to be used main ly by c i t y 

r e s i d e n t s , r u r a l u se r s b e i n g r e s p o n s i b l e f o r o n l y about - p e r c e n t 

o f the s t r e e t t r a f f i c . On the primary roads a l s o c i t y v e h i c l e s 

predominate o T r e r r u r a l v e h i c l e s in the r a t i o o f o l to 2 " ; and 

i t i s o n l y in the r e l a t i v e l y l i r h t t r a f f i c o f the s e c o n d a r y and 

l o c a l roads that the ru ra l v e h i c l e s e x c e e d the number o f c i t y -

owned v e h i c l e s by the small margin c f - : Z to - 2 . 
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The t r a f f i c counts o f the surveys snow that t r a f f i c c f a 

volume approach ing the comfor t s b l e c a p a c i t y o f a, two-Jane roadvay 

i s fount at p r e s e n t on no more than about ; , 00C r a l e s ; and th.at 

t r a f f i c g e n e r a l l y c o n s i d e r e d as heavy i s found as a .---entra! c o n ­

d i t i o n in r a the r l i m i t e d areas ( p a r t i c u l a r l y i n tne l o r t h e a s t 

and alon;- the two c o a s t s ) and e l sewhere mainly at the S ^ P r o a c h e s 

t o the l r r g e r c i t i e s on the i ; r ,o r tant highways . 

The th i c ' r en ing o f t r a f f i c at the approach to c i t i e s i s found 

to "be a u n i v e r s a l c o n d i t i o n , anc one f o r r h i c n there i s g e n e r a l l y a 

l e s s than a.denuate p r o v i s i o n in the e x i s t i n g highvp.y f a c i l i t i e s . 

U n f o r t u n a t e l y the p a r t i c u l a r s e c t i o n s o f hi ghwa.y i n v o l v e d are o f t e n 

hemmed i n so c l o s e l y by p r o p e r t y development as to madie i t d i f f i c u l t 

t o i n c r e a s e t h e i r c a p a c i t y wi thou t i n c u r r i n g heavy r i g h t - o f - w a y 

e x p e n s e . 

O r i g i n and i e s t i n a t i o n s t u d i e s o f the t r a f f i c at such c i t y 

approaches snow that i t i s g e n e r a l l y composed in l a r g e pp r t ( a s 

much as 90 p e r c e n t ) o f t r a f f i c o r i g i n a t e d in o r d e s t i n e d to p o i n t s 

i n the c i t y ; and that o f the t o t a l in -and-ou t c i t y movement a l a r g e 

pa r t o r i g i n a t e s i n , or i t d e s t i n e d to j o i n t s near the c i t y c e n t e r . 

These g e n e r a l l y obse rved c o n d i t i o n s sugges t that the c o n s t r u c t i o n 

o f b y - p a s s r o u t e s -•••Hi not g e n e r a l l y a f f o r d the r e l i e f to c i t y s t r e e t 

c o n g e s t i o n tha t has been e x p e c t e d o f them; and these anc o t h e r 

o b s e r v a t i o n s p o i n t to the ^ r c b a b l e n e c e s r i t y o f c o n s t r u c t i n g during' 

the decades j u s t ahead a v e r y c o n s i d e r a b l e mi l eage o f e x p r e s s 

t ho roughfa re s i n t o and a c r o s s the l a r g e r c i t i e s . 



I t i s such as these d e f i n i t e l y o b s e r v e d and r e c o r d e d f a c t s 

and many, man;' more , t ouch ing upon a l l phases o f the highway p rob l ems , 

that w i l l s h o r t l y be a v a i l a b l e f o r c o n s i d e r a t i o n i n the f o r m u l a t i o n 

o f a fu tu re program o r p rograms , h i t h e r t o the w h o l e p rob lem has 

been d e a l t wi th i n th ree q u i t e d i s t i n c t p a r t s , i n v o l v i n g r e s p e c t i v e l y 

the c i t y s t r e e t s , the pr imary r u r a l highways and the l e s s e r r u r a l 

r o a d s . As was n a t u r a l i n the e a r l i e r s t a g e s o f the motor v e h i c l e ' s 

development and the p i o n e e r s t a g e o f 1,1 ghway improvement, u l t i m a t e 

o b j e c t i v e s have been o n l y v a g u e l y p e r c e i v e d ; and the work, o f .-high­

way, r o a d , and s t r e e t c o n s t r u c t i o n has p r o c e e d e d i n tne th ree 

s epa ra t e c a t e g o r i e s , a d m i n i s t e r e d by d i s t i n c t g roups o f p u b l i c 

o f f i c i a l s , w i thou t c l e a r thought o f u l t i m a t e i n t e g r a t i o n , and gu ided 

o n l y by a sense o f iuuaediate need and e x p e d i e n c y , ha tu ra l and 

r e a s o n a b l e , as w e l l as e x p e d i e n t , w h i l e the common g o a l o f the 

s e v e r a l e f f o r t s was s t i l l r e m o t e , t h i s p r o c e d u r e has become i n c r e a s ­

i n g l y i n a p p r o p r i a t e and dangerous as the i m c o r r e l a t e d under tak ings 

i n each c a t e g o r y have approached t h e i r r e s p e c t i v e l i m i t s . Xhe p o i n t 

has now been r e a c h e d where i t i s h i g h l y d e s i r a b l e to s t r i k e a b a l a n c e 

between them. From where we now s tand, a i d e d by t he i n f o r m a t i o n 

s u p p l i e d by the p l ann ing s u r v e y s , i t i s p o s s i b l e w i t h some c l a r i t y 

to p e r c e i v e the u l t i m a t e g o a l o f a t o t a l s t r e e t and highway system 

c l o s e l y k n i t and a d j u s t e d to f u n c t i o n ir. a l l i t s p a r t s . T a n c e f o r t h , 

whether a d m i n i s t r a t i o n s h a l l c o n t i n u e , as ir. the p a s t , under 

s epa ra t e a u t h o r i t i e s o r whether the re be some u n i f i c a t i o n o f c o n t r o l , 
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i t i s d e s i r a b l e tha t a l l e f f o r t s h a l l he g u i d e d by the d e f i n i t e 

kncv/iedge o f a g e n e r a l p l a n , acme o f the e lements o f such a p l a n 

were sugges t ed i n b roades t o u t l i n e i n the r e c e n t r e p o r t to Congress 

by the P u b l i c .Roads A d m i n i s t r a t i o n . 

The ^ ^ m i n i s t r a t i o n ' s p r o p o s a l s c o n t e m p l a t e that a l l r u r a l 

roads and c i t y s t r e e t s s h a l l be r ega rded c o m p r i s i n g a whole 

system o f h ighways , and that the f u r t h e r work and expend i tu r e U P on 

t h i s whole system s h a l l he d i r e c t e d c o n s c i o u s l y to the c r e a t i o n o f 

a s t a t e o f c a i anced e f f i c i e n c y i n the system as a w h o l e . l o that 

end the A d m i n i s t r a t i o n sees need o f c o n t i n u e d work a l o n g c e r t a i n 

d e f i n i t e l i n e s and governed by c e r t a i n d e f i n i t e p r i n c i p l e s and l i m i t s . 

In b r i e f e s t s tatement the program would c o n s i s t o f a bal.or.ced 

development o f the f o l l o w i n g e l e m e n t s ; 

1. The f u r t h e r improvement o f the p r e s e n t l y d e s i g n a t e d 

S ta t e and F e d e r a l - a i d highway systems as o r d i n a r y 

r u r a l r o a d s , r e v i s e d by l o c a l m o d i f i c a t i o n as n e c e s s a ­

ry to enab le them to suppor t and e f f i c i e n t l y d i s ­

cha rge t h e i r t r a f f i c w i th a maximum o f s a f e t y . This 

w i l l i n v o l v e some s t r e n g t h e n i n g and widen ing o f 

e x i s t i n g s u r f a c e s and tne l o c a l c o r r e c t i o n o f e x c e s ­

s i v e cu rva tu re and g r a d i e n t and d e f i c i e n t s i g h t 

d i s t a n c e to accommodate p r e s e n t and r e a s o n a b l y 

a n t i c i p ^ t e d s p e e d s . 

2 . The d e s i g n a t i o n , l o c a t i o n and development o f a new 

system o f i n t e r r e g i o n a l ;.ig-:ways j o i n i n g as d i r e c t l y 

as p r a c t i c a b l e the l a r g e r c i t i e s o f a l l S t a t e s . 

http://bal.or.ced


d e s i g n e d e s p e c i a l l y f o r s e r v i c e o f the highway move­

ments o f l o n g e r r a n g e , these r o u t e s shou ld by -pas s 

a l l sma l l e r towns and should embody the p r i n c i p l e 

o f l i m i t a t i o n o f l o c a l a c c e s s wherever n e c e s s a r y to 

s e c u r e the s a f e t y and dispatch, o f the exp re s s move­

ment. V.nerever p r a c t i c a b l e they s h o u l d f o l l o w the 

g e n e r a l l i n e s o f e x i s t i n g pr imary h ighways , but 

snou ld depar t from them as n e c e s s a r y to e f f e c t 

d i r e c t c o n n e c t i o n o f p r imary c o n t r o l l i n g p o i n t s and 

o b t a i n adequate width o f r i g h t o f way and the c o n t r o l 

and p r o t e c t i o n o f t h e i r a c c e s s e s . 

The f u r t h e r improvement o f roads s e c o n d a r y t o , and 

f e e d i n g the primary h ighways , as r e q u i r e d f o r the 

econoa i ica l s e r v i c e and s a f e conduc t o f t h e i r t r a f f i c ; 

and the c a r e f u l e x t e n s i o n o f improvement to p r e s e n t l y 

unimproved roads o f t h i s c l a s s o n l y as j u s t i f i e d by 

t r a f f i c requi rements and d e f i n i t e s o c i a l and g e n e r a l 

economic c o n s i d e r a t i o n s , and as sucn e x t e n s i o n s a re 

seen to be c a p a b l e o f suppor t w i t h i n tne l i m i t s o f 

revenues s p e c i f i c a l l y a n t i c i p a t e d , -he fu r the r im­

provement o f roads o f t h i s c l a s s s .-ould be made 

c o n s i s t e n t wi th the p r o b a b l e f u tu r e use o f the r u r a l 

lands s e rved by t:.em, as such p r o b a b l e f u t u r e use i s 

i n d i c a t e d by surveys now be ing c o n d u c t e d by S ta t e 

and l o c a l a g e n c i e s under the i n s p i r a t i o n and c o o r d i ­

na t i ng d i r e c t i o n o f the Uni ted S t a t e s Department o f 

j i g r i c u l t u r e . 
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'T. In , and i n the v i c i n i t y o f c i t i e s c o n t i n u a n c e o f a 

normal program o f s t r e e t r e c o n s t r u c t i o n and r e p a i r , 

and, added t h e r e t o , a p lanned development o f 

a r t e r i a l r o u t e s c o n n e c t i n g p e r i p h e r a l a reas and 

impor tan t r u r a l highways w i t h the p r i n c i p a l urban 

c e n t e r , and s i m i l a r a r t e r i a l s l o c a t e d o r c i r c u m ­

f e r e n t i a l l i n e s to accommodate t r a f f i c i n t e r c h a n g i n g 

between the va r i ous e x t e r n a l highways and p e r i p h e r a l 

a r e a s . The added f a c i l i t i e s shou ld a l s o i n c l u d e 

o t h e r major a r t e r i e s , as r e q u i r e d , to j o i n d i r e c t l y 

the r e c o g n i s e d s u b o r d i n a t e f o c i i o f urban d e v e l o p ­

ment . 

5. As an e s p e c i a l l y d e s i r a b l e f e a t u r e o f the program 

i n a l l i t s p a r t s , the e l i m i n a t i o n o f r a i l r o a d .grade 

c r o s s i n g s i n the o rde r o f the de te rmined r e l a t i v e 

hazards and economic l o s s e s e n t a i l e d by them, and 

£ s i m i l a r s e p a r a t i o n o f the g rades o f impor tant 

highways a t h e a v i l y t r a v e l e d i n t e r s e c t i o n s . 

I t i s b e l i e v e d tnat such an i n t e g r a t e d program shou ld be , and 

now can be d e f i n e d , by agreement , i n each S t a t e and i n the c o u n t r y et 

l a r g e , upon the g e n e r a l o b j e c t i v e s to be a t t a i n e d i n a r e l a t i v e l y 

l o n g p e r i o d ( s ay 20 y e a r s ) , and by the more d e t a i l e d p l a n n i n g o f a 

c o n s i s t e n t p a r t i a l program r e a l i z a b l e w i t h i n the l i m i t s o f the 

d e f i n i t e l y s chedu led and a n t i c i p a t e d revenues t o a c c r u e w i t h a s h o r t e r 

P e r i o d ( s a y 10 y e a r s } . 



- 2M- -

The "benefi ts r e s u l t i n g from such a program would range from 

t h o s e o f the most l o c a l c h a r a c t e r , such as improvement o f the 

f a c i l i t i e s o f i n t r a - c i t y t r a f f i c o r o f s i m i l a r l o c a l movements 

o u t s i d e o f c i t i e s , to those o f the most g e n e r a l c h a r a c t e r , such as 

the p r o v i s i o n o f improved f a c i l i t i e s f o r i n t e r s t a t e commerce and 

communicat ion and f o r pu rposes o f n a t i o n a l w e l f a r e and d e f e n s e . 

The b e n e f i t s c o n f e r r e d w i l l a l s o i n c l u d e t h o s e f l o w i n g d i r e c t l y 

from t r a v e l o v e r the highways and t h o s e o f a more g e n e r a l na tu re , 

such as t h o s e a s s o c i a t e d wi th the fu rn i s i . i ng o f improved a c c e s s 

to l and and p r o p e r t y . 

A c c o r d i n g l y , the f i n a n c i a l means employed to a c c o m p l i s h the 

program shou ld combine revenues a p p r o p r i a t e t o , and e x p r e s s i v e o f 

the r e l a t i v e w e i g h t s o f , the s e v e r a l c l a s s e s o f b e n e f i t . Three 

g e n e r a l c l a s s e s o f revenue are i n d i c a t e d ; namely: Federa l c o n t r i b u ­

t i o n s , as j u s t i f i e d by the b e n e f i t s t o i n t e r s t a t e communicat ion and 

coomerce and the n a t i o n a l w e l f a r e and d e f e n s e ; S t a t e road use r 

r e v e n u e s , c o n s i s t e n t i n amount w i t h t he d i r e c t b e n e f i t s to t r a v e l ; 

and l o c a l p r o p e r t y o r o the r g e n e r a l t a x e s , c o n s i s t e n t wi th the 

g e n e r a l b e n e f i t s c o n f e r r e d . 

As the s e v e r a l c l a s s e s o f "benefi ts would f l o w , i n t e r m i x e d i n 

v a r i o u s p r o p o r t i o n s , from a l l p a r t s o f the program, s o , i n s t r i c t 

l o g i c , the s e v e r a l forms o f revenue shou ld be combined i n c o r r e s ­

pond ing p r o p o r t i o n s f o r the suppor t o f a l l p a r t s . As such a c o u r s e 

would i n v o l v e innumerable f i n e a e c i s i o n s and ad jus tmen t s , i t would 

perhaps be i m p r a c t i c a b l e , and as a p r a c t i c a l s u b s t i t u t e the t h r ee 

g e n e r a l c l a s s e s o f r evenue , r a i s e d i n amounts e o u i t a b l y e x p r e s s i v e 



o f the s e v e r a l c l a s s e s o f b e n e f i t , might he d e v o t e d to d e f i n i t e p a r t s 

o f the whole program f o r which t h e i r u se i s g e n e r a l l y a p p r o p r i a t e . 

S p e c i f i c a l l y the Federa l revenues mignt be d e v o t e d to the im­

provement o f the s u g g e s t e d i n t e r r e g i o n a l system and the r e g u l a r F e d e r a l -

aid, sys tem, s i n c e t h e s e a re the systems t o u c h i n g .most d i r e c t l y the 

n a t i o n a l and i n t e r s t a t e i n t e r e s t s . To the e x t e n t tha t l o c a l road and 

s treet improvement nay he p r e d i c a t e d upon broad grounds o f the s o c i a l 

and economic w e l f a r e o f the n a t i o n a Fede ra l c o n t r i b u t i o n to these 

f a c i l i t i e s a l s o would be j u s t i f i e d . 

Hoau use r revenues c o u l d be used to match the Fede ra l c o n t r i b u ­

t i o n s to main a r t e r i e s , both r u r a l and urban, and t o suppor t the remainder 

o f cost o f a d e f i n i t e l y a p p o i n t e d group o f r o a d s and s t r e e t s corner i s ing 

what might be c a l l e d a motorway sys tem. Such a system shou ld compr i se 

a l l p r imary roads and s t r e e t s and the more impor tan t f e e d e r roads end 

s tree t s , to the l i m i t s u p p o r t a b l e by a t o t a l o f such revenues y i e l d e d by 

rates r e a s o n a b l y a d j u s t e d to zne wor th o f the road s e r v i c e and the pu r ­

pose o f p e r m i t t i n g a maximum a p p r o p r i a t e development o f hignway t r a n s p o r ­

t a t i o n . A l i m i t to the i n c l u s i o n o f f e e d e r roads and s treets i n such e 

motorway system would be se t a t the p o i n t where the t o t a l v e h i c l e - m i l e a g e 

genera ted on the e n t i r e hignway system by t r a f f i c o r i g i n a t e d on such 

feeders would f a i l to p r o d u c e , at the a p p l i c a b l e r a t e s o f t a x a t i o n , an 

annual sum s u f f i c i e n t to pay a t l e a s t t h e i r own annual c o s t s . The 

further and c o n t r o l l i n g c o n d i t i o n to be met would be that no g r e a t e r 

mileage o f roads and s t r e e t s s h o u l d be i n c l u d e d i n the motorway system 

than that i f c i ch c o u l d be suppor t ed i n a l l i t s c o s t s by the r o a d - u s e r 

revenues c o l l e c t e d . 
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Since, for inclusion in the motorway system, c i ty s treets and 

rural roads would have to qualify by exact ly the same t e s t s , one result 

of the def in i t ion of such a system would be a f a i r adjustment of the 

competing claims of the various uni ts of government for a snare in tne 

motor revenues. 

By establ i shing a tangible re lat ion between the t o t a l of 

road-user revenue co l lec ted and the costs of a def in i te system of 

roads, the proposed method would a l so tend to discourage the diversion 

of road-user revenues to other than road purposes. The st ipulat ion 

of sucii revenues for the part icu lar purposes and f a c i l i t i e s defined 

would be rendered unassai lable from any point of view, i f the to ta l 

payment on behalf of eacn motor vehic le were made to include, besides 

the sum rea l i sed by the determined rates of special road-user taxes, 

a further sum raised by taxation of the venic le as property at the 

rates applying to otner forms of property. 

F ina l ly , that part of the cost of the projected general program, 

not coverable by Federal contributions and special road user payments 

adjusted as previously described, would remain to be met witn funds 

raised by any form of general taxation, lev ied by appropriate l oca l 

subdivisions of government* 

When the f a c t s developed by the highway planning surveys are 

f u l l y analyzed one conclusion i s certain to have a prominent place among 

a l l the conclusions to which they w i l l po in t . I t i s t n i s : That the work 
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o f providing adequate s t reet and highway f a c i l i t i e s i s fax from f in i shed . 

On tne contrary i t w i l l he very c lear that there are tasks ahead which, in 

magnitude and d i f f i c u l t y , exceed the greatest and most d i f f i c u l t o f past 

accomplishments. Of these the greatest w i l l be those involved in the 

p rov i s ion of adequate a r t e r i a l s t reets in c i t i e s and in tne modernization 

o f the p r inc ipa l rural highways in metropolitan areas . Some such 

improvements w i l l be cos t l y beyond any past experience. They w i l l be 

cos t l y by reason of their necessar i ly elaborate design; and tney w i l l be 

cos t l y by reason o f their heavy right-of-way requirements in areas where 

land c o s t s are high. 

Such f a c i l i t i e s in many instances may not be considered merely as 

future p o s s i b i l i t i e s . They are already pre sent n e c e s s i t i e s . To acquire 

them as rapidly as their need w i l l become urgent i t w i l l be necessary to 

resort to bond issues ; and every si£n poin ts to the f ac t that the bonds 

issued w i l l be revenue bonds. In part they may be serviced with motor 

veh ic le l i cense revenues and gasol ine tax funds. This, at l e a s t , would 

be not inappropriate. In part they may be predicated upon revenues 

c o l l e c t e d d i r e c t l y in the form o f t o l l s from users o f the elaborate 

f a c i l i t i e s created. A de f in i t e trend in tn i s d i r ec t ion i s to be noted 

In recent developments. Poss ib ly a l so there may be an employment o f 

other and more unusual f inanc ia l measures, sucn as tne recovery to the 

pub l ic o f tne unearned increment upon the value of lands and proper t ies 

benef i ted by the improvements. This p o s s i b i l i t y was s tressed by the 
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President in the message with which he transmitted tne Administration's 

recent report to the Congress; i t i s a p o s s i b i l i t y that has been tested 

with some success in other countries , notably in England. 

Already the provision of many such works has been too long 

delayed, by reason of a general reluctance to face the heavy costs 

and other unusual d i f f i c u l t i e s involved, among which are the d i f f i c u l t i e s 

of r ight of way acquis i t ion previously mentioned. In some cases the costs 

of r ight of way may far exceed tne cost of constructing the f a c i l i t i e s . 

For example, the property damage and right of way cost incident to tne 

widening of Woodward Avenue in Detroit accounted for $ 9 , 8 0 6 , 4 0 0 of a 

t o t a l c o s t of $11,127,900 for that improvement. 

I t was with a v i e w to removing th is obstacle to needed act ion, 

eo far as pract icable , that the Public Roads Administration's report 

proposed a plan for the acquis i t ion of such r ights of way by the Federal 

Government, when requested by State and l o c a l governments, to be leased 

to such governments over a long period on terms that would, in such a 

period, amortise the coat . The same purpose could be accomplished by 

Federal loans for similar long periods. 

The prospect of an early provision of means for the accomplishment 

of these desirable purposes was Heightened in the c los ing days of the 

l a s t session of Congress by introduction of ident ica l b i l l s by Senator 

Hayden of Arizona and Representative Cartwright of Oklahoma, wnich would 
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extend the aid o f the Federal Government e i ther tnrougn loans or the 

acqu i s i t i on and lease o f r i gn t s o f way. 

Under the terms o f these b i l l s the Reconstruct ion Finance 

Corporation would be "authorised to make loans to the States, munic ipa l i t i es , 

or other pub l ic bodies to f inance, or to aid in f inancing, the cons t ruc t ion , 

recons t ruc t ion , or improvement o f road p ro j ec t s and the acqu i s i t ion o f rea l 

property or in te res t in property necessary o r des i rab le f o r , or adjacent t o , 

such road p r o j e c t s ; such loans to be made af ter tne approval by the Commissioner 

o f Public Roads o f plans and spec i f i ca t i ons for sucn p r o j e c t s submitted by 

such States or other p u o l l c bod ies , and upon such terms and condi t ions as 

w i l l reasonably assure the repayment thereof within fo r ty years , with in teres t 

at sucn rate or rates as may reasonably be expected to reimburse said Corpo­

ra t ion for the cos t to i t o f the cap i t a l required fo r the making o f such 

loans ." 

The b i l l s , I f passed, would a lso permit the Commissioner o f Publ ic 

Roads to enter in to contracts with States or munic ipa l i t i e s or other pub l i c 

bod ies , in accordance with which he would acquire in the name of the United 

States , ."by g i f t , purchase, excnange, exerc i se o f the power o f eminent 

domain or otherwise", real property or in te res t s in real property "necessary 

or des i rable f o r , or adjacent t o , any road p ro j ec t which w i l l be a post 

road or w i l l foBter in te rs ta te commerce, aid in the national defense, 

f a c i l i t a t e the use o f the mails or promote tne general welfare" , which 

p roper t i e s or in te res t in property the State, municipali ty or other pub l ic 
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body would e i ther purchase or agree to maintain and purchase from the 

United State? "at such p r i c e and in sucn manner as w i l l reasonably assure 

recovery by the United States within fo r ty years o f the cos t o f such rea l 

proper ty , with in te res t at such rate o r rates as may reasonably be expected 

to reimburse the Reconstruction Finance Corporation fo r the cost to i t o f 

the cap i t a l required for such acqu i s i t ion * * * * , " 

These b i l l s w i l l come up fo r considerat ion at the next regular 

sess ion of Congress with considerable prospect o f favorable ac t ion . 

In that event a f i r s t step w i l l nave been taken which w i l l probably lead 

eventually and at no remote date to the formulation o f a highway program 

fo r the United States embodying some, at l e a s t , o f the p r inc ip l e s suggested 

in th i s d i scuss ion . 


