New environmental 'need’ concepts fo

guide future highway planning

The highway projects that contractors
will be bidding on must increasingly
be designed to a new set of concepts.
The new approach, taking environ-
mental and social factors into consid-
eration, was outlined recently by Fed-
eral Highway Administrator Francis
C. Turner at an industry meeting.

Speaking at the National Limestone
Institute’s annual convention in Wash-
ington, Turner took the occasion to
explain the new concepts, and to ex-
plore the role of the highway depart-
ments in future highway planning.

Following are excerpts from Tur-
ner's talk.

it was significant that President
Nixon on January 1 signed the Na-
tional Environmental Policy Act. Re-
marking on the work of his Cabinet
Committee on Environmental Quality,
he said: “We have devoted many
hours to our pressing problems of pol-
lution control, airport location, wilder-
ness preservation, highway construe-
tion and populations trends.

Highways can and must be made
compatible with and must enhance
the environment. Furthermore, we
must be concermed not only with
problems of the physical environment,
but also the social environment—with
the interaction of highways and peo-
ple, with a highway's impact on indi-
viduals and communities . . . it is ob-
vious that our futurc highway needs
and the ways to meet them cannot be
considered in a void, insulated from
the rest of our society.

Bighway transportation, more than
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any other form of transportation, pro-
vides the facilities and the services
that will enable the American society
of the 1970’s to function. And high-
way planning, highway decision-mak-
ing, and highway construction must
be done in the midst of that society,
in the real world where people live
and work and spend their leisure.

To a significant degree therefore,
the success of the highway program
now and in the future will depend on
how well we respond to this situation
of fact. It is not a challenge to be
viewed with dismay nor timidity, for
we have built up many resources
over the years in the highway pro-
gram and are far bett~r equipped to
meet the situation than some people
would have you believe.

New pioneering: Highway builders
have been pioneer builders from the
earliest davs. We also pioneered in
administrative management by creat-
ing a Federal-State partnership which
has been the world’s outstanding ex-
ample of successful intergovernmental
cooperation . . . and which has made
enormous contributions to the capital
growth and social advancement of the
nation.

We have long supported research
and development to bring about im-
provements in engineering and con-
struction, to increase the safety and
efficiency of our hichway facilities,
and to provide needed answers to eco-
normic and social questions.

In fact, the highway program has
been in the forefront in fnding solu-
tions to some of the difficult problems
facing mauny other elements in our so-

ciety today. For example, the acceler-
ation of the Interstate Highway Svs-
tern  construction program in  the
1950’s required a more effective plan-
ning of transportation Yecilities in
urban areas, in view of the great im-
pact of freeways in both serving and
shaping urban development. Several
states had begun tackling this prob-
lem as early as the middle 305, On
the basis of their experience, we wrote
into law in the 1962 Act a Congres-
sional mandate requiring that all high-
way projects after 1965 in urbanized
areas of more than 50,000 population
would have to be based on a contin-
uing, comprehensive, coaperative
transportation planning process.

Landmark legislation. This gave a
spur to urban planning generally
throughout the nation. For the first
time all municipalities were forced to
face up to and do something ahout
the need for area-wide urban iand use
planning—since transporiation plan-
ning is based on land use planning.
And for the first time state highwav
departments and local govermments
began to engage in a continuing,
cooperative planning effort becanse
transportation planning was to include
not just highways. but all modes of
transportation, ’

Today, using quite sophisticated
techniques, transportation planning is
being closely coordicated with the
newer regional planning orgunizae-
tions.

Serious effort has been devoted to
the problem of identifying communioy
goals, to make highway location nd
design more responsive to the social
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and environmental as well as the eco-
nomic values, While it is admittedly
diffieult to quantify such seemingly
subjective values, we hope that the in-
rerdisciplinary  contacts which  we
rave developed will prove useful in
mtegrating commumity  values into
transportation planning.

Leadership examples: Meanwhile.
we have over the vears developed a
iong list of these sacio-cconomic con-
cerns that must be considered in the
highway location process. We insist
upon early consultation with inter-
ested agencies, such as those responsi-
pie for fish and wildlife, historic pres-
ervation, and parks and recreation.
Eatly consultation offers the best
promise for accommodating other
public interests and for satisfactory
resolution of differences that too often
become polarized when confronted at
a later date.

The public hearing procedures, part
of our highway procedures for 20
vears, have the same objective; that is,
‘to obtain citizen acceptance through
early and active involvement and par-
ticipation of local communities in the
highway location and design process.

Corridor concept: We have 2lso
urged communities to take advantage

of a unique oppertunity to meet com-
munity needs through the joint devel-

.cpment of highwav, and particularly
freeway corridors. Working with State
highway departments, manyv local
government agencies, non-profit cor-
porations and private interests are
providing for multiple use of the high-
‘way right-of-way, for such things as
patks, playgrounds, parking areas,
warehouses, transportation terminals,
post’ offices, fire stations, and even
‘eommereial, residential, or educational
uses,

Joint development also offers excit-
ing possibilities in undeveloped or
sparsely developed areas when oppor-
tenity for compatible land and trans-
portation development has not vyet
been disclosed,

Another example of how our high-
“way program has led the wayv: the
- 1968 Act provides a plan for produe-

g improved housing for persons and
businesses displaced from the path of
ope of our Federally-aided highway
projects.

I want to make it clear that we in

the highway program recognize our
social responsibilities and are deing
semething about them. We are us con-
cerned with the soctal impact of our
program as we are with its economic
impact. We know that we must dis-
charge our social responsibilities if we
are to meet our fundumental responsi-
bilities .of serving the transportation
needs of the nation.

More than road-miles: The point is,
when we ialk about transportation
needs—or future highway nceds—we
are not just taiking about miles of
roads and the cost of engincering,
right-of-way and coustruction. We are
talking about joint development, air
rights, acsthetics, environmental fac-
tors, multiple usc, roadside develop-
ment, scenic enhancement, relocation
assistance, safety. traffic operations
improvement, equal employment op-
portunity, improved public transporta-
tion, a host of other things.

[t is because highways are so pre-
dominant that thev have such a perva-
sive influence on all of our lives and
our comumnunities and nation.

To illustrate: in wurban areas of
more than 30,000 population 93 per-
cent of all person-miles of travel today
are by highway vehicle; in smaller
towns, generally 100 percent. Inter-
city travel is 88 percent by highway.

Many benefits: Not only are high-
way improvements vital to continued
social and economic grawth, they also

- are needed to reduce the cost and en-

hance the quality of transportation,
especially in termns of safety and
efficiency. For example, opening 1.000
miles of Inferstate highways results in
saving more than 130 lives a year and
preventing at least 6,000 injuries and
13,500 eccidents a year for every year
into the long future.

Savings in travel time from the
opening of 1,000 miles of Intersiate
result in savings of about $13 million
a vyear, repeated everv vear info the
future; not to mention the additional
benefits in comfort, convenience and
vehicle operating cost savings.

The production of highway trans-
portation services involve a “eavy
comumitment by labor, business and
government, About one-sixth of the
labor force and one-fifth of our husi-
ness frms are in industries directly re-
lated to highway transportation.

Highway construction consumes
significant preportions of the national
production of cement, asphait, con-

" crete..metal pipe, limestone, and other

aggregates. The manufacture and use
of motor vehicles consumes major
amounts of lead, iron. steel, rubber
and petroleum.

In view of the dominant role of
highways in the transportation system
of the nation, and their pervasive role
in our economic and social life, it is
apparent that o continued hich jevel
af public investment in mprovement
of highway facilities will be necessary
tc keep pace with the demands of na-
tional growth,

The special needs of our urban
areas, where passenger car travel

-

is doubling every 20 to 25 years,

eall for particular attention. Con-
gress 15 now  considering  the  Ad-
ministrution’s  Public  Transportation
Assistance Bill, which would provide
%10 billion over the next 12 vears for
additional bus and/or rail transit facil-
ities. Buses today provide 70 percent
of the transit passenger service in this
country. Their expanded usage offers
the best hope for reducing congestion
and obtaining more capacity utiliza-
tion from our existing highway system
«——while avoiding the need for addi-
tional expensive highwav construction
and displacements in many of our cit-
ies.

For this reason, the Federal High-
way Administration s encouraging
demonstration projects of express bus
service through reserved or preferen-
tial use of freeway lanes or by other
devices in cooperation with our sister
agency, the UMTA,

Trust fund’s importanee: As vou
may know, under present legislation
the Highway Trust Fund is scheduled
to go out of existence in 1973. Work
on the Interstate, not to mention other
Federal-air systems, will extend well
bevond that date. This will call for
decisions this vear on the future of the
Trust Fund, ‘

The Highway Trust Fund has been
a tremendous success. {t has provided
the stability and certainty needed for
long-range planning, which is abso-
lutely essential to efficient manage-
ment of the massive Federal-aid pro-
gram~—a program which involves not
onlv the ecities and state highway de-
pariments, but thousands of contruc-
tors and suppliers and other interests
in our economic system. [ believe the
Trust Fund is the best instrument for
seeing the Interstate program to com-
pletion and for guaranteeing a smeoth
transition into essential follow-on pro-
grams.

With Trust Fund financing assured,
I have full confidence in the ability of
the highway program to meet the
many social and economic challenges
facing highway transportation.

And so I say to vou that this is a
crucial time in connection with both
near-termn and long-term policy deci
stons in the highway program. We are
shaping our highway plans to respeet
all of the social and environmental
factors as well as the economic and
engineering considerations. These in

tum bear heavily on the fnancing as-
nects and the total packaze must he

considered during the current vaar.

For these reasons, vou have a te-
spousibility to let your wishes in the
matter be known to vour public repre-
sentatives as the question is being
considered in the Committees of Con-
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