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HXOK#ATS 

5*0* They Orswt the i r present State; Asfi A Flea 
For I&eir Isprovenent 

H. 3 . Fairbank 

*̂b© highway systess of ths Baited States , as i t present ly e x i s t s , i s 
the resul t of soae f i f t y years of construction end reconstruction by the 
:?sdsral GoTsrnrasat, S ta tes , Counties and c i t i e s , defers 1900, vifeh few 
exceptions, re spons ib i l i ty for the construction and repair o f ro^.ds and 
s tree t s was lodged in tha counties end c i t i e s exc lus ive ly . Bi is was not 
inconsistent with the narrowly l o c a l usage of the reads and s t r e e t s . 

3*e Beginning Of State A&s&nlstr&tlon 

Prefaced by act ion in a few States during the l a s t decade of the 
preceding century * &etio:a l i & l t e d general ly to the extension of advisory 
and financing aid to the l o c a l govorn'aents - the assumption e f constructive 
re spons ib i l i t y ey ths St&t&s occurred, State by 3i&te» "between 1900 end 
1920• She r e s p o n s i b i l i t y i n i t i a l l y m%&*8&& was invariably H a l t e d to the 
construction of rural highways. State interes t was general ly occasioned 
"by r e a l i s a t i o n o;* the nesd for consistency and, cont inuity ef improvement 
of i n t e r c i t y , route-? to serve the increasing rang© of aatoaofcile travel sad 
by the incapacity o f the counties to seaport the larger cos t s o f such 
lsaproveaents. 

:"̂ ys£e=iis o f State highways, embracing the pr inc ipa l routes jo in ing 
the larger c i t i e s and county sea t s , were designated and State highway 
deoartsasfcs W P S created to build the roads designated. Maintenance of 
the ro&ds constructed rexaaincd. for a t ine in soae Stages a r e s p o n s i b i l i t y 
o f ths counties . ?o pay f o r tha work performed by the Stats highway depart­
ments State highway f inds were created, often by sgypropriation from general 
State revenues, hut increasingly by dedication of th© y i e l d of s» t©r vehic le 
l icense fees* 

Simltai i sons ly *-ith the undertaking of i n i t i a l advisory responsi­
b i l i t y by the f i r s t of the States* the federal Oovoroseas created, in 
the 3et?&rtffient of A&rieal tu*s t en Office of Scad In&xiry to invest igate 
saethsds of .road building &n& taaintanaacs end render a sin&lar advisory 
end demonstrations! servioe to the county road-building anther! t i s s o f 
a l l states* 

Hw&tti the e a r l i e r years of the century Congress debated the advisa­
b i l i t y of £n_ extension of sare substant ia l f inancia l s id predicated troOB. 
the siower to e s t a b l i s h poafcoffices sn& post m d s assigned to i t by the 
Const i tut ion. )?he f i r s t concrete resu l t of these- debates occurred in the 
inclusion of sn SRrpronrtatien of $500,000 in ths Sfcst o f f i c e Appropriation 
Act f o r the f i s c a l year 19X3 io be expended by the Secretary of Agriculturs 
in cooperation with the jpostsaster Ssaeaal f o r the ia^roveaont of pes t 
roads to be selected by them.. 3 s ta l i ad adain i s trat ion of the expenditure 
f e l l to the Off ice of Public Bjads ( o r i g i n a l l y Off ice of Bc&d Inquiry) o f 
the Department o f Agriculture , 



f£hs Inception of "federal Aid 

This ear ly experiment in Federal par t i c ipat ion in the actual con­
struct ion of roads was followed in July 1916 by passage of the Federal-Aid 
Head Act which marks the Inception of th© plan of federal a id f o r highway 
construction by the Stat©9 which has continued with changes in form, 
method and amount, but without interruption to the present t ime. 

Ths Act of 1916 appropriated $75,000,000 to be expended in f i v e 
years in amounts increasing annually by increments of $5*000,000 from 
$5,000,000 f or the f i r s t year to $25•000,000 f or the f i f t h . I t provided 
that th© t o t a l sums appropriated would be apportioned among a l l States in 
accordance with a formula based upon the area and population of the several 
States B.nti ths mileage of post roads in each as c e r t i f i e d by the Postmaster 
General« The apportioned muss ware to bo expended in the respect ive States 
f o r the construction of roads "over which the United States mails are now 
or may hereafter be transported, t t and could be so expended only i f the 
federal contribution were matched in at l eas t equal amount from funds of 
the States . T%intenance of tho roads constructed would remain a respon­
s i b i l i t y of the States . 

federal Aid As A f a c t o r In 
The Strengthening Of State Administration 

A most ingjortant provision of the 1916 Act was ono requiring the 
creat ion of a State highway department of adequate powers by a State , as 
a condition precedent to the S ta te ' s part ic ipat ion in the Federal a i d to 
b© provided. This requirement resulted quickly in the creat ion of State 
highway departments in ? States in which no such department had previously 
ex i s ted , end in a strengthening o f the powers of ex i s t ing departments in 
9 other States to f i t them for the performance of functions required by 
th© Federal Act . Of those required functions the more important were the 
i n i t i a t i o n of improvement projec t s to bs undertaken and the planning and 
immediate supervision o f the construction involved subject to the approval 
of the Secretary of Agriculture, act ing through tho Off ice of Public Koads. 

Prior to the passage of the Federal-Aid Road Act the principal 
executive o f f i c e r s of most of th© then existing: State highway departments 
had joined in the formation o f the American Associat ion of State Highway 
O f f i c i a l s . Itois organization, representing in large measure the views 
and desires? of State governments, had been i n f l u e n t i a l to a considerable 
degree In the Congressional shaping o f provisions o f the Act . The i n f l u ­
ence thus exerted by the s tates through the ir State highway departments 
and the Associat ion a t the inception of the Federal program, has been 
continuously and e f f e c t i v e l y exerted in a l l subsequent modifications o f 
the program. 
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nUiG Oeal^nation Of Pr imry HlgXtway -^yatans 

As previously renerVed, the designation o f jmrt ieu lnr systems of 
•nrimry hltfhwnys for conntruetion a t fttate erpena© had boon «-* feature of 
the A&aunotlon of State respons ib i l i ty in laany 3 t n t e e in the years between 
1900 1920* "Chis pr inc ip le wn« not given e f f e c t I A tha 1916 Federal 
Act . 'ihe t*08t roads to t£>iob tho r*ld prof erred by that Act was appl icable 
tota led to a substantial percentage of tho country*a ent ire rural road 
pjiX 0 - 5 ^ e , and included rondo of a l l funotioHol c l a s s e s , from those of 
roro^ni«a.bly rriiary character tfown to road* of tor t it*, ry uud l e s s o r a l®-
nl fIcono*. A s imi lar lack of systematic l imi ta t ion continued in tho ope mo­
t ions of n m & of the $t* tos l a t e ao iy20. 

This defect of tha Federal l m m n corrected by passage of the 
Federal Hi^h^ey Act in 1921. The new law r e w i r e d the designation of a 
syetam of highways, tn&inly in ters ta te in character, including not wore than 
7 percent of tho tot'tl h ighwy silicone o*" adch state; and confined to the 
1 improvement of the designated ays tea the expenditure of a i l ifodextd iunda 
to be impropriated, 'Cho Act r e t i r e d the tfoalgtuttton of the system to be 
made In each Stat© by i t s highway department, subject to the authority of 
tho rfceratery of Agriculture to approve l a itfhole or i n part or to r e t i r e 
modifications or rev is ions of tho systems i n i t i a l l y designated by the ;?tnte 
agencies . 

In this sianner the federa l -a id hi£hw*v syatera came into bains . Kn 
ao«ao States , the designation of th i s eye tan constituted the f i r s t selection 
of a syat©ra of highways of priiaary. charac ter i s t i c s . In Many States* a l l or 
tho Tn&jor T-.art of the previously ident i f ied State highway systems WAS 
Included in tho f edera l -a id system* On the part of the tfeder*! &ovam>-;enfc, 
the Tfurenn ( forcor ly Off ice ) of i t a l i c Ko^da requested the \'ar napartaent 
to indicate such ro»ds an i t should consider to he of p r i m r y strnte&ic 
lniportance end des irable of inclusion in tho system to be designs tod, "Co 
th is r e f l e t the War department responded by supplying map, approved by General John J . .<%rshin/e. then Chief of Staff , A l l o f tha highways ao 
indicated were included in the ifodoral-aid system ao i t vas designated. 

After designation of the ffodei^-lt-nid system, a l l appropriations 
authorised by the- nonpros awl the required laatehlnft fluids of the Stntee 
were appended exc lus ive ly on that eye tern. 

•Jha ApT̂ ortion?nent Of J'edeml Aid ?h» oriitf&al fotsuuln governing apportionment of tba JfederAl authorl-KRtions has remained unchanged in i t s ftprliontion to the p r i o r y >?cdartil-«iid 
system, e x c e p t by the s l ight nodif icat lon t l w t no Stote shal l receive l eas 
than one-half o f one percent of the t o t a l authorised. 3*xt the or ig ina l 
requirement of a.t l e a s t equal matching \*16h fjfcsta fUnda of tha f e d e r a l 
contribution to the coat of ror^ds b u i l t w«s m o d i f i e d by the federal Highway 
Act, in r e s p e c t to roads-built in any state c o n t a i n i n g unappropriated public 
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l a u d s exceeding 5 p e r c e n t o f the t o t a l a r e a o f a l l l a n d s i n the State* t o 
p e r m i t payment o f a f e d e r a l share o f tho c o s t up t o 50 p e r c e n t p l u s a 
p e r c e n t a g e equa l t o o n e - h a l f o f the p e r c e n t a g e o f u n a p p r o p r i a t e d p u b l i c 
l a n d s ift t ho S t a t e . 

F e d e r a l a p p r o p r i a t i o n s c o n t i n u o u s l y a u t h o r i s e d th rough tho d e c a d e 
o f t he t w e n t i e s and i n t o t he s u c c e e d i n g d e c a d e , t o g e t h e r w i t h t he r e q u i r e d 
e t c h i n g funds o f the s t a t e s , were expended on t he F e d e r a l - a i d highway 
sys tem, u n d e r the Fede ra l highway A c t , o f w h i c h the f o r e g o i n g wore the 
p r i n c i p a l p r o v i s i o n s . 

Independent A c t i v i t y Of She s tates 

Sln to l t aneous ly , the s t a t e s , i n v a r i o u s d e g r e e s i n d e p e n d e n t l y and 
without federal a i d , were making improvements on the i 'ederal -a id system 
and on their own State hi$iway systems which i n feome States were of l arger 
e x t e n t than the T e d e r a l - a i d sys tem. Progressively* t he S t a t e revenues f o r 
t h i s p u r p o s e vex© r a i s e d b y s p e c i a l taxes payable by the owners and u s e r s 
o f m o t o r v e h i c l e s . A f t e r i t s f i r s t a p p l i c a t i o n b y Oregon i n 1919. the 
g a s o l i n e t a x , r a p i d l y adopted and c o l l e c t e d i n a l l S t a t e s b y 1930, became, 
in consonance o f the rapid increase o f mo l o r vehicle t rave l , the pr inc ipal 
source of State highway revenue. 

A c c e l e r a t e d b y State b o r r o w i n g In s u b s t a n t i a l amounts , a m o r t i z e d 
general ly w i t h rood-user revenues, construction of the Fedoral-ald and 
S t a t e highway systems progressed r a p i d l y during the t w e n t i e s , end by the 
e a r l y t h i r t i e s an i n i t i a l i rove men t of theeo ytrimxy ^yetem a s they 
had then b e e n designated, was n earing c o m p l e t i o n . 

In the improvement of the Fdder&J&lcl s y s t e a and a l l o f tho S t # t e 
highway systems a s or ig ina l ly provided f o r , the c o n s t r u c t i o n of routes 
into and through the c i t i e s was d e l i b e r a t e l y re s t r i c t ed , even prohibited, 
E f f o r t was purposely concentrated on the construction o f primary rura l . 
In terc i ty highways on w h i c h 1 improvement needs were deemed to be greatest . 
The r e s u l t s o f t h i s s i n g l e n e s s o f pu rpose and a p p l i c a t i o n were e v i d e n t i n 
the r a p i d i t y with which the i n i t i a l improver sent o f the pr inc ipa l rural 
highways o f the country wae c a r r i e d out . 

B l s i n g Demands For C i t y And L o c a l Hoad Improvement 

?ho f i r s t d e p a r t u r e s frora t h i s p o l i c y o f C o n c e n t r a t i o n en th© im­
provement o f the p r i m a r y r u r a l h ighways , so f a r a s the f e d e r a l - a i d program 
v&s c o n c e r n e d , o c c u r r e d d u r i n g the d e p r e s s i o n of the 1930*motivated 
p r i m a r i l y b y t he d e s i r e t o p r o v i d e work f o r the unemployed. 'L'he n a t i o n a l 
I n d u s t r i a l Ho c o v e r s ' Act i n 1933 removed the r e s t r i c t i o n s w h i c h had t h e r e ­
t o f o r e o p e r a t e d v i r t u a l l y t o p r e c l u d e d e x p e n d i t u r e on c o n n e c t i o n s o f the 
F e d e r a l - a i d sys tem th rough c i t i e s . The f e d e r a l - a i d A u t h o r i s a t i o n Act o f 
1936 made p r o v i s i o n f o r e r o e n d i t u r e i n tho f i s c a l y e a r s 1938 and 1939 o f 
r e l a t i v e l y , s m a l l gums ($?,5*000,000) f o r " seconda ry o r f e e d e r r o a d s , i n c l u d ­
i n g fa rm- to -marke t roada , r u r a l f r e e d e l i v e r y w a i l roa&g, and p u b l i c s c h o o l 
bus route??, tt 
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In th© States , the y i e l d of road-user taxes which had been devated 
in large part to the primary roads, oeiae to be dis tr ibuted in increasing 
proportions to other purposes. Plainly, th i s d ivers ionary tendency vas 
due to the depression-borne d i f f i c u l t i e s o f revenue c o l l e c t i o n , She re 
was, however, a l e s s e r tendency to increase the aiaounts of the road-use? 
revenue assigned to the improvement of l o c a l roads nnd s t r e e t s . Whereas, 
f o r example, In 19?5 than ?6 percent o f the $39^,000,000 y i e l d o f the 
road-user taxes was d is t r ibuted f o r use on the primary roads as costpared 
with %?, percent f o r l o c a l ro&ds and s t r ee t s , and a d ivers ion to non-highway 
purposes of l e s s than 2 percent; by 1936, the percentage o f the 
$1,020,000,000 y i e l d a l l o t t e d to primary roads had dropped to l e s s than 58» 
th© percentage f or l o c a l roads and s treets had risen to 26 percent , and 
more than 16 percent \m® diverted to non-highway purposes, 

B i t , notwithstanding these tendencies , the sums ava i lab le l o r 
primary roads regained r e l a t i v e l y large and, because o f the lower pr ices 
preva i l i ng during the depression, accomplished much toward the further 
improvement of the p r inc ipa l highways. 

Value Of The Statewide Highway Planning Sarveys 

The Federal-aid Authorization Act of 193**i b e t t e r known as the 
Hayden-Cartwright Act, contained two provis ions which were destined to have 
pronounced e f f ec t s in the planning snd financing of the future course of 
the country 1 s highway program. F i r s t , by attaching a I s d o r a l - a i d penalty 
to tho further divers ion of State road-ussr revenues to non-highway pur­
poses , i t halted the tendency in that d irect ion which had strongly set i n . 
Second, i t authorised expenditure of not to exceed l]t percent of the annual 
Federal-aid authorizations for engineering end economic invest igat ions of 
p r o j e c t s f o r future construction. f lhis l a t t e r provis ion made poss ib le the 
undertaking of Statewide highway planning gurveya in a l l States , through 
which, as never before , the states were enabled to assemble a l l of the 
fac t s e ssent ia l to the planning of a balanced program for the further im­
provement of a l l roads and s tree t s in proportion to determined needs, 

State Of Th© Highways In The Mid-SMrt ies 

At th© time of ths passage of the Haydsn-Oartwrlght Act the status 
of tho country 1 a highway program could be described approximately as fol lows? 

The primary rural network had been lsrproved to sub­
s tant ia l adequacy for the then ex i s t ing t r a f f i c , l a r g e l y 
with two "Iane surfaces, many of which were of low-typ© and 
r e l a t i v e l y Short l i f e , but ranch of the mileage Improved in 
ths e a r l i e r years was? approaching tho need of major recon­
struct ion, further, i t was becoming evident that tho two-
t r a f f i c lanes , which had e a r l i e r beon ample on a l l roads, 
would progress ive ly be overtaxed in the ir capacity by the 
heavier t r a f f i c volumes being generated on a considerable 
mileage, e spec ia l l y near the large c i t i e s * Heed for a con­
siderable program of road widening could be foreseen. 
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a r t e r i a l s t ree t s of c i t i e s , r a r t i c u l a r l y those 

which formed the t rans -c i ty connections of the primary 
rural network, wore becoming ser ious ly congested, flead 
for tho widening of these street*,' and poss ib ly more 
radical improvements designed to increase the ir t r a f f i c 
capacity was apparent, 

Farmers and others concerned over the condition of 
rural secondary and feeder roads, including the county 
author i t i es responsible for l oca l road administration, 
were claiming a larger share of the ro^d-user reventiea 
and other forms of r-itf f o r the improve-»ent of these l e s s e r 
roads. ?-&ny of such roads were already subjected to sub­
s tant ia l volumes of t r a f f i c which e a r l i e r were carried 
only on the primary highways. 'Sve county authori t ies were 
encountering increasing d i f f i c u l t y in financing tho needed 
improve onto with real property taxes which h i s t o r i c a l l y 
had boon tho principal source of revenue for l oca l road work. 

tt» fac t s of road condition and t r a f f i c demnd quickly gathered by 
the highway planning surveys gave dimension to these various needs, which 
in the ir sum transcended the to ta l o f f inancia l means ava i lab l e , and 
several ly competed for larger shares of the l imited means. 

The . f irst Modem turnpike 

In 1 9 3 7 , the State of Pennsylvania, seeking addit ional means for the 
b e t t e r accommodation of t r a f f i c between Harrieburg and P i t t s b u r g , decided 
to return to the t o l l pr inc ip le of financing which e a r l i e r had been 
coispletoly abandoned. I t crested a epeclal State turnpike authority which 
issued revenue bonds and, in two years, completed the construction of the 
Pennsylvania Turnpike - a high-type, four-lane divided highway, 160 miles 
in length* 

This resort to t o l l financing as a means of Quickly accomplishing 
the more expensive Improvements required on the most heavi ly traveled 
highways, inspired sm increasing advocacy of the wider, even the general 
use of t o l l f inancing, 

The Congress in 1938 d irected the Bureau of Public Beads to inves­
t iga te and report upon the f e a s i b i l i t y of bui lding a t o l l system of trans­
continental highways, three In number, from eas t to wast, and three from 
north to south. In i t s report, returned in 19391 tho T\ireau advised that 
while i t doubtless would be f eas ib le to finance with t o l l s the improvement 
of some of tho country 1 s ina^or i n t e r c i t y a r t e r i e s , the t o l l financing of a 
country-wide system of roads of the extent .-md character indicated would 
be impossible, $he Bureau recommended as an a l ternat ive that detai led 
invest igat ions be undertaken leading to the designation of a system of 
reasonably direct interregional highways, with appropriate connections 
through and around c i t i e s , U n i t e d In tota l extent to not mor© than 1 
percent of the to ta l mileage of rural highways in the United States , *£o 
the construction of such a system, beemis© of i t s predominantly national 
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iE^ortanee, th© bureau s u g g e s t e d , the Fede ra l ftoveraiaeat could reasonably 
contribute in a proportion isaterial ly l a r g e r than that i n w h i c h i t had 
contributed to the improvement of Fsder&l -a id highways g e n e r a l l y . 

I n c e p t i o n Of flee N a t i o n a l System Of I n t e r s t a t e Highways 

A c t i n g upon t h i s s u g g e s t i o n , tha P r e s i d e n t i n 19^1 a p p o i n t e d a 
National Interregional Highway Cosaaitte© o f s even sfcwbera t o r e v i e w a l l 
e c l a t i n g data and surveys and reeoHimand a l i m i t e d system of national high­
ways designed* t o provide a bas i s for improved interregional transportation. 
On January 1, the Coes&ttee reoorjraonded end defined a e y a t e a of aain 
i n t e r c i t y c o n n e c t i o n s const i tut ing such an i n t e r r e g i o n a l sys tem w h i c h , v i t h 
t he s f l d l t i o n o f not more than 3.000 m i l e s o f c i t y e i r cura fe ren t i aX r o u t e s to 
bo se lected a f t e r n o r e deta i led study, i t p r o p o s e d f o r ; ; d o p t l o n . 

In the F e d e r a l - A i d Ki^iway Act o f 19'***, i n pursuance o f these 
recommendations* the flon^ress directed t ha t : 

inhere shal l be designated w i t h i n t h e continental 
United States a national System of Interstate Highways 
not exceeding f o r t y thousand wiles In t o t a l e x t e n t so 
located a s t o connect b y routes , as d irect as prac t i cab le , 
t he ' p r i n c i p a l metropolitan a r e a s , c i t i e s , and i n d u s t r i a l 
c e n t o r s , to s e r v e t he n a t i o n a l d e f e n s e , and t o c o n n e c t a t 
su i tab le b o r d e r points with r o u t e s o f c o n t i n e n t a l iiaportaaca 
In the i M i n i o n o f Canada- and the Repub l i c o f mrleo, She 
routea o f the N a t i o n a l System o f Inters tate Highways s h a l l 
b o se lected by j o i n t action o f the Stat© highway departments 
o f each State and the adjoining States , a s p r o v i d e d b y the 
f e d e r a l Highway Ac t o f November 9, 1921, f o r the s e l e c t i o n 
o f t h e F e d e r a l - a i d ayatera. M l highway* o r r o u t e s i n c l u d e d 
In the national ^ysteia o f Inters tate Highways as f i a a l l y 
approved, i f not already included In tho .Fodsral-aid h i g h ­
way eystsro, sJiall be added to said systen vlthoufc re&fcrd to 
any n i leage l i m i t a t i o n . t l 

The p r o c e s s o f d e s i g n a t i o n d e f i n e d b y t h i s A c t w%s c a r r i e d exi t , and 
on August P.t W? the result ing tfatioaal Hyatt* of In fears tats Highways w»a 
approved b y the Administrator of the federal Works Agency, o f which the 
Bxreau of Public Roads was then a. constituent p?.rt. The system aa then 
d e s i g n a t e d embraced a t o t a l o f 3?,$00 mllea o f w h i c h 3,7?8 m i l e s consisted 
of s t r e e t s i n urban a r e a s including c i t i e s o f 5#000 o r more p o p u l a t i o n m d 
the remaining 3'f#02S m i l e s wns made up o f r u s a l i n t e r c i t y connections and 
roads In t he w t l l e r c i t i e s m.nd tovms* 

fhus, through tho years o f the Second fcforld '^ar, the or ig ina l concept 
of an interregional h ighway system grew to the designation of the i-;ational 
System of Interstate ttlgfeMay* as we now know i t . I t s s e l e c t i o n wa.;? infosued 
by the f u l l e s t array of fac t s aver assembled for such a purpose and f i n a l l y 
determined b y the highway a u t h o r i t i e s of the States and Fede ra l Oovernneat 
most c o p a t e n t to act in such a matter. There i s no doubt that this system 
embraces those p a r t s of our ent ire h ighway ne twork which in their t o t a l i t y 
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const i tute a system&tie integration of the most Important highway routes 
of the nation - most important for tho service of peacetime travel and 
transportation and equally important in the i r s trategic uses in case of war. 

•Dhe State Of *2he Highways Post-War 

M i l l s the se lect ion of th© in ters ta te system was in process , much 
was happening to the highways of the country "hut very l i t t l e was done to 
advance t h e i r improvement, 2fte to ta l volumes of highway t r a f f i c receded 
s l i g h t l y frovo the prewar maxima; but the removal of normal re s t r i c t i ons on 
the s i s e and weight of vehic les encouraged a marked increase in the gross 
and axle loading of trucks and t r a i l e r combinations, in raany cases exceed­
ing the phys ica l capacity of the roadways to support the loads . By national 
po l i cy , highways were stamped as s p e n d a b l e , and they were ©spended. !There 
was widespread damage which, by reason of ex i s t ing re s t r i c t i ons on the use 
o f Materials and manpower, i t was pos s ib l e to repair only in part and with 
tha greatest d i f f i c u l t y . Accomplishment of the large task of highway 
reconstruction and modernisation foreseen as a number one necess i ty before 
the war was held in abeyance. W© emerged from the war with a highway system 
badly depleted in i t s physical condition and. wholly robbed of what should 
have been the substantial increase of i t s t r a f f i c capacity during the years 
of the c o n f l i c t . 

With the unexpectedly qjiick growth of postwar t r a f f i c these d e f i ­
c iencies becara© glaringly evident, ffe&eral^aid authorizat ions were increased 
above any amounts previously provided, with funds earmarked for primary, 
urban and secondary highways. The importance of the in ters ta te highway 
system was recognised by tho Congressional dedication, at f i r s t , of annual 
sums of $25,000,000, increased by the l a t e s t Act to $175iOOO,QOG. The 
State highway departments, armed in the beginning with wartime accumula­
t ions of unexpended revenue, have been favored by the substantial increase 
of road-user revenues consequent upon the rapid growth of vehic le r e g i s t r a ­
t ion and usage. Bat inoreased prices f o r construction and maintenance work 
have o f f s e t tho larger revenues, so that the best that can be said general ly 
i s that i t has been p o s s i b l e to halt the re la t ive regression of highway 
suff ic iency. Som* notable advances have been made in the construction of 
modem expressways in a few c i t i e s , and l e s s ambitious improvements have 
been made in th© capacity of tho a r t e r i a l s t r e e t s of ssany c i t i e s . Beeded 
re locat ion, widening and strengthening of the primary rural a r t e r i e s , 
e spec ia l ly those included in tho in ters ta te system i s progressing slowly. 
<Sie larger Sedera^aid appropriations for secondary roads are a m t e r i a l 
fac tor In tho accomplishment of substantial improvement of roads of that 
o l a s s . 

Insuf f i c i ent Bevenue 1!he Cause Of 
Present Highway Deficiency 

5V>r the fac t that progress in the modernisation of the primary high­
ways i s disappointingly slow, the insuf f ic iency of f inancia l means i s s o l e l y 
responsible , Th© regularly constituted highway author i t i es o f the States 
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and federal Government have t he c a p a c i t y t o p l a n and eyecut© the much 
needed improvements ^e r a p i d l y a a they can ho e f fected by any o t h e r 
agencies . 

fhe r e a d i n e s s with wh ich p r o p o s a l s f o r th® construction o f new 
turnpikes a r e a c c e p t e d i s p r o o f o f t he publ ic u n d e r s t a n d i n g o f the imme­
diate need f o r l a r g e improvement of major r o u t e s o f i n t e r c i t y t r a v e l . 
'£he l a r g e d i v e r s i o n of t r a f f i c t o t he se t u r n p i k e s when they a r e c o n s t r u c t e d 
and the s u b s t a n t i a l volumes o f new movement which they g e n e r a t e , e v i d e n c e 
the willingness? o f road-users to pay at high mileage rates f o r ths conven­
ience and s a f e t y o f t ru ly adequate highways. An unfortunate consequence 
o f the r e s o r t t o the t o l l wsthod o f f inancing th© construction o f such 
f a c i l i t i e s l i e s i n the s e v e r a n c e o f highway administration w h i c h r e s u l t s 
when small segments o f th© highway system are set apart for^construction 
and operation hy special turnpike authori t ies from the general adminis­
tra t ion of the f a r l a r g e r remainder of the system by the regularly 
const i tuted State and Federal author i t i e s . 

l h e P resen t Problem G r a p h i c a l l y D e p i c t e d 

The four charts attached t e l l i n a c o n c i s e way the whole story o f 
th© r i s e o f the present-day highway prosiest* $hoy p i c t u r e the rapidly 
increasing numbers o f v e h i c l e s r e q u i r i n g accommodation, the l a c k to t h i s 
day of a c o n s i s t e n t and commensurate f i n a n c i a l provis ion f o r t he c o n ­
s t r u c t i o n of highways, th© degree o f the highway def ic iency that has 
resul ted, the nature o f the re la t ion that has exis ted between highway 
t r a n s p o r t a t i o n and the general economy o f the country, and t he probable 
continuance of highway inadequacy in the absence of a substantial I n c r s a s e 
i n the rate o f cap i ta l investment i n the highway p lant . 

'Motor-Vehicle Registrations - 1920-195*1-
'lhe chart so captioned shows how tho numbers o f motor vehic les 

have increased o v e r the y e a r s , and th© r e l a t i v e numbers of a u t o s , trucks 
and buses in e ach year, l h e numbers o f t r u c k s aad buses a l o n e now excoed 
the t o t a l o f a l l vehic les in 1920, and tho substantial increases in t h e s e 
l a r g e r and heavier vehic les now annually recorded are s i g n i f i c a n t beyond 
the ir numerical v a l u e s in the i n c r e a s e o f t r a f f i c \ d e m a n d upon the h ighways . 

Our r o a d s a r e b u i l t to serve the movement of the v e h i c l e s here 
enumerated. Ootuit something leas than 10,000 wi les a y e a r f or each veh ic l e , 
m average annual amount t ha t tends s l i g h t l y t o i n c r e a s e f rom y e a r t o y e a r , 
and you add up to the stupendous t o t a l s of vehicular movement o u r s t ree t s 
and highways are now r e q u i r e d to a c c o m o d a t e * She t o ta l has r isen from 
302 to 5*40 b i l l i o n vehic le-miles between 19**0 and 195^-

*?ow see th© chart captioned? 

mwmua, AID KXGHIC&Y COHSOTO ÎON ms m PSACW 

Here we m© y e a r by y e a r the t o t a l c o s t o f ifederal-aid highway 
construction. While t h i s I s o n l y p a r t of the t o t a l of a l l highway 



construction I t r e f l a t e «wjcurafcely wh&t has boon oocurritt# i n the ont ire 

Ska hsi^ht* of ths shaded b«rs represent the actual floats l a do l lars 
o f ©hanging ^urftb&»i»$ po*or, r t a bo igbts of the «0Jnesnt bl&ek hers 
ro^rsssttt the do l lars that would h&v© bosn m i u i r s d to do the gsme SQtonat 
of work a t ths mmmep pr lese prevai l ing during fcfce period 192> -1929« 'Ssus 
tlie b lack h*%rs afford, a 'true oo'^ferison of the tcfcusl physio**! v o l t e s of 
construction involved in ths F@des&l«»^t*-fce coepomiiv© -progr&s* fros* y s « r 
to year . 

Sawn 1928 through l $ k l hid pr ies* w»ro lower %h#-n the #.v<jr&^s f o r 
tho hass period. §o ths adjusted values (fctack- "bsrs) ure higher than ths 
actual d o l l a r values ( s ta led h©y»)t Price Inersases s ince 19&2 havs 
rsvoresd tho re la t ive heights o f tho h » r s . f>ineo thaii year the adjusted 
vslvuss (hl«ok b&rs) h&ve been ths s m l l s r . Sis hleok burs thus t&f l se t 
th# post w 8hrli&#.£s In purohasStv? £-ovsr of the dollar* 

tlotiee that ? 9 5 3 ' a aotuswl ©xpsftditu**© of mr* ihatn P. h i l l l o n dol lars» 
which »or* than dawhleA th& ©snsndltur* ©f l o s s f&an 5̂0 m i l l i on 
dol lars* pjsaduead & construction volume whioh in adjusted mit t s o.s&eedsd 
ths 19J6 valum© by only about BO pvmmb* Between thsss two ye&rs tho 
raislsfcrs-tion of vehic les inorsf.sed by Just ofeont 100 percent , 

2?hs vah le l sa , inewmsiag at » w t s t>« far beyond the r&fc<* o f high* 
w y eon status t Ion sad rscsnstruatlon: sasd© peseihlft hy highway h i l a r s 
f rovldsdi hsvs itr*fte ds^sads upon the highway plant to which the condit ion 
of the pl^nt h&s become inerORsin^ly i»ade*pats. AR increasing def ic iency 
has acousiali*tsA varying in dsggtva fro?? Bints to 3tat©» but of substsn-
t l«: l proportions in fell <&fttes# , 

On ths v i t a l l y IsstfHrtant routes of ths Tuition.* 9 backbone highway 
systoia ths varying dogroes o f thses ds f i e i sno i sa are shown in the chart 
captioned* 

mmczztm &)mxzu or mm* mm$m of 
3m v m m ^ $tmm m mrnmv&?u ?.ie^t$ 

*fih* rural highways included in th i s system o f tatoratftts routes * 
ths asgsis&t of our ent ire higfcsny *ysi«& of gwasfcsst s ignif icance f o r 
service of ths s n t l o a ' s transjportation nssds h o i h in t>ss.o« a«$ war * s r s 
shown to "be variously ds f lo i sa t from $te.te te Stft-ts» Jn n^tionsl sum«^.ry« 
only ^ . p s r c e n t of th^ rur&l siilna?^ of ths systs») in rated » s o o ^ l e t s l y 
auf^telsat In i t s pre neat condition fer ths s srv lce of th© trwf-?lo I t 
e&rrlos* if?svoaty-'six percent o f the* tdlestj^ i s fsuad in nead of r©<3on» 
struction and i^rove-stnt tc nar^set ssd-fiiing lissfcds^soio^* «»nd oa M 
ptrcent o f ih# t o t a l a$lsa^s the nssS o f r soonstmot ion i s c r i t i c a l * 

A l l o f thses indies© of ths p«ohl«« t l v^ f^css us «-rs b r o u ^ t 
togethsr in the chart oaptie&sdt 
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Hera, in tha section labeled HIMTOKICAli, are shown by tho alack 
bars th© annual totals o f highway expenditure on a l l of the nation's 
roads and s t r e e t s , frora 193° to 195*K tho actual do l lar expenditures of 
each year adjusted to tho coacton base of 1953 road construction p r i c e s . 

fhe depreciated value o f the highway p lant in each year, resul t ing 
from those m,& earlier expenditures {not shown on tho chart) i s repre­
sented his tor ical ly from 1920 to by the dashed l ino . 

A so l id l ino , appropriately labe led , traces the growth of total 
vehic le -a l ienee (the to ta l of travel on a l l roads and s t r e e t s ) through 
the aa»8 h i s t o r i c a l nerlod. 

And titers i s added another l ino (sol id with dots) which represents 
the changing, and generally increasing, value of the country's dross 
Hational Product, a measure o f th© nation's total economy. 

The construction values are represented to a dollar scale appear­
ing at the ri^Ht of the chart* tfhe curves o f vmi01M~mmsf &8083~ HttlOlUXi 
PBOmrCT, mmmAfm) im&mmv, represent index values of these . d i f f e r ­
ent quant i t ies referred to the value of each Sn the year 19**0 represented 
as 100 . 

Soto that the curve of increasing vehlcle-jnlleage, s tart ing low i » 
1930, aoon catches up wiVh tho curve of gross national product &nd con­
tinues in c lo se p a r a l l e l with i t through the deoade of the t h i r t i e s . 3foe 
inore&si»3 use of rotor veh ic l e s , s tart ing in e a r l i e r obvious immaturity, 
had by then reached a stag© of raature growth c l o s e l y geared to the growth 
of the general economy. 

1'ho curve of depreciated highway investment, r i s ing from ear ly low 
values ia tho years when the highway system was s t i l l l a r g e l y unimproved, 
a l so approaches the othsr two curves and runs with theia through the 
t h i r t i e s , ^his decade, i t should be remarked, was the period when our 
highways were reeognigably taoet adequate to the ir taak. The concentrated 
and accelerated road building effort of tha two precede sg decades had by 
1933 produced a system of, largely, two-lano highways. However inadequate 
this system would be rated by tho measure of today's needs and standards, 
i t bore a c l o se re la t ion to the needs of i t s day, and through the l a t e r 
years of tho decade i t remained in that fortunate re lat ion as a resul t of 
a sustained large volume o f reconstruction and new construction. Shis 
high l e v e l of construction a c t i v i t y in largo measure raised to the then 
necessary standard of adequacy not only the pioneer improvements of the 
e a r l i e r decades but also most of th© previously unlsjnroved mileage o f 
?nore iimportant highways. 

With the onset e f tferld ftar I I tho hitherto p a r a l l e l trends of the 
three curves abruptly d iverge. $ho curve o f ^ross national product mounts 
upward with the War generated heightened productive activity* the curve 
of vehicle-miles drops precipitately under tho compulsion o f gasoline 
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rationing. ?fh© curve o f depreciated investment soon follows downward the 
lessening input of construetlon effort tot. had already &et in as ear ly as 
1936. In this l a t t e r , d e c l i n e there "began an arrearage of highway adequacy 
which, f i rs t seriously fe l t i^mediatoly a f t e r tho War, has continued end 
increased to this day. 

In the close juxtaposi t ion of the three index curves which existed 
during most of the decade of the t h i r t i e s , we yee n condit ion that probably 
must subsist in any period of appropriate balance between road usage and 
the f a c i l i t y provided and between both and the s tate e f the general economy. 

In an economy such as ours, so large a part of which is bound up 
with th© manufacture, servic ing - m d use of motor veh ic l e s , re la t ive changes 
in the general economy result in considerable part from corresponding 
relative changes in the numbers a m i uses of veh ic l e s , and vice versa. And 
i f , in some not yet foreseeable future period, a constant l e v e l of the 
depreciated or serviceable value ef the hi$n*ay plant can be accepted as 
the reasonable requirement ef a then unchanging maxiioua l e v e l of highway 
usage, i t i s f a i r l y apparent that the upward climb of highway usage or 
vehiale-^aileF'.ge should most appropriately be matched by a p a r a l l e l augmen­
tat ion of the depreciated value of the highway plant. 

Hot since the end of the second v;orld Sfer has th i s condition existed, 
Oa the contrary, as the chart shows, the rapid increase of vehicle-mileage 
has f a r exceeded the slight increase in the depreciated value of the h i$ i -
way system i t has been poss ib le to e f fec t with the revenues provided, 

'•'he essential objective of a sound highway program in the years 
ahead i s the achievement ef a rate of new highway investment which w i l l , 
as early as p o s s i b l e , return the future trend of depreciated investment 
to the c lose parallelism with vehicle-mileage growth that existed in the 
period of the t h i r t i e s . 

How far short of this desirable goal a continued investment of 
revenues raised a t current rates is l i k e l y to f a l l i s indicated in the 
FORECAST faction at the right of the chart. Hero the past trend of the 
curve of vehic le-mi les is projected to indicate a pos s ib l e future growth 
to 19?4. fhe bars representing the annual investment in road construction 
through the same period are sealed to indicate the cap i ta l outlay to be 
expected, i n terms of 1953 pr ices , i f the c o l l e c t i o n o f highway revenues 
continues at the current rates of taxation and appropriation. And the 
index curve of depreciated investment takes the course consequent from 
the annual investment shown. 

I t i s indicated that the continued investment of revenue y ie ld a t 
the present rates can at bes t prevent a further lagging ef the provis ion 
of highway f a c i l i t i e s behind the need engendered by increasing t raff ic 
demand, fo take up th is lag ?md return our highway plant to a condition 
of adequacy to the t r a f f i c derannd such as ex is ted during the ten-year 
period between 1930 and 19̂ 0 w i l l c a l l f o r the Investment of cap i ta l sums 
substant ia l ly in excess of the normally to be expected fixture revenues. 
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