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You will be amazed at 
what thjs. bold statement 

on/ the value of, our 
highway system ,can 

teacH youTWe think'you 
will find in it the strongest 

arguments yet offered to 
dispel some of the 

half-truths being used 
to make "roadbuilding" 

a dirty word. The text 
here is from a talk given 

by Mr. Turner at a 
meeting of the American 

Association of State 
Highway Officials. 
Read these strong 

words. Spread them 
around. We'll help you. 

If you want reprints, 
write John Rehfiekl, 

Editor, CONSTRUCTION 
EQUIPMENT, 205 East 

42 St., New York, 
N.Y. 10017. 

In this fighting message, 
Federal Highway Administra
tor Francis Turner ' 'g ives lie 
to claims about roads ruin
ing the environment 

WE MEET at a time when the Na
tion is facing what some persons say 
is a virtually insoluble transporta
tion problem. 

The economists tell us we have 
to double our transportation plant 
capacity within the next two decades 
—and this forecast corrobrates our 
own highway needs studies. 

But to do this will not be a simple 
or easy task, especially in view of 
today's emphasis on ecology, envi
ronment, citizen involvements, and 
competition for position by numerous 
special interest groups. 

Some writer-commentators say we 
can only achieve this with perfect 
balancing of the various modes of 
transport, but they don't define what 
balance means—except by implica
tion that it means spending the same 
number of dollars for something 
fuzzily referred to as mass transit, as 
are expended for highways. 

Some urbanologists tell us we 
shan't disturb the norm of the Cen
tral City, and in the same breath 
they bemoan the impending death 
of the Nation's downtowns. 

Some preservationists oppose the 
use of any more land for highways, 
or for any other purpose that would 
disturb the status quo. 

Some conservationists don't want 
a blade of grass or the leaf of a tree 
disturbed—except by them. 

Some hygienists scold us for pol
luting the air, and here lately we've 
even been chastized because high
ways bring more business and more 
people to communities, thereby bring
ing a reverse twist to the usual Cham
ber of Commerce efforts. 

Added all together, even though 
each element in itself may be small 
in numbers, the total accumulative 
effect is to produce serious obstacles 
to badly needed highway improve
ment programs of broad significance 
and impact on other desired goals 
and programs. 

Now I say "some" self-appointed 
spokesmen from these several groups, 
because I believe that the large body 
of the public, regardless of their 
group association, is sincerely striv
ing to find realistic solutions to these 
questions, just as we ourselves are. 

But the life of nearly everybody 
in public service these days is beset 
with criticism and counter-sugges
tions, from all directions, from a loud 
but small percentage of our society 
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which chums to have the instant and 
perfectly simple answer to all of life's 
complex situations. 

Today, we meet in an atmosphere 
of tangible accomplishment, with 
more than 72 percent of the 42.500-
mile Interstate System open to traffic, 
and another 24 percent underway, 
providing the safest, most efficient 
highway network in the world. Each 
five miles we build, means that wc 
annually save one life that would have 
been lost had we continued trving 
to cany traffic on older, conventional 
highways. Tlie monetary savings alone 
already equal the dollar investment 
to date, without putting a value on 
the convenience of the service offered 
by these splendid roadways. 

But there's more to the highway 
program than just the Interstate. 
While the entire Federal-aid system 
includes only about a fourth of the 
country's 3.7 million mile total of 
roads and streets, this system must 
carry about three-fourths of all travel. 

I could go into a lengthy recitation . 
of achievements on how the system 
has been upgraded, how the average 
speed of travel increases each year, 
how the deaths per 100 million ve
hicle-miles of travel have been stead
ily whittled down. 

But the measure of service rendered 
by the highway network of the United 
States, and the results of our 1955 
decision, show us that whereas in 
1956, the vehicle mileage rolled up 
on these highways totalled 631 bil
lion miles, by 1969, that figure had 
climbed to 1 trillion 71 billion miles. 

Such figures are indeed difficult 
to comprehend. Even more difficult 
to comprehend is the fact that in that 
same period of our time our highway 
system has carried 20 trillion person-
miles of travel and 4 trillion ton-miles 
of freight. 

The country's roads and streets are 
providing nearly 200 million person-
miles of travel service per hour for 
each and every day and night. 

JLi. nd for the benefit of those 
you hear complaining every once in 
a while that in providing these serv
ices "we are paving over the country," 
permit me to add these statistics: 

In 1956, the total road and street 
mileage in the United States was 3.4 
million miles. In 1969, the total road 
and street mileage was 3.7 million 
miles. And the road and street mile
age totalled about 3 million miles 
when the Federal-aid highway pro
gram was begun in 1916. Even before 
the automobile was invented there

fore we already had virtually the 
same highwav network to serve the 
horse and wagon and buggy, as we 
have today, 

Roads and streets provide the ac
cess to land and its superimposed 
usages, rather than merely servicing 
whatever kind of vehicle it is that 
travels on them. Most of the increase 
in our highway system mileage in the 
years since the auto was invented has 
been caused by those streets built in 
new suburban residential develop
ments; miles which generally receive 
no Federal-aid or State Highway De
partment funding. Few people seem 
to realize that all of the Federal-aid 
highway program effort has been de-

More tips and trends on next page. 

voted to improving the standard of 
road service on an already existing 
network of roads which had been 
originally laid out to service wagons 
and horses, rather than the auto
mobile. 

But we've been doing something 
besides just improving roads since 
this Federal-State partnership was 
created back in 1916. 

It might be an education, in fact, 
if urbanologists. sociologists, environ
mentalists, and some others would 
take the time to leaf back through 
the various Federal-aid Highway Acts 
of the past years. They would find 
there the record of a long and deep 
awareness oi today's headline-making 

problems, and a steady and relentless 
effort to do something about them. 

They would find that highway., en
gineers and administrators have for 
manv years now been trying to utilize 
highways as a positive force in achiev
ing desired social and environmental 
goals, related to land uses. 

They would fin d many highway 
projects that have produced new 
parks, new recreational areas and new 
land uses all across the land, exceed
ing in amount, the few highly publi
cized takings, which have created 
controversy and resulted in anti-high
way headlines. 

They'd find highway embankments 
being employed to create new lakes, 

sometimes for recreational purposes, 
other times for water impoundment 
reservoirs, both provided for out of 
highway funds, with erosion and wa
ter control measures applied to larger 
areas than those taken for highways 
themselves. 

They'd find programs to preserve 
and project artifacts of past civiliza
tions that sometimes are uncovered 
during road building. Some of these 
have been spectacular findings which 
have led to the discovery of hitherto 
unknown species of animal life on 
tins continent—all financed from high
way funds, and done cooperatively 
with grateful areheologists who had 
inadequate funds of their own to ac-

H e r e IS a b s o l u t e l y t h e e a s i e s t w a y f o r y o u t o 
c h _ c k c u t n o w n e w r o a d b u i l d i n g e q u i p m e n t 
t h a t c a n i n c r e a s e y o u r p r o f i t p o w e r i n 1971. 
C E d i s p l a y s s o m e o f t h e e x c i t i n g t r e n d s h e r e . 
T o i e a r n a b o u t t h e s e m a c h i n e s — a n d o t h e r s 
i n t h e s a m e e q u i p m e n t c l a s s e s — j u s t c i r c l e t h e 
i t e m n u m b e r o n t h e R e a d e r - S e r v i c e C a r d 
i n t h i s i s s u e . 

C R A W L E R T R A C T O R S ( 1 0 0 ) - Y c u w i l l b e i n t e r e s t e d in 
h y d r o s t a t i c d r i v e , c o m i n g o n fas t n o w . M a n u f a c t u r e r s 
w i l l a l s o g i v e t i p s o n n e w a t t a c h m e n t s , a n d n e w p o w e r 
O p t i o n s . M A S S E X C A V A T O R S ( 1 0 1 ) - A t l e a s t t h r e e 
m o d e l s r e a d y 'cr 1971 tha t w i l l d i f ; a n d l o a d c o n t i n u 
o u s l y at r a t e r o f o v e r 3000 y o n . U T I L I T Y T R A C T O R S 
( 1 0 2 } — T h e l i t t le d i g g e r s h a v e e d g e d u p in p o w e r a n d 
d o w n in t r e n c h i n g r e a c h s o t h e y n o w t a k e o n d r a i n a g e 
w o r k t n a t o n c e k e p t b i g g e r u n i t s b u s y . G e t l a t e s t f a c t s 
o n n e w a t t a c h m e n t s h e r e . S L i P F O R M P A V E R S (103)— 
F l e x i b i l i t y k e y n o t e s n e w u n i t s . T h e y s h r i n k t o f i t c i t y 
s t r e e t w o r k , e x p a n d f o r m a i n l i n e p a v i n g . T h e y s e t 
2 - m i l e - a - d a y p a c e , a n d h a n d l e c o n t i n u o u s r e i n f o r c i n g 
w i t h o u t s l o w d o w n . P O R T A B L E C R U S H I N G P L A N T S 
( 1 0 4 ) — B i g n e w s is b i g r e d u c t i o n r a t i o s at o u t p u t r a t e s 
u p t o 2000 t p h . W e ' l l s e e tha t y o u g e t t i p s o n m a k i n g 
f i n e a g g r e g a t e w h e r e n a t u r a l s a n d is h a r d t o f i n d . 
D R I L L S ( 1 0 5 ) — T h i s y e a r ' s m a c h i n e s c o n t i n u e t r e n d t o 
b i g g e r h o l e s i z e w i t h more p o w e r at t h e b i t . A d r a m a t i c 
d e v e l o p m e n t t h e f i rs t a p p l i c a t i o n s c f a n a l l - h y d r a u l i c 
c r a w l e r d r i l l . 
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complish such finds. 
They would he thankful fnr the 

construction of thousands of rest areas 
which make motor travel with fam
ilies safer and more pleasant for the 
kids, as well as the familv dog who 
frequently has his own exercise and 
walking area—with scenic overlooks, 
landscaping, and beautific.il ion ef
forts that go far beyond the control 
of outdoor ads and junkvard.s—again 
with all of these having been financed 
from highway funds. 

They might be amazed, loo, to 
learn that we plant millions of trees 
and shrubs each year along the rights-
of-way and spend hundreds of thou
sands of dollars transplanting trees-

some rare species, some not so rare— 
instead of bulldozing them under as 
some have tried to make the public 
believe. In fact, we have planted 
more trees and shrubs and flowers 
than we have removed, again using 
highway monies to improve on the 
situation as we found it originally. 

They would find, too, an impres
sive record of erosion control, reduc
tion in natural siltation of our lakes 
and streams, efforts to control noise 
and air pollution through the use of 
buffer zones, wider medians arid de
pressed roadways. They would even 
find, too, that highway monies are 
funding effective measures to control 
rats, in building-demolition areas. 

They would find, as a matter of 
fact, that the Federal-aid highway 
program, which is frequently held 
up as an enemy of our environment, 
has been devoting 15 percent and 
more of its animal budget to work di
rectly concerned with protecting and 
enhancing our ecological heritage— 
expenditures which actually far ex
ceed in amount the expenditures for 
pavement itself. The highway dollar 
is also making substantial contribu
tions to training, research, accident 
studies, railroad grade crossing pro
tection, the area-wide transportation 
planning efforts in all of our cities, 
and a large list of contributions to 
improve the social order. 

This is only a small chronicle of the 
beneficial results flowing from the 
1955 decision by this organization, 
and as we meet today we again are 
considering a course of action that 
could be the prelude to an even more 
beneficial program. 

But we are more experienced, and 
equipped with better tools today than 
in 1955. We have an even more 
urgent mission to assist in providing 
the increase in transportation and re
lated services which our society is 
demanding for now ami tht- nitniv— 
an increase which continues to com
pound at about 4 percent per year. 
We need to use all of our capabilities 
and to contribute fully the expertise 

which our special training and evpe-
rience have developed. The impact of 
actions in this crucial field of en
deavor dictate that decisions must 
not be left to the untrained amateurs, 
nor to those who act without delving 
deep into the whole realm of com
plexities surrounding ihe transporta
tion needs of this Nation. 

The quantity of these needs is esti
mated by the Department of Trans
portation to be equal in the next 20 
years to all of the transportation 
which has been provided in the 
United States since the founding of 
the Nation, if the other stated goals 
of our society are to be achieved. In 
the highway field, we customarily 
make our forecasts of needs 20 years 
into the future, so that we must think 
in terms of a program during the 
next 20 years, larger by far than 
what we have done during the last 
20 years. A "do-nothing" solution, or 
a "do-less" solution, obviously then, 
cannot be a responsible answer. 

To develop the policy for guid
ance of the Federal interest in this 
under tak ing , the Department of 
Transportation is presently engaged 
in a broad policy study to determine 
what part of these total needs can 
best be provided by each of the 
modal administrations within the De
partment. You are involved with us 
in the FHW^ portions of the study. 
During the recent past and even to
day, there are some voices which 
have already concluded that we have 
put too much emphasis on highways 
in the past, and that in this future 
program we should curtail any fur
ther highway construction and divert 

- its present funding sources to some
thing else. 

If we look objectively at the whole 
transportation picture and see the 
overwhelming portion of the total load 
which is now being carried on our 
road and street system, and then look 
at the already" reported needs to the 
year 1985, and compare this with 
the projected financial* resources to 
meet those needs, the conclusion is 
inescapable that we can't solve the 
overall problem by diminishing ex
penditures for the highway portion 
of the solution. 

Even if some vehicle other than 
the automobile, truck or bus is in
vented and could be produced in 
the quantity and 20-year time frame 
for which we are projecting our total 
transportation needs, we will still re
quire the construction of roadbeds 
and rnadwavs ot some type. ^ 
our highway rights-of-wav provide, 
for that vehicle to travel on. 

We have already changed ve
hicle characteristics since the turn 
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of the century, but without reduc
ing the need for highways themselves 
as the ariery over which to move the 
changed vehicle. I refer of course 
to the conversion from wagons and 
buggies and horses to the motor ve
hicles oi today when, as I mentioned 
earlier, we had virtually the same 
highway network for that vehicular 
type in 1900 as we use today for its 
successor. This is so now, and will un
doubtedly be true in the future, be
cause I repeat that a highway and 
street network is necessary for land 
access, while the particular type of 
vehicle used for that access is only 
incidental thereto. Roads and streets 
have been the means of providing 
access to land since the dawn of his
tory. Certainly roads were not in
vented with the 1956 Federal-Aid 
Highway Act, nor even with its 
original antecedent in 1916, to be 
an evil companion to the automobile. 

If we are to double our capacity 
in 20 years, then we need more ca
pability, not less, from each of the 
modes of transportation, .and it will 
be self-defeating simply to tranfer 
funds for critically needed improve
ments to another mode—unless it can 
be shown that this action will indeed 
provide more total transportation 
service from the same investment of 
resources. It is my considered judg
ment that such a case cannot be 
made to justify large scale diversion 
of highway transportation dollars to 
othsr modes, because careful studies 
already made disclose that a dollar 
spent for other forms of competing 
passenger transportation will not buy 
as much transportation service as the 
same dollar when spent for highways. 

We must make our decisions for 
the future in the knowledge that the 
almost universal trend in all of our 
major urban areas shows a stead)' 
declining population density of land 
use in the core areas, while the 
growth rate in the surrounding sub
urbs is several times the rate of down
town decline. Indeed in a number of 
cities, the downtown areas are ac
tually losing either relatively or nu
merically. When converted to high
way needs, this says that major ex
pansion beyond presently planned 
freeways to serve the central city 
areas will not be generally required. 

In all but a very few cities, the in
creases that arc being projected can 
easily be accommodated on the 
planned highway network by the 
simple addition of such amounts of 
bus transportation as are required. 
Present and planned roadways in most 
cases can handle the added bus ve
hicles along with the many passenger 
cars, service vehicles, and the trucks 

needed to move goods. Thus the road 
and street system can be and is, a 
universal and intermodal type of ac
cess facility. No lesser highway net
work would be required in most 
cities, even if special mass transit 
facilities are constructed, simply be
cause the large volume of freight and 
service vehicles would continue to re
quire a highway and street network, 
of the presently planned size. 

he newly enacted Urban 
Mass Transit Assistance Act contains 
the authority to assist in acquisition 
of transit vehicles and their servicing 

each urban area'el" more than 50,000 
populatioii, extensive enough within 
each urban area to carry about 75 
per cent of the total vehicle-miles of 
travel in the area, thus making the 
portion of the traffic load serviced by 
Federally assisted routes in the ur
ban areas consistent with the size of 
load carried on the other portions of 
the total system. Funds, either from 
new authorizations, or current TOP
ICS and ABC apportionments, would 
be immediately available to begin 
construction and other types of im
provement on this new system. Thus, 
a considerable measure of assistance 
would be available beyond the pres
ent program for urban areas, bring
ing them for the first time to a level 

Looking ahead to the 1971 roadbuilding season, you 
can co,-nt on design advances in some common types 
of equipment—and more use of exotic shortcuts. 
HYDRAULIC EXCAVATORS (106)-Circie this item 
number on the Reader-Service card to learn about 
machines that dig 35 ft deep, and some that can pull 
dirt from tight corners and under utility lines. BATCH 
PLANTS (107)—Big advance is in the way they set up 
fast, without help from a crane. Big profit point is 
increased output as new electronic controls take over. 
We'll get you facts on asphalt plants that are smokefree, 
and concrete plants that are dustfree. SCRAFERS 
(108)—Even elevating models get twin engines in 1971, 
the better to move where traction is poor. More hitch 
devices, too, to let scrapers help push-load each other. 
Is the trend to bigger capacity and power topping out? 
Not if the 1971 models are an indication. OFF-ROAD 
TRUCKS (109)—We couldn't quite believe the size of the 
frame of a 200-tonner you will see in 1971, but the 
manufacturer will tell you ail about its output. Look for 
more truck advances in CE's October truck preview. 
CURB AND GUTTER PAVERS (110)-Focus of the 1971 
models is portability for fast moves in the city street 
work. Learn about new models that do the whole job: 
slipform curb, gutter, and street siab at the same time. 
Also, units that adjust in width at the touch of a hydraulic 
control. LASERS (111)—Look for these sure light 
sources as guides for automatic grading equipment, 
and replacement for stringlines in trenching. CE will 
bring you an up-to-date report in 71. in the meantime, 
use the Reader-Service Card to get early facts. 
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facilities, while the highway legisla
tion under consideration this year con
tains authority to construct the re
quired roadway facilities and appur
tenances. Thus the two acts in com
bination are complementary to each 
other, and in my opinion will es
sentially' supply the answer to the 
vast majority of center city trans
portation needs in the immediate 
and 20-year future. 

The highway legislation also pro
vides for creation and development 
of a new Urban Highway System to 
supplement the major existing Fed
eral-aid Primary, Secondary, arid In
terstate System extensions into the 
urban areas. Such a system would in
clude tlie principal arterial routes in 

of assistance eligibility, consistent 
with the inter-city segments. 

Through either new legislation 
or procedural revisions, the over
all planning process under Section 134 
or our Title 23 will be expanded and 
broadened, to encompass even more 
of the community goals and objec
tives and participation than at pres
ent. Community involvement will be 
enlarged through appropriate means. 
Environmental factors will be spread 
throughout the total planning and de
velopment processes from their very 
beginnings with proper weighing of 
values in relation to other factors. 

Further refinement has already 
been made of the housing and relo
cation provisions to reduce the ad-
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verse impact on those citizens whose 
place of business or residence must 
be taken to provide the transporta
tion network needed for our future 
societal goals. 

Training opportunities for both 
- - H f t i n o r - i t i - t ' S and others are being -in
creased. A start will be mnde on re-
piaL-u i i iu i iL o i u ^oU iuLo cu iu S u u c L u i a u _ , 
deficient major bridges. Likewise in
creased attention is proposed for pro
tective treatment of railroad grade 
•..-0 r<;,-wr< ; Further im-ii'O""™'"^',- V 
the techniques of relating transpor
tation requirements to land use pro
posals can be expected through ap
plication of research and develop
ment coupled with accumulating ex
perience. But planning must continue 

the transportation policy and plan 
which is being developed within the 
Department of Transportation as I 
have mentioned earlier. 

As wc plan our highway needs for 
the longer future, we need to be 
giving consideration to ways to prop
er! v mrn-rHmf-" V>avv freight truck 
m u v c i i i u i u s witli available railroad 
facilities so that some reduction can 
be achieved in the numbers of ve
hicles and heavy axle load passages, 
to produce both a possible i n c r e a s e 
in traffic safety; an increase in pres
ent roadway lane capacities, and an 
increase in length of life of roadbeds 
and structure; while simultaneously 
assisting railroad revenues, without 
increasing trucking costs. I refer of 
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to be directly tied to program ad
ministration as it is'at present and not 
separated therefrom as some are 
presently advocating. It should not be 
allowed to become simply a functional 
end of and for itself alone. Proper 
coordination such as it now being ef
fected among the appropriate modal 
administrations within the Depart
ment of Transportation will provide 
that degree of overall integration and 
melding into a total transportation 
plan that is both necessary and de
sirable. The statutory authority or 
procedural tools to realize all of these 
objectives tan confidemly be antici
pated to be in our hands within tbe 
next few months, giving to us the 
wherewithal by which to carry out 

course to the study of whether "piggy
backing" operations can be a means 
to increase the efficiency of an overall 
integrated transportation system. Wc 
need also to consider the possibility 
of increased use of rail passenger 
movement in the medium trip length 
range to reduce both passenger auto
mobile volumes on our highways, and 
airways and airport congestion. 

^w^V nine changes m p'anmng m 
other fields could be helpful to us. 
For example, in building and re
building our cities wc could give 
greater consideration to the possi

bilities of reducing the total person-
miles of movement within the city 
through greater co-location of jobs 
and re si deuces. If greater use could 
be made of self-contained commun
ities containing residential, service, 
trade, cultural and employment op
portunities in a planned community 
area such as visualized in the New-
Town-In-Town concept, then travel 
over long distances from heme to 
employment areas would substantially 
reduce the present congestion of 
morning and evening rush hours. 

This situation constitutes the most 
serious deficiency in urban transpor
tation in the minds of most critics at 
the present time, although in ..most 
cases this commuter movement is 
only 5 to 10 percent of the total 
urban.movement. A program of build
ing more residential apartments 
either on top of present offices and 
stores in the typical downtown areas 
or adjacent thereto, would be a sub
stantial assist in relieving this prob
lem for us. More attention to in
creased staggering of work hours, 
days, and promotion of more car-
pooling through control of center 
city parking facilities could likewise 
be important contributing factors to 
relieve the present problem for us, 
without requiring major additional 
street construction and widening. 

Jm* n a number of our cities, study 
should be made of the possibilities 
of consolidating railroad trackage 
and terminal facilities to permit 
Lbandonment of some presently used 

rights-of-way which could then be 
made available for improvement as 
nass transit arteries, either for rail 

transit cars or as busways, thus re
ducing rail taxation burdens, operat
ing costs, and permitting construc
tion of needed transit facilities or 
new roadways without major dis
placement of people. In most eases, 
the freight generation or delivery re
quirements on such abandoned routes 
could be efficiently handled by truck, 
especially if combined with piggy
backing referred to earlier. 

With the new and improved tools 
which the Congress is proposing to 
give us, and with our over-whelming 
dominant share of responsibility in 
the transportation field, we must re
spond with sound and fair judgment 
and actions—and s o o n . Just r.s wo r e 
sponded with a n action plan i " iP~o_ 
I'm fully confident t h a t wc xvilj r e 
spond this year as we again wheel 
through a major decision point in 
our Nation's transportation history. 
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