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Since 1940, - one year less than a full decade, - our highways 

have been confronted with all the vicissitudes that conceivably could 

fall to their lot. A review of the pertinent facts confirms the magnifi­

cent record of performance of the State highway departments. There 

is no denial of the accomplishments under difficulties of the local high­

way officials, urban and rural, but the problem of keeping the highways 

in service under the rapidly growing number and the over-weight con­

centration cf motor vehicles has been most acute on the State and inter­

state routes. That the major highway network has been kept in operation 

under the adverse conditions is proof positive of the effective organization 

of the highway departments, and particularly of their maintenance abili­

ties. Perhaps the job of keeping these major highways operating is now 

being too well done. During the war period it was the only possible 

course. Now the highway officials know the extent to which a very large 

proportion of the most important routes are kept in service only on 

borrowed time, and that the cost is eating extravagantly into construction 

funds seriously needed to rebuild them into safe, efficient facilities. 

In this period - 1940 to 1949 - the over-al l increases and changes 

in the factors that reflect both the quantity and character of the services 
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demanded f rom our highways are not only v e r y large; they are also 

growing more adverse in their relative propor t ions . 

The number of registered motor vehicles increased f r o m 

32,452,861 in 1940 to 41,151,326 in 1948, - about 2? per cent as a 

total. 

The number of busses increased f rom 62,582 in 1940 to 135,430 

in 1948, - about 116 per cent. 

The number of t rucks, including tractor trucks, increased f r o m 

4,590,366 in 1940 to 7,227,380, - about 57 per cent. 

The pre l iminary est imates for 1949 indicate a further increase 

of about 6.6 per cent in motor vehicles over 1948, - a total of 43 mi l l ion 

plus. 

The estimated veh i c l e -mi l e s of s e r v i c e provided by our highways 

in 1940 was 302,143 mi l l ions , and in 1948 - 397,589 mi l l ions, - an 

i nc r ea se of above 30 per cent. 

Thousands of mi le s of highways have deter iorated beyond a 

reasonable condition for use, and thousands of miles m o r e reach this 

condi t ion annually. Based on exper ience r e c o r d s in 35 States it is 

es t imated that in the neighborhood of 40,000 mi les of the Federa l -a id 

s y s t e m s alone should be rep laced each y e a r . 

The structural deter iorat ion i s being hastened and in addition an 

eve r - inc reas ing mi leage is rapidly becoming deficient in width, sight 
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distance, strength and other features because of the enormous increase 

in volume and weight of traffic. For trucks only, the vehicle-miles 

traveled in 1948 on the same roads was 9 per cent greater than in 1941 

and 24 per cent greater than in 1936. The ton-miles of truck loads 

carried in 1948 was 42 per cent higher than in 1941 and 19? per cent 

higher than in 1936. The average load carried by trucks in 1948 was 

38 per cent higher than in 1941 and 73 per cent higher than in 1936. 

The frequency of heavy axle loadings has also increased tremendously. 

Axle loads of 18,000 pounds were found on an average of 13 out of every 

1.000 vehicles on the highways in 1936 and on 93 out of every 1,000 

vehicles in 1948, a 615 per cent increase. Axle loads of 22,000 pounds 

or more were found on an average of 2 vehicles per thousand in 1936 

and 20 per thousand in 1948, a tenfold increase. 

Progress of the Federal-Aid Construction Program. 

Against these service requirements and indicated potentials must 

be measured the progress in highway improvement. Taken by itself the 

Federal-aid operations of the latest fiscal year arc encouraging, but 

relative to needs the whole program of construction and maintenance is 

inadequate and unbalanced. 

The total of almost 21,000 miles completed last year represents 

an increase of about 3,000 miles over the mileage completed during the 

prior fiscal year. About 18,000 miles were completed during the fiscal 

year 1948, 8,000 miles during 1947, and 3,000 miles during 1946. 



T h e 11,000 miles of Federal-aid highways opened to traffic during 

the f i s c a l y e a r e n d e d last June 30 included the construction or major 

reconstruct ion of almost 3,000 bridges over stream*, railway-highway or .. 

h i g h w a y - g r a d e separations and combinations. A total of 149 railway-

h i g h w a y cjrade crossings were eliminated during the year, and protective 

d e v i c e s w e r e installed at an additional 466 grade crossings, 

The improvements are classified as follows: about 1,900 miles 

of b i t u m i n o u s , Portland cement concrete or other high type surfaces; 

8 , 4 0 0 m i l e s ot intermediate bituminous types - surface treatments or 

m i x e d b i t u m i n o u s sui faces; 7,400 miles of non-dustless type - selected 

s o i l , g r a v e l or s t o n e ; and about 1,900 miles of grading and drainage, 

in p r e p a r a t i o n for future surfacing, 

T h e influence of the secondary road program is reflected in the 

t y p e s of improvements. The relatively large proportion of intermediate 

and l o w t y p e s r e f l e c t s the pressures for the rehabilitation of long mileages. 

D u r i n g the four y e a r s since the end of the war, there has been, 

completed and o p e n e d t o traffic a total of nearly 50,000 miles of Federal-

a i d h i g h w a y s . A n o t h e r 19,000 miles a r e under construction or covered 

b y approved p l a n s , and an additional 15,000 miles are programed for 

c o n s t r u c t i o n . T h e s e figures constitute an enviable record, particularly 

in v i e w of the rr:any difficulties that have confronted the highway construc­

t i on i n d u s t r y in t h i s postwar period. 
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The total cost of projects completed during the past year was 

almost $750,000,000, of which about $390,000,000 were Federal funds. 

In dollar volume the work completed last year set a new record high 

for the 33-year history of Federal aid. 

Construction Put in Place. 

The record for construction put in place during the past year, 

including work done on projects not yet completed, is even more encouraging. 

The value of work done during the year is estimated at $826,000,000, 

of which about $421,000,000 are Federal funds. These totals represent 

an increase of nearly 2 5 per cent over the value of work done during the 

prior year. Thus, in the construction phase of the program, we are 

approaching the $450,000,000 annual rate of Federal fund authorizations 

provided by the Federal-Aid Highway Act of 1948 for the fiscal years 

1950 and 1951. 

For the present calendar year the value of construction to be put 

in place is estimated at about $850 million dollars total cost. Even 

when adjustments are made for the lesser purchasing power of the dollar 

today as con,pared to the 1930's, this figure represents a volume of 

Federal-aid work to be done this year that is greater than that of any 

prior year. 

Although the construction phase of the program is approaching the 

annual rate of Federal fund authorizations on a country-wide basis, 
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there is still a relatively large number of States that are far from 

reaching this objective. Last year the value of work done in 24 of the 

States was approximately equal to or more than the State's proportionate 

share of a $450,000,000 Federal authorization. In eight States the work 

done corresponded to an authorization rate between about $400 million 

and $450 million dollars. In 19 States the corresponding rate was less 

than $400,000,000 and it is in this latter group particularly that 

special attention needs to be given to further advancement of the 

program to a rate consistent with Federal authorizations, as soon as 

it is possible to do so . (The above counts include the District of 

Columbia, Hawaii and Puerto Rico.) 

Comparison of the Calendar Years 1948 and 1 9 4 9 . 

Contracts awarded on Federal-aid projects during the first eight 

months of the calendar year 1948 totaled about $49? million. During 

the corresponding period this year the total was approximately $448,000,000, 

representing a decrease from last year of almost $49 million or about 10 

per cent. Awards during August of this year were almost 22 per cent less 

than during August a year ago. 

In advancing projects through plans approved stage, the net total 

this past year amounted to about $358,000,000, measured in Federal funds. 

During the previous year the corresponding total was $452,000,000. Thus 

the total this year, again expressed in Federal funds, was $94,000,000 
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or about 20 per cent less than during the year prior, and amounted to 

only about 82 per cent of an apportionment of $450,000,000. 

The same trend is indicated in programing activities. Projects 

programed this past year amounted to $810,000,000 in total cost and 

$403,000,000 in Federal funds, representing a decrease of 21 per cent 

from the previous year. 

Federal-aid funds authorized for the fiscal year 1951 were 

apportioned recently and made available to the States effective 

October 1, 1949 to assist those States whose program is advanced 

well beyond the average. 

In addition to the 1951 funds, there was an unprogramed balance 

of more than $200,000,000 in postwar funds available on September 1, 

1949. Also, programed projects financed from postwar funds for which 

contracts were not awarded on September 1 amounted approximately to 

a $450,000,000 apportionment. 

Primary Roads. 

Of the three classes of highways provided for by the postwar 

legislation, the program financed from primary funds is furthest 

advanced. Nearly 15,000 miles have been completed and opened to 

traffic, and about 2,450 bridges have been built. The value of construc­

tion put in place, expressed in Federal funds, is equal to the full amount 

of the apportionments for the first two postwar fiscal years plus about 
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one-third of the apportionment for the third year. About 93 per cent 

of the total postwar primary funds available prior to the recent appor­

tionment of 1951 funds has been programed. 

Secondary Roads. 

The program financed from secondary funds is nearly as far along. 

The nearly 3 0 , 0 0 0 miles completed is about double that for the primary 

program, and over 3 , 3 0 0 new bridges are now i n use on secondary roads. 

The Federal fund value of construction put in place is somewhat greater 

than the apportionments for the first two postwar fiscal years. 

Urban Highways. 

The urban program has not kept pace with the primary and secondary 

programs. Projects completed to date account for less than the first 

postwar fiscal year apportionment of urban funds. Although 80 per cent 

of the urban funds apportioned for the fiscal years 1946, 1947, 1948 and 

1950 have been programed, less than 60 per cent have been covered by 

approved plans. 

Interstate System Improvements. 

Interstate system improvements to July first of this year 

accounted for about 30 per cent of the total amounts programed for 

these two classes of funds combined. About 23 per cent of the primary 

funds and nearly 46 per cent of the urban funds are for interstate 

system improvements. 
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The Federal funds program**lor interstate system improvements 

amounted to about $345,000,000 lor 3,700 miles of construction, lor 

which the estimated total cost was $690,000,000. The rate at which 

interstate system improvements have been programed during the postwar 

period thus amounts t o about 1,000 miles annually. 

By way of comparison with this actual progress, the report 

MHighway Needs of the National Defense* indicates that a capital invest­

m e n t averaging probably more than $500,000,000 annually will fee required 

f o r the next 20 years if the system is to be brought to a state of adequacy 

during this longest reasonable period. 

Joint Economic Committee Survey. 

T h e Joint E c o n o m i c . Committee of the Congress in July of this year 

r e q u e s t e d the G o v e r n o r and highway officials of each State to submit to 

the Committee a report of highway deficiencies in their State. A. report 

p r e p a r e d under direction of the Committee indicates that 44 States esti- . 

mate t he i r highway deficiencies to be in excess of $29 billion dollars. 

Certainly the backlog of needed road construction is tremendous. 

It f o l l o w s that the Federal-aid program should now proceed at the 

maximum r a t e possible. 

S o m e of the Conditions Affecting Highway Improvement Progress , 

T h e estimated dollar value o f Federal-aid construction work actually 

put in p l a c e in the calendar year 1948 is $763,400,000, which is 8.3 times 



the corresponding figure of $92,900,000 L O R 1945, Adjusting B E T F C A M O U N T S 

by M E A N S O F our composite M I L E price Index, to E L I M I N A T E the effect O F 

I N F L A T I O N , W E F I N D T H A T T H E physical V O L U M E O L work performed in 1 9 4 8 ie 

5.8 T I M E S A S G R E A T A S in 1945, T H I S extraordinary progress we* achieved 

D E S P I T E the T R E M E N D O U S obstacles to B E O V E R C O M E . 

I N the I A K T quarter of 1948 B I D prices were 4$ per C E N T above the 

A V E R A G E F O R T H E calendar year 1945 and U l - l / i per C E N T A B O V E T H E average 

F O R the C A L E N D A R Y E A R 1 9 4 0 , The extremely high prices were the result ol 

N U M E R E U S U N F A V O R A B L E ? conditions. 

M O N T E F T H E M A T E R I A ! ? * N N D equipment items E S S E N T I A L to highway 

construction W E R E I N critically short supply and M A N Y months were 

R E Q U I R E D T O E F F E C T D E L I V E R Y . Costs ro*« accordingly as exemplified B Y 

t h E F O L L O W I N G F I G A r E s : * 

I T E M 

1940 
Price 

1948 
Price 

Percent 
Increase 

R * 

lm \~> " I J r h i m b > r p.-r M b . t n . 
2 ** * " 1 xne l u m b s T per M . b . m . 
H ' S T . F ' - R C N U , s t e e 1 P E R C W T , 

St r I E • iT'%1 s t e e l p e r C W T , 
Cer r ,« ut p e r b b l . 
P A V I N G A S P H A L T in cars, per ton 
G R A V E L per ton 

S A N D P E R ton 

G A S O L I N E P E R gallon 
1 } - T O 2 -tON D Amp T R U C K S 

T R A C T O R (100 H.P. A N D over) 

3 4 , M 
3 1 . 1 5 

2 . 4 3 

3 . 4 4 

2 . 5 1 

1 5 . 1 2 

1.47 
1.17 
0 . 1 8 4 

97.28 
88.41 

4.58 
4.90 
3 . 8 2 

24.17 
2.15 
1.96 
0.265 

179 
184 

8 8 

42 
52 
60 
46 
68 
41 
70 
74 

852.00 
7,300.00 

1,447.00 
12,650.00 

* Based O N Engineering-News -Record data and reports available in 
P U B L I C Roads. 



Even when materials aad equipment could be obtained delivery 

was frequently delayed from several months to a year or more. 

Labor shortages were encountered generally throughout the 

country, particularly in the skilled classifications. Often such labor 

as was available was Inexperienced, with consequent low productivity.. 

Average hourly wage rates had increased from $0,64 in 1940 to $1.40 

in 1943, or 119 per cent. 

In 1947 it appeared that it might not be possible to increase the 

SIKC of the construction program because of kick of capacity of the. 

contracting industry to handle additional work, This was bused on 

reports from all parts of the country that contractors were over­

loaded with work and were unable to maintain satisfactory progress on 

their contracts, and on the fact that an average of only 3.8 bids were 

being received per project advertised, with no bids At all received on 

many projects. 

Uncertainties regarding future economic conditions, cost trends 

and availability of materials, labor and equipment caused contractors 

to protect themselves by including in their bids a considerable allowance 

for contigencies. 

In addition to all these difficulties many States found themselves 

lacking sufficient competent engineers to make surveys, prepare plans 

and supervise the construction, A few States were handicapped to some 

extent because of financial difficulties but most of them had ample funds 

available as a result of large surpluses accumulated during the war years 



As we entered the 1949 construct ion season the situation had ' 

changed greatly. Mater ials and equipment were in general r ead i ly 

available in adequate quantities although spot shor tages of s tee l and 

cement are stil l being repor ted occas iona l ly . The labor supply was 

much improved in both quality and quantity. Workmen m o r e exper ienced , 

m o r e energet ic and m o r e dependable could be obtained. Instead of being 

troubled with a shortage of labor we are now being asked to expedite 

highway construction work in certain areas where unemployment 

threatens to become a ser ious p rob lem. 

Economic conditions have been stabil ized to the extent that 

con t rac to r s need no longer cushion their bids because of the u n c e r ­

tainties with which they were fo rmer ly plagued regarding the future 

c o s t s and working condi t ions. The cont rac tors have b e c o m e better 

organized and equipped, Since the beginning of 1948 Federa l -a id c o n ­

t rac ts have been awarded to 841 cont rac tors who had not had any such 

cont rac ts during the postwar per iod. In addition to these 841 new 

con t rac to r s entering the highway field, s eve ra l hundred other new ones 

have bid on one or m o r e contrac ts without being successfu l in obtaining 

a cont rac t , As a resul t there has been a marked increase in c o m p e t i ­

tion. Instead of the 194? average of 3.8 bids per p ro jec t the average for 

the f i rs t s ix months of 1949 was 5.9 bids per pro jec t which is an inc rease 

of 55 per cent. Rare ly do we now hear of an over loaded contrac tor and it 

s e e m s obvious that the contracting industry now has m o r e than sufficient 

capaci ty to handle the contemplated p r o g r a m s , 



As a consequence of these improved conditions bid p r i c e s decreased 

steadily during the first s ix months of this year . By the end of the second 

quarter of 1949 the compos i t e mi le p r i ce index of the Bureau of Public 

Roads showed a drop of s ix per cent f r o m the peak in the fourth quarter 

of 1948 when it was 123-1 /2 per cent above the 1940 figure. 

In about a third of the States the slow progress is due wholly or 

partly to a continuing shortage of engineers . Intensive recruiting and 

training programs coupled with recent ly authorized salary increases and 

other benefits have brought about some improvement in the situation in 

many States. However, mos t of the additional engineers being attracted 

to the highway departments are recent co l lege graduates with little or no 

p rac t i ca l exper ience . It takes cons iderable time for these men to develop 

into fully qualified design and construction engineers . As a result there 

is s t i l l a definite shortage of higher grade engineers , e spec ia l ly those 

with ability to handle structural designs and the compl ica ted p rob lems 

involved in urban p ro jec t s . The engineering situation is gradually improv- ; 

ing and lack of engineers should soon c e a s e to be a major impediment to 

construct ion p rogress except in those States which do not inc rease the 

sa lary sca le and other employee benefits sufficiently to attract and hold 

the quality and number of men they need. 

The Question of Highway Funds, 

An important deterrent to p r o g r e s s this year has undoubtedly been 

the inability of some of the States to provide matching funds for the available 
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Federal funds. The surpluses accumulated during the war years were 

exhausted and current revenues were net sufficient to meet the demands. 

In a number of States where State funds are ample the counties and cities 

are required by law or policy to supply the matching money or to provide 

the rights-of-way for secondary and urban projects, respectively, and 

frequently there is serious delay. 

Although highway construction costs increased 123-1/2 per cent 

from 1 9 4 0 to 1948 and the Federal-aid highway funds available annually 

now are more than twice what they were in the prewar years, the increase 

in Stato and local revenues available for highway purposes has not kept 

pace over the nation as a whole and in some States has been considerably 

less. The total State funds available to the 48 States and the District of 

Columbia for State highway purposes were $8o2,tf39,000 in 1940 and 

$ 1 , 5 9 9 , 3 5 9 , 0 0 0 in 1948, an increase of only 85 per cent. The co r r e s ­

ponding amounts available for local roads and streets were $331,516,000 

in 1 9 4 0 and $ 6 2 1 , 5 2 7 , 0 0 0 in 1 9 4 8 , an increase of 87 per cent. In each 

year a substantial portion of the State funds was required for service of 

State obligations, for State highway police and for administration, 

maintenance and non-Federal-aid construction in which Federal funds 

did not participate. 

The figures given for revenues and expenditures are for the 

nation as a whole. In individual States the situation varies over a wide 
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range. In five States the current revenues available for administration, 

const ruct ion and maintenance were from two to three times as great in 

1948 as in 1940, in two States they were nearly four t imes as great. On 

the other hund, in two States the current revenues for the same purposes 

w e r e actually less in 1948 than in 1940, in one State 14 per cent less and 

in the other five per cent l e s s . Fortunately the recent Legislatures in 

both of these States took action to remedy the situation so that adequate 

matching funds are now available. In some of the other States, however, 

where s imi lar action was needed none was taken, and the highway depart­

ments are still faced with the problem of trying to finance highway 

improvements at postwar p r i ce s with little more than prewar i n c o m e s , 

in three States where the Legislatures enacted tax increases to provide 

additional highway funds attempts have been made to repeal the l e g i s l a ­

tion by referendum vote. 

The Tyranny of Rising Maintenance C o s t s . 

Because of the cessa t ion in highway construct ion during the war 

yea r s and the increase in both volume and weight of traffic s ince then, 

the Federa l -a id highway sys t em has been wearing out or becoming 

obsole te at a mucn farter rate than recons t ruc t ion has been performed 

and permanent improvements made . This has resul ted in ex t remely heavy 

maintenance costs and has necessi tated r e c o u r s e to low type r e c o n s t r u c ­

tion and improvements as temporary expedients to keep traffic moving . 
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As Federal funds cannot be used for maintenance, the abnormally large 

expenditures have caused further disparity between the Federal-aid 

funds available and the State matching funds available for new construc­

tion and reconstruction on fully adequate standards. The temporary 

expedients used have merely postponed, rather than eliminated, the day 

when highway income and highway construction costs must be brought 

into closer agreement if serious breakdowns in our major highway sys­

tems are to be avoided. 

It is a good example of living in a ' fool 's paradise* to substitute 

costly maintenance for needed capital improvements. There is no 

escape from the payment for our highways whether or not we have them, 

To illustrate, in a State with limited gas tax revenue, where every 

Federal-aid matching dollar is needed, State highway maintenance 

expenditures rose from 2.1 to 4,8 million dollars per year - from $387 

to $795 per mile. While the cause must be assigned partly to a r ise in 

price level, examination of the highway systems discloses the existence 

of sections with 3/4-inch bituminous mats on a weak base costing from 

$1,183 to $1,641 per mile for surface maintenance. Highway users were 

frequently required to ride over these rough surfaces and spring load 

limits prohibited the realization of full benefits from the motor vehicle 

investment. 



Reports from a second State indicate that it is becoming 

increasingly difficult for the maintenance forces to do other repair 

than the roadway surfacing. Forty-nine per cent of 1935 maintenance 

expenditures was for the surface; in 1940 it was 58 per cent; and in 

1948 it was 73 per cent. This mounting work increases pressure for 

inroads into funds that would be available for matching the State's share 

of Federal-aid construction costs. 

A third State reported that out of 2,812 miles of bituminous roads, 

65 per cent are inadequate for maintenance and out of 1,430 miles of 

rigid pavements, 40 per cent are inadequate for maintenance. The roads 

require strengthening of base, resurfacing and improvement of structures. 

The maintenance budget in this State was further stressed by the Western 

snow disaster. The 1 i -year average snow removal cost was increased 

300 per cent, 

A fourth more populated State reports maintenance forces 

struggling with repairs on a State highway system that has a narrow 

right-of-way and drainage problems on 3,100 miles of road. There are 

1,165 miles of rural and 138 miles of urban pavement that are in need 

of widening, and 1,378 miles in need of additional shoulder width; 1,089 * 

bridges (including grade separation) should be replaced, and 266 should 

be widened. It is anticipated that 10,895 miles of rural highways and 

712 miles of urban highways in this State will need resurfacing in the 
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next 11 years. This same State in 1943 observed that out of 2,953 mUes 

of concrete pavements 243 miles, or eight per cent, developed symptoms 

of pumping. By 1948 road pumping spread to 1,590 miles or 40 per cent 

of the concrete roads on the State system. 

In summary, we might be tempted to become complacent because 

of the very considerable dimensions of the current construction program. 

But an honest evaluation of the rate of highway improvement compared 

with the necessities can leave only one conclusion - that we are seriously 

losing in the battle with traffic. 

The only possible attack upon our current highway problems that 

has any hope of bringing relief must be the application of the successful, 

and the discard of the unsuccessful policies out of our usable past. 

Among the problems which are demanding priority of consideration 

is the inadequacy of current revenues. We cannot provide for the traffic 

in expanded quantities and increasing weights in the postwar period with 

prewar revenues. We cannot solve our most serious traffic problems by 

toll roads. The very fact that the worst congestion occurs within the 

metropolitan areas rules out the toll road because of its operating 

characteristics. Further, the financing of roads with revenue bonds is an 

expensive expedient. Told roads financed with revenue bonds should not 

be confused with roads supported by faith and credit of the public. The 

difference in cost between revenue bonds and faith and credit bonds will 



be sufficient to amortize the cost of the road in a 30- to 40-year period. 

There is too much confusion of terms. Roads financed with bonds do not 

need to be revenue bond toil roads. Any road that should be built with 

bond proceeds because of traffic volume pressures for better facilities 

will be self-supporting if the road user tax earned by the road when built 

is dedicated to bond retirement, and the bonds are issued at the low interest 

the States can now command. We know from our records that we obtained 

the most rapid extension of the first systems of modern roads now in 

service in many States by bond issues which have been comfortably 

carried by a fraction of the expanding revenues, and there is no valid 

reason now why this process cannot be repeated where necessary. 

Again out of our usable past we know that it is the pattern of 

administration and organization at State and national levels that has 

produced the roads we now use and kept them in operation under adverse 

conditions. In a troubled world we need internal peace, and we cannot 

achievt this in our over-all road program until the pattern of operations 

adjusted to the needs, that has been developed and proven satisfactory 

for State operations, is extended to the local roads. This problem wild 

remain with us and will grow more acute until roads are provided 

adequate for the operation of motor vehicles to serve the rural districts. 

Finally, the most important problem of all at State, Federal or 

local level, is a larger force of trained engineers and technicians who 
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know they have a stable career in the highway improvement field. More 

adequate salaries, opportunities for advancement through in-training 

courses , retirement plans, are among the necessities to attract men to 

highway work. 

The group here represented is responsible for a major element in 

our nation's economy. Highway problems are not static, and a successful 

attack upon them must be dynamic. 


