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PREFACE

The bicycle, often considered a recreational vehicle, and perhaps an
insignificant vehicle for transportation, has never risen to the esteemed
reputation of the train or the automobile. It would seem that, with the
invention of the latter, a new chapter in history was written to follow
the period entitied "Railroads. " The bicycle wedged between, for a
siight period of twenty years had an important contribution to make to
the railroads of the past as well as to the auto owners of the "future."

The co-ordinated efforts of the bicyciers took on new meaning when
organized into the lLeague of American Wheelmen. With this League the
necessary groundwork was planned and executed for a system of road
administration capable of producing better transportation facilities for
the Railroads, and of meeting the needs of the automobile age.

Much credit is due the L.A.W. for its work in the States toward a
general reform which came about on the local level. It was the League
which first set in motion and encouraged the movement for good roads.

The League arrived on the scene, took up the challenge of the campaign
whoTeheartedly, made numerous contributions to the "cause", and then departed
almost as quickly as it began.

At the present time the Leaque is trying to revitalize with one of
its main headquarters in Chicago. While doing research on the League
it was interesting to note that even though | eague members are pressed
with heavy traffic and many simiiar problems today, yet they are reaping
the rewards of their work in the 1880's and 1890's. Today the Federal

Government has taken an interest in the new bicycling craze. In July 1966



the Bureau of Qutdoor Recreation granted over $367,000 to twelve urban
areas to get trails started. Money for this project comes from the

Land and Water Conservation Fund Act, passed by Congress in 1966. Also,
the Bureau of Public Roads, Department of Transportation, has authorized
a Bike Route sign and a Bicycle Crossing sign for use on bikeways and
bike paths and trails. The signs were approved by the National Joint
Committee on Uniform Traffic Control Devices in 1968.

American Road Builder Feb, 1968
James T. Jenkins "A Sign of the Times," 17.

N

| BIKE ROUTE

There are now federal plans for nearly 200,000 miles of bike path
development. We have certainly come a long way from the early struggie
of the League of American Wheelmen and the Good Roads Movement. Yet

it is a period that cannot be deleted from the pages of progress.
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PART 1 FORMATION OF THE LEAGUE OF AMERICAN WHEELMEN
AND AGITATION FOR A GOOD ROADS MOVEMENT



Little or nothing was heard of the "modern” bicycle in American
history until 1877. Frank W. Weston, called the "father of American
bicycling", returned to the United States from England in 1877, fas-
cinated with the possibilities of the vehicle. Suggesting the commer-
cial potentiality of the bicycle to Dr. Harold Williams, Sidney Heath,
and Arthur Cunningham, Weston later entered with them into the bicycle
trade.! In November, 1877, Cunningham, Heath & Company of Boston
became American importers of bécycies.z

During the summer of the same year, John Harrington, an English
bicycle enthusiast, brought with him a bicycle made for Colonel Albert
A. Pope whom he was visiting.3 Pope, a Bostonian merchant and a for-
mer Civil War officer, learned to ride and decided to order and receive
eight bicycles from an English firm in January, ¥878.4 Pope gquickly
bought up bicycle patents and in a short time brought the attention of
the American public to the bicycle. Rightly it may be said that he
gave the first real impetus to a movement that would reach its peak
in the 1890's,’

Dropping copies of his newly founded American Bicycling Journal

onto train seats and in other public places, Weston soon gathered other
interested men to his cause.6 Feeling a need for this unifying esprit

de corps among bicyclists, Weston interviewed men of social standing



to establish an organization for bicycle riders. On February 11, 1878
a meeting of fourteen interested men took place in Albert Pope's office,
and the Boston Bicycle Club, the first of its kind in the United States,
was established.’ There were about five hundred bicycles in Boston by
mid-1879, and the Boston club numbered thirty-five members. S
No sooner were there three or four wheelmen in a vicinity than a
club was formed.” By the middle of 1879 there were forty-nine bicycle
clubs in the United States, modeled after the original Boston club,
totaling 859 members, and stretching westward to St. Louis, Missouri.le
One of the most probable cutcomes of these clubs was to meet for
racing. The first meet worthy of the name brought wheelmen from differ-
ent parts of the country to Walnut Avenue in Boston on the morning of
September 11, 1879 for the "Wheel around the Hub." That excursion,
originated, organized, and carried out by Charles E. Pratt, Esq., another
original Boston Club member, probably did more to give an impulse to
bicycling in America than any other event up to that time. !
The desire of Frank Weston and Charles Pratt for a national bicycle
organization rallied a bicycle meet at Newport, Rhode Island on May 29,
1880. Previous to the parade, a meeting called by Pratt was held in
the skating rink.'2 It was at this meeting that the League of American
Wheelmen came into being, in response to this new and rapidly emerging
cycling craze.13 Charles E. Pratt was elected president and repre-

sentatives from twenty-one states were appointed. The constitution read:

“...to promote the general interests of cycling; to ascertain, defend,



and protect the rights of Wheelmen; to facilitate touring, and to

secure improvement in the condition of the public roads and high-

ways." Bicycling World was made the official organ.M

It was Tater complained that the bicycle was selfish, unsociable,
and isolating in its tendency, but the history of the sport proved this
to be untrue. From the beginning of bicycling the Wheelmen showed a
disposition to get together, creating a fraternal feeling not seen in
many other c?ubs.’5 In six and one half years the number of bicycles
in the United States had risen from three to thirty thousand. 16

Many reasons were given for believing the West would lead the
United States in bicycles. Westerners were said to be more energetic
and enthusiastic, the country more level, the population less crowded,
and living conditions less expensive than the East.}7 The bicycle in
the West provided such easy access to the great outdoors that by 1883
Salt lake City, Utah, had a fiourishing club of twenty members, the
Minneapolis club had sixteen members, the St. Paul Club had eighteen
members'8 and the Missouri Bicycle Club at St. Louis was making plans

for a $15,000 club house.!? Even The Wheelmen, a journal founded by

Colonel Albert Pope in October, 1882 and published by the League,was

at this time noting contributions from Leaque men as far west as Wyoming.zo
The next meet, after the unforgettable Newport rally, was held in Boston

on May 30, 1881 and twenty thousand spectators viewed the eight hundred

Wheelmen parading the streets. It was said that the spectators “evinced



their interest and enthusiasm by continuous app]ause.”zT

As a token of the "continental" character of the League, Chicago
was chosen for the meet the following year. Western State Divisions
included lowa, Minnesota, Missouri and California. The Wheelman was
confronted in Chicago with the same road problem he had experienced
in his home state. In Parsons' Account we read:

The absence of some of the wooden blocks at frequent
intervals leaving holes reaching down to Chicago's original

mud, is rather astonishing to the unsuspecting man whose

wheel suddenly drops into one of these vacant places. Fre-

quent and frantic attempts to avoid these holes became monoto-

nous and many a timid Wheelman promised himself during t?%s

ride that he would not take part in the parade next day.

The League's national structure was composed mainly of committees,
the principal ones being those of transportation, racing, and touring.
To be eligible for League membership, the candidate had to be eighteen
years old, and have his name published in the official organ for two
weeks to give opportunity for criticism. Having passed these tests,
two dollars was the entering permit.23 Almost immediately upon its
inception, the League of American Wheelmen began a Roads Improvement
Department, with each State Division appointing a good roads commi ttee.2%
The League urged discreet conduct when on the road and thorough courtesy
to all pedestrians, riders and drivers.23

Between 1883 and 1885, the lLeague organship shifted from the

Bicycling World to The Wheel and the Amateur Athlete. In 1885, the

League published its own organ, the Bulletin, and incorporated it as

26

part of the Bicycling World. The Bulletin remarked quite appropriately,




"It is one of the striking facts of bicycling experience, that the
moment any person becomes a Wheelman, he is instantly and ardently
conyvinced of the necessity of improved highways-" Its national

Journal The Wheelman launched a sustained campaign for road fmprove-

ment. By far the greatest number of affiliated cycling clubs were

in the East, but by 1887 Wheelmen and subscribers to the Journal were
also found within almost every state and territory west of the
Mississippi River.?/

Bicycles were regarded with suspicion at first and frequentiy
were forbidden on streets and parkways. Enthusiastic Wheelmen were
not to be stopped. They were particularly proud of the “Liberty Bill",
passed in 1887, which gave New York cyclists the right to ride through
Central Park and on every city street.28

The League of American Wheelmen or L.A.W. as it was called
succeeded mightily in educating the American public to the advantages
of good roads. At the annual national rallies Wheelmen never failed
to make statements about the miserable conditions of the roads, on the
necessity for remedying the situation, and on the profits that would
result from road improvement.zg

Individual members wrote letters and articles for the press and
appealed directly to public officials throughout the nation. In most
instances Farm journals were willing to publish without making any

changes, articles sent in to them about good roads.30



In 1889 the L.A.W. appointed the first committee on improvement
of highways, quickly exhausted twenty thousand copies of a handbeok on

roadmaking, and in 1891 published The Gospel of Good Roads by Isaac

Potter, "treating of the economic worth of high-c¢lass roads, their
value to the farmer and the merchant and the duty of the State in
this making and repair of the main wagon roads. 3!

Good Roads magazine, founded by the Executive Committee of the
L.AM. in January of 1892, was devoted to pushing the roads improve-
ment reform with more extended facilities and upon a broader basis
than had ever before been attempted in the United States. It was the
first publication in the world devoted strictly to the cause of road
improvement. The creed, politics, purpose and declaration of the
principles of this publication could be declared by the two words of
its title, Good Roads. 2

Local clubs did much to spread the word about better roads.
California's Leaque motto was, "We want good roads in California."
Local ciubs promoted Good Roads' Days, established as another means of
propagandizing. 33

Good Roads wondered why it was that in the line of public improve-
ment and especially those improvements which affect the agricultural
population, the United States Government had been so slow to avail
itself of the advanced ideas and methods which seemed to be adopted

and taken up so quickly by foreign countries when once the value of

these improvements had been established. They received some enlighten-



ment on the question when they examined the report of Secretary Rusk,
of the Department of Agriculture for the year 1890. In this report
it appeared that the Department of Agriculture was practically with-
out any representation abroad, and that the march of improvements,
which in other departments had kept pace with the genius of France
and England, had been crippled and neglected in that branch of the
public service especially designed to serve the interests of the
farmer.3% Even in the year 1888 the report of the Department of
Agriculture contained: "While our railway system has become the
most perfect in the world, the common roads of the United States
have been neglected, and are inferior to those of any other civilized
country in the world, 35

Canada, too, was used in a comparison of roads. Canada was said
to be 150 years ahead of the United States in the matter of roads.

The Wheelman reported:

Our soil cannot differ materially from Canadian soil.

We have railroads, telegraphs, steamships, telephones, etc.,

but when we are compelled to use a road it is the .same one

our forefathers used one hundred years ago. We have bicycles

as perfect in construction and adaptability_ as we can make

them, and the problem that now confronts the bicycler is Roads .36

France, England, and Canada were quite interested in the Good Roads
magazine, as the January issue reported that the illustrated pamphlets
published by the Roads Improvement Department of the L.A.W. during the
previous year had attracted the attention of foreign readers and applica-

tions had been received from proprietors of English and French publications



for permission to reproduce the plates and printed matter in columns.37

Much was done to convince the farmer of the necessity of better
roads, as the farmer was almost completely responsible for the main-
tenance and construction of country roads. Bates told them: “There is
no public improvement which pays farmers, rural villages, and all
country towns a percentage of profit as first-class roads. 38

In many parts of the West, thirty miles a day was good average
speed for a week's journey by a first-rate horse with a 1ight travel-
ing buggy or wagon - or 180 miles in a week with common roads. On the
other hand, with first class macadam or gravel roads, nearly double
these distances were travelled with more than double Toads and less
fatigue and wear and tear.3? Wheelmen argued that good roads would enable
farmers to haul their produce to rail lines at minimal cost and effort.
The first demand for better roads came when vacant lands could not be
found close to waterways and was ended by an era of Railrcad construction.
Now vacant lands could not be found close to Railroad stations, so again
there was need and demand.?0 Pope declared, "There is no class in the
community to whom the necessity of better roads is more apparent than
the presidents of the great interior transportation lines."4!

The Wheelman's approach to farmers in behalf of good roads was

double-edged, marked, on the one hand, by condemnation and even ridicule,

and on the other hand by an appeal to reason.42 The New York Times
reported that, with all due respect to the farmer, he did not know how

to make roads, and that he might do well to "put a few dollars into the



relief of galled and broken-down horses that have lost their breath on

our miserable highways.“43
In an appeal to reason they argued that, with good roads, the average

rapidity of travel with horses would increase as much heavier loads

could be hauled. Transportation would consume less of the farmer's

Tabor and profits. The cost of living in villages and cities would

diminish and be less liable to needless fluctuation. Farms would increase

in value and their nearness to market would not be so essential as it

was at that time. "To these reforms the rapidly growing army of Wheel-

men are and will be the most enthusiastic and personally interested con-

tributors," urged Bates, in The Wheelman.4?

Many farmers, reported the Commissioner of Pyblic Roads 1in 1895,
when asked to favor a project for the improvement of roads, put it off
as a luxury "until better times." Yet it was pointed out that roads
would be a good investment, comparable to raising higher grade stock.%®
There was also a social side involved to this issue. Improved roads
destroyed the isolation that was an objective to farm life and promoted
sociability .mong farmers, exchanging new ideas. "Man is a social animal,"”
wrote the Commissioner, "and as we mend our ways and give our city cousins
the opportunity to come among us and see us they would rejoice at the
evidence of our enterprise and perhaps become one of us. "46
Hon. E. H. Thayer of lowa wrote in Good Roads that it was the farmer’'s

duty to make conditions such that "the boys and girls could easily,

cheaply and speedily run from the town to the country, and from the



country to the town. They would in this way be able to enjoy all the

comforts, pleasures and advantages of both city and country life and

thus stay on the farm. 4/

tastern farmers were prodded on by the reminder that, although
situated in the midst of the greatest population, her farm lands were
decreasing because the production of western farms was cheaper in
lands and in transportation.48 Regarding the latter, though, most
roads were so bad that it cost farmers as much to get their goods to
a railway station (usually about ten miles away) as to pay for four
hundred miles of shipment by rail. The railroads were in such bad
shape that hundreds of thousands of freight cars were empty for weeks.
Then when the weather improved, they were jammed with more freight than
they could carry. It remained for the riders of another kind of vehicle
to encourage farmers and railways to look at the situation with hopes
for possible solutions.%9

Good Roads reported in March, 1892, that Farmers during that year
had Tost six cents on the bushel on wheat marketed since January 1
because the wheat could not be taken over existing roads before Christmas.
Yet the farmer balked at a road tax that would cost him one half of
his wheat Toss.”® However the State Report of 1896 stated that the fear of
increased taxation that so generally prevailed among farmers was rapidly
giving way to an intense desire that they would be sooner benefited than
the Timited appropriation which the State allowed and that better roads

would allow them to share in cheaper tranSportation.5]

10



That roads were much discussed among the farmers {s seen in Hon.

Mortimer Whitehead's statement from the National Grange:

Roads, What a subject: How much we farmers have to do

with them. Like the poor, they are always with us. When

a neighbor drops in, it is first, 'How do you do?' And next,

‘How's the roads?' At this season of they year they are more

talked about than the weather.d

At an address delivered at the Southern Immigration and Industrial
Congress in Augusta, Georgia, it was reported that the money value of
improved highways was alone sufficient to justify the cost of their
construction and that this fact would be "confidently claimed or readily
admitted by many farmers, wuestioned by others and denied by not a few."
This same report noted that there were about one-fourth of the farmers
who viewed with apprehension the agitation in favor of improved highways,
yet the annual loss per acre was over seventy-six cents. Thus in five years

the losses would amount to the construction cost of two miles of road.
Some objected that improved roads would not increase the productive
capacity of the land, while the enhanced commercial value would increase
taxes. Yet it was bluntly asked:

Would not our objector, after enjoying the benefits of
good roads, be very willing to give the extra five dollars it
would cost him per year, if necessary. HWould he keep the
money and go back to the thraldom of mud roads? If so, he
has the option of selling his farm at an advance, according
to the average estimates of his brother farmers, that will
more than doubly reimburse him for his expenditures on high-
way improvement, and he can then remove to some native wild
whose quig% waters have not been 'troubled' by the Spirit of
Progress.

More encouraging was the Nebraska State Journal in its praise of

the systematic crusade inaugurated by the League of American Wheelmen

11



for better roads, which "promised to yield important results.” The
arguments put forth by the League sounded "complete and convincing."
The Journal commented further that the American farmer and business
man could see at a glance that good roads were no more costly than
Dad ones and that it would pay to inaugurate a system of good roads
in every State of the Union. "The League is doing a good work for
the farmer, and deserves the fullest measure of success in its pres-

ent campaign.54

The Wheelman, forced to ride the muddy roads and streets, and
oppressed by un-uniform legislation, became, in the 1890's forcefully
and certainly more fully aware of the total mess of roadway transpor-
tation. Not only did he see that the bicycle was suffering, but the
carriage and wagon were also. His own needs made him very much aware
of not only the farmer's needs but all classes of humanity dependent
on the road. Chief Consul Choat of the L.A.W. Minnesota Division
remarked accurately that the “history of the United States cannot be
written without mentioning the 'Good Roads Crusade' of the League,"
and that long after the organization had ceased to exist, "a national
system of building and repairing wagon roads would constitute an ever-
lasting reminder and a continual song of praise of the League of Ameri-
can Wheelmen."5®

Isaac B. Potter, onetime Editor of Good Roads, and Chairman of the
Improvement Bureau of the L.A.¥.,was of the opinion that America had,

in many respects, an even greater need of hard surfaced roads than had

12



France or England because our rainfall was considerably heavier than
theirs, and our dirt roads for weeks at a time were half as deep as
they were wide. 26

The League was of the opinion that hope for better roads lay not
with the States but with the long somnolent federal government. Follow-
ing the Civil War, the activities of the federal government were restricted
to the construction of roads in the territories and military roads
between forts. As the frontiers disappeared, these activities diminished,
until the federal government abandoned both direct and indirect partici-
pation in road work. Thus this period was marked by this drastic regres-
sjon in road administration with the State governments giving little or
no attention to the subject and relying wholly on the local revenues,
labor, and initiative to supply the States with a road system. As an
expected resuit of such a system a great many roads were laid out, but
very little thought was directed toward the actual improvement of these

reads.57

The reason for this lapse of interest by the national government
has never been definitely determined, but Winther suggests that "from
the viewpoint of the dominant agricultural elements, steamboats and
railroads met the basic transportation requirements in moving farm
produce to major markets, "and although the farmer was aware of condi-
tions, he was unwilling to pay the price.58

The farmers controlled the county and township tax funds. This

type of administration had never proven satisfactory and was a complete

13



failure in the matter of intercounty roads. Yet this continued in
all of the States up to 1890. Simon remarks that because "there was
virtuaily no co-operation between counties for the planning of inter-
county highway systems, it would not be uncommon to find county roads
teading to nowhere."59

Road taxation was corveetype, calling for payment of poll taxes
in the form of personal 1abor on road projects. Only in Kansas had
the labor poll tax system worked satisfactorily. In the Western States
the work was directed by a county road supervisor, who, in the opinion
of one railroad official, "has about as little idea of how to make a
good road as does a Sioux Indian."®0 Each man's labor counted as a
day, a boy counted as a half a day, a team counted two days, a plough
or scraper counted as one, and in some instances, hoe, pick and shovel
received credit for a day's labor each. There was some truth to the
statement that "this was merely playing at making a road," or that
this was "no better than road building in the time of Moses. "6l

As a general rule state laws tried to protect the property of the
farmers, the farmers maintaining ownership of the land on which county
roads were built. Minnesota and Kansas were examples of the fact that
farmers kept the rights to use grass, stones, gravel and sand within the
so-called rights-of-way. Thus we may not be surprised to read most
uncomplimentary views of travelers and others interested in road improve-
ment prior to 1890 about western county roads. The accounts of these

travelers seem to suggest that only a small amount of work had been done

14



on the roads to make them barely passab1e.62

From the East a citizen of Connecticut moaned: "What we complain of
under the present condition of affairs is that all four of the wheels of
oyr wagons are often running on different grades.“53 "A Carriage as much
as possible ought to stand upright in traveling," came the view of one
Westerner when discussing the miserable road conditions of the country.64

Good Roads tried to foster a drive to change tax laws, placing the
burden more evenly on every citizen rather than on the farmers alone. A
plea was sent out for plans and a promise to devote as much space as
possible to the subject of how the money should be raised, and whether the

65 Some seemed to think

United States should take part in road building.
that in order to secure good roads in the country, it was chiefly necessary
to change the highway laws so as to require all highway taxes to be paid
in money, rather than to "work out" taxes. "Then the well known shrewdness
of the farmers in dealing with public money will induce them to watch
closely after their interests, and see that they get the worth of their
money in good roads."00

In the cities the situation was different. The systems there
resolved into three major divisions: 1) The whole city had created one
highway district; all highway expenditures being made at the expense of
the whole city, 2) Streets were improved at the expense of the property
owners on the lines of such streets, adjacent thereto, 3) The first
pavement was laid at the expense of the property-owners on each street,
but all subsequent repavements, repairs, etc., were made at the expense

of the whole city. Many disagreed with these three methods because

15



political powers were given to some areas and they were apt to become
extravagant; the property owners were slow to make improvements and
selected cheap pavement for immediate results or property-owners would
put down cheap roads at first, knowing if it was worn out the State had
to pay for repairs. This latter was the “"curse® of many Western cities.®/

Railroads were constantly being prodded into road improvement. Potter
noted that "if one were to travel along the route of any of the great
trunk lines belonging to the American railroad system, he could find that
the local freight business, immense as it may appear in the aggregate,
was a very reliable barometer in the determination of the rural weather
and a most exact indication of the condition of the country roads."68
Potter aiso thought that railroad proprietors did not thoroughly understand
that highways were in immediate need of improvements and development and
that they should be constructed and repaired under a thoroughly competent
system and by competent persons. However arguments that bad roads
kept back valuable agricultural freight from the railroads and prevented
the growth of suburban communities, through which the railroad would
run, were used to gradually gather railroad support of the Good Roads
Movement. %%

Good Reoads for January, 18%4, had this notice, directed to the Chief
Consul of the League of American Wheelmen in each State:

Now is the season when you will make arrangements for

division expenses for the coming year. Do not forget the

work for improved roads. Its agitation in your State brings

your division into prominence, attracts new members, increases

the number of Wheeimen, adds force to the movement, and brings

us a little nearer to ultimate success. Some features of the

16



work may be discouraging, but, compared with the work

of seven or eight years ago, our efforts today are

bristling all over with the most gratifying success. A series

of small handbooks will be ready for use by State divisions

at an early day.’ Meanwhile, see that a fgnd §8r good roads

is not left out in your annual appropriation.

Thus the League was by no means limited in its campaign to the
farmers or the country. The ¢ity and communities of denser population
and Railroads were of prime importance. It was noted that in 1896, four
years previous, there had been great objection to the expenditure of
public funds for roads, particularly from the city. Now they no
Tonger heard opposition from this source. Since all the principal
thoroughfares near the cities in a few states had been improved, the
more distant points had caught the contagion, and some of the more
remote townships wanted an improved road.”

Good roads were said to decrease taxation, decrease living expenses,
increase property values, increase railroad business, promote prosperity,
and promote civilization, while bad roads were said to cause stringency in
the money market, hard times, dull times, unemployed labor, corners in
meat and breadstuff, fluctuating prices, and finally spasmodic speculation
in stocks.’Z The value of comfort, convenience, safety and healthfulness
to a community as affected by the condition of their roads and streets
were stressed and could not be readily stated in figures. They were said
to have a money value, both in their effect upon the general Tife and
business of the community and in the attraction presented to outside
business enterprises or home-seekers. Even the effect of a pavement upon
the health of the residents of a locality was cited to be affected by the

tendency of the materials composing it to decay, by its permeability,

and by its degree of freedom from noise and dUSt,73
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Mud was the King and ruled the land. He was the great congueror,

worse than an invading army, was the report circulated.’4 Mud Baths

were advertised:
People who are thinking of going to Arkansas to try mud

baths for medicinal treatment will find they can save money

and get all the mud baths they want by going in the street

alongside of my house, at the corner of Front Str;gt and the

Scuffletown road. f{all early and avoid the rush!
Isaac Potter had said, "A chain is no stronger than its weakest link
and a road is little better than its deepest mud hole."/0

First class roads, leading from a large city out into the country
were said to tend strongly to carry city capital and city homes out into
the country, thus greatly enhancing the value of property within a radius
of fifteen or twenty miles from the city. In a city thus where all roads
led out into the country and were sandy, muddy, or stony, or bad to
travel over at any season of the year, it was said that the wealth of
that city remained in the city and dwelt in city homes. City dwellers
were urged to make first-class roads out into the country and immediately
along such roads the wealth of the city would begin to be built. First
class roads linking a large city with the neighboring couniry were to
be the best paying investments to which public moneys could possibly be

directed. Like causes were said to produce like results, any and every-

where e]se.77

Even tramps, perhaps more numercus now due to the depression of
1893, were considered in the movement; it being suggested that all
tramps be appointed road inspectors and be paid out of the fines which
would be collected from every township where poor roads were found.

This would remedy two evils at once.’8

18



The Public was also aware of the Wheelman's work on directicnal signs.
This project, though limited, proved to be of some assistance in unfamiliar
areas. A worry to the cyclists out in the country was this lack of road
signs. Signposts had not been needed until then, for farmers and families
knew directions and few other people used the roads. Signs and road maps

made by the Wheelmen assisted the traveler.

1-%/\\ ALV

———
w \w / Danger signal -

0.XK. - Best road ‘Cautﬁonary - Better dismount,
At top of Hill - May be Ride with care.Descend No coasting.
safely coasted carefully, Dangerous

coasting.
Ll A \ Arrow pointi/l: lm
Advised to take o, L0 danger. e, The footpath may be
footpath. Diteh or \VV-/ W/ taken going either way.

curb will necessi-

tate a dismount. . ' ‘*

A Lla) L
(e 0 D

Cyclers attention -
Used as road post Club Room Rendezvous.
Modification of the of fice for written Come in.

?ﬁ?g?f’;"‘iz'e agmooth @ instruction&@*
"W ® G

League Hotel sign - Wheelmen: Read this
Refreshments

The Wheelman for September, 1883, noted the above stencil signals

painted by the Wheelmen on boards, posts, and fences, where a stranger

might want to know the best route for bicyclists.
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The League was very much interested in the important question of
tires. Soft roads, i.e. those that were made on sand or loam, would
never, except when frozen, be able to stand narrow tires. If the farmers
or others engaged in teaming were requested to increase the width of
their wheel tires only to save the roads it would have been to the
teamsters interest to do it, though the reason might not have always
been visible to the man who wanted to see immediate results.’?

From Youngstown, Ohio, M. J. Lewis, a well-known Wheelman and
advocate of good roads told about a ride over country roads where he
found wagon tracks made by six inch tired wheels. These tires had
made the country roads where they had traveled almost like a pavement,
and he found the owner of the wagon could haul heavy loads with such
tires when the roads were in a bad condition. On soft roads where the
tires had gone over, it made it an easy matter for cyclists to spin
over the country.BG California reported much progress in this matter,
as public opinion was educated through the Santa Clara Grange and the
League of American Wheelmen in favor of wide tires, until it became a
rarity to see an old-time wagon on the road.®!

Another method used by the Wheelmen to arouse interest in better
road conditions was to offer cash prizes through the University of
Pennsylvania for the best papers and essays "Upon Road Making and
Maintenance," with competition open to all. The main prizes of $400,
$200, and $100, and honorable mentions, together with notes and a
carefully prepared digest of all the other papers were printed and

presented as a contributions to the cause of better roads. 52
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Colonel Albert Pope offered one hundred bicycles as prizes on Good

Roads essays and issued yearly badges to those who paid for road

improvement.g3

Wheelmen appealed to various groups of men for the need of good
roads. In 1882, speaking to the "average man", the Wheelman reported
that the bicycle was the vehicle of Tuxurious roads of the highest
civilization. While it was known to be the poor man's house and carriage
it could not exist at all in a country of poor roads. In a state of
good roads it was said that its riders would take jong tours - doctor,

merchant, tourist, and farmer would use it as their most durable vehic}e.g4

Isaac Potter urged the local L.A.W. organizations to convert the
newspapermen, lawyers, engineers, and clergy of their communities to the
cause. He motivated them to establish a finance and subscription
committee to issue yearly badges to anyone who subscribed fifty cents
or more to the road movement, to publish subscription 1ists in the
newspapers, to publish reports on services and materials needed for
road construction, and to place road photographs in newspapers.85 In November,
he offered one hundred dollars in prizes for photographs of good and
bad roads. The magazine had response from 480 prominent newSpapers

and men, commending its purpose and work.87
Good Roads reported that there was an inclination "out West" to

treat the road question with the dignity and consideration which it
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deserved. Hundreds of letters came in every week to the editorial
office giving evidence of an increase in the movement among the
prairie states that showed a certainty of success. “Sometimes it
seems as though our Western friends have inherited the courage of
their pioneer ancestors and imbibed the energy of a prairie cyc?ene.”88

A. H. Overman, President of the Overman Wheel Co., gave six
thousand dollars to the Good Roads campaign, and noted that the Civili-
zation of a people could be measured by the condition of their ropads
and their breadth of mind by their appreciation of the means of loco-
motion. Life, he thought, was ever linked with motion, and the man
who would be in the greatest sense comprehensive would necessarily
lend himself to the best means of getting about. He further remarked
that, as our arteries are the means of circulation, so our roads were
the real evidences of life in our great 3and.89

The Wheelmen themselves were given as a cause for Better Roads:

Were there no other reasons for the rapid improvement of

our common roads, the argument of the greatest good to the

largest number would apply to the benefitting of our immense

army of Wheelmen, to which recruits from all classes, by the

thousands, are yearly being rapidly added. By improved high-

ways they maintain health and enjoy our scenery so cheaply

that travelling is no longer only the province of the rich.

What better arqgument for the speedy improvement of roads than

the nec&asity of affording easy passage for this immense number of
wheels.

The League, as an organized group, also tried to exert needed
pressure on legislation. With political hopes for the L.A.W., the
Editor of Good Roads even went so far as to say that "Unless some

unforeseen and remarkable blunder is made, the L.A.W. will stand
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firmly on its own legs long after there isn't a Republican or Democrat

on the face of the Earth."gI

It was the Minnesota Division of the L.A.W. that made the pioneer
effort in a direction from which success eventually came. At the
National Republican convention in Minneapolis, Chief Consul Choate pre-
sented the subject of better roads to the committee on the platform.

The "dignified" Statesmen were full of "sympathy" with the roads improve-
ment scheme, but they were quick with ready reasons why the roads ques-
tions should not be specially referred to in the platform. "The G.0.P."
reported Good Roads,"will go on shouting tariff until November and then
wake up to impassabie roads on election day which means the practical
disfranchisement of 200,000 farmers." Much credit was given to this
Division of the lLeague for the practical good accomplished in raising

the roads issue in this political setting.g2

"Hard times and the people can't afford it,"” was the sober, serious
verdict offered by nine-tenths of the legislators when a proposition was
made to spend public money for the improvement of roads. VYet it was shown
that the people of the United States spent $1,641,903,406 for drink and
tobacco in 1894.93

Even though met with opposition, the League gathered money and labor
from their communities for the cause. They did not always accomplish the
expensive and permanent road construction carried on by the different
Township, County, and State acts, but they did carry a sentiment so

persuasive that almost everyone that came under its infiuence was
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persuaded to contribute a portion of his labor and means, to work
independently with, or to assist their towns or townships. Under
this influence, many roadways had not only been improved, but their
sides had been beautified by trees and other shrubbery. Foot-paths
and cycle paths were also created due to the lLeague's efforts.9% It
was said of the Wheelmen that, if Washington, D.C. abandoned the new
system of asphalt pavements and returned to the use of stone,
wooden blocks, or any other less smooth and comfortable style of
pavement, the bicycle riders of that city would, without excep-
tion, be found solidly and determinedly opposed to this change and
would manifest their strength, by vote, voice, pen, business and
political influence, against any such action. Thus the League made
it quite clear that any return to inferior forms of pavement would
not only lose votes, but would meet with active opposition of every
bicycler and tricycler in the vicinity. This was made known for
those who were not aware of the "growing political influence of the
Wheelmen. "9

Bicyclers believed that the cost of first class roads and pave-
ments was the wisest and most absolutely necessary expenditure of
public money. They were as set in their opinion that they must and
would have first-class highways, at any necessary expense, as were
intelligent voters convinced "that good public schools were necessary
no matter what the cost." At the same time, the Wheelmen were as

strongly opposed to extravagance as any ciass. They knew what a good

24



roadway was, and they wanted the lowest price to secure it.96

The New York Press had this to say of the League:

The L.A.W. has taken the agitation for good roads
up with the earnestness that must bear fruit. It has
circulated tons of literature among the farmers, and
has sent lecturers with glib tongues and flashing
stereopticons to show them the wickedness of the mud.

It has had bills drafted and introduced in state legis-
latures and in Congress and in several instances has had
them passed. It has started a neat and well edited maga-
zine called Good Roads, devoted to the subject which its
title indicates. It has spent thousands upon thousands
of dollars for which it is willing to let the future
thank it, for }he present doesn't know enough to be
grateful now.>
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PART II ESTABLISHMENT OF THE OFFICE OF ROAD INQUIRY
IN THE DEPARTMENT OF AGRICULTURE



Chicago held its Roads Convention in 1891, presided over by
Judge Thayer of lowa, with delegates from existing State organiza-
tions for road improvement. They came from Boards of Trade and
Agricultural Colleges and Universities, Farmer's Clubs, and the
L.eague of American Wheelmen. Interested in a national movement
for better roads, this group formed the National Leaque for Good
Roads.

General Roy Stone, Secretary of the newly formed N.L.G.R.
was in agreement with the Wheelmen in the thought that hope for
their cause would reside not with the State but with the Federal
Government.! However, it was Colonel Pope who took the initiative
and sent an open memorial to Congress requesting a special Good
Roads building at the World's Columbian Exposition, to be in
Chicago in 1893, instead of the roads exhibition, as he felt
would lose itself as a part of the buildings of Mines, Transporta-
tion, and Agriculture. Pope also sent a petition to Congress,
four-fifths of a mile Eong,2 signed by 150,000 businessmen and
seventeen Governors to establish an institute of Road Engineering
and a Road Department similar to the Agricultural Department for
the purpose of promoting knowledge in the art of constructing and
maintaining roads.3 Pope received replies from President Harrison,
the Secretaries of War and Interior and the Postmaster General

sanctioning his suggestion.é
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The National League for Good Roads held its first convention
in Washington, D.C. Its committee on legislation was supposed to
work for federal aid in building and maintaining country roads and
its committee on the World's Fair was to work for an independent
road exhibit.> During this rally of July, 1892, the League's
President, Charles L. Burdett of St. lLouis, Missouri, had a con-
ference with a receptive President Benjamin Harrison and told him
about the tremendous volume of business the Railroads were losing
due to miserable roads throughout the cauntry.6

First signs of State aid for roads came in 1891 when New Jersey
passed a state-aid law providing an annual fund of $75,000 for the
construction of highways in cooperation with the counties. As for
federal aid, at the time of the creation of the Office of Public
Road Inquiry in 1893, the only participation of the federal government
in the construction of roads in the United States was in the District
of Columbia, the national cemeteries, and on the government reserva-

tions.’

The National League for Good Roads was very active in urging this
national aid upon Congress, and there is evidence tending to show that
this group was largely instrumental in having the Office of Road Inguiry
created. This was further substantiated by the fact that the Secretary
of the League, General Roy Stone, was the one chosen as Special Agent

of this office.®
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In the appropriation for the Department of Agriculture for the
Fiscal year ending June 30, 1894, Congress provided:

To enable the Secretary of Agricuiture to make inquiries
in regard to the system of road management throughout the
United States, to make investigations in regard to the best
method of roadmaking, to prepare publications on this subject
suitable for distribution and to enable him to assist the
agricultural colleges and experiment stations in désseminating
information on this subject, ten thousand dollars.

The Office of Road Inquiry was created by the Secretary of Agriculture
under this appropriation to carry out the Congressional wishes. Thus
the road services were not established directly by Congress, but rather,
indirectly by an appropriation for these services. In each case the
Secretary of Agriculture was authorized to appoint a special agent to
carry on the inquiry of roads. 10

The initial instructions given to the first Special Agent, General
Roy Stone of New York, on October 3, 1893, were:

You have been this day appointed to supervise and carry
out the investigation pursuant to the statute approved March 3,
1893, which has four branches: 1. To make inquiries in regard
to the systems of road management throughout the U.S., 2. To
make investigations in regard to the best method of road making,
3. To prepare didactic publications on this subject, suitable
for publication, 4. To assist the agricultural colieges and
experiment stations in disseminating information on this sub-
ject.

It will not be profitable to enter upon all these points
at first. The work under the appropriation wiil need to be of
gradual growth, conducted at all times economically. Therefore,
it is not expected that there will be any considerable force of
clerical help, and aside from your salary, no considerable expen-
diture for the present. [t is understood that you have at your
command the data for a compilation of the laws of several of the
States, upon which their road systems are based. [t should be
your first duty, therefore, to make such collections complete,
and prepare 2 bulletin on that subject.

Incidently, while preparing this bulletin you should charge
yourself with collecting data relating to different methods of
roadmaking, which in the first instance, should be generic in
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their character, including: 1. The best method of constructing
a common highway without gravel or stone, 2. Gravel highways,
3. Macadam and other stone roads, 4. Data upon which to base
suggestions for the transportation of material within reason-
able access, for the proper surfacing of the roadbed. These
data should form the foundation for the second bulletin or
second series of bulletins.

There are certain restrictions [ wish specifically to
bring to your attention. It must be borne in mind that the
actual expense in the construction of these highways is to be
borne by the localities and states in which they lie. More-
over, it is not the province of this department to seek to
control or infiuence said action except insofar as advice and
wise suggestions shall contribute toward it. This department
is to form no part of any plan, scheme, or organization, or
to be part to it in any way, which has for its object the
concerted effort to secure and furnish labor to unemployed
persons or to convicts. These are matters to be carried on
by States, localities, or charities. The Department is to
furnish information, not to direct and formulate any system
of organization, however efficient or desirable it may be.
Any such effort on its part would soon make it subject to
hostile criticism., You will ?ub]ish this letter on the pre-
face of yaur first bulletin.]

The first report by the Secretary of Agriculture about the O0ffice
of Road Inguiry stated that the results of the first year of work
were successful.!2 Nine bulletins were published by the Office,
which proved to be extremely popular, and in many cases the first
aeditions were exhausted and reprints were ordered. The report of
General Stone showed that, from October, 1893, until June 30, 1894, in
addition to the bulletins issued, he attended and addressed meetings
devoted to the improvement of roads. 13

The work of the Office continued in spreading information through
publications, lectures and consultations. The Leagque of American
Wheeimen during this same period was working quite actively in the

States for the same purpose. In 1896 a new method was added, as a way
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to cooperate with the agricultural colieges and experiment stations. This
took the form of object lessons. Money for this project came from the
state, county, township, college, or experiment station for whom the road
was constructed and the necessary machinery was often borrowed from manu-
facturers of road equipment. In 1897 two object lessons were built: one
at the Experiment Station in Geneva and one at the Agricultural College
and Experiment Station in New Jersey. By 1905 there were twenty-one
object lesson roads in nine states. 14

The Department of Agriculture divided the United States into four
areas, namely, the Eastefn States, the Southern States, the Prairie
States, and the Rocky Mountain States, with an assigned agent in each
district. The agent had to be qualified in geology and civil engineer-
ing. They were to establish a scientific plan of road building, report
for publication often, and give aid and lectures to the colleges or
other educational institutions.!®

Experimental roads were also built. However these did not increase
in number or importance as the object lesson roads did. Another field
opening up at this time was road material testing and sampling. The
annual appropriation bill for 1897 added the authorization to investi-
gate the best kinds of roadmaking materials in the several states.!6
One representative of the Western States traveled 35,000 miles throughout
the trans-Mississippi West for a road-improvement program. This resulted
in local experimenting in grading methods and the use of road-building
materials. Louisiana experimented with a mixture of clay and sand, and

in the Far West oil was used for settling dust.l!/
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Special Agent and Engineer for Road Inquiry was the title given
to Colonel Stone from 1893-1896. The name was changed to Director of the
Office of Road Inquiry in 1897. 1In 1898 Martin Dodge took the same
office. By 1899 the Department changed to the Office of Public Road
Inquiries under Co. Stone. Martin Dodge took this office from
1900-1904. In 1905 there was a reorganization of the work. The Divi-
sion of Tests of the Bureau of Chemistry and the Office of Road Inquiry
were consolidated under the name of the Office of Public Roads.18

The appropriation for the fiscal year 1894, under which the work
was started, was $10,000. The same amount was given for each of the
two following years and then the appropriation dropped to $8,000 for
four years. In 1901 it went up to $10,000, the next year $20,000 and

then $30,000. For 1904 and 1905 the annual appropriations were $35,000.19

With this Government involvement in the road conditions, Good Roads
encouraged its readers to supply facts which would show damage to farm-
ing industries by reason of deep mud in Spring and Fall, and to send them
to‘any member of the committee for Better Roads, which included from the
West, Senators William Peffer of Topeka, Kansas, William Washburn of
Minneapolis, and Henry Hansborough of North Dakota.20 The Office Of
Road Inquiry furnished a raliying point for the friends of reform and a
signal tower from which its progress could be watched and reported every
day.23

Correspondence between General Stone and School Superintendents was
a common practice in order to stir up enthusiasm in school authorities

and enlist the "great educational organization” of the country in the
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present campaign of agitation and instruction, and to train up a genera-
tion of better road builders for the future.22 The Alabama State Super-
intendent of BEducation put much weight and value in this issue. He
remarked:

Good roads help regularity in school attendance.

Without regularity the pupil makes slow progress, the classes

are retarded, the entire school is disorganized, and the

teacher is discouraged. A school may be perfectly equipped

as to the building, furnishings, and trained teachers, and

at the same time prove a failure on account of a lack of

accessibility. Accessibility depends on the kind and con-

dition of public roads.23

The League of American Wheelmen had worked and won many legislative
battles on the State level, yet their work for the c¢reation of a national
highway commission seemed stalemated by the appropriation to the
Agriculture Department for road research.?® The aid that was given by
the national government from 1893 to 1913 for the construction and
maintenance of roads was indirect. Through the Office of Public Roads
the govermment informed the nation of the necessity of good roads, but
did not directly assist in the work itseif.25 Direct participation
of the Federal Government could only be had with a widespread movement
agitated by such a society as the National Good Roads Association,25
to which cause the L.A.W. gave much incentive.2/

Many members of the L.A.W. in the early years of the League must
have been unaware of the political power it possessed, since the League
was not organized for the purpose of exerting direct political power.
Yet it was said that the League "represented a powerful organization,
possessing control of money, brains, business, social influence, votes,

and represented a considerable political power.“28 In their struggle

to obtain a Highway Commission they had most people in agreement that
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"no great system of permanent highways in any country was ever built
up without the aid and support of the general Government of that
country.“29

General Roy Stone remarked at the Good Roads Banquet of the L.A.W.

in Albany, New York, February 11, 1897:

There is no need to preach good roads to the Wheelmen. Every
Wheelman is a preacher, a worker, and a fighter for good roads. It
is only necessary to furnish him texts for preaching, tools to work
with, and weapons to fight with and then hold him back when his
zeal outruns his discretion. 1 know well how the Wheelmen can fight
for good legislation. In my first experience, five years ago, with
the help of the L.A.W. under the guidance of President Burdett, and
when the League had less than half its present strength, I found
how potent an agency it could be.

OQur bill for a national highway commission was pushed through
the Senate of the U.S5. almost entireiy by the Wheelmen's aid, and
only failed in the House of Representatives through the determina-
tion of one many who had it in his power to put his foot upon it.

He was one who came from a district where the roads were so bad

that he had scarcely a Wheelman for a constituent. In that con-
test the most grave and reverend seniors of the Senate were startled
by the enthusiasm of their constituents for good roads, as shown

by floods of telegrams and columns of editorials, all of which

I happened to know were inspired by our friends of the wheel.

The Wheelmen have kept alive the agitation of this subject
when other classes of road users have fallen silent. Their Titera-
ture has flooded the country and their road committees have worked
without ceasing. Whenever the farmers are ready in any State to
propose legislation for road improvement, the Wheelmen will take
care that the city members of the Legisiation are not indifferent
and whenever the cities are called on to aid in county road build-
ing they will move heaven and earth to have this. In short they
will render any service to the cause of good roads that a quick
intelligence can discover and an earnest zeal can execute and
their aid will be welcomed by every citizen who takes that cause
deeply to heart.30

During the Panic of 1893 General Stone thought that the people
should realize that it was not the lack of money, but the Tack of

circulation for it, that made the hard times. At first money was taken
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out of the banks and then out of business. The former was replaced, but
due to a lack of confidence in business this was not replaced. The
capital withdrawn from business, which gave employment to labor was
being added to the mass of bank deposits and labor was turned adrift.
To break this deadlock he suggested that the time to push public works
with profit was when private enterprise dropped out of competition.
Thus the roads were for the public welfare and, when begun, would fur-
nish as much, if not more, employment than did the railway building
in its most active days.3}

To keep Federal Aid and the employment question ever in mind
Good Roads carried on a campaign to report the general feeling from
different States. From Colorado one bicycler stated that the most
interesting road he traveled on was also the worst:

The road for ten miles was composed of sand, gravel, mud,

stones and muck holes. The grade was terrific and along the

sides of the road were the carcasses of horses, mules, and

donkeys that had falien by the way. The cost of that road

was enormous, not only in wagons and draught animals but in

machinery and expensive merchandise that was broken and

destroyed. I saw the wreck of a piano that had gone over

the pass, and a load of show cases and mirrors that did not

have a handful of glass in them.32

From California came the cry that the general character of the roads
throughout the State, during wet seasons, was bad, particularly in
January and February, when the roads were almost impassab]e.33 Texas
reported unworked roads and Road laws that were seldom executed.
Bayard Taylor wrote that at least “a million dollars annually should
be spent in each Territory between the Mississippi and the Pacific on

roads and bridges."34
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Missouri, one of the first Western States to join the L.A.W., was
also quite prominent among the Western States in her movement for
improved roads. She went about her work in a manner which often put
to shame the wealthier and more populous States.35

Montana reported the "good" natural roads and original trails
of the early emigrant were still in use and remained practically
unchanged. "Chinook" winds evaporated the melting snow and after
the Tight spring rains the soil baked hard and remained that dusty
way until the following spring. The mountain roads, constructed for
the benefit of the miners'and lumbermen had grades, holes and slants
to make anyone's "hair turn grey in a few hours."30

Hon. John J. Ingalls thought that Western roads were "much like
the roof of the cabin of the Arkansas Traveler, which did not leak
in dry weather, and when it rained could not be repaired.” He also
cited that nothing else could be imagined worse than Western roads
in Spring and Autumn. For weeks traffic was absolutely suspended
by the mud and "unfathomable mire." He thought permanent improve-
ment could not be expected while the “"shiftless, improvident and
irresponsible method prevai1ed."37

Minnesota's appraisal was made by A. B. Choate, Division Consul
Leader who reported that Minnesota had not shown great wisdom on the
subject of road improvement. He thought it was a question of how
long it would take to remove prejudice, and educate the obstructionists

38

to the wisdom and importance of reform. Another Minnesotan remarked:
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In this town, just at present, it is a guestion of which
is the best means of travel, a skiff, a stone boat, or a land
roller with a high seat. A wheeled vehicle is about out of the
question.3

No matter where, the bicycle, of all modern inventions, was the
perfect road tester. It was the most sensitive of all vehicles to the
slightest imperfection in the construction or condition of a road

surface. The Wheelman asserted that the bicycle-rider "feels the

bumps in his own muscular and nervous system, just as the horse does,

and if horses could talk, their expressions on this subject would

exactly agree with the bicycle rider, and form a concensus of equine

and human opinions which would revolutionize legislation in one campaign."40

It was found too that the pleasure of travel was conditioned,
more than anyone wanted to admit, upon such unromantic things as roads,
wagons and bills of fare.4! Thanks to the Wheelmen a new era for
the care of the quality of roads was dawning.

Enthusiastic Wheelmen attended the road convention held in
Sacramento, California, in 1895. They were joined by representatives
of the university, commercial bodies, manufacturers, municipalities
and county governments, granges, alliance institutes, and humane
societies. The guest speaker, General Roy Stone, representing the
Office of Road Inguiry, thought California reminded him of France
except in her roads. France was a delight; California "was
in winter a task, and in summer a torture."  Yet he thought California
represented the highest forces of American Civilization and urged

taking New Jersey for a pattern of State Aid and California for the use of
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convicts in preparing road materials.42

Lewis M. Haupt thought that this time could be regarded in history
as the “revival of the road era," and that States which first provided
themselves with a good system of firm highways, passable at all seasons
of the year, would be the first to reach the goal of commercial, indus-
trial, and agricultural prosperity, while those that lagged in the race
would find themselves in the "slough of despair."43

Ira Baker in his Treatise on Roads and Pavements listed the finan-

cial advantages of Good Roads: 1. Decrease the cost of transportation,
2. Permit the cultivation of crops not otherwise marketable as fruits
and vegetables, 3. Give a wider choice of time for the marketing of
crops, 4. Permit the marketing to be done when the prices are most
favorable, 5. Give a wider choice of the market place, 6. Tend to
equalize the produce market between different climatic conditions.

7. Tend to equalize railroad traffic between the different seasons of
the year, 8. Tend to equalize mercantile business between the different
seasons of the year, 8, The social and educational advantages of good
roads: 1. Permit more easy intercourse between the members of rural
communities and also between rural and urban populations, 2. Facilitate
the consolidation of rural schools and thereby increase their economy
and efficiency, 3. Facilitate rural mail delivery and thereby tend to
improve the social and intellectual condition of the rural population,
4, Change rural into suburban property and sometimes help induce
tourist travel and secure vacation residents.*d Public opinion could

not but see the validity of the Cause.
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During the bicycle's "peak years" 1880-1899, League expansion
kept pace with the cycle trade. Bicycle production reached nearly
2,000,000 in 1898, while the League's membership rose to an all-time
high of 102,636 during the same year.45

Then, almost as quickly as the cycling craze came about, it
vanished just as quickly from the scene. The public turned to a
newer vehicle - the engine carriage. With this the League member-
ship in 1900 dropped to 76,944, then to 8,629 in 1902. Each year
found fewer members.?0

Quting reported in April of 190t1:

One of the most remarkable present conditions is the

indifferent interest taken by the average rider in the L.A.W.

This organization, which for years held undisputed sway over

the déstinies of cycling, seems to be fast losing its hold.4/

and in the next issue:
The wisdom of forming a 1life membership class in the
L.A.W. is decidedly questionable, and its success is extremely
doubtful. The project of ten dollars 1ife membership shows a
glaring need of funds. A decrease in membership in the gast
few years has reduced the lLeague's finances alarmingly.4
With membership and funds dwindling, The League of American Wheelmen
amalgamated with several existing or newly formed organizations accord-
ing to the interest of the remaining members, that is - racing, tour-

ing, or the Good Roads Movement.
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Much of the League's road work became, after 1902, associated
with the American Road Makers, organized in 1902, and later, in 1910,
to become the American Road Builders Association, whose membership
now includes the entire highway industry and profession.49

Many Bicycle Club Houses were taken over by automobile clubs
whose members had, at one time, been members of the L.A.W. An example
of this is the now existing Franklin Club House of Wilkes-Barre,
Pennsylvania, built by the West End Wheeimen in 1898. The present Club
in its formative years contributed greatly to the advance of the auto-
mobile age, just as its predecessor had contributed to the bicycle era.0

It was the bicycle manufacturers such as Colonel Albert Pope,
Charles Duryea, and E. C. Sloan who, already owning the required
facilities, were the first automobile manufacturers. Henry Ford, William
Duryant, Charles Nash, and John Willys received their start in the bicy-
cle industry, too. And what is more, many fundamental parts of the
modern motor car were invented and developed by the cycle trade; without
this it would have been many years before the motor car could become a

practicable vehicle.”]



PART III.

OTHER FORCES ACTIVE IN THE GOOD ROADS MOVEMENT



Other factors and forces worked with the League of American
Wheelmen for the betterment of roads. An interesting one, used to
supplement publications, lectures, and object-lessons in disseminat-
ing knowledge of road building, was the good roads train, organized
in 1901 by the National Good Roads Association for the Office of
Public Road Inquiry.

The train travelled through the country spreading interest in
good roads and building object-lesson roads most likely where a good
roads convention was being held. Lectures were given from the
train by Governors, Congressmen, Professors, business men and experts
from the Office of Road Inquiry. The Railroad supplied the train,
the manufacturers supplied the road building equipment, and the
Tocal communities supplied the common Jabor, !

The Southern Railroad sent their Good Roads caravan consisting
of ten to twelve cars jammed with road-making machinery, another car
for laborers, and two private cars for the "Good Roads" headquarters.
They built sample roads, sometimes twelve miles long.2 Besides this,
the Railroad helped in the equal distribution of their traffic
through the seasons, securing constant employment of their force.3

Much is owed to the early inventors - de Pont's manufacture of
blasting powder in 1856, E1i Whitney Blake's "jaw rock crusher" and
dump wagon, stump extractors, power rollers, and the manufacturing

company of Portland Cement in 1871.%4
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Schools contributed their share in good road building. In
response to General Roy Stone's soliciting the aid of schools, W. T.
Harris, Commissioner of Education, replied with complete cooperation
and assistance on June 6, 1896:

It is clear that teachers may form road committees among
pupils and at proper times and seasons the attention of the
school will be called to methods of making a road and preserving
it. The teachers may appoint a committee of four or five bright
boys and loan them the circulars to study at home.

R. H. Jesse, President of the University of Missouri hoped that

with better roads, the schoolhouse would become a lyceum where people
would gather. "“"Men," he stated, "will not go to the country store to
swap lies and they will not spend so much time in barrooms. They
will sometimes go to the schoolhouse and the reading room and lecture
room. "6

Road conventions were called in at least half the States in the
1890's. At Sedalia, Missouri, the convention in 1893 resolved to urge
the passage of any laws that would enable counties to obtain practical
application of the best methods of improving roads.’ Many of the con-
ventions helped to bring about resolutions needed for practical and
specific planning of the Good Roads Movement within the States.

Early in 1899 the Interstate Good Roads and Public Improvement
Association inaugurated an interstate campaign. The Association visited
the leading States of Minnesota, Wisconsin, Iowa, Illinois, Missouri,
Tennessee, Arkansas, and Texas and organized thirty-eight district
and State conventions, constructing thirty-four sample roads of maca-

dam, gravel and sand as object lessons under the direction of Mr. E. E.

Harrison, expert of the Office of Public Road Inquiry, assisted by
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Teading manufacturers of road machinery. The distance traveled
was 105,000 miles on the railroad and there were over one million
pieces of literature distributed, whiie they spent over nine
thousand dollars to defray necessary expenses.8

One danger was the popular belief that road-making was such a
simple thing that anybody could do it without knowledge or experience.
Road-making gradually became a science and road engineers learned to
take the materials at hand and make roads that would withstand rain,
frost and ordinary wear. Such roads were missionaries to convert the
people to scientific road»making.g

Through the efforts of Coleonel Pope, special instructions in road
engineering were introduced into the curriculum of the Massachusetts
Institute of Technology. Pope gave six thousand dollars to the
Institute to establish the department of road engineering, as well
as his being largely responsible for the establishment of the Massachu-
setts Highway Commission.'® J. B. Bishop wrote concerning the matter:

Putting all other social and economic effects of the

bicycle aside, its influence as a pioneer in scientific

road building is alone sufficient to entitle it to the

lasting gratitude of the American People.ll

The American Road Machine Company of Kennett Square, Pennsylvania

published a pamphlet of forty-eight pages on Good Roads and How to

Make Them. Good Roads reported: "Its pages are by no means devoted

to the exclusive advertising of the company's business. It is largely
instructive, both as to the benefits of improved roads and the practi-

cal methods of making them. "12
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Just as the bicycle laid the foundation for the automobile,
so there was early evidence that the automobile would continue the
League’s road improvement work. A hundred dollar contribution in
1908 by Henry Ford, and other contributions from auto owners, for the
good roads movement were an indication of the fact that automobile
manufacturers and auto users were enthusiastic about carrying on
the work "ambitiously begun three decades earlier by the League of
American Wheelmen."13

Aside from the acknowledged interest in the good roads move-
ment from builders of wagons, carriages, bicycles, traction and
farm engines, and implements of coaching and country clubs, coach
and carriage owners, horse-breeders, and all merchants and manufacturers,
there were many great semi-pubiic institutions with interests deeply
involved, such as bankers, labor organizations, telegraph and telephone
companies, and newspapers.]4

Newspapers became a formidable exponent for good roads. QOne
reason for this was that their circulation would expand with free
delivery that would follow good roads. Many papers were definite in
their opinions on the work of the L.A.W.

The New York Times was impressed by the untiring efforts and the

ingenuity of the Wheelmen and commented that it "hardly seemed possible
that so much could have been done for road improvement as had been
accomplished by an ‘'athletic organization'."

The Chicago Tribune and the Chicago Times, at the very time they

were daily sneering at and ridiculing the bicycle and its riders, fell
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into the trap set up by the Wheelman, Bates, and published vigorous
editorials, rehashing his arguments and facts in favor of a reform
in the highway laws and highway construction. In one column would
be found sneering references to the bicycle fraternity, while in
another they urged the bicycler's reasons and facts in favor of
highway legislation.1®

The New York Tribune cited, "To provide the nation with good
roads is a stupendous undertaking, but in the way the League does
it, it can be accomp]ished."]7

Nor was the League of American Wheelmen the only organization
involved in the campaign for better roads. Others following the
Wheelmen were the National League for Good Roads, The National
Good Roads Association, the American Road Builders Association,
and numerous State and even county organizations. From these
emerged state and federal action.18

The National Board of Trade and Transportation in 1892 voiced
this positive statement:

We recognize the exceeding poverty of the country, even
amid its riches, in the universally deplorable condition of
its public highways, and favor a system which will provide
for their immediate improvement under control of State Govern-
ments.19
In the same year the Chamber of Commerce of New York adopted

strong resolutions and approached Hon. C. M. Depew to represent the
Chamber at the Chicago convention for the organization of a National

lL.eague for road improvement.zo
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It was due to the efforts of the L.A.W. that the matter of
roads received the unqualified endorsement of very many of the
prominent men in the country, that it had the attention of ten
or twelve State Governors in their annual messages and that in
many States new bills were presented to provide practical reforms
and remedies.?]

D. R. Francis of St. Louis, President of the Expo. said:

Today public sentiment has become so entirely in favor

of street improvement that no property holder can hold out

against it. The taxpayers authorized the municipal authori-

ties to put an uniimited tax upon any lot in order to improve

the street in fron§ of the‘1ot. The resu?tzgs that you will

see in St. Louis miles of improved streets.

Hon. A. M. Dockery, Governor of Missouri, stated that Missouri,
I11inois, and every other State of the West would be laggards in this
work so long as the existing system of attempting to "work the roads”
is maintained. He thought the only way to arouse the people to action
was to educate them so they would be willing to tax themselves.Z3

Senator Manderson said that he knew of no subject more important
to him than the bettering of the roads of the United States. "It was
& source of very great pleasure to me that in the county of Douglas,
in the State of Nebraska, the people have started to build better
roads, and voted $150,000 for this purpose."z4

Besides his active advocacy of good roads in the Daily Age, Judge
E. H. Thayer of Iowa inaugurated a good roads convention at Des Moines

in August, 1892. It was the largest assembly outside of a political

gathering ever held in the State. He was elected Chairman of the

45



convention and when the permanent organization, known as the Iowa
Road Improvement Association,was established, he was elected the
president. Good Roads lauded him: "Judge Thayer embraced every
opportunity to publicly discuss the question, being firmly con-
vinced that the outcome of the universal agitation on the subject
would establish a general system of good roads construction, leading
to great results.”25 General Stone mentioned three great leaders
fighting their separate battles for good roads in the United States:
Colonel Pope in the East, Judge Thayer of Iowa in the West and

Isgac Potter all along the line.26

Senator Joseph N. Dolph of Oregon urged:

There is no reason why every thickly settled and pro-
ductive region in this country should not be supplied with
good roads. In most cases the reason why the roads in this
country are not better, is not that the cost of construction
and maintenance is beyond the ability of the people, but
that it is the indifference of the parties interested, the

failure in some instances to properly locate the roads, the

lack of intelligently devised plans for their construction

and improvement, and the extravagant use of funds raised for

the purpose of better roads.

From Senator Knute Nelson of Minnesota came the encouragement
that "the enterprise you are engaged in is one of the great civilizers
of the age and I trust you may meet with that success which your
earnest and systematic efforts are clearly entitled to."zg

Governor Markham of California extended General Stone much aid
in obtaining information concerning road conditions in California, and
also recommended an agent to represent Gen. Stone in the distribution

of good road literature printed by the Federal Government.zg
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Governor Allen of North Dakota felt the people of his State
did not feel the need of improvement of highways enough but, he
also thought that the day was not far distant when “they will

realize that the subject should have received earlier and more

careful attention."30

General STone spoke at the Good Roads Conventien in Houston,
Texas, in 1895 and said that Texas had made less headway than any
other State in the direction of better roads. He thought that this
might be due to the fact that Texas was so big that it took a long
while to get the people stirred up. Shortly after his statement
Mr. J. S. Daugherty of Dallas, on behalf of the committee on reso-
lutions, recommended the immediate organization of a State League for
Good Roads.3!

The Vice President of the U.S., Hon. Levi P. Morton, noted that
he was "in hearty sympathy with the objects of the League, particu-
larly the improvement of the common roads of the country and send
them best wishes for success.“32

In 1893, President Cleveland remarked:

[ consider that the Wheelmen of this country, if they
succeed in carrying out the improvement of roads in which

they age engaged, will be deserving of the name of philan-
thropists.3

The National Organization met in Chicago in 1900 with thirty-eight
States represented. This resulted in a group of seventeen going to
Washington, D. L. to present this subject to President McKinley. This

was the first time a President of those "modern times" took up the
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matter and present it to Congress, since the railroad began sweeping

across the nation,3%
President Roosevelt attended the National Good Roads Convention
in St. Louis on April 27, 1903 and announced:

We should have a right to ask that this people which
has tamed a continent, which has built up a country with a
continent for its base, which boasts itself, with truth, as
the mightiest Repubiic the world has ever seen...we should
have a right to demand that such a nation build good roads.35
On November 19, 1911 President Taft informed L. W. Page that

he had a cold for a week but that he had been looking forward to

taking part in the Good Roads Convention because, "I am in full

sympathy with the movement that is gaining strength in every State

in the nation. The effect that they will have in increasing the value

of farms, in making the 1ives of farmers much more full of comfort

cannot be exaggerated. As a result of this work going on it is no

tonger necessary to talk to American people about the advantages

of good roads. What is now needed is to direct public sentiment

in favor of construction."3®
The League itself summarized the various interests involved

and the manner of their concern in this language:

No person or association in the land can afford to
neglect a movement so vital as this to the country's pro-
gress and prosperity. Few indeed have not, in addition to
their concern in the general welfare, some specific inter-
est, direct or indirect, in the condition of the highways.3/
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PART IV. PROGRESS OF THE GOOD ROADS CAMPAIGN TO 1912



Comparing the conditions surrounding the convention of 1903
with those conditions of the convention of 18393 of the Nationai
League for Good Roads, it was thought that the latter was called in
fear and trambling for the result while in 1903 there were a multi-
tude of high officials with perfect confidence in the Nation's interest
and participation. The Delegates in the earlier convention were self-
appointed and only whispered "National Aid to road building," while
the latter convention had officials appointed by the municipalities,
States, and public votes, shouting about Federal Aid for highways.
Ten years previously the majority of the people of the United States
never saw a good road, the Congressmen were paralyzed by hinting at
a Government appropriation for good roads, and borrowing money was
"robbery of future generations."; while at the later convention the
people were familiar with National object-lessons and the good road
trains, and the Congressmen only asked "How much", thinking that
appropriation for highways and any money for roads was a b]essing.I
1t was reported that some progress had been made in all the
Middle Western States on road improvement by 1904,2 the number of
convicts employed had increased, and the use of this force was found
helpful, especially in Tennessee, Kentucky, and Texas. By 1898 the
territory of New Mexico, using convict labor, had appropriated five
thousand dollars to pay for the tools and other expenses for this

type of emp?oyment.3
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However, due to "lack of intelligent and skilled supervision,
many Southern and Western State funds to improve highways were
being injudiciously expended.4 Following New Jersey's example, $ix
other States had state aid by 1900 and all the States by 1917.°

With the organization of the National League for Good Roads
came a serious attempt to gather information on the subject of legis-
lation for road improvement and cost and methods of road construction
and effects of road improvement. According to the census of roads
conducted by the Office of Public Roads in 1904, there were 2,151,000
mites of public roads in the United States, only 7.14 percent of
which were improved. The average percent 2.51 of the 28,568 miles
of improved roads in the trans-Mississippi West fell far short of the
national average. The Census also showed a total annual expenditure
for roads in 1904 was $79,000,000 or an average of thirty-seven dollars
per miie.ﬁ

Western cities were engaged in a general system of paving street
by issuing bonds with the burden falling lightly on the shoulders of
each property owner. With this, the cities had the use of the paved
streets years in advance of the cash-down system.7

California in a Law of 1893 had road districts and a Board of
Supervisors to take charge of all repairs, and receive twenty cents
per mile of roading, not to exceed $300 per year. Missouri had a local

option law creating a county system, whereupon she had Supervisors to
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make guarterly reports. Road improvement was by county courts so
when a citizen subscribed fifty dollars or more for a road, the court
could subscribe a 1ike amount. Poll tax was two dollars and property
tax was ten to twenty cents per one hundred dollars, payable in money.

North Dakota, by a law of 1893, had a special tax for road improve-
ment, and Oregon passed a County road law in 1893 which gave the Court
the right to improve roads. Road viewers were established to appor-
tion the estimated cost upon land with three miles on all sides. The
county fund was to pay half of the cost. All roads were free of toll
and Petitioners for county roads would have to do one day's work on
road or pay two dollars to the supervisor.

The Tennessee Road law of 1894 established road districts and
commissioners to control highways and purchases and gave the right
to employ convicts. In 1909 she established a highway commission.

Washington Road laws of 1900 established the right of commissioners
to control highways and purchases and gave the right to have elections
for bonds; the bonds not to run more than twenty years and not to
exceed six percent interest and were to be sold at not less than par.
The State road through the Cascade Mountains was to be built under
authority of a special commission.

Arizona, under territorial legislation, appropriated two million
doilars for roads in 1910 while Arkansas complained that she spent

$1,500,000 per year on roads, but without intelligent direction it
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was lost.

Idaho had not done a considerable amount on roads by 1910.
Several counties were starting construction and a number of mining
companies had also laid out roads.

Iowa spent five million dollars per year on roads; many of the
cities using brick or macadam. Kansas had no law for a State highway
department, yet, but the people were awakening to the value of good
roads.

Louisiana had no State Highway department. Road building
was conducted mainly by police juries of the parishes, under local
provisions and ordinances. Missouri, on the other hand, had a State
Highway Department and was doing considerable work.

Montana had no State Highway department by 1910. Public funds
were under county supervision only. State Engineer John Wade wrote
that "nothing could be more unsatisfactory, and it will remain so
until through the example of the older and wiser commonwealth we
awake to the importance of road building in this great State.”

Nebraska was hoping for a State Highway department in 1911, while
Nevada had no legislative action yet in the construction of roads. The
1909 legisiative assembly of the territory of New Mexico provided for
a commission working on sand and clay roads.

South Dakota, in the matter of road and highway construction, was
sadly neglected; Texas, under a County Commission spent five million
doliars for sand or clay roads; Utah made twenty-seven thousand dollars

available for 1910; and Wyoming had a number of counties building roads.
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to accommodate agricultural interests, but the extent of cattie and
sheep industries rendered this impracticable in a large section of
the State.®

The work begun by the Wheelmen was continued by the auto owner.
The early motorists were faced with much the same problems as the
Wheelmen in many areas and demanded attention from engineers as
to whether or not there should be new means and methods for road
maintenance.

Motor cars threw up fragments of road stones into the windows
of houses. By 1907 Col. William D. Sahlier said that a macadam road
made of crushed stone and bound with rolled screenings and water had
gone out of date. The subject of rpad-dust became acute. A better
and more enduring surface had to be made.”

Logan W. Page, Director of the U. S. Office of Public Roads made

this statement in 190G7;

In recent years perhaps the most important and difficult
problem of highway engineers is the prevention of dust. Until
the general introduction of motor vehicles, dust was considered
as neither more nor less than a nuisance. Wheels moving at
high speeds strip the macadam of all fine material, until the
road disintegrates., No matter how important we may deem the
building of good roads, we cannot but consider i% even more
important to preserve those already constructed. 0

Drivers carried wooden planks or lengths of strong ropes to pull
them out of the mud. By 1908 there were only 650 miles of mecadam
roads, nc concrete roads, not too many road maps, and directions were

still hit or miss.'!
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From 18393 to 1913 construction and improvement of roads was
not carried on by direct federal aid. Rather it came indirectly
through appropriations made to the Department of Agricu}ture.}z

Prior to 1912, the activities of the Office of Public Roads was
restricted to experimental work. Fields of activity were enlarged
by cooperation with other national agencies as: the Geological Survey,
the Forest Service, and the Post Office Department. This latter
cooperation assumed an unusual proportion. In order to facilitate
rural delivery of mails by improving roads, the Fourth Assistant
Postmaster would report bad roads to the Director of Public Roads.
The Director, in turn, sent an engineer to give advice to local
highway au;i:horities.*3

During the first six months of the session of Congress in 1971
over sixty bills, providing for some form of direct aid by the national
government, were introduced.!4

In 1912 the first actual construction of roads by the national
government was begun. An act, entitled, “An Act Making Appropriations
for the Service of the Post Office Department for the fiscal year ending

June 30, 1913, and for no other purposes," was passed. This appropriated
$500,000 out of any money in the Treasury, not otherwise appropriated,

to be expended by the Secretary of Agriculture in cooperation with the
Postmaster General in improving the conditions of roads to be selected

by them over which rural delivery is or may hereafter be established,

and provided for the appointment of a joint committee, composed of five

men of the Senate and five men of the House "to make inquiry into the
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Subject of Federal aid in the construction of post roads, and report
at the earliest practicabie date.]5

In February, 1913, the Chairman of the Joint Committee on
Federal Aid in the construction of Post Roads sent to a large number
of newspapers, commercial organizations, and granges a circular letter
asking for a statement of the consensuys of opinion upon the question
of national participation in highway improvement. The letter of
inquiry made no reference to any particular plan for Federal aid,
but sought to ascertain the trend of public opinion in general.

Newspaper editors communicated the consensus in their communities,
commercial organizations and granges held meetings, discussed the ques-
tion presented and adopted resolutions setting forth their views.

Replies representing 100,000 individuals came from every State in
the Union and, since requests for opinions were made without discrimination
and the answers received were from all parts of the U.S., it showed a
fair accuracy. The consensus was ninety-seven percent in favor of
Federal aid and three percent against it.16

George W. Cooley, State Engineer of the State Highway Commission
of Minnesota reported:

I believe the general sentiment throughout the West is

almost, if not quite unanimously, in favor of Federal cooperation.

The people who settled the great West contributed to the trans-

continental railways $250,000,000, or rather they paid double

minimum prices for even sections lying within the railroad land

grants in order to make good the price of such grants by the

Government, and we believe we are justified in asking a return

of this money for the purpose_of still further improving our

means of intercommunication.

Reports were submitted to the Joint Committee on Federal Aid
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in the construction of Post Roads during the period of 1913-1915 and
the Federal Aid Road Act became a law July 11, 1916.18

"It is safe to say," declared an expert of the census bureau in
1900, "that few articles ever used by man have ever created so great a
revolution in social and economic conditions as the bicycle.19 It may
also be true to say from this study that the League of American Wheelmen
made that statement a valid one.

Crossy Morrison, speaking in Milwaukee on the subject of highways
said that today:

There is not a town or hamlet, a city or State, that
is not constantly discussing road improvement, and what
does this mean? Will it not put bread into the mouths of the
hungry? As it was they who gave this movement its impetus,
Tet us give the laurel wreath of 8ratefu1 recognition to
the League of American Wheelmen.2

d, W. Stockwell from Sutton, Massachusetts remarked:

To the Cyclists belong the honor of introducing the
first bill for a radical change in road management. They had
one object in view: better rg?ds; and they had the money-
and talent at their command.

As for the project for which they toiled, Horace Bushnell,
American Congregational Divine, has said:

The road is that physical sign or symbol by which you
will understand any age or people. If they have no roads
they are savages, for the road is the creation of man and
a type of civilized society. If you wish to know whether
society is stagnant, learning scholastic, religion a dead
formality, you may learn something by going into universi-
ties and libraries; something alsc by the work that is
going on in Cathedrals or churches, or in them - but quite
as much by looking at the roads, for if there is any
motion in Society, the rogad, which is the symbol of motion,
will indicate the fact.

We may say with Isaac Potter, "To the man who reads to consider and

who travels to observe, these facts will become doubly impressive."23
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PUBLIC-ROAD MILEAGE AND EXPENDITURES IN THE TRANS~MISSISSIPPI WEST IN 1904

State or
Territory

Arizona
Arkansas
California
Colorado
Idaho

Iowa
Kansas
Louisiana
Minnesota
Missouri
Montana
Nebraska
Nevada

New Mexico
North Dakota
Oklahoma
Oregon
South Dakota
Texas

Utah
Washington

Wyoming

Total
Mileage

5,987
36,445
46,653
30,214
18,163

102,448
101,196
24,897
79,324
108,133
22,419
79,462
12,585
15,326
59,332
43,554
34,258
59,295
121,409

7,090
31,998
10,447

Trans-Mississippi

West

1,050,635

Unites States 2,151,570

Total Miles of

Percentage Total Dollars

Improved Road Improved Spent on Roads
217 3.62 109,309
236 .64 1,395,343

8,803 18.87 2,157,396
178 .58 707,224
212 1.16 311,588

1,664 1.62 3,106,607
273 1.26 1,232,817

34 .13 951,873
6,247 7.87 1,961,629
2,733 2.52 2,368,973
65 .28 404,098

23 .02 878,547

64 .50 46,876

2 .01 165,652

212 .35 550,341

0 0 774,776

2,589 7.55 796,376
151 .25 383,283

2,128 1.75 4,138,157
608 8.57 218,676

1,976 6.17 1,436,070
153 1.46 345,932

28,568 2.51 24,441,543
153,662 7.14 79,771,418

Data compiles by the U.S. Dept. of Agriculture, Office of Public Roads,
Public-Road Mileage by Maurice 0. Eldridge, Bulletin No. 32 (Washington

D.C. - 1907) 8-9.
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PHOTOGRAPHS USED

Placed on Pages 70 - 71 - 72
IN THEIR ATTEMPT TO STIR THE PEOPLE OF AMERICA TOQ ADVANCE THE CAUSE
OF BETTER ROADS, THE LEAGUE OF AMERICAN WHEELMEN ENCOURAGE READERS
TO SEND IN PHOTOGRAPHS OF ROADS. THESE WERE PRINTED WITH THE HOPE
THAT ALL WOULD SEE THE CONDITION OF THIS NATIONAL TRAGEDY.

THE ROADS OF AMERICA WERE COMPARED TGO THE ROADS OF EUROPE. THESE
WERE DIRECTED AT THE FARMER'S POCKET.

SOME ROADS WERE THOUGHT 7O BE THE DELIGHT OF THE BAD ROADS CAMERA

FIEND, SENDING HIM INTO ECSTASY.

ROADS OF MONTANA

Taken from Good Roads Volume V, October, 1894
A. M. Ryan's 'Roads of Montana", p. 188.

Minnesota Road

Taken from U. S, Department of Agriculture, Circular 31
A. B, Choate's "State Aid to Road Building in Minnesota", p. 7

A Modern Venice

Taken from Good Roads V {June, 1894), p. 222

A Conundrum

Taken from The Wheelman 2 {October, 1892).
Caspir Taboit, "The Wheeiman and the Public Roads," p. 206

70



Photograpns usea - rages /i-/<

THE BEGINNING OF THE LEAGUE OF AMERICAN WHEELMEN

Taken from Cycling Handbook League of
American Wheelmen, Cleveland, 1947. p. 16.

THE MAIN ROAD OF OHIO - MARCH 28, 1891

Taken from Roads Improvement L.A.W.
1891 - Isaac Potter's "The Common Roads
of Europe and America." p. 5.

DON'T GET INTO A RUT

Taken from Good Roads Volume V, June 1894
p. 226.

ABANDONED LOAD OF HAY - FARMER'S PLIGHT IN AMERICA
Taken from Good Roads Volume I, January, 1892
Isaac Potter's "The Gospel of Good Roads," p. 19.
FRENCH FARMERS LOAD OF HAY

Taken from Good Roads Volume I, Janaury 1892
Isaac Potter's "The Gospel of Good Roads,” p. 20.

CONFUSION AT THE CROSSROADS

Taken from American Road Builder February, 1968
Volume 45, James T. Jenkins, Jr. “A Sign of the Times",
p. 15.

A MINNESOTA ROAD

Taken from Good Roads Volume 6 August, 1894
A. B. Choate's "The Home of Minnehaha,” p. 67

71 and 72
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