
"Public demand will compel a continuing program" 

The Federal Road Program 
Outlook 

By Francis C. Turner 
Federal Highway Administrator 

I want to use this brief article for the 
H I G H W A Y B U I L D E R first as a vehicle 
to convey my best wishes to the As
sociated Pennsylvania Constructors on 
the occasion of your 45th Annual Con
vention and Highway Conference. 

The highway industry has done an 
outstanding job for the Nation, partic
ularly in the years since 1956. in provid
ing OUT people with the belter road net
work thev need for better living. As an 
organization representing a substancial 
segment of the industry, you have reason 
to be proud. 

Before getting into the outlook for 
the Federal-aid highway program, it may 
be we]] as a matter of perspective to 
consider where we stand now—to the ex
tent at least that progress can be meas
ured in terms of dollars and mileages. 
This is a good time to take a look be
cause we are in a period of transition 
when there is constantly increasing em
phasis on safety, esthetics and the gen
eral relationship between highways and 
human values, 

Since the creation of the Highway 
Trust Fund in 1956, revenues accruing 
to it have totaled 330.981 billion and 
expenditures have totaled $30.91.5 bil
lion, leaving a balance of $68 million 
on January 31, 1967. In terms of prog
ress on the Interstate System, about 
23,500 miles were in use and another 
5.600 miles under construction. Some 
degree of work was underway or had 
been completed on 39,400 miles or 96 
percent of the 41,000-mile System. 

On the less glamorous but equally 
important A B C programs, projects have 
been completed since July 1. 1936. at a 
total cost of $17.7 billion. The com
pleted projects involve construction con
tracts, on 208,000 miles of primary, sec
ondary and urban highways. A B C proj
ects under way or authorized at the be
ginning of this calendar year totaled 
$3.7 billion and included more than 
) 6,000 miles of construction contracts. 

Statistics are boring and sometimes 
confusing but they serve the necessary 
purpose of showing how far we have 
come in terms of fiscal and physical 
progress since the landmark Federal-aid 
highwav legislation of 1956. By "we," I 
mean the State highway departments, 
the highway industry and the Bureau of 
Public Roads. 
• . "In considering :he outlook for the 
program several questions are involved 
and I will try to answer them to the 

best of my ability. First, what will be 
the effect of the creation of the Depart
ment of Transportation? I don't foresee 
am' basic change in the historic relation-
ship between the Bureau of Public 
Roads and the State highway depart
ments, nor their relationships with the 
voadbuilding industry. On the other 
hand we must all become a little more 

transportation conscious" rather than 
just "highway conscious." This is not 
because of the new Department hut be
cause it's the only attitude that makes 
sense in this complex latter half of the 
Twentieth Century. 

Second, what is the prospect for an
other big road program similar to die 
one authorized in 1956? And if so, will 
it be financed through a Highway Trust 
Fund as at present? I wish I could 
answer these witli some degree of as
surance but it is always hazardous to try 
to forecast what future Administrations 
and future Congresses will do. The 
Bureau of Public Roads and the State 
highway departments have been making 
an exhaustive study of highway needs as 
far ahead as 1935. The report of this 
study will go to Congress in January, 
1968, and will include recommendations 
as to the type of program to succeed the 
present one, as well as financing recom
mendations. 

Ii: should be noted, though, than this 
study is part of a larger and broader 
study which will consider the Nation's 
total transportation needs because high
ways can no longer he divorced or con
sidered separate from other means of 
moving people and goods. W e must plan 
and build transportation systems. 

One thing 1 can predict with reason
able confidence—that any future high
way program will be heavily oriented 
to the urban areas, and quite properly 
so. W e are going to have more people 
in the metropolitan areas, year after 
year, for as far ahead as we can see. 
Even today, two-thirds of our population 
is in urban areas. And even todav, half 
of all motor vehicle travel occurs on city 
streets, which account Cor only 13 per
cent of total mileage. 

In fact, under the present program 
we have had to take into account this 
increased urbanization in many wavs, 
including various expedients to get more 
capacity out of existing city streets. Just 
recently the Bureau has undertaken a 
new program to help cities reduce traffic 
congestion through traffic engineering 

improvements. 
In a departure From tradition, pres

ently available highway funds may be 
used for specific purposes on certain 
city streets not previously considered 
eligible for Federal-aid. It involves ex
panding the Federal-aid primary system 
to permit the selection of additional 
principal streets in areas of 5,000 or 
more population to receive Federal aid 
for the improvement of traffic operation 
only, but not for major construction or 
reconstruction projects. 

The cost of the improvements—such 
things as channelization of intersections, 
for example—will be shared by the 
Bureau on a 50-50 basis out o£ regular 
Federal aid highway apportionments. 
The selection of the streets will he made 
by State highway departments, in co
operation with local officials, and will be 
subject to approval by the Bureau. 

I mention this not because it has any 
great significance for the construction 
industry but because you are citizens 
first, roadbuilders second, and the 
mounting problem of urban traffic con
gestion is one that affects all o£ us. 
Without trying to predict the outcome 
of the highway needs study, it seems ob
vious thai many more miles of urban 
freeways w:ill be needed in the future, 
as well as other transportation modes 
in some of the larger cities. 

Venturing a little further out on the 
Limb, I foresee a continuing high level 
of highway construction activity as far 
ahead in the future as we can reason
ably look. With the usual hedges about 
the possibility of a major war or. de
pression, I believe public demand will 
compel a continuing program on some
thing like the scale of the present one. 
But the public has indicated quite 
strongly that it is no longer satisfied 
with merely getting from here to there. 
People want not only more highways, 
but safer, more useful and more beauti
ful highways, and one of the great chal
lenges of the future is to accommodate 
our roadbuilding efforts to this desire. 
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Hard Work and Determination-
Must Preserve 

In February. 196o Governor William 
W. Scrancan presented a message to the 
General Assembly challenging Pennsyl
vania to become first in highways. The 
Governor proposed th.it we begin a pro
gram that will result, 10 yej.rs from the 
date of his address, in the completion o£ 
a $10 billion Highway construction pro
gram. The program was advocated be
cause a careful detailed study revealed 
that Pennsylvania had fallen far behind 
hi highway building". It would take fifty 
seven vears, at the then existing rate, to 
build the roads that are needed now and 
in the crucial decade ahead. 

Since the Governor's address two vital 
conditions to a successful program have 
been fulfilled. A program o£ financing 
has been established and an assortment 
of ancient and political shibboleths have 
been literally kicked ou: the window 
with, the creation of the Highway Com
mission. 

There rerr,aiii3 the viiz."... cruris/, condi
tion of accelerating and transforming 
the Department of Highways into the 
most progressive and efficient organiza
tion of its kind in the nation. 

A new Department of Highways is 
being built. The management tools once 
satisfactory for planning, scheduling, and 
comr-oHing the Department axe no long
er adequate. A very brief resume of the 
changing environment within the De
partment is as follows: 

1—The organizational structure of the 
Department has been changed and 
functions realigned in order to bal
ance the organization and eliminate 
duplication. 

2—A comprehensive, computer orient
ed system of management informa
tion codes has been instiuted to 
permit the proper distribution and 
comparison of costs and identifica
tion of accounts and other records. 

3—A comprehensive network schedul
ing system has been installed cov
ering all phases of highway design 
through the adaptation oS Critical 
Path techniques. 

4—Developed and Incorporated with 
the network scheduling system is 
a project expenditure schedule that 
permits analysis of cash, require
ments and furnishes the base upon 
which a cost based budget can be 
developed. 

5—The Chief Engineer's office has 
been reorganized to provide for 
more effective direction and con
trol of District operations. Two 
Depury Chief Engineers' Junction 
in a ilne capacity over the District 
Engineers In the eastern and west
ern portions of the state. One 
Deputy Chief 'Engineer coordinates 
the design, traffic, maintenance, and 
construction bureaus, in the Cen
tral -office. Two additional posi
tions function as Staff Assistants 
in resolving critical problems in
volving ir_:ei-district relationships 
or relationships between districts 
and other Central Office engineer
ing functions. These positions also 
function to break bottlenecks and 
keep things moving. 

6—The organization of all Districts is 
being studied and changed as nec
essary to improve the effectiveness 
of all District Operations, includ
ing the establishment of Deputy 
District Engineer positions. 

7—An operations review group has 
been created with the idea of re
viewing all engineering activities 
on a Department wide banh. 

All of die above programs, along with 
many others which are :c-o numerous to 
mention, are necessary pre-requisites to 
meeting- the challenge of making Penn
sylvania first in the nation in highways. 

Successful fulfillment of the highway 
program, however, does not rest with the 
Department of Highways alone- Con
tractors, consulting engineers, materials 
and equipment suppliers, real estate ap
praisers, arid local iurisdictions are all 
significant ir. lu.ilding luglrwavs. 

Each agency must review iheir rela
tionship to the total program and Iden
tify the part they play In obtaining the 
common objective of accelerating high
way construction. Contractors must pro
vide conscientious attention to construc
tion, of highways. Consulting engineers 
must Increase productivity £>f platii by 
exerting every eftort :c- meet -scheduled 
letting dates. Materials producers must 
constantly be attentive to their products 
to assure compliance with specifications. 
Real estate appraisers must improve their 
response to the demands for their serv
ices. Local jurisdictions must think not 
only of their immediate jurisdiction; hut 
the welfare of all Pennsylvanians. 

By Victor W. Anckaitis 
Deputy Secretary 

and Chief Engineer 
Pennsylvania Department 

of Highways 

The challenge of the highway pro
gram is so great that an all out effort is 
required. Imaginative, creative thinking 
must be applied, A good job has been 
done the last several years, but this is 
not enough. \Ve need a better job. Yes
terday's good performance mu.s: become 
today's minimum performance, Intense 
individual and collective efEort is de
manded and leadership, energy, and 
drive is required from aH top eschelon 
people in every sector of the highway 
industry. Hard work and determination 
rnu t̂ preserve if Pennsylvania is to truly 
become first in the nation in highways. 

A Possible Solution 
A traffic judge in Detroit, Michigan, 

lias come up with an idea which might 
prove to be the key to dtscouTge repeat
ed traffic offenses. Under the jurist's 
program, motorists convicted of traffic 
violations are required to post a peace 
bond, which Is held by .the court for 
six months to a year. 

li thf violator gets through the pro
bationary period without further mov
ing violations, his money is returned to 
him. On the other hand, if he is ticketed 
and convicted, he forfeits the bond. So 
far, the bonds have ranged from $100 to 
$400, and of the 40 drivers who jhave 
been placed under the peace bond sys
tem, none has lost his money. 
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