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Turner Sug ests ‘ini-Terminals’

To Reduce Airport Auto Congestion
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ay o? Public Roads. The federal gm'err-ﬂem in

co-operation with state and local governments is experimenting with highway fanes reserved for buses in an effort to cut down on
trzific congestion. Al feft a reserved bus lane in downtown Chicago. At right, a sactien of Shitley Highway in the suburban Virginia area
of Washingten, D.C. is shown with a middle lane reserved exclusively for express buses.

A nmovel method of reducing automobile
traffic congestion at qirports was sndorsed in
Marchk by Francis C. Turner. /.8, Federal
Highway Administraror nrd 1999 IRF Man-
of-the-Year.,

Mr, Tarner told the 68th aanucl conven-
tion o} the American Road Builders Associ-
ation in New York City on Merch 2d that
“nodes” or “miniterminals” should be pro-
vided throughout metropolitan areas with
major airport focilities,

After reaching the miniterminals by pri-
vade aqute or nther means. air passengers
could take buses or limeusines io the main
terminal. Major airports, he said, create one
of the Inrgest single traffic generators and
demand some of the largest road capacities.

Text of Ms. Turner’s March 2d address,
entitled “The Challenge of Change.” follows:

Lzt me begin by commending {he Road
Bui'ders for the recent steps you have
taken to broaden your transportation
interests. I am delighted that vou have
invited my colleagues, Faderal Aviation
Adrninistrator John K. Shaffer and
Carios C. Villarreal {Urban Mass Trans-
portation Administator) to speak about
aviation and urban mass transit and that
vou kave given these subjects new siat.
ure in yeur organizational structure.

Not only do our three administrations

. interact closely from an acdminizirative
or program standpeint, but the forms of
{ransportation ws represent ars
interralated elemenis of the totz! rr
portation system.

For this reason manyY problems en-
countered in assuring adequate trans-
portation for 2 changing and growing na-
tion require cooperative solutions, This
is one of the challerges facing the De-
partment of Transporiation. .

Urban Problems Difficuit
Today, T would like to concentrate
particularly on the transportation needs
in urban areas, since this is where our
nost difficult problems lie. First let me
rote, however, that we in the Federal

Highwzy Administration, as "well zs
State highway officials, are weil aware
of the highway needs of rural areas. De-
ficiencies do exist in rural svstems and
any future highway program must pro-
vide a level of investment adaguate to
see that these systems meet accepiable
standards for safety and economy.

Cornparatively, however, the solu-
tions to our urban transportation needs
are considerably mere complex and,
acnordirglv they are receiving high pri-
orluy in the Department of Transpor-
ziion.

Even before creaiion of the Depart-
ment Congress declared it to be in the
national interest to promote develop-
-ment of multi-modal transportation sys-
tems to serve States and local communi-
ties. This was in the 1962 Federal-aid
Higkway Act which required t! £ a con-
tinuing eomprehensive iransportation
plarning process be carried on cooper-
atively by State and loezl communities
and that no Federal-aid highway proj-
ects would be approved after July 1,
1465, within urbanized areas unless
based on this process.

In 15363, as directed by Congress, we
submitied the first of a biennial series
of reports on the hizhway needs of the
nation, This report recommended that 2
functional highway classifieation study
be conducted 1atioflwicie. and tkat em-
phasis be placed upon transportatiorn
needs in urban arezs. It was suggested
that a Federal-aid Meatropelitan High-
way System be established in  each
urban area of 30,000 or more population,
Lased on tke fincings of the “3-C” plan-
ring process, and that local agencies de-
velop the capabilities of participating
in  transporiation  decision  making.
Congress did direet that a functional
highway classifieation study be made,
and significantly, by the States in co-
operation with local governments.

1970 Needs Report Cited
The 1970 Needs Report, sent to Con-
gress in January, again emphasizes the

importance and need for greater cone
ceniration upen urban highway trans-
partation programs. While ne formal
recommendations have yet been snbmit-
ted, FHWA zand the Deparsmen: zgree
that in addition to the “Z-U7 process.
each wrbanized area should have an
areawide apency with authority to de-
velop a B-year highwey Jmprovemervt
program, and empowered to gelect prior-
ity projects for inclusion ic the annuai
Federal-aid highway programs upen ap-
proval by the State highway depart-
ments.

The functional classification study will
be sent to Congress in the near future
as a supplement to the Needs Report.
This massive undertaking cecouid not
have been completed without the cooper-
atlon and expertise of the States, the
lacal connty and city govarnments, and
the associations that represent them.
The findings will be helpful in suggest-
ing possible re-alignments of Federal-
atd systems, and circumscribing the pos-
sible limits of future Federal-aid high-
way programs,

Cooperative Effort Reguired

It is ciear then, that plannirng to mest
urban trensportation needs is a coopera-
tive effort by all levels of government.

What has also become apparent as ws
have gained experience with the “3-07
process is the need to strengthen the role
of local governments in the p.anmng and
implementation of transportation pro-
grams. Through this process we are fos-
tering a metrepolitan decision man\n,,
framework. We believe the time has
come to formalize such metropolitan de-
vision making with respect to arsawide

highway transportatien planring and
procramming.
One of the spparent weaknesses in

making metropolitan tturspﬁr:au on
planning effective stem:s from the fact,
as noted in tha 1970 Needs Repors, that
most planning amencies do not have the
mothority to itmplement plans, The de-
(Continued on next page)
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veloped plan is turned over to one or
more of the many {rarmented units of
local government for Implementation.
These governmental units frequently fail
to coordinate their cfforts to the degree
necessary to eifectively implement the
plan,

Hence the need to forge closer ties be-
tween planning and implementation by
encouraring the development of meiro-
politan agencies which ¢ould be respon-
sible for developing both plans and pri-
orities for implementation of creative
plans which today too often are simply
rathering dust.

Hence also the desirability of a Fed-
eral-aid metropolitarn highway system
within the geographic area of responsi-
bility of the nlanning arency and serv-
ing the needs of both private and public
transportation.

Public Transportation Act Urped

Another apparent weakness in imple-
menting  metropolitan  transportation
planning has been the lack of available
funds required for the public transporta-
tion portions of complementary schemes.
This could be alleviated by enactment
of the Administration's proposed Public
Transporiation Act, which would provide
support both for bus transit and rail
transit.

While we have been grappling with
problems of effective cooperation, plan-
ning, funding and implementation, wur-
banization continues and the demands
for transportation services accelerate.

In 1969 more than half of all motor
vehiele miles of trave! took place in
urban areas. Automobile travel in meost
urban  areas has been doubling about
every 20 to 25 years; that is, at roughly
twice the rate of urban population
growth.

If we look to projeetions for the mid-
dle-size to large cities, that is. the wur-
banized areas of 50.000 or more popula-
tion, we see an estimated addition of 70
million persons to these areas by 15380,
bringing their total population te 190
million, or about 70 percent of the ma-
tional population.

Our 1990 urbanized area populace will
travel an estimated 1.3 trillion person-
miles annually, an increase of about
85 percent over current levels. And re-
member this is only personal travel; it
doesn’t take info account the intra-urban
distribution. of zoods this enormous and
presumably  affuent urban  population
will consume.

This concentration of people, and their
potential trips, offers one of the greatest
challenges for transportation generally,
and certainly for highway transporta-
tion.

Auto Transport at 94 Per Cent

Why ? Because in the urbanized areas
today about 94 percent of person-miie
travel is by automobile, 4 percent by
pbus, and 2 percent by rail, This reliance
on highways—ahout 98 percent for per-
sonal travel and 100 percert for goods
and services—in urbanized areas is mot
expected to decline in the foreseeable
future.

The imporiance of the role of non.
highway modes in serving urban travel
in high densiiy corridors is well estab-
iished. But even with opiimum feasible
development of these modes, the vast
bulk of urban travel will probably con-
“nue to ocour on hiphways.

Our challenge, then, is to increase the
eificiency of the transportation services

provided by our investment in highways
and at the same time to take advantage
of the positive influence of highways in
shaping more desirable urban environ-
ments while reducing their negative in-
fluences.

I would like to turn first to the second
part of that challenge. As we look to the
anticipated growth of our urbanized
areas we eannot be certain at this point
whether the Jarge metropelitan centers
will continue to expand te nccomodate
the additional population, or whether
this erowth can be channeled into new
commmunities or the expansion of cur-
rently modest-sized. areas.

Growth along Transpoertation Corridors

There is increasing interest, as voiced
recently by President Nixon, in a na-
tional policy on urban growth. Urban de-
velopment, as history proves, iz influ-
enced most strongly by the availability
of transportation. Presumably, future
urban growth will tend to occur along
major transportation corridors, and in
areas made most accessibie by high
quality transportation.

Therefore, we have the opportunity
now to assist in the implementation of
a national urban policy by applying the
highway program as a creative tool to
stimulate desired development.

We are all familiar with the unfor-
tunate consequences of developing ur-
ban land independent of transportation
considerations. Failure to recognize that
the two must be planned and developed
concurrently will only bring about the
subsequent need for corrective trans-
portation measures on land already de-
veloped to the point where the provision
of new facilities is not only disruptive,
but in some cases, impossible to achieve.

The same opportunity $o make high-
ways serve community development is
present in existing urban areas. Here,
growth is expected to oeceur not in the
central cities, buf rather in the suburban
and exurban areas surrounding them.

Highway facilities now built or
planned in the central cities probably
will be adequate to serve the downtown
areas for some time to come, since most
downtown areas are growing slowly, if
at all. This is a controlling factor in its
effect on a mass transit pec "e-mover
facility to accommodate the morning
and evening commuter load.

Expansion in Outlving Areas

But in outlying areas a greatly ex-
panded urban highway program wiil be
needed. Here is where we will find the
additional population. Over 85 percent
of all trips in urban areas have their
origin or destination or both at home.
The highway system needed to provide
the flexibility of travel to and from
these suburban homes also frees from
the restrictions of loeation many kinds
of business, indusirial and recrcational
activities. Thuas, future highway pro-
grams will have to provide access to
thes» various land uses as well as arter-
jal service.

The challenge is to utilize compre-
hensive plarning to locate and design
future urban svstems in harmony with
community land use development plans,
and serve s o means of enhancing the
urhan environment.

Our program of encouraging the joint
development of highway right-of-way by
other public, non-profit, and private in-
terests in cooperation with the hizhway
department, oifers one means to this end.

Measures to increase the efficieney of

highway transportation—that is, by
making highways carty mote peaple

rather than simply more vehicles—alse
help reduce highways' impact on the
physical environment and on social val-
ues, Through higher capacity utilization
of highway facilities we lessen vedicle
congestion and reduce the need for ex-
pensive new facilities along with the
disruption and disivcation they can cause
in built-up arcas.

Thus we turn to expanded public mass
transportation to help solve this prob-
lem. What is often cverlooked is that
most publie transportation is highway
transportation. In fact, in all but the
largest metropolitan areas public trans-
portation is provided exclusively by
buses, and even in cities with fixed rail
systems from 50 to 90 percent is by
buses.

Air-Righway Travel Related

At the same time, T don’t want to ig-
nore the relationship between air and
highway fravel, since the rapid crowth
of air travel is a significant generator
of urban highway trips, both for the
traveler himself apd the even larger
number cof service and operating per-
sonnel involved in the operation.

In order to overcome vehicular con-
gestion at airline terminals, it has been
proposed that the passenger handline
functions be removed from the airport
itself to some other location. Passengers
would then be gathered at this location
and moved by bus or fixed rail to the
air strip for transfer to their plane, and
vice versa, be returned from the riane to
a remote terminal.

It seems to me however that 2 single
central downtown terminal for an air-
port terminal overlooks the faet that
most airtrips start at locations scat-
tered throughout the entire urban area,
and that for these travelers a trip to a
downtown terminal is even less desirable
than a trip by car to a suburban airport.

“Mini-Terminals” Recommended

The way to overcome this, I would
suggest, is to locate =2 series of
several airline service “nodes” or “mini-
terminals” throughout the urban area
where they would be more convenient to
the potential customers—both persons
and baggage and cargzo. The service
nodes then could be connected with the
airport by highway bus or limousine,
and baggage and freight truck using
the size of vehicle and fleet, and the fre-
quency and flexibility of servic: that
might be required.

Maybe that’s how highways can help
solve one of air transportation’s prob-
lems, and one of ours, too, because
major airports create one of our largest
single trafic generators and demana
some of our jargest read capacit

In summary, I have tried to im
our concern with the chailerues
sented by urban growth. To meel these
challenges we need comprehensive and
cooperative planning, both intergovern-
mental and intermodal, and we nes
the appropriate administrative macnin-
ery to implement our plans.

Highways, both in their
private and public transpor
continue to play a dominans role i
meeting the transportation needs of our
nation both urban and rural. We must
see that highways make their enniribu-
tion not only to efficient transperwatins
but also to the social and cnvironmentil
well-being of our people.
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