NEV CEALLENGES TO THE FEDERAL-STATE PARTNERSHIP

Remerks by Francis O, Turner, Director of Public Roeds, Federal Wighway

Mrministration, U, 3, Depariment of Tramsportetion, prapared for delivery

st the A4th Mnmual Convention of the Assosistlon of Uighway Ufficials of
the North Atlantic States, Boston, blareh 2, 196%

As you Xmow, the Commitieas of Congress are displaying a kesn intersst

n the Federal-zid highvey program risht now, and so I appraciaite the chance

ity b o
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to talk over our muiual problems agzin in ths meeting with you who are

responsibls for highways and their use in this important Horth Atlantie
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Last yeer at Balitimore I opened with a sitatement that I want to -

repeat now becauss, frenkly, I didn't realize how prophetic it was, I saids
%1 want to remind you that we sre now Into ths szeond 50 y=ars of the Federal-
eid highway progran and it appears likely thal the challenges shead will b3
r2ater and more diverse then these wa have Taced up to now."

That wag less than a year ago. In the meantimz there have beszn a
musber of significant developments that zrs bound o influence the fuiurs
of the Federzl-ald highway program as well as the futurs of the Federal-3Slate

partnezshin, I will refer first to the new 2stimate of cost of the Interatate
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Syster, which was presented *c Congress in Januery, This, es you know, 10ta
$50,5 billicn -- up $9.7 biliicon from the 1965 estimete. The ressons srz 2130

¥novn Lo you but let me say for the record trat the cost figure 1s based on
N %9

eonsideratly expanded ccneents of the System and vhat it shouid do in addi~
7 - -

[

w

4]
s
[4F]
a,
o
{
<l
Q

tion to Just beinz z transportation facility, Mozt of the inereas
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significuant improvonents in the System iise2lf, including upgraded safely
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gtendards =nd the moprs elaborste desizne nzcessavy io confovm 10 the demands

for eompatinility with envivonmental fsciorg, voth pursl and urdan,
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The second significant develdpmént is the 196& National Highuey Needs
Report, the body of which vas submitted to Congress last month, with recon-
mendations to follow on or aboui April 1.‘ But‘ without considering reéome‘nda-—
tions, the report arrived at a preliminary figure for the annual cost .of road
and straet needs for the years 19’73;-85. This comes to an average annual
eapitel cost of $1’7.'4 billion, more than double the 3,5 billion per year
estimated anmual capital accomplishments during the remainder of the current
period, 1965-72.

As a grdup you are already generally familiar with both the new Inter-
state System cost estimate and 4the Highway Needs Repcrt so I won't dwell oﬁ
: t_he details, The point I want io make oy way of preface, though, is that
the finaneial outdlays proposed -- or estimated as needed ~- 1*1 these two
studies are tremendous, and realistic, And if past experience is any
eriterion, the esti*nateé are likely to provide new ammmition for eritics
of the fresway program, especially in the urban areas,

The past year has been a pariicularly difficult one for urban freeway
development and there has been an apparent swelling of the ranks of those vho
would have all urban dwellers walk or teke a non-existent railway car. It has
become increasingly fashionable to accuse highway .engineers and officlals of
digbolical schemes to pave over entire downiown areas, while polluting the
aii* with motor vehicle fumes and deliberaiely cresting momumentsl trzffic
jams. Most of the crities offer instant rapid rail transit as the ansver to

all of thes= problems,
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Anyonz vho has studied urban transportation objectively knows thet
rail transi*‘c', with Its fixed roules and schedules, is no substitute for
freeways.' But to demonstrate this does not dmvm.sh the responsibility of
highway offieials to recognize that there is a growing urban tz ansportation
probiem and then get in the forefront of the fight to meet 1t with prac‘c.ical
solutiens,

In outlining a few thoughts on how to do this ,"I want first-to meke
my position clear;. I'm in favor of all forms of transport bacause there Is
such a huge demend for this service that any and &l modes must be utilized
in the mix that will provide ~1:.‘;‘163 desired level of servies -- and this mix
will require an overwhelming large proportion of highways for many years and
many dollaré. The broad objec'tives of the Department of "“wansmortauon, of
which the Bursau of Public Roads' share is the largest pari, are to unify
national transport policy and to essure this desired transpoi‘tation gygten
for a population that will reach 300 million by the year 2000,

Such a s;y;stem necegsarily involves a 'totél transporiation facility, a
complex conveyor b2li which includes air, rail, highway, water pipeline, and
pedestrian transporit, so integrated that the various modes complement each
other in the way that these 300 million customers individually and colleetively
demand,

Becauze a mejority of our people alrsady live in urban areas and
gravitation to the cities continues, it is obviously these dense concenirations
of population that dsmand e major share of that itransportztion and st the same
time pose the most difficult problems and deelsions., The movement of people

-

and goods in these urban aresas is largely dependent oun pr rivately-owned
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vehicles and mass transit, rail or rubber-tired or both. The prineipal
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challenge of today and of the years ahead for which we are now planning is to
determine which combination of modes will best serve the needs 'of the urban
dwellers in each 1nstance. The combination will not neces sarily be the same
in Boston that it is found to be in Poﬁ‘ﬁland ; Maine, or in New York, or
‘.’Iashinéton.,

Sueh determinations involve research, study, analyé{ -~ and delay.
This deley, necessary as it may be in some instances, has encouragred an
organized campaign against the au'bomobilé and the freeway l—-'- even those planned
for & decads or more under the Interstaie and other Federal-aid highway
programs.' And too often the solution suggested by the opponents is to substi-
tute & form of transportation that won't work in a specific case for one thai
will v-,rc-ark.. There is hardly ever an either/or situation in any urban srea,
Rail 'bI':le.:l"‘ servés an urgoent nzed In some instances bul is totally unadeptable
to others and this kind of conclusion is arrived ai by our expsrienced highwey
plenners from objective study of the whole transportation spseirum - and not
from a pressuriz ed sales promotion campaign,

The opposition to freey ays comés from various interests, groups,
segments of the populaiicn, and individuals, It Is based on various motives --
comazreizl, esthetic, social, persomal -- but the ¢ommon rallying cry is that
& rapid rail trensit system can do the same Jjob without causing the physical,
social and economic dislocations inveolved in freeway construction, The
argunent is an 2pp2aling one if you Just close your eyes and dream, but it
won't stand up when you awesken tc life's hard realities., First of all, it
corpletely ignores the nesd to move products and essentizl public segrvicas

as well es peopls, Subways and oiher high spesd rall lines are ill adapted
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to the distribubion of farm produce snd manufactired goods - or police and
fire protection - or garbage pickups. It follcws that even where rzil rapid
transit lines are already in use or pro'jectec‘, a5 being feasible, freeways &nd
other urban arterials rust still be provided‘in large zmounts to assure the
efficient disfribution of goods and sé::‘vices.

More basic 1s the fact that rail transii, even when only the mevement
of people is considered, is feasible in very few cities and only for very
limited areas within these, In New York and other large cities where large
segnents of the population are concentrated along corridors and there are
other conditions which are ideal for rapid rail fransit, it obviocusly will
eontinue to be essentlal, On the other hand, its funciion has beccme in-
ereasingly the single one of moving pecple to and from ihe dowvmtown arca,
mainly going to and from work, during onz or two hours morning and evening ,
five deys a week,

‘Travel to the downtown area, esser_tiél though it 1s, represents but
& minor part of the toial trips that must be accommcdated every day - even
in New York with its large rail network, The great mass of urban area travel
is whoily outside the station-to-downtowm commuting route. It 1s made u
(as much as 95 percent in the largest cities) of the countless %rips to
school, to visit friends and relatives, to go to work or to move about in
earning 2 living, to go to the neighborhcood theatre, restaurant, drive-in,
bowling alley, or shopping center -~ trips that neither rail nor bus tra si
ean aceepiebly serve for the majority of our 300,000,000 customers and which

are almost wholly dependent on the private vehicle or taxi.
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& statement often made and reee'r;-tly repeated in a netional megazineg
is that "one irack of (ra$1) transit can carry as many peopie as 20 laass of
highway,” This is caz;efull:,u‘ worded ‘tb "::e‘misle-ading. Assuming that & single
rail line would have = capaciﬁy of 40 ,OCJO parsons per nour, 20 lanes of high-
way would nead have only 2,0C0 personé per hour. in sach lane 1o equél this
volume, JActually, a single traffic lane devoted to buses e}gclusiwre'iy, can

cerry 5C,00C persons per nour, One mixed treffic lane in the Lincoln Tunnel

4%
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carries well over 20,00C passengers an hour right now and no rail transit lin
anywhere is actually carrying the 40,000 persons par hour for an hour over :my
distances comparable to highway trip lengihs,

Rzil transit eannot be Jjustified and sueccessfully operaied exeept in
densely oopulated serviee areas, Five ci’cie_s in the Unized 3iates now have
rail repié transit systems in operaticn, a sixth has one under consiruciion,
end five others are sericusly comsidering such systems for the future, Thus
the questicn applies now only to eleven urbvanized 2rees, and might in future
extend to 2 dozen more if the experience with the others proves satisfactory.
3ut even in these areas, the proposed rail system cennot do avay with ths
needed additicnal streets and highveys, but can serve only as a complementary
and supplemenzing facility to carry a portion of the totel peak hour lozd,

For example, in four of ihe five urban arsas ccnsidering rall repid
transit systems, it should be remembered that such systems would gerve only
about five percent of the urban area's total daily perscon irins and only
about ten percent of the areals peak koar trips, The five percent which would
Cbe carrierl. ty rail itrensit in these estimates is just about ths amount of the

anmual traffic grovih now being experienced in these ssme citliss, Even where

-
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rail transit is already available, another form of 4r anspor“;ua"bi;on must. &lso
be provided to collect_the riders from their homes in “ohé morning qnd then
to redistribute many of them, almost sntirely by highways and s*tree*ts to
their ultimate dowmtown destinations; back to the "‘cll stations at m.rrh and
then to their places of reéidence

In simplest terms, the choice of a transportation system must take
into account the knowm habits and travel wishes of its customer 3. Mostof

them won't walk more than a few blocks to ride any form of transportation znd

they won't wailt more than a few minutes for that ride, Therefcore the width o

Y

the band that can be serviced by a fixed rail track is about 8-10 blocks wide
unless and until the serviee has been. supplemented by feeder buses or indi-
vidual rassenger cars, This raises the ouite logical cuestion in man
instances: Vhy not go all th2 way to or near the final destination by bus

or passengef car insitead of O'etum'f off and changirg

g trains?

2)
There is ancther significant aspect to this whole problem, It is not
entirely ecertain that rail service will have any considerable effect on
trafflc congestion, In Philadelphia, traffic on the Schuyikili Zxpressiay
rose from 89,392 vehicles per day in 1960 tc 134,654 in 1965, which is about
175 pereent of the plenned capacity. This steady inerease cecurred despite
the mmicipally-supportaed expansion of suburban rail service, Chicago's
Eisenhover Expressway, which has a rail line in the median, carries over
15C,C00 vehicles per day and several times as many customers as does the reil

line, Sc doas the Long Island Ixpressway, serving zn area with many elsciric

railway facilities, Both these express highways also move large freight
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tommages ev=ry day end provide =4dit

provided oy the rail linss,

The Bay Area Rapid Trensit Sysierm
inerease the pereentage of persone crassing the

in San Fransis

its trains Wy 1975-30,

icnal DUbLZC'SQPV“CLS vhich cannct e

eo i3 expzeied 1o

Bay on publie trsnsportaticr

But the ultinate

story is quite differens, according to z transportation speeialisi, George W,
Hilton, Professor of Eeoncmics at the University of Californiz, Los Angszles,
He wrote iIn the July 1957 issue of TRAFFI( QUARTERLY:

"This dmplies a raduction of 1

tut whataver is diveried is certzin 1o be replaced

to g8t o

drivers currently unable
uiilized to capaciiy.

thet the Bay Bridgze will have returnzad

=

Yhceordingly, from the point of view

+hat 2an bhe seid for this

expanditure ¢f over & billion dollars to pogipons for somewhat

the milding of =z seceond beidze for p
=] g
purchase price for time in

Sinece most of this talk

pareent of

n the bridge in rush hours

The Districy recognizes this explicitly,

2 its thscr

project is that

rnaps $28C million -—- ﬁ9031b1y tnz higres

by wvenlcles in of

beecause it is

and estimaties
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1 cepaeity by 1978,
ffie
it inveclwves ths

undsr a decade

peint has been on the neagative side,

vhat thzn is the answer to the mounting iraffic preblem in urban areas? MNay
freeways zve needed bul these alone-are not the $otal answer o ell tralific

problens in every clty, nor is the answer to e
of more lanes to existing fasiiiiisz, It s=zems obn

exploited to the fullest the potentialities
we now have and thoge

peasuring highway ¢

found in the

rere addisicn
viows that we haven't yeb
Treets ﬂrd
think more zhoud

havys o

thzn vehlicles and inls

t



of course, means the active enco wagement of mass bus transit over our road
and street neiworks which can be utilized as "bus quickways,”

Buses presently carry 70 percent of all transi't passengers in urban
areas, Bus transit is and probably will cconitinue 1o be the only form of
mass‘transit in ai ieast 95 percent of our urban areas of 50,000 or more
population, and in all smaller communities, 'it will be increasingly Important
in the years ahead to entice as many urban dwellers as possible out of their
personal cars and conto bus transit for thelr routine, everyday repetitive
movements, This is no easy wask for there are those in greai numbers who
still prefer to use theilr owvn cars regardless of the availability and quality
of transit., Some idea of the extent of the problem is illustrated by studies
conducted by the University of Michigan under contract with the Bureau of
Public Roads, These showed that a significant aumber of pecple alvays went
to and from work by car, even though there was no car in the household and
transit service was avallable to them, Another finding wes that scme 72 per-
cent of drivers had not estimated the cost of driving to work, obviousiy
considering cost of lesser importance than convenience, Theoretical sconcomic
iovestment aporoachss to public iransporiation progreams therefore are not an
acceptablie concept to the customers - nor is efficiency by itself,

There will always be an irreducible minimum of pzssenger ear traffic,

made un of itrips that camnot be accommodaied by any other means cf transporta-

-

tion, But I think we can, with the full coop2ration of the bus iransii in-

dusiry, lure the average urban. dweller cut of sc much dependence on his cer

gs a daily commuting vehiele, Some fairly dramatic proof of this is avalliable

right here in the Boston arca, The Massachusetts Bay Tranzit Authority
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invested in some modern, alr-conditioned buses and put them into service lasy

September on the Massachusetts Tm'-npigce extension into dovntown Boston, During
the pre-Chrisimas rush the line carried 2 ,‘OOO pe-rsons per day in each

diregtion and the serviece has now leveled off to about 2,000, But the imrportant
point is that more than 30 percant of these riders came .f_‘rom_ automobiles, They
were enticed by modern buses and a "bus quickway," and the 2,000 personms
represent a recduction of about 1300 paessenger cars - almost thé capacity of

an expressvay lane for one hour,

An interesting idea of possible significance for the future is. now
being invesiigated under a Federal research contract, The purpose is %o fiﬁd
out whe_thjer free bus rides would substantially :educe the rush hour c¢rush in
cities scross the country, There are meny practical difficulties, of course,
but without passing on its merit at this time, I believe the proposal embodies
the kind of imaginative, uninhibited thinking needad to solve the traffiec
eengestion provlem.

Every 50 persons iured to mass transit by vhatever means represents a
reduction of 30 automobiles in the traffic stream, which is the_equivalent of
& 2 pereant reduction in volume, This performs the desirable multi-function
of helping to ease dovmtowvm traffic and parking cor;_gestion, to reduce air
pollution,' and to stretch the people-carrying capacity of already exdsting
streets and highways, In fact th2 eczpacity in many communities is entirely
adequate right now and will be for a number of years ahead if any considerable
number of persons bound to and from the Jdownitown areas can be induesd fo use
bus transit., In other cases, very little expansion of existing capaciiy

would be reauired and fregusntly this can be accormlished av minimum cost,
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The TOF CS program, with whieh ybu are all fapiliar, is another 1::?30?"45 nt
step “oward ths fuller _u‘ailizgtion of cur highway plant, Projects‘ in this
program can produece in sor{xe-ins‘z,ances en inerease in the cépaci’t.y of a city
street netvork of from 10 to 15 ﬁercenﬁ,' with a Qecrease in accident ra‘ses‘y
end a further incentive and assist to the transit industry o improve Tus
service. The urban ous routes, whether freeways oﬁ' trad.itiohal city strecis
or both, and the buses that ride them zre the Sismese 3wins of mass. transii:
one cannot fenckion wi “hout the other. And the eff:“.ci_ency' of the functicning
of each dependa c.:n the vitaliiy of the other. Highway officizls and enginae ers
have very 1ittie control over tha guality of the transit equinment exceptv t
encourage the acquisitlion of modern buses by the p rovision of good routss or
Tquiek buﬁ:.—ays.”

Combined transit service in &1l U, S, urban areas carried fewer passenzers
in 1965 than in 1924, ecrease oceurring during a4 time when the urban TODUL~
letion bad doubled, The transit industry must cooperate and put new equinment
into sefvice if 7% is to compete with the pfivate avtcmobile and arrest ths
yeer-by-yzar decline in iis opsrations,

This is not easy, either. GCne of the Drineipal problems is that much
of the new equinpment would be needed only during the pesk hours. But American
ingenuity is almost without iimit end it sheould be possible Yo design arn all-
purpose vehicle, to be used for cerrying passengers during tha peak hours and

earge during the rest of the day, As 1t i1s, we have the vheels and the routeg,

but neither is b2eing used at anywhere near its capaciiy. The effect is like
building a tremendous menufacturing plant end then rumning It for only a few

hoors & dzv.,

W
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We believe there is a great potential in the us;e_ of reserved lanes
or regserved streets for buses and, as you know , wWe are all_ow_ing Federal-aid
funds to be used for this purpose under certzin conditions. ¥here bus serviee
would not justify such exclusive use of special lanes during rush hours, buses
could be given priocrity, with a 13‘.mife<i but addi."cional number of private cars
glso allowed, This progran is so new that it still amounts mainly to a
concépt of* blueprint for ﬁlﬁzz‘e action, At present there afe no exclusive bus
lanes in opersition 6n freeways in the United States, However, we know of 14
cities which have esteblished exclusive bus lanes on urban strests, with
indications that both buses and other vehiecles can save 10 to 30 perceﬁt in
travel {ime as a result, In Seattle, two ramps from Interstate 5 into dom-
towﬁ will be used exclusively for buses for a two-yeer paricd beginning this-
spring.

Similar planning is in progress for oiher cities across the country,
all in.the directlion of expanding the pecple-carrying capacity of highways
in the urban areas, I urge you o keep in the leadership of this developing
trend for here is another opportunity. for the highway engineer 4o demonstrate
agein that he is Interested iIn and doing something praciical about the problem
of providing improved transportation facilities to his millions of customers,
Even though it is obvious that future highway nesds in urban arsas will be
great, regardless of programs to improve mass fransit, we must meke ceriain
that 'the highway plant we have is used to the fﬁllest extent possible,

I believe the transportation problems of the cities can be lergsly met

through a judicious mix of new facilities and the fuller use of those now
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existing., I firmly ﬁelieve e.iso that these problems can be‘best handled

under the traditional proven Federal Bureau of Public Roads-é*tate highway- |
department parinership, dsspite strong _pfessures to the contrary. ‘e must
continue to demonstrate by working example not only the effectivity and efficien-
¢y of the partnership but also its edaptability to the -growing and changing

needs of ocur customers,



