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u NE TEXAS Good Roads Associa-
lion was among lhe many groups
wotking on bhehall of the vast Federal-
State Wizhway program which hecame
renlity I the enactment of the Federal
Aid [lieieay Act of 1936, The work
reffeel o narrow interest. Its
uliimaie zoal, certainly, was Tor a better
and stroneer America. Highway trans-
poilation s such a vital force in our
wilional veoomy thal a {amous quota-
tom may b aptly paraphrased to say,
“What is good for roads is good for
he l‘nm]ll‘y.”

Throush the

did nal

cflorls and interests of
sweh cretps representing rather general-
Iy the whole public—we have a big
lishway program, T[ sincere, hard work
will Ining 3t abont, that program cer-
lainlv will become a reality as fast as
avatbible Tunds will  permit.

The Texas Highway Department, un-
der the very capable leadership of De-
witt Greer, is doing an outstanding job.
Mr. Greer is nol only scrving Texas
well, hut also through his active partici-
pation in the work of the American
Associalion of State Highway Officials
and obher suely groups, has helped and
is helping 10 mold policics of nalional
semiliennee in highway affairs.

We. in Washington, operate this Fed-
el hizhway program by remote
entrol - nol as | manipulating  long
but through the
almost eomplete delegation of Federal
li!mily and responsibilitics to our
IT Public Roads is heing
wlpnl to Texas in thiz eooperative
of ours. and 1 believe we
aie. mueh eredit certainty is due Clason

drings on a puppet,

field offices.

e e

Taylor, our Regional Engincer located
at Fort Worth, and J. M. Page, our
Division Engineer for Texas, located
in Austin.

The Texas Good Roads Asseciation
was organized in 1932, which doesn’t
seem very long ago. But the 24 million
motor vchicles registered in the United
States, then, have now wmuliiplied by
two and three-quarters times. In Texas,
registrations have jumped during the
quarter-century {rom one million to
more than 4 million, and Texas has
risen from sixth place among the States
to third place, viclding only to Cali-
fornia and New York in this item.

Meanwhile, our national total mileage
of roads and strects has increased but
little—and this is as might be expected.
gince even 25 years ago practically

" every village and farm was reached by

some kind of road. What also might
have been expected during the 25 years,
despite World War II and Korea—was
the continuing improvement of these

“roads and strects commensurate with

their growing traflic load. But this did
not happen in the samc degree.

Tt was not until 1956 that we veally
decided to come to grips with the
mounting traffic problem and adopt a
long-range program designed to solve
it. The Federal-Aid Highway Act of
that year provided a program aimed at
completion, in a decade and a half, of a

~ designated Interstate System of prede-

termined length and built to or above
prescribed minimum standards—a sys-
tem with built-in protection against ear-
ly obsolescence, and capable of handling
as a very minimum the traffic of 20

urges broad public understanding fo keep road: program moving on schedule

years [rom now without congestion, and
with built-in provisions [or casy ex-
pansion to accommodale the increases
of still later years. By 1975, this nation
is expeeted to have more than 100 mil-
lion vehieles, traveling well over a tril-
lion vehicle-miles a year. And if Texas
lives up to her reputation, she will then
be leading the Stales in
vehicles.

Let me reiteraie that important
phrase—a system with built-in protee-
tion against obsolescence. In the first
place, never before have we undertaken
the establishment of a whole highway
system. simultancously all over the na-
tion. in city and country alike, with a
specific length and Iocations. a wni-
formly high level of design standards,
and a long-range completcly packaged
authorization for its financing.

And never before have we been so
conscious of, and Iaid such careflul
plans against, obsolescence, One of our
soundest measures, certainly, is the ac-
quisition of ample rights-ol-way. so that
we may ot only build the traflic lanes
we need now, but will be able to pro-
vide {or future additions where there
may occur such needs. Teoo. these wide
rights-of-way will serve at the same lime
to provide the broad, variable wide me-
dians that are such fmporiani =afety
factors. Not only do they keep the op-
posing traffic streams well =eparated,
but they help to keep the drivers in-
terested and alert.

The acquisition of right-of-way ix
complicated and often protracted pro-
redure, involving the combined talenis
of enginecers, lawyers,

numbers of

and real estate



experts. Righicof-way for this Inter.
slate System is going Lo cost about. §5
billion, so abviously we have before us,
in the aggregale, a bigger rcal eslate
transaction than has ever before been
awisioged. This problem is somewhat
mew to lhe highway department of Tex-
as, where traditionally the counties and
dties have provided such rights-of-way
as were needed for state highways. The
Texas Highway Department has been
organizing its own right-of-way unit
and has made very satisfactory progress
in doing so.

The single feature in highway plan-
ning that, more than any other, wili
retard obsolescence is what we, as en-
gineers, call planned, controlled access.
Everyone has heard many descriptions
of what it is, how it works, and why it
is needed. Better than any engineering
or economic justification in general

terms, however, a case history can drive:

tome this point.
In another state, on a heavily-trav-
ded route, a new section of highway

was built only 15 years ago, extending '

from the limits of a large city to an
important cross route 7 miles away.
The road was laid entirely on new
location, across farm land and open
eountry. It was built as a four-lane di-
vided highway, to what some thought
was a ridiculously extravagant design,

but, and this is importanl, access was

mcontrolled and road crossings were all
at grade.

Now, it happens that about one mile
" of this road lies within a state park;
so, in effect, that portion has controlled
access. That one mile functions as well
now as the year it was built. Bul on
the rest of the route, within 10 years’
time, service stations,
stands, businesses, apartments, and resi-
dences lined both sides of the road.
Traffic Tights were installed at major
cross roads. Driveways and crossroads
now average 250 feet apart.

What does this mean to the driver? .

Slower overall speed, more stop-and-go,
more gasoline burned, more repair hills,
greaier NETvous tension, That average

of a road entrance every 250 fect means |

" encountering a potential serious acci-
dent hazard every 4 seconds, equivalent

to two accident exposures within the

distance required to stop after seeing
the first hazard.
The highway is already obsolete, its

relreshment’

usefulness largely dissipated by lack of
access control. Yet the four lanes of
‘pavement are physically as good as
new, and of ample potential capacity.
'Rejuvenation of this section, by pur-
chase of access rights now, would be
‘possible, but fantastically expensive. It
will be much cheaper to build a new
road. And yet, 15 years ago, a relatively
modest additional expenditure, and ade-
quate state legislation, could have pro-
vided controlled access, which in turn,
~would have given a road that would he
fully as useful now as on the day it
‘was opened to traflic.

There are similar case histories to be
found everywhere across the land -—
shortsighted monuments of obsolescence
,and the wastage ol our resources. Is
"it any wonder, then, that the Congress
wisely insisted on control of access on
“the Intérstate System? And that all who
‘are interested in. getting the most for
-our highway dollar, should adhere to
that dictum?

As to the present status of this In-
terstate program, it is on schedule. On
March 31, actual construction was under
way on 2,400 miles of the system. From
July 1, 1936, to that date, construction
had alrcady been completed on 1,404
miles, The amount of money put into
consiruction contracts during the 21
months totaled very nearly $2 billion
and an additional $1.4 billion had been
authorized for preliminary engineering
and right-of-way acquisition. The spread
in progress among slates is wide, though
the lagging ones show promise of catch-
ing up. In terms of available federal-
aid funds obligated, I am happy to say,
Texas is among the top twelve states.

That is where we are. Now, where
are we going, and—since we have a
specific goal—how fast? The 1956 high-
way act put the federal-aid program on
a pay-as-you-go basis, with financing
from highway-user excise taxes which

‘zo into a Highway Trust TFund. The -

law requires us to gear the yearly au-
thorizations to the estimated Trust Fund
receipts. Some months ago, it was evi-
‘dent that under the law we would have
to drop back from the $2 billien allo-
cated to the stales for the fiscal vear
1959 to ahout $1.6 hillion for fiscal
year 1960,

The federal-aid highway act, of 1958,
signed  Tast  April. has considerably
hrightened this picture. for it set aside

the pay-as-vou-go feature of the 1956
Act Tor two years. It increased the In-
terstate authorization for fiscal year
1959 by $200 million, which was im-
mediately apporlioned to the states by
Sceretary Wecks, with Texas receiving
$11.6- million new monies.

For the fiscal year 1960, the effect
of the new act is indeed potent. With
the pay-as-you-go clause temporarily
suspended and the Interstate authoriza-
tion increased by %300 million, the pros-
peets in fiscal year 1960 are extremely
bright. Instead of apportioning to the
States $1.6 biilion in Deccmber, we
will be able to make available the fuli
$2.5 billion now authorized, and do it
this summer. Thus we will be making
a gain of $900 million and 5 or 6
months in lime. We are confident that
the States will mect the challenge of
this increased tempo in the program. -

The new act, incidentally, authorized
Public Roads to apportion the 1960
funds on the basis of the estimate of
the cost of compieting the Interstate
System, made by the States and sub-
milted to Congress in January. Texas
will receive 414 percent of the total U. 5.
funds, or about 8113 million. This
method of distribution among the States
will do much toward attainment of the
goal expressed by Congress: to com-
plete the system simultancously across
the nation.

The provisions of the 1958 Act, with
regard to the waiver of the pay-as-you-
go restriction and authorization of the
cost-of-completion method of apportion-
ment, do not extend beyond the fiscal
year 1960. Consequently, it would not
be proper at the present time to specu-
late into the [ulure in detail. The cost
estimate reported in January showed a

- $10 billion increase above the long-

range financing aunthorized in the 1956
Act equivalent to about a one-third in-
crease. A considerable proportion of
that increase resulted from rising prices
of highway construction.

Whatever the future holds, one thing
is certain--a long-range program of this
sort reguires a great deal of advance
planning. Many of the States and Public
Roads are even now scheduling the spe-
cific projects to be huilt in the next 5
years, with the work that will remain
therealter grouped into two or three
similar schedules for the ensuing period.
Such plans must necessarily be some-



Yho: elastic, and subject to continuous
wiew. A program that involves whole-
gk lird acquisition, dislocation of
Jomes and businesses, relocation of util-
i, and finally, conslruction, demands
yerive; advance planning by, and
e cooperation among highway ofb-
fis, engineers, and legislatures, and
%o contractors, eguipment manufac-
ws, and materials producers, but
wst of afl, the peneral public.

ILis true that the 41,000 miles of
tr Inerstnte System scem to hold the
gatiizht in the public eye. But just as
inportant is the conlinuing regular pro-
mn for the improvement of the 737,
W mies of the Federal-aid primary
w gecondary Dhighway systems and
Jir wrban extensions. Without them
i Interstate System could provide very
itz service to the country-—no more
fn ean a high-voltage electric trans-
psion line be of serviee without the
wry lower-veltage distribution lines
ad the millions of wires feeding cur-
mt inte individual cities, blocks,
bomes, businesses, and industries.

The 1958 Federal-Aid Highwzy Act
ba been referred to as an anbi-reces
s measure. It is far more than that.
Imve already indicated some of its

dieis or the Interstate System pro-

mm, and ils provision for continuance
i the regular primary, secondary, and
whn programs.

Ore section of the 1958 Act was
dsinctly intended to be an anti-reces-
sia measure, judging both by the na-
e of its provisions and the discus-
soa of the Congressional Committees.
That section authorizes for the fiscal
war 1959 an additional $400 million
[t use on the primary and secondary
stems and their urban extemsions, {or
lie purpose of immediate acceleration
dthe rate of highway construction of
hese systems, with consequent increase
i employment. The 8400 million was
inmecistely apportioned to the Siales
wihe Cay the Act was signed into law
n Apri] 16, Texas receiving $24.3 mil-
i, which has already been put Imnto
e scheduled lettings to permit addi-
nal road jobs to begin immediately.
Tumning to olher provisions of the
1958 Act, the public hearings require-

went, heretofore limited (o cities, towns

ad villages, is extended to provide op-
ptnity of hearings for persons in
nral areas whose property is to be

crossed or touched by the Interstate
Svystera.

A completely new feature of the 1958
Act is the establishment of a national
policy with regard to the control of
puldoor advertising along the Inter-
staté System. While general principles
and restrictions are laid down in the
law, the Secerctary of Commerce is
called upon to prepare national stand-
ards and enler inte agrecments with
the States which seek the incentive
bonus provided for in the Act. Tt is
prababie that a good deal of study and
discussion with the States will be neces-
sary heforc the definitive and practical
workmg arrangements will be developed
‘and put into eﬂ'r'rl
_ One {urther point in explanation of
‘the 1958 Act. The new law has been
widely cited in the press as providing
$1.2 billion of Federsl aid this year.
That figure is composed in part of the
$100 million provided for immediate
use on the primary, secondary and ur-
ban systems and the additional $200
million for the fiscal year 1959 for the
Interstate System, all of which bas al-
ready been apporlioned to the States
immediately after passaze of the Act
“The remainder is composed of the au-
thorizations in this Act {or the fiseal
cyear 1960: the $900 million for the

" primary and sccondary systems and the

additional $300 million for the Inter-
state System. Actually, as T have indi-
rated, the whole Interstate apportion-
ment for 1960 will be $2.5 billion. As
you can see, the reported 81.8 billion
does not take into account at all the
authorizations for 1961 made in the

new Act, which will bring the total for

that year to $3.425 billion.

[t is in Lhe Interstate program that
we face some real problems, and it is
kere that public understanding and sup-
port are vital. If these main-line routes

;are to be adequate into the distant

Jfuture as intended, suflicient rights-of-
tway must be obtained at the begin-
ning. Design standards neced not be ex-
“travagant but they should be generous
—cerlainly no less than the minimums
‘now adopted—and iliey should provide
'for an optimistte and expandable {u-
tore. Access control, which is our best

“insurance against untimely obsolescence,

‘musl not be crippled by unwarranied
rxceplions.
"All of these elements are expensive i

viewed narrowly in lerms of present ex-
penditure alone. But i they provide
for and preserve the capacity of our
most heavily-traveled routes for vears
to come, then they may be considered to
be sturdy guordians of the huge high-
way inveslment we are now making.
We are paying heavily now for our
[ailure to spend wisely in years past
We must not make the same mistakes
twice,

In addition te the peril of watering
down these general features of the To-
terstate Svstem, the States face another
serious problera—the choice of detailed,
final localion of speeilic ronte sections,
particularty in and ncar urban areas.
The highway deparlments are trying
to select the most feasible Toutes; the
most cconemical ones, in terms of beth
immediate cost and long-range hencht.
But all over the country, in metropoli-
tan area and village alike, pressure
groups ate {ighting both the State high-
way deparlmenls and each other. Busi-
nessmen want the reute in a residential
area; home owners want it in park
land; nature lovers want it in the busi-
ness area. Evervone wants the route—
hut over in someone else’s front yard.

Americans, unfortunalely, are to a
greal extent, a complacent people. H
we are satisfied with the way things
are going, we nod approval and sit

" home in {ront of the TV. Meanwhile,

the small minority, who are “anfi.”
often on the hasis of prejudice. some-
times for hope of personal bencfit, or,
quite understandably, for fear of per-
<onal loss, or, even infrequently, be.
canse lhey see too narrowly, make
noises like a multitude.

It is of utmost importance that Texas
acquire as much information about this
Interstate program as possible—what it
means to the nabion, to the State, to
the home town, to the individual. Not

only unow, but in the {uture as well.

We helieve that Tull public knowledge

“will create wholehearted support among

the vast majority of Americans who
want better, safer, and-—in lhe Tong
run—cheaper highways.

With the support of the public, acting
hoth through groups and individuals,
we can conlinue to keep this Tnterstale

wrooram, and othier hichway nrosrams,
. el r R | H

on schedule—a sclhedube thal sill pro-
vide {or our iraie needs of today and
tomerrow, nel yesiorday. prgsgss
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fwntkation probicm.
s AASTOS newly clected president,
CGlbiomiz's Jasper ©. Womack (sce
g, B 70).

The positien. of AASIIO in regard to
b trmspoctation was spelled out in
Pruwer as past of a policy statement on
Tighways 1o a national transporiation
plics, Chief administrative officers of
i menber departinents developed e
stepent for incusion in a cowpre-
lesive study ropovt to be submatted Yo
President Kegaedy in November.)

Koy stucments included  these:

-+ Uihan }N;;ti(}ns of the Interstate
ftom sheuld be planned and daovel-

aud by the skate nghway departments
s urb;m extensions ;‘.nd connections, of
flie overa'l ighway network, in cooper-
dien with appropriate local  govem-
nents andl mterested federal agencics.

«The aovclopment of scienbific re-
wiouships among transportation, sand
e ard wrban dov clopment shontd be
oplred and established in order that
ughears in urkban areas may  be
woperly planned o serve the greatest
e,
¢ln major nrhan ascas, where both
bishways and rail transit facilitics are
wyquiied, they should not be considered

empetitive, Dut should be plnned to
caplomeat each other i an efhicient

integrated svstem for transporting pco—
rle g goy s with the desires of the
1.,1hc b{,mo the major guide.

William L. Stavton, Comumissioner

¢ e Urhan Renewal Ageney, spelled -

wt Tis vicws at an important mceting
o AASITOYs Commiitee en Uthan
Tungrortazion Planning.  Said  Mr.
Smtem, “Upon our cfrorts rests the
ftwre of our citics. 'We must always
ek complete coordination of our ac-
tiiics—to do-less would be folly.

“We must rely on the development of
2 comprchensive plansing. process that
Boaole o kot togetlier at the local
el highway planning, urtban rencwal
phaning, general  land-use  planning,
scheal systom planning and planning
Jor sach of the separaie progrzams con-
erped with the improvement of some
aspect of our urban environment.”

Donald G, Wagner, managing direc-
to of the City of Philadeiphia, told the
sme group, “OF the many groups that
‘mez beer straggling with metropolitan
ansportation probiems, .cach onc has
wmz o /eailne that separate policies on
Jighwavs amc mass transit must be
merged i 2 commeon approach, hased
on fowk transportaticn as it relates to
urhen growth .,

Sevezal speakers urged additional ex-
paditures Zor vesearch to keep pace
with the needs of the aceclerated high-
Wy Progrant.

Saiq Yodeml Highway Adnunistrator
Whitten, “We nced mare rescarch and

e

NEWS-RECCRD Vol, 167,
.. AASHO highlights urban pﬁanmn

One of these -

- vehicles—are

more application of wescarch, YWe must
see to 1t that research 15 in keeping
with the needs of our programs.”

Representative Blatnik also cupha-
sized  Tescarch, saying, “Highway e
scarch by all agencics has not kept pace
with the accclerated programs. More
highway dollars must be utilized in
rescarch than has been the casc in the
past.”

A proposal that the state highwav
departinents pool some of their rescarch
funds is now out for approval Dby
AASHO member departmcuts.” I ap-
proval {and money) is forthcoming,
AASTIO will take action on a sp(mﬁu
group of research proposals.

Key AASHO committees have again
postponcd announcement of tesults of

No. 16, Octnber 192, 1961, p.26.27.
research and pavyola

the Otawa Road Toest. Flexible and
rigid pavement design recommendations
may be revealed next year. Recommen-
dations as to maximum  sizes and
weights of vehicles mav not be mwad
unhl 1963, Highway lc,ﬂlslatlon ti
will come up for acton n the next
session of Congress was detailed by
Rep. Gegrge Vallon (D, Md.) and Gen.
LW, Prensi iss, excoutive vice-president
of the Amcrican Road Builders Asso-
ciatien.  Lxpected  proposals  include:

o Biennial authorization for the ABGC
program for fiscal vears 1964 and (945,

* An amendment to the fedemslwid
highway law requiting assurances “hat
satisfacteny housmg will be made avail-
able for familics displaced by federl-aid
highway projects.

(U 5. htghway experts fouring fne Sovier Unjon find lags

‘Russian Iﬂg?@w ays Aren’:

1A seven-man team of U. 8. highway
cxperts has concluded, after a 24-day
tour of Russia, that the Soviet Union
lags behind the United States in high-
way design, construction and research,
bt that Russia’s road system is cn-
tirely adeguate for her needs. Trains,
planes and rapid transit—aot motor
the primary means of
trangport  in the Soviet Union.
Russia’s 1-million-mile toad network
(U.S. total: 3.5 million miles) is
roughly comparable te this country’s
prinary and secondary federal-aid high-
way system, the group found. The
Sovicts are not buiiding, nor do they

have on the drawing boasds, anvthing

to motch the U. 8. Interstate Svstem.
The typical Russian intercity high-
way is a two-lane asphalt road with dirt
shoulders and  satisfactary grade and
alignment, It accommodates a trafhe
voluine of 1,000 to 4,000 vehicles z
day, depending on location.
The American _team, headed Dy
Deputy Commissioner and_Chicf. E‘Lgl—
neer 7 C. Tumer of the Bureaa of

Public” Roads, ‘nspected the Ki
road vetwork Scptember 3-26 under
terms of a U, S.-Soviet technical “and
scientiic exchange agreement) signed in
late 1959,

A nineanan group of Russian high-
way- officials, headzd by Nikolai Tilich
Litvin, cluef of highway construction
in the Ministrv of Transport Construc-
tiom, is current)y in this country on a
similar tour.

The exchange was to have taken place
last vear hut way defaved after the Rus-
sians shot down the American U-2 spy
plane.

Iere are some of the conclusions and

sian.

Y e

F. €. TURNER of BFR Ic:l(] US team.

impressions of the Amesican team sftor
its vigit to Russia:

@ The Soviet Union has no prosent
need for a superhighway svstem com-
parabic to that being built in the United
States. There are only 5 million vehi-
cles (compared with this country’s 76
millien) to use its road system. Most
of these—3.5 million—are trucks. The
1.5 millicn autcmobiles are concen-
trated mainlv in citics, and are niostly
taxis and governmeni-owped Cars.

# The Russian people have ncither

*the means nor the freedom to travel ex-

tensively, A modem airtine and exerl-
fent mailroad system are the principal
means of passenger travel. Railroads
also move most of the freight. Truess
are largelv limited to wmoving freight

from farms or industrial phnts to rail

heads.

e About 25% of Rassia’'s toads are
surfaced; 10%6 paved,

e City streets are generally adequate.
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e lnmfu nF finaucing of forest and
ailic wids highways (about $37 mil-
ion per vear) from the General Fund
ot Im Mighway Trust 1'und,
r.ms?u of aviation fucl receipts
i the Trust Fund inte the General
Find fabout $22 mﬂ]mn in the current

-

fal year).
o Reimbursement to the states for
lhosds and some free roads incorpo-

wied n the Interstate Svstem,

eSome form of legmslation dealing
wth the urban transportation problem.
AASTIO went solidly on record as
apesing “use of any Tlighway Trust

Voo
R T )

I monies for any program other

than now anthorized by law.”

Abert Atwell, 2 member of the
Emsportation policy group consultants
w the Department of Commerce and
sfher governmental  agencics, spciled

f’n ./\fA A GGt T

@{/{/\, Al f/
}

out plans for a proposed dcmonqtmtlon
automatic lughway.

Opening of a pmpmnd 100- mﬂt_ sce-
tion of clectronic road is at least four
vears away, savs Mr. Atwelll A tentative
timetable allows one vear for analysis
of an approach to the problem, another
vear of experimentation with basic svs-
tems and two vears for construction.

Two rescarch engineers reported the
results of tests of nuclear devices to
measure soil density and moisture.

S. H. Kulin of South Africa reported
that the nuclear methoed 1s nine bimes
faster and just as accurate as traditional
methods. Reliability is within 5% of
actun’ moisture content and 3% density.

W, R. Brown, of the Colorado De-
partment of ITighways, reported that
an- extensive serics of tests with one
device resulted in 95% of the nuclear

L
!

in design, consiruction and research, and they conclude:

Moscow is pasticulatly notable for its
wide boulevards, Pavement alone on
ey of these runs 156-175 £t in width,
linder development in the capital
- gy (population 7 million) is a sexics of
g highways. The seventh of these

mes is o fourdane, divided circumfer.

ol highway with controlled access
dwigned  to accomumodate  20,000-
nﬂﬂO vehicles datly. It is 62 miles
g and scheduled for completion next
}mr

At the request of the Russians, the
dmerican «<elegation offered a critique
of his project. The U.§. officials feit
he Russians are making a mistake in
ot previding structures and space- now
bt ceentoal widening of this highway
tr at Teast six lanes. They also criti-
died the lack of American-type speed
thinge Tanes at access points.

(The Russians accepted all criticism
hpood spirit and at all times treated
e US, delegation with friendship.)

fussian construction methods are
wicrlly  less  satisfactory than  this
unmm 5. There is not enough heavy
wling of fills and bases. Portland ce-
et ﬁcﬂmg is a problem. Harsh con-
tieky mixes are used.

M equipment is noticeably under-
pewvied by American standards. Pave-
et mixes are hauled in side-damp,
unsgititor trucks. The mixes must

-

ietrmsported long distances from giant -

\Lum mixing phnts and often begin
umrr ¢n oroute.

The wse of precast and prestressed
snate is almost an obsession with the
fuwins, ‘They usc it for long-span
wles, footings, retaining walls, col-
trms, caps and all sorts ofb componcnts
b h::iklings.

Theyre Good

In construction as in other ficlds,
they are obsessed with a drive to surpass
the rest of the world by having “the
biggest,” ecven where bigness may be
uncconomical and unrealistic, says Mr.
Turner. For instance, in Leningrad they
lave built a six-story, brick asphalt mix-
ing plant having a capacity of more than
1,000 tons an hour. It is larger than
anything in this country, though there
is scrious doubt that the Russians realiy
need a plant of this capacity.

The U.S. dclegation  generally
icarned nothing new from Russian re-
scarch projects. They had expected the
Russians to display a number of sonic.
or nuclear testing devices not used in
the U.S, but they either don’t have
them or woulda’t show them. There
were some indications that the Rus:
sians may De ahcad of this country in
rescarch on welding techniques.

In addition to Mr. Tumer, the Amer-
icans who visited Russia mcluded O. K.
Normann, deputy assistant  commis-
sioner of BPR's Office of Research; Iric
L. Erickson, chicf of BPR’s bridge di-
vision; D! Kenneth Chacey, a Defense
Dcpartmcnt transportation  official;
Frank M. Mellinger, director, Ohio
River Division Laboratories, Corps of
Engineers; Robert C. Morrili, product
divisiop manager, Caterpillar Tractor
Co.: and Charles £, Shumate, assistant
chief engineer, Colorado DCP']I‘thHt of

' nghwavs

The group went first to Moscow for
bncﬁngs at the Ministry of Transport
Construction and tours of highway proj-
cets  and  rescarch  facilities. Subsc-
quently, it visited Leningrad; Kiev and
Khatkov, Russia’s Pittsburgh, in the
Ukraine; Simferopol and Yalta in the
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moisture readings heing within 2% of
moisture contents determined by the
traditional mcthod. 1o density  de-
terminations 83% of the nuclear read-
ings were within a tolerance of 3 b per
cu ft by a standard mcthod.

William A. Bugge, dircctor of high-
ways for the State of Washangron won
AASIIY’s  Thomas A, MacDonald
Award. Mr. Dugge 15 a past president
of AASLHIO, a previous reeipient of the
George S. Bartlett Award and cutrent
chaimman  of the I[lighway Rescarch
Board.

Johm C. Mackic, Michigan ITighway
Commnissioner, was clected first vice
president of AASIIO. Regional vice
presidents are William Froehlich, Penn-
sylvania; . H. Tarss. Virginia: Walter
Johnson, Kansas; and Bryee Bennett,
Idaho.

T oo
mnougn

Crimea, where a new four-lane highway
is being built across the mountains to
the Black Sea; Mincralhvie Vody in the
northern  Caucasus; Tidlis, capital of
Georgia, which is in the vinicity of the
Turkish and Iranmn borders; Tashkent,
a city cast of the Caspian Sea; and Alma
Ata, which is near the border of Red
China. The Tashkent and Alma Ata
regions have only recently heen opened
to foreign visitors,

The Russian delegation arrived in
Washington October 7 and will remaim
in this countr\ through QOctober 30.
Last week, it visited BPR headquarters
and two research labomtories in’ Wash
ington and viewed various Washington
bridges and the circumferential highway
now under construction, the Washing-
ton-Baltimore Parkway, the Baltimore
Tunnel and then traveled to New York
City via the Delaware River Bridge, the
New Jersey Tumpike and the Lincoln
Tunnel. Over the weekend, if tourcd
bridges, tunnels -and highwavs spon-
sored by the New York Port and Tri-
Borough Bridge and Tununcl anthori-
ties. ' ‘

This week’s schedule carricd the dele-
gation to Albany and Buffalo, N. Y
Chicago, the AASHO road test site at
Ottawa, 1., and the Caterpillar Tractor
Co. plant at Joliet, IIl. On Sunday, the
group moves into the West, viewing
existing highways and construction proj-
cets at Boise, Idaho; Grand Junction,
Colo.; Salt Lake City, Utah; and Den-
ver. Next Thursday, the delegation
travels south to Dallas, the Cor s of
Inginecers’  Waterways E.\'pcrimcnml
Station at Jackson, Miss., and Atlanta.
It returns October 30 to Washington
for a final session with BPR officials.
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