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Transportation has always played a vital
role in human affairs, and nowhere on
carth has movement of goods and people
reached the scale and importance achicved
here in the United States. We all know
that today highway transport and motor
vehicles occupy the eenter of the transpor-
tation stage,

And therein lies the real significance ol
the Federal-Aid Highway Act of 1956, Tt
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 surpzise you to learn that the 1956
Act is the 29th amendment of a measure
originally passed on July 11, 1915, nearly
41 vears 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
petraleum, has been vastly improved, the

basic principles of that 1916 Act still con--

stitute the foundation on which all subse-
quent revisions have besn made—cven 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 we call them, are matched on a
50-30 basis. The States were given the initi-
ative and prerogative in sclecting  the
roacls ta be improved and the type of
improvement. They are responsible far
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 -{undamental basis for opera-
tion of this mutual Federal-State highway
program,

Onec of the most important early amend-
ments was contained in the Federal High- -
way Act of 1921 which required the State
highway departments, in conperation with
the Bureant of Public Roads, to designate
a system Lo include the 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.
Evcry route in this network was proposed
by a State highway department. The Bo-
reau of Public Roads then brought the
States together in regional groups to ar-
range the mecting of routes at State lines
thus to assure a coordinated system of
primary roads for the entire country.

This farsighted step was taken at the
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beginning years of the movement when
total motor vehicle registrations weie less
than 105 million and when transconti-
nental travel by automobile was indeed a
venturesome and almost unheard of un-
dertaking. Today the matorist whose route
criss-crasses State lines and often spans the
continent might well reflect that these
smoothly interconnecting State networks
did not just happen—because hehind them
lies an immense amount of carelul plan-
ning. years of cooperative cffort. and
nmuch legislation wiscly put together.

Iictween the two World Wars a vast
Federal-aid  network  of  highways  was
being built up. Most of this consisted of
two-lane roads designed with the idea of
catching up with the existing and growing
traffic demands, Few roads were buile at
that time with the longrange future in
mind.

But under the impact of steadily in-
creasing traffic volumes, many sections of
this primary system became inadequate—
this was cspeciably true of those heavily
traveled routes serving large cities and
industrial arcas. By the end of 1941, ncarly
35 millien cars, trucks and busscs were
on the move, forming an cndless stream
of traffic over the busier routes. With war-
time travel restrictions, highway problems
multiplied.

The Federal-Aid Highway Act of 1044
enacted with an eye in the rcsumption of
work at the war’s end took three impor-
‘tant and much-nceded steps. First, it
authorized the first specific funds for
Federal-aid in urban arcas; second, it
provided [or the selection of a Federal-aid
secondary system of the farm-to-market
roads; and third, it called upon the States

and the Burcau 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 conncct by routes
as direct as practicable the principal
metropolitan areas, industrial centers,
border conmnections of international im-
portance, and serve the national defense.
This directive of the Congress was not
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based upon a “hunch”—or some scheme’
for post-war made work. Rather it was the
culmination of a nwmber of years of care-
ful study of the growing highway trans
port necds of our nation by foremost
students of the problem who recognized
that the attempts of the 30%s to keep pace
with the avalanchc of highway prowth
needs was not enough—a bold siep was
nccded 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 ol that report
are the strong points of the 56 Act—a
limited connected system of maximum
traflic service—Dbuiit 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 1044
report was actually about 7 years in mak-
ing—and another 12 in being imple
‘mented.

The need for a nationwide network of
main arterics, 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 necd and focused attention on the
vital role such a highway system plays in
defense, And by delfense 1 mean not
mercly 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 Burcau 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-



sonable period of time. Meanwhile, traffic

ressures, traffic accidents, congestion and
delay, continued to mount in a spectacular
spiral.

Fortunately, however, at the same time
a number ol modern highways and ex-
pressways were built embodying the design
featurcs called for in the report previously
mentioned which provided much greater
comfort, safety, and permitted free-lowing
traffic. Many of these were toll roads with
their now familiar but essential feature:
controlled access. While 1T 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 mcan in
heavily trafhced areas. Undoubtedly these
“demonstration roads,” if 1 may use that
old term, provided the much-needed ex-
ample, and Wwhetted the American appe-
tite for improved highway transport with
morc 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 Natiow’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-Aud
Highway Act of 1956 does indeed embrace
the “Grand Design” which the President
envisaged in his message to the Governors.
It also reflects the long and patient cfforts
of the 84th Congress, highway ofhcials,
.engineers, and the many individuals and
organizations, who firmly supported the
new program, This far-reaching legislation
is likewise a dircct 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 Fedcral highway olfficials have
ever faced, To carry this new program
forward, to keep it on schedule and to
complcte 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 dircctly tied to the principles
which I 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-year 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 belore 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. Al 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-
year construction program  designed to
modernize a 40,000-mile network connect-
ing 90 percent of the nation’s principal
cities and industrial centers [rom coast
to coast, ‘

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 high-

way users in thousands of communi-
ties adjacent to these traffic corridors,

3. To provide swifter, safer, more effi-

cient movement of goods and people

33



within large urban areas.

4. To strengthen the nation's defense
and add to its survival potential in
the event of nuclear warfare.

Notice that I mentioned the long-range
fanctions ol this program. For the (st
time the 1536 Act legislatively requires
enginecrs to design for specific future
traffic loads~the types and volumes of
traffic forecast for the system in 1975, Thaus
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 30 pereent over the 65 million in use
today.

We 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 wrbanization
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 if you will. the wide range of
problems posed by the 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, fulfillment of the new high-
way program is not z mere matter of
design, engincering and construction. Tt
is a task for all of us.

The agenda of this Workshop Confer-
ence shows how [arreaching vour 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.

To 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
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it means much greater freedom [or the
vast majority of users—that is the basic
purpose of all traffic regulations, Manned
aceess means that cvery car, bus or truck
cntering or leaving these trunklines wil)
move aleng special facilides  designed
to channel vehicles in and out of the
through traflic streams. Planned access
provides cloverleals, 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 arderly
system of ontrances, 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
trafic would be impossible.

Random access with its inevitable com-
binations of frequent intersecting side
roads and roadsicde 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 aobsolete
long before they wear out—they have been
correctly called a tragic example of cen-
trolied confusion, As this condition grows
more and more aggravated, trafic dangers
are multiplied many times over. We have
conclusive proof that the controlied access
type of highway about which I have been
tzlking 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 unfold-
ing day by day is onc of the most shock-
ing facts of American life. But even tha:
is not the whole story. Last vear another
1,350,000 men, women, and children were
injured, many of whom wgere left hope-
lessly crippled, with more than 100,000
suffering some kind of permanent physical
lmpalrment. E

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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state System alene will save close to 4,000
lives a vear.

As for the cost of congestion and traffic
delavs, the Automobile Manufzcturers
Assoctation estimates that when the Inter-
state network is completed highway users
will save $550 million a vear in vehicle
operating costs; §725 moillion in accident
redaction, and $825 million in time losses
by commercial vehicles. $2 billion and
4000 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
petwork, but planned access has many
other advantages. In positive terms of
economic growth: and expansion we can
point te widespread and often sensational
developments that follow in the wake of
moders eXpressways.

Right here let me go back to a point
which 1 stressed earlier in this talk—the
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 pubiic understanding and ac-
eeptance 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-
bystep State-county cooperation in a pro-
fessional program carried on by and be-
tween professionals,

We are fortunate indezd that this State-
county working rclation has developed to
the present point—now thar the new Fed-
eral Highway Program is under way. We
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, Sectlon 113 of the 1956
Act permits the integration into the Inter-

state System of tol]l roads which promote
the development of that system. 1t also
allows expenditure on Interstate System
projects leading dircctly 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
te» Lthe public.

Ft has been stated many times that
there is no intention in this pregram 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 facilitics
but also on the simple fact that.to do
otherwise is a waste of resources, whether
those be private or public.

Your also know that the 1956 Act
ditected the Department of Commeree, 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 Intersiate
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 toil or free, the construction of
which has been completed subsequent to
Auvgust 2, 1947, or which is either in
actuzl use or under construction by con-
tract, for completion, awarded not later
than June 30. 1957.” We expect shortly
to contact many of you through the high-
way dep-trtrnents in carrymg out  this
Congressional directive.

So far a great many sections of toll
roads, either completed or under con-
struction, have been approved for indu-
sion in the 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 Thruway, the Eden Express-
way in Chicago, Oklihoma’s Turner
Turnpike, the Ohio Turnpike, and the
Richimond-Petersburg Turnpike in Vie
ginia, and many others. Some additional
milcage is still under consideration,

The dramatic scope and uvrgency of
the Interstate program invite superla-
tives—it is by far the greatcst volume
public work ever undertaken by mankind,
But you and I know that this key network
cannaot realize its full potential unless our
other road systems are brought up to par.

Congress fully recognized this fact.
Witness the increascd authorizations for
regular Federal-aid in the 1956 Act.

The regular ABC funds are provided
for the improvement of two principal
systems — the 235000-mile Federal-aid
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 11. Funds in the amount of 5825
mitlion have been provided for the regu-
lar Federal-aid highways for the present
fiscal year; $850 million will be availablc
for 1958, and $875 million for the fiscal
year 1959. These increases, coupled with
the fact that the apportionment of Inter-
state money will release ABC funds that
would otherwise be used on the Inter-
state System, provides for very substantial

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

Needless to say, all of these systems are
interdependent. Traflic switches back and
forth, from one to the other, ¢ndlessly.
Each enhances and serves to complement
the other. The same can be said of the
2,615,000 miles of roads and streets that
lie outside the limits of the Federalaid
systems. 1f they are neglected the entire
country will suffer.

Well, now that the new program is
more than 11 months under way, how
are we coming? Are we really rolling? Are
we on schedole? The record shows that
as of June 7, 157, contracts have been
acdvertised and funds obligated totaling
more than two billion dollars as Federal-
aidd on the primary, secondary and Intcr
state Systerms, On the Interstate System
alone, 540 construction contracts apgre-
gating ncarly 3600 million in Federal
cost have been awarded for 1,400 miles
of magnificent new bighway — included
are contracts for more than 1,200 bridges.
By June 1 of this year 19 states had com-
mitted ‘all of their 1957 Interstate funds
and were moving ahead on the 1958
monies.

We regard this as an exccllent 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
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
engincers — and as American citizens! .



