XII. THE GOOD ROADS REVOLUTICN

Few of the men who argued in favor of better roads
at the first gobd roads conventlion in St. Paul 1n 1893
could have foreseen what thelir 1de$s WQuld gfow into
in the space of twenty-seven yearé.7 The changes amounted
to a revolution,-but>they occurred so graduélly that,
until the final steps wereltaken,~théy were scarcely
pérceptible. ‘It is only by éomparing perlods scparated
by & number of years that the development of thc’gdod
‘roads idea shows up as & startlinglj_distinct achiéVe~
ment, In the matter of expenditures for roads and
~br1dges tkis revolution in opinion”was‘especially disf‘
“tinctive, In 1800 the total tax levy for roads end
Eridgeé amounted to £757,981, and many of  the people
of Minnesota undoubtedly felt that thej’were évertaxed '
for that:purp§se. Five years later the rdéd and'bridge
expendltures reached §$1,434,141, In 1910 the people
of the state spent more than $5,5G0,000, and in 1915 the
total amounted to almost 37,275,000,' Five years later,
in 1920, Minnesota spent well-oﬁér $82;CO0,000 on roads
and bridgés, énd that fall the e1e¢torate of thé»state
sanctlioned the épending_of an additibnal %l0,000,000 |
& YCAT, Durihg that same period'thére was an increase:

in the number of'miles of rqad'infthe'State,’but the |



increase was soxsméil in relation to the increasé_in "
expendltiures, thétithere obviously was 11£t1e.cohnecf
tion between the two, In 1906 the highway commission
-reported the total roed m;ieage as a little'mofe than -
79,000; in 1920 there were about 98,000 miles of roads
" in the state, 1 |

The influence of state aild in inducing the local
units of government to increase thelr expenditures for
roads undoubtedly was great, In 1907, the first year
_thaf state 2ld was avaiiable,.the prooeeds of the one;
twentieth of é mill state tax amounted to about $54,800,
and the commlsslicn found 1t hard to persuade the county
officlals to designate roads to receive that aid. In
fact, in 1908, after two yeérs, only siity~four of.the
elghty-five countles of the state had taken the trouble
to deslgnate roads, and the total mileége of state-2id
roads was 6n1y 4;032.A By 1910 the mileage had increased
to 7,153, and seventy-seven of the counties had deslgnated
roads, By 1911, howéver,>thé_mileage had'grQWn to a
total of 18,658, and'all_countiés were showing an inter-
est in the state-ald fund, During 1912 end 1913 the
- mlleage of state~éid roads lncreased to a little more -
than 16,600, but, because of the provislon of the Dunn
law which made it necessafy to spend twenty per ceﬁt of
the state ald for malntenance, the mileage weas reduced

Ul.vState Higﬁway Commission of Minnesota, Reports,

1908, p. 15; Babcock and Mullen, State Trunk Highway
.+ System, 3; post, p. 479n. . -
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in 1914 to 11,406, and from then until 1920 the average
number Qf miles included in the statc-aid road syétem :4
remained sbout 13,000, In 1921, when the trunk highway
system was set up, 6,851 miles.were removed from the |
state~ald system, leaving 6,803 miles in that éystem,
By the end of the year, however, add;tional state-ald
roads had been designated, bringlng the mileage to
8,358, and within a year or two, the total again ap-
proached the 13,000 mile average., &
During this same perlod the amount of aid that the
state gave the counties for the construction of roads
gredually increased from $54,800 in 1207 to $1,933,822
-in 1830, Under the wetchful eyes of the state offi-
’cials, these funds were expended solely upon the state-
ald roads, In addition to sid from the state, aid from
the federsal govefnment toteled almost $5,000,000 during -
the last four'years of the pericd, It LEE necessarj
for the local units of government to apprbpriate a sum
of money'equal to that grgnﬁed;by the state ahd”féderal
governments, and this,money could be spent only on roads'
2. Commissioner of Highways of.Minnesota;vggggggg,
1921, p. 29, 64, 1233, p. 77. The followlng table shows

the mileabe in the statp~aid road ﬂystem from 1908 to
1920.

1908 ~ 4,032.00 . 1914 11,405.51
1910 7,153.00. : 1916  12,700.00
1911 12,688.00 1917 13,198,91
1912 = 16,034,755 - - 1918 13,203.80
191%  16,733.79 1930 = 13,853,00

The figures for this table vere obtained from the re-
vorts of the state highway commisslion and after 1917
from those of tne r*czmi.s,::'u:me]:' of hlghways.
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designated to,recéivg_the aid. There seemsktd be in
‘most people an almost irresistible impulse td‘take”ad~g |
- vantage of a bargaih, and the.countieé, in ordér to
b_take advantage of the state and federal ald offeréd

them, undoubtedly-raised more money by local taxatlon

and speclal bond issues than they otherwlse mighﬁ have
z _

dbne. R
The 1nfluénce of the highway éommission and the

_department.of highways is evident in many ways. One

of the first acts of the commissibn'was to make experl-

mentai roads. In 1906 the highway'officials demon—

strated what could be done to lmprove roads by using

'3, Following 1s a table of expenditures for roads
and bridges from 1900 to 1930, The figures for the
town and county appropriations were obtained from the
reports of the state auditor; the figures for the state
ald and federal ald appropriations were compiled from
the reports of the state highway commlssion snd after
1917 from those of the commissloner of hlghways. ‘

Town and County

- Year Lpproprlatlons State Ald Federal Ald
1900 $ 757,981,04
-1905 1,434,140,94 . :
1907 1,776,923.15 $ 54,800
1908 . 3,055,114,93 72,650
1908 2,264,254.40 74,090
1910 2,436,709.88 79,400
1911 2,600,437,72 . 79,300
1912 2,785,106,88 340,000
21913 - 4,272,254,15 350,000
1914 5,2837,€65.,00 1,400,000
1915 5,794,226.61 1,480,000
1916 6,595,0230.60 1,500,000
1917 8,473%,015,92 1,432,150 $ 143,394
1918 9,178,458,77 3,220,000 284,768
1018 13,513,813,61 - 1,969,017 1,848,640

1920 17,708,242.00 . 1,933,822 2,699,471
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only_the native materiais-that they'found'in the Red -
River Valley. The following year eXperimental roads
were laild out in the sandy portions of the state, where
a mixture of sand and straw was tricd with‘good results
on one roead in Sherburne Couhty. 'On'a'road in Isantl
County a mixture of straw and sawdust proved to be
slightly less successful The problem of surfecing the
roads also was attacked with energy by the state high-
w&y4officials, end counties receiving'state ald were
encouraged to spend at least a portion of the ald for
graveling roads, or, where sandy‘cohditions prévailed,
to apply a coating'of clay’onvthe sand and gravei,

A third way in which the highway off1c1a1s'enédurgged
local authorities was in their 1n$isteh§e upohvprOpef '
maintenance of roads; -Thé.highWay sommission és'eariy':
as 1909 was authafized to conduét exﬁeriments-in'thé
maintenance of the rocad systém. A short extent of foad‘
in Dakota County was selected for the first eXperimehtal
work, and the wisdom of the.polipy’§f édéquate roaed main-
tenance at all times of the.year;was prOVed thereby.
By 1911 road mainﬂéﬁance'ﬁas carriedtn;ina;xexperimeﬁ-;»
tal way, in elght coﬁnties. Discontinuanée of the .
patrols, the commlssion reported, brqught:"very urgent
protests," After 1913 a-ohe-mill>£ai for ﬁhe "dragging
fund® wag made comvulsory throughout the state. By .
7~v1rtue of that fact 1t was clbined, Minncsota became

fthe flrst state west of thn AlleghenieQ tc orgﬂnize a’
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fmaiotenance‘system;",and under,that-system>ﬁhe-state-
made "greater progresé than almost any other State." %
- Throughout the story of the contaois of the;highwayv
commission with locsl autﬁorities, the cumulative effect
of the vaiue of skllled technlcal training 1s percep-
tible, When the rapidly increasing volume of automo-
bile traffic demonstrated that even witﬁ the best of |
care gravel roads deteriorated, it was the officleals
in the highwey_departmenﬁ who led the.ﬁay in persuading
people that a new system of hard-surfaced,.all-weather.-
roads was needed,
It is doubtful that the progress 1ln rcad construc-

"~ tlon between 1900 and.1920 would have been made had 1t
not been for the 1ntroauction of the automobile as a
means of trahcoortation. Rlding in the automobiles of
thé'early years of the twentleth century was uncomfor-
table at best, and the rougher the roads, the grester
the degrec of discomfort that attached to riding in
them was, When'automobiles:beoame avoommon means of
transportation, the oumber of advocates of goodAroads
'1ncreaéed, and the inescapablé'fact remains that the
}revolution in road making wes finally accomplished 1n
the automobile sge, The farmers of Amerlca were not
fsufficiently lmpresced by the appeals of the bicycle
age, usling a3z &an afgumont thé.economio value to the_

4, State Qighwav oommission of Minnesots, Egggg&z,

,;f1909e¢u,,o; 24-29, 1011, p. 34; Babcock end Vullen
-~ Stete Trunk Higpway System, 14, : -
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farmers'of.gbod\roads; to improve their market roadséf‘
'The chahge caie only When.the'farmér bdught an éuto~‘
mobile,  What the appeal to the farmer's pocketﬁook
could not do, the jolting of a "flivver" over & rough

- country roadway accomplished,

The revolution in road making as evidenced by the
development of the Babcock plan of réads_was the Minne-
sots manifestatlon of a condition that-prevailed through-
out America at the seme time. From one end of the United
States to the other, a revolt agalnst poor road conditions
broke oﬁt during the years lmmediately following the end
of the war. Virginia, in 1918, enscted legislation to
" set up a system of state roads, coﬁstructéd by the state
.aﬁd financed by a general property ﬁax. In Pennsylvania
 the people authorized a road bond issue of $50,000,000
the same year, while in Michigsn a constitutional amend-—
‘ment was ratified in 1919 permitting the state to issue
up to $50,C00,000 in bonds to finance the construction
of & system df.tfgnk highways. © North Carolina, to
cite anétherAexamplé, was'in‘the midst of,a_struggle,dur;v
ing 1920 and 1921 to provide a system~of state highways;‘
snd in North Dakots plans were made in the fall of 1920
for the opening of a campaign for a planiofvrqad‘con—

5. Tipton R, Shavcly, Duncan C, Hyde, and Alvin B.
Biscoe, State Grants-in-Ald in Virginia, 159 (New York,
1933); Frenk E. ROgers, History of .the Michlgan State

Highwey Department, 1205-1933, 103-107 (Lansing, 1933);
Wilbur C., Plummer, The Boe& Pal*ci of DSHHQJIV&PI&, g0

(Ph*ladclnhia, 19uu)p
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struction similer to - that of Minnesota. 6

The basic factors motiveting the revoit were evéry-
where the ssme, . The numerous warnings that the automo~
bile was pushing the world into a ncw era of transpor-
tation went unheeded, ond the motor vehicle crept 1in
almost unnoticed to supplant the horée and buggy of the
‘nineteenth century. In 1900 the automoblle was the new
and exciting toy of a few persons who were reckless
enough and wealthy enough to'own them, A decade later,

" they were commonplace,enough to occasion little comment,
but the wisezcrecs refused to entertaln the ldea that a
motor-driven vehicle could supplant the traditional
horse-~drawn vehicles of their day. In another decade ==~
by 1920 ~- the automobile was the vehicle in which thous-
ands of people travecled in every-day life, from home to
Affice, from farm to town, from town to towm, The auto-
moblle completely changed the old cbncepts of time and
distance. Where six or elght miles had been the com-
- mon radius of trevel for pre-war Americans, the post-
war generétlon lived in abcdmmunity the cxtent of whilch
peached out a hundred miles on 211 sides. The state,
not thé township or the county, was the ﬂnlt in terms
of which that generation thought, 7

6. Brown, State Highway System of North Carolina,
73-123; St, Psul Plonecr Press, December 232, 1920.

7. For a recognition of thils increased radius of
travel, see 5t. Paul Plcneer Press, January 13, 1919;
H. M. Orfield to Xoll, August 18, 1220, in the Xoll

Papers; Babcock end Mullen,. State Trurnk Highwey Syetem,
14, i ’ .
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The statlistlcs of the number of aﬁtomobiles 1n1'
different parts of»thé nation are én.interestihg gauge
of the 1ncreaéing popularity of the automobilé. In
1000 there were, at the most, but‘a'few more than three
thousand automobiles in the entire nation. Yet, in
1913 there were in Michigan alone a total of 60,468
reglstered automoblles. Half a dozen years later, in
1919, the number of licensed automobiles 1n Michigen
bad increesed to more then 335,000, There were ébdut
10,000 automobiles in the state of North Carolins in
1913; in 1920 the number had increased to almost 13C,000,
In Minnesota the 1ncréaéé wes simllarly marked, In
1913 the number of cars was about 45,000; by 1920 1t
had increased to 300,000, For the nation as a whole,
the number of automobiles increased from a little less
than 1,750,000 in 1914, to a 1little more *tkan 7,500,072
in 1913. 1In the pre-war period, the owners of automo-
biles were decldedly in the minority., In 1920, they
st*ll constituted & minority of the population, but
they wer:s a minority which had become highly vocal and
efficiehtly‘orgéniied. 8 , b_ o
During phe yeérs between 1913 and 1920, the:nétibn

passed through a trying érléis, and thé energles of the

8., Rogers, History of the Michigen State Highvay De-
partment, 10z; Brown, State Highwegy System of North Caro-
lina, 53, 190 Secretary of State of Minnesots, Reports,

- 1912-14, p. 4 1918-20, p. 3.  The total number of auto-
mobliles by stabes is b1ven in PUbLiC Roqcs, vol 3, no.

25, p. 13 (May, 1920).
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" people were‘directed_to a“suchssful prosccutlon of a
war, During that perilod, all activitles which did not
further_the war program were relegeted to the back-
grouhd.l One of the ressons for this was the shortage
of lebor, With a large propertion of phe avallable
man powver of the natlon dedlicated to the-war service;,
and a stlll larger proportion devoted to the task of
producing war'méterlals, the number of men who could be
hired for roadfbuilding purpbses was too small to permit
much of an impression to be made upon the huge tesk of
building necded roads, Meintenance of the existing
systems was, perhaps, more than could be expected of
a nation so preoccupled. S o
‘With the return of peace, however, the sltuatlon
suddenly changédL By 1820 the nation had awakeﬁed to
the fact that the automobilé was a permanent pért of
the transportation system, Then the peceple found that
they had oﬁ thelr hands an antlquated road system bullt
for vchlcuiar traff1p ﬁhich moved much mdrc slowly then
d1d that of 1920, = The disbandment of_the huge army which
had been bullt up durihg the war years, and the rclease
of that still larger armyvengaged in the manufacture of

the maierials of war, spilled out upon the natlon a

9. Report of the chlef of the bureau of public roads,
in Departwent of Agriculture, Reports, 1919, p. 397,
Commissioner of Highweye of Minnesota, Reports, 1918--19,
p. 3; Babcock and kiullen, State Trunk Highway System,
12, : : B AT
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~ labor supply forlwhich émpléyment had_to'be~found; 10’ ff
On top of this, thé_ﬁatioh, duringwthe*years'of'waf,v
had experienoed a coloséai inf1at1bn‘oflideas and velues,
Puring the period of'highfprices ﬁhich prévailed during
the war, the nation endured a_briéf.éra'of extraordinary
'pEOSperity, end men who, before'thefWar, thoﬁéht in
terms of thousandé, now found that milliones were as
easily envisionéd. The 1dea of incurring large debts
for the construction of roads, no longer roused feelings
~ of morror in the man~6n the‘street, and he was willing,
even eager to embark upon a plan which would glve him
and his family:brOad; eGGh avenues of communicaticn..
Amerlcans hed the imagination necessary to plan
for roads on a largQ.Scale witrout flinching at the
thought of the heavy expenditures thelr construction
involved. But behind them, and encoursging the actlvi-
ties of groupé in the various states, staod the federal
government, A 1Arge,measuré of responsibility for the
cudden burst of activity in road bullding and the reform
in praétices of édminiétration, ag well'as'construction,
| in the period_immediately following the war must be«laid

at the door of the federal government. ?he_nationai

30. The appropriation for roads by Congress in 1919
was, to = considerable extent, based upon the necesslty
of findlng employment for the men discharged from the
army .. congreseionsl Record, 65 Congress, 3 session,
2801-2805. ' e
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road appropriafion meaSuré of 1916 and the supplementary
acﬁ of 1919 had "far reaching results, hot only 1n.the ~
finsnclal aid" they "rendered the éeveral’states;'but
by directly causing then to organize State Hilghway
Departménts equipped with staffs of engineers capable
of supervising the constructlon of highways to the éat—
isfaction of the U. O, Bureau ;f Public Roads," 11 lore
than that, the act of February 28, 1919, gave a summary
warning to states which had falled to make provision
for s constructive program cf road building that, unless
they reformed their ways, the federal aild would be with-
held from them. 2

Equally powerful as & stimulant to progrecsive
road bulldlng.wgé the action of the federal government
in distributing among the states excess war msterlal
which could be edapted for use in constructing highways,
Under the provisicns of the act of Februery 28, 1919,
the secretary of war was authorized to turn over to the
‘gecretary of agriculture war masterial end equipment not
needed for wilitary purposes, and the department cf
agriculture was to parcel it out among the states. 13
The distribution of trucks, tractors, and other heavy
equipment was begun at once, and by the end of 1920

Minnesota alone had received a total of 632 motor trucks

11 Rogers, History of the Jichigan State h*ghwax

Department, 93,
12. Ante, p. 453; Goumiss*ope* of hibhwaya of Minne-
sotz, Reports, 1018—19 . 3.
2. utauates at Large, 40: 1201.
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'énd tractors valued at moré than 31;900,000, together

. with other materiels, such as ehgineer's.equipment,
rOad—building machinery, exploslves, and wagons and 
harnesses, valued. at almost 3350,000. Many of these
pieces»bf equipmenp were new;'othgrs'required extensive
repalrs or rebuilding in order that they might be used.
When the machinery was in good running condition, the
state highwey department lent it to the countles for use
on roads, the only charge.made,for 1t being the actual
cost of‘repairs and;sh;pping. When the trunk.highways
emendment became operative, of course, 1t éecame nec-
essary for the hlghway department to bulld up an inven-
tory. of road-making equipment for ite own purposes,

and the amount of excess war materlals distributed to
the cbﬁnties wes reduced. In Minnesots the action of
"the federal government had the effect of’stimulating‘
local efforts to bulld roads, and,éince the materials
were dilstributed among all the states; the cumulatlve
effect of the federal action cennot have been other
than great, 14 o .

It was under such circumstances that the consti-
tutional:amendment,of.1980, and the,legislatiog of 1921,
czme into exlstéhde. The.M1hnesota plan:adapted for

14, Commlssioner of Highway§ of»M1ﬁh§sota,vggpgggg,
1918-19, p. 4, 1920, p. 37-40, 1933, p. 19, 3l; reports
of the chicf of the buresu of public roads, in Departmeni
of Agriculture, Reports, 1918, p. 411, 1932, p. 462, 1923,

p. 489, 481,
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‘use the ideaS»whiqh were being tried elsewherc;  Many
states, by 1920, had deliheated.systems of trunk or main
highways.. Many of them had taken over thé task of build-
ing such roads. All the stateo followed a procedure of
taxing motor vehicles, and in most of them at least’ a
portion of the proceeds was. devoted to the construc-
tion of roads. In 1920 Minnesota was the only state in
the Unlon which did not require an annusal registratién,
and one of the few which did not utilize the income

from the salc of such licenses for road pﬁrposes.

Public Roads, a publicaticn sponsored by the federal

road bureau, estimated that in 1920 sixty-six per cent
of the income from automobile license fees in the coun-
try ss a.whole was used for road construction under.
the supervision of state highway officials. The re-
mainder went for local roads or other local expendi-
‘tures, 15 To the extent that the lncome from the sale
of automoblile licenses was dedicated to paying for the
constructlion of a system of highways, Minnesota, there-
fore, in 1931 was falling into line with other states,
15, Insugurel Message of Governor J.A.Q. Preus to
the Leglislature of Uinnesota, January 5 1981 16, Dub-—
lic Roads, vol. 3, no. 25, p. 12, 15 (May, 1940). The
cost of 1L llcense registration In a number of near-by
- states in 1920 was; Wisconsin, $10,00; Illinols and
Ohlo, $8.00 to $25.00, according to valuation and

welght; Iowa, 1 per cent of value, plus §.40 per hundred
pounds of welght, In &ll these states, motor vehiclcso

were subject to a personal property tex in addition to
the licensec fese, Public Rozds, vol. 3, no, 25, p. lé-
17 (May, 192C). See alsc St, Paul Dispatch, December

26, 1920.
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The Minnesota.progrém, however, contnmolated the con—
struction of & network of trnnk or main highway v*thout
recourse to taxing other nrooerty, and this was som\,thine
of &an 1nnovat10n, for in other stetes undertaking a sim-
“ilar program at.that tlme, a portion of the coet of con-
struction was peld by a general-tai. ‘Even in Minnesoﬁa
the amendment provided for a géneral.ﬁax if the revenue
from automobile licenses was insufficient'td pay the

16

who}e cost, The authorg of the conétitutional amend~-

ment asserted that the possibility that.a'general'tax
would be resorted to was remote, and thai the clauee “
wag inserted in the measure to serve a8 a guaranteé

to purchasers of highwey bonds that thej would receive
théir money when the bonds matured. Otherwlse, they
claimed, the bonds could not be sold. 6n the assump-
tion that the clause was inserted as a perfunctory |
guarantee of payment and was not intended to be used,
the Minnesota plan may be considered a ploneer in the

fleld of highway financing. There wers sald to be only

168, In Wisconein the road-building program wzs based
upon en equal sharing of cost between state and coun-—
tles, with federal ald funds amounting to one-third of
the entire cost. St. Paul Dispatch, December 27, 1820,
In Michlgan the counties, or tovnsh*ns, part;cioatcd
"in the cost of building the trunk line roasds in amounts
ranging from five to twenty-five per cent, according
to the assessecd valuation of property, Robcvs,_Histo”x
of the Michigan State ‘Hizhvay Devartment, 104, In
PenQSleania the income from the licensec feea was de-
votced to road conetruction and meintcnance, but in
addition specific leglelative appropriations were made,.
Plummer, Road Policy of Pesncvlvania,~103,
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gix states in 1920 éu.Alabamg; I111nois,:Maine; Minne~
‘sota, Nevada, and Uteh —- which planned to finence high-
wey construction by the sale of bonds redeemable from
the procceds of the motor vehicle license fees. . The
- questlon raised by this departure in highwey finance
was whether the income from motor vehicle registrations N
would be sufficlent to permit the inauguration ofiboth
en extensive campaign of trunk highway construction, and
an adequate system of malntenance. The sponsors of the
Minnesota plan were sure that, with the federsl help
that was available, there would be enough funds for all
purposés. At 211 events, the ¥innesota plan was the
object of close scrutiny by good rogds lezders in other
states, It marked the opening'of an intensive campaigh
to givé the entire state a connected gystem of well -
maintained, well improved, surfaced roads, 17
The Babcock plan did not bring Minnesota to the
millennium, It did not even take Minnesota entifely
" "out of the mud,ﬁ But 1t did bring the state to an
era of sclentific road éonstruction, end introduced 1t
to a period of hlgh-specd hlghway transportation, It
cémpleted the revolution which begen in the nlnetles
when the idea of stete participation in road'making'was
17. Public Roade, vol. 3, no, 25, p. 13 (May, 19230);
St. Peul Dispatch, December 20, 195C. The latter ltem
1s an lnterview by a reporter with Babcock and Mullen
upcn thelr return frous the annuel neeting of the Amecri-

car Assoclation of State Highwey Officlale, held in
Washington, D. C., in mld-December. : ' -
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brought out for public discuss sion. It did not mean
that the state tooL_over all the rcéponeibllities'for_}
road construction and foad maklng. Bui it set up a
new system of highways which was 1nde§endent of lccal
'roads, ard, by rellevi 18" the lqcal'cémmunities of &
- portion of the findnclal burden which they had borne,
it enabled them to lmprove roads sérv;ng lcss heavily
traveled reglons, Méreover, the trunk highways, con~
structcd by men skilled in the work, constituted models
for local authorities to emulste, |

In 2 sensc the road system outllined 1n the amend-
ment of 1920 resc t e road systcm wilch the ploncers
lsid out when Minnesota was young, The ploneers were
concerned with problems very slmilor to those dealt
with.by the Babcock plen of roads., They nesded a systen
of communication which would bind together a’l tne prinu
cipal pointe in the settled areas of the st,ate° The:
roads of the ploneers vere built in & dsy when wagon
roads constituted the princlpel 11nks of communication
for most of the stete. Thelr main rceds, therefore,
we"c erterial highweys leadlng from one maln town to
enother. It was essentlal to the plonecrs that the
system be co-ordinated, for mall serviqe nad to be
carried bn over it, énd pasécnger and freight service
as well. 'Duriné the laet half of the nineteenth century
this nacﬁ for a co-ordilnated system wes obviated by

- the construction Qf reil roads, for th° ra:L'l llnx nro~ )



493 .

giviﬁed & means for Sestinésfrom one foWn'to another;
7'Dur1ng this period tke wagdn road was simply a method
by wh;ch pebple living in the country could get to town;
they beceme Just country rosds. |

The Bebcock plan combined the two 1deas. The local
or farm to market road was Just as essential 1n'1926
o8 1t was in 1890, and the automobile mede the trunk
highway Jusi as important 8s were the malh thorough-
- fares of the fifiies in the century btefore. The tri-
"umph of the Babcock plan lay 1in 1ts ability to sarve
4bothlneeds without 1lmpeding elther. Indeed, by its
organizaticn, the development of both kinds of roads
was fostered, In one respect, the Bakcock plen umeant
a return tc ploneer principles. The modern highway
englneer is not so much>con¢erned dVer the necessity
for.following sectlon linesg he 1s chlefly coﬁcerned
with locating tke easiest grade and the most precticable
route., That wes the plan of the ploneers, It was only
in thke period.of development which followed the conquest
of the frontier tbat the ploneer tralls werc rerouted
and put on the section lines, whether or not they repre-
sented the most practicable routes of travel, There the
resemblence between the old and the new ends, for in the
ploneer era, and for liong after, the distinguishlng fea-
turevof road construction and'mainténance wés-the labor
tai, the small road district,tahd'thc road ¢Verseer. 

_ These have been driven into the discerd.
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