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/>)' F k a n k C T u r n e r .'• 
~ EXPECT T h a t many peop le are under the impression that the Federal-Aid 
— Highway Act of 1956 is something entirely new in legislation and that it marks 
a new venture by the Federal Government. But such is decidedly not the case, 
it night surprise you to learn that the 1956 Act is the 29th amendment of an act 
originally passed on July 11, 1916, nearly 41 years ago! 

The legislative title of the 1956 Act states that it is "an Act to amend and sup
plement the Federal-Aid Road Act of 1916." 

Although that original act has been many times amended and supplemented, 
the same lundamental principles of that basic legislation are still very much in 
forte sud still constitute the foundation 
op . which all the subsequent revisions 
"xve been made — including even this 
latest 1956 Act. True, there have been 
important additions as the years have 
passed—just as there were important ad
ditions contained in the iatest act passed 
last year—but it is a remarkable tribute 
to those legislative architects of four 
decades ago that the basic principles 
oriamaliy embodied in the 1916 Act 
have never been found to be out of date. 

Time has brought improvements, 
changes, additions, and deletions in the 
orocecures which we have utilized over 
the years to keep pace with the growth 
of highway development. But the bask 
ionizations which were laid down 41 
years ago stand out more prominently 
today than ever before. They truly have 
stood the test of time and their worth is 
fully prcven. 

Here are some of the bedrock prin
ciples for the cooperative.Federal-Stale 
highway program which has long been 
an outstanding example of sound Fed
eral-State relations. 

Under that program, and still contin
uing, Federal grants to the States are 
apportioned according to a formula 
written into the law which gives weight 
to the area, population, and rural mail-
route mileage in each State in relation 
to national totals. These Federal grants 
. - highway construction must be 
matched by the States with their own 
money. In the continuing program these 
regular or, as we frequently call them, 

• ABC (un:,s are matched by the State on 
a SO-Si) basis. The States have retained 
the initiative and prerogative ir. select
ing the reads to be improved and the 

type of improvement. They are respon
sible for surveys, plans and specifica
tions, for letting contracts, and for su
pervision of construction — subject to 
approval or concurrence by the Bureau 
of Public Roads. Maintenance of the 
roads built with Federal-aid is an obli
gation of the States. 

Legislation since 1916 has authorized 
increasing amounts of money, but the 
Federal-Aid Road Act of 1916 has re
mained the fundamental basis for opera
tion of this mutual Federal-State high
way -oiogram. The cooperative patterns 
which have developed over the years are 
in the best tradition of dedicated public 
service. 

The Federal Highway Act of 1921 
required the State highway departments, 
in cooperation with the Bureau of Public 
Roads, to designate a system of prin
cipal interstate and intercounty roads, 
limited to seven percent of the total 
mileage of rural roads then existing. 
The use of Federal funds was restricted 
to this system. Every route in thi* net
work was proposed by a State highway 
department. The Bureau of Public 
Roads brought the Stales together in 
regional groups to arrange the meeting 
of routes at State lines and thus assure 
a coordinated system of primary roads 
for the entire country. 

This far-sighted step was taken when 
total motor vehicle registrations were 
fewer than 10,5 million, and when trans
continental travel by automobile wv,# In
deed a venturesome and almost unheard 
of undertaking. Today motorists whose 
routes crisscross State hr.es and often1 

span th,; cr.ritir.e;.: '• --.•nee: that 
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these smoothly interconnecting State 
networks did not just happen—behind 
there lies wise legislation and an im
mense amount of careful planning and 
cooperative effort. 

Between the two World Wars a vast 
. Federal-aid network of highways was 
.built. Most of these were- two-lane 
roads designed to C3tch up with existing 

•traffic demands. Few were built with 
the long-range future in mind. 

• Under the impact of steadily increas
ing traffic volumes many sections -of this 
primary system became inadequate— 
this was especially true of those heavily 
traveled routes serving large cities and 
industrial areas. By the end of 1941 
nearly 35 million cars, trucks, and .buses 
were on the move, forming ah endless 
stream of traffic over the busier routes. 
Despite wartime travel restrictions, 
highway problems multiplied. ' ,* 

The Federal-Aid Act of 1944 took 
three important and much-neenVd steps, 
ft authorized the first specific funds for 
Federal-aid in urban areas and it pro
vided for the selection of a Federal-aid 
secondary system. • And most 'impor
tantly, it called upon the States.and the 
Bureau of Public Roads to designate- a 
National System of Interstate Highways 
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L'I m-ecling [lit" nnpor! ant cities, ami u> 
• ttistrial centers of the- country. "You can 
see therefore that this much-discusse-d 
svstem U'as aoihorm'd :md laid out 12 
u':r> aeo rather than in L056. 

I want lo underscore the crucial role 
of highway planning in this period. 
PLmihng which recognized both the 
Wal. day-to-day service performec by 
motor vehicles and the ever-increasing 
need Lo synchronize longer-haul travel 
patterns. Two of Hie Bureau's reports, 
"Toll Hoads and Free Roaas" compiled 
in 1939 and "Interregional Highways" 
prepared in 1944., led directly to the 
1944 authorization for the Interstate 
System. Both of these reports relied 
Heavily on highway planning data sup
plied' by the States and could not have 
been produced without that cooperative 
j.id. Here and elsewhere along the path 
of 'nighwav improvement we find recur
ring examples of the wisdom and sound 
practicality written into the basic 1916 
ACt. 

The need for a nationwide network 
c{ rr.air. arteries, buhl to krgh standards 

""and serving tne entire country, had been 
accumulating for many years. The 
traffic demands of World" War II heavily 

tier scored" this need and also iocused 
attention on the vital role such highways 
play in defense. And by defense 1 mean 
not merely for the movement of men and 
military goods. These highways served 
as a:i integral part of a vast industrial 
assembly line carrying all of the array 
of raw materials, goods in process; and 
finished products that are the symbols 
of modern industry. 

By 1947 the States and the Bureau of 
Puolic Roads, in close consultation with 
ihe military, had selected most of the 
routes which were to make up the 
401)GO-miie interstate System as orig
inally authorized by the 1944 and 
the job of selection was completed in 
1955. 

This planning was basic and essential, 
but we could not build the needed roads 
lecause there was no provision for 
funds or even the prospect of funds to 
complete ihe system in any reasonable 
period of time. Meanwhile, traffic pres
sures, traffic accidents, congestion and 
deky. continued to mount. 

Then, ir. 1954 Congress called for a 

.lew vnviiiilor\ oi ihe Nation'* hign^ay 
needs, and President KIsenhower's ur
gent message lo the Goverr.ors' Confer
ence ia July of that year proclaimed, -he 
overwhelming retui {or a grout'iy en
larged highway construction program. 

The Federal-Aid Highway Act of 
1956 does indeed embrace the "Grand 
Plan" which Ihc President envisaged in 
his message to the Governors. It also 
reflects the long and patient efforts of 
the 84th Congress, highway officials, 
engineers; and the many individuals anc 
organization^ who firmly supportec the 
new program. This far-reaching legis
lation is likewise a direct by-product of 
the close and lor-g-sustained relation be-' 
tween the Federal Government and our 
State highway departments. It Is there
fore a. fitting tribute to 40 years of co
operation, hard work, and good will that 
the 1956 Act became law on the 40th 
anniversary of its 1916 predecessor. 

But at the same time, and because of 
its sweeping scope and enormous size, 
the 1956 Act presents the greatest chal
lenge that State and Federal highway 
officials have ever faced. To carry this 
new program forward, to keep it on 
schedule, and to complete it to the high 
standard which Congress has set will 
require all of the vision, energy, integ
rity, and high purpose that we can mus
ter. 

One very important new provision ot 
the 1956 Act is directly tied to the prin
ciples which I have stressed. That is, 
of course, the added emphasis which the 
bill gives to the highway system concept. 
The bulk of the funds provided by the 
Act is for the completion in a 13- to 
16-year period of a designated interstate 
highway system of specified length and 

. general location built to prescribed 
standards with a fixed amount of funds. 
This feature of the 1956 Act Is new. For 
the first time we have set out to build 
a specific highway system of given ex
tent in a given time interval to a given 
standard, and all authorized at one time 
in a complete package. 

"While :h:s is an important new ap
proach long advocated by highway peo
ple, it adheres to and Is based on the 
principle- :hat we should relate our con
struction effort to a well-dc^ned system 
that interconnect .he principal metro

politan areas, eitie.-, an;, industrial cen
ters, and at the same time serve* the na
tional defense. AH of the nearly S25 
billion anllioWzed by Section Jb'3 of the 
A el must be pal on ibis system—it can
not be diverted elsewhere. • • 

•No matter how we measure it. In 
miles or money, the figures are hard to 
grasp. This huge Federal grant, plus 
another >>2.6 billion collars in required 

'matching funds from the States, will 
provide for a 13- to 16-year construction 
program designed to modernize a 
40,000-mile network connecting all of 
the nation's cities of more than 100,000 
population and our industrial, centers 
from coast to coast. 

•Although it comprises only one per
cent of our total road and street mileage, 
this key network will carry at least 20 

'. percent of all traffic when completed. 
- In sharp contrast to earlier road stand
ards, only about 15 percent of the Inter
state System will be two-lane-highways 

.—-all in lightly traveled areas1—but in 
all cases the right-of-way and' basic de
sign requirements are such'that more 
lanes may be added as required by 
future Increased traffic. The remainder 
of this vital Interstate System .mileage 
will consist of multi-lane, divided' ex
pressways. By contrast with today's 
costly and dangerous congestion; future 

•, urban traffic will flow into and around 
' large cities and industrial centers at ex-
' pressway speeds. Equally, Important, 
; these great trunk lines will act as traffic 
corridors serving the smaller communi
ties, both directly and through intercon-
• necting and feeder routes of the.primary 
and secondary systems. This network 

; also will bring town and country much 
" closer together In time and .ease of 
travel. ". 

•• .Design standards and other features 
.of the Interstate System are. in; keeping 
with its principal long-range, functions: 

1. To interconnect commercial and 
industrial centers from coast- to 
coast. - • 

2 To serve the multiple .needs of 
highway users In thousands of 
communities adjacent to these 
traffic corridors. 

3. To provide swifter, safer, more 
• efficient movement of goods • and 

people within large urban areas. 
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4. To strengthen t l i e nation's defense 
and ; : d d to iis survival potential in 
the event of warfare. 

For the first time the 1956 Act legis-
l a L v t - l v requires engineers to design lor 
specific future traffic loads— the types 
ill".d volumes o f traffic forecast for the 
system in 1975. Thus we are looking 
nearly 20 years ahead, "when more than 
100 m i l l i o n passenger cars, trucks large 
and small, and buses are anticipated— 
an increase of more than 50 percent over 
lite 05 million i n u s e today. 

We must reckon with close to a tril
lion vehicle-miles of travel each year 
r̂.inst present totals o f a b o u t 650 bil

lion. 
A n d w e must constantly bear in mind 

one o f t h e important characteristics of 
: a l s a g e . J r e f e r t o trie steady trend, to-
u'srd urbanization which has featured 
~he l a s t several decades of growth of our 
country. Today there is almost n o ac
t i v i t y which does not depend in some 
( h c r e e o n highway' transport. And in 
cmniiess communities motor vehicles 
p r o v i d s the only effective m e a n s of 
itttisportation to meet the endless and 
varied needs of individuals, commerce, 
and industry. There is a close interrela
tion b e t w e e n our city and industrial de
velopment and our highway transport 
feciliLie's. 

Consider, if you will, the "wide range 
o: problems posed by the changing pat
ients o f urban, suburban, and rural 
settlement in the United States, ft is a 
growing, dynamic pattern, unique in 
history. Chicago is in the very heart of 
a v a s t urbanized region or, rather, a se-
ries cf metropolitan areas spread over 
"•Smites in length and 10 miles in width, 
w h e r e more than 6^j> million people live stiS w o r k , and closely connected with 
Mil l other rapidly developing a r e a s to 
t h e south, north, a n d west. 

Motor vehicles have made this pattern 
possible and highway transportation 
holds the key to future progress. Ful
fillment of the new highway program is 
not 3 m e r e matter of design, engineer
ing, and construe t r i o r : . It i s a t a s k for 
all o f us, and many others as well. The 
scope and purpose o f this annual Right 
o : Way Seminar is an example c f bota 
lie opportunities and problems ;hat He 
ahead. 

The deliberations at this meeting w i l l 

bring us to the very heart of several 
problems and opportunities that are 
basic to our planning for lhi» program. 
One of the most important ft;:uurt;>3 

which Congress wrote into the 1956 Act 
requires control of access on all projects 
that are approved for the Interstate 
System. 

' To some people the phrase access con
trol suggests an unwelcome, arbitrary 
restriction on the motorist's right to go 
where he pleases, as he pleases. In re
ality it means just the opposite, for it 
actually means much greater freedom 
for the vast majority of users—that is 
the basic purpose of all traffic regula
tions. Controlled access means that 
every car, bus, or truck entering or 
leaving these trunk lines will move along 
special facilities especially designed, to 
channel vehicles in and out of the 
through traffic streams with safety and 
efficiency according to carefully planned 
access and exit schemes. Planned ac
cess provides clover leafs, overpasses, 
and underpasses, as well as ramps and 
carefully designed interchanges to in
sure the swift, efficient and, above all, 
the safe movement of all vehicles. With
out such controls the free, safe, and 
steady flow of traffic would be impos
sible. 

Random access with its inevitable 
combinations of frequent intersecting 
side roads and roadside business front
ing on the highway at surprise locations 
soon turns the average busy thorough
fare into a congested, slow-moving 
welter of traffic hazards "controlled"— 
or, more accurately, stopped—by a 
string of red .ights. Such highways, 
without planned access, grow obsolete 
long before they wear out—they have 
been correctly called a tragic and expen
sive example of controlled confusion. As 
this condition grows more and more ag
gravated, traffic dangers are multiplied 
many times over. 

This is abundantly proved by an im
pressive array of data. For example, 
let me cite the results of a survey cover
ing more than 2,500 miles of highway— 
40 percent without access control, 4C 
percent with, partial control, and 40 a c 
cent fully controlled. Thj ..ccident rates 
per hundred million vehicle miles were 

• 403, 204, anh 117, respectively, arid" the 
corresponding latabhy rates were '6.0, 
•9.6, and 2.o. These figures are based on 
more than 1.4 billion miles of" vehicle 

'Lruvc-h Somi; of the ncwly-nuiii express
ways mid thru ways, bull to Interstate: 
System iiari'czards, are showi-nr/ ever, 
more favcruble results. Some of you. 
:rnay wonaer about the higher fatalhv 
.rate shown for partially controlled high
ways. Undoubtedly this illustrates the 
danger of the unexpected—many motor
ists were not sufficiently alert, and cau
tious to cope with the sudden surprise of 
an unexpected vehicle crossing or entry 

.point permitted by the highway.design. 
When building to higher standards 

.-where a sense of security encourages 
greater speeds, we dare not compromise 
with these occasional hazards-^-we must 

. provide the . continuing added' safety' 
factor that fully planned access .affords. 

Last year traffic accidents, claimed 
40,000 lives on our roads and -streets. 
This nationwide panorama of sudden 
death unfolding day to day "is one cf 
the most shocking facts of American 
life. But-even that is r.ot the whole 
story. Last year about 1,350,000 men, 
women, and- children were injured— 
many were left hopelessly crippled, and 
more than 100,000 suffered some kind 
of permanent physical impairment. 

Dollarwise, the National Safety Coun
cil has set an annual price tag of, nearly 
$5 billion on 'traffic accidents!, ' 

The Automotive Safety Foundation 
estimates that modernization' of the 
Interstate System will save close,to 4,000 
lives a year. , ' 

As for the cost of congestion and 
traffic delays, the Automobile Manufac
turers Association estimates that when 
the interstate network is completed high
way users will save $550 million a year 
in vehicle operating costs. -S725 million 
•in accident reduction, and $325 million 
•;in time losses by commercial vehicles. 

'• The safety factor alone should- be de
cisive in fixing high standards for this 
hew network, but planned access has 
many other advantages. In positive 
terms of economic growth and expan
sion we can point to widespread and 
often, sensational developments that fol
low in the wake of modern expressways. 

Probably because access control is so 



clo^ei'. idorlihed in the average motor
ist's- mind with this feature of loll roads, 
which is required ia order to collect 
eiuirirr-s at the booth;;, many motor
i c have raised questions about how 
thev will iiltd service stations, re'slau-
ITNIII. o1.emtijrht sleeping quarters, and 
t'Shcr e.-.seniiais. since the 1956 Act pro
hibits sucn establishments within the 
biters! ate System right-of-way, where 
thev would normally be found on a toll 
road. 

These services, already existing or yet 
lo he provided by private enterprise; 
will be fmmd at or near carefully se
lected poi :its of access. They will be 
founc. I\UO along service or feeder roads, 
ir.auy of them h: communities adjacent 
to .,ic main trunk iines. Tins problem 
jr. bsvii will require some t>: our best 
ana mrsl far-sighted planning ar.d close 
cooperation bv State and local highway 
effidrds. as well as Bureau of Public 
Roads engineer^. It poses a whoie series 
of problems tor the members of this As
sociation. 

I shnuld like to go back tc a point 
which I stressed earlier—the growth of 
(he highwav system concept. Prior to 
passage- o: the Federal-Aid Act of 1944 
—which provided for the selection of a 
Federal-aid secondary system — there 
were few States' having meaningful laws 
for the effective classification, of local 
roads into transportation, systems. For 
many counties the Federal requirement 
in connection with the secondary sys;em 
was their first introduction to the system 
concept. 

Kappilv, public understanding and 
scceptance o; the system concept has 
grown year by year. In many instances 
this developing cooperation has made it 
possible for the counties to substitute 
the engineering approach for the so-
called hcrse sense approach in' local 
road building. The pattern has become 

^ n e cf step-bv-step State-county coop
eration in. a professional program, car
ried on by and between professionals. 

V.'fe are fortunate indeed that this 
StEte-county working relation has de
veloped to the present point—now thai 
the new Federal Highway Program is 
under way. ' We shall neea those close 
working contacts. 

Stanclorcls for the Interstate System 

require planned accv>s arid elimination 
of practically all grade crossings. „\ow 
add the "fact thai; ibis 40,000-mile sys
tem wiil pass through 37 percent of all 
the counties in the INNion; that these 
counties hold over 50 percent IA the 
population and. LIWRMI nearly 50 per
cent of ah farm products sold; add the 
further fact I'mu nationwide about of) 
percent of all passenger car trips are 
under IG miles; and vou can see that 
inevitably these conditions will call ior 
much reorientation of customary local 
travel routes in those counties. This 
means that local parallel and intersect
ing routes leading to interchanges with 
the great trunk lines will require very 
careful planning—planning which wiil 
provide both shore haul service io mo
torists making trips under 10 miles and 
oif-the-kighway service to through mo
torists in need of food, fuel, or over
night accommodations. 

Obviously these situations will present 
many problems and opportunities cen
tering around the acquisition of right-
of-way on both the primary and the 
secondary Federal-Aid Systems. And 
these are problems which must be 
shared with other highway officials, en
gineers, and the many organizations 
that have a stake in safer, more efficient 
highway transport. Properly located 
and designed these roads and highways 
can stimulate and . strengthen urban, 
suburban, and rural growth. 

. The scope and urgency of the Inter-1 

=tate program invite superlatives—it is 
by far the greatest volume public work 
ever undertaken by mankind. But you 
and I know that this key network can
not realize its full potential unless our 
other road systems are brought up to 
par. 

Congress fully recognized this. fact. 
Witness the increased authorizations for 
regular Federal-aid in die 1956 AcE. 

The regular or A3C funds are pro
vided for the improvement of two prin
cipal systems — the 235,000-mile Fed
eral-aid primary system, which includes 
the 40.000-miIe Interstate network, and 
the Federal-aid secondary system, con
sisting o: 520,000 miles- This 755,000-
znile total is eligible for improvement 
with Federal-aid funds. 

The 1956 Ac; provides for about a 60 

percem increase in hedera! ••fund.-' for 
the.se two .syrilems over ;md above the 
average OF .̂ 500 IT id ion made available 
annually FOR the first nir.e years follow
ing World War 11. Funds ir. the amount 
OF So2o JT;'di(IN have been provided for 
•the rcguiar 1':c-raj-a:d highway's ior the 
present fiscal year; SI'SO million v.-ill be 
available for 195<h and $875 mi'iion for 
the fiscal year 1959. These ir.creases, 
coupled wiih ihe fact that tne appoint
ment eff interstate money will release 
ABC funds that would otherwise have to 

.be used ON the Interstate System, pro
vide for the very substantial-, improve
ment to tne regular systems in 'addition 
TO THE mammoth Interstate program. 

Needless to say. these systems are in
terdependent. TRAFFIC switches' back and 
forth, from one to the other,' endlessly. 
Each enhances, complements, and serves 
'the other. The same can be sard of the 
2,645,000 miles OI roads and streets, that 
'lie outside the range of Federal'-aid. If 
they are neglected the entire . country 
, will suffer. 

Well, now" that .the new program is 
more than 10 months under 'way, -how 
are we coming? Are we really rolling? • 
Are we ON schedule? The record shows 
that as of May 1, 1957, contracts have 
been advertised and funds • obligated 
totaling $1,809 billion as Federal-aid on 
the primary, secondary, and Interstate 
'Systems. On the Interstate System 
alone, construction contracts aggregat
ing over 8590 million in Federal. cost 
have been awarded for 1,123 miles of 
magnificent new highway—included are 
"contracts for 1.009 bridges. By May 1 
of this year 17 States had committed all 
of their 1957 Interstate funds'and were 
moving aheac on the 195S monies. 

' - I regard this as an excellent begin
ning, but it is just that—a beginning. 
We are laying the groundwork for to
morrow's highway systems, but we are 
.doing much more than that.' We are 

• also selling the pattern for tomorrow's 
'.way of life in countless communities 
. across this great nation. That is the 
real measure of our responsibility as 
public officials, as engineers.-— and as 

' American citizens! 
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