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One of the fine experiences of the past year was the time 
spent on the Alaska Highway, There one iset on every hand, a spiri t 
of determination, courage and cooperation, without i?hich the amaz­
ing results already secured v/ould have been utterly impossible. 
The officers and men of the Army Engineer troops, contractors 
with their extensive organizations, and the Public Roads personnel 
•7?ere rorlung tccard a definite objective in uhich they bel ieve. 
Long hours, bad y.eather and handicaps of many kinds, particularly 
transportation, did not end could not stop the project from going 
forward. The creeks there T.ere productive of faith — faith in 
the earnest attitudes, in the abi l i ty of our people to accomplish 
important objectives and in the serious desire to servej which i s 
characteristic of the large majority of our people new. 

Even though there have seemed to be more disappointments 
than assurances, jsore stop lights than go-she ad signals* and many 
impositions that can not be just i f ied, i s i t not time to count 
those things which are right, rather than to be discouraged to 
the point of frustration by vhat i s wrong? Is i t not time to 
appreciate the real value ef the things re have? The conditions 
under \?hich the highway organizations, State end Federal? are 
werlcing today, are infinitely better than the conditions which 
confronted us at the time of the last war. I t is by comparison 
between ti7o such separated periods that we obtain a measure of 
the true advance. Among those elements that are important are 
these: 

There is nor? a highvay organization composed of State and 
Federal units, which on the whole have reached an adjustment of 
imrtual relations and jo in t ly demonstrated a capacity to carry cn 
large programs of highway iir.provei.ient. These adjustments have 
required the sacrifice of neither State sovereignty nor Federal 
objectives. 
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We ore for t i f ied in making administrative decisions 'by the 
results o f the State-wide highway planning surveys. There has been 
a steady advance in highway engineering knowledge that in recent 
years has provided at an accelerated rate a scient if ic approach-to 
problems in place of what -was formerly l i t t l e more than guesswork. 

The development of efficient equipment for road building has 
led a l l other f ields of construction. One of the major contributions 
to solving the woes of the road builder, or preventing them, is the 
universal use of pneumatic t i res , in contrast to the destructive 
solid rubber t i ros used for heavy loads during the last war and 
immediately thereafter. 

These are only a few of the major resources and changes that 
the highway engineers and administrators, havo available now as tools 
of a major character to help thorn in •their work., • Moreover, there 
have been more than two decades of nation-wide- road building which 
has been carried forward at a high rate in good tines and in depres­
sions. No other business has been carried on as consistently year 
after year unless i t be that of providing the motor vehicles to run 
over the highways — a combination of the two making up highway 
transport. This, then, is no time to complain or to c r i t i c i s e . 
Unquestionably this amazing continuity ox operations produced within 
i t se l f an inertia of movement that has produced severe and uncom­
fortable dislocations and reactions when i t has been necessary to 
slow the speed or change the direction of effor t . 

An analysis of the operations through the pre-war period, 
or the interval since the last war, indicates changes of greatest 
importance ia cur administrative plan and -routine of operations. 
The change from loca l to State control of a l l major highways\ the 
establishment of the State highway system; the designation of the 
Federal-aid system, and later the careful studies that led to a much 
more carefully planned secondary system; ifche operations with the War 
Department to select in conformity with the needs of the nation a . 
strategic network important to the military establishments; have been 
steps in the coming of age of highway policies and adxiinistrative 
practices which, in the light of our existing situation, I am satis­
fied have been more nearly productive of useful results than any 
other policy that could have been adopted. 

•- Perhaps this nay seem to be a prejudiced opinion from one 
who "has been a member of the Federal organization engaged with the 
State highway depart:ients in this development. I t is not so 
intended. 

The growth in the number ..nd the use of motor vehicles on the 
highways of the United States has been in such aliasing proportions 
and so universal, that the figures represent magnitudes which can 



N O T bo understood by any todiviuual. Hoover, i t oaa be ipde*»tc*& 
th*-t because cf the distribution end penetration of tho use OF.J!TH§. 
uotor vehiclo to every hr~mlet of the eountry, c policy of b*&Jrt:i&jj 
P E R F E C T hirrfcpya, O I * highways of the super character of "hich 
H A V E herrd so rtuch, could not possibly have tahaa the place of the 
very l<u-gc milenge O F not so perfect roods l^it which nevertheless 
extend throughout the length and breadth of the United Statea. 

So jiuch micinfom tion has boon broedecet, even from aouroae 
vvoouned to bo . . U T H N R L T A T I T O , aa to the- Qorrian ..utobataen» p-*oaul~ 
• - 5̂ -*t of ::err H.' t W e preparation for -wr-ld oonqueeta. 
t- I I .-.n prrpo3inT a '-.vpotition of a pavt o*' a F-APW .Tittctt ATA 
' e l ; v; iv ' '.-»>'.:.ro thin ;;*onp in Seattle in 1940» •• 

th important construction stop, ed left than midvey 
oi' co '-lotion of :ho **irrit planned not'.'orls of appvorJo.v„teiy 

p { !<?:,, th? J'U'mafl do not irwe a national ayste© of 
autoh-iJujen for oithar nilitary O R c iv i l hi ;h\.i.y transport* 
Thoy Ao h- iv*» cor it. in highly adequate ounpXete*? routes* l&tti 
tr-T .hvcMc r."t.knlng of ?;r.fioXine> the previously existing 
lmt. relatively :*e' I TOT c iv i l traffic lu.O very largely tfioep* 
;-o "V'ith T H E Gornan nation entr ;OC 5 in a desperate 
c-•!":;•, Iv̂ > • hone operations are lar " > L Y outiido T H E nwuitry 
it':-1.f, HO\R enn any *v.tionr.l evaluation of the ^utobuhnott 
;».R '••KVm'i nt i l l t lcr fer..ted? Finally, pro-war G ; 1 *ny 
i?: 'v-lM.ively so m a l l i t could he superimposed tin times or 
nor** upon tho rro-.t expoiuie O F i.ho United States - ith ample 
nar-;in. ilo-t decidedly what has Voxm done in vSer.»..ny door, 
N O T . provi -o tho patten* for ns« t t 

Tho -r pro-.*.*-m O F highway ii.TPROVVR ;ont h\u nuoo^ra:*iIy been 
li:;iteO. ni"TO:- ' . . V R hoc©..*??; i:«glAent it. in too L > , T I to build a eyetea 
O * ;-'̂ uh% IHIOO, an pointed O U T in the >povt niCr-ATS - X E TIC 
'.'JMQYML D:a^::^ 1 / , s*r.;ous inade-itvcie'i exietof on our nuin road 
jr-ATA-: - H O I ! ^ousurod T Y fixed :;Uiwkvds, up to the „retout time there 

!x:.-n N O \ r . I 'JFTOPRE«d broahdown of the -I<JH.' y trnnaport system 
bnox!j:;*> of road fr.13.uror., l-nit we A R O nr-w ;pprooohinr A cr i t ical tine 
tV.T K\Y bncono a crisis in highway tr.'«J3port* 3ince bee*.iber 2 , 
1P41, no project? involving ?ederc.l funds h^vo been approved uh5.ch 
'..-ore not cortifiwi ©aecntial T O ths V.tir effort by an apiTOprlftta 
Ferer.-.l £cffin:.;e agency, Since thens certifications c«^e from outs^e 
t!'K? ro-u! forces, nany P R O J E C T S which high; .y officials believa h^jhjy 
.noconc IT-/ .for the natio^.l defense have not boon certified, Î nd many 
o.\ thorjo C O R T L I ' i o d hr.ve boon deli^yed "by the involved proeeco in 
obtaining prio^ition. 

A '>OUT T - - O THOUE - - n d rsiles OI completed 'juperhi,ays «>o» 
to a 7 i v « - Y E r period, io Use ^eco*C O F the Kitler mglm+ 

O N L Y r. : " O " ct^-etc:^-. •.-ore coiuiocted as T : R O I V . h hi ys* 

i." A report by the Hi*:r..ic 'JO. / . 5 Ai^.-onistr* ' .'-.n to the rf^ini- 'ti-.tor, 
rs-'" or^l .''orhs \cy, on Fe-^.ry 1, iy^ . . 
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far th© larger number of the chief industrial centers rare s t i l l 
unconnected by this system, and less than half of the projected 
system to t i e these industrial centers together- was put into service 
at the end of that year when he started his war operations. Not-

- withstanding these facts , only a few days aro an advertisement 
appeared in a national periodical, sponsored by a leading railroad 
o f this country, stc.ting definitely that because the Hitler regime 
had depended upon the system of superhighways nd had neglected the 
railroads, his internal transportation arrunceiaents *>;ere rapidly 
proving Inadequate* Based upon the actual accomplishments in 
improved highways and railways, the transportation fac i l i t i e s of 
Germany were not ready, and judged by this standard, without any 
claimed knowledge of other conditions, i t appears that the Hitler 
regime was forced Into war by both internal and external conditions 
long before he was ready with adequate transport within his country. 
Any conception that the railroads of this country could do the 
work that the highways are doinr-- today i s as fundamentally i.«rong as 
that the highways could do the work that the railroads are doing, 
and i t would be only reasonably fair on the part of the railroads 
to accept the fact that one of the reasons that the railroads axe 
doing the magnificent job that they are today i s that the highways 
are taxing over the part of the task which bogged thorn down in the 
last war, - that ia, the short haul and terminal distribution. At 
some of our points of emhrkation, as high as 70 per cent of the 
loca l distribution to transports i s being carried by motor vehicles . 
In this v;ar and in a l l i t s generated act ivi t ies there is a tremen­
dous transportation^job. I t easily becomes one of the major 
bottlenecks internally. There are two types of overland transport, -
one the long-distance nass transportation of men, materials and 
a l l characters of supplies, for Y/hich the railroads are pre­
eminently fi t ted to supply the necessary transportation services. 
But there i s an equally tremendous amount of loca l , short-haul 
movements of persons, materials and finished products, which can 
anly be accomplished by highway transport. The sooner this fac t is 
recognized and highway transport given i t s place in the sun, the 
more surely will we provide against transportation becoming a real 
bottleneck. 

From the angle of the highviay administrator, then, what i s 
the most important problem to meet? In order to exanine th i s , there 
must be a look backward over what has already been done, A funda­
mentally unsound premise has existed to the effect that our annual 
prorram of construction which has been carried forward on the main 
roads of the Federal-aid and State highway systens, consists only 
of next roads. The misunderstanding leads to the conclusion that the 
mileage constructed each year adds to the muaber of miles of roads 
in service, and ignores the true fact that the program over a long 
period has been the reconstruction, replacement and modernization 
in accordance with the t raff ic demands of roads that are alreadylin 
service. Once the wron^ premise i s adopted, the conclusions tihich 



emanate are wrong." In order, to understand isfaat has been' h&p^snii^ 
since the last war, i t i s necessrry to obtain a correct vi suali isation 
of the annual program of highway construction as i t actually' ia* 

<"••> 

For many years predoiiinantly, and in recent years exclusively, 
the program of high-ay building has been a program o f replacement 
and reconstruction• 

The main roads of the nation, inclusive of the Federal-aid 
highways, consist of desi^'nated" systems knoxm as State hlghwaysv 
V.'e need go no further back than 1923 to establish the facts relative 
to the development of these State systems. 

In the 13 years between 1923 and 1942, for which complete > 
records are available, the primary systems of rural state highA/ays-
increased in length from 251,610 miles to 331,567 miles, a net 
addition of approximately 30,000 miles, or 32 per cent of the length^: 
in 1923, In the same period,' construction- on these primary systems K 

totalled 501,192 miles, an excess over the finally existing systetas 
in 1942 of 169*625 miles. In other words, the entire enlarged 
system has been, in effect , reconstructed or replaced one and one-; 
half tines in an lS-year period. 

In order to establish the trend of replacements* reconstruct 
tion md modernisation on the integrated State systems in terns of 
tha ralea^e built annually, v.'e need only to divide the total period 
into three 6-year periods. From 1924 to 1929, inclusive, the 
in i t ia l system increased by 62,553 miles, but a total o f l6l s 365 
miles were built on the system- In the next 6-year period, front 
1930 to 1935 inclusive, the system increased by only 17,704 
but more than 2{ 0,000 miles were constructed. The-system decreased-
in net length by 300 miles in the final 6^year/periCK3/-f*aa-.̂ 36v*0' -v-
1941, but nearly 14.0,000 miles of replacements and re construction 
were buil t . 

The State highway departments vrere created to construct, main­
tain ..nd operate the system of designated highways Tor the use of 
the traveling public. Expenditures by the departments are made to • 
improve and maintain the existing :iilea~e and to ;^uarantec the safe 
and efficient use of the fac i l i t i es so provided, She replacements 
on the primary system of -State or main roads have been aada. in 
response to the growing demands of an expanding t raff ic volume. 
They represent changes in highr/ay types and standards adapted to the 
existing traff ic volume, 'Then such highway sections have beccwe 
ovorcon^ested, obsolete as to condition or uneconomical as to oainto-
nance, t" eos h::V3 boon reco.'ir-tructed or rsj-lacsd to .forestall a . : 

continued uneconomic use. Because funf-s available Tor such capital 
outlays have always lagged behind the ^eouirojjents of t ra f f ic , 
needed replacements to correct inadequacies have also la^edand-•- : 



have genera l ly , been made only a f te r pub l ic p ro tes t against ex i s t ing 
condi t ions* A l l such a c t i v i t i e s have been attended by constant 
maintenance t o ex t rac t the .-naxinum o f u t i l i t y fron the ex i s t i ng 
mileage pr io r t o replacement. 

' The mounting gains in ove ra l l t r a f f i c volumes, which have 
-Hade necessary the ra is ing o f highway types *nd standards represented 
i n the trend in road replacement, r.iay be i l l u s t r a t ed by a review o f 
the increase in the number o f motor veh ic les i n operat ion and their 
t o t a l motor f ue l consumption during the lG-year period under con­
s ide ra t ion . Tvhereas the systen o f main roads increased i n net 
length during t h i s period by approximately 3O,CC0 mi l e s , or 32 per 
cen t , the number o f veh ic l e s increased from some 15 Million t o nore 
than 34 m i l l i o n , or by 127 per cen t . In the sane pariod the number 
Of trucks in operation increased by 214 per cent and the number o f 
passenger cars by 11a per cen t . 

The increases in motor fue l consumption between 1923 and 
1942 no t only further emphasize the constant and growing need fo r 
the highway replacements which have been nade, but t e s t i f y a l so to 
the establishment o f highway transportation as an indispensable 
f ac to r i n the t o t a l d i s t r i bu t i on p r o c e s s . In 1923, the 15 ni i l l ion 
odd v e h i c l e s consumed 2,365 m i l l i o n gal lons of Liotor fuel* For 
the year 1941 > more than 24 b i l l i o n gal lons -/ere consumed, the 
increase being 91fi per cen t . 

Estimates o f the t o t a l ton-mileage of car r ied loads t rans­
ported by trucks on our main roads are not ava i l ab le for the ent i re 
per iod under cons idera t ion . However, between 1929 and 194-0, the 
t o t a l carr ied load on rura l m i n road.s rose from approximately 14 
b i l l i o n ton-miles t o more than 47 b i l l i o n ton -mi l e s . These f igures 
show that near ly three and one-ha l f t i ne s the f r e igh t load carr ied 
on the main roads in 1929 was carr ied i n 1940 on a system of roads 
only 6 per cent greater in length . This has been pos s ib l e only 
through a s teadfas t State and nat ional p o l i c y o f e s s e n t i a l r ep lace ­
ment and in tens ive maintenance. 

Highway t ranspor ta t ion , which has grown to natur i ty as an 
e s sen t i a l element o f our complex system of d i s t r i b u t i o n , has not 
been \d thout i t s r e v e r s e s . I t has been d e f i n i t e l y t i ed t o the 
general welfare i n periods o f prosper i ty and in times o f s t r e s s . 
In the per iod from 1923 t o 1929, when the nat ional incone increased 
by 21 per c e n t , motor f u e l consumption increased by 4&7 per cen t . 
From 1929 t o 1935, the na t ional income receded by-29 per c e n t , and 
the volume o f nighway t ranspor ta t ion , as neasured by motor fue l 
consumption, Increased only 21 per cen t . In the l a s t pe r i od , from 
1935 t o 1941» the growth in nat ional incone i s Indicated as 67 per 
cen t , and highway use o f motor f ue l indicated a corresponding 
increase o f 4-o per cent in highway transportat ion a c t i v i t y . 
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It i s already apparent that the mounting industrial act ivi ty 
attendant on the war effort has imposed steadily increasing demands 
on most phases of highway transportation. In view of the virtual 
cessation of replacements, both of rol l ing stock-and 'th^roa4oe&V".-S 
and in consideration of other restrictions and limitations,' the^; r; 
elimination of a l l nonessential highmy activi ty wi l l f a l l far short 
of compensating for the demands being placed upon essential highway 
transportation. 

The emergency curtailment and subsequent elimination of such 
replacements of essential trucks, t ra i lers , busses and other com*-' 
mercial and industrial highway vehicles, as are normally made -to 
offset scrappage and retirements, render necessary the increased 
and extraordinary maintenance and repair of the vehicles remaining 
In service. It i s precisely so with our system of main roads. I f 
we examine the record of disbursements made by the highway •departments 
in the lu-year period referred to , we can evaluate the relative 
requirements for : laintenance, coincidentslly with those for accom--
plisuing the constant procession of replacements made on our fv&ixi 
road system, without which the highway service rendered during this 
period would not have been possible. 

Again considering the three 6-year periods, we observe that 
during the f i r s t period from 192.4 to 19£9, capital outlay for . 
construction, which was predominantly replacement, amounted to 
$2,626 million dollars . The existing system of niain roads, rela^ 
t ively low in type, standard and t raff ic volume as compared with 
those in the present period of stress, s t i l l require vl,105 million' 
dollars of expenditure for maintenance and operation. From 1930 to 
1935, the total construction expenditure of $3,262 million dollars 
was nade on tho main roads essentially to elevate types and standards 
to accommodate the increased t raff ic volumes." Although this TS,S-.- . 
the period of depression which retailed the rate of traiflc- increase, 
funds for necessary improvements s t i l l lagged behind t raff ic needs 
as evidenced by an increase in debt service from $368 million dollars 
in the f i r s t period to $730 million dollars in the second. In this, 
second 6-ysar period we produced the greatest volume of Improvements 
ever made on the primary systen of State highreys hut a maintenance 
and operation expenditure of £L,l/,.0 million dollars "us -s t i l l -
required. 

The third period, from 1936 to 1941, was mrked by a resumption 
in the rate of t raff ic Increase consistent with the improvement=-in 
the general welfare. The adaptation of the system of .main roads--to .•-
the increased t raff ic requirements, to the extent possible, resulted 
In a construction outlay of $2,774- million dollars accompanied by 
an increase in debt service to $1,183 million dollars for the period. 
The reduction of federal emergency highway expenditures typical of 
the previous depression period was larpely responsible -for the-=---
reduction in capital outlay and the increa.se in borrowing, although 
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the l a t t e r was t o some extent affected by the State assumption of 
l o c a l • governmental ob l iga t i ons . The 1 $ per cent increase in highway 
. transportat ion a c t i v i t y in th i s pe r iod , together with a decreased 
rate o f replacenent and adaptation of the main road system, iiiade 
necessary an increased expenditure fo r operat ion and : laintenance of 
the system amounting t o $1,504 mi l l i on d o l l a r s . 

In the setup o f the State highway departments, econor^y and 
appropriateness have indicated that the const ruct ion operat ions 
incident to replacement, reconstruct ion and modernisation be l e t 
t o private con t rac t . Uniformly such -,'ork has been almost wholly 
accomplished by pr ivate contractors with pr ivate l a b o r , equipment 
and na ter ia l f a c i l i t i e s under publ ic supervision and in accordance 
with standard plans and spec i f i c a t i ons . Similar cons idera t ions 
have' indicated the appropriateness o f the conduct o f opera t ional 
and maintenance a c t i v i t i e s , not wel l adapted t o i t e n i :ed s p e c i ­
f i c a t i o n , d i r e c t l y by the State fo rces o f the highway departments. 
For- these purposes the departments have establ ished cud c o n s o l i ­
dated the pub l ic organisations and equipment and na t s r i a l f a c i l i t i e s 
necessary to carry on th is essent ia l a c t i v i t y as conconitant o f 
tho construction progran accomplished through private f a c i l i t i e s . 

Other essen t i a l war construct ion -has heavi ly tapped the 
rerorvoir o f pr ivate construction facrJ i t i s s o rd ina r i ly re-'uired 
t o carry on the annual progr. .n o l highway r op 1... cedent apparently 

• t o an extent greater tlian the emergency reduct ion in the volume 
of-.such work. Shortages in nanpower, e-aii pnent, i i a te r ia l s and in 
-highway revenues have a l l combined, to d r a s t i c a l l y l imi t and 
cu r t a i l the volune of needed replaceiaent :_nd recons t ruc t ion which 
m y be declared e s s e n t i a l i n this period of expanded war a c t i v i t y , 

A -cursory .review of the mileage and c o s t o f wartime highway 
const ruct ion, l imited t o the provis ion of* e s sen t i a l mi l i ta ry and 
industr ial access and t o c e r t i f i e d improvements on a s t r a t eg ic 
network of highways, reveals the extent t o which the vjar-iriiposod 
r e s t r i c t i o n s have cur ta i led the normal replacements on the main 
road system. Itaring the year 1942, the use of* a l l Federal highway 
fund3 lias bean r e s t r i c t e d t o p ro jec t s c e r t i f i e d as essen t i a l t o 
the nat ional defense by an 'app-oprir.te war. agency. 

Total ob l iga t i ons o f Federal-aid funds on such c e r t i f i e d 
p ro j ec t s during the f i r s t ten months o f the calendar ye-o* lv^2 
amounted to ^65,625,685 fo r the construct ion of 513 p ro jec t s 
t o t a l l i n g 1,057,3 miles- on the Federal-aid highway and Federal -
aid secondary sys tens . In addi t ion , other emergency funds t o 
the extent o f ^451,536" were expended i ron remaining; balances. 
Access road funds obli.ps.ted t o t a l l ed 7195,441',? 51 f o r 1,000 
p ro jec t s on 4,249,4 a i l e s o f rood., p r i n c i p a l l y o f f the systems 
and designed t o provide access from mi l i t a ry , indus t r i a l and 
raw aa te r ia l s i t e s to such nain road systems, Obligati ' .ns f o r 



work on the strategic network of highiwys, la rge ly included i n 
the primary system of State highways, amounted to •10,695*533 f o r . 
106 projects on 156.9 miles of road, The to ta l 1942 obligations 
to October 31, inc lusive of the off-the-system access roads there­
fore provide f o r the construction of 1,623 projects to ta l l ing 
5,463.6 miles i n length at a to ta l estimated cost o f '1272,221,605* 

Obligations during 1941 made without the res t ra in ts imposed 
by wartime res t r ic t ions amounted to $202,672,479 fo r the improvement 
of 3,035 projects to ta l l ing -5,962.6 mi les. This compares with the 
1942 obligations other than access roads, amounting i n ten months 
to ,76,772,754 f o r 615 projects on 1,214*2 miles of improvement, 
p r i n c i p a l l y on main roads. 

State data f o r 1942 are not avai lable to permit a corre­
sponding comparison of tho non-Federal construction on the primary 
system of t tate highways. However, comparative employment data on 
State and Federal construction by private contractors are avai lable 
f o r 1941 --'.nd f o r nine months of 1942. These data indicate that 
contract construction i s o f f 30 per cent in the nine months of 1942 
from the corresponding period of 1941* Data f o r recent months 
show that th is s i tuat ion is progressively aggravated with an i n d i ­
cated reduction of 49 per cent in contract construction a c t i v i t y . 
The l a t t e r comparison covers the period when such a c t i v i t y is 
usua l ly at i t s peak. 

Fron 1924 to 1941, the Federal-aid system was increased i n 
lonpth by 66,026 miles, but 193,310 miles were improved ra ta "' >mm' 
Federal funds, at a t o t a l cost of #4,256 m i l l i o n dol"- s . These • 
improvements, aggregating 02 per cent of the system length 'in 
1941 reveal the scope of replacements during t h i s period exclu- '•; 
r i v e of tho non-Federal State improvements on the Federal-aid ' pp'""" 
system, 

between 1923 and 1929, a t o t a l of 61,227 miles were "built"'."..; 
but the i n i t i a l system had increased by only 20,046 miles. In 
the second 6-year per iod, 76,972 miles were constructed with an 
increase in the systea o f only 30,016 mi les . The ' th ird period '": 

from 1936 to 1941 accounted f o r an increase i n the Federal-aid 
system mileage of only 15,964 "hut 55,119 miles were b u i l t . 

3h the three periods, construction, reconstruction and 
replacement cost o f projects involving Federal funds on the 
Federal-aid system may be compared with to ta l expenditures of 
s imi la r nature on the pr ioary system of State highways, including . 
the cost of both State and Federal-aid pro jects : 



10 ~ 

Tota l Cost (Mi l l ion dollars) 

Cost o f Federal-s id 
p r o j e c t s as a per-

State and centupe of c o s t o f 
Federal-aid Federal-aid combined State and 

p ro jec t s p ro jec t s Federal-aid p ro jec t s 

1924 - 1929 §1,222 $2,626 

1930 - 1.35 1,501 3,262 

1936 - 1 9 a 1,533 2 ,774 

1924 - 1941 §4,256 $S,662 49 

ID the uhole pe r iod , Federal-aid p ro jec t s accounted fo r 
approximately ha l f of the c o s t of p ro j ec t s on the nain roads , 
r i s i n g to a s l i g h t l y larger proport ion in recent years . I t i s 
assumed that the dec l ine an the voluiae o f construct ion involv ing 
Federal funds on the Federal-aid system w i l l therefore he repre­
sentat ive o f the trend i n the Stato a c t i v i t y on the main roads . 

46 

46 

55 

Based on the f i r s t ten months of 1942, the nileape o f 
p r o j e c t s on the Federal-aid system completed \ i t h Federal funds 
w i l l be lass than 72 per cent o f the mileage completed in 1941* 
This IOTT ra te o f complet ions, however, does not accurate ly 
measure the r ea l trend. I t i s estimated that the mileage t o be-
under construct ion at the end of 1942 w i l l be only 30 per cent 
o f that in progress at the end of 1941. This conclusion i s based 
on the rather alarning reduct ion in the rate a t which improve­
ments are current ly being placed under cons t ruc t ion . 

In the calendar year 1941, sone 7,235 miles o f replacement 
and reconst ruc t ion p ro jec t s rare placed under construction* For 
the calendar year 1942, the t o t a l w i l l be approximately 1,536 
miles o r but 22 per cent o f the previous year . Based on the 
monthly trend in the d e c l i n e o f p ro j ec t s placed under const ruct ion , 
i t i s estreated that l e s s than 375 miles w i l l be poss ib le in 1943 
unless d r a s t i c r ev i s ions are made i n p o l i c i e s presently r e s t r i c t i n g 
such improvements. Continuation o f the recent trend in placing 
p r o j e c t s under cons t ruc t ion , together with the currently low volume 
o f work under way w i l l c u r t a i l the mileage completed next year to 
l e s s than one-third o f normal requirements. 
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Practically a l l current highway transportation i s war trans­
portation and virtually a l l main roads are necessary to essential 
transportation. The elimination of nonessential passenger car 
operation i s almost an accomplished Tact. The increased demands 
imposed on truck transportation have resulted in i t s more intensive 
use and in a general increase in average carried loads. flhile some 
State tabulations reveal reductions in average traff ic on main 
roads, they do not reveal that increases have developed on many 
particular roads. The tremendous migrations of military, industrial 
and manufacturing activity occasioned by our active participation 
in the nar and involving shifts o f workers, material and supplies, 
have imposed "burdens on highway systems which were, never constructed 
or improved to handle either the t raf f ic volumes or gross weights 
to which they are now subjected. The provision of some 4,200 miles 
of access roads to camps, cantonments, naval bases, and manufac­
turing and industrial s i t es , frequently in virgin areas, has likewise 
imposed burdens on main roads to which the access roads connect» 
Numerous dangerous and unprotected highway-rail- ay grade crossings 
s t i l l exist In v i t a l areas and the condition of neuy bridges and 
structures bodes i l l f o r the safety of essential highway transport 
in the event of a prolonged continuance of the war. 

The overwhelming evidence of the entire record of highway 
administration which l i es behind us indicates but one solution 
to the enforced reduction in the rate of highway replacement by 
new' construction. That solution i s more e:rpedlent than sound. 
I t i s not economical but i t is i^andatory. I t consists of extra-? 
ordinary maintenance, both more extensive and more Intensive. -
I t wi l l require not only the absolute retention of a l l existing 
personnel, equipment, and material f a c i l i t i e s of the organised- . 
State highway departments, but also the pooling and efficient . 
cooperative use of those f a c i l i t i e s of the minor highway odmdnis-
trative agencies. In addit ion to the retention of operating" 
maintenance equipment by the departments, i t w i l l be necessary 
for them to have access to essential repair parts and to be 
authorized to make replacements o f such essential equipment as 
can no longer be kept in operation, and to speed up the proi* 
cedure for obtaining them. 

The 'state highway departments wi l l also require a consider­
able volume of repair and patching materi J.S and quantities of the ." 
less c r i t i c a l materials such as bitumens and stress, timber for the ; 
repa i r and strengthening of faltering structures. It wil l be 
imperative that these departments set up and naintain inventories 
ol*current and prospective material requirements i n order that 
these may bo given jo in t consideration rath other war material . 
needs. 
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Any main road today i s an existing or a potential military 
•road, The alternative to the provision of necessary replacement 
and : reconstruction is extraordinary maintenance. The alternative 
t o the failure to retain the ful l f a c i l i t i e s for the provision 
of 'such maintenance is a gradual but creeping paralysis of trans­
port upon that road. These facts are contained in the record of 
the past, but the f inal evidence my be no further ahead of us 
•than"'the next spring thaw. 


