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'By'l 'OTOK vehicles ana highways arc 
J-'-H. blamed by some for a large 
share of everything wrong ia our con
temporary society, it may be amoro-
prmte, Therefore, to recall tb.it we had 
neatly 3 miliior. miles et raids and 
streets in this country in 1 9 1 - 6 when 
we had only 1 0 2 million people and 
3.6 million motor vehicles. That w a s 
the year when federal aid 'for high-
ways v/as first authorized.. In the years 
since, this total has increased by only 
about 700 thousand miles—to some 
3.7 million nrles of roads and streets 
of ad kinds. 

Most of the investment in highways 
daring this period has been committed 
not to new routes but to improvements 
o; an existing system. In other words, 
the joint effort by the federal and state 
governments has been directed largely 
toward improving--in terms of capac
ity, utility and safety—the basic net
work that we bad since horse-and-
huggy days. 

The point is that there is no bull-
dedng maniac in a black ha: tearing 
everything apart just for the sport of 
it. The new mileage that has been 
added to the highway network in this 
past half-century has been in response 
to a demand for mobility that becomes 
greater every year. And there is no 
end to this demand in sight, especially 
in tae urban areas, where the majority 
of our people already Jive and wherc 
t:v.s majority will increase to dimen
sions that will become truly awesome 
ir. the !a;er years of this century. J do 
not question the right or people to 
live where they choose. I am only 
pointing out the problems continuing 
urban gravitation will cause people in 
terms of moving around to and from 
places rney wish to go. 

Those who propose mass transit as 
the easy and instant solution to all 
these problems either den't know about. 
ot deliberately ignore the nature of the 
daily movement of our urban popula
tion. The great mass of urban area 
travel is entirely separate from the 
home-to-job commuting pattern which 
is the only pa-c e-f travel t3ie.se mass 
transit planners are considering. As 
nvach as 95 "er cent of ah travel in 
the largest cities is concerned w i ; h 
trtns that are almost entirely depend
ent on tiie private at.romobde or taxi 
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since they are of a type that neither 
rail not bus transit can accommodate. 

But even more tc the point is the 
indisputable preference of the Ameri
can people for transportation by auto
mobile. I f there was ever any question 
about this, it was answered bv two 
opinion surveys recently completed for 
the Naucna; Academy of Sciences by 
professional poll- taking contractors. 
The surveys together covered more than 
5,000 households and the great major
ity o f respondents reported that they 
consider the automobile as much closer 
to the "ideal mode of transportation" 
for ah trips except business trips over 
500 miles. Public transportation of all 
kinds—air, train, bus, rail transit and 
taxi—was considered closer to die idea! 
mode by only 12 per cent o f those 
responding to the poll. 

Voice of the instant Experf 
Yet despite this overwhelming oref

erence for the private car and the 
flexibility it affords, there have been 
loud critics of highways and the 
internal combustion engine, particu
larly in die urban areas and particularly 
in relation to freeways. We have a 
whole new breed o: instant experts 
who would do away with highways 
altogether and force everyone to ride 
a subway or some kind o f magic carpet 
that exists only in the minds of 
dreamers. 

The situation m Washington, D. C. 
illustrates ait of the elements o f the 
problem, A subway system is moving 
toward the construction stage, and 
work has been halted o n freeways 
planned for as long as 1 0 years in 
cooperation with the states of Mary
land and Virginia. 

J am not contending that the sub
way is imr-ractical or unneeded, merely 
that it is r.o substitute for the planned 
freeways. The opposition to the free
way program has come from various 
interests and groups, narticulady from 
tile r i o o r e r elements of the population 
who fear displacement and also con
tend u'lat "reC'wa\s are rich men's cov-
ndoi^. Their criticism overlooks the 
fact that bo;h the hi.c^;Ly and rail 
svsteins v.vrc jomtiy pl.mne-f to com
plement e.H"h cahet and ilia! ma;or 
change in die plans tor 'bther mode 

will leouire complete revision of the 
whole transportation plan. 

There are two significant points in 
this connection. First, the problem ot 
dislocation has certainly not gone en-
noticed in the District of Columbia. 
For instance, the entire design of .L 
freeway was scrapped b-v the highway 
department to move the Location over 
to the Baltimore and Ohio Railroad 
and reduce displacements by T 5 per 
cent after a public hearing was held 
on the proposed plan. 

Second, the cost per person per trip 
for the subway system is considerably 
more than the freeway-bus-s:reet com
bination. Official projections indicate 
that in 1990 the S25 billion D. C. 
Transit System will handle onlv 21 per 
cent of the peak-hour work trip move
ment of people, while the cost of ail 
of the proposed freeway svsteni plus 
other new highway and street needs 
over the next 20 years is estimated ar 
something like S2 billion to ban ale 
78 per cent of the peak-hour work-trip 
load, including 47 per cent of the load 
in the central business district. Bear in 
mind that this is only the peak-hour 
work trips and not the total daby load. 
Good transportation is for all segments 
of society, including the underprivi
leged, and a lack of transportation 
especially hurts the poor. The bus-
freeway-street combination provides 
the greatest ilexibilky at the lovest 
cost to answer this 'poor-man's" trans
portation need. 

I had occasion recently to attend a 
seminar on technology and mba t 
transportation. The speaker was a 
young man full of big words and 
bnght ideas about urban (a-,.:asporta
tion. Bu: when I analyzed therm I 
found his ideas long <m im;-u;:'aumn 
but short on both accuracy and my.o-
ticality. I think some of his general 
statements may be of interest, ai011,1 
with my reaction to them. 

One cf his key :he.v.:s was diet hith-
ways. while they do not beiiem urban 
areas, are subsidi/ted. winch gives them 
a compet.tive advantage ever other 
transport mod.es. 

Beit highways are ;;<-.•/• subsidized. 
They are paid lor by the people who 
use diem and pay their \ariou.^ use 
taxes for the nrvikge, plus Tmm a 
25 per cent average surcharge whkb 
is diverted Lo genera! goverrme;u pur
poses. Hl-hwics are oeneucad : 1 .m.i 
of :ben.s;_-ha-y and the tr.msp<m.u 1.-.r. 
they altoid u a human a rat so:, a:' -Th e 
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of ii high order, serving to aid sub
stantial !y m creating many of the other 
fine values that our socictv wlem. rids 
and enjoys. Highways serve many ot 
these other human values especially in 
urban areas, and we arc encouraging 
their use as instruments of general 
social progress, provided both these 
sets of values can be made compatible 
v/ith the principal purpose of high
ways, which is :o move people and 
goods. 

The Bureau of Public Roads, in co-
oaeraticn with the state highway de-
partments, is encouraging what we 
call die joint development concept 
under which highways serve a multi
purpose function. Thev can be used, 
far example, to provide the 'package" 
development of desirable non-highway 
needs such as housing, business, pars
ing and recreational facilities above, 
below or alongside the urban highway. 
One of the most important social as
pects of the joint development concept 
is die opportunity that it ficcpier.tiy 
affords for replacement housing of 
better ouahty for those persons dis
placed by the highway project itself. 
It also, of course, makes the most 
efficient use of both funds and space 
in crhan areas. 

loint development is the answer in 
many areas to social and economic 
problems, but we have found to our 
dismay that the ioot-draggers in these 

''The aurernohutt did 
rhs Birth; H; iha svbv • » S . C U ! 

did mclte i&is^ 

oioj'ects are usually the ether "jointces," 
rathe: than the highway people. So the 
highway official is often blamed tor 
inaction on the pa:t of others, inaction 
that is large!) responsible for die 
plight of displ.uxes. In any case, the 
opportnnides that highways aft or d to 
rebuild a city far exceed the damage 
and often highlv publicized dislocation 
they sometimes necessarily cause. 

We have jiUaally hundreds of stud
ies that show iiiir economic kervhts. 
mat highwavs bring vd'.h them. One 
of the most striking and best docu
mented is the cave of Jlouia 12th a 
circumferential highway areund Bos
ton. 1: was opened in 1951, and it is 
estimated that ..y 1959, over Sh:~ 
million h;.d luce invented in raw 
"d.mts cmpkniug S o m e v. orken. 
dimg the r o o l c . A.ihnic'i S O U K O ; ih<-
aclivitv involved relocation, the :>v 

gain to the metropolitan area repre
sented an estimated $.129 million, and 
added 19.000 new employes to the 
area's payrolls. 1 chose that particular 
case because it was an eight-year study 
and one of sufficient depth to demon
strate that highways do have tremen
dous economic effects—and they are 
no: all bad, as some of the current 
social experts indicate. The Boston ex
perience with Route ;2S could be 
duplicated in nearly any large metro
politan area in the United States where 
freeways have been built. In Cook 
County, 111., for instance, commercial 
land along due Edens Expressway rose 
in value as much as ~5-0 to Z.hOO per 
cent over an eight-year period. The 
value of hand along the New York 
Thruvvav .tear Syracuse Increased ten
fold in a very few years after the ex
pressway was opened. 

The arfitment is made thai the auto-
mobile and the highway hive con
tributed to various social problems in 
the cities and have caused the mass 
flight to tbe suburbs. 

I believe there is actually very little 
relationship. Peov.de move to the sub
urbs for the positive values 'hey find 
there, rather than to escaue the nega
tives of the inner city. I have no daub: 
that the ghetto dwellet also aspires to 
move to the suburbs—---twain because 
of positive values. As a people we 
strive for the luxuries of fhe, some
thing more than the minimum. We 
want to have two cars, dessert at din
ner, an extra suit of clothes, presents 
for the kids—doings beyond the basic 
food, shelter and clothing we must 
have to survive. The automobile did 
not: cause the flight to the suburbs, but 
it did make it possible and this is 
obviously what the people wanted. 

V^cnt'y. 67 per ccn<" of dd Amer-
;;au families in metropoliam area; live 
in single family houses, a proportion 
that is rising. Present trends and the 
results of surveys suggest that the 
preference of ram dies for their own 
private homes in a suburban-type set
t-big is be-cpl\ moted. The met'v noli tan 
form of urbm. development has also 
allowed industries and badnesses a 
wider freedom or location choice. The 
expec.ation is that in the future tae 
growth of jobs will occur mostly in 
the suburban areas, with bthe change 
or a moderate rate oi hvrcase ai thc-
central < p.. 

ft is jar,a-'v h:J pus reason t.ta: miss 
trausd— L d>;'<" md 0' ruimer-tired — 

cannot substitute for the private auto
mobile. Transportation is an i n f i n i t e 
number of personal.'zed trips, some of 
which overlap cadi other, but r.ww. 
of which do not. because ot the m.mv 
trips that begin and end at t h e door? 
of our homes. There will ab.vavs be 
an irreducible minimum of passenger 
car traffic, made up of trios that cannot 
be accommodated bv any other means 
of transportation. 

When 1 refer to mass transit I in
clude another idea sometimes advanced 
— the moving sidewalk — w h i c h bias 
some limited applications bur is bv no 
means an answer to our growing need 
for mobility. 

This magic carpet fins to provide 
the solution because it doesn't tahe 

J \ . . urban freov.-sys pr^-aom/ 
planned v/iil rstjyjfe lesr rhar? 
3 par cert* of th? !tmd in imo 

most people where they want to go. 
It would be practical only if it ltd 
from everyone's, front door to his of
fice, factory, church, store, doctor, 
dentist, drive-in, bowling alley, a.ad 
satisiied the need for a 1 arid r e d oth,r 
routine, everyday movent; act of peo
ple. This is not mean: TO decide a n v 
type of transportation, becau-c- v.e wig 
surah" need all we have a n d all v.e 
can dream up to accommodate- the 
ever-increasing need and demand f u r 

CD 

mobility. 
There arc dic-se who sav mat h i g h 

ways are aH debt; it's -h; maternal 
combustion engine that's ah wrong. 
Some would substitute a modern steam 
engine or a battcm-powered motor In 
the name of solving the- alr-pellatio-. 
problem. 

Both have been (tied and b o t h faded 
lo provide the sec; ice t h a i the gas-, line-
powered engine prodded: he-nee bv.' 
became outmoded, I -<n sr.-.'-?; 
that (here is no future i<>v eidtcr, h a r 
both are in the future w h h e the m a c 
for mobility is ai hand, here a n d n o w 
Sigaducant improA-emeuts in poh'u:.i"u-
suppression devices are m-cea aiiv ex
pected, and these may go a l o n g v.av 
coward reducing ai: pclh.bou. w h i c h 
is admittedly a p r o b - h m . o\ rc^crtlv 
compScted sdudy saggesas b~.a: licoagu 
the : se of control .dwecs. redecv.u!. 
in the range of U> ;-T p..r •-=.UL 

tne poib.aants euu ' . ted. . -ot-..v.; 
e n g i n e i"eb:Ck'S ?S t,i>m v-:\- • m . l e . A 

v.uiun i'te neai O L L . I U " . ; ! ! o v . e \ e r , 
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study shows that it probably will take 
at least another deface before the 
hcnui.U of such devices will be widely 
idtj since the average automobile has 
about a 10-ycar life. 

Regardless of the power thai drives 
ar. automobile--- steam, gasoline, bat
tery—it has no effect on the total num
ber of private motor vehicles and the 
congestion lhat we find in so many 
downtown urban areas, especially in 
peak hours. So we must look elsewhere 
:'o: an answer to this problem. 

There are some who would ban, 
restrict or otherwise make it difficult 
and expensive to drive a private auto
mobile ia urban areas. 

This is negative and regressive 
thinking and a throwback 'to the davs 
ot Julius Caesar. Caesar, you remem
ber, barred all except r-edestrian uainc 
from Imperial Rome during the 10 
xurs after .sunrise. He also prohibited 
lady charioteers from driving in the 
city on Sundays or during times of 
heivy traffic. 

This ancier.t Roman type thinking 
fas suggested that tolls be imposed 
for urban aa.ro travel, with the rates 
increasing as one approaches down
town or daring peak hour/5. Aside 
from the practical difficulties of col
lecting such tolls, the idea tuns counter 
to c;ic of the great pluses of oar way 
of life-—chc ability to move about 
freely in living as well as making a 
living There is another noint of im
portance in this connection: sharply 
raising the price of commuting by car 
to the downtown area would have the 
probable effect of further accelerating 
[he departure of industry from the 
caitmi city to the suburbs. 

in considering urban transportation, 
it is essential to keep in mind the way 
it is growing. Urban travel, in terms 
of vehicle miles, is now increasing at 
a rete equivalent to doubling about 
every 20 to 25 years. About half the 
yearly increase is accomdec for simply 
b,' the increase in urban population. 
The other half comes from changing 
travel habits occasioned by the dis
persal oi' homes and activities and by 
rising personal incoir.es. 

The expected doubling cf motor 
vehicle travel in urban areas bv I9R5 
will certainJy require some new facil
ities, ir.c.udlag freeways, but much of 
this freeway mdcage will be in outlying 
ar-c.v-. v.'IIL'fc :h<_-re uf 1 he a minimum 
of dislocation. There -,vi!! lie a need, 
hov.'evcr, for some irecwiv mncagc ;n 

built-up areas, and here the problem 
cf luting diem into the environment 
with maximum benent and minimum 
disruption is admittedly dithcult. 

The charge is fieuuently made that 
freeways "chew up'1 tremendous 
'amounts of scarce urban land needed 
for other purposes. 

The facts are that urban freeways 
presently planned will recuirc less 
than 3 per cent of the land in the cities. 
In Los Angeics—sometimes held up 
as a horrible example—the proposed 
S00 miles of freeways that will weave 
through the metropolitan area by 19S0 
will occupy only about 2 per cent of 
the available land. 

The charge has been mace that half 
of the total area of Los Angeles is 
devoted to highways, streets and 
parking—in other words,, to the motor 
vehicle. Tills is true of the central 
business district of Los Angeles, al
though a large share of the parking 
represents land in a transitional stage-
while it is being changed by developers 
into new high-rise office buildings. But 
50 years ago, in the horse and buggy 
era, 35 per cent of the central business 
district was devoted to streets, alleys 
and sidewalks. So the alleged voracious 
demands of the automobile have re
quired an additional temporary and 
diminishing 15 per cent, surely net a 
high price to pay for the speed, con
venience and fiexibdity of the private 
motor vehicle which makes all the rest 
of the 50 per cent of occupied land 
as valuable as It is—and which value 
would not exist without the auto ac
cessibility. 

The California Highway Division 
has shown that in order to provide lor 

. . rihe + 3 ; ft a I ces'i pur ve» 
hscIs-mile of ur]oan rrsev/ays 
on 'hs ^rd'ersiste Sh/stsm is 
0.04» csnU-.." 

between 50 per cent and 60 per cent 
of ail travel in ivplcuj Cab.'ernia com
munities, only about hO pet cent to 
2 per cent of the urban area should 
be devoted to trees-ways; however, 10 
times this amount of area is reciuired 
for the oilier AO per cent to 50 per 
cent of the trn\el winch uikcs place-
on conventional ro.ms and streets. Cer
tainly, ibis is an indicator of the eco
nomic benefit and th rdtv use of land 
that a ) reew.v lurmshes as contrasted 
to the convention..i grid pan cm of 
streets. • 

The highway division also discov
ered that when Capt. John Sutter laid 
out the city of Sacramento in 1S?0 he 
set aside not 1.6 per cent, and not 22 
per cent, but 38 per cent of the entire 
area for streets and sidewalks. It may 
be of interest to note also—along the 
same line—that when Pierre L'iuifant 
laid out the city of Washington in 
1790, he proposed 59 per cent of the 
total area for roads and streets. Thus 
it would seem that history shoves us 
that our current auto-highway transport 
system has actually permitted us to re
duce the area of streets from that felt 
necessary in horse-and-buggy days. This 
has obviously put land back into high-
economic use and produced jobs, in
come and tax revenues that otherwise 
would net have existed for the benefit 
of either SjLct&r.icmo or Washington, 
D. C. 

In the District of Columbia the en
tire proposed freeway system would 
require only 2 per cent of the land. Bat 
of this 2 per cent, only .75 per cent 
would be paved; the remaining 1.25 
per cent womd be open space-—green
ery and landscaping adding tangibly 
to this desirable objective within our 
cities. The percentage of die area of 
the District used for reads and streets 
has been steadily decreasing, rather 
than inoreasmg as is being alleged. 
This is demonstrated grao-nicaily hi the 
southwest area of the city, in 1950. 
before the southwest urban renewal 
project, 4S.2 per cent of tine area was 
devoted to roads and streets: in 1963 
this had declined to 41.:- per cent. 

Another contention b that freeways 
are inordinate;y expensive. 

Expense is a rc la:ive tc-nn. Ob
viously, urban freewrys cost more dol
lars per mile to build than most of the 
rural connecting routes. 3u: measured 
in terms of SERI-ice to vehicle.-,—and 
thus to people-—-rhey are the best bar
gains available in highways. O n the 
basis of vehfde miles o-r u.-e er service, 
they are the cheapest of all. To Illus
trate, the actual cost per vemck-mile 
of urban freeways on ; h c Imersia/e 
System is 0.6do cents The oompmuhh-
ccs: for the lowest type rural roads 
and streets is about 3.2d amis. 

Another point that should bc>m.;de 
is that i rceways arc by ;*o means re
served for the passengx-r < ir. ..s s<une 
of the crktcs would have it. also 
serve1 as mam ;:r:er:e> ;<<r hioe-, uro-
vidlng saie. fast service en .ante, w'fb. 
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local service at both trip "ends. The 
place oi PUS trnndr in our toad trans-
poruuior system IS ot tremendous im
portance. Buses presently carrv "0 per 
cent of all transit passengers m urban 
areas. Bus trans t is and probably will 
continue to be the only form of mass 
transit in at least 95 per cent of our 
urban areas of 50,000 popuhunou :rtd 
in ad smaller communities. Finally, as 
I indicated earlier, bus transit provides 
the GK-ates: flexibility at lowest cost 
for those without automobiles. 

We are making a special and con
tinuing effort to encourage rite greater 
use of mass transit by, bus through the 
prevision of better routes, either on 
freeways or cn regular city streets or 
a combination of both. This makes 
sense, obviously, since the purpose of 
these arteries is to move people and 
goods, rather than just vehicles. At the 
same time, it serves the other desirable 
purposes of enhancing traffic safety 
and reducing ah pollution In the urban 
areas, cs we'd as casing congestion. 

I should mention parentheticallv 
that the congestion problem stems 
largely from the fact that most urban 
streets were laid out either before the 
advent of the automobile oi before 
(here was any general awareness of its 
potential. However, that docsn'i lessen 
the problem nor the responsibility of 
highway officials ro do everything pos
sible to sob.'? it. 

There Is a tremendous potential in 
the use of reserved lanes or reserved 
streets for bases, and the Bureau of 
Public Roads is allowing federal-aid 
funds to be used icr this purpose un
der certain conditions. "VC'here bus 
service would not justify the exclusive 
use e-f special lanes during rush hours, 
buses could be given priority, with a 
limited bur additional number of pri
vate cars also allowed. Tibs is a new 
program—too new ro have acvaa.ced 
very far---and there are at present ro 
exclusive bus lanes in operation on 
freeways in the United States. But this 
will come, and IN the meantime, at 
'cast hi cities have established exclu
sive bus lanes IN urban streets, with 
most encouraging resells. Hie indica
tions are lhat both bases and other 
vehicles can save 10 to 30 per cent IN 
trawl 'dm... as a result. 

Highway onciais are frequently ac
cused of basing bl.na spots toward the 

advantages of other means of transport, 
particularly rail lines. IF this WERE true, 
[ am certain that it is not the case 
today, because there is general realisa
tion that both kinds of facilities serve 
different components of tra\el. They 
are not interchanged-le. IN some cases, 
as IN that of tile Eisenhower Express
way in Chicago, they can coexist and 
complement each other. 

On the other hand, such situations 
are rare indeed, and in anv case where 
there is sufheiea: patronage to warrant 
a rail transit hue. there are also enough 
highway users to require fiecwiys or 
other high-capacity highways. So the 
answer in such heavily traveled corri
dors is to provide both rail and high
way facilities, even though the rail line 
may reduce the number of lanes re
quired on the new highway. 

Although a rail transit hue RUNS 
down the center median cf the Eisen
hower Expressway, chc great prepon
derance of potential customers rely on 
the freeway. Inbound person trips are 
split 42.5 per cent by rail transit and 
57-5 per cent bv freeway during the 
peak hours. Outbound peak hour trips 
do not differ greatly—16.S per cent 
by rail and 53.2 per cent by freeway. 
When you co isider a 24-hour day, 
however, the v-ia.ire is vastly different. 
Here we find—on a 24-hour basis— 
lhat 7 3.3 per CENT of the Inbound trips 
are by the expressway and omv 28.7 
per cent by ia :b Outbound trips are 
almost identical—71.6 per cent by free
way and 28.4 per cent by rail. 

Moreover, the freeway and the city 
streets also carry the freight traffic of 
the city for its essenlial services and 
cargo movements. They move the 
garbage and deliver the ice cream, 
move the firemen, pohce, doctors, 
school kids, fuel, groceries and do the 
dozens of other tasks that neither the 
adjacent rail tracks NOR any subway or 
metro rail line can perform. 

In looking ahead, dntmfore. it is 
unlikely that anv iorm of mass transit 
—rath bus, air, hydrofoil, moving side
walk or what have vou—wall eliminate 
the need for a continuing program of 
providing substac.da! additional high
way facilities in urban areas and ir. 
sketching the rapacity of those we have 
or are developing. 

The Bureau of Public Roads re
cently suh:nim_d a report to concres-; 
I'II the high'.-. needs •:;! the nation. 
Tabs WAI in response to a corcessional 
directive and was aased Jargeiv on aata 

and estimates by the states. These cdta 
Include a preliminary annual cost es
timate of road and street me.bs for du 
years 1973-S5. This comes to an aver
age annual cost of 517.4 bihion. which, 
is more than couble the -SS.5 billion 
per year estimated annual c.udud ac
complishments at the present time. 

This is a monetary measurement, 
but there arc others. In 19S5, instead 
ot 200 million people, we wall have 
about 265 million. Instead of 100 
million motor vehicles, we wdl hgve 
iomc:hlng like 1.44 mill'icii. And in
stead of 960 billion motor vehicle miles 
of travel per vear, we are expected to 
have 1.5 trillion.. 

These add up to the new ehalleng^ 
facing the highway program in the 
years ahead. If you can find acceptable 
ways tc keen •people at home in sub
stantial numbers, then, perhaps, the 
remainder could he ace cm mo dated o"; 
the existing system aiter a fashion, 
thereby making new facilities unnec
essary. But how will you choose these 
to stay at home—and "how will you en
force your choice in a free society such 
as ours? 

My answer to the •".ransrortatior 
problem lies in jus: what we are now 
doing-—responding to the ctencrai pub
lic demand to provide a gop-u high war. 
network available to elh^;;-
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values of various programs for im
proving the safety quality of meter 
vehicles in use." 

5. DOT investigation of the need1-' 
cf small garage and rev-air shop opera
tors for fedeial assistance m obtaining 
improved equipment and cooperation, 
with the Small business Admmistradon 
ro that end. 

6. "A broad invcstiga.mm by DO;" 
into effect of vehicle safety programs 
on consumers, including pro:cc:': 011 in 
repair and resale ma: keg items In
volved are-: skill standard* ana tt.bnim; 
programs tor medianie^t "upty regu
lations of u-urt>. an-.! reouiit atrts: IOW-
ermg cost tnrougn 0E\ ctopmem oi 
techno login i easibibty o! "e'tord o. 
each used ~. ehicie a dc!'c<0; .e:d inspec
tion reeerd. 

7. DOT MUDY OF TCJ:T.icj,:.-s for 
beginning 1 resile inxpuii'AI mpgr.tm 


