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TRANSPORTATION HAS ALWAYS PLAYED A VITAL 
ROLE IN HUMAN AFFAIRS, AND NOWHERE ON 
EARTH HAS MOVEMENT OF GOODS AND PEOPLE 
READIED THE SCALE AND IMPORTANCE ACHIEVED 
HERE IN THE UNITED STATES. WC ALL KNOW 
THAT TODAY HIGHWAY TRANSPORT AND MOTOR 
VEHICLES OCCUPY THE CENTER OF THE TRANSPOR
TATION STAGE. 

AND THEREIN LIES THE REAL SIGNIFICANCE OF 
THE FEDERAL-AID HIGHWAY ACT OF 1956. FT 
IS INDEED A MILESTONE IN TRANSPORTATION 
HISTORY. YET FOR ALL ITS TREMENDOUS SCOPE 
THIS ACT DOES NOT REPRESENT A STARTLING NEW 
VENTURE BY THE FEDERAL GOVERNMENT. IT 
MIGHT SURPRISE YOU TO LEARN THAT THE ]956 
ACT IS THE 29TLI AMENDMENT OF A MEASURE 
ORIGINALLY PASSED ON JULY 11, 1916", NEARLY 
41 YEARS AGOL 

OBVIOUSLY THEN, THAT ORIGINAL LEGISLATION 
WAS VERY SOUNDLY CONCEIVED. ALTHOUGH IT 
HAS BEEN AMENDED AND SUPPLEMENTED 
MANY TIMES, JUST AS ITS COUNTERPART, THE 
INTERNAL COMBUSTION ENGINE, POWERED BY 
PETROLEUM, HAS BEEN VASTLY IMPROVED, THE 
BASIC PRINCIPLES OF THAT 1916 ACT STILL CON
STITUTE THE FOUNDATION ON WHICH ALL SUBSE
QUENT REVISIONS HAVE BEEN MADE—EVEN IN
CLUDING THE NEWEST 1956 ACT. 

HERE ARE SOME OF THE PRINCIPLES OF THE 
COOPERATIVE FEDERAL-STATE HIGHWAY PRO
GRAM WHICH HAS LONG BEEN AN OUTSTANDING 
EXAMPLE OF SOUND FEDERAL-STATE RELATIONS. 

UNDER THAT PROGRAM, AND STILL CONTINU
ING. FEDERAL GRANTS TO THE STATES ARE APPOR
TIONED ACCORDING TO A LEGAL FORMULA WHICH 
GIVES WEIGHT TO THE RELATIVE AREA, POPU
LATION, AND RURAL MAIL-ROUTE MILEAGE IN 
EACH STATE. THESE FEDERAL GRANTS FOR HIGH

WAY CONSTRUCTION MUST BE MATCHED BY THE 
STARES WITH THEIR OWN MONEY. IN THE CON
TINUING PROGRAM THESE REGULAR, OR ABC 
FUNDS AS WC CALL THEM, ARE MATCHED ON A 
50-50 BASIS. THE STATES WERE GIVEN THE INITI
ATIVE AND PREROGATIVE IN SELECTING THE 
RO;IDS TO BE IMPROVED AND THE TYPE OF 
IMPROVEMENT. THEY ARC RESPONSIBLE FOR 
SURVEYS, PLANS AND SPECIFICATIONS, FOR LET
TING CONTRACTS, AND FOR SUPERVISION OF CON
STRUCTION—ALL SUBJECT TO APPROVAL BY THE 
BUREAU OF PUBLIC ROADS. MAINTENANCE OF 
THE ROADS BUILT WITH FEDERAL-AID IS AN OBLI
GATION OF THE STATES. 

WHILE LEGISLATION SINCE 1916 HAS AUTHOR
IZED INCREASING AMOUNTS OF MONEY, THE 
FEDERAL-AID ROAD ACT OF 1916 HAS RE
MAINED THE FUNDAMENTAL BASIS FOR OPERA
TION OF THIS MUTUAL FEDERAL-STATE HIGHWAY 
PROGRAM. 

ONE OF THE MOST IMPORTANT EARLY AMEND
MENTS WAS CONTAINED in THE FEDERAL HIGH
WAY AFT OF 1921 WHICH REQUIRED THE STATE 
HIGHWAY DEPARTMENTS, IN COOPERATION WITH 
THE BUREAU OF PUBLIC ROADS, TO DESIGNATE 
A SYSTEM TO INCLUDE (HE PRINCIPAL INTERSTATE 
AND INTERCOUNTY ROADS, BUT LIMITED TO 7 
PERCENT OF THE TOTAL MILEAGE OF RURAL ROADS 
THEN EXISTING. THE USE OF FEDERAL FUNDS 
WAS THEREAFTER RESTRICTED TO THIS SYSTEM. 
EVERY ROUTE in THIS NETWORK WAS PROPOSED 
BY A STATE HIGHWAY DEPARTMENT. THE BU
REAU OF PUBLIC ROADS THEN BROUGHT THE 
STATES TOGETHER IN REGIONAL GROUPS TO AR
RANGE THE MEETING OF ROUTES AT STATE LINES 
THUS TO ASSURE A COORDINATED SYSTEM OF. 
PRIMARY ROADS FOR THE ENTIRE COUNTRY. 

THIS FAR-SIGHTED STEP was TAKEN AT THE 
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BEGINNING YEARS OF THE MOVEMENT WHEN 
TOTAL MOTOR VEHICLE REGISTRATIONS WCIC LESS 
THAN 10.5 MILLION AMI WHEN TRANSCONTI
NENTAL TRAVEL BY AUTOMOBILE WAS INDEED A 
VENTURESOME AND ALMOST UNHEARD OF UN
DERTAKING. TODAY THE MOTORIST WHOSE ROUTE 
CRISS-CROSSES STATE LINES AND OFTEN SPANS THE 
CONTINENT MIGHT WELL REFLECT THAT THESE 
SMOOTHLY INTERCONNECTING STATE NETWORKS 
DID NOT JUST HAPPEN—BECAUSE BEHIND THEM 
LIES AN IMMENSE AMOUNT OF CAREFUL PLAN
NING, YEARS OF COOPERATIVE EFFORT, AND 
MUCH LEGISLATION WISELY PUT TOGETHER. 

BETWEEN THE TWO WORLD WARS A VAST 
FEDERAL-AID NETWORK OF HIGHWAYS WAS 
BEING BUILT UP. MOST OF THIS CONSISTED OF 
TWO-LANC ROADS DESIGNED WITH THE IDEA OF 
CATCHING UP WITH THE EXISTING AND GROWING 
TRAFFIC DEMANDS. FEW ROADS WERE BUILT AT 
THAT TIME WITH THE LONG-RANGE FUTURE IN 
MIND. 

BUT UNDER THE IMPACT OF STEADILY IN
CREASING 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 BUSSES WERE 
ON THE MOVE, FORMING AN ENDLESS STREAM 
OF TRAFFIC OVER THE BUSIER ROUTES. WITH WAR
TIME TRAVEL RESTRICTIONS, HIGHWAY PROBLEMS 
MULTIPLIED. 

THE FEDERAL-AID HIGHWAY ACT OF 1944 
ENACTED WITH AN EYE IN THE RESUMPTION OF 
WORK AT THE WAR'S END TOOK THREE IMPOR
TANT AND MUCH-NCCDED STEPS. FIRST, IT 
AUTHORIZED THE FIRST SPECIFIC FUNDS FOR 
FEDERAL-AID IN URBAN AREAS; SECOND, IT 
PROVIDED FOR THE SELECTION OF A FEDERAL-AID 
SECONDARY SYSTEM OF THE FARM-TO-MARKET 
ROADS; AND THIRD, IT CALLED UPON THE STATES 
AND THE BUREAU OF PUBLIC ROADS TO DESIG
NATE A NATIONAL SYSTEM OF INTERSTATE HIGH
WAYS CONNECTING THE IMPORTANT CITIES AND 
INDUSTRIAL CENTERS OF THE COUNTRY. 

THIS SYSTEM WAS LIMITED BY LAW TO A 
MAXIMUM EXTENT OF 40,000 MILES AND WAS 
TO BE SO SELECTED AS TO CONNECT BY ROUTES 
AS DIRECT AS PRACTICABLE THE PRINCIPAL 
METROPOLITAN AREAS, INDUSTRIAL CENTERS, 
BORDER CONNECTIONS OF INTERNATIONAL IM
PORTANCE, AND SERVE THE NATIONAL DEFENSE. 
THIS DIRECTIVE OF THE CONGRESS WAS NOT 

BASED UPON A "HUNCH"—OR SOME STHENIC 
FOR POST-WAR MADE WORK. RATHER IT WAS THE 
CULMINATION OF A NUMBER OF YEARS OF CARE
FUL STUDY OF THE GROWING HIGHWAY TRANS
PORT NEEDS OF OUR NATION BY FOREMOST 
STUDENTS OF THE PROBLEM WHO RECOGNIZED 
THAT THE ATTEMPTS OF THE 30'S TO KEEP PACE 
WITH THE AVALANCHE OF HIGHWAY GROWTH 
NEEDS WAS NOT ENOUGH—A BOLD STEP WAS 
NEEDED TO BUILD AHEAD. THE INTERREGIONAL 
HIGHWAYS REPORT TO THE CONGRESS IN 1944 
FORMS THE CHARTER OF THE FAMOUS FAH ACT 
OF 1956—THE BASIC PRINCIPLES OR THAT REPORT 
ARC THE STRONG POINTS OF THE '56 ACT—A 
LIMITED CONNECTED SYSTEM OF MAXIMUM 
TRAFFIC SERVICE—BUILT TO HIGH STANDARDS OF 
ALIGNMENT, GRADE, AND CROSS SECTION—WITH 
ROOM FOR FUTURE EXPANSION—WITH ACCESS 
CONTROL—AND TIED TOGETHER WITH THE OTHER 
HIGHWAY SYSTEMS TO FORM A UNITED NETWORK 
EMBRACING THE ENTIRE COUNTRY. THE 1944 
REPORT WAS ACTUALLY ABOUT 7 YEARS IN MAK
ING—AND ANOTHER 12 IN BEING IMPLE
MENTED. 

THE NEED FOR A NATIONWIDE NETWORK OF 
MAIN ARTERIES, BUILT TO HIGH STANDARDS AND 
SERVING THE ENTIRE COUNTRY, HAD BEEN AC
CUMULATING FOR MANY YEARS. THE EXPERI
ENCE OF WORLD WAR II HEAVILY UNDERSCORED 
THIS NEED AND FOCUSED ATTENTION ON THE 
VITAL ROLE SUCH A HIGHWAY SYSTEM PLAYS IN 
DEFENSE. AND BY DEFENSE I MEAN NOT 
MERELY THE MOVEMENT OF MILITARY PERSON
NEL AND MILITARY GOODS. WE LEARNED THEN 
THAT THESE HIGHWAYS SERVE AS AN INTEGRAL 
PART OF OUR VAST INDUSTRIAL ASSEMBLY LINE 
CARRYING ALL OF THE ARRAY OF RAW MATERIALS, 
GOODS IN PROCESS AND FINISHED PRODUCTS 
THAT ARE CHARACTERISTIC OF MODERN INDUSTRY, 
ESSENTIAL TO BOTH OUR PEACETIME AND CIVIL 
AND MILITARY ECONOMY. 

BY 1947 THE STATES AND THE BUREAU OF 
PUBLIC ROADS, IN CLOSE CONSULTATION WITH 
THE MILITARY, HAD SELECTED MOST OF THE 
ROUTES WHICH WERE TO MAKE UP THE 40.000-
MILE INTERSTATE SYSTEM AS ORIGINALLY AUTHOR
IZED AND THE JOB OF SELECTION WAS COM
PLETED IN 1955. 

THIS PERIOD OF PLANNING WAS ESSENTIAL, 
BUT IT COULD NOT BUILD THE NEEDED ROADS 
BECAUSE THERE WAS NO PROVISION FOR FUNDS 
OR AT THAT TIME—EVEN THE PROSPECT—OF 
FUNDS TO COMPLETE THE SYSTEM IN ANY REA-
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sonable period of time. Meanwhile, traffic 
pressures, traffic accidents, congestion and 
delay, continued to mount in a spectacular 
spiral. 

Fortunately, however, at the same time 
a number of modern highways and ex
pressways were built embodying the design 
features called for in the report previously 
mentioned which provided much greater 
comfort, safety, and permitted free-flowing 
traffic. Many of these were toll roads with 
their now familiar but essential feature: 
controlled access. While I doubt if the 
average user was familiar with the term, 
I'm sure it was the controlled access fea
ture which drew him to these toll roads. 

They were by no means a highway sys
tem or network, but it is no exaggeration 
to say that these facilities, built to high 
standards, showed millions of motorists 
what a really fine road can mean in 
heavily trafficed areas. Undoubtedly these 
"demonstration roads," if I may use that 
old term, provided the much-needed ex
ample, and iVhettcd the American appe
tite for improved highway transport with 
more of the same. They likewise proved 
conclusively that the motorist was willing 
to pay a little more to get a better facility. 

Then in 1954, Congress called for a 
new inventory of the Nation's highway 
needs and President Eisenhower's urgent 
message to the Governors' Conference in 
June of that year proclaimed the over
whelming need for a greatly enlarged 
highway improvement program. 

As finally enacted, the Federal-Aid 
Highway Act of 1956 docs indeed embrace 
the "Grand Design" which the 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 and 
organizations, who firmly supported the 
new program. This far-reaching legislation 
is likewise a direct by-product of the close 
and long-sustained relation between the 
Federal Government and our State high
way departments. It is truly a fitting 
tribute to 40 years of cooperation and 
hard work in the Federal-State highway 
partnerships. 

By the same token, the 1956 Act pre

sents to us the greatest challenge that 
State and Federal highway officials have 
ever faced. T o carry this new program 
forward, to keep it on schedule and to 
complete it to the standard which Con
gress has set will require all of the vision, 
energy, integrity and high purpose that 
we can muster. 

One very important provision of the 
1956 Act is directly tied to the principles 
which t have stressed. That is, of course, 
the great emphasis which this 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-ycar period of 
the designated interstate highway system 
of specified length and general location 
and built to prescribed standards. For the 
first time we have been enabled to set out 
to build a specific highway system in a 
given time interval to a given standard. 

While this is an important added con
cept and purpose never before available 
to us, it adheres to and is based on the 
1921 principle—repeated in 1944 and 1956 
—that we should relate our construction 
effort to a closed system that intercon
nects the principal metropolitan areas, 
cities and industrial centers and, of course, 
serves the national defense. All of the $25 
billion authorized by Section 108 of the 
Act must be put on this system—it cannot 
be diverted elsewhere. 

No matter how we measure it, in miles 
or money, the figures are hard to grasp. 
The huge Federal grant, plus some 2.6 
billion dollars in matching funds from 
the States will provide for a 13- to 16-
ycar construction program designed to 
modernize a 40,000-mile network connect
ing 90 percent of the nation's principal 
cities and industrial centers from coast 
to coast. 

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

1. T o interconnect commercial and 
industrial centers from coast to coast. 

2. T o serve the multiple needs of high
way users in thousands of communi
ties adjacent to these traffic corridors. 

3. T o provide swifter, safer, more effi
cient movement of goods and people 
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within large urban M i c a s . 
4. T o strengthen the nation's defense 

and add to its survival potential in 
the event of nuclear warfare. 

Notice that I mentioned the long-range 
functions of this program. For the first 
time the IP5G Act legislatively requires 
engineers to design for specific future 
traffic loads—the types and volumes of 
traffic forecast for the system in 1975. Thus 
we arc required to look nearly 20 years 
ahead, when more than 100 million pas
senger cars, trucks large and small, and 
buses are anticipated—an increase of more 
than 50 percent over the 65 million in use 
today. 

W e must reckon with close to a trillion 
vehicle miles of travel each year against 
present totals of about 650 billion. 

And, we must constantly bear in mind 
one of the most amazing phenomenons of' 
this or any other age. I refer, of course, 
to the steady trend toward urbanization 
which has featured the last decade or two 
in this country. In countless communities 
motor vehicles provide the only effective 
means of transportation to meet the end
less and varied needs of individuals, com
merce and industry. 

Consider it you will, the wide range of 
problems posed by die changing patterns 
of urban, suburban, and rural settlement 
in the United States. It is a growing, dy
namic pattern, unique in history. 

Motor vehicles have made this pattern 
possible and highway transportation holds 
the key to its future progress. By the 
same token, fulfilment of the new high
way program is not a mere matter of 
design, engineering and construction. It 
is a task for all of us. 

The agenda of this Workshop Confer
ence shows how far-reaching your own 
interests are. Though you are thoroughly 
familiar with the concept, I want to en
large on one feature of the 1956 Act which 
is all-important—the control of access on 
projects that are approved for the Inter
state System. 

T o some people the phrase access con
trol suggests an unwelcome, arbitrary 
restriction on the motorists' right to go 
where he pleases, as he pleases. In reality 

it means much greater freedom Cor the 
vast majority of users—that is the bask 
purpose of all traffic regulations. Planned 
access means that every car, bus or truck 
entering or leaving these trunklincs will 
move along special facilities designed 
to channel vehicles in and out of the 
through traffic streams. Planned access 
provides clovcrlcafs, overpasses and under
passes, as well as ramps and carefully de
signed interchanges to insure the swift, 
efficient movement of all vehicles. These 
structures and the traffic patterns which 
result may be compared to the orderly 
system of entrances, aisles and exits that 
you find in a well planned theatre, drive-
in movie, or athletic stadium. Without 
such controls the free steady flow of 
traffic would be impossible. 

Random access with its inevitable com
binations of frequent intersecting side 
roads and roadside business fronting on 
the highway soon turns the average busy 
thoroughfare into a congested, slow-mov
ing welter of traffic hazards- "controlled" 
by a string of red lights. Such highways, 
without planned access, grow obsolete 
long before they wear out—they have been 
correctly called a tragic example of con
trolled confusion. As this condition grows 
more and more aggravated, traffic dangers 
are multiplied many times over. W e have 
conclusive proof that the controlled access 
type of highway about which I have been 
talking is a life saver as well as a money 
saver. Fatality rates are reduced 70 per
cent at least. 

Last year traffic accidents claimed 40,000 
lives on our roads and streets. This nation
wide panorama of sudden death untold-
ing day by day is one of the most shock
ing facts of American life. But even that 
is not the whole story. Last year another 
1,350,000 men, women, and children were 
injured, many of whom were left hope
lessly crippled, with more than 100,000 
suffering some kind of permanent physical 
impairment. 

Dollarwise, the National Safety Council 
has set an annual price tag of nearly $5 
billion on traffic accidents. 

The Automotive Safety Foundation esti
mates that modernization of the Inter-
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Federal-Aid Highway Act (Cont.J 
st;ite System alone will save close to 4,000 
lives a year. 

As for the cost of congestion and traffic 
delays, the Automobile Manufacturers 
Association estimates that when the Inter
state network is completed highway users 
will save S550 million a year in vehicle 
operating costs; $725 million in accident 
redaction, and $825 million in time losses 
by commercial vehicles. $2 billion and 
4,000 lives saved each year is indeed a 
handsome dividend on our average motor
ist's investment of about 75 cents a month! 

The safety factor alone should be deci
sive in fixing high standards for this new 
network, but planned access has many 
other advantages. In positive terms of 
economic growth' and expansion we can 
point to widespread and often sensational 
developments that follow in the wake of 
modern expressways. 

Right here let me go back to a point 
which I stressed earlier in this talk—die 
growth of the highway system concept. 
Prior to the passage of the Federal-aid 
secondary system—there were few States 
having meaningful laws for the effective 
classification of local roads into trans
portation systems. For many counties the 
Federal requirement was their first intro
duction to the system concept. 

Happily public understanding and ac
ceptance of the system concept has grown 
year by year. In many instances this 
developing cooperation has made it pos
sible for the counties to substitute the 
engineering approach for the so-called 
horse-sense approach in local road build
ing. The pattern has become one of step-
by-step State-county cooperation in a pro
fessional program carried on by and be
tween professionals. 

W e arc fortunate indeed that this State-
county working relation has developed to 
the present point—now that the new Fed
eral Highway Program is under way. W e 
shall need those close working contacts. 

Now, let us see how the toll facilities 
which you have already built fit into this 
highway program. 

As you know, Section 113 of the 1956 
Act permits the integration into the Inter

state System of toll roads which promote 
the development of that system. It also 
allows expenditure on Interstate System 
projects leading directly into any toll road 
on the Interstate System—provided that 
such approach projects can be approved 
only when the section of toll road will 
ultimately become free to the public and 
there is an alternate free road available 
to the public. 

It has been stated many times that 
there is no intention in this program of 
building any Interstate routes paralleling 
a toll road which will adequately serve 
the public until 1975. Such a policy is 
based not only on consideration for the 
huge private investments in these facilities 
but also on the simple fact that to do 
otherwise is a waste of resources, whether 
those be private or public. 

You also know that the 1956 Act 
directed the Department of Commerce, in 
cooperation with the highway departments 
and other agencies, to make a study of 
all highways on the Interstate System, 
both toll and free, that have been built 
to standards required for the Interstate 
System. This report will include "all re
lated factors of cost, depreciation, partici
pation of Federal funds, and any other 
items relevant thereto." The report, which 
must be submitted to Congress not later 
than January 12, 1958, will be used by the 
Congress "to determine whether or not 
the Federal Government should equitably 
reimburse any State for a portion of a 
highway which is on the Interstate System, 
whether toll or free, the construction of 
which lias been completed subsequent to 
August 2, 1947, or which is either in 
actual use or under construction by con
tract, for completion, awarded not later 
than June 30, 1957." W e expect shortly 
to contact many of you through the high
way departments in carrying out this 
Congressional directive. 

So far a great many sections of toll 
roads, either completed or under con
struction, have been approved for inclu
sion in die National System of Interstate 
and Defense Highways. The total is just 
under 2.050 • miles and includes all or 
portions of such well known facilities as 
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the New York Thrnway, the Eden Express
way in Chicago, Oklahoma's Turner 
Turnpike, the Ohio Turnpike, and the 
Richmond-Petersburg Turnpike in Vir
ginia, and many others. Some additional 
mileage is still under consideration. 

The dramatic scope and urgency of 
the Interstate program invite superla
tives—it is by far the greatest volume 
public work ever undertaken by mankind. 
But you and I know that this key network 
cannot 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 the 1956 Act. 

The regular A B C funds are provided 
for the improvement of two principal 
systems — (he 235,000-mile Federals id 
primary system, which includes the inter
state network, and the Federal-aid sec
ondary system, consisting of .520,000 miles. 
This 755.000-mile total is eligible for im
provement with Federal-aid funds. 

The 1956 Act provides for about a 60 
percent increase in Federal funds for these 
two systems over and above the average 
of $500 million made available annually 
for the first nine years following World 
War II. Funds in the amount of S825 
million have been provided for the regu
lar Federal-aid highways for the present 
fiscal year; $850 million will be available 
for 1958, and 5875 million for the fiscal 
year 1959. These increases, coupled with 
the fact that the apportionment of Inter
state money will release A B C funds that 
would otherwise be used on the Inter
state System, provides for very substantial 

improvement to the regular systems, in 
addition to the Interstate program. 

Needless to say, all of these systems arc 
interdependent. Traffic switches back and 
forth, from one to the other, endlessly. 
Each enhances and serves to complement 
the other. The same can be said of the 
2,645,000 miles of roads and streets that 
lie outside the limits of the Federal-aid 
systems. If they are neglected the entire 
country will suffer. 

Well, now that the new program is 
more than 11 months under way, how 
arc wc coming? Are we really rolling? Are 
we on schedule? The record shows that 
as of June 7, 1957, contracts have been 
advertised and funds obligated totaling 
more than two billion dollars as Federal-
aid or> the primary, secondary and Inter
state Systems. On the interstate System 
alone, 540 construction contracts aggre
gating nearly SfiOO million in Federal 
cost have been awarded for 1,400 miles 
of magnificent new highway — included 
arc contracts for more than 1,200 bridges. 
By June I of this year 19 states had com
mitted all of their 1957 Interstate funds 
and were moving ahead on the 1958 
monies. 

W e regard this as an excellent begin
ning, but it is just that — a beginning. 
W e are laying the groundwork for to
morrow's highway systems, but we are 
doing much more than that. W e are also 
setting the pattern for tomorrow's way ot 
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! . 


