ORIGINS OF THE INTERSTATE

by Lee Mertz
Legend has it that the Interstate began with President Roosevelt drawing three lines East and
West and three lines North and South on a map of the United States and asking the Bureau of
Public Roads to build it. That probably is a legend but | have no doubt that the President did draw
those lines on a map as we shall see.
The first formal inquiry into the possibility of building an Interstate system goes back to Section 13
of the Federal Highway Act of 1938 which states..."The Chief of the Bureau of Public Roads is
hereby directed to investigate and make a report of his findings and recommend feasibility of
building, and cost of, super highways not exceeding three in number, running in a general
direction from the eastern to the western portion of the United States, and not exceeding three in
number, running from the northern to the southern portion of the United States, including the
feasibility of a toll system on such roads."
But why would Congress put that in the Act? What did they want to accomplish? Congress
usually calls for a study when they are feeling a lot of pressure to legislate something. This was
the case then. There was a strong "Superhighway" movement and FDR was one of the
advocates. The following article was published in the Washington Post February 20, 1935...

SUPERROADS ARE STUDIED IN WORK PLAN

Proposals for a new form of empire building a network of superhighways have
been seriously considered by President Roosevelt in connection with the
$4,880,000,000 works program, it was reported yesterday.

The President, it was learned, has discussed with congressional advisers the
possibility of using a substantial portion of the works fund, now awaiting Senate
passage, to link the country's international boundaries with smooth, arrow-
straight four-lane thoroughfares.

Tentative plans call for three of the master roads connecting the Atlantic and
Pacific coasts and two others stretching from Canada to Florida and Mexico.
Nearly every State would be crossed by one of the roadways in this vast mosaic
pattern.

While the rank and file of Senators and Representatives have been kept pretty
much in the dark concerning details of the work program, a dozen or so of the
New Deal's real leaders on Capitol Hill in recent conferences heard Mr.
Roosevelt enthusiastically unfold his views on how many jobs could be created
through construction of superhighways.

The President emphasized the self-liquidating phase of the road program. He
explained the Government could buy broad tracts flanking the highways and
obtain the benefit from the increased property valuation.

Observers recalled the storm of protest from Republicans against Federal
Competition with private business drawn by the guarded testimony last month of
Rear Admiral Christian J. Peoples, Treasury procurement chief, before a Senate
committee.

Carefully avoiding mention of superhighways, he at first declared the
Government would sell gasoline along roads it built. Later he denied the
Government would enter the gasoline business and predicted, it, instead, would
derive revenue from concessions along its routes.



The clause in the works bill to authorize purchase of land under the power of
eminent domain was intended, it was said in informed quarters, to expedite
construction of the superhighways. The President indicated he would expect
cooperation from States in obtaining the rights-of-way. The roads would be built
through back country where land could be acquired at low figures. There was talk
of creation of a new Federal corporation to build the highways.

President Roosevelt displayed what friends described as "uncanny knowledge"
of American geography in discussing the new traffic arteries. Outlining a
suggested southern route, he glanced slyly across his desk at Vice President
Garner and quipped,;

"We'll have to cut this highway short because Texas is impenetrable”

One of the President's advisers got the impression the right-of-way would be half
a mile wide. When the plan was in an embryonic stage last fall, however,
Secretary Ickes fixed the width at 1,000 feet and suggested the roads should be
landscaped until they were the most beautiful in the world...

So there is evidence that the President had been thinking about Superhighways for some time
but there is no evidence that he was thinking about a Federal-aid program to the States. Another
article, this time in the New York Herald Tribune on February 16, 1936...

ROOSEVELT SEES PROFIT FOR UNITED STATES IN ROADS PLAN

PRESIDENT FAVORS BULKLEY BILL AND RESALE OF LAND
GAINED BY CONDEMNATION

OWNERS RIGHTS STUDIED
STATE SEEN AS ENTITLED TO GAIN BY NEW VALUES

Washington, Feb. 15.-- President Roosevelt said today that he approved the
proposal of Senator Robert J. Bulkley, of Ohio, that the Federal Government set
up a public corporation to build 10 self-sustaining transcontinental highways as a
national-defense and business pump-priming measure.

The President revealed that he was studying the possibility of putting such
highways on a self-liquidating basis by charging tolls and disposing of excess
lands taken in condemnation. The plan the President is said to have in mind
contemplates condemning not merely a right-of-way for the highways but
abutting land to a depth of 1 mile on either side of the highway itself. This
highway frontage, which presumably would increase in value by reason of its
newly acquired accessibility, the Government would dispose of at a profit which
would help defray the cost of the projects.

NEW YORK DEAL CITED

The President argued that private owners through whose land a public highway
might run were not entitled to the chance profit arising from the accessibility
conferred with the action of the Government. He cited the case of a farmer in the
southern end of Columbia County in New York, who was paid $2,000 by the
State of New York for a right-of-way through his farm. This, he said, was half the



original cost of the farm. The farmer, taking advantage of the two new highway
frontages, split his holding into three parts and sold them for a total of $6,000.

It was his thought, the President said, that the State or Federal Government in
the case of the projected transcontinental highways, was entitled to the
increment in value from highway improvements. This could be realized, he
explained, if the Federal Government acquired considerable land on either side
of the projected highways, at a fair value and resold it at a profit.

Whether new legislation would be required to give the Government this power to
condemn in excess of actual needs, the President said, was one of the phases of
the proposal to which he is giving study.

PUBLIC HEARINGS PLANNED
"Senator Bulkley's bill, providing for a United States highway corporation to build transcontinental
highways, was referred today by Senator Robert F. Wagner, chairman of the Senate Banking and
Currency Committee, to a subcommittee for public hearings. The subcommittee will meet
Wednesday to fix dates for these sessions.” The names of the sub-committee members were
given.
"The Bulkley bill would empower the highway corporation to issue bonds up to $2,000,000,000 at
an interest rate of 3 percent. The revenues from the sale of frontages and from tolls would be
used to amortize the bonds and maintain the highways."
A Washington News article dated February 9, 1938 by John T. Flynn adds more to the
background...

New York.--Senator Robert Bulkley, of Ohio, has made a proposal which is
certainly worth considering.

Itis as clear as daylight that, to bring about any sort of recovery, somebody must
start some new sort of business or some extension of an old business.

Itis also clear that nobody is in sight right now who has any notion of doing that-
at least not in time to do this country any good as a depression cure.

There is one business which is a public business but is also a private one. This is
the road-building business. The Government pays for the roads and hires the
contractors. But the roads are built usually by private contractors and with
materials furnished by private manufacturers.

If there is one thing needed in this country now, in view of the development of the
automobile, it is express highways running east and west and north and south.
Why, therefore, cannot the Government go into the business of building these
highways?

They would cost a great deal of money. It would probably be possible to spend a
billion dollars in a year on such a project, perhaps more.

The money to build them could be provided by the issuance of Government
bonds. But they would be self-liquidating bonds. No such roads should be built
without at the same time establishing a toll system to carry the interest load and
maintenance charges and to pay off the principal over a moderately short period
of years.



But if such a project were started a few safeguards would have to be observed.

First, the suggestion of Senator Bulkley that old-age pension taxes be used to
finance the projects is essentially vicious. These taxes should be reduced to pay-
as-you-go basis. The financing of the projects would be the simplest part of the
program.

Second, the enterprise should be put under the direction of the biggest, ablest,
strongest man the President could find, whose ability to resist political and
business corruption is known-a man like Bob Moses of New York.

Who can doubt that this would be infinitely better than building battleships and
machine guns?

A search of the records of the day confirms that the idea of superhighways spanning the nation
had caught the fancy of the press, the President, the Congress and perhaps the public.

A non-exhaustive search reveals that at least a dozen bills and resolutions were introduced in the
Congress between 1936 and early 1938 and at least two hearings were held. Two bills that
seemed to have the most standing were introduced by Representative Jennings Randolph, West
Virginia, and Senator Bulkley, Ohio. They varied in detail but all proposed construction by the
Federal Government as an employment relief measure and most noted the President's support of
the idea. Some mentioned the Autobahn in Germany. It is fairly certain that this enterprise was
responsible for some of the support generated for superhighways.

All visualized a self-liquidation venture from tolls and many incorporated airports or emergency
landing fields in their proposals. There was even a National Superhighway Association
headquartered in Atlantic City, N.J. which was very active.

The idea of the Federal Government building transcontinental highways was not particularly new.
Senator William Randolph Hearst proposed such a thing in 1906, but the fever of activity reached
its peak in 1938 when Section 13 was added to the 1938 Highway Act requiring the study by the
Bureau of Public Roads previously referred to. Before proceeding with events in 1938, it is
necessary to step back and take a look at our highway heritage in order to fully understand the
events that followed in 1938.

The Federal government did build National highways at one time-the National Road from
Cumberland, Maryland westward to Vandalia, lllinois-but the experience was not a happy one.
Some of the issues that caused the Federal government to abandon that venture still exist today,
so a look at it is worthwhile.

George Washington traveled over the Indian trail that later became the National Road as a young
man in his twenties on a mission for Governor Dinwiddie to tell the French that they were
trespassers at Ft. Le Boeuf (North of what is now Pittsburgh). A few years later, he was sent
again, this time with a small force of troops. His mission was not successful, and he suffered a
humiliating defeat at Ft. Necessity. He traveled the route again, this time with General Braddock
with a strong military force. This time, they hacked out a road sufficient to drag wheeled canon
and wagons. This mission, too, was unsuccessful with Braddock being buried in the middle of the
newly constructed road. But that was the beginning of the National Road.

In 1803 as part of the legislation admitting Ohio to the Union, two percent of the revenues
deriving from the sale of Federal lands in Ohio were to be set aside for roads, part of it specifically
for the National Road from Cumberland to Wheeling, West VA. (Then Virginia). There was some
controversy and doubt as to the constitutionality of such an endeavor but confrontation was
avoided by States, through which the road was to pass, enacting resolutions asking the Federal
government to build the road.

The first segment was opened to Wheeling in 1818. By that time, as more States came into the
Union, the idea was applied several times with the plans extending all the way to Jefferson City,
Mo. Vandalia, Ill. was as far as construction was completed and that last segment was only rough
graded and was never put in service. The National Road had run into difficulty.



The first segment was being heavily used. One account said that the wagons were spaced so
close together that the lead horses could eat oats from the wagon ahead. The problem was how
to raise revenues to maintain it. The proposal was to place toll booths on it with Federal
collectors. This was seen to be so clearly unconstitutional that Presidents VVan Buren and Tyler
vetoed appropriations for further construction of the western extensions. To avoid the
constitutional issue, the road was ceded back to the respective States beginning in 1836. From
that time forth, the Federal Government has avoided the construction of roads through or within a
State except on Federally owned lands, with the one exception | can find and that is the Dulles
Access Road.

The earliest reference to interstate roads that | have found was brought to my attention by Frank
Turner. It was published in "Public Roads of the Past" by the American Association of State
Highway Officials in 1953. This was a two volume collection of the works of A.C. Rose known as
the "Old Road Builder" who documented the building of roads back to 3500 B.C. This particular
piece documented the building of the first "Object Lesson" Road in 1897 by FHWA's predecessor
agency, the Office of Road Inquiry in the Department of Agriculture. An excerpt from the Director
Roy Stone's report says...

The first Federal object-lesson road was built by the Office of Road Inquiry of the
United States Department of Agriculture at the Entrance to the New Jersey
Agricultural College and Experiment Station at New Brunswick. According to the
Yearbook of the Department of Agriculture the work was done during the season
of 1897...

...It would greatly increase the value of the interstate roads and stimulate a
general public interest in road building if some of these lines (object lesson
roads) could be so connected or combined as to form in a measure, a national
system, such as was planned and partly built by the Government in the early
days of this century. The most effective lines that could be adopted for this
purpose would be an Atlantic and a Pacific Coast line, joined by a continental
highway extending from Washington to San Francisco.

I mentioned earlier Senator William Randolph Hearst's proposal in 1906. Another example that
shows that the National highway movement was active throughout the years leading to the peak
interest in 1938 is "The Proposed Interstate Highway System" published in The Road-Maker
magazine in 1913 along with a map. It was prepared by the National Highway Association and
would connect the State capitols with sixteen foot wide roads. The system would be 18,000 miles
long and would be paid for by a tobacco tax. Richard Weingroff unearthed that one.

This takes us to the Post Roads Act of 1912 which was the forerunner of the first Federal-aid to
the States in 1916.

E.W. James provided some insights at age 90 in 1965 in a letter to Mr. Cron:

In 1910 Charlie Moorefield and | were the only new full trained road engineers
who came into the B. P. R.(under a different title then).

It was in 1912 that | learned that something tremendously big in the engineering
and administrative line was in the making. At that time the U.S., road-wise was
still in the mud. The BPR (actually the name was the Office of Road Inquiry)
since 1896 had been building demonstration roads, mostly of "sand clay" to
interest and encourage people, mostly farmers...

It started really with the Post Road Act of 1912. | chanced to be handy and was
asked to sit in (and say nothing) at an informal meeting in Page's office with
Page, Pennypacker, his man Friday, George Coleman, Va., and Henry Shirley,
Md. The purpose was a completely informal discussion of how to use the Post
Road Act, and | learned, which few persons then knew, that that small tentative



tryout was really to determine and advise Congress in a final report what
opposite national jurisdictional areas should be considered most feasible,
practical, and generally best to cooperate with the Federal Government in some
huge plan for joint construction of roads. At that time | think no one in the group
had a clear idea of the possible magnitude of the concept or the program they
were discussing off hand...Next to the States, then 43, came counties (3000+)
not administratively feasible; Congressional Districts (475+) open to 475 fights
over pork-barrel funds; Improvement Districts; ad infinitum; too varied, and
impermanent.

Mr. Page, Director of the Office, and other well-known and active members in
such State highway departments as then existed, George Coleman, Va., Henry
Shirley, Md., A. N. Johnson, Ill., A. B. Fletcher, Cal., Mr. Rogers of Michigan, and
Mr. Green of New York were then considering and promoting the organization of
the American Association of State Highway Officials, in order to have an
organization with which the Federal Government through the Office of Public
Roads, could directly cooperate. This association was finally organized in 1915,
about which time the Post Road work was drawing to a close, having been
instrumental in constructing what might be called demonstration cooperative
roads in Maine, Ohio, Tennessee, Minnesota, Texas and elsewhere, with States,
counties, and, as | remember, one improvement district. The Post Road
experiment fixed the State as the only feasible cooperative agent.

But the bigger concept was moving ahead, and Congress did not await our final
Post Road Act report, but on oral advice, | suppose, passed the first Federal Aid
Act (of 1916).

The first Federal Aid Act provided for no system of roads, set no definite
standards of design and construction, set forth no specifications, and was
virtually wide open at both ends.

The next event that had a great effect on what was to come was the Mexican Campaign. General
Pershing chased Pancho Villa back into Mexico. The important thing about it was that that was
the first use of motorized equipment in actual battle conditions. The story goes that there were
some 2000 vehicles involved and the distance was 200 miles. According to the story, at the end
of the campaign, all 2000 vehicles lay strewn along the line of march in various states of
breakdown. Nevertheless, the motorization was deemed at least a modest success. What was
important was that our involvement in World War | was coming right up and the transportation of
our expeditionary force overseas was a huge logistical problem. The military was still basically
horse oriented as were our allies and the enemy. But to ship all those horses and the fodder to go
with them was considered to be impossible, so a radical decision was made to motorize. Detroit
produced thousands of trucks in quick order and it was decided to drive them, loaded with
equipment to the ports of embarkation.

The embarrassment was that there were segments of road where they just couldn't get through,
either due to mud or lack of any road improvement at all. Trains of flatcars had to be brought in
and the trucks loaded aboard just to get around the segment, then road travel would resume. In
some cases, this had to be done several times before reaching the port. It became obvious that a
system requirement had to be built into highway legislation. The happy side of that set of events
was that the motorized American Expeditionary Force was responsible for an early end to the
hostilities.

The 1916 Federal-aid program barely got going before the United States entered the war and the
program was essentially shut down. By the end of 1918, the country was ready to consider
getting the program going again but there was discord among the ranks of the highway
departments which the 1916 Act required to be established as a condition of Federal aid. Fred R.



White, State Highway Engineer, lowa, recounted this story to the annual meeting of AASHO held
late in 1942:

In the meantime dissention and doubt crept into the Association ranks. Some
States still did not have a State Highway Department. They were unable to
assume their places at our council table. A number of the States which did not
have State Highway Departments were not members of the Association. The
Association had not sold itself to them. Worse yet, the Association itself began to
waver on the principle of Federal-State cooperation conceived by its founders
and written into the Federal Aid Road Act of 1916. A movement for a limited
mileage system of highly improved highways to be designated, constructed,
maintained, operated, and owned by the Federal Government sprouted and
grew. This movement found recruits and able advocates in our own ranks. We
were thus an Association divided against itself.

The Federal-aid principle had not yet had a chance to prove that it could function.
There were the inevitable delays, misunderstandings, and friction of the
organizing period of a new and untried plan. The war had intruded and
immensely complicated the difficulties. The struggle within the Association went
on and became more intense.

It was in this atmosphere that the Association approached its fourth annual
convention held in Chicago in December of 1918. The war was over. The boys
were coming home. The Nation was beginning to readjust itself to peace-time
pursuits. War transport necessity had thrust the highway problems into the
limelight. It was inevitable that the battle of Federal aid versus National Highways
would come to a show-down at that convention. And it did. On the show-down
resolution to endorse the National Highway plan, the convention voted 50-50. It
was a tie. With the delegation present and voting from every State represented at
the convention, we were split exactly even. By that slender margin and with not a
single vote to spare, did this Association cling to its ideal of Federal-State
cooperation laid down by its founders.

You will find no account of this incident in the official records of the Association.
With rare judgement and foresight the presiding officer suggested that in a matter
of this importance and with the Association so evenly divided, it would be well to
expunge the record from the Minutes of the convention. Both sides readily
agreed. The record was expunged. The convention proceeded with its other
business.

Mr. White goes on to describe the atmosphere later in 1919:

On the date of the Kansas City meeting, there was pending before the Senate
Committee on Post Offices and Post Roads of the National Congress, a bill
introduced by the chairman of that committee, to destroy the Bureau of Public
Roads in the Department of Agriculture, create in lieu thereof a National Highway
Commission, and set up a limited mileage national highway system to be owned,
controlled, constructed, maintained, and operated by the National Highway
Commission. The circumstances were further complicated by the fact that the
chairman of the Committee on Roads of the House of Congress, was opposed to
the principle of Federal aid to the States in highway building. He was, therefore,
naturally, using his position and influence to discourage and prevent further
appropriations of Federal-aid road funds... the annual convention of the
Association to be held at Louisville, Kentucky in December of 1919, was coming
up. When that convention met, exactly one-half of the States (24 States) had in



writing gone on record in support of the continuation of the Federal-State
cooperative road building plan as opposed to a national highway plan. Again the
convention was faced by an exactly even division of its member State Highway
Departments...The situation in Congress was still serious; the chairman of the
Committee on Postoffices and Post Roads was still sponsoring the national
highway plan; the chairman of the House Committee on Roads was still opposing
any Federal-aid for highways. The minority members of the Highway Officials'
Association (AASHO) continued their sponsorship of the national highway plan,
which of course, they had a perfect right to do.

At this critical time, the Bureau of Public Roads suffered the death of its leader, Logan Waller
Page. Thomas H. MacDonald, Chief Engineer of the lowa Highway Commission was the
selection to replace him. The President of AASHO, A.R. Hirst, in his outgoing speech in
December of 1919, deplored the fact that the Federal Government could pay MacDonald only
$4000 per year. MacDonald turned the job down. AASHO sponsored a special Act of Congress to
pay him $6000 which passed.

MacDonald made his first speech as head of BPR at that same convention. He advocated many
of the same principles that became law in 1921. He defined four classes of highway use-
Agriculture, Recreational, Commercial, and Military. He made the case that it would be wasteful
to build National highways solely for interstate travel. He noted the phenomenal growth of the
cities and felt that improved roads would help to keep people on the farm. He advocated
classification into a system comprising 5-7% of all roads. He had done this in lowa. He felt that
insuring interconnectivity between States was the Federal role. He also advocated a higher
Federal share for States with large amounts of public lands.

The views he expressed were not new. An excerpt from one of his articles written in 1912 while
head of the lowa Highway Department is revealing:

Any satisfactory solution of the road problem involves a classification of the roads
in the state into those of primary and those of secondary importance. So long as
all roads are held on a par there can be only slow improvement over the total
mileage. By dividing these roads into two classes strictly according to the traffic
carried, the road improvement of the primary system will be reasonably
accelerated. lowa has an estimated mileage of 102,000 miles of public highway,
but the primary system of roads would probably not exceed ten to fifteen per cent
of this amount; that is, with 10,000 miles of improved road, it is estimated that
every trading point in the state would be reached from at least two directions by
main traveled roads....Carrying this road classification one step in advance, it will
be seen that the cross-county roads which would form the primary system of any
one county could be so determined as to join with the primary system of the
bordering counties; thus taken in the aggregate the primary systems of the
counties become the primary system for the whole state, part of which will
become the great transtate roads, the remaining roads of the system acting as
feeders to these. The latter part of this system will work out automatically once
the roads are classified in the counties.

The proper classification of roads is basic and fundamental...lt has been pretty
definitely established that a system of primary roads must be sufficiently
extensive to give service to all parts of the state. It is hardly safe to fix the
percentage without further inquiry, but it seems evident from the result in states
which have made a careful study of their economic needs, that in the
neighborhood of 5 to 7 percent of their total mileage will be included in their
primary system.

The step which seems necessary now is a definite plan of cooperation between
the states and the federal government, which will insure that the primary systems



of each state are connected up with the primary systems of the adjoining states,
and that these systems, by agreement between the state and federal authorities,
be held to until they are properly improved.

In February of 1920 in an address to the Road Builders Association:

| am impressed, therefore, that we must superimpose upon the classification
which is now generally recognized, classes which we may call, for the lack of
better names, interstate or national, and special roads. The national roads would
serve interstate business and pleasure travel, and in many cases the military
requirements also. The special class would include roads of distinct military
significance which may have little or no commercial value, and certain special
recreational roads. In other words we should have about five classes of roads;
the national or interstate, special roads, and the State, county and local roads.

To me, these are unmistakably the roots of the 1921 Act and | believe them to be the personal
creation of Mr. MacDonald. He continued:

The Federal aid plan of highway construction has not been permitted to operate
without criticism. There are those who would say that it has not measured up to
the need of the country-- that it has not resulted in the building of the volume or
character of roads which the country required. The criticism has crystallized into
a definite proposal, which involves two principles opposed to the principles of the
Federal aid plan. The first of these calls for the substitution of a commission to
take the place of the Secretary of Agriculture for the administration of Federal aid
road work; the second substitutes a policy of complete federal construction and
maintenance of a national system of highways, for the Federal aid policy under
which the construction is carried on by the States and the government in
cooperation.

...We have found by scientific study of the character, origin and destination of
highway travel that 90 per cent of the traffic which uses our average highway is
of...local character.

The 10 per cent of the traffic, which in normal times, pushes out beyond local
limits, across State lines, and which can therefore be properly described as
national in extent, is due to tourist travel by automobile, and freight and express
haulage by motor truck.

...We must provide the roads for..the (interstate) carriers. But it is not necessary
to build an especially chosen national system to reach this desired end. The
same result can be obtained, probably in a shorter span of time, under the
present plan of Federal and State cooperation; and the roads we construct under
that plan will be so located as to serve the local as well as the national uses.

It seems clear to me..that while it must be our national policy to provide roads to
facilitate commerce by motor truck- the modern highway vehicle, a commerce
which is national in extent, and which is not limited by State borders, we can do
so by the development of properly articulated local and State systems better than
by building special long transcontinental highways, across tributary territory
which for some time may not be able to share in the benefits of the through roads
because of a lack of local road development.



There is no support for the assumption that such long through roads are required
for the purposes of military defense...but in the main the highway requirements of
war coincide with those of peace...

What we must regard as most important in these days...is the prosecution of
whatever works will help in the betterment of the conditions of rural life. The
promotion of the educational and social opportunities of our rural communities,
and the development of the inherent attractions of country life to the end that we
may increase our agricultural population...Ultimately the local system, and the
attainment of such a national system will not be long delayed under the Federal
aid plan, | can assure you, for at this time, in practically every State, Federal aid
funds are being expended only on roads which will become important links in
such a national system...the Federal aid law requires that any improvement paid
for in part by Federal money, must be substantial in character.

The time may come when it will be desirable for the National Government to build
some roads, solely with Federal funds, but that time has not yet arrived; and it
would be the most serious mistake for the Federal Government to withdraw its
support from the States while they are building up their highway organizations
and their State laws, and enter into competition with them for the materials,
transportation and labor supplies which are already inadequate.

After passage of the 1921 Act, he said to AASHO in December:

...The Bureau does not seek initiative. It does not seek to direct the States but to
cooperate with them. There is now a plan of action for the guidance of both
organizations that is so clear and so explicit that neither can escape the
responsibilities imposed. The Federal requirements are fairly defined and will be
sincerely and faithfully enforced.

In 1922 he said:

It is going to take a long time to do this work, but we are engaged upon a very
large work. One hundred and eighty thousand miles is probably the minimum
mileage that will be required to complete such a system and it may run as high
as 190,000 or 200,000 miles.

If we conclude that we are willing to spend from the Federal Treasury
$50,000,000 per year...it will take in the neighborhood of twenty years to do the
job...If we conclude that we can spend $75,000,000 per year...it will take us
fifteen years. If we conclude we can afford $100,000,000 a year for that purpose
we can do the job in ten years.

This is the beginning of what I think of as the golden years of the highway program. The
foundations were all in place and MacDonald set out to build the State-Federal partnership,
engineering professionalism, dedicated highway user revenues at the State level, establishment
of independent highway commissions, highway research, highway classification, programming
and project development based on economic principles, transfer of highway jurisdiction from
counties and townships to the States to name a few of his undertakings. In 1923, he had this to
say about commissions:

In the enactment of the commission legislation, the legislatures adopted an
entirely new plan...Instead of specifying the many details of factory inspection,
the manner and method in which saws and belts should be protected, the



legislature condensed them in one paragraph requiring the employer to protect
the life, safety, health, and welfare of employees, and authorized a commission
or board to draw up rules and orders specifying the details as to the manner in
which these things should be accomplished.

These regulatory commissions are in reality a fourth branch of government. They
may be said to be legislatures continually in session, yet the power of the
legislature is not delegated.

The real distinction which entitles these commissions to a position as a fourth
branch of government is not so much their administration as their investigation
and research. These investigations are, however, not the academic research of
laboratory and study, but the constructive investigation of the administrator. In
these fields of investigation and administration the work of the engineer has
become all-important...The courts have a place because under our constitutional
system the acts and orders of the administrative boards are always subject to
court review upon appeal by interested parties...In proceedings before the
commissions man-made limitations, legal formalities and precedents are of little
significance, and facts and real conditions stand forth simplified to the degree
possible. In making their investigations it is necessary that commissions call to
their aid men trained in the science of engineering. The regulatory work of such
bodies could not be carried on with any degree of success without the
investigations and research activities of a staff of competent engineers. It is the
logical development that since a large part of the work of these bodies consists of
engineering investigations and the weighing of engineering facts the chief
executives of the states in selecting men for such commissions have realized
that men with engineering training make most excellent commissioners. Thus in
the strides which the nation has made in providing for itself service through
others the regulatory powers and leadership which a relatively few years ago
were lodged almost solely in the hands of the courts and the legal profession,
have by weight of requirements gravitated to a very large extent to men who are
trained and experienced engineers. This development is an outstanding triumph
for engineers, illustrating as it does the leadership attained through a
determination of the facts by research and investigation and their application to
our modern conditions unhampered by the limitations and mystifying and
inaccurate traditions.

A few years later, he assumed the title of "Commissioner" but BPR was never formally constituted
as a commission. His dedication to economic principles is illustrated in this excerpt from a 1923
speech:

a. States in the initial stage of highway development should issue bonds to
defer that portion of the annual charge for construction which would over
burden either property or the road user.

b. States where original construction programs are well under way, can, in
the main, finance further expenditures for construction by bond issues
devoted to deferring the cost of special projects.

c. States where original construction is practically completed are concerned
chiefly with maintenance and reconstruction and should depend on
current funds, save in cases of emergency.

d. The maintenance of interstate and State roads should be a charge
against the road user.

e. Roads serving a purely local purpose will generally require only light
upkeep and this should properly be a charge against the adjacent
property, which in this case is the first and often the only beneficiary.



f.  No road should ever be improved to an extent in excess of its earning
capacity. The return to the public in the form of economic transportation
is the sole measure of the worth of such improvements.

The 1921 act recognized the need for system by requiring that all Federal aid be spent on a
system comprised of not to exceed seven percent of total highway mileage; "Highways which
may receive Federal aid shall be divided into two classes, one of which shall be known as primary
or interstate highways, and shall not exceed three-sevenths of the total mileage that may receive
Federal aid, and the other which shall connect or correlate therewith and be known as secondary
or intercounty highways...the Secretary of Agriculture shall give preference to such projects as
will expedite the completion of an adequate and connected system of highways interstate in
character."

E. W. James reflects on the system aspects of the Act: "Why 7 percent? | have never had a
better explanation than that of Markham, Secretary for years of the Association of State Highway
Officials. Of course 5 percent or 10 percent would have been a more natural figure, but why 7
percent? As Markham explained: Senators Oddy of Nevada, long gone and Carl Hayden of
Arizona, still on duty at 88 years plus or minus, were both strongly interested and concerned in
the whole Federal Aid Road program. They wanted to be sure that their States would have at
least two cross State roads, based on their certified public road mileage, one say east and west
and one at approximate right angles north and south. Using undoubtedly incorrect or
guestionable mileage, they figured that 7 percent was the lowest fraction that would give them
what they wanted and figured they needed. So they saw to it that 7 percent was written into the
law. That's that. Whether Markham was right, | cannot say."

| don't believe Mr. James' story is correct on this. | think the 7% came from Mr. MacDonald's work
in lowa and was based on the size of system that could be improved in about fifteen years. E. W.
James continues:

The creation of the 7 percent connected road system raised, however, a much
more puzzling and disturbing problem. How was the 7 percent, assumably of the
most importance in each State, to be selected? The possible contentions of
cities, county seats, counties, Congressional Districts, etc., came at once into this
problem in a large way. Could a method of selection be devised that would be
feasible, permitting flexible selection by each State that would be practicably
invulnerable? That was the question put to me....Robert Eastham of Virginia and
Clifford Shoemaker, both of the Bureau, were assigned to assist....Our little
committee...was successful in laying out a 7 Percent System of roads that was
acceptable to the AASHO.

We first selected from the Post Office Department the only complete uniform set
of State maps showing only county outlines. The Post Office used them | think for
laying out R.F.D. routes in counties. From the Census Bureau we got population;
agricultural produce in dollars; manufactures, mineral, and forest products also in
dollars and by counties. We laid the quantities out for each of the five items, each
on a separate set of maps, in each State and in each county of each State.
Calling total State population 100, we determined the population index for each
county. This process was repeated for each of the five significant items. We then
combined the indices for all items by counties in each State giving a total of 500.
We then divided the combined county indices by 5, bringing the total index figure
back to 100 with a single county index representing the importance of that county
in the State as a whole.

We reduced these county indices first to circles, which were not distinguishable
enough, so we adopted squares as emblems of the indices. When these
squares, blackened in, were put into their appropriate counties on a clean map,
we had a series of emblems through which diagrammatic routes could be laid



out. Routes through the heaviest emblems were routes through the generally
wealthiest and all around most important county areas. Road locations could be
made catching obvious local control points along these diagrammatic lines, and
you had a selection from best to poorest almost staring you in the face.

Finally, to justify the entire system as selected, | called on Fred Mills, one of my
handiest assistants....I told him | wanted to find the centroid of the Federal Aid
system so far as selected.

He went to work, using an origin of some plain and simple location off the
California coast...l asked him where it (the national centroid) fell, and he replied
that | couldn't guess. Then he told me that the general centroid of the whole
system was in the same county in Indiana (I think) where the Census Bureau
computed the center of national population to lie.

At this point we had developed a method for establishing a satisfactory pattern
for a nation-wide road system. The provision of law controlling the distribution of
funds mathematically among the States, staved off the Pork-Barrel vultures in
Congress. Our system of indices establishing essential degrees of importance of
principal roads in all States and Congressional Districts within each State kept
the vultures away locally....

The next milestone in the chronology of the Interstate System was The First National Conference
on Street and Highway Safety held in Washington, D.C. on Dec. 15-16, 1924. It was chaired by
Herbert Hoover, Secretary of Commerce. There were other interesting people present. F.A.
Delano was vice chairman of the conference. He was FDR's uncle and was prominent in planning
circles and highways for twenty years. Later, he was chairman of The National Resources
Planning Board and served on the Interregional Highway Committee that developed the Interstate
System.

Harland Bartholomew was there representing the City Plan Commission of St. Louis, Mo. He also
served on the Interregional Highway Committee and was chairman of the National Capitol
Planning Commission where he was very influential in the development of the Washington
Metropolitan Area Interstate and the Washington Metro subway system.

Roy D. Chapin, Chairman of the Board of the Hudson Motor Car Co. was also present. His name
pops up frequently as having been very influential in the development of early highway legislation.
He is also reported to have been present as an observer when General Pershing tried trucks for
the first time in the Mexican Campaign. Thomas H. MacDonald, E.W. James, H.S. Fairbank, and
A.T. Goldbeck attended for BPR.

In the meanwhile, another problem was pressing for solution. The following is from the report of
the Joint Board on Interstate Highways to Secretary of Agriculture Jardine on Nov. 18, 1925. "The
Joint Board on Interstate Highways, the appointment of which was approved by the Hon. Howard
M. Gore, then Secretary of Agriculture, on February 20, 1925, and which was created at the
request of the American Association of State Highway Officials 'To undertake immediately the
selection and designation of a comprehensive system of through interstate routes, and to devise
a comprehensive and uniform scheme for designating such routes in such a manner as to give
them a conspicuous place among the highways of the country as roads of interstate and national
significance..."

More from the report:

At the 1924 annual meeting of the American Association of State Highway
Officials at San Francisco, action was taken on November 20, requesting the
Secretary of Agriculture to appoint a board composed of representatives of the
State highway departments and of the Bureau of Public Roads in the following
language:



"This Association hereby requests the Secretary of Agriculture, in cooperation
with the several States to undertake immediately the selection and designation of
a comprehensive system of through interstate routes and to devise a
comprehensive and uniform scheme for designating such routes in such a
manner as to give them a conspicuous place among the highways of the country
as roads of interstate and national significance."

E. W. James remembered:

With this momentous road system planned and ready for construction, how were
we to handle it as a going project? Its parts, as | had early assumed and provided
for, were to be numerous, in high figures. The parts must be labeled or
distinguished in some way so they could be handled conveniently and filed, yes;
but in addition they must be named somehow so the public could see them, on
records, maps, and in place on the ground.

In this report (the report to the Secretary) you will find clearly indicated the routes
resulting from the Board work. | was secretary of the Board and most of the
details passed through my hands at one time or another. (Thomas H. MacDonald
was chairman.) At one of the first meetings the general question presented
above was thrown into my lap. | knew it must come sooner or later and had given
it considerable thought. You will quickly see on scanning the report the conditions
we faced in the particular task laid before us. There were two conditions that
must be met. (1) The scores of named routes, roads and trails must be
eliminated. Such a method of designating so large a system of roads on a fairly
established pattern was not feasible. It was too cumbersome, it had a bad
background of unintelligent but kindly, serious and friendly efforts by hundreds,
maybe thousands of good road advocates and effective road boosters. In
opposing such a group we were pushing aside some of the biggest and best
support we had for the big road plan. The good would have to go with the bad.
Organizations like the Lincoln Highway, the Dixie Highway, the Old Spanish Tralil
Associations which were sound agencies could not be preserved while three or
four score "skip-by-night" agencies were to be ignored and washed out. (2) The
second puzzle in the task at hand was to devise a scheme that would take up all
the named routes we wished to save, in whole or in part; be flexible enough to
permit expansion over a long period, and above all fit the United States as an
area without an established road system of old, and now about to create one on
a magnificent plan.

Again, from the report to the Secretary: "Although no records had ever been systematically
collected in an effort to cover the whole field, there appeared in the official files of the States and
of the Bureau of Public Roads evidence that at least 250 marked trails existed in the country.
These were sponsored by at least one hundred regularly organized associations supporting some
kind of headquarters and issuing maps, advertising, or other promotion material."

It is clear that the Board felt that it was legally bound to not exceed the three sevenths of the
"seven percent system" established in the 1921 Act as "primary or interstate highways". In its final
deliberations, the Board recommended 2.8 percent of all the highways and roads in the nation be
numbered as "Interstate Highways".

At its April 20, 1925 meeting, The Joint Board, among other things, passed the following
resolution: "3. The selection of approximately 1 percent or less of the total highway mileage of the
State as of greatest importance; of a second 1 percent approximately as of secondary
importance; and a third 1 percent approximately as of tertiary importance; and that these
suggested percentages be increased in sparsely settled States."

E.W. James:



By that time | had my idea of the second task under control,...I saw that | must
show my hand at once, and have so good a solution that it would carry me past
the first task of shoving the trail organizations aside.

So | went ahead on that basis. As you know, the U.S. is about twice as wide as it
is from North to South, and with this | saw a complete pattern of just what |
wished. It stares one in the face, it is so simple and so adjustable. With north-
south roads numbered odd from east to west, and east-west roads numbered
even from north to south, you at once start a simple, systematic, complete,
expansible pattern for a long time development.

Numbered on the 10's; 10, 20, 30, etc., to 90 would provide nine principal east-
west routes. Numbered on the 11's and 5's; 1, 5, 11, 15, etc., to 101 on the
Pacific Coast, you would provide the 20 base routes for the north-south pattern."

This was the 1 percent system of "Interstate"” routes "of greatest importance" in the Board's
resolution. Please note that the Interstate System today is 1 percent of total highway mileage.
E.W. James:

with this pattern complete in my mind | had two approaches that | hoped would
take the whole job off the slate at once: Paul Sargent, of Maine, and the Lincoln
Highway Association. | had been helpful to the Association in the First World
War, and Sargent had been Assistant Director of the BPR from 1913 to Page's
death in 1918, and | had done an assignment in Maine for him during that
interval, and knew him well and his background.

So | got at once in touch with Sargent on my proposed numbering scheme,
putting pressure on my proposed Route No. 1, which | suggested as the first
route along the Atlantic side of the U.S.A., following as far as possible the old,
historic Falls Line roads. As soon as | mentioned the Falls Line Route Sargent
said he was with the whole idea, and that the Falls Line Route really began up in
Maine, at Fort Kent on the Canadian border. It was fairly distinct to Boston and
Providence,... somewhat indistinct to New York, and then along the River Falls
Line to Augusta, Georgia. Sargent knew his colonial geography and said he was
with my proposals all the way.



nterstate highways will be numbered for public convenience.
I All State roads will be safeguarded by uniform direction and danger
nest|  signs, Qooperation betwesn States and the Federal government has
made possible 1his Matioaal S\ transporiation gystem.
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Having assisted the Lincoln Highway Association in the First World War, | next
went to Detroit to their headquarters and laid my scheme before them, very
frankly telling them that it would mean the end of the Lincoln Highway
Association, the Dixie, and all others. They understood it all; said they were for a
big plan for roads across the U.S.; would be with my scheme if | could give the
Lincoln Highway recognition so far as possible in the No. 30. | agreed to do all |
could to put it across, and so had their support toward washing out all the named
routes. They were the strongest of all the Associations and with them with us,
who could be against us?

So | built the numbering plan along the lines that | had laid out. The two puzzles
were answered by that scheme and is set forth in the Report (the report of the
Joint Board on Interstate Highways). The Board accepted my numbering plan as
presented.

The next problem that the Joint Board considered was the question of actually
designating the various routes. The question of marking the routes at once raised
the whole question of signs, signals, and markers. Mr. Frank Rogers suggested
the form of a shield for the number, and | was responsible for actually drafting the
shield which has been used, providing space for the designation of the necessary
number and also of the individual several States. At this point, on April 21, 1925,
a Committee on Signs, Signhals and Markers was appointed, of which | was
Chairman. The Committee was composed of Mr. Frank Rogers of Michigan, Mr.
Hinkle of Indiana, and myself.

Shortly after the U.S. numbered system was officially designated, the attached map was
reproduced in American Highways, the AASHO publication, from a newspaper cartoon. It portrays
the "1%" portion of the system, i.e., those routes from coast-to-coast and border-to-border. Note
the similarity to a current national map of the Interstate System.

This Golden Age lasted until the Great Depression. It was characterized by phenomenal growth
of automobiles and their use which provided an ever growing base of user revenues for the
States. "Completion" was the watchword, which meant providing a "permanent" improvement to




each component of the Federal-aid system. The system was improved from the "top-down" with
the major roads receiving first attention. The first coast-to-coast route completed occurred late in
1927. By 1930, "completion” was nearly achieved.

Cooperative "Transport Surveys" were done with several States beginning with Connecticut to
gather data for the classification of roads and as research tools. These became successively
more sophisticated with the origin and destination concept being developed. Two urban studies
were done. The first was Cook County in Chicago, the second was Cuyahoga County in
Cleveland. MacDonald saw the disorder concerning the jurisdiction over highways in urban areas
as a reminder of how things were with townships, counties, and states in the earlier days.

The Golden Age ended with the stock market crash in 1929 and the settling in of the Great
Depression. The first impacts were felt at the State level when legislatures, being pressed for
resources began to take highway-user-revenues and divert them to other uses. In Nov. 1929,
President Hoover called into conference industry, public and private, asking for as extensive a
program of public works as possible. In April the Congress increased Federal authorizations by
66%. In December, Congress appropriated $116 million of which $80 million was allocated to
Federal aid roads. Between Dec. 2, 1929 and Dec. 23, 1930, $330 million was apportioned: $22.3
million for 1931 for direct Federal. It was expected that the whole program, including States’
money would provide employment for 100,000 men.

In May 1931, MacDonald described highways as income producing investments and talked
against hysterical expansion of the program for unemployment purposes because it couldn't be
turned on and off like a spigot.

In April 1931, the following editorial was printed in American Highways:

The lack of employment for many willing hands induced President Hoover, early
in the summer (of 1930), to call together many "captains of industry” in a vain
effort to "keep the wheels going round" and maintain the high standard of wages.
Everybody promised, but many wheels stopped. Then he consulted the
Governors of the States about public works, and in order to stimulate the road
work, the Secretary of Agriculture was requested to advance the proration of the
Federal funds for the fiscal year of 1932. This sounded all right but it left the
States to wait nine months for their pay and many State Treasuries were empty.

This is the situation that confronted the State Highway Departments when they
came into annual session on November 17 (1930), at Pittsburgh, Pa...

...Following the convention, members of the Executive Committee went to
Washington and after consultation with the (President's) Emergency Committee,
suggested that if the Federal Government would advance funds to the States to
be returned from future authorizations covering a period of five years, they could
advance the program quite perceptibly.

As a result, $80 million was appropriated as an advance to be paid back out of future
authorizations, and it could be used to match regular Federal-aid funds.

In December of 1931, MacDonald said that the goal of completion of interstate routes had
essentially been achieved thus putting the program at a crossroads. He said that it was up to the
Congress to decide whether the future of the program was to bring in more local rural roads or
urban roads, or both, or whether to continue the program at all.

In response to increasing State diversion of highway-user revenues, MacDonald began to
advocate Planning Surveys for all States as a means of providing the legislatures and the public
with the facts to, hopefully, make better decisions.

In July of 1932, before the Presidential election, American Highways published the following
article:

FEDERAL GOVERNMENT INCREASES ROAD FUNDS TO AID IN
EMPLOYMENT



Six months late and allowing less than a year in which to make the expenditure
the Federal Government has appropriated $120,000,000 as an advance to the
States for road construction on the Federal Aid Highway System and also
$16,000,000 for roads in the National Forests, Parks, Indian Reservations and
Public Domain.

A short digest of the salient features of this legislation is as follows:

1. The funds are prorated to the States by the same method as the regular
Federal aid.

2. This fund is available as State funds and may be used to match regular
Federal aid.

3. No amounts apportioned under this Act shall be advanced except for
work on the Federal Aid Highway System performed before July 1, 1933.

4. The amounts advanced must be reimbursed to the Federal Government
over a period of ten years commencing in 1938...

5. All contracts covering the expenditure of this fund must contain a
minimum rate of wages pre-determined by the State Highway
Departments which rate must be included in all proposals for bids...

The article voiced the worry that so much money was being advanced to the States requiring pay-
back out of future authorizations that little would be left for construction in future years.
The following also appeared in the same issue:

THE OTHER SIDE OF THE TAX PROBLEM
William Anderson, Department of Political Science, University of Minnesota said:

The revolt of the taxpayers is a fact. All about us we see it and hear it. Whole
counties are aflame with it. Great crowds are being hurriedly mustered to march
upon county courthouses, city, village and town halls and even on the district
school meetings. Budgets are being slashed on every hand. County nurses,
agricultural agents and many other once respected and desirable public
employees are falling to right and left.

In January 1933, this article appeared in American Highways:

ROAD BUILDING AS AN AGENCY OF EMPLOYMENT DURING THE
DEPRESSION

Grover C. Dillman, State Highway Commissioner, Michigan said:

...In determining this important question of public policy--the place of road
building as an agency of employment during the depression--we must not lose
sight of the central fact that it is imperative for the future of our American
civilization to replace the dole with work, and that of all the means of providing
work (other than the normal upward swing of the business cycle, which puts
workers back on their normal jobs), road building is from almost every standpoint
the most satisfactory.

He spoke of the many ways and types of projects that could be done:



In addition, there is the possibility so often discussed, of constructing a series of
national super-highways, from east to west and north to south, perhaps with
separate lanes for high-speed traffic and heavy slow-moving trucks. The Boston
Post Road and the New York-Trenton Boulevard, in the East, and Wider
Woodward Avenue, in Michigan, and the Dunes Relief Highway, in Indiana, are
examples of what is demanded by present-day traffic.

Note the reference to "Superhighways." AASHO became very concerned about the use of the
highway program for employment relief in 1933 after FDR came to office. It was felt that the work
of 40 years was at risk. This was in the April 1933 issue of American Highways:

SUGGESTED HIGHWAY PROGRAM FOR THE PURPOSE OF PROVIDING
EMPLOYMENT
AND FOR PRESERVING THE INVESTMENT ALREADY MADE,
THUS INSURING CONTINUANCE OF ADEQUATE HIGHWAY SERVICE

The State Highway Officials are greatly concerned that no provision has been
made by the Federal Government for the continuance of the highway policy of
cooperation between the States and the Federal Government that was adopted
in 1916 and has been in continuous effect now for 17 years. Neither has any
provision been made for continuing the work on public roads through the national
forests, parks and other public lands.

Each Congress since 1916 has provided for the continuance of the Federal aid
program for a two-year period until the Congress which has just adjourned which
provided no such legislation. Senate bill No. 36 which would have assured the
continuance of the Federal aid program was passed by the Senate but failed to
receive consideration in the House, although favorably reported by the House
Committee on Roads.

The position of the State Highway Officials is further jeopardized at this time by
the very large diversion of revenues from the gas taxes and license fees,
heretofore devoted to roads, which have been commandeered for other
purposes. One of the potent arguments advanced for these diversions in many
States has been the fact that no Federal aid legislation had been provided to
insure the continuance of the cooperative program.

On the assumption that no large public works program is adopted, it is suggested
that a Federal aid authorization of not less than $100,000,000 be provided for the
fiscal year 1935. This recognizes the necessity for balancing the budget for the
fiscal year 1934, and skips one year's authorization. This would permit the
distribution to the States of their pro-rata share on or before January 1, 1934, and
would insure a 1935 construction program of very moderate size, and would also
insure the continued functioning of the highway administrative structure of the
State highway organizations and the Federal Bureau of Public Roads. Unless
this is done as the minimum, we are facing disaster to, and the breakdown of the
whole national scheme of administrative organization, which has been built up
over a period of more than 40 years and upon which depends the preservation of
the tremendous investments that have been made in improved highways and the
maintenance of these highways in a reasonable condition for use.

The withdrawal of the Federal Government definitely from this field, even
temporarily, will mean a further diversion of the funds coming from the gas tax
and motor vehicle license fees to other than road purposes. Regardless of



whatever else is done, the Federal authorization for the fiscal year 1935 is
essential. This should include a reasonable amount for national forest and park
roads as has been customary in the past.

In the event a large public works program is decided upon to be supported by a
bond issue or other method of financing, not involving the balancing of the
regular budget, in addition to the first proposal, there is suggested a program of
highway construction to cover a two-year period. This will do much to stimulate
confidence in the future of employment in this field and will lead to greater
efficiency of expenditure than with the same total amounts made available for
one year.

The amounts that under the two-year plan can be effectively used are:

a. $100,000,000 for construction upon the primary roads of the Nation
including necessary extensions into the municipalities.

b. $100,000,000 for grade crossing separations and the removal of highway
hazards...

c. $50,000,000 for use on secondary or feeder roads....

In October, Frank T. Sheets, former Chief Highway Engineer of lllinois, voiced concerns that were
typical of the time:

THE RATIONAL PLANNING BY A STATE OF A PUBLIC HIGHWAY
PROGRAM

Rational planning is the salvation of the highway industry. Lack of it spells ruin.
The alarming invasion of road funds evidenced in recent years, climaxed by the
diversion of hundreds of millions of highway dollars to uses utterly foreign, and
accompanied by the crippling of state highway departments and grave cessation
of construction activity, can only be stopped by arousing public opinion to the
fighting pitch of positive action.

As an aid to arousing public opinion, we must develop rational plans for the
highway programs in the states, embracing equitable distribution of highway
revenues and adequate treatment of all classes of thoroughfares-both rural and
urban, and then we must sell the plans to the public. This accomplishment will so
popularize the highway movement, that highway funds will be cheerfully raised,
and an alert citizenship will safeguard them for their intended use.

The day of highway hysteria is over. The bubbling good roads booster, with his
sentimental appeal, must be replaced by the highway economist armed with
sound plans, fundamental facts regarding the dividend producing aspects of
improved highways and convincing proof of the equity of proposed highway tax
collection and distribution.

Inevitably the burden of leadership in this important work falls upon the state
highway official. He can command the knowledge and facilities for sound
highway planning based upon traffic studies, economic surveys and kindred data;
he commands the attention of the individual citizen and organized civic groups;
and he, more than any one else, can educate representative citizens and civic
groups so that they in turn may sell the highway program to the public at large.
Failure to measure up to this responsibility is unthinkable.



A state-wide traffic survey is almost indispensable as a guide to rational highway
planning. It should develop complete information regarding the volume, character
and distribution of traffic on city streets, primary or state, secondary or county
trunk and tertiary or township highways.

The economic surveys recently conducted by the United States Bureau of Public
Roads in Wisconsin, Michigan and lllinois are striking illustrations of this work.
They have been carried out with a thoroughness which engenders confidence
and commands respect. They are invaluable, not only to the people of those
States, but to highway economists, engineers and administrators everywhere.
They merit careful study and reveal the type of information which is essential to
the development of rational highway programs. The Bureau cannot be too
strongly commended for having instituted these surveys and for having
developed the technique of performing the work. Although a veritable mass of
information has been procured in them, such surveys are relatively inexpensive.
The States should take advantage of the help which the Bureau can give on
these basic studies.

At regular periods and seemingly about every 10 years, each State faces a new
deal in highway affairs. Most States are now reaching a stage of highway
development when clear thinking and rational planning are essential for a
stabilized highway future. This situation must be met.

In accomplishing this aim the following steps will be helpful:

1. The making of traffic and economic surveys.

2. The creation by legislative authority of a broad gauged commission to
study such surveys and to plan the future highway program.

3. The presentation of the findings and recommendations of this
commission in a concisely written understandable report.

4. The selling of such recommendations to the public and to the legislature
by means of news releases, pampbhlet distribution, public meetings, etc.

5. The expression of the commission's recommendations in legislative bills.

6. The passage of the bills.

7. The translation of legislative enactments into highway accomplishment,
accompanied by public confidence and popular approval.

After a long period of no recorded speeches, presumably attributable to the change of
administrations, Mr. MacDonald presented the details of the radically new National Industrial
Recovery Act in an article in the Engineering News Record in December of 1933. This is an
excerpt:

FEDERAL DIRECTION OF PROGRAMMING AND ENGINEERING OF
EMERGENCY ROAD WORK

1. $3.3 billion was appropriated for all public works with $400 million of that
apportioned to the State highway departments.

2. 2. Provision was made for the allotment of apportioned highway funds to
the Federal-aid highway system, to municipal extensions and to
secondary and feeder roads.

3. 3. Employment features:

a. No convict labor.
b. 30-hour week.
c. A standard of living of decency and comfort.



d. Preference to residents of the county or local subdivision where
the projects are with priority to veterans with dependants.
e. Maximum labor intensiveness in lieu of machinery.

Administrative rules issued by the Sec. of Agriculture:
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13.
14.

15.

One or more projects in 75% of all counties within the State.

25% of the apportioned funds to go to extensions of the Federal-aid
system in municipalities.

The highway departments were required to submit a list of the amount of
money proposed for each of the 3 categories of roads and a list of the
counties where the projects would be located.

Augmentation of engineering staffs was required in many cases,
especially where cut backs had been made due to the Depression.
Money advances were made to the States where needed.

Authority was delegated to the field to approve advertising of projects.
Project advertising time reduced to two weeks.

Authority to approve P.S.&E. delegated from the Secretary of Agriculture
to the Chief of BPR.

Plans for secondary roads prepared while work in progress.

. Continuance of work throughout the winter insisted upon.
11.
12.

Hand labor wherever possible.
Minimum wage rates established for urban:
a. Skilled $1.00, labor $0.65, unskilled $0.45 in Southern States.
b. $1.10, 0.70, 0.45 in Central States
c. $1.20, 0.75, 0.50 in Northern States
Wage rates in rural areas to be not more than 25% below urban.
To preserve the labor intensity of Federal funds, no participation in
rights-of-way or PS&E.
Limitations were placed upon secondary road funds to prevent
squandering on disconnected segments. No formal requirement for
system designation, however.
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The order of priority assigned to projects:

1.
2.
3

4,

Closing of gaps in the Federal-aid highway system.

Landscaping of parkways and roadsides.

Supplementing of existing transportation facilities-rail, air, freight
terminals, airports and emergency landing fields.

Elimination of hazards to highway traffic including grade crossing
separations, widening of narrow bridges and roadways, building of foot
paths, replacement of unsafe bridges, bypasses of congested areas and
improvement of accessibility and the free flow of traffic.

A set of design standards for secondary roads was issued. The attached cartoon was published
in the same issue of American Highways.



AND YET “UNCLE® HAS 34 MILLION DOLLARS OF STRIFPIMNGS LEFT |

Note that this was not the regular Federal-aid program. The funds had no matching requirement
and caused the highway departments to construct local and urban roads for the first time. Also
note that a plan and program was required for the major roads before work could begin. The
record shows that the $3.3 billion program was well developed and on its way to passage when
AASHO officials persuaded the Congress to deliver $400 million through BPR. Some of the rest
of the $3.3 billion also found its way into highways, delivered directly to municipalities, counties
and other special entities. Some of it came under the supervision of the highway departments at
the local level, most of it did not. There was a great deal of overlap and confusion.

In January of 1934, MacDonald addressed the American Roadbuilders' in Chicago. He noted that
there were many suggestions that the way to relieve unemployment was to build a
transcontinental highway. He presented statistics to show that the program had already begun
building the equivalent of three transcontinental highways from July 1933 to January of 1934. He
described the emergency program and gave a progress report. He noted that urban projects were
lagging because it was a new field and plans were not on the shelf and the designs were
complicated. 132,000 additional jobs were on the payrolls in Nov. He noted that completion of the
extant appropriations would end the Federal highway program unless further legislation was
passed to provide for continuance.

The results of this program were devastating to the State highway departments. The 100%
Federal share of funds accelerated the diversion of State highway-user revenues because, as the
legislatures saw it, the highway departments had no need of State revenues since they had more
Federal money than ever before and no need for matching.

Vast mileages of minor roads were transferred to State jurisdiction without any revenue to go with
them because that's where the 100% Federal money was and tax revenues were drying up. The
emphasis on labor intensive projects on minor roads completely inverted the economic efficiency
ethic that had prevailed through the Golden Age. The main coast-to-coast routes suffered at the
expense of minor projects. The funds, although they generated employment, did not provide
nearly as much as if the regular Federal-aid 50-50 matching program had been in place.

It was these problems that led to the passage of the Hayden-Cartwright Act in 1934 which
provided for a return to the regular program in 1936. The rampant diversion of State user
revenues led to the section of the Act prohibiting diversion by the States. It also provided for the
beginning of the 1 1/2% planning program to start the planning surveys that were believed to be
the vehicle for public and legislative awareness of the highway program problems.

In December of 1934, MacDonald reported progress on the NIRA program in this excerpt from
the Contractors and Engineers Monthly:




...employment under the appropriations of the National Industrial Recovery Act
was responsible in 1934 for a considerable increase in the total employment...

The most striking trend indicated by the figures is the drop in employment on
independent State construction. In this connection it is to be noted that the
decline in State contribution to construction has been even greater than these
employment figures would suggest, on account of the fact that in 1931 the States
bore the expense of a considerable portion of the employment attributed to
Federal and Federal-aid work whereas in the succeeding years they have
contributed in progressively smaller percentage.

Drop in State Employment Must Be Halted

The transfer of State support from construction to maintenance work as Federal
funds have been supplied to carry the construction cost is also one of the notable
indications of this employment record. But the salient point is the evidence that
the additional provision made for highways during the period by the Federal
Government has been offset by withdrawal of support by the States.

It is important that these facts be generally understood at this time because the
Federal Government has given notice in the Hayden-Cartwright Act of its
intention hereafter to return to the Federal-aid plan of contribution to road work.
That plan will substitute for the direct grants of the recent past, a shared
expenditure, which will impose upon the States an equal obligation. The
contemplated Federal contribution will be considerably less than those of the
past year or two. Therefore, if a material reduction of the highway program is to
be avoided it will be necessary that the States return to the work at least the
measure of support they recently have withdrawn from it.

In the light of the figures presented in the employment tables, the wisdom of the
provision of the Hayden-Cartwright Act that seeks to halt further diversion of
motor vehicle revenues from road work is quite apparent.

The following is an excerpt of a milestone speech delivered to the AASHO Convention in
November of 1934. Clearly, MacDonald was disturbed by the types of projects that were being
built under PWA (The Public Works Administration). He was concerned about diversion of
highway-user revenues to other purposes and control of such funds being taken away from the
State highway departments. He was concerned about paying for non-revenue producing projects
with highway user revenues. He was not as concerned about financing losers in urban areas as
rural because the high urban traffic volumes would support economic winners. | believe that this
speech was the kick-off of the statewide planning process in a systematic and continuing way:

To a group wearied by the constant drive and tension of the past year, the idea of
continued pressure cannot be welcome, but much less welcome is the alternative
that other agencies far less qualified to carry the load effectively, shall supplant
the State and Federal highway organizations, until at least their whole strength
has been exhausted.

Appreciation of the efforts made is carried in the report of the Executive
Secretary of the Executive Council to the President under date of August 25 in
the following words: "In the Federal classification, public roads have been
outstanding in speed, accounting for half of the Federal expenditures but only a
third of the Federal allotment."



He noted that the 30 hour week required by law amounted to 24 hours in highway work because
of weather, etc. It should be changed to 40 to approximate 30.

PLANNING FUTURE PROGRAMS

For nearly two decades the concentration of effort toward the improvement of the
limited network of main roads represented by the Federal aid and State systems
has been the central pillar of our highway policy. This policy has been based
upon the principle of "the greatest service to the greatest number”, and to the
sustaining of this fundamental tenet every sound-thinking lawmaker, highway
executive and engineer has given his wholehearted and unselfish effort.
Occasionally there are attacks upon this policy, usually traceable to some
specific self-interest which seeks a benefit, which would in the end prove
temporary, by departing from this plan of improvement of traffic routes in the
priority fixed by their potential relative service.

He cited in detailed statistics from a cooperative statewide transport study just finished in Indiana
to prove his points:

The great group of generally lesser roads that constitute 89 per cent of the total
mileage and serve less than 34 per cent of the total traffic, have an average
traffic of only 51 vehicles per day and earn in taxes paid by their traffic only $70
per year to offset an average annual maintenance expense of $187...the
guestion that remains for future determination is whether, to what extent, and
precisely where, further improvement will produce the greatest return.

The example made possible by the very excellent Indiana study is typical of the
conditions existing in the great majority of our States; and it affords a complete
answer to selfish uninformed criticism of highway policies.

The course we have been following (under the National Industrial Recovery Act)
has been fairly clear. The choice of the most important roads has been rather
obvious. What we have been doing is what the President calls "doing first things
first". That we have done it rather well the generally appreciated usefulness of
the Federal aid and State highway systems testifies without the factual aid of the
many traffic surveys.

We now approach more difficult decisions. As each additional mile of highway is
improved, the choice of succeeding mileage for improvement becomes
progressively a matter of narrower and narrower margins. And the future
extensions of improvement will be in a class of roads on which there can be
expected no such growth of traffic following the improvement as we have
experienced on the roads with which we have hitherto been dealing. All the facts
at our disposal indicate that the further extensions of improvement must enter the
class of land service roads, as distinguished from the general-use highways with
which, as State and Federal officials, we have been primarily concerned in the
past. And, since no amount of improvement will convert a typical land-service
road into a road of general use, the only traffic increase to be expected is that
which may result from the development of a denser population or more active
industry on the land immediately served. No great waves of new traffic will come
flooding to these roads, such as we have in the past experienced on the main
roads. So there will generally be no counting upon future traffic growth to justify
any serious mistakes of over-development that may now be made.



These things are emphasized not to discourage the further extension of improved
mileage, but simply to stress the high importance of informed and intelligent
planning of the work to be done. We must continue the work we have begun in
the secondary and feeder road field. It will be justified not entirely on grounds of
direct service furnished to the immediate users of the roads, but on the grounds
of general social and economic necessity, and it will have to be tied in closely
with general social and economic trends, some of which are even now forming.

The task involved is one for which there are no agencies, other than those
represented in this Association, that are fitted. It is one that should be accepted
with the determination to carry it through from the beginning in strict accordance
with economic and social principles.

As a first step it seems to me there is need in every State of a traffic survey
directed to the discovery of the roads additional to those already constructed,
improvement of which may be justified on reasonable grounds of economy or
social usefulness. If authority to undertake such studies does not at present
reside in any of the State highway departments, such authority should be sought
at the coming legislative sessions.

For such planning purposes, as you know, the last Federal Act makes available
up to 1 1/2 per cent of the funds apportioned to the States; and there is no better
use to which such sums can be put in the present stage of highway development.

At recent sessions of the State legislatures there was a decided tendency toward
the enactment of laws transferring to the control of the State highway department
all or large parts of the mileage of roads remaining under the authority of local
officials. Under the pressure of a temporary necessity to find ways of relieving
heavily taxed property holders, there is a tendency to couple with the
administrative transfer a shifting of the entire burden of financing the local road
work to the shoulders of the users of roads, whose tax payments are at the same
time diverted in part from road users to others having no relation to the highways.

Of the advantages of the administrative change there can be little question; but in
the taxing provisions that may at this time be attached to it, there are, to my view,
grave possibilities of injury to the future of the highways. No student of highway
economics can fail to recognize that the principal benefit of the great bulk of the
local road mileage is to the land to which it gives access. No one with knowledge
of the small amount of travel on most of these roads can believe that their
improvement can be supported by taxes on road users exclusively; and the
attempt to do so can, in the long run, lead to only one of two results or a
combination of both; either the killing of the hope for a desirable measure of local
road improvement or the depreciation of the investment already made in the
main roads.

By and large, the action of our legislatures is consistent with what is understood
to be in the public interest. In respect to the highway program of the future, they
will respond properly to facts presented for their guidance. The trouble is that
they are beset on all sides by selfish and misguided counsel, and there is on the
side of truth and real wisdom a lack of effective advocacy and marshalling of
facts.

It is for the purpose of supplying such facts that the making of traffic surveys of
the type suggested is indispensable. The counsel of the State highway



departments in their respective States ought to be directed toward the deferring
of far reaching legislative action with respect to local road administration and
finance until the essential facts can be thus obtained.

There is, however, another matter of equal importance, that may perhaps be
presented in fewer words. This is the urgently needed improvement of main
routes in and near cities, and the refinement of other heavily traveled highways
needed for the promation of safety.

When, a few short years ago, we began the systematic improvement of the main
rural roads, the portions of our whole street and highway network that were most
adequately improved were the city streets and the adjoining rural highways. We
have now progressed in the rural road work to the point where it may be said that
a reasonably satisfactory condition exists on the long rural stretches of most of
the State highways. Meanwhile, however, traffic has grown, in and near the
cities, to such proportions that the once relatively adequate facilities there
provided have become generally the least efficient sections of the entire system.
On the rural roads improved in the earlier years, when the speed and density of
traffic permitted lower standards of road design than can be justified today, there
are also curves and other features that must be revised to adapt the
improvements to modern requirements. As their early improvement would
suggest, many of these roads are today the most heavily traveled of the rural
thoroughfares.

The expeditious modernization of these municipal and main highway facilities
with the reasonable extension of the secondary road improvement are the two
most useful employments to which we can devote our energies and our
resources in the years immediately ahead.

Unlike the secondary road improvements there can be no question, in regard to
these other needs (urban and main line rural upgrades), as to either their direct
benefit to the traffic or the ability of the traffic to pay the cost. Also, unlike the
secondary road improvements, the problems they present are not dissimilar to
those that have long been the every day concern of many, if not most, of the
State highway departments. In respect to this class of improvements, the safety
of human life is as strong an impelling factor as economy of service in the narrow
sense, and they center in large part in the financially hard pressed municipalities.
In many cases they must be indefinitely postponed unless revenues other than
those previously available are devoted to them.

It is our obligation as well as our opportunity, out of national adversity to secure
finer and more permanent highway facilities as our contribution to national
progress.

Clearly, he could see the urban and secondary programs coming and was worried about being
prepared for them.

During these years, the movement advocating the building of "Superhighways" flourished. The
building of roads through the State highway departments simply did not create the perception that
the Federal government was doing all it could to relieve unemployment. FDR himself was a
convert as indicated by the news articles at the beginning of this article which began to appear in
1934-1935. It is fairly clear that the Interior Department was seen as the Federal agency to take
the lead in such a national superhighway program.

The relief program was still going strong in 1935 as indicated by this article by MacDonald in the
Sunday edition of the New York Times in August:




Of the $600,000,000 provided by the two acts (The National Industrial Recovery
Act and the Hayden-Cartwright Act) only $33,256,885 remained available for new
projects on June 30, 1935.

Augmenting the public works highway funds for the coming year, an additional
allotment of $400,000,000 from the $4,000,000,000 provided by Congress for
work relief has been apportioned to the State highway departments. The total
allotment is divided into two parts of $200,000,000 each, one part to be used for
highway construction and the other for elimination of hazards at railroad grade
crossings...other highway funds will be allotted directly to the States by the
Works Progress Administration.

The traveler by highway may yet see highway developments that will be
conceived on an interstate or a national basis. Such development is indicated
along intercity roads where population density and traffic point to the necessity of
a moderate program of new highways or parkways caring for recreational travel
of a character now denied to the traveler upon our most heavily traveled roads. In
some cases, as with the Shenandoah Parkway of the Blue Ridge Mountains, a
new climate greets many travelers coming from sections where they have
sweltered in summer heat.

We know, however, that when the program is completed changing conditions and
the greater highway travel of prosperous times will still require a national effort to
keep abreast of traffic demands. This fact was recognized by Congress in the
resumption of Federal aid to highways in 1936 following a plan similar to that
used in former years, improved and broadened in several essential features to
provide for new conditions. With the coming of continuing and large-scale
business activity the highways will be in a position better to carry their share of
the activity than they were several years ago when business decreased so
sharply in volume and the enlarged work relief highway program was begun.

MacDonald frequently made mention of the necessity for the regular Federal-aid program to
develop into the cities and to the rural secondary roads as in this article by him in the Michigan
Roads and Construction Magazine in September of 1935:

The problems to be solved by State and Federal highway administrators have
taken on much broader aspects within the last few years. Formerly attention was
centered almost entirely on the rural sections of the State and Federal-aid
systems. No other course was practicable and we have no regrets over a policy
that provided the greatest benefits to the largest number of people in the shortest
possible time.

We have reached a point in our development where we can no longer ignore the
needs of traffic flowing from the main highways into and through cities and from
feeder roads to the main highways. At the same time we must continue
improvement of the main rural highways to bring them up to a standard
consistent with traffic needs.

However, we cannot continue our planning on the basis of the inadequate
knowledge that is now available. A thorough inventory of our road system with
regard to its present conditions of improvement and detailed knowledge
concerning the kind and volume of traffic over it is needed. The amount and the
cost of needed improvement of each class can be determined only with such
information. When these facts are known we will be in a position to determine



what the total program should be and to give proper proportion to its various
parts.

The bureau is now planning surveys in cooperation with the various States to
obtain information to serve this purpose.

The increasing rate of deterioration of the highway system in spite of the huge sums pumped in
by the Federal government for relief purposes was documented by MacDonald in a speech to the
North Atlantic States of AASHO early in 1936 excerpted as follows:

There can be only one honest conclusion drawn from these facts which are
neither guesses nor estimates but are the summaries of the official records
painstakingly gathered. The trend is markedly to divert the special road user
taxes from the State highway departments and at the same time to add mileages
beyond their ability properly to improve and maintain.

The dishonest answer is that we have enough roads and can take a road building
holiday. This in the face of the fact that the average annual special taxes 1932-
1934 were in excess of one billion dollars, paid by the road users with the sole
justification that these special taxes are levied and collected for the maintenance
and extension of highway services and facilities.

In all seriousness, | record the fact that because of the public pressure for a rapid
increase in the mileage of surfaced roads, the highway officials have been forced
to spread the funds so thin that a very large part of the capital invested is now in
jeopardy. Here are the facts. The so-called stage or progressive method of road
construction was, and is, sound, if its processes are carried into operations
properly timed. Low cost surfaces must be strengthened and reconstructed within
their reasonable life; otherwise their annual maintenance mounts to excessive
costs while their salvage value is rapidly lost.

The State and Federal highway departments in adopting the policies to the extent
they have, understood the underlying economics and proceeded in the faith that
the increased earnings from the roads thus improved would prove a profitable
investment and that they would be permitted to follow the logical course of using
the increased income to strengthen and raise the low cost types to standards that
can be economically maintained, but the earnings are being diverted and new
mileages to be improved are being added.

To make the picture more definite, here is a statement of the conservative
reconstruction needs of the highways only under the jurisdiction of the State
highway departments.

He presented needs estimates by type of facilities stretching as far as 40 years into the future.

There can, however, be no disagreement with the general conclusion that the
annual construction and maintenance program that the State highway
departments must carry on without the addition of a single new mile, is greater
than for the pre-depression period 1925-1929... These are the requirements due
to normal depreciation only. The factor of obsolescence, due primarily to
increased volume and speed of traffic, will add another large increment of
multiple-lane roadways, railway and highway grade crossing eliminations, and
miles of realignment. The element of uniform safeness must be given major
weight.



To this picture of the immediate and future requirements of the State highway
department for annual support funds, must yet be added a like analysis of the
needed development of local roads. Where these two are brought together, the
magnitude of the unsoundness of diversion of the road user funds from the
highways should be apparent to any one who can be convinced by facts.

No one realizes more fully than I, the utter futility of expecting a generalized
statement for the nation as a whole to carry conviction to the public and the
officials of a State. It is for this reason that the Bureau of Public Roads is
vigorously urging upon each State highway department the complete survey of
highway status, finances, and needs. Only in this way can the State highway
department hope to save the rapidly developing adverse situation. This is their
responsibility for highway progress. When a complete report is made, then the
responsibility for action rests upon the Governor, the legislature and the public at
large.

The policies of private industry are determined usually by a few individuals
entirely familiar with the details of the business, many of whom have spent a
lifetime in the service. In the conduct of this great industry of road improvement,
the highway officials are dependent upon the action of State and national law
making bodies. There is a single fact which ought to be kept before every
member of these bodies. For the past three years the average cost to the
average motorist for every special tax which he has paid is under $43 per year.
This includes State and Federal special taxes and licenses, and even Federal
excise taxes on the manufacture of motor vehicles. This job of providing road
service cannot be done for any less cost and more likely it will increase.

Political campaigns are being made in certain States to reduce motor vehicle
license fees. There are earnest efforts being made by industry to lower or
remove excise and gasoline taxes. In the face of the needs for support funds,
these are moves that are not in the interest of the public or eventually in the
interest of those who favor the reductions. There is the further fact that under the
Federal law a reduction below the amounts used for highway purposes from
these special taxes in 1935 will result in a loss up to one-third of the Federal aid
funds to any State where a reduction occurs. The fight of those who are
interested in the future of highway progress must be against diversion, not
against reduction.

The Depression held on stubbornly. The records show that, despite the long list of initiatives tried
by the Roosevelt Administration, the unemployment rate never went below 17% until 1939 when
the beginnings of World War Il began to stimulate the economy.

In the summer of 1936, MacDonald toured Europe examining highway planning, construction,
and administration. He had visited England eight years earlier and had visited a new highway just
outside London. On this trip, he found that same highway congested due to development that had
grown up along it. He drew some conclusions as he addressed the American Automobile
Association (AAA) on his return:

That illustrates to me the fallacy of by-pass policies we are pursuing here. We
can depend upon the utility with decreasing efficiency of a by-pass road for
perhaps five years. Then we will have more traffic on the by-pass, and more
congestion of new industrial establishments and other occupations of the land
than upon the main streets that we are designing to by-pass completely. So we
must take a leaf from that book of experience and, if we are to have efficient by-
passes, build them much different than England built hers, or than we are
building ours. As soon as we provide more adequate highway facilities



contiguous to a large population, we assure development of the land along the
highway, and we must perfect the design of a through road by adding service
roads alongside that give access to the through road only at intervals. | believe
this is sound.

In Germany, the Autobahnen really got his attention:

Germany stands out among all the countries of Europe in magnificent conception
of a national system of major highways. This development contemplates a
system of approximately 4500 miles, of which upwards of 1,000 miles have been
actually constructed. Roughly, the system contemplates three routes, north and
south, and the same number east and west across the nation. This description is
only approximate since the routes composing the system are designed to
connect the population centers and carry traffic continuously between the
borders of the nation. The construction consists essentially of two lines of
roadway each approximately 30 feet in width and entirely separated from each
other by a center grass strip. These roads are known as the "Reichsautobahnen”
or National Auto Roads. No cross traffic of any character is permitted. The
ordinary roads are generally carried over the "Autobahn" and separations are
effected at points on intersection with railroads as best fit the design standards.
No provision is made for foot traffic and no bicycle or pedestrian traffic is
permitted upon these auto highways. They are designed for high speed and
exclusively for the use of the motor vehicle. Here again the same principles are
used in the design conceived by Germany for this system of ultra-modern
through highways of providing ample width of roadways with opposing traffic
separated by an unpaved strip and no cross traffic at grade to interfere with the
continuous flow. The highways which have been completed are wonderful
examples of the best modern road building. The road from Munich to Salzburg in
Austria is one of the most delightful drives of the world.

In by-passing the cities and staying out of the towns and villages, something is
lost. Those who wish to see and understand the people of the country, lose this
opportunity. On the other hand, if the ordinary traffic of commerce and the
intercity movement are carried on these highways, this will relieve the other
roads of much of the traffic burden and make them more comfortable for touring.
In general, the existing roads, particularly in the vicinity of the larger cities are not
comfortable for the tourist because of the large amount of mixed traffic including
everything from large motor truck trains down to ox-carts, bicyclists and
pedestrians.

When he addressed AASHO in December 1936, he had more to say:

Since conditions are so dissimilar, what relationships are there, then, which we
can take as warning or which we can emulate?

The most important is that we must grasp this highway problem in this country
more firmly. We must raise our standards to the new levels demanded by the
universal utility of the motor vehicle. Two distinct programs are indicated. First,
the systematic rehabilitation of existing highways by the actual incorporation of
new construction to promote safety and greater utility...The second program is
the long-time plan which will be based upon the principles illustrated by these
examples from other countries, and by wide experience in our own country. The
highway transport surveys now under way are basic...If the program of the next
five to ten years is to provide the public with highway service that is not now even
approached in any State, it must rest on this transport survey foundation. The



underlying soundness of planning a belt line intercepting highway plus radial
roads on new right of ways to serve the metropolitan areas, and introducing the
new feature of providing this complete service only for the passenger motor
vehicle, is supported by the traffic studies heretofore made. These studies
indicate the overwhelming preponderance of passenger motor vehicle
movements in the metropolitan area, particularly on week-ends and holidays. To
provide free flow highways leading from the cities well into the country, and to
permit the distribution of vehicles on these radial highways, from and to their own
guadrants in the city over one or more belt line highways, will add immeasurably
to the potential utility of the motor vehicle to the urban dweller, and such
development will be supported by this increased use.

This conception goes further, however, and recognizes that the trend of the world
is toward a greater recognition of social values. The motor car is one of the
instruments from which we are not securing the potential social services in the
nightmare of congested streets or highways at times of peak traffic...These radial
roads will be reserved for automobile traffic. There is need in some limited
sections of the country for the extension of such roads until they connect with
those radiating from other large centers of population to form continuous routes
wholly disconnected from our present system of highways. To the extent that
other traffic, such as pedestrians or bicycles, may use such routes, separate
ways must be provided. But the design must go a step further than does the
design of the German, the French or of our own roads, and provide for the
complete separation of local from through travel by parallel service roads. The
exclusion of local travel, as on the German roads, is unthinkable. In fact, the
exploding of the cities by the development of small acreages for homes is
dependent upon the rehabilitation and for the long term plan, we must accept as
an essential the separation of grades at major highway intersections. This is one
of the most important factors in stepping up the safe utility of our existing
highways.

In a symposium sponsored by the American Society of Civil Engineers in July of 1937, he had
more to say on the subject:

SUPERHIGHWAYS

There is more or less discussion in which the term "super-highways" is use
without any adequate definition of what is intended by this term. Perhaps, it is
more frequently used in connection with a very limited number of transcontinental
highways designed for high speed and with multiple-lane roadways to carry traffic
from coast to coast.

The German system of super-highways embodies this idea. In that country a
system of about 4,500 miles of highways (which gives approximately three lines
across the nation in each direction) is constructed on entirely new, wide rights of
way without access from abutting lands, except at infrequent intervals. This travel
section is composed of two roadways about 30 feet wide, separated by a parking
(median). Both the horizontal and the vertical alignments are exceptionally good.
All cross-traffic is directed over or under these highways. No detail that comes
within the purview of highway engineering that will make a safer or more efficient
highway has been omitted. The most advanced highway design techniques has
been embodied in this development. The economic utilization is not so clear.

In the United States there is need for a considerable mileage of highways having
similar characteristics, but the disposition of this mileage, to be most efficient,



must be planned on the basis of the careful studies now going forward. The
system of German roads is being built in advance of, and to promote the
development of, highway transport. In the United States the situation is just the
reverse. Highway builders are proceeding on the principle that the utilization of
the highways must produce directly the revenues with which to finance their
construction. As long as the United States adheres to this method of financing,
the building of super-highways must be limited to areas where the present and
prospective traffic will justify it. As a trend of highway development, it is apparent,
from the important beginnings already made, that a considerable mileage of
motor super-highways will be developed, that their location will be carefully
integrated with the population centers, and that the layout will not be on the
transcontinental basis.

From the development abroad and in the United States, one can conclude that
super-highways will be created, but only in the vicinity of metropolitan areas and
for connecting those that are separated by relatively short distances. The first
function has already been served to a considerable extent by parkways. It is
logical that there will be further developments of the type of the Blue Ridge
Parkway designed to connect the Shenandoah and the Great Smokey Mountain
National Parks. The development of such parkways recognizes the large use of
motor vehicles for recreational purposes.

MacDonald surely envisioned the coming of limited access highways but only where demand
could support them and not a nationwide system.
In setting the background for the Interstate System, there was yet another activity gong on in the
thirties that needs to be documented because it had a significant effect on the ultimate
establishment of the Interstate System. It is what | believe to be the beginning of formalized city
planning at the National level. City planning is an old profession and one can find cases where
roads and streets were use as elements of a city plan and, more specifically, as tools to
implement a plan. But | know of no instances where city planning became a national issue and an
instrument of policy until the Roosevelt administration.
It began with the report "Our cities" in 1937:
OUR CITIES
THEIR ROLE IN THE NATIONAL ECONOMY
This is a report to President Roosevelt by the Urbanism Committee, a subgroup of the National
Resources Planning Committee, the forerunner of the National Resources Planning Board.
The parent committee was composed of Harold L. Ickes, Secretary of the Interior and Chairman;
Harry H. Woodring, Secretary of War; Henry A. Wallace, Secretary of Agriculture; Daniel C.
Roper, Secretary of Commerce; Francis Perkins, Secretary of Labor; Harry L. Hopkins, Works
Progress Administrator; Frederic A. Delano, relative of FDR; Beardsly Ruml, originator of income
tax withholding; and others.
"In previous reports of the National Resources Committee, much attention has been given to the
problems of rural America. The report of the Urbanism Committee is the first major national study
of cities in the United States where over half of our people live and where a large proportion of
the Nation's wealth and the Nation's problems are concentrated."
The study was undertaken at the request of the U. S. Conference of Mayors, the American
Municipal Association, the American Planning and Civic Association, and the American Society of
Planning Officials.
In reviewing this report, several questions came to my mind:
1. Is this the beginning of the Federal preoccupation with direct aid to the cities?; 2. Was this the
beginnings of the formal establishment of the role of professional planners in urban transportation
planning?; 3. Was this the beginnings of the Urban Highway Program?; and 4. Was it the roots of
the 3C Planning Process that became a statutory requirement in 19627
REVIEW OF OUR CITIES



The Foreword lists four national trends that produced unplanned and unexpected changes in the
patterns of national life:

1.

The rapid shift of population from rural to urban. They were using 1930 census data, and
by that time, the population was about half urban.

An unprecedented mobility, giving rise to metropolitan districts rather than distinct cities.
A concentration of enterprise in urban areas.

Urban areas had doubled and the populations had trebled since 1890 (40 years),
requiring institutions and instruments of social change in order "...to keep the seething
millions from trampling one another down in the workaday urban world."

Fourteen emerging problems were identified:

10.

11.

12.

"The most drastic inequalities of income and wealth are found in the urban community."
"...the lack of articulation among the various industries within our urban communities."
(This apparently means no governmental control over economic decisions.)

"Rapid obsolescence of physical plan and plant..."(This refers to everything, including
housing stock.)

"Competing forms of transportation have left their disrupting imprint on the national urban
pattern. Located originally on natural waterways, American cities found their sister towns
rising up during the canal era on new water routes. With the coming of the railroads these
canal cities met in their turn, a similarly disastrous fate. Then came competing railroads,
and the cities again began to rival one another with excessive subsidies and cut throat
competition for rate reduction. Nor have we yet reached the end of this process. The
motor truck and the passenger bus have long since entered the field of competition, and
now the airplane begins to affect the national distribution of our urban centers and even
the local pattern of our cities."

"The unparalleled growth of cities has been accompanied by uncontrolled subdivision
and speculative practices and by the most fantastic real estate booms which have meant
dramatic profits to a few, but tragic personal losses to others and burdensome delinquent
properties to the community; and this on a scale affecting the economic situation of the
entire Nation..."

"Urban housing is one of the most burdensome problems the country now has to face
and it calls for the Nation's most serious consideration..."

"Urban public health is endangered particularly in blighted areas and among low income
groups..."

"The city with its diversity of ethnic, religious, and cultural strains is the haven par
excellence of many widely varying types of personalities...how to weave these vivid and
varigated cultures into a positive civic program of intercommunication and cooperation is
one of the challenging problems of the coming decades."

"While free primary and secondary education is now widely available in urban areas, city
youths in all too many cases are still barred from higher educational opportunities they
might well utilize because they must all too frequently supplement the family income by
going to work..."

"Juvenile delinquency, organized crime, and commercial rackets are among the
vexations of the city..."

"Urban finance is another emerging problem...our larger cities...have larger budgets than
the states that contain them...The problem of municipal finance is becoming even more
complicated with the extension of Federal and State taxation to support the newer
functions of government such as social security and extensive public works."

"Another of the city's wealthiest tasks is the adjustment of the traditional scope of urban
powers...the American city is still the legal creature of higher authorities (States). The city
is in many ways the ward of a guardian who refuses to function."



13.

14.

"Our overlapping medley of independent governmental units was intended for a rural and
a manorial society...Twenty two of our 96 metropolitan districts containing...one fifth of all
our inhabitants straddle state lines..."

"...we are still faced in some of our cities with systematic evasion of civil service laws,
irresponsible political leadership, and official tolerance of discriminatory or questionable
administrative practices."

"All in all there has been more widespread national neglect of our cities than any other major
segment of our national existence...America must now set out to overcome the continual and
cumulative disregard of urban policies and administration and to take into account the place of
the urban community in the national economy."

10.

11.

RECOMMENDATIONS

"...the United States both study and act upon the problems of chronically depressed
urban areas...until the fundamental issue of adequate and secure income is met."

"The Federal Government should continue its policy of cooperation with and assistance
to the social-welfare programs of urban communities...the Committee recommends the
equalization between country and city of as many material and cultural opportunities as
possible."

"A section for urban research should be set up in a Federal Agency...A clearing house of
urban information should be set up in the Bureau of the Census...A...study should ...be
undertaken...by BOB (the Bureau of the Budget)...to bring about closer coordination of
Federal activities in urban communities."

"...creation of a Federal agency to make loans and grants to local governments for
...public works, housing, public utilities, land purchases and similar outlays."

"...establish a ...Federal public works Authority...responsible for...a specific and detailed
nation-wide program of public works, and for the encouragement and cooperation in
public works planning, between national, State, and local agencies."

"The Federal and State Governments should extend...financial assistance...for rehousing
the low-income groups...to the end that the urban slum may be outlawed."

"A permanent national planning board should: (a) extend encouragement, cooperation,
and support to State, regional, and local planning agencies; (b)...systematize, and
improve the long range programming of public works in cooperation with State, regional
and local planning agencies; (c)...lend encouragement and cooperation to industrial
communities...to review systematically and plan constructively...industrial structure; (d) to
prepare, in collaboration with State planning boards and appropriate Federal agencies,
the broad general plan of a coordinated transportation system directed toward an
economically more effective and socially more desirable urban pattern and distribution of
economic activities; (e) 'To make further inquiry into the probable effect on urbanization
of the wider distribution of electric power." (apparently there was some belief that the
provision of electric power to rural America might slow down urbanization.)

"...inquiry...of the entire subject of conflicting fiscal policies and taxation in local, State,
and Federal Governments."

"The Congress should...give advance consent to ...interstate compacts enabling the
several communities within the same metropolitan region, but in separate States to deal
jointly with the regional aspects of health, sanitation, industrial-waste regulation, the
control of public utilities, planning, public safety and welfare, education, recreation, and
other governmental functions of regional scope.”

"The Federal Government should cooperate in programs directed toward crime
prevention."

(a) "States and urban communities availing themselves of Federal grants-in-aid should be
expected...to conform to minimum personnel standards under the merit system... (b) The
Federal Government should extend...efforts in vocational training for public service
occupations. (c) The United States Civil Service Commission should furnish eligible lists



to local authorities...and prepare model personnel standards...with a view to encourage
exchange of personnel among...levels of government.”

The following is a quote from the body of the report:

The principal problem at present is how to control and manipulate the existing
transportation network either to preserve or to reshape the existing national
urban pattern and the urban community or region. Instead of utilizing the
transport system and the rate structure to influence the flow of goods and people,
and the distribution of economic activity and urbanization according to some
previously conceived national plan of development, we have permitted our
transport facilities and rate structure to accentuate existing advantages and
disadvantages. A new policy must be adopted, designed to make our transport
system and rate structure a flexible tool instead of a rigid cast for future urban
development.

OBSERVATIONS

1. This study does indeed seem to be an early, if not the earliest, comprehensive review of
the urban problem.

2. There was a very strong belief that planning in and of itself could solve the urban
problems.

3. The heavy role of the national planning societies in the study is interesting.

4. ltis clear that the belief was that the States were unresponsive to the urban areas and
the urban problems, and, therefore, it was up to the Federal Government to provide
resources and to direct the efforts.

5. ltis surprising the degree to which they felt that transportation was the lever to shape the
future of urban areas.

6. The degree to which they felt that professionals and professionalism were required to do
the job is fascinating.

7. The degree of advocacy of governmental intervention into such a wide variety of social,
economic and physical functions is surprising.

8. This is perhaps the beginning of the wave of "urban planning fever" that swept the
country in the late fifties and sixties.

Shortly after this report was published, a Federal urban renewal program was established.
In September of 1937, MacDonald addressed the 23rd annual meeting of AASHO:
WHAT IS EXPECTED OF OUR HIGHWAYS

The speech was about the dilemma that the highway departments were in because of diversion,
transfer of huge mileages of secondary roads to State supervision, the use of the highway
program for other goals than traffic (unemployment for instance) and the many proposals floating
around (like superhighways). His main theme was that only the careful analysis of the facts
gathered in the Planning Surveys would lead to rational solutions that could then be sold to the
legislatures and the public. He noted that the data gathering was about complete and that
analysis was about to begin. It is interesting that at this time, the Planning Survey was regarded
as a one shot deal just as the original highway program was considered to be a program that
would be "completed"” just as "completion” has been the goal of the Interstate.

ROOSEVELT'S ATTEMPT TO ELIMINATE CONTRACT AUTHORITY

AND TO CUT BACK THE PROGRAM

In 1937, President Roosevelt wanted to cancel the 1939 highway authorizations because he felt
that the States had received so much PWA money that the authorization was not needed. In the
same message to Congress, he asked for repeal of contract authority in the highway program. He
said he found the process of committing the Federal government to contracts before
consideration of the source of funds to pay for them as fiscally irresponsible and incredible.



In December of 1938, Representative Wilburn Cartwright, Chairman of the Committee on Roads
in the House, addressed the AASHO annual meeting:

In November of 1937, President Roosevelt called for a reduction in Federal
highway spending and change in authorization and appropriations procedure.
The special session of Congress last year failed to act on the President's request
for cancellation of 1939 authorizations...

As required by the Hayden-Cartwright Act of 1936, on December 31 last,
Secretary Wallace apportioned to the States the money authorized for 1939
Federal aid, totalling $195, 000,000. However, at the direction of the President,
he sent a letter to the Governor of each State requesting that no projects
involving 1939 funds be submitted until Congress had had time to consider
further the President's request for cancellation of the authorizations.

The President based the Federal budget for the 1939 fiscal year on the
assumption that Congress would comply with his recommendations for
cancellation and reduction.

On January 6 of this year, | took the bull by the horns and introduced a bill, H.R.
8838, to provide for continuation of Federal highway aid without any reductions
through the fiscal years 1940 and 1941.

Soon after the record of the hearings was printed the Committee reported out the
bill with the recommendation that "do pass". It did pass, by a unanimous vote and
without important amendment in the House, but with some reductions in the
Senate. The principles of the legislation, however, were kept intact, and a total of
$357,500,000 of Federal funds was authorized for roads for the fiscal years 1940
and 1941. This was an important victory for roads!

SUPER HIGHWAYS

The outlawing of highway enemy No. 1 (Diversion in the 1934 Act) means that
additional thousands of dollars will be reserved for use in the construction and
improvement of roads. It means that when super-highway legislation comes up in
the next Congress we will be better able to find ways and means to finance the
construction of modern roads in the places where volume of traffic and high
accident rates make such a step imperative.

During the past several Congresses bills have been introduced to provide a
system of super-highways for the United States. Super-highways in this country
have been looked upon by most people as a beautiful dream that would not
come true for many years. The House Committee on Roads has looked more to
building our primary highways and getting the farmers out of the mud before
launching on such an ambitious scheme. Personally | have been and am for
super-highways as soon as we are ready. The House Committee has had
hearings and printed reports of testimony pro and con for distribution.

In the Hayden Cartwright Act (1938) passed this year we provided: "The chief of
the Bureau of Public Roads is hereby directed to investigate and make a report
of his findings and recommend to the Congress not later than February 1, 1939,
with respect to the feasibility of building, and cost of, super-highways not
exceeding three in number, running in a general direction from the eastern to the
western portion of the United States, and not exceeding three in number, running



in a general direction from the northern to the southern portion of the United
States, including the feasibility of a toll system on such roads."

This subject will be up in the next Congress and some definite action will
probably be taken.

| was in Germany this summer and when | think of super-highways, | think of
Germany, for, regardless of what we think of him as a man, we must give
Fuehrer Hitler credit for building a system of super-highways in his country which
are second to none in the world today. It is undoubtedly true that the construction
of these highways was prompted by the same motives which are behind
Germany's huge expenditures for armament and for the building up of her army
to the limit of her manpower. The super-highways will become very important
assets to that nation in the event of another war in Europe. In the meantime,
however, they are providing the German people with innumerable peacetime
commercial, industrial, social and cultural benefits.

| think that the United States should have a highway system second to none. Our
highway engineers such as Thomas H. MacDonald and Charles M. Upham have
long served as teachers to road builders in other parts of the world. The safety
features which are built into the German super-highways are, in fact, those which
have long been recommended by American engineers. The world's best and
most efficient road-building machinery and materials are manufactured in the
United States. Our financial structure is certainly superior. It is , therefore, not an
idle boast for us to say that we can do better anything that Germany can do well.

However, | do not advocate that we start immediately to construct a super-
highway system like that in Germany. It would take many years to build a
complete system which would link the entire country and cost billions but we can
begin now to design and lay out this system and to construct super-highways in
those areas where traffic is heavy and congested. In this way we will be able to
attain, in the next decade or so, the beginnings of a system of highways and
super-highways which will be adequate for the needs of our country.

| think | should emphasize at this point that the Roosevelt administration was not a strong
advocate of the Federal-aid highway program, but it was a strong booster for national super-
highways and for new programs to help the cities. Its support of super-highways is illustrated by
the following presentation to AASHO by S.W. Marshall, the chief engineer of the Pennsylvania
Turnpike:

THE PENNSYLVANIA TURNPIKE

Some 50 years ago, as the outcome of a railroad builders' war between the
Vanderbilt interests in New York State and the Pennsylvania Railroad in
Pennsylvania, the South Penn Railroad was organized and financed, the major
part being by Mr. Andrew Carnegie and William Vanderbilt. They actively
surveyed the line, they laid (this must mean surveyed) about 5,000 miles of it,
and eventually determined upon a route of about 220 miles from Harrisburg to
Pittsburgh.

They started work on the construction of this road. They built embankments, they
did a great deal of the drainage work, and they started work on eight tunnels.
Suddenly the work was abandoned. The railroad war was called off, and the work
that had been done for old South Penn Railroad lay dormant for 50 years.



In 1935, the Pennsylvania Legislature authorized a WPA project, a more or less
white-collar project, to resurvey this line and determine and prepare a report as
to the advisability of using it as a high-speed highway. During 1935 and 1936 and
the early part of 1937, this work went on, and a report was presented to the 1937
session of the Pennsylvania Legislature. That was of such importance that the
Legislature considered it thoroughly and enacted an Act creating Pennsylvania
Turnpike Commission. The Act became effective in May, 1937, and on June 4,
the Governor appointed the first Pennsylvania Turnpike Commission.

A line generally was determined upon, the type of construction, the work in the
several tunnels, the highway work was generally worked out and planned by the
Pennsylvania Department of Highways in the latter half of 1937 and in the early
part of 1938. The...Commission...attempted to finance an entirely new project,
namely a superhighway to be paid for from revenues paid by the users of that
road as the rode back and forth upon it.

There was nothing like it in the United States. And private financiers raised one
eyebrow when the proposition was presented to them. However, a syndicate was
formed who agreed to take the bond, but through a legal technicality found that
they could not do so.

The Commission then turned to the Federal Government, and after a great many
conferences, we received the approval of a 45 per cent grant of the cost of the
project from PWA, and the Reconstruction Finance Corporation agreed to
underwrite the remaining 55 per cent in the way of bonds. The
Commission...suddenly found themselves in funds in the amount of $61,000,000.
That was on the 10th of August, 1938...

| drove this highway early in 1943 while in military service. It was a beautiful spring day and the
sun was shining brilliantly. | felt that | had just entered a different world, like Dorothy in the Wizard
of Oz, and | was on the Yellow Brick Road. | had never seen anything like it.
This completes our look back at our heritage in the highway program and brings us to where this
chronology began; the requirement by the Congress for BPR to evaluate the feasibility of building
a system of superhighways.
TOLL ROADS AND FREE ROADS

Before getting into the details, here is a brief recap of the situation: A movement advocating
Federally constructed National coast-to-coast highways existed as far back as highway legislation
goes. It was strengthened in the 30's by the demands for Federal programs to stem the
Depression and provide employment. President Roosevelt himself was an advocate of such a
scheme and was quoted widely in the press and discussed such a proposal on more than one
occasion with selected groups of Congressmen. No less than 14 bills to build such a system were
introduced. At least two were sponsored by the Administration. In parallel, there was a growing
concern for the condition of the cities. The migration from rural to urban had reached alarming
proportions by the mid-thirties. The wisdom of the times was that the rural environment was
wholesome and that the cities were dens of iniquity. Decay of central cities was becoming
rampant. FDR established the National Resources Planning Committee to study national
problems and the Urbanism (sub)Committee to specifically look into the urban problem. It
published "Our Cities" in 1937. It dwelt heavily on city planning as the way to solutions and the
use of highways as a tool for change since it envisioned the public rebuilding of vast blighted
areas.
Congress ordered BPR to study the national toll road problem in 1938 as a reaction to all of the
pressures for legislation. BPR prepared a comprehensive response using for the first time the
results from the planning survey studies.

REVIEW OF THE BPR DRAFTS OF TOLL ROADS AND FREE ROADS



Two original drafts have been found, one by Mr. Siegle dated January 16, 1939 and a
memorandum by Mr. Fairbank dated November 15, 1938 which outlined a suggested
Administration policy and recommendations to go with the report to Congress. The latter is quite
different than what the President transmitted to the Congress in April of 1939. What follows will
develop those differences and speculates on the reasons for them:

MR. SIEGLE'S DRAFT
It is very comprehensive and is unmistakably what became Part One of "Toll Roads and Free
Roads." It is titled "The Feasibility Of A System Of Transcontinental Toll Roads". It is practically
word for word and is filled with the same charts and maps that appeared in Part One of the final
report. It was a straight-forward response to the Congressional mandate and did not show any
indication of an impending Part Il.

MR. FAIRBANK
Mr. Fairbank's memorandum is very informative about the reason for a Part Il "A Master Plan For
Free Highway Development”, but it doesn't explain the differences between his draft and the final
product. Excerpts and summarizations follow:

"In compliance with...Congressional direction a report is in preparation (Mr.
Siegle's report) which will indicate the best locations for six highways conforming
to the terms of reference, and will undoubtedly prove conclusively the
improbability of their successful operation as toll highways." A map (from Mr.
Siegle's report showing the best locations for the routes was discussed: "The
routes indicated on the map have been chosen with the cooperation and
agreement of all State highway departments."

This was the same map of the six highways appearing in the final report.

There was considerable discussion of the merits and usefulness of the data from the State-wide
highway planning surveys from 46 States. The maps and charts appearing in the final report and
deriving from the surveys were discussed.

It is already clear that the Bureau must return a negative report on the feasibility
of the proposed toll roads; but the interest aroused in Congress and among the
people generally in the provision of better and safer highways for the growing
interstate and inter-regional traffic will not be satisfied with a mere negative
report. A view that there is outlined hereafter a Master Highway Plan, for
adoption as an Administration policy, and public announcement in advance of the
submission of the report of the Bureau of Public Roads to Congress on February
1, 1939.

THE PROPOSED MASTER PLAN
The Proposed Master Highway Plan comprises:

1. A classification of all rural roads of the country into groups of several
orders of traffic importance, to be initiated by the Federal government
and carried out by joint action of the Secretary of Agriculture and the
several State highway departments, on the basis of information supplied
by the Statewide highway planning surveys.

(Note that only rural roads were contemplated in the above statement.)

2. The formulation of a comprehensive policy of the Federal government
governing its participation in the cost of improving the several classes of
roads and defining the objectives of such Federal participation.

3. The establishment of general standards for improvements of the several
classes of roads effected with Federal financial assistance; and

4. The enactment of Federal laws and regulations, to apply on all roads
improved in whole or in part with funds of the Federal government,



prescribing maximum weights, speeds, and dimensions of vehicles, and
minimum requirements in respect to the power and tractive ability of
vehicles and their braking, lighting and tire equipment, all consistent with
the established standards of highway design.

CLASSIFICATION OF ROADS

;All existing rural roads and proposed new roads should be classified in groups
as follows:

l. National Superhighways;
(The suggested title in the final report was "The Primary Highway System
of the United States" but the system was referred to throughout that
report as interregional highways. Also the word "Primary" was not the
title of a highway system then. There was only one system and it was
defined in law and known simply as the Federal-aid System.)
Il State Highways
Il. Secondary and Feeder Roads
V. Tertiary or Land-service Roads
a. Roads that should be improved
b. Roads that should not be improved

(Category IV was dropped from the final report.)

Class I, National Superhighways, should comprise a system of direct inter-
regional routes, following the alignment and incorporating the improvement of
existing highways wherever feasible, but departing from existing roads wherever
necessary to obtain direct alignment and high standards of curvature and
gradient. Such a system may be limited to not more than 1 percent of the total
mileage of all highways and roads in the United States, but it should be unlimited
as to mileage in each State. Such a system would serve approximately one-
eighth of the total traffic moving over all rural highways. It would include all of the
important lines of long distance travel and, except for short sections radiating
from the larger cities, all of the roads on which there is (at) present (an) approach
to congestion of traffic.

(The one percent probably comes from the original one percent consisting of trans-continental
routings laid out and approved in 1925 as part of the U.S. numbered system. The estimate that
the system would serve one eighth of the travel is interesting since the current Interstate serves in
excess of twenty percent of the traffic, but it is reasonable when it is considered that the system
proposed here would be exclusively rural.)

A tentative indication of such a National Superhighway System, including
approximately 26,500 miles, is shown on the attached map, marked Exhibit G.
The close agreement between the routes of this system and the distribution of
population is shown in Exhibit H.

(The map was not present with the draft, but it is safe to assume that it is the same map that
appeared in "Toll Roads and Free Roads". The mileage is close-26,500 vs. 26,700. This map is
unmistakably the precursor of the Interstate System as, as | believe, was the trans-continental
routes mapped in 1925 as the top one percent of the seven percent system.)

It is on the existing roads that lie approximately along the lines of this system that
there is the greatest inadequacy of existing improvement. Developing early as



the principal roads of each locality they were the first roads to be improved, and
they retain today in large part the alignment of the original improvement, with
curvature, grades, and sight distances seriously inadequate under present
conditions of traffic movement...

The one immediate requirement, common to all sections, would be the
acquisition of right of way ample to permit future expansion of the highway facility
and wide enough to prevent the choking of traffic flow by the ribbon development
that occurs progressively along all heavily traveled highways. There can be no
guestion that such a superhighway system, open to travel without payment of
tolls, would immediately be heavily used in all its parts, attracting traffic from less
favorably located and amply proportioned existing roads. Such roads, relieved of
their present overburden, would be enabled better to serve the remainder of local
traffic for which, with moderate improvement, they will be suitable.

Such a National Superhighway System would meet every present and future
requirement of the longer ranging industrial and business traffic, would
accommodate practically all of the super-local tourist traffic, would accommodate
practically all of the super-local tourist movement, and in case of war would serve
fully the long-distance traffic needs of the national defense. Both the proposed
National Superhighway System (Exhibit G) and the proposed toll road system
(Exhibit A) have been discussed informally with officers of the War Plans Division
of the General Staff of the Army, eliciting comment indicative of pronounced
military preference for the larger system.

(The Class Il State highway system was discussed and would have been limited to 10% of total
mileage. Class Ill would also have been limited to 10% of total mileage in each State. Class IV
would have been selected from the remaining roads but limited to 20% leaving 60% not eligible
for Federal aid and, the recommendation was, a significant portion of that should be abandoned.
This would have been a way out of the problem confronting the States at that time where vast
mileages had been transferred from counties and townships to the States with no revenue to go
with them.)

DEFINITION OF FEDERAL OBJECTIVES

Because of this paramount Federal importance of the National Superhighways,
the Federal government should contribute more largely to their improvement than
to the other classes of roads. Such a larger contribution is justified by the large
measure of Federal interest. It is desirable as a means for quickly bringing about
the interstate long-distance routes, and provide for their consistent improvement
throughout. And it is necessary, because of the inability of the State
governments, unaided, to cope promptly and adequately with the financing.

Immediately after the selection of the routes to constitute the system, for
instance, it will be necessary to acquire rights of way of sufficient width to protect
the routes from encroachment and provide suitably for future expansion of paved
width. This will be necessary in most places where existing alignment is
incorporated as well as in the newly located sections, because existing right of
ways are quite generally too narrow.

To forestall congestive ribbon development the right of ways should be acquired
promptly and in the full width believed to be ultimately required. The unaided
action of the States toward this end is not likely to be sufficiently prompt.
Therefore, it is proposed that provision be made for loans by the Federal



government to be repaid by the States, over a long period, either without interest
or at a low rate.

It is also proposed that the Federal government assume one-half of the total cost
of constructing and maintaining the National Superhighways, and provide the
required sums by special appropriations to be administered by the Secretary of
Agriculture in cooperation with the several State highway departments under
rules and regulations similar to those governing the administration of the Federal
Highway Act.

It was recommended that a Commission be appointed consisting of Federal and State highway
officials to establish standards for the various classes of Federal aid. This did not survive in the
final report.

It was also recommended that Congress pass a uniform highway traffic law applying to all roads
constructed in whole or in part with Federal funds. Such a law would prescribe the maximum
weights, dimensions, and speeds of vehicles and minimum requirements as to their tractive ability
and their braking, lighting and tire equipment. This did not make it to the final report.

Presumably, a combination of this and Siegle's report is what went forward to the Administration.
It is clear that the Administration suggested some changes. Secretary of Agriculture Wallace and
Secretary of War Woodring in their letter of transmittal to the President said:

DEAR MR. PRESIDENT: In accord with your suggestion, the report of the
Bureau of Public Roads which is now before you has been revised to present
more clearly the need for a system on interregional through highways and the
important relationships of such a system to the requirements of the national
defense...

(Another unresolved question is why did the President choose to send this report to the Congress
himself when the 1938 Act specified that the Bureau of Public Roads do the study? Clearly, the
Administration chose to use the toll roads report as a vehicle for transmitting a broader proposal,
just as BPR had chosen to make a proposal that extended beyond the charge of the Congress to
evaluate toll roads. The final report was due in Congress on February 1 but did not go forward
until April of 1939. This is a surprisingly short delay considering the magnitude of the rewrite that
took place.)

President Roosevelt said in his letter of transmittal:

It (the report) emphasizes the need of a special system of direct interregional
highways, with all necessary connections through and around cities, designed to
meet the requirements of the national defense and the needs of a growing
peacetime traffic of longer range.

It shows that there is need for superhighways, but makes it clear that this need
exists only where there is congestion on the existing roads, and mainly in
metropolitan areas. Improved facilities, needed for the solution of city street
congestion, are shown to occupy a fundamental place in the general replanning
of the cities indicated as necessary in the report "Our Cities", issued in
September 1937 by the National Resources Committee.

The report also points definitely to difficulties of right-of-way acquisition as
obstacles to a proper development of both rural highways and city streets, and
makes important and useful recommendations for dealing with these difficulties.

| call the special attention of the Congress to the discussion of the principle of
"excess-taking" of land for highways. | lay great emphasis on this because by



adopting the principle of "excess-taking" of land, the ultimate cost to the
Government of a great national system of highways will be greatly reduced.

(This was FDR's favorite highway topic and was not in the original BPR version.)

For instance, we all know that it is largely a matter of chance if a new highway is
located through one man's land and misses another man's land a few miles
away. Yet the man who, by good fortune, sells a narrow right-of-way for a new
highway makes, in most cases, a handsome profit through the increase in value
of all of the rest of his land. That represents an unearned increment of profit--a
profit which comes to a mere handful of lucky citizens and which is denied to the
vast majority.

(He never missed an opportunity to recount this story.)

Under the exercise of the principle of "excess-taking" of land, the Government,
which puts up the cost of the highway, buys a wide strip on each side of the
highway itself, uses it for the rental of concessions and sells it off over a period of
years to home builders and others who wish to live near a main artery of travel.
Thus the Government gets the unearned increment and reimburses itself in large
part for the building of the road.

In its full discussion of the whole highway problem and the wealth of exact data it
supplies, the report indicates the broad outlines of what might be regarded as a
master plan for the development of all of the highway and street facilities of the
Nation.

| recommend the report for the consideration of the Congress as a basis for
needed action to solve our highway problems.

THE REPORT

The building of the six super highways on the selected locations, to the high
standards consistent with the indicated character of the proposed facilities, is
entirely feasible.

On the basis of the investigation made and its results...a sound Federal policy for
the construction of a system of transcontinental superhighways, traversing the
entire extent of the United States from east to west and from north to south,
cannot rest upon the expectation that the costs of constructing such a system as
a whole would be recoverable in their entirety or in any large part from direct tolls
collected from the users.

If...it is the desire of the Congress to make provision for construction of a section
of highway...upon which there is a reasonable prospect of the recovery of the
costs through tolls, it is recommended that such provision be made applicable to
a section of highway...from...Washington, D.C.,...to Boston, Mass.

...there is included in this report a discussion of the most important problems
confronting both the Federal and State Governments and their subdivisions with
respect to highway facilities....the report lists several undertakings as follows:



1. The construction of a special, tentatively defined system of direct
interregional highways, with all necessary connections through and
around cities, designed to meet the requirements of the national defense
in time of war and the needs of a growing peacetime traffic of longer
range.

2. The modernization of the Federal-aid highway system.

3. The elimination of hazards at railroad grade crossings.

4. Animprovement of secondary and feeder roads, properly integrated with
land-use programs.

5. The creation of a Federal Land Authority empowered to acquire, hold,
sell, and lease lands needed for public purposes and to acquire and sell
excess lands for the purpose of recoupment.

(This was clearly an Administration initiative and would not have come out of BPR.)
In the body of the report:

One of the striking characteristics common to all highway traffic...is the sharp
enlargement ...of the volume of traffic on the important highways as they
approach the larger cities...If we inquire into the reason for the failure to augment
the traffic facility in proportion to the increase in traffic we usually encounter right-
Of-way difficulties...the traffic congestion that exists on a main rural highway at
the approach to a city is usually augmented on the connecting city street toward
the center of the city...bypass routes are of advantage mainly to a relatively small
part of the highway traffic normally approaching a city, i.e., to that small part of
the traffic that is actually desirous of avoiding the city.

In numerous cities conditions of the sort here described are fast reaching a
critical point. Some measures of relief are imperative, and the only course that
promises a really satisfactory solution is the provision of adequate facilities for
conduct of the heavier entering traffic streams through the city at or near its
center, and on to appropriate exit points.

In the larger cities generally only a major operation will suffice--nothing less than
the creation of a depressed or an elevated artery (the former usually to be
preferred) that will convey the massed movement pressing into, and through, the
heart of the city, under or over the local cross streets without interruption by their
conflicting traffic.

In general...city administrations have been deterred...by what appear to be the
literally stupendous difficulties and expense involved--difficulties and expense
partly of an engineering nature, but first and usually in much the greater measure
generated by the acquisition of right-of-way and the damage to, or obliteration of,
private property.

...the motor vehicle...made possible the outward transfer...of citizens...to the
suburbs and it now conveys these citizens back and forth to their offices and
places of business.

The former homes of the transferred population have descended by stages to
...form the city's slums...the Federal Government is beginning to acquire them in
batches in connection with its slum clearance projects...these acquisitions
comprise one of the reasons for avoidance of delay in dealing with the problem of
transcity highway connections and express highways.



Another reason lies in the fact that, here and there, in the midst of the decaying
slum areas, substantial new properties of various sorts are beginning to rise--
some created by private initiative, some by public.

There is growing danger that these new properties, sporadically arising, and the
more compact developments by the Government in its slum-clearance projects,
will block the logical projection of the needed new arteries into the city
center...they should now be planned in order that their eventual courses may not
be barred by newly created property.

There is another, perhaps still more important, reason for avoidance of delay in
the carrying out, or at least in the planning, of new transcity arteries and express
highways. It is that in the business district itself--in most cities, but particularly the
older ones--there is a slow decay that will not be arrested until there is radical
revision of the city plan. Such a revision will have to provide the greater space
now needed for the unfettered circulation of traffic, and will have to permit a
reintegration of facilities for the various forms of transportation--railway terminals,
docks, airports and the highway approaches to each--more consistent with their
modern relationships. For such a revision of the city plan decision upon the
location and character of the new highway facilities here described is a basic
necessity. Toward the actual accomplishment of the much needed revision, little
else that might be done by Government would be so likely to supply the impetus.

Because of their urgent need to facilitate highway transportation where it is now
most seriously hampered, and because of the impetus that through them may be
given to needed changes in the central plan of our cities, the construction of
transcity connections of the main rural highways and other express routes in the
center of the cities ranks first in the list of highway projects worthy of
consideration by the Congress. Possibly no other work that might be done would
so profitably provide employment coincident with the centers of present
unemployment.

(This very very strong and eloquent message on the urban problem in general and how highways
could be the catalyst for change goes so far beyond the Congressional charge for the evaluation
of coast-to-coast superhighways that one must conclude that the Administration, if not the
President himself, chose to use this report as a vehicle for establishing a national urban policy
and as a means of recommending legislation to the Congress.)

BELT LINES AND BYPASSES

Next to provisions for the safer and more efficient conduct of large traffic streams
into and across cities, the new facilities most urgently required are belt-line
distribution roads around the larger cities and bypasses around many of the
smaller cities and towns.

...the traffic on a main highway approaching a large city, that will use a bypass
route if offered, is a small part of the total...Bypass routes, therefore, may not be
regarded as means for the relief of congestion on the highway-connecting streets
of large cities.

At all large cities, however, and many smaller ones, there is need for the
construction of what are called in this report belt-line distribution roads. Such
roads have some of the characteristics of bypass routes and may actually serve
to bypass a considerable amount of through highway traffic around the city. Their
primary purpose however, is something different.



The principal function of such a route is the distribution of traffic approaching the
city on any highway, either to the other highways to which it may need to transfer
or to points on the circumference of the city nearest the urban section of its
ultimate destination, and the distribution of outbound traffic in a reciprocal
manner...But if they are to be and remain the useful facilities they should be, they
will have to possess one feature that is present in none or virtually none of the
circuit routes thus far built around urban communities; i.e., they will have to
permit access only at their points of junction with the main routes approaching
the cities or town and a very limited number of intermediate points...and
separated from all but a very limited number of the cross streets and highways
intersected by them.

(Baltimore was used as an example of urban renewal needs and traffic data. A limited access
freeway system was shown in artist's renderings of expressways. It is interesting that the beltway
shown is just now, in 1986 being completed.)

DIRECT INTERREGIONAL ROUTES AND MODERNIZED RURAL HIGHWAYS

Beyond the vicinity of cities the existing main rural highways of the United States
lack...capacity...only at relatively few points.

Not only do the findings of the planning surveys show that beyond the vicinity of
the cities there is no great mileage of the existing main rural highways that
requires increase in the number of its lanes, but they also show the existence of
a number of other conditions on a considerable part of the mileage that urgently
require correction.

(I have underscored the above paragraph to call attention to the fact that traffic demand was not
the driving force behind the rural Interstate beginnings.)

Unsatisfactory conditions in respect to sight distance, grade, and curvature are
shown to be of common occurrence; and on some sections the conjunction of
such unsatisfactory physical conditions of the highway with a bad accident record
suggests the possibility that the highway conditions may be in some measure
responsible for the fatal accidents that have occurred.

The more serious defects of the present roads--those that will involve in their
correction a considerable loss of invested value, and that already have been
responsible for a heavy obsolescence of the roads built--are consequences of
another expedient adopted to hasten the extension of improvement in the
pioneer period. That expedient was the acceptance of the existing rights-of-way
of the preautomobile roads as the limits within which to place the new
improvements. The sharp curvature and indirect alinement resulting from this
policy are the causes of by far the greater part of the recognized present
obsolescence of the main highway system...the only probability of material
improvement lies in a general and substantial widening of the rights-of-way of the
more important roads, together with effective border control.

...the provision of more direct routes for long distance, interregional movements-
will involve the construction of considerable lengths of new and more direct
highways to be used in place of existing indirect roads by the through traffic.

In consideration of this information and a knowledge of the general needs of the
national defense received from previous advices of the War Department, a



tentative selection of routes has been made which, comprising a 26,700-mile
system, is shown on the map reproduced as plate 57.

(This map is unmistakably what became the Interstate System in later years and is the same one
that appeared in the BPR draft.)

Wherever it may be done, consistent with the purpose of direct routing and other
essential considerations, the suggested routes should follow the alinement of,
and incorporate the improvement of, existing highways. Reasonably direct
connection between the major cities along their general lines should be the
controlling thought in choosing revised location. Deviation from such direct lines
should not go far for any purpose, and should be accepted in limited degree only
to pick up the largest intermediate towns.

The routes should enter and traverse all large cities by means of facilities
adequately designed to promote free movement of traffic to and through the
center of the city. At large cities, wherever necessary, limited access belt lines
should also be provided; and all small communities should be bypassed-not
entered. In general alinement the routes should be directed toward the center of
large cities and past the sides of small towns...

All railroad grade crossings should be eliminated and all highway intersections
should either be separated, closed, or positively protected...

The right to limit access should be acquired at all points and should be
exercised...Approaching large cities and elsewhere, if necessary, bordering local-
service roads should be provided.

THE NATURE OF THE RIGHT-OF-WAY PROBLEM

The limited possibilities of acquisition of right-of-way was cited as the major cause of the failure to
provide relief for all three traffic problems discussed, i.e., central urban congestion, the provision
of beltways, and the reconstruction of the main intercity rural routes. The Federal government did
not participate in the cost of right-of-way acquisition at that time.
The whole cycle of improvements to the road resulting in the encouragement of land use
development, thus overloading the road which, in turn, made the provision of additional
improvements to the road prohibitively costly was discussed. Many States did not have the legal
power to deny access to abutting property owners and did not have the authority for "excess
takings". These same problems, it was argued extend to urban renewal property takings, parks,
open spaces, etc. Acquisition far in advance of the required improvements was suggested.

RECOMMENDED ACTIONS

...the Federal Government can most helpfully contribute in the following ways:

1. By facilitating the acquisition of adequate rights-of-way. To a great
degree the early obsolescence of the rural highways previously built is
due to the restrictions imposed upon their design by inadequate rights-of-
way. In cities, archaic street plans are in need of major revision to permit
the free flow of modern traffic. Far-sighted improvements of both rural
highways and city streets are everywhere blocked by the inability of the
States and local governments unaided, to provide the rights-of-way
required; and there is danger that expedient measures forced by the
irresistible pressure of traffic, will result in heavy new investment
destined for early obsolescence...



Effectively to administer such a provision would probably require the
creation of a Federal Land Authority, having corporate status with
adequate capitalization and authority to issue obligations within
prescribed limits, which would be empowered to acquire, hold, sell, and
lease lands for stated purposes...

Problems of land acquisition similar to those described as affecting
highways are also encountered in connection with public works of other
categories carried out by the Federal Government, independently and in
cooperation with States and their subdivisions; and in such connection
their proper solution is equally basic to successful administration and
correspondingly difficult. In connection with such other public works the
aid of the proposed Federal Land Authority, if created, would be similarly
useful and desirable...

2. By providing, in cooperation with the States and the War Department, for
detailed investigations leading to the designation of a system of
reasonably direct interregional highways, with appropriate connections
through and around cities, similar to the system tentatively selected and
described in this report, and limited in total extent to not more than 1
percent of the total mileage of rural highways in the United States,
without specific limitation in each State. In view of the predominant
national importance of such a system, the Federal Government could
reasonably contribute to its construction in a proportion materially larger
than that in which it contributes under the Federal Highway Act...

THE WORLD'S FAIR-GM FUTURAMA EXHIBIT
MAY 1939
An example of the popularity of the superhighway idea was illustrated by the General Motors
exhibit, Futurama. The following is quoted from a book "Interstate” by Mark H. Rose:

By 1960, a recorded voice promised visitors to General Motors' Futurama exhibit
at the 1939 New York World's Fair, fourteen lane express roads would
accommodate "traffic at designated speeds of 50, 75, and 100 miles an hour."
Spectators, six hundred at a time, rode around GM's 35,738 square foot mock-up
of future America while the synchronized recording in each chair continued.
Automobiles from farm and feeder roads would "join the Motorway at the same
speed as cars travelling in the lane they enter," and motorists would be able to
"make right and left turns at speeds up to 50 miles per hour." In cities
themselves, men would construct buildings of "breathtaking architecture," leaving
space for "sunshine, light and air." Great sections of farm land, "drenched in
blinding sunlight" according to an observer, were under cultivation and nearly in
fruit. Traffic, whether in rural or urban areas, flowed along without delays and
without hazard at intersections and railroad crossings. "Who can say what new
horizons lie before us..." asked the voice on the record, "new horizons in many
fields, leading to new benefits for everyone, everywhere." By mid-May, 1939 only
a few weeks after the fair opened, Futurama was the most popular attraction.

During the first half of 1939, Roosevelt tried to add excess condemnation to
federal highway practices. On March 22, he hosted a "no black tie--very informal"
stag dinner at the White House for Norman Bel Geddes, designer of GM's
Futurama exhibit at the World's Fair. The West Hall was set aside, on
Roosevelt's instructions, for a model of Geddes'exhibit, and guests discussed
creation of a Federal Land Authority empowered to take extra wide rights-of-way
for roads and other public works. Both the President and Congressional leaders



sought a data and legal base on which to launch their authority. On April 24,
Roosevelt told one of his aides to "Find out from MacDonald of Highways
where...l can find anything about...buying a wide strip and selling off the surplus
land and renting gasoline concessions."

Excess condemnation and creation of a Land Authority...appeared in Roosevelt's
mind as budget cutting measures. Unless tolls were collected and land adjacent
to roads sold at a profit, he wrote to Budget Director Bell and Interior Secretary
Harold L. Ickes on April 1, 1939, "The Treasury is unable to finance even the
beginning" of a national superhighway program.

W.W. Mack, President of AASHO in 1939 and Chief Engineer of Delaware, had this to say at the
annual convention in October:

BEGINNINGS
In 1914, hardly half the states had State Highway Departments.

In Delaware, two years earlier, Senator Coleman du Pont, an engineer and
business executive of great ability and foresight, was at work with his own funds
on the 100-mile boulevard which now bears his name, and which constitutes a
part of U.S. Route 13 and 113. This highway as planned at the time had a 200-
foot right of way, by-passed towns, and traversed the State with grades and
alignment conforming to the demands of present day super highways. However,
it was so far ahead of its time that even its tireless and aggressive builder was
obliged to change his plans and for several years was thwarted in his attempts to
make a present of this magnificent highway to his State.

SUPER HIGHWAYS

It is evident that there are those who, seeing what appears to be a desired end,
the results of which should be beneficial to the public, propose to hasten its
accomplishment by the abolition of local or State control of the education of our
youth, with the use of Federal funds as an opiate to soothe the objections of
those who fear the influence of Federal domination over our schools.

This same theory is being advanced in many fields. Federal funds are looked
upon as manna from heaven, even though the returns to the States from which
they originally come are usually reduced by a substantial toll, even as the grist
which came from the old grist mill.

Certain European highways have been much praised in this country, though little
has been said of the purposes for which they were built, of the methods of land
acquisition and financing, of the low wages paid the laborers, or the meager
traffic which they serve.

Before we demand a national network of super highways let us be sure we need
them and let us b