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I have just returned within the week 
from the lands which were the cradle 
of ancient mythology — Greece, 

Rome, the Arabian world, and Ethiopia, 
which is the storied land of the Biblical 
Queen of Sheba. And so under this head
ing I thought it would be appropriate to 
discuss with you some of the current day 
mythology that has arisen regarding the 
nation's highway program—myths that 
have no relationship to reality, but never
theless are being talked and -written about 
to attract the attention of some of the 
public who would rather believe- in fancy 
than facts. 
One of the prevalent myths says that 

highway officials, susceptible to the 
blandishments of some unseen and selfish 
"highway lobby," are striving to pave 
over the whole United States, particu
larly our cities, just to permit the 
"lobby" to sell more materials, or equip
ment or provide itself with jobs in per
petuity. 
Firstly, let me acknowledge that there 

indeed is a. "highway lobby," in this 
country, but that it consists of the own
ers of our 10 S million motor vehicles. 
This "lobby," incidentally, has an aux
iliary membership which includes most 
of the rest of our 200 plus million people, 
who may not own or drive a car but are 
basically dependent on the motor vehicle 
for virtually every aspect of their day-
to-day living. 
Secondly, the "paving over" allegation 

is grossly exaggerated. In 1916, when 
the Federal-State partnership for improv
ing the nation's roads came into exist
ence, we had nearly 3 million miles of 
roads and streets. In that year we had 
only 102 million people and 3.6 million 
motor vehicles. Today, 5 3 years later, 
the mileage of roads and streets has in
creased by less than % to a total of 3.7 
million miles while population has dou
bled but vehicles have increased thirty-
fold. 
The truth is that most of the invest

ment in highways during the last half-
century or so has been made not so much 
for new routes but for improving the 
existing system. The joint Federal-State 
effort has been directed largely toward 
improving—in terms of capacity, utility 
and safety—the basic network we have 
had since horse-and-buggy days. The im
provements which have been made hive 
bten in response to the swelling volume 
of vehicles and the incr ase in their in
dividual utilization and to the insistent 
demands of the motoring p'jhlic for bct-

"highway lobby" and I personally believe 
it is a true and excellent example of how 
a democracy such as ours was intended 
by our founding forefathers to work as 
they instituted that form of government 
here in Philadelphia two centunes ago. 
Another myth often repeated, even 

though it is without substance, is that 
because of congestion, modern roads, par
ticularly our urban freeways, are moving 
traffic even slower today than during pre-
freeway days. Again this just doesn't 
agree with the facts so let's take a look 
at them. 
Prior to the construction of freeways 

in Los Angeles, for example, it took 30 
minutes to cover 10 miles on conven
tional streets. After freeways were built, 
in the same length of time it has become 
possible to cover 2 5 miles on the Santa 
Ana Freeway, 20 miles on the San Berna-
dino Freeway, 2 5 miles on the Hollywood 
and Ventura Freeway, and 20 mites.on 
the Harbor Freeway, an increase in travel 
speed of 2 to 2 times the possible pre-
freeway speed. So the jokes about the 
largest parking lots in the world are just 
that—rather crude humor, and far from 
the truth. I recently covered 22 5 miles 
in 240 consecutive minutes on the Los 
Angeles Freeway system. I would call 
this a pretty good average ipoec! fur this 

The truth is that urban freeways move 
more traffic at much higher speeds than 
city streets. At speeds of only 3 5-40 
miles an hour, the freeway carries twice 
to three times the number of vehicles per 
lane as does the average city street. 
It would require 20 new Lanes of sur

face street to carry as much traffic as an 
8-lane freeway. But the 20 lanes would 
have neither the speed nor the safety of 
the freeway. 
Benefits of the freeway are many, but: 

probably the most important is its safety 
superiority over conventional city streets. 
Head-on collisions, opposite direction 
sideswipes, vehicle-pedestrian accidents, 
and traffic turbulence at intersections and 
driveways have been eliminated. Urban 
freeways are twice as safe as other city 
streets in terms of fatalities, and about 
four times safer as far as non-fatal in
juries are concerned. 
Another interesting and oft-repc.ueJ 

myth that crops up quite frequently but 
has absolutely no factual basis is that 
travel today in urban areas is slower than 
during the horse-and-buggy days. This 
is always good for a chuckle or a "horse 
laugh" but it too is without factual sub
stance. 
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Secretary Bartiett presents Franfc Turner with a "Piggy Bant" during Family Dinner program 
symbolizing Turner's interest in the Trust Fund. 

The real truth is that no group is more 
aware of the limitations in h ighway 
transportation than are the h ighway peo-
nic themselves and no group is more w i l l 
ing than the hard-pressed h ighway ad
ministration to share w i th others some 
of the heavy burden of transportation 
in tins country. 

Y.k- in the Federal H i g h w a y Admin is 
tration welcome wi th open arms the con
tribution which any mode of transporta
tion can make toward moving people and 
goods efficiently. T h a t is w h y we sup
port enactment of the pending Public 
Transportation Assistance Bill of 1969 
which would provide $10 billion over 
the next 12 years to cities for additional 
mass transit facilities. Please note that 
this bill wou ld permit both-or-either-rail 
and bus types of mass public transit. 

There is no disputing the face that in 
some areas of high population density, 
rail mass transit can do a fine job, and we 
enthusiastically support its construction 
in such cases. But we also recognize a 
truism of transportation life—that in 
many areas rail transit is impractical and 
uneconomical and wi l l never be built. 
These areas then must rely on bus mass 
transit, which today is already carrying 
70 percent of all transit passengers in our 
urban areas, and the bus w i l l probably 
continue to be the only fo rm of mass 
transit in at least 95 percent of our urban 
areas of 50,000 or more population, and 
in everyone of our smaller communities. 
We must not lose sight of the fact that 
about 70 percent o f today's population 
lives in urban areas, and b y 198 5 this 
figure wi l l jump to almost 80 percent. 
As this growing urbanization continues, 
more and more people wi l l have to de
pend on bus public transit. 

One of the biggest and most often re
peated myths is that rail mass transit can 
substitute effectively for h ighway trans
portation in an either-or, or local choice 
basis. In some larger cities, it can surely 
augment h ighway transportation of peo
ple but what about the movement of 
goods none of which can be moved b y 
a rail line? T o talk about rail transit as 
the single, simple panacea for all the na
tion's transportation prolems in every 
urban area simply does not jibe w i th 
reality. 

The clothes we wear, the food we eat, 
the newspapers we read, the mail we re
ceive, are all dependent on h ighway 
transportation and even more so wi th in 
the urban areas than the inter-city links. 
As a matter o f fact, it is difficult to 
imagine any major facet of American life 
that is not closely linked to rubber-tired 
transportation. 

In the 23 3 urban areas of more than 
50,000 population in our nation today, 
99 percent of all person-trips and 98 
percent of all person-miles of travel are 
by highway vehicle. O f 213.6 billion 

person-trips annually, 20 5.4 billion are by 
automobile, 6 billion b y bus, and 2.2 bil
lion b y rail. O f 65 3.3 billion person-miles 
annually, 616.2 billion are by automo
bile, 23.9 billion by bus, and 13.2 billion 
by rail. In smaller urban areas, the pro
portion of h ighway travel is total. 

I n intercity travel, it is estimated that 
o f 1,073 billion person-miles, 931 billion 
are b y automobile and 25 billion by bus, 
for a total of 956 billion or 8 8 percent 
of all such travel b y h ighway. A i r travel 
was second w i th 93 billion person-miles 
or less than 9 percent of the total. T h u s 
the h ighway mode is more than 10 times 
as big as all other put together. 

A few other statistics should delineate 
the role played by h ighway transporta
tion in American life. For instance: 

Buses carry 15-5 mil l ion children to 
school annually, or 39 percent of all pub
lic school students. 

American families spent about $32 
billion on domestic vacation and pleasure 
travel last year, $28.8 billion or 90 per
cent of it traveling b y car. 

There were 39 mill ion visitors to na
tional parks in 1967, w i th over 9 5 per
cent arriving in automobiles. 

Abou t 14 million persons are employed 
in h ighway .transport industries. H i g h 
way transportation involves 13 percent 
of the labor force, and represents about 
17 percent of the gross national product. 

Abou t 800,000 businesses or one out 
o f every six are h ighway oriented. 

Mass public transit, whether b y bus or 
rail or both, must play an increasing role 
in urban transportation but there is 
nothing in tlie foreseeable future that 
wi l l eliminate or greatly reduce the need 
for some more freeways and other traffic 
arteries in our growing urban areas. These 
must be provided, wi th much greater em
phasis placed on increased use of buses 
moving on the highway system to accom
modate the increasing numbeers of per

sons traveling into and out o f the down
town business areas in rush hours—or al
ternatively we must radically revise our 
present concepts of the work ing hours 
and days to spread the peak demand over 
considerable longer spans o f t ime—both 
day and night and perhaps on weekends 
as wel l . 

T h e limited experience w e have had 
w i th preferential and exclusive bus lanes 
on freeways indicates that buses can plav 
a major role in the movement of people 
in urban areas. Buses traveling on free
ways between core cities and the suburbs 
could afford a substitute fo r many of the 
private cars now contributing to street 
congestion. A switch o f 50 persons f rom 
their o w n cars to bus transit can bring 
a reduction of 30 cars on ci ty streets. 

"We are closely observing an experiment 
recently begun on Interstate 95 in north
ern Virg in ia where t w o lanes have been 
reserved for exclusive bus traffic inbound 
for Washington, D . C , in the mornino 
rush hours. W e know already that travel 
time is reduced b y restricting the use 
of the lanes to buses, and we are hopeful 
that more people wi l l leave their cars at 
home and use bus rapid transit. 

Yes , there are many myths and muca. 
misinformation being spread about the 
h ighway program. W e must however 
act in a responsible way that separates 
myths f rom hard facts. In dealing wi th 
the real wor ld of today we must base our 
actions on sound basic information and 
constantly apply the trained professional 
expertise and experience which we ha', e 
learned. W e cannot be motivated bv 
simple hunches and emotions. W e must 
look at the whole of our country's trans
portation needs and the relation of thc^c 
needs to the overall needs of our socictv. 
N o other group is as experienced in this 
field as are we—and no other group has 
as much information and resources avail
able to assist in arr iving at the right 
answer. 



The right answer may frequently in
volve a mix of more than one form of 
transportation. In every case the choice 
oi the individual mode or the amounts of 
differing modes to produce a proper mix 
must be based on factual determinations 
of what _combirmion.-.w.Ul-.produce- the • 
most overall efficient service to meet the 
"needs of "the particular situation. These 

xnr referendum based on public group or 
individual hunches. Each element of the 
system selected must complement the 
others to produce the most effective 
'/.hole. As engineers and planners, we 
arc trained to make decisions in this way. 
The cooperative, continuing, comprehen
sive transportation planning process in 
which we engage in every urban area of 
more than 5 0 . 0 0 0 population, not only 
xorms the solid base on which to develop 
a sound highway program for these areas, 
out at the same time it creates the data 
oase on which the remainder of a sound 
community wide transportation program 
can be selected. Please note that I called 
inese transportation planning processes— 
and that I did not limit them to the 
single highway mode. This is significant 
because it is accurately descriptive ot the 
-procedure-"which we follow Th" the~Righ-
v.-ay program to insure that we do make 
highway decisions on the basts of a full 
consideration of the whole of the trans-" 
sortation needs and possibilities of the 
community—in every one—not just some 
—of our 233 present urban areas of more 
:han 50,000 population. 

Our planning operation, our research 
:norts, our industrial know-how and 
capability, our trained and dedicated 
public officials in the highway field, com
bined with the long-established Federal-
itate cooperative partnership arrange
ment—despite the occasional faults of 
any one of these factors—are producing 
:or our people the finest highway trans
portation system in the world. I know, 
lor I have personally seen most of the 
rest of the world's systems at first hand. 
; commend you and your associates on 
:his fine job of public service. 

As I conclude, I have the- pleasure of 
extending personal greetings on behalf of 
secretary Volpe to all State highway 
;incials. 
- The Secretary had wanted to be with 
i'ou in person today but he had to keep 

appointment with a Congressional 
.ammittee in connection with important 
..-gislation in one of the other fields of 
iransportation. So he asked me to bring 
•j'j his best wishes, and to convey a brief 
••-,;sase for him. 

;ie asked me to tell vou of hi' •ciaf 
"icern for two areas of interest to all 
us t namely: highway safety and the 

•i-tiity of our environment. 
Secretary Volpe urges you to join with 

'•'i in giving your best effort to ad

vancing both of these causes—causes in 
which we share a major responsibility 
under the Federal-aid Highway Program 
and [he National Highway Safety Pro
gram. 

Under his leadership, the Department 
of'Transportation is also" the department 
of transportation safety. And highway 
safety, because of its magnitude, is our 

T . . . . . ^ ^ I U . I . ~ The"" Sec ret dry'is 
well aware of the contributions which 
the highway program has made to safe 
travel, and he is looking to highway dc-
nnrrments to devote even greater atten
tion to overcoming this problem now and 
in the future. 

Secretary Volpe feels just as strongly 
that concern for the environment must 
be a factor in all our decisions, from 
highway planning on through to con
struction and maintenance. He regards 
it as not just illegal under our own 
highway law, but politically impossible 
and undesirable to disregard the legiti
mate pubhc interest in conservation, 
clean air, community values, and all the 
other environmental factors. He expects 
us to manage the highway program so as 
to cause it to make a positive contribu

t i o n , to- a-better- environment: 
In reporting these concerns of Secre

tary Volpe, let me add that he is aware 
that the highway program and its-people 
are already keenly concerned with both 
of these matters and that we all concur 
with him in his-wishes-andarepracticing ' 
these virtues as we wrestle with the in-

-dividual-projecr""a"nd "fhese -goals"as" two" 
among many which are considered In ar
riving at the final decision. 

California Promotes 

T w o Engineers 
William R. Green, former engineer on 

construction has been promoted to Desirn 
Engineer for the California Division of 
Highways, He replaces Alvord C Hsieo 
who was named State Traffic Engineer, 
filling the position vacated by Gerald Rus
sell who was assigned to the Office of 
Planning and Pollcv on the Department of 
Public Works. 

Green has had wide experience with the 
Division of Highways. A graduate engi
neer from the University of California 
3t Berkeley, he worked during the sum
mer months, and began permanent em
ployment after graduation in 1-949, as a 
junior civil engineer in the Marysvillc 
District; moving from there to headcuiar-
ters Office in Sacramento. 

Alvord C. Estep had been design engi
neer since 1964. He graduated from San 
Diego State College in 1943- He was with 
the U.S. Navy in World War IT as an 
officer aboard the destroyer U.S.S Beale. 

He joined the Division of Highways 
after World War II as a field inspector 
"orr ~cons true don"" work, advanced to vari
ous assignments and served as resident 
engineer on major freeway construction 

.in -the San Diego area. 
Following assignments in advance plan

ning and as district design engineer he 
-was promoted to be Assistant Oihce En
gineer tn Division Headquarters in__^6L-

D. C Creer Renamed to 

National Highway Safety 

Advisory Commiiree 
President Nixon has reappointed D. C. 

Greer, Texas H i g h w a y C o m m i s s i o n 
Chairman, to the National Highway 
Safety Advisory Committee. 

Greer will be serving with the follow
ing: William T. Cassels, Sr., President 
of Southeastern Freight Lines, Columbia, 
South Carolina; Richard E. McLaughlin, 
Massachusetts Registrar of Motor Ve
hicies; John Bruce, Director of Engineer
ing, Denver, Colorado; Alan F. Burch, 
Safety Director, International Union of 
Operating Engineers; Francis G. Dwyer, 
Chairman of the Rhode Island Bridge and 
Turnpike Authority; Kenneth W. Smith, 
Director of the Alexandria. Virginia, City 
Traffic Department; Dr. Julian Waller, 
Professor of Community Medicine, Uni
versity of Vermont; Dr. Basil Scott, New 
York State Motor Vehicle Department; 
and Louis Pettito, President of Byron 
Construction Co., Clarksburg, West 
Virginia. 

NHSB Removed From 

F H W A 
The National Highway Safety Bureau 

has been removed from the Federal 
Highway Administration and placed di
rectly under the Office of the Secretary 
of Transportation. 

The announcement of this administra
tive action was made by Secretary of 
Transportation John A. Volpe at a press 
conference on December 5, 1969 at 
which time it was announced that Presi
dent Nixon intended to nominate Doug
las W. Toms President of AAMVA to be 
the next Director of the NHSB. 

This appointment will fill the vacancy 
caused by the resignation of William J. 
Haddon. 
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