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Early Transport

-

The pattern of our daily range of sctivities, nation-wide, is

gely fashioned by our available transportation. Moreover, this m
n true since the earliest colonial days. Our nation is built on
gportation. While yet large areas within our present bounda.i':i‘;e;s;;
- re clalmed by, and rendered homage to, d.ominant nations of thé esld ;
14, from the first settlements on our coastal waterwsys, the pionears

}.owly worked their way inland. In the van were the hunters and ‘trapper«sf.j f

‘Qfansportation was by boats along the mejor streams and thelr t’ri‘butar;i@eﬁ
ti,l the possibilities of these waterways were exhausted. Stillin .«
Teult of fur, they struck out overland vith packs on their .backs, fw "
&emea obteined from friendly Indians served to carry the men a.nd. ﬂmi
upplies and the pelts taken in their hunting. On the heels of the
the settlers hungry for new lands on which tc esteblish th;neg\a‘;:,
. horses drew their meager posaeésions over trails a.nd across the
les of wholly undeveloped, unchsrted, unlimited areas. The d.isc,i yery
' 'gold in 1849 at Sutter's Saw Mill in Californis changed, the te@o 1:0
 1; of a stampede to the West Coast. Providentially, as it saen:s ncw,_f
e placers and mines quickly provided the financial support for the f
tions under the permanent structure of our now fabulous western empire

Weslth was found by the few, but the sagas of theése early migmtians



are for the many the record of hardships, of physical exhaustion’yoff
ﬁ?agedy. The courage and faith of these pioneers are & rich heriﬁasé;

that we can well remember now.

The Advancing Stages of Transport

From these early days the unfolding of the nation presents a i
anorame of transportation in the making. It is not difficult to visual-
1ze the step-by-step progress, for in other countries there are counteiel;
parts reflecting every stage of transportation development in the,Unitedf;
JStates. The Alaska highway was built through territory where tragspdr; f‘
;tation previously was confined to the waterways or to dog sled when.ﬁhe¥ﬁ<  5
i ;ground was frozen, ‘The pack trailes of Central America yel serve major i
f:areas. The bull carts of India are the most common forms of transport
< for local use.

The rapidly growing demands of this vigorous new country fof m0r37 

' adequate transport soon outgrew the potentials of the Conestoga wagon and

_ the prairie schooner. It has been consistently truc that vhen the nation‘a‘fﬁ

possibilities for growth were not satisfied by the existing types of sl
;ktransportation, & nev one has been placed within our reach, 80 wiﬁh the,if_
; development of the steam locomotive it was a legical sequence to embéﬁkfﬁg
i on an extensive program of railrcad building. In 1869 our East Coast N

_ was connected to our West Coast by bands of steel. It was this urgently

- needed physical bond and the rapidly extended railway net that made pdsaiAf
ble the uniting of meny States into a single great nation. For transpor-
tation other than local in character we depended upon the railways until

the coming of the motor vehicle in 1893. This was followed in 1920 by



the first scheduled airway operations. A new and enlarged waterﬁaxfﬁkﬁff
has been made possible by extensive river and harbor improvements,lénﬁ

the transportation of gas and oil by pipe line has grown to great volgmg33

Current Competitive Frictions

All this transportation expansion has taken place in a relatf?éiy
short time, but has consistently paralleled the nation's growing strenéﬁ&ﬁ
The United States has all of the recognized efficlent types of transyor- §
tation in operation from coast to coast and from Canada to the Gulfe~éo‘2 
all-pervading and so efficient there is no other so extensive areﬁ in
the world that can compete even meagerly with either the quantity'or‘édalii
of our transport facilitics adapted to every need. With ﬁhe cautionrthat‘zu;;ff;
statistical date for major elements are very limited, a tentativekestimatérzv  
indicates above 925 billlon ton-miles and more than 1,000 billion paasen#f
ger miles are now used annually. The cleim for a place in the sun by the
nevwer transport types leads to meny acute problems that are inherent in ,
vigerous competition, Some of these problems are marginél, that 1s, the  .5
frictions are produced by a relatively small percentage of the sum totaig?
- of operations tﬁat might be handled in more than one way. There are cthe;;
problems of competition between different types of cérriers that ére S :
 more fundamental. Some of our difficulties--perhaps the major oné4§in»,k: 

. arriving at correct public policies with reference to transportation,

. are causcd by our failure to establish a true standard of value. The
~ divergent qualities of the service characteristic of the different types
. are rot readily comparable, and we have no unit of measurement that gives

- relative values. For exemple, the unit of a ton-mile is used generally



to establish not only the magnitude but the relative impérﬁaﬁce df %h
variocus types of transport service, but a fixed quantity of‘tOanii
may be built up by many tons moved a few miles or & few tona mov&d n
miles. The ton-mile is a measure of work done somewhat similar to the
foot-pound, but is not a true memsure of value to the public;of_trg@&a
pert service. Many conditions must be taken into account in dateimih n
value of scrvice. There arc the long-distance and the local services,
the heavy and the light, the slow and the fast, the high-cost and ﬁh@‘
low-cost commodities, the movement of perishsble and of non»perishsbla
foodstuffs; there is the movement of livestock and of nrocesaed mnata;w
in toto, the movement of persons in thelr multiple mctivities, an& ﬂh
moverment of goods of the many categories. We cannot hope to cope with
the problems of falr competitive transportation until we ast&bliah a j
correct measurc of value, or more likely a number of units(ﬁhat, infcbé&
bination, correctly reflect the value of the different types of traggﬁofﬁ,
when used for each of o wide variety of sexrvices. .
These and many other considerations make the establishment of .
equitable conditions under which the different types of transport may
operate, a highly difficult undertaking. The difficulty ahpula’nmt,
permitted to delay the correction of manifest unfairness ‘a;f‘féciﬁiﬁg
type of transport or the equality of opportunity betﬁeeh éﬂm@gﬁiﬁi
types. For example, the railroads are now handicapped by & ﬁnlﬁiﬁgdé
legislative restrictions and limitations that were imposed by.bé@hfﬁ"
and Federasl legislation on the theory of regulating monopﬂly¢f Tﬁé 133 _
serious in the recognition that rail monopoly has ceased to exist 1n itafffff‘ 

former significance. There are other legislative contrcle whieh impcae f}”"




upon railroad management operating difficultics which placé theﬁ»aﬁia
i;disadvantage competitively. Currently the Interstate Commerce Qamﬁ;#taa
igof the Senate is making & detailed study of transportation of ali tyﬁﬁ
ifwith the purpose of formuleting corrective legislation. Folicies of :
~the Federal Government should be such as to encourage each form of trn'
kport to perform the services for which it is economically suited. Eaéhwg
}typa has an extensive field of service which is not intcrchangeable with

: other types without loss in scme form,

'iAn Increase Not Decreasc of Trangport Reguired ,
r’ Under existing conditicns there is oue conclusion that may he_jf¥ a
“reached without question. No decision or steps may be taken safeiy tdilf(ii
- decreasc the available transportation of all types now used in produetiu§‘  A
and commerce; rather, the opposite course must prevail, More transporfg§7
tion, rather than less, must be encoursged. Because of the essential

relationship to production, the smount and quick eveilability of all types’ e

“of transport are an increasingly important element of national strength.“f

Natural rescurces, mechanical power, nanpower, industrial and agriculﬁ,”'

_production potentials,--nll are impotent without transportation, D&éis
Las to production gquotas are, consclously or “ncﬁnsciously; m&de’ugéﬁ:

assumption that sdequate transportstion will be provided,

?Policies That Should Not Be Repeated
In the field of highways and highway tramsport, out of aurl?dgt‘
_experience there arc two policics characteristic of the war period that

~would be disastrous if repeated now., The first of these was the 1néluéio§ 



of highways in the order to ccase construction unless certified h&v   f

control authority. The second was the disregard of State legal ld§d ; 
limits, particularly axle weight conecentrations for milit&r& hauling.Or‘:
:claimed military cargoes. Each of these two policics was uﬁ#ahcedfaﬁ .:’
- the theory of aiding the dcfense program.‘ The resulting difficulﬁiee'éff,.

 highway administration and the unnecessary highwoy depreciation of the

war years need not be reviewed here. It is important that the polides ‘L7 

‘ito be adopted now shall be adjusted to existing conditions, Thoaébwho""
f‘carry the heavy responsibillty of national pollcy have repeatedly stated
fithe position that to kcep the nation strong, the national production dubﬁ:‘
' be increased and the national income must be mainteined at high léﬁﬁls.
Thesc conditions must continue not for a brief period but for an indefi-
nite time. There 1s no security in any other course, either f&rvourm,
selves or for those nations that are dependent upon us for sdbstanti&l
asslstance. Reodjustnents in, and accents upon, different phases of our
economy will be needed. Secretary Sawyer of our own Department of
Commerce said rccently, "Serious shortages, hemvy taxes and problems of
inflation, will tax our ingenuity and self-control and strength tovthe

utmost, and this will go on for years.”

Mejor Changes Affecting Highway Transport

The highway construction and meintcenance program bears anvesaen~;‘r"
tinl relatiouship to a sustained capaclty for inercasing both productioh
ond national income., For confirmation it is only necessary to look at
some of the major changes that have taken place in the pattern of our

national life since the beginning of World War II in 19%1. While meny




‘changes are reflected in the new census, those exerting the most imydrtaﬁtrifﬁf
Epressures in the new demands on highway transport are: | f .

First, the decentralization of industry. The expansion of e

productive capacity has in many cmses been moved to new and per-

haps distant locations from the parent plants. The integration

of the different units requires a largely incressed amount of .
transportation.
Sccond, the manufacture of parts and materials has been

increasingly distributed among many subcontractors opersting

smaller plants. The initial novement of raw materials and ofk
the finished products for assembly tekes more trangportation.
Third, there has becn a rapid shift of population from the
older central city to satellite copmunities extending into whatv‘
were only recently farn erecs. This year's startling production
of around 1,300,000 new nonfarm dwelling units are in large part
built in these satellite cormunities, and each new home unit
builds o new increment of demsnd for transportation., It is
this shift in the population pattern that has produced the fan-
tastic volumes of daily ebb end flow of highwey traffic betwe&n 4;g; 
the parent city and the satcllite compmnities, o
Fourth, therc hos been a surprising migration of’popukﬂtiqn 5:fé

to the West Comst--perhaps the most spectacular recent chenge

in our national pattern of population distribution.

Fifth, between 1950 and 1950 our population has grown to
150,697,000, -~an increase of 14.5 percent. Our registration
of motor vehicles will revach this year above 48,000,000,--an

increase of 49.6 percent since 1940.



OQur greater dopendence upon highway transport inherant in theaa‘*
or changes which have taken place in the ten-year period since 19&6'

These and other causes have resulted in the pyramiding of hngQQf
traffic in a manner that has defied statistical analysis. The pmse;,,
lﬁion of the curve of traffic growth by conventional methods hes fallan,w 
| avout ive years behind the actuelly experienced traffic volumes for . r
the nation as a whole. For specific highway routes the cetimates are/ =
more than ten years behind. That is, by the nomal nethods of foreeagtinglfi

traffic we arrived at traffic volumes for 1960 that are actually reanhe&
fore the cnd of the year 1950. ‘The important relationship has been
disclosed in the research studics of the Burceu that the upwoard trend

in highway traffic expressed in tems of vehlcle-miles closely par&llel#,,
the upward trend of the natlonal income expressed in terws of o constant
dollor. The parnllel relotionship has been remarkably consistent for
fthe past twenty years, since the nation was well supplied with motor |

vehicles, save for the war years when controls were applied to motor fﬂ@la§ @:

The fundamental principle emerges, that in every dollar of naﬁianai
income there is an increment of transportetion. To hold national in@om&
t eurrent levels it is necessary to hold transportation at the same
- levels. To increasc national income it wili be neccessary to increaae,i‘f
_transportation. This does not meen trensportation of one type, but't##nﬁa‘
_portation of all types. This statement of course includes both the traf-
;fic demands crecated by the upwapd trend of national production and the |

o nultiplied activities of the defense establishment. There are sufficient



evidences all about us that the whole of txmmportation &a nw opm‘&eﬁ
is nct adequate to absorb an increasing transportation conmmptiom ’ﬁ:e
symptons are recognized but the disease has not been diagnosed. Im 1!&-
tial ellocation has been made by the National Production Authority of"’
stecl for the production of new freight cars at the rate of 10,000 :per
nenth,  Traffic congestion op our highwnys.and streets with aﬁ*&endant {
delays in every city, and a shocking upward turn in Ycewbus fay‘talf
aceidents, reflect with certainty the inadequate capacities of our h:igh- :
weys and outnoded design for the traffic volumes. We must make s resle. 3
istic appraisal of the transportation facilitiesa as they have 'been e
affected by the conditions of the critical ten-year period 1940-1950

For the first five years, far fron maintaining the level of tronsporta-
tion facilities by required replaccments, both roadways and rolling
cquipnent were being depreciated. The rccovery in the second five ye&rs
has not met the increasing demands for transportation by the upward |
trend of our nationel income. It must be accepted as an axiom of an
cxpanding econory that there must not only be en adequacy, there must be
o margin of trangportation aveiloble, in excees of net requirements, m
reasons for this are: first, it is impossible to realize the theoreticﬂl“ “
capacities; and second, there con be no precise geogrephical bal.ame m&in

tained of available facilities,

The Noture of Highway Transport in Relation tc the Na’cional D&fenae

The military rcquirement of first significance is the ewailability
of a limited network of highways, interstate in charascter; adequste for
the movement of nmilitary personnel, equipment and Bmliea. The systen
must include urban arterials and connecting access roads for defenae,

establishnents.



Of much greater ‘volume consequence is the use of highways ror f ”k
civilien transportation services directly connected with the militury
~effort and in support of aneillary civilian activities.

In 2 sustained defense effort the highway system assupes increas»

ing importance reflecting the advancing degree that civilian-activiﬁ&yis_

directed townrd one objective. The extent 2f vur dependence upon hiaﬂmm?ﬂ;
transp rt now can be best meesured by refercnce to specific uses. Por

. heps the most Luportant of these is the food supply services.

- Fruits and Vegetables

In 1949, torty-eight percent of all fresh fruits and Végetablea
vmmvcd te the rarkets in 11 large cities by truck, representing 303,166 .
carlonds. This proportion ranged irom 26 percent in Chicago to 76 per-
cent in Atlanta and 85 percent in Los Angeles. ‘

In the same year slightly more than the equivolent of 200,000 cér- >
loads »f fruits and vegetableg were unloaded in New York City, of which
| 35 percent was received by truck. A study of seven sclected kinds of
comcnly used fruits and vegetables received in New York, repreaentingv"k“l
L 4§ percent of all truck receipts, indicntes that 80 percent ¢éme frmm,'_ «:
f States within 200 miles of New York City and 10 percent from States « 
800 miles or nore distant. |

The average recelpts by ftxuck at the markets of New York, Boétbﬁ;'f

- Philadclphia and Atlanta, smounted to 36 percent of the total receipts =

in the Tive-year period preceding 1941 and 4l percent in 19k9.



Milk

Practically all small citics and towns and many cr‘the 1&52@8% o

citics recelve all of their fresh milk by truck, and in &ll the othﬁr
large cities a large portion of nilk shipments is reccived by tra

Seventy-nine metropolitan arcas of 50,000 population and over ree&ivn

their entire fresh nilk supply by truck. This list includes euch manu&jiﬁi
facturing and industrial centers as Buffalo, Detroit, Cleveland, a
Los Angeles and St, Louls. |

In 1949, 95 percent of all milk was shipped to Phil&delphi§ by :?ﬂ"ff
truck. New York City receives an appreciable qunntity by rail,rbﬁt |
truck reccipts have increased from 37 percent in 193& to 81 percent in -
1949, In the five-year pericd preceding 1941 an average of 281 m&ilion. .
gallons of milk cach year were received by truck in New York, anton'and :
Philadelphia,--56 percent of the total receipts. In 1949 truck ship- :
ments had increascd to 506 million gallons,--78 percent of the total
receipts., ;

Regardless of ultimete narket and method of transportationgkiniilj 

tial nmovement of sll foods from the farms is over the highways,'anﬁJQQ?i_ 7>

present collection, processing and delivery methods are geared ﬁq;ﬁ@@i 

use of motor transport.

Livestock :
Sixty-one million heed of livestock were received at 17 1arge
stockyards in 1922, of which seven percent came by truck. In 19&0 totalv :¢
receipts were over 52 million head and shipment by truck aaccunted for -
€2 percent of all lLvestock‘received. The proportion of the total receipts
in 1944 was 59 percent, And trucks carried cight million head more than

in 1940.
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Total receipts at all public stockyards in 19&9 W@ré 7h mi;ii
head of which 50 million or 68 percent were by truck. o

The extraordinary incresse in the operations of the very nuzex
neat packing plants which only a few years ago had an extremely 1xﬁ££
cutput, is duc in large part to the character of highwey traﬁsportlfﬁ;l
saves shrinkage in veight of livestock betwcen the farm and the érccéss-i{;
scr.  Therce is also the factor of an assured regular supply needed f°:: ?“

ceonomical operation of the plants.

Population Distribution

As population has increased, the proportion residing in m&%roboli@ ~ﬂf'

tan arcns has also inereased, until in 1950 it represents 56 perc@nflaf'?
the total.

Until 1930 urban populotion was largely contained within esteb.
lished city limits, Preliminary estinmates of 1950 population for 168
metropolitan areas show a 13 percent increase in "ecentral city” pqpulatien~ ‘§

over 1940, but a 35 percent increase for that part of the metropolitan ,f'

population cutside the "central city."” More than four-#ifths of the
notional population incresse in therperiod 1940-1950 took,place‘withi#_ 7
the metropolitan areas, where populstion increased from 69 millicﬁ tQj
alivst 84 rillion. From this population conmes most of the éanpdwwrk f
enployed in industry and manafacturing, which moves to and from workﬁéi
day and on which the industrial economy depends. * ‘

The recent growth of metropolitan arcas outside the central citiea
is & result of the availdbility of highway trensportaftion. As citieé .

spread, their cutlying aress have become more dependent on the private
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notor vehicle, the notor bus and truck. Without highway tranaport&tiﬂn
_ the production in any city would be severely reduced. Our natio
- economy, whether directed toward peace or war, is today so gea.md to W

“highway that any severe reduction in highway transport would be cri"

Over-all Use of the Main Rural Roads

The following schedule indicates the growth in the use of our v
main rurnl roads, that is, the roads generally under the Jurdsdiction o f
the State highway dcpartments in the period 1940-195%0. The use of "‘ﬁhea:‘e;A' -

highways has inereascd, as ncasured by wchicle-miles, 60 percent, and aa:__

neasurcd by ton-niles of carried loads, by 112.3 percent. It will be
noted that the highest percentages of inercasge in ton-niles carrie& arey i

in the States which are not well supplied with heavy duty roads. .-



VEHICLE~-MILES AND TO&»&EII«ES ON mm m aom&

wots w55 %mg T
CENSUS DIVISIONS P s e e
. arecean e
1940 b/ 1950 Increase. h’ 1950?
(billions) (billions) (billima) (bi.lliam
NIDDLE ATLANTIG 15.8 23.4 4841 6.8 ‘-;.12..3 ._;5;'
SOUTH ATLANTIG 16,6 25.6 5442 8.2 11.,.6 B
EAST NORTH CENTRAL  21.7 3402 57,6 9.8 210 1143
EAST SOUTH CENTRAL 6,6 12.3 8644 26 7.0 169.2
WEST NORTH CENTRAL 13.8 20,0 bdie9 5.5 14
WEST SOUTH CENTRAL 11,8 21.8 8447 4l 12 12
MOUNTAIN 642 11.3 82,3 24 70 IT
PACIFIC 11.0 19.2 TS | 5.2 10,8 1077
TOTAL 109.8 175.7 60,0 | 46.3 98,3 1123
a/ For all vehicles, e
b/ Estimated.
1. NEY ENGLAND 4. EAST NORTH CENTRAL 7. WEST SOUTH (
Maine Ohio Axkansas
New Hampshire Indiana louisiena -
Vermont, Illinois Oklahﬁm& E
Massachusetts Fichigan , Tam
Rhode Island Wisconsin . ,
Connecticut 8. mmm
: 5. BAST SOUTH CENTRAL ‘Hontana
2. NIDDLE ATLANTIGC Kentucky Idaho ;
New York Tenneszee Wyoming
New Jersey Alabama Colorado -
Pennsylvania hississippi New lexico
: Arizona .
3. SOUTH ATLANTIC 6. WEST NORTH CENTRAL Utah
? Delaware Minnesota Nevada
liaryland Iowa ,
District of Columbia Missouri 9. PACIFIC :
Virginia North Dakota Washington
Yest Virginia South Dakota Oregon i
Horth Carolina Nebraska California
South Garolina Kansag ’

Georgia
Florida
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The Nature of Our Hichway Improvement Program
It is apparent from the foregoing that the highnay improvument

program must net be confused with an optional public norks pwagram. ;3
is true that in the period of large unemployment road buildinguaas~dna
- of the methods used to provide employment, but we have a ihollydiffw
situation now, With employment at the highest peak it has e?ar’réadhe&&
the problem now 1s to keep the highway plant in condition to ;aarviﬁé
employment at presont or even increased levels. The postwwar Faderal- .
aid highway program, including the completions for the preaent oalandark
year, total an estimated 83,700 niles of improved road milaage. In ‘
addition, the Statc or State-cuporviesed improvements built ,wi'bhoutg
Foedoral assistance should reach about 97,000 miles by the end of the
vear. Tho total of these two operations standing alone is an impressive . ,‘ '
figure~-an averags of just under 36,000 miles of improvements per year |
for the past five yocars. Those mileages are not "new roads." They arei.'
replacoments of small fractions of our total highway plant that have
depreciated to the extont they are not usable economically by the -
greatly increased numbors and weights of the traffice, The rehabilﬁ,iatgé:
sections had largely bocome ooonomlc 1liabilities which could not be mai
tained in safe condition even at costs leading to bankruptey of road
funds, E L
Bocause of limitations of rights-of-way, bad alignment and Mﬁh&:‘

handiceps to modern construction standards, some sections are placed on

new locations, but these are to serve an existing flow of traffie. 'I'he ‘

major reason for choosing a new location is the impossibilyity of caring )
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adequately fcr the traffic already existing om the pu‘eaent Mtim‘. .
~present job is not one to provide employment or to build "nﬁ" mads
is to keep a vast highway plant in reasonably fair operating oozﬁitimw

replacements of worn-out or cobsolete sections.

The report on liighway Neceds for the National Defense, da‘bodr J‘una
1949, prepared at the direction of Gongress and with the mpomtinn ot
all State highvay departments, rovealed the extent of the defioianoiea .i’a,;
the National System of Interstate Highways with respeot to nml eimian ;
necds as woll as roquiroments of tho nationsl defonse. C(n the vasis of e
1948 pricos it was ostimated that §11,266,000,000 would be rcquiré& to =
bring the ontire 37,800-mile system up to staudards deairéble for 1948 '
traffic., |

One of the most sorious defiolencies both with respect to currantk. i

civilian loads and possible millitery requirements is the condition of the

bridges, Of the 12,048 bridgos carrying the routes of the systenm, mﬂy :
1,607 wore of the HR(0-S816 deaign or rating, While 2,207 other hwidges
were only slightly deficient, boing of HR0O deaign, 8,234 bridges wam |
definitely deficient in carrying capacity. Some of those adequatain
structural strength were deficiont in vertical or harimnﬁalolmw@e«

The type end width of surfaca, gradient, curvature and sight dién
tance, all are importent in traffic capacity, In this report of 1949 the
average age of all surfaces on rural sections of the system is 12 yee.ra;r
and meny of course are much older. The roadweys on which they ere 1a:$ﬂ a9 i

average 17 yoars in service, Thus the aversge mile has a surface deaigned L
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- in 1937 on alignment and gradient last improved in 1932--% ma‘k aimg_"
cant faot in view of the growth of traffic since those d&m. : I‘b i.s

estimated that by 1959, 18,220 miles in service in 1948 uill wusv awb
In rural areas 9,520 miles of two~lane road existing in »l%g o
’ required widening to 24 feet to meet the aocepted a‘bw&&rdq. Anow _
875 miles of two=lane road need converaion to fmu* lanes, and 1;350 mﬁﬁ‘
then surfaced with three or more lanes undivided, should be rebuilt as ,‘
divided highways. Similar deficiencies existed in ahoul&or“wﬂ'&h,i&*
element most important both in safety and capacity of the highmy ‘
There are other deficiencies including too sharp curvatm, ama
gradients and particularly inadequate sight distsnces. The highm '
which make up the Interstate System carry the heavieat traffis on a
nation-wide basls, and are the roads upon which our chief reliance must
be placed in any period of emergenoy. They are in the condition Qf |
inadequacy today for two reasons, The rehsbilitation program has tallm
far below the growth of traffic, and the depreciation has been aeealax‘u |
ammmm%mmmwmmmmmmmmm
cioncles as detailed here for the Interstate System araftypim 0;5;,3;{

conditicns on a large pert of the remainder of the main rural rcade; an
the relief of intense traffic congestion in the metropolim amaa ’E:y
 controlled accoss arterial highways is only in its initisl stages althaugh

some notable progress has been made,

The Prohlom Now

We know thero are two general classes of traffic for which tha
roads must be maintained continuously in adequate operating migm;
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i‘hese are the traffic indigenous to the mili’c«ary ea‘h&hliahmm‘k aa L
and the very much greaster civilian traffic which a‘bems M ‘bhﬁ in
defense production, plus the traffic normal to the eivﬁ.m éﬁm
There are many localities in which the military traffia will 'be mk"
- tial, and we can expect the movement of many convoys. Such tra.fffie- s

visually military in character, and perhaps the average peraon thinks ot_ e

such movements as tho sum total of defense traffioc. Were thia ‘hhe me

: ’vthe hlighway problem would be relatively simples, On the con‘bmry, mﬂ.iu
. tary traffic, as such, 1s a very small percentage of the tmﬂ?ia ,aat in
motion by the defense plus the civilian economy. Thelhighmyy‘sfn#xﬁ, ‘
carry a tromendous traffic incident to the food supply of thel‘,na’bm,
transporting man power, hauling raw materials, and functioning as a ' A
part of the production line generally throughout industry, In theae Pl

services there is no glemour, nothing spectacular, but the nation's prw

duction could not function for a single dey without them. Neither eo'ulé iy

other types of transport, for the highways are essentially complamen’hm .

to them and serve as the sole collection and distribution faailiti&a;.f
Tho question then becomes--what kind of a program ia nsoesmf‘tejke@
tho highway plant functioning? Since our highways stert to dewa&i&%

under heavy traffic as soon as they are placed in aervioa,tharam

only two possibilities of holding them in serviee.k The first is minta..
nence, and the second is reconstruetion to standards adequata' for m
volumes and weights of the traffic expected. This means & balaniced PW"
gram of thesc two operations which roasonably should be based on a tﬁnﬁi
year poriod. At the rate of replacoments of the obsolete roads lmder .




‘the control of the State highway depertmntafcr the. mt 'E-mvr

_years as an average, it will require a period of RC@ yma tc'reha
\ tate these systems. If this 20wyear pericd is added ’w ‘bho am
‘, of the roads today, it must be obvious that maintenamq‘oa‘nnot ]

hold these roads in service, For our principal rural roa&gthm

» program of replacement approximuting the current rate is ﬁhé ‘mi”n\_

: that can possibly keep them in even reasonable operating aon&iﬁion_
- Mded to this is the faot that maintenance ocosts, putiaularly in 4
States of heavy industrial traffie, are ranging uymrﬁa ta $5,ooe

‘mile per yoar for overy mile under State control, JAgain an &pprom
figure for maintensnce cost as an average for the country as e uho:t’e
84 cents per mile por year multiplied by the average &aﬁy trai’fio
intensity. These figures are not held to be precise, principally ‘
because of the vory wide spread between minimum and maximum perum;la" ;"
maintenance costs, Yet they arse indicative that our highways ¢am&o‘b B

be held in service by maintecnance without a substantial annuel repla :

mont program for both enginecring and financisl reesons.

- Ihe Formuletion of a Program

We do not know now what controls msy nocessarily ‘be imposeﬁ

do know that some materials, particularly atael, will be m&har‘b

~ Becrstary Sawyer has designated the Buresu of Public Roads 'as‘s thec "
agency to present to the Department of Commerce the re@uiramémﬁ o ma'ba

- rials for @ll highway construction and maintenance, including urban
streets constructed with or without Pederal aid. We expect to clischarge-. -

this reasponsibility with vigor end dispatoh. Fortumately, tha m&d g




“20.‘

program does not require the more critieal mtoriuls, md thm”ahquld
available sufficient steel, since so limited @ permtaga o:t‘ wr totai
": production is required, The governing rule that as a matt&r o:t‘ r&sponai
~ ble public service must be applied by every highway ofﬁaial, ia t«a
'} diraect the funds, the materials, equipment and contraotora' organizaiT i
avallable inte the program of construction projeots aalacw:} on ths bﬁaia |
of accurate knowledge of the sorvice they must perform, of mair ooudi-«
: tion, their cost of replacoment, and the amounts of nriﬁiaal mutariala

required., There must be a determination csf whethor a&ch pm*ojeat mm be

. held In scrvice ovor a peried of ten years by maintanmnaa, or uhethar
reconsiretion will be roquired within that perioda pi s raconaﬁruotioni »
48 required the prloritiss must be fixed by xn*ovidinglthe 'met imporbanf.
gorvices first, This means an intensivo oontinuing highwey planning -
operation in each State, with the first duty an inventory of condition

and traffic service required, This business of keoping our highmy :

plant in operating condition is a gruat and serious respansibﬂity. ‘rhe

rocponsibility rests most heavily upon the operating unit in em ata%
the State highwey dopertmont. The cssontisl quality of tm Izighm ipw ‘
in efficient operation carrios with it a great cppcr’bunity for .

servico—a public service that will require faith end amage.@'w The
rfarmance, no mattor how effective, will be hrgely unsmgg ﬂndoubt@ﬁh’

there will be criticism, but there is also the poasibility of an inner
estisfaction that can come only from the knowledge of a duty wel.‘).g ik

porformed,



