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sity Wowen, zad Catholic, Tewisk and
Nogro weoien's councils, and univer-
SilV eConomnists.

Margolius points out that such con-
sumer groups will be attending con-
sumer  developments in the current
Stare Constitutional Convention now
working on a draft to revise and up
date busic laws for New York.

‘The convention's committze on
hew th, Eousing, and social services
hns designated a special subecommit-
tee to shape recommendations for
new State codes on consumer pmtec-
tion.

Consumer experts like Sidney Mar-
golius will be in the thick of the battle
for consuwimer protection as New York
revamps its constitution, It is from
such = wealth of experience that Mar-
zolius will carry on the fight in a book
o be called “The Innocent Con-
sumer.”

The siory of the working man and
woman throughout history has been
like the story of the team that got
behind carly ia the game and spent the
resi of the afternoon trying to catch
uz. Thiough ikeir vnioms, working
people have made strides in catching
up economically.

But as a consumer, the working
man and woman are still playing catch
up, trying to match wits in the mar-
ket place with sharpies, out-and-out
frauds, fAnancial tricks and fine print,
and simple econemic circumstance.

{onsumer education is siowly help-
ing to wipe out market place illiteracy,
but the progress is siow. Through
unions and other groups, ConsSUMETS
are jearning te maneuver the cbstacle
course in the market place with a
minimum amount of economic cuts
and bruises.

Bu:, unt.! Mr. American Consdmer
receives his PhD in Marketpiace Skull-
duggery, chances are that much of his
buying power will be syphoned away
by those who consider consumer ex-
ploitatien just another slick business
practice.

o Shiv Wictory

A majority of the 24 production
workers at Harter Corp., an office
furniture manofacturer in Van Wert,
g, recenuly voted for representa-
i:on by Teamster Local 908 of Lima,
Do, in a MNational Labor Relations

Board clection, according to M. G.

Redinbo, secretary-treasurer of the
lozal uniono.
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Along Highways

"Would Cost $1 Billion
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To Correct Death Traps 7

Congressmen were told by the di-
rector of public rpads recently that
it would cost more than 31 billion to
eliminate roadside death traps built
intp the federal highway system.
ng C. Turner made the estimate

le testifying before a House pub-
lic wofKs subcommiitee)on the fed-
eral-aid highway system. The commit-
tee has been holding hearings on the
thousands of deaths that occur when
cars leave the road and hit hazard-
ously-placed signpasts, trees, ditches,
and guard rails.

Turner first described the cost of
correcting the mistakes as “very sub-
stantial.” When pressed for a figure,
he said it would take more than $1
billion to correct the hazards along-
side federal aid highways other than
the interstate system. He said elimi-
nating hazards on the interstate sys-
tem would cost less.

The extent of roadside hazards had
come to light only recently, Turper
said, and in many cases were an un-
fortunate counterpart of safety fea-
tures built into new highways.

For example, he said, overpasses
designzd to eliminate the dangers of
grade crossings presented new
dangers of bridge abutments near the
road, while large signs designed to be
readable to the motorist passing at
fast speeds required heavier supports
which could be fatal to the motorist
hitting them. .

“The oprincipal cause,” Turner
romted out, “is clzaddy that oor pre-
vious judgment . . . did pot antici-
pate the degree and frequency with
which drivers would run off these

_new roads.”

He added, “It took some time to
observe that a dismaying pattern of
run-off-the-road accidents was occur-
ring and an equally long time to de-
velop appropriate corrective meas-
ures.”

Both Turner and Lowell K. Brid-

well, federal highway administrator,

told the copgressmen that programs
are underway to eliminate such now-

"recognized hazards from. future con-

struction.
Subcommittee Chairman John A,
Blatnik (D-Mim.) commenied that the

hearings had brought to light an in-
credible story of mistakes that should
have been corrected sconer.

As a result of a communications
gap, he said; “the knowledge we have
gained from experience and research
over the yvears has often been ignored
in practice,” He also criticized “iner-
tia” resulting in needless resistance 1o
change on the part of highway build-
ers and administrators.

-~

“We can safzly predict that each

year thousands of vehicles undoubt-
edly will hurtle off our highways out
of control, as they have done each
vear in the past,” Blatnik said. “Rea-

“sons will range all the way from bee
" stings,

sideswipes or
driver error or fatigue.”

Blatnik copncluded: *Whatever the

blowouts, ta

reason, they are entitled to a secomd

chance to recover contrel, without be-~
ing smashed against some massive con-
crete or steel object which in too many
cases should not have been there at
al.”

Seventeen congressmen have iniro-
- duced legislation aimed at requiring

the Secretary of Transportation to
withhold federz! kighway momey from
states failing to comply in the future
with strict federal roadside safety
standards. ’
The Department of Transportation
and the Bureav of Public Roads can
do much the same thing now under

existing authority, but they are not

doing . The provosed legislation
would make it mandatory that states
comply or else forfeit federal high-
way funds because of ineligibility.

® On Caonsumers

“It is the individua! consumer—
not  the average

gets disillusioned and deceived and
who comes to put the blame for all
the ills and shortcomings of the indi-
viduat service men, retailers and
manufacturers on something called
‘business’ "—Mary Gardiner Jones,
only woman member of the Federal
Trade Commission.

The international Teamster

. consumer—who-
shops, who engages in boyootts, who

+ -
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F I WERE to set one all-encom-
passing goal for 1967-68, it
would be this: to plan, locate, de-
sign, construct and maintain high-
ways with an enlightened view
toward their total impact on so-
dety. You have heard a lot about
human and social values in the
past few years, and it must be
obvious to everyone by now that
it's not just talk. If there ever
was a time when roads were built
omly to move people and goods,
the time is long gone and there
are many observers looking over
pur shoulders to make sure that
it doesn’t come back.
Certainly, mobility is the basic

wrpose of highways or of any
sther means of transportation,
and this in itself is a human value
of high order. But one of the
rincipal ends toward which our
efforts must be more vigorously
ipplied this year and every year
is the preservation of human life
ind limb, an end transcending all
sther human values.

Those of you who followed the
recentt hearings in Washington on
lghway safety must have been
dismayed at the testimony. Quite
naturally, the sessions have gern-
wated a great deal of publicity,
imd some of the news reports
would indicate that highway de-
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signers and builders haven't
learned a thing about safety in
more than a half-century.

This, of course, is refuted by
the generally downward trend of
the traffic fatality toll in terms of
miles of travel. In 1934, for ex-
ample, the death rate was 16.7
per 100 million vehicle miles of
travel. Last year the rate was 5.7.
In other words, had the 1934 rate
continued, we probably would have
counted some 150,000 traffic fa-
talities in 1966 instead of the
52,500 we actually had. This im-
provement has not all been due to
refinements in the motor vehicle
or in better driver performance.

On the other hand, one traffic
death is too many. Also, while the
general trend has been downward
over the years, the fatality rate
has edged up slightly every year
since 1961. During about the
same period, there has been an
alarming increase, especially on
high-speed highways, in the num-
ber of wvehicles running off the
road and hitting a roadside ob-
struction, frequently with fatal
results.

We have both a legal and a
moral obligation to use all of the
expertise we have gained and are
gaining to protect the life, limb
and property of the motoring pub-

- “Buiénuof
artment .of .

lic. The moral obligation is im-
plicit in the statistics which show
that last year highway accidents
injured 10,000 people every day,
killed 1,000 every week and cost
well over $800 million every month
in senseless economic waste.

We all know that there can he
no such thing as a perfectly safe
highway, any more than there can
be a perfectly safe driver or a
perfectly safe wvehicle, Granting
that, we have to assume there is
going to be an irreducible mini-
mum of traffic accidents, injuries
and deaths. Nevertheless, we must
proceed with all the means at
our command to dip down to that

bare, jrreducible minimum.

We took a long stride toward
this goal in devising and contin-
ually updating the design stand-
ards for the Interstate system.
The result has been that the {raf-
fic fatality rate on the open sec-
tions is about one-third of that on
the older, conventional highways.
We are incorporating into the
ABC roads as many of these
standards as are justified by traf-
fic volumes and possible within
the limitations of available funds.

On the older highways the spot
improvement program has a very
promising potential and the re-




sponse of the states, while not
uniform, has been encouraging.
As of April 30, the state highway
departments had programed a to-
tal of 2,651 highway safety Lm-
provemert projects. Of these, 113
have now been completed, some
of them for enough itime to pay
substantial dividends in accident
reduction with a relatively small
investmeni of funds.

That leaves the matter of road-
side hazards remaining as a prin-
cipal problem to be dealt with ag-
gressively and imaginatively—be-
ginning at once and continuing on
a large sesle for as lormg as neees-
sary to provide the highest possi-
hle level of roadway arnd roadsids
safety on the federal aid highway
system.

We constder that available fed-
eral aid funds can be pat to no
better or more urgent use today
than in the very prompt initiation
of a broad program 1o increase
the safety of public highwavs. For
that reason, BPR division engi-
neers have been instructed to take
a broad and liberal viewpoint with
regard tc approving programs
proposed by the state highway de-
partments for work in this area.

We are reguiring that all as-
pects of location, design, traffic
control, drainage features and
roadside appurtenances be exam-
in=d during all phasss of the de
velgpment of the plans, specifi-
cations and estimates for aigh-
way projects beginning with the
location survey, and to the maxi-
mum extent possible in the con-
struction and post-construetion
stages, to ensure that hazards
arising from wvehicles leaving the
roadway out of control will re-
ceive primary consideration.

Some of the highway depart-
ments, as well as the highway
construction industry, have ex-
pressed concern that the federal
aid highway program will grind
to a virtual halt because of the
new safety measures set forth by
the Bureau of Public Roads. This
1s not true.

Actually, the contract letfings
need not be diminisn=d and, where
There s some delay, it will be
negligible ard for the bhest possi-
ble reaszon. Let us remember that
these measures 1o increase traffic
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safety are not something imposed
on us from outside They are our
own recommendations, arrived at
by our own people on the basis of
careful and extensive observation,
and adopted voluniarily by both
partners in the federal-state road
building progran:. So let’s get on
with the job.

The other end toward which
major effort musi be directed this
year, and for many years into the
future, is fo accommodate the
federal aid program to the prob-
lems of increasing urbanization.
By 1990, it is forecast that 219
millien pzaple wil. be living in
urban arsas. This is mare people
in urban areas than we now have
in all 50 states. Obviously, it is
better fo anticipate problems or,
in this case, to prepare defenses
against a ‘“time bomb’” rather than
to just walt around for it to ex-
plode.,

You have all heard much about
the Traffic Operations Program to
Increase Capacity and Safety and
the joint development concept.
These are convenient terms re-
ferring to two current programs
which the Pureaw is pushing not
only iIn the interests of efficient
and safe traffic movement, but in
the larger areas of human wval-
ues. The TOPICS program in-
volves an expansion of the federal
aid primary zystem to permit the
selection of prircipal streets znd
downiown grids (in areas of 5,000
or more population) to receive
federal aid for certain kinds of
engineering improvements. These
do not involve major construction
work but improvements of traffic
operations which can step up
speeds on urban traffic arteries as
much as 25 per cent, as a result cf
a relatively modest investment.

We are going ito continue to
push this program hard. What we
are striving for, of course, is
greater utilization of existing
highways. This would provide &
great deal of additignal traffic
gservice at minimum cost. Chvi-
ously, it is no substitute for the
needed new freeways and other
urban artarials that raust continue
to be built s zatch up to and then
2eep pace with the gravitation of
people io our metropolitan areas.

But we must continue to take

the fullest advantage of what we
have. Low cast improvements to
existing streets and the use of the
latest traffic engineering tech-
niques and traffic control devices
can double traffic capacity. Ther
is also a great possibility in legis-
lation to make federal aid fumds
available for parking or terminal
facilities on the outskirts of large
citiez. The study leading to this
legislation was another part of the
TOPICS program. Also, we must
give greater attention to meas-
ures which will increase our ex-
isting street capacity to move per-
sons, Tether than vehicles —n
cthzy words, by tas addition of
more huses.

We are also pushing what we
call the joint development con-
cept, which is designed to make the
maximum use of both space and
funds in locating and building -
ban freeways. In simplest ferms,
it involves the use of the freeway

‘to serve the social and economic

ends of the community, as well as
its transportation needs. The key
lies in the acguisition of entire
blocks or aquares of property,
rather than the minimum required
for the freeway right of way. In
many cases, we have found this -
can be done at little or no extra
cost, and it certainly is much
cheaper than buying the same land
piecarazail For housing, recreaticn
centers, parks and other comriu-
nity needs. Of the twotal property
acquired by the local authority,
the highway department would
buy what amounts to an ease-
ment for the right of way or
“air tunnel.” The rest of the prop-
erty over, under and adjacent to
the freeway could be used for
any of a number of community
PUrPoses.

This is an enlightened comncept,
permitting the construction of re-
placement housing while building
the freeway, with a minimum of
displacement of the dwellers in
that area. It makes the most effi-
cient use of both money and space
to provide the needed [resway
and other facilities as a package
development. It also mskes pos-
sihle a rebirta of the downiown
area, with its consequent benefit
to the city tax rolls,

This program is still mainly a
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concept, enthusiastically hailed
by planners, but toc new to have
demonstrated its fulll potential in
actual practice. I personally be-
lieve that the potential is great
and that the highway people must
teach and encourage its develop-
ment. By so doing, we would dem-
mstrate that we are capable of
hoth imagination and a concern
for values other than the shortest
line from here to there. Today
and as far ahead as we can look,
the federal aid highway program
must be concerned with the total
impact of highways on people—on
their environment, housing, recre-
ation, cultural interests and all
the other elements and amenities
of modern living. It must be ac-
commodated to the wider inter-
tsts made possible and encour-
aged by increasing affluence and
more leisure time. This is a goal
—or an end toward which effort
mnust be increasingly directed.

The traveling public has indi-
cated quite strongly, for example,
that it is interested in aesthetics
—as well as safety and a smooth,
relaxed ride—on the highways
for which it is paying. As you
know, legislation is now pending
in Congress to finance both the
beautification and the safety pro-
grams out of a new special trust
fund, with revenues earmarked
for these specific purposes. The
Jroposal would authorize the ap-
ropriation of $180 million for
Tiscal Year 1968 and $220 million
for Fiscal 1969. By far the bulk
of both vyears’ appropriations
would be for landscaping and
gcenic enhancement. This is ap-
propriate because these form the
frue core of the beautification
grogram, rather than billboard
‘md junkyard controls which get
the publicity.

The provision of safety rest
ireas is one feature of the fed-
tral aid highway program which
i by no means new, but is still in
the very elementary stages of de-
relopment. It is one of the most
jopular features of the program,
s well as one of the most impor-
fant, since it serves..safety, aes-
thetics and recreation as well as
utility.

If I seem to have soft-pedaled
thysical progress as a goal for
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1967-68, it is largely because qual-
ity of construction rather than
quantity is of overriding impor-
tance in the advancement of the
Interstate and other federal aid
highway systems. This is always
true, but the truth is especially
applicable during this Fiscal Year
when our performance in enhanc-
ing highway safety is under scru-
tiny, when the future financing
of the federal aid program will be
up for consideration at the next
session of Congress.

The autlook for the current Fis-
cal Year is very encouraging,
barring a return of the same type
pressures that were so prevalent
during the early part of this past
year. It is expected that federal
aid highway funds totaling $4.4
billion will be released for obliga-
tion during the year, together
with the additional release of the
remaining half of the frozen bal-
ances carried forward on June 30,
1966. Additional! funds may be
released for obligation during the
yvear if the economic situation
warrants.

Progress in advancing the In-
terstate is good. The latest status
report, as of June 30, showed 24,-
070 miles or 39 per cent of the
Interstate system in use. Progress
on the ABC program (primary
and secondary routes and their
urban extensions) has also been
good.

As to the immediate future, the
Bureau will be presenting to Con-
gress next January a revised and
more realistic estimate of the cost
of completing the Interstate sys-
tem. This will take into account
not only increased costs, but
changed conditions and revised
concepts as to the functions of the
system. It will then be a decision
by Congress whether to nrovide
additional financing to complete
the system on time, to stretch
out the program ag long as is
necessary to complete the 41,000
miles, to build as much as possible
with available financing, or to
adopt some combination of these
alternatives.

Your guess as to the action of
Congress is probably as good as
mine at this point. The only thing
I'm sure of is that we must de-
sign, locate and build the re-

mainder of the system with
intensified concentration on safe-
ty, aesthetics and cther human
values, as well as utility and effi-
ciency. If a choice had to be made,
T believe it would be better to sac-
rifice some small amount of mile-
age than to build any remaining
sections without the fullest con-
sideration to these human values.

As to the more distant future,
we also will be submitting the ini-
tial report on the future highway
needs of the Nation. Similar re-
ports will be made every two
years, so that the needs may be
regularly reassessed and updated
in the light of changing demands
and conditions.

Without predicting the findings
of the hichway needs study or
studies, I believe it is safe to as-
sume a continuing high level of
highway construction activities
as far ahead into the future as
we can reasonably look. I believe
it will include many thousands of
miles of urban freeways, serving
many purposes, and closely inte-
grated with other transportation
modes. T believe, also, that there
will be many thousands of miles
of scenic highways, complete with
all the various types of recrea-
tional facilities that go with them.

There is no doubt in my mind
that public demand will compe! a
continuing program on something
like the scale of the present one.
Certainly the motoring public has
consistently shown its willingness
to pay for safety, ease and conven-
ience of travel.

That is the enlightened point of
view, the public service point of
view that we public officials have
a moral obligation to maintain.
Nevertheless, if we don’t build the
highway systems right—with me-
ticulous attention to safety, aes-
thetics and the enhancement of
other human and social values,
then we face the very real pros-
pect of new legislation, new con-
trols, which I know America’s
road builders would not welcome.

So in eonsidering our highway
goals for 1967-68, let us not for-
get to count among them the pres-
ervation of the federal-state part-
nership as we know it. Together,
we can go forward in building the
world’s finest highways. @
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_HE INCREASE ¥ rate
- earthwork productlon by hlgh
Wy contracts in the'last 20 years
"hag " been ‘common - knowledge to
~all"concerned.. Ho_wever “the fest-
ng of compactxoni. as. not- kept
“pace with" this - increased produc-
“tion rate. The California Division
~'of ‘Highways: 'has' been’ ‘working
" on’, this problem: for: many years
; __-_':.and this has: resulted in the de-
> velopment of " a. new; compactlon
' test method: ‘using’ an’ area con-
7 cept utlhzmg nuclear gages

z_t tle 3 lack 5?' 3 ox

Was. the same ‘as most compactxon
" ‘control throughout  the country.
A field  density”. was. taken the
' material. ‘at ‘that: location- ‘tested
7 : ' A e T . for’, maximum densrcy .-and ‘the
Y _’-nuelear gages in determmmg earthwork compactmn m ‘ratioor relative. comp_ctzon O
CaJJfo "a,;:has mtroduced the A.tomlc Age mto hlghway construct:on ‘ported - to. the " engineer Who in-
i : . Jformed - the contractor :

the minimum ‘requirement. .
1 Extensive studies wer, made by
'the D1v1510 ’of: nghways ‘which
:~examined: statistically’ much
o smaller 1ncrements ‘of . fiII than
Sl were, represented by -any.single
- control’ test., These studies show
" that in .compacted fills, accept-
~~able. by our- present compachon
i testmg ‘procedure; a Jarge vohime
. 'of s0il i is generally below the gpec-

tlon "Thus; m spec1fy1ng' a-‘mini-
. omum relative-compaction require-
. ment'we were “kidding ourselves”
*unless' we Were able 1to-test a11 of

. the soils’ : .
004 The problem the was: to dev1se
G '._a method of testing which would
-+ ‘more correct]y disclose the over-
allstate " of density  of ; the soil
.."mass’ being 'tested -and. accommo-
- date ‘the. gcceptable variations of
: ;both ‘optimum and: _m—place den-
-sities. It ‘would have to.do.soina
manner which: would ause a min-
irnuni “interference with;
tractor’s: _operatlons and, at the
e 'ti e; ‘makethe: results avaik
ble_as ] n_ as possﬂble

3§ Wﬂham G- Weber, Jr
ewior Matemls cmcl Research Engmeer
Ca .orma_Dwmo'n of H@ghways'.
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