“The 1970 Federal-aid ITighway Act”

By Francis E. Turner, Federal Highway Administrator

{Eprror’s NoTe: John Montgomery, di-
«tor of highways, attended the annual
wassippi Valley Conference of State High-
v Officials at Chicago on March 11
ad 12
" During the conference speeches were
.psented by Francis Turner, Federal High-
Lay Administrater, A, E. Jehnson, executive
Lee-president of AASHQO, both of Wash-
.gtan, and R. L. Pevton, of Topeka, assist-
=t director of highways and « ypember of
o executive committee of the Highway
sesearch Board.

In view of the knowledae that these
‘e men have abont national hizhway af-
-drse Mr. Montgomery felt that the papers
sould be shared with all highway em-
«nployees.}

In the evoluiion of our national
sishway program, the Federal-aid
Hichway Act of 1970 will take its
alace as benchmark legislation.

It merits this description because
it afirms in many practical ways the
concerns and the priorities of our
sime. Tt looks from this vantage point
with a sound plan for the future. And
i so doing it provides those of us
who manage the highway program
with new suppoert and new opportu-
nitics to serve our fellow citizens.

\We have been administeriug a pro-
zram whose foundations were laid in
the 1956 legislation. But we have not
heen constrained by blind adherence
to a set of plans and specifications
drawn up in 1956, On the contrary,
we have approved some very signifi-
amt change orders along the way.
America has been changing these past
15 vears and so have we. To use the
sroadest description, it is the quality
of Kife that has inereasingly concerned
our fellow citizens. And I believe we
in the highway program have been
quick to respond to these emerging
toncerns — not just with  agreeable
thetoric but with meaningful action.
Policy Changes

Last year, as this legislution was
being considered, I testified before
the Senate Subcommittee on Roads,
and I pffered this observation:

“I would point out that many of
the things that we are loaking at today
tHhat we consider to have been mis-

takes in the program are largely
things that we did under a different
policv. We have changes in our pol-
icy, we have changes in our personnel,

“I would point out to vou that a
little over 10 vears ago I sat before
this same committee in this same wit-
ness chair, and was berated rather
heavily, along with other highway of-
ficials, as to the high cost of this
particular program, and the emphasis
then was on cost, do it cheaper, cut
out fringe things, keep the cost down.

Francis E. Turner

“The policy has changed. The peo-
ple have changed. This is progress,
and we have made those changes. We
changed our policy, we changed our
procedures, we changed our points of
emphasis, I believe we are working
now in harmony with the policy and
legislation that is before us, and I
would hope that we would be allowed
to continue to administer the program
and get the job done in the way that
you are asking us to do.”

1 believe the 1970 Act docs give ug
very substaptial support in doing the
job ahead.

This Act embraces the broadered
comeept of the highway program that
has been growing over the past
decade.

It is concerned with the social re-
sponsibilities of the highway program
—with safety, with the environment,
and with other human wvalues.

It is particularly responsive to the
problems arising from the continuing
urbanization of our country.

It takes the long view, setting forth
necessary steps for the orderly de-
velopment of the continuing strong
highway program we must have to
meet the growing transportation
needs of the Nation.

Future Programs

Let’s take the last point first—that
of formulating policies for the future
of the program.

First, the Act looks to the conclu-
sion of the Interstate System con-
struction program launched in 19386,
It provides for removal from the svs-
tem by Julv I, 1973, of those scaments
whose construction is not assured,
and the reallocation of this mileage.
It sets a deadline of July 1, 1973, for
submission of ull Interstate System
plans, specifications and estimates,

It extends Interstate authorizations
through fiscal year 1976, but leaves
a final additional avthorization to be
enacted at a later date, while requir-
ing a final cost estimate to be submit-
ted in 1974. It assures continued
funding by extending the Trust Fund
five vears to October 1, 1977.

Next, looking to the future of the
regulay Federal-aid program, it di-
rects the Secretary of Transportation
to make recommendations in 1972 for
the functional realinement of the
Federal-aid systems, based on studies
made in cooperation with the State
nighway departments and local gov-
ernments. Also in 1972, the Secrotary
is to mzﬂ(e ]'(’C()I‘ﬂ}ncl](}‘dti()ﬂ.‘i
continuing Federal-aid highway pro-
gram for the period 1976 to 1990.

In addition the Act provides for a
reduced State matching requirement,
by setting up a 70-30 Federal-State
funding ratio beginning in fiscal 1474

for a
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Vennwhile, the Act extends G:e ABC
and real supplement autherizations
af tieir current level throush fHseal
1973.

Again, looking to leng-range needs.
the Act provides for establishment in
the Federa! Highway Administration
of a National Highway Institute to
assure a feture supply of trained man-
prwer for the Federal-aid highway
program.  The Institute will be de-
veloped in cooperation with the State
Wehway departmments and will be
apen to Federal, State and local high-
way cimplovees.

It is noteworthy that this provision
incleces Jozal emplovees, This is ane
of several instances where the Act
specifically attempts to strengthen the
participation of local government in
the Federal-aid highway program.

New I'eatures

Now let us turn to the new features
the Act provides in our operating
programs. It is here that we see re-
dected the concerns—shared by high-
way officials and the public’s repre-
sentatives in the Congress—over the
probjems of urbanization, the environ-
ment, and human values. It is here
thet we highway officials are given a
mandaie to do something about these
CONcErns.

Urban growth has been one of the
most remarkable processes of our cen-
tury, and very likely will continue to
be in the remainder of the century.
About 70 percent of Americans now
live in urban arzas, and 80 percent
will within another decade or two.

Urban living is made possilile,
among other things, by transportation,
by the daily, hourly movement of
gaods and peaple. And the adeguacy
and efficiency of the transportation
available to our urban areas has much
to do with the guality of life in those
areas.

Today, these urban areas
whelmingly dependent on
transportation. And there is every
reason to bhelieve they will continue
to be for the rest of this century,

If they are going to continue io
grow, so Jpust highway transporta-
tion. The challenge to the highway

are over-
highway

offcial i to get the most oflicieney
possible out of the urban highway
system with the resources zvailable to
him.

The Federal jnterest in this chal-
lenge has grown over the years as
urbanization has proceeded. In the
forties. the primary and scoondary
svetems extendded  into urban
areas. In the fifties, wban freewuys
were incorporated into the Interstate
System. In the early sixties, the urban
transportation planning  requirement
became law, thus providing a neces-
sary foundation for decision-making
on which we can call todav. And in
the late sixdes, Federal aid was made
available fo operations

were

for traffic im-
provements—-the TOPICS program.

The 1970 Highway Act adds several
new dimensions to the Federal in-
terest in urban transportation. Com-
bining it with existing programs, plas
companion legislation for urban mass
transportation assistance, we get a
comprehensive set of tools to deal
with urban transportation problems.

These tools include an active, on-
going planning process: the Interstate
program to provide the Jarger urban
arcas with a limited network of hich
capacity freewavs; ABC funds to im-
prove a Hmited number of major ar-
terials, and the TOPICS program to
increase the capacity and safety of
major street systems bevond the ARC
routes.

Mass Transit Planning

Now, the 1970 Act provides for
creation of & new Federal-aid urhan
highwayv system, and authorization to
use Federal-aid [unds for highway-
related improvements to serve bus
transit. And the mass transit legisla-
don provides funds to purchase new
buses and operating equipment
through UMTA.

The Federal-aid urban svstem will
consist of arterial routes other than
those now on the primary and sec-
ondarv gystems in urban areas of
30,000 and more population. The
routes are to be selected cooperatively
by local officials and State highwayv
officizls, who are to be guided by the
urban transportation planning process

m detenmining which reutes will 1,.. .
serve the goals and objectives of 1
commumity. The Scerctary is to 4,
port to Congress i 1972 on the deg,
nated svstem and its cost of constm:
tion.. This system should miterial),
assist the urban areas in meating th,
transprortation demands,

Of course, one of the major pief,
lems Jarge cities have todav is ih.
of rush hour trafic congestion, 7Ti;.
s what most people have in miy:
when they complain of the transp:
tation crisis. In the context of .
overall transportation nceds of gy
urban arcas the rush hour traffic is .
relatively small portion of total trar, .
portation movement — sinee  trips 1
and from the downtown compri
only five to 15 percent of total urha.
trips. But it is & problem when tran..
nortztion corridors ta and fram dows
town become overtaxed under pess
hour loads.

From Cars to Buses

In all but a handfal of citics the
only practical solution to this prob-
lem is to divert comrmuters from pri-
vate zuios to higher vapacity vehicle.
namely buses and car pools, and
thereby incremse the people-movine
capacity of our vrban highwavs, And
this is the only solution that can b
applied in the immediate future—in
a matter of a year or two.

If rubber-tired mass transportation
is to suceeed in luring comrmuters out
of their cars it will have to provide
fast, convenient and comfortable ser-
vice, The highway program can offer
a major assist in bringing this ahout.
by providing preferential treatmeni
for buses—and car pools—in moving
rush hour traflic.

The 1970 legislation specifically aw
thorizes othis tvpe of assistance
making Federal-aid funds available
for the construction of exclusive b
lanes on freeways, bus roadways, traf:
fic signals and other control device
to give buses preferential treatmen!.
bus passenger loading areas and f+
cilities, including shelters, and fring?
end transportation corridor parkin:
facilities to serve bus and other publf-
mass transportation passengers.
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In addition, fringe and corridor
parking facilities can be constructed
«ith Federal-aid urban system funds.

jmprovement of bus transit is not
. unilateral endeavor, of course, It is
4 joint venture that requires coopera-
tion of all levels of government. It
requires cooperation at the Federal
level between the Federal Highway
Administration and the Urban Mass
Transportation  Administration, and
we in turn must cooperate yvith State
and local officials and transit opera-
tors #f we are to get the necessary
assurance that transit-related highway
préjects will be cffectively utilized.

Nevertheless, 1 believe we have a
real opportunity here, and I would

urge State officials to examine their
opportunities carefully as we prepare
the report Congress has directed on
the need for additional highway fa-
cilities or the adjustment of existing
facilities to accommodate highway
public transportation.

In addition to the new aids it pro-
vides for wrban areas, the 1970 Act
also shows concern for the problems
aof over-urbanization. It offers a dem-
onstration program which would we
highway improvement to help check
the migration from rural areas and
small towns to overcrowded cities.

Economic Growth Centers

The Aect provides for a new pro-
gram of economic growth center de-
velopment highways to be funded at
$50 million a year, although an ap-
propriation still is required befere
any funds will be available. The
Secretary is authorized to make grants
for demonstration projects that would
iead to the development of economic
growth centers in places of 100,000
population or Iess. The approach is
similar to that of the present Appa-
lachian road program. and projects
must be on the Federal-aid primary
systems. The Federal Government can
pay 100 percent of the cost of engi-
neering and economic surveys and
can sweeten by 20% the traditional 50%
matching. It is emphasized that the
demonstration projects must invalve
regular Federal-ald fundiag.

This program. with its objective of

improving living conditions and the
quality of the environment, could
prove a significant example of the wsc
of the highway program for social
progress. .

Another cutstanding example in the
197G Act is the expansion of the re-
location assistance program—the fore-
runner of the Uniform Relocation As-
sistance and Real Property Acquisition
Act of 1970, which has now super-
seded our legislation.

As vou know, thesz laws have ex-
panded relocation assistance benefils
te include compensation for increased
intercst rates on replacement housing,
and to authorize the construction or
acquisition of replacement housing
where pone is otherwise available

Relocation Program

This relocation program is deliver-
ing real social and environmental
benefits by ensuring that all persons
displeced by hichway construction
find decent, safe and sanitary housing.
inclading those who previously lived
in substandard units.

Yet another cxample of social re
sponsibility can be found in the 1976
Act’s provisions authorizing, establisk-
ment of training programs for high-
way construction workers —on  an
egual opportunity basis.

There has long been an awareness
in the highway program of the poten-
tial impact of highway improvements
on economic, social and environmen-
tal values. We have studied thess
impacts for years and shaped owr
procedures accordinglv. We devots
a substantial portion of highway re-
sources O environmental improve-
meut, and were doing so long before
it became a popular issue.

Cur policics have changed over
time to reflect the greater empiasis
that the public expects in this area.
Now, the 1670 Act continues this de-
veloping process by requiring the es-
tablishiment of guidedines by 1972 o
assure full consideration of possible
adverse econamic, social and environ-
mental cffects ol proposed nrojects
and the costs of elimivating or mini-
mizing them.

The Act also rerquires develapment

of standards for highway noise lovels
and guidelines to assure that future
projects are consistent with applica-
ble 2ir quality standards.

Congress also made new money
available in the 1970 Act to revive
the billboard control and junkvard
control programs of the Highway
Beautifieation Act of 1965, and it cre-
ated a commission te report back
within a vear with recomimendations
on how to makc these programs more
effective.

Meanwhile, as vou know, Secretary
Volpe has lifted the moratorium on
the penzity provisions of the Beauti-
fication Act and has called upon all
States that have not vet done so to
get the necessarv  legislation and
agreements with FHWA to enforcc
billboard control.

I am personally hopeful that we
will soon see some wvisible improve-
ment In our roudside environnient as
a result of the Secretary’s initiative.
And I am sure ouwr motorists wiil
welcome it.

Another major concern iu the 15970
Act is highwav safetv. The Act trans-
formed the National Highway Safety
Bureau into the National Highway
Traffic Safety Administration. And it
accepted Trust Fund responsibility
for financing two-thirds of the cost
of the grant and research programs
authorized bv the Highwav Safety
Act of 1966—that is, for State and
community highway safety programs.

The Fadera] Highway Administra-
tion retains responsibility for these
State and comamnity safetv standards
having to do witi: the higlhway cle-
ment. It also retains the Burean of
Motor Carrier Salety, with its regula-
tions for trucks and buses,

I can assure vou that this division
of safety responsibility will in no way
diminish the high priorite wwe put on
safety across the board in FHWA
programs. That zoes for our hiclsvay
safety standards, for the spot improve-
ment program, for the clear roadside
program as weit as for our involve-
ment in the State and commaiity pro-
grams. These programs arc yielding
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aiie froiogies virst Pifiy Years”

By R. L. Peyton, Executive Committee, Highway Research Board

In January of this year the Highway
Rescearch Board celebrated its ffteth
anniversary during its Annual Mget.
ing in Washington. For nearly thirty

" of these years, T have been associated
with the Board in some capacity. At
the request of the Board's Directer,
in my present capacity as a menber
of the Executive Commitice, T =us
asked to appear here todayv and refate
to vou a brief Irstory of the Bourd
and its accomplishments during the
past fifty vears.

At the National ‘irchives Buildimg
in Washington, there is an inscription
on the pedestal underneath a female
figure which reads: “What is past is
prologue.”  You will recognize the
language of Shakespeare from “The
Tempest.” The Bard wrote those limes
fess than 400 vears ago. Yet, the
English language has changed so
much that if he were here today, he
could comprehend littie more than
helf our current vocabulary. He knew
what he was talking about. The past
of our language itseli was merely pro-
loguz to modern English.

The past stands like a rock, wm-
changing and unchangeable. It is the
strength and authority of the past
which inexorably thrusts the present
upon us. With imagination, the past
can give us the wings of the futuse
and it is 2 truism that we must under-
stand the past in order to avoid re-
peating our mistakes in the future.

1t iz appropriate, I belicve, to ex.
amie the first 30 years of the Higa-
way Research Board in relation to
world development and our country’s
history. I say this, because scientifc
investigation, as mankind's most -
tricatelv organized and highly disc-
plined mode of thought, penetrates
everv sphere of social activity apa
every aspect of human life. As engh-
neers and admizistrators, I believe
vou will agree. To view the develop-
ment of amv scientific enterprise as 2
single isolated progression, is, how-

ever, to ignore & major purpose of ail

scientific endeavor, which is to scolve
humen problems.

Highway rescarch did net begin
with the Fighway Research Board.
When the Board was created, the
United States boasted of a surfaced
road systemy: but it barcly eqgualled
thet of the Roman Empire,

Romans First

We know that the Romans did
make use of research, Much of their
technology  was based on  Greek,
Chaldean, Egvptian and Etruscan dis-
coveries. The Romans were the first
to nse roads as an instrument of na-
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B. L. Pevton

Honal policy, and their suzccess in tak-
ing much of the world from its right-
ful owners emnphasizes and confirms
the value of roads in facilitating na-
tional purpose, no matter how du-
bious that purpose may be.

It remained for the Saracens ta
bring the Arabic numbering system
into the mainstream of Western
thought, making possible the refine-
ment of mathematics so necessary fo
technical research. And while Europe
in the Middle Ages continued to travel
on the decaying Roman roads, the
Incas of South America were busy
building 10,000 miles of magnificent
paved roads. -
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Perhaps the greatest flurry of the;
ough scientific research into highwa

came next In Eighteenth Cenmnn
France. The French, however, con

tinved to borrow heavily from the
Roman techniques, as did the Britinj
and Americans.

We Americans, as a nation, aw
rather unigque in that histerical ca.
text, We came to a continent tha
wasn't supposed to be here and trav.
eled to our inland destinations in Co.
lonial times without any way to g
there. We simply struck out through
the woods and let the roads come Jater,
when somebody could get around 1;
building them,

The Hrst road maps in the country
weren't compiled until 1789, when ovr
total road system was no better than
that used by the Germanic tribes of
the Fifth Centurv. There werz some
grandiose plans in the ecarly 1800%
but limited construction. In 193 th-
United States had a magnificent total
of 141 miles of paved roads in rur
areas.

The 20th Century

But, as the Twentieth Centunv
moved on, industrialization win
storming through Western socicty.
Were all familiar with the way in
which the advent of the automobil:
revolutionized our way of life and
spurred the development of a genuite
highway svstem. Alvin Toffler, in hit
extraordinary  book Future Sheck
savs that the tvpical American of 191
traveled about 340 miles a year with
the aid of a horse or by mechanics
means. Counting walking, he move:
a total of some 88,360 miles in a life-
time. Today, the typical American
covers three million miles in a lHe
time. One mile 60 years ago equah
35 miles today. We have, for pracit
cal purposes, succeeded in annihilat
ing distance. In the lifetimes of m““
of us here, we have wi tnessed-—mau
been part of—an historic decline ™
the significance of pface to hum’

i
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ife, with profound cultural and psy-
Jiological consequences.

In 1916, President Woodrow Wil
on created the National Research
Council as an agency of the National
ycademy of Sciences in recognition
o the technological horizon coming
nto view. That was alsc the vear in
which the Federal-state partnership in
righway development was intro-
Juced, to be perfected in principle
by the landmark Federal-Aid High-
way Act of 1921

Technological innovation was mov-
ing at such an intense pace, and pub-
iie demand for mobility was so mas-
sve, that transportation experts both
in and out of government saw a clear
need to devise a mechanism for pro-
ducing adequate information for
planning.

The Highway Research Board was
that mechanism, and its particular
history is substantial and well docu-
mented. In terms of the automotive
age, it has quite a long history. In
the total framework of science, it is
still in its infancy, along with the rest
of transportation research. Its contri-
butions over the years have been
manifold and are outlined in the HRB
history entitled, “Past and Prologue.”
Copics are available here today. A
complete history of the Highway Re-
scarch Board may be secured from
their Washington office.

The World in 1921

Let's look at the achievements of
the Highway Research Board from
the perspective of those who were
there to launch it. Imagine, if vou
will, or remember if vou can, what
the world was like in January 1921

What Harvey Firestone, Jr. hus
called the “peripatetic centurv” was
heginning to gallop alonz. Europe
was still struggling from the ravages
of World War 1, and the League of
Nations was in its death throes.
American expatriates were gathering
In Paris, and in Munich an obscure
Austrian named Adolph Hitler was
making speeches to which few people
listened.

Here at home, Woodrow Wilson

was about to turn the reins of govern-
ment over to Warren G. Harding.
The Boston Red Sox had just traded
George Herman Ruth to New York:
the following summer, the Babe
would hit 59 home runs.

In the world of science, the Nobel
Prize in physics went to a young
German scientist named Albert Ein-
stein for developing the photoelectric
cell, or so-called “electric eve.” This
man dreamed about mathematical
theories which were to lead to nuclear
fission.

Nine million motor vehicles were
on the roads, with several million bi-
eycles, wagons, saddle horses, droves
of sheep and cattle, and pedestrians.

Many of us traveling in those days
were relieved and amazed when we
encountered a graveled road surface,
after plowing through mud and dust
on dirt roads. To us at that time a
graveled road was an ultra-modern
highway. ’

In those days, roads weren't identi-
fied by numbers and were seldom
marked at all. You could use one of
the famous “Official Antomobile Blue
Books™ put out by the Triple A, aml
follow such directions as “take left
fork to four corners beyond red barn,
turn right and then left at tall elm.”
In the 1920's we had the Lincoln
Highway, the Dixic Highway, the
Old Spanish Trail and literally hun-
dreds of other rautes with equally col-
orful names, but no systematic num-
bering system, permitting planned
travel along logically connecting
routes.

But there were signs of progress on
the horizon. Anston Marsten, Dean
of the Engineering Department at
Towa State College, sent out a call for
a national highway research program.
Another JTowan. Thomas H. MacDon-
ald, a former student of Dean Mar-
sten, became chick of the burcau of
public roads in 1919, These two men
were to become prime movers in
forming the Highway Research Board,
along with Dr. €. A. Adams of Har-
vard University, Chairman of the Di-
vision of Engineering of the National
Research Council.

First Board Meeting

In Qctober 1920, Dr. Adams asked
for a meeting of government and
private highway officials to form a
General Advisory Board on Highway
Research, which would bring together
highway research efforts, organize
them and give them form, direction
and national purpose. The meeting
was held in New York City, Novem-
ber 11, 1920 with 35 delegates attend-
ing, and the Highway Research Board
was created.

HEEB and AASHO

The American Association of State

ighway Officials officially welcomed
the Hedgling organization, and an in-
timate, enduring relationship began.
The Bureau of Public Roads made
$2,000 available to get the work
started.

Anston Marston was elected chair-
man and Alfred D. Flinn, vice chair-
man of the Research Council’s Divi-
sion of Engineering, was named
interim director for the Board’s form-
ative period.

In February 1921, the first Execn-
tive Commitiee of the Advisory Board
on Highway Research came into be-
ing. The Board set up offices in the
National Research Council Building
in Washington. First Annual Meeting
of HRB was in January 1822, in New
York City and 30 people registered.

At the 50th meeting this year, 3,000
persons registered.

By the time of the 1924 meeting,
the Board was operating out of two
rooms i the National Academy of
Sciences Building at 2101 Constitu-
tion Avenue. By 1929 there were
eleven standing committees of the
Board, with many more envisioned.
This led to the creation of six depart-
ments—Administration and Finance,
Transportation, Highwuy Design, Ma-
terials and Construction, Mainte-
nance. and Traffic, a structural
streamlining that remained in eflect
for many vears.

The Board's close working relation-
ship with AASHO was solidifying.
In 1935, a joint highway research
census was arranded and by the end
of 1936, more than 1300 research
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projects were inventoried by dhe
Board.

During World War II, a series of
“Wartime Bulletins” was published en
highway technology affected by the
wartime situation. Annual meetings
were held outside Washingion to re-
lieve the wartime congestion. Ag a
matter of fact, the 1944 meeting was
cancelled at the request of the Fed-
eral Government. Its nrocecdings
were published, however, and con-
tained a report on origin and destina-
tion survey techniques by a vemg
traffic engineer named D. Graat
Mickle. He was chairman of e
Board's Executive Committee in 1870,

in 1945, the Research Correlation
Service was started. This was one of
the most important functions the
Board has ever undertaken. It was
alwavs a central doctrine that the
Board should collect and anakze
highway research information from

whatever source, and disseminate this .

information to those agencies and
groups who could best utilize it. The
Rescarch  Correlation  Service pro-
vided a formal siructure for this ser.
vice for the state highway depari-
ments and the Bureau of Public
Roads. It continues to bridge the zap
between information production and
demand from the feld for highway
research.

The war was over, and the Board
made another important innovagon,
this time not on paper but in flesh and
blood. In January 1946, Bill Carey
was hired as Executive Assistant to
Research Correlation Service Director
Roy Crum. Carey now is the Board’s
Executive Director.

Post War Period
The end of the war also brought a
surge of highway travel. Gasoline
was no longer rationed, and the relief
from the long vears of enforced fimi-
tation on travel opened up the flood-
gates. Evervbody wanted to go every-
- where, and by car. It was necessary
to step up scientific road testing. and
the ’30s were boom vears for the
Board ir that respect.
The Marviand Road Test in 1830
saw eight heavily loaded trucks driven

night and dav for six months over a
section of U. 5. 301. That was also
the decade of the WASIIO Road Test
and the massive AASHO Road Test
in Illinois. The Board was testing
wind stresses on bridges, investigating
business parking, turnpike design,
and examining a host of other techni-
cal subjects. The Board’s invahmable
studies of highwav law led to the
formulation in 1983 of -the Depart-
ment of Legal Studies, recognizing
that complex legal machinery is an
essential tool of highway building and
operation.

Since 1962, the Board has operated
a National Cooperative Highway Re-
search Program and since 1964 an
automated information storage and
retrieval system.

The Department of Transportation
was formed by the Federal Govern-
ment in 1966, underscoring the need
for increased research into all tramns-
portation modes. In 1967, an updated,
expanded - statement of the Board’s
purpose, scope and function was ap-
proved, which ultimately led to the
reeent landmark reorganization of our
committecs into three groups.

Where We Are Today

History touches only highlights of
the Board’s 30 vears. The many im-
portant projects initiated by the Board
over the vears, and the contributions
to a better highway svstem cannot
all be catalogued in this shore time.
Now we ask ourselves, where does all
this activity put us today?

In the past, our contributions to
highway development were primarily
in the physical and fiscal areas. We
identified the resources needed- to
move people and goods, the types of
roads that would best meet the needs,
and the financial capabilities of the
user in relation to those needs. Im-
provements in highwayv design, traffic
control, and accident prevention were

all a part of this activity and will con-

tinue to be.

More than this, the first 30 vears
taucht us that finding the truth is not
enough. Without application, discov-
ery of a truth, although intellectually
valuable, docs little to improve the

human condition. We have not 1,0,
startling  progress in shorteniny v
time between the conception of ..
idea and its practical use. \\-h(’nq‘:
was a young man, eight and nine ., ,
traffic lanes were standard; but thy.,
was research into the advantases |
12 and 13 foot lanes. But o, ..
cently have those wider lanes hego,..
realitv. The benefits of current ..
search must not lag so far behing -
the future. :

Language Barriers

Two stumbling blocks have -
the technical and foreign lanwys-.
barriers. Research results must b
reported in an understandable, vsf.
manner. A lack of liaison mayv b
another obstacle. The research oy
be distributed to those wha can uw
it. Greater use of the Highway Re.
search Board by agencies and orce
nizations who can benefit by our work
will help eliminate these problems.

A major problem has been the lit-
erz] flood of written technical mate-
rial in the modem world. The U. S
Government alone generates over ha'
a million reports, articles, hooks amd
papers every year. Worldwide, some
60 million pages of scientific and tech-
nical literature are published cack
vear. With this overwhelming volume
of material to be digested, we can il
afford duplicative or redundant re-
search: we can’t go on researching
the wheel forever: The problem i
not so much in quantity as in quality.

We have also learned that in thic
shrinking world, nationai houndaric:
must be eliminated in the search fur
better transportation. The Highwa:
Research Board is gradually removint
international barriers. At our Jast a0-
nual meeting, 171 participants frow
15 foreign countries were on hand, 2
most encouraging development.

Pure physical science is only & part
of our concern. We must insurc that
the application of our research dot
rot result in human loss, whether i.ﬁ
the social, environmental or econom¢
fields.

We have been accused of all sorts
of callousness and indifference. A*

{Continued on page 21)
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hnned  use  purposes.  Residential
wtions and types could be the kind
eople want extending from the sin-
fe family house to the highrise.

Stusting from seratch with the new
Ay concept, not only could the street
nd highway pattern be laid out and
wnstructed as needed and with the
ights-of-way for their ultimate need,
ht also public utilities could be de-
igned and efliciently placed under-
round In joint use tunnels and condu-
1s adequate for the ultimate planned
gowth of the citv to prevent having
o diz them up from time to time for
alarging capacity, and maintenance
vould also be simplified.

Pedestrian and vehicular traffic
ould be easily separated, which is
dmost impossible in existing cities.
Other transportation modes, such as
mil transit, could be planned and
tage construction undertaken. so that
n the fature houses would not have
w be torn down and people relocated,
flor disturb already established utili-
ies. The actual installation of the
ransit system could go in at a later
iime,

It is a challenging concept, but not
impossible to achieve. It would, how-
iver, rival the planning, coordination
md cooperation that we have seen
lemonstrated in the lunar space pro-
aam, It would call on many disci-
plires and require superb administra-
ion and commmunications.

We do know that we are going to
ieed more cities. or keep adding to
ihe present ones to where they are
wing to grow and grow, with ceniral
dly and transportation problems
nounting.

One of the matters that would have
o receive full consideration would be
planning to adequately care for the
seeds of all income levels, especially
15 it refers to residences, but an over-
maction and an overenthusiasm  to
wlve many of the nation’s serious
iiman problems in planning a new
by could definitely damage or de-
oy the concept or the effort.

If & new cities program could be
aunched in the 1970%, the State high-
vay department is one of the few

established and proven agencies that
could play a major role in the pro-
gram, and it would be the ultimate of
the concept of the provision now in-
cluded in the Federal-aid Highway
Act of 1970, to which rcference has
already been made.

The highway portion of a new cities
program would have to be one of the
very first operations. Besides com-
pleting the Interstate System  and
modernizing the obsolete sections of
our other road systems which cannot
be delayed too Tong, I hope vour role
in the 197(0's might also include some
leadership and activity in a new cities
program for growing America.

Another major role that the high-
way departments must assume s
launching an effective public infor-
mation prog am, and not a conven-
tional public relations activity, They
are guite different and we must have
an informed public in order for you
to do your job.

Past and Prologue

(Continued from page 16)

scientists and engineers, we find these
accusations distasteful. But, gentle-
men, I, for one, am not going to run
and hide. And I don’t think you wiil.
On occasion, we may have rational-
ized some . environmental pollution
and social injustice by accepting these
things as the inevitable price of prog-
ress; the insiznificant residuc of tech-
nological improvement. And vet, I
have never known a scientist or engi-
neer who did not regard his primary
mission as helping to solve the prob-
lemns of mankind.

Eric Sevarcid recently said that it
is clear that the chief cause of prob-
lems are solutions. Those of vou who
have read Charles Reich’s The Green-
ing of America, whether you agree
with it or not, will admit to a new
social consciousness in America which
did not exist as recently as 20 years
ago. Solutions simply can no longer
be allowed to create problems.

The recent reorganization of the
Ilighway Research Board permits a
broadening of our interests to meet
this new social comsciousness head-

on. We are part and parcel of our
society, reflecting its hopes and ambi-
tions, its desircs and aspirations, as
well as its shortcomings.

In the future. as in the past, the
continuned viability of all HRB fune-
tions will depend upon the active
support of all the states, the Federal
Highway Administration, and organi-
zations such as AASHO. We will also
continue our interaction with the Na-
tional Academy of Engineering, the
National Research Council, and the
Division of Engincering as a team
effort within the National Academy of
Sciences. .

Fortune Magazine recently reprinted
a statement that bears consideration
here: “The improvement in city con-
ditions by the general adoption of the
motor car can hardly be overesti-
mated. Streets clean, dustless and
odorless, with light rubber-tired ve-
hicles moving swiftly and noiselessly
over their smooth expanse, would
eliminate a greater part of the ner-
vousness, distraction, and strain of
modern metropolitan life.” That was
taken from the July 1899 edition of
Scientific American.

It has been said that a good leader
inspires other mea with confidence in
him; a great leader inspires them
with confidence in themselves, As
leaders in the transportation commu-
nity, you will, I am sure, engender
confidence in the future of American
transportation as vou have in the past.

The past is. truly, prologue to a
future of splendor and hope. As
Charles Kettering said, “The future
will be greater than the most fantastic
story vou can cver write, You will
always underrate it.”

Federal Highway Act
(Continucd from page 13)
tangible pavolfs in saving lives and
preventing infuries, and we mean to
increase thelr effectiveness,
Bridge Inspection

The 1970 Act adds a new safety re-
sponsibility for the Federal-aid high-
way program. It requires an inven-
tory of all bridges on the Federal-aid

{Continued on pade 27)
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Dorothy Bover underwent surgery
March 23 in St. Francis hospital.

Our department enjoyed three birth-
day treats in February. Alice Burton

celebratedonFebruwary 3, Dou

Valentine’s Day
1R
Richard McKinney also treated us

with coffec aud cake in honor of his

*"I'{'Q’J oh ton. on

nm.-,.v Wit

and

A FTnbaaae

acw  grandson, Richard Allen, who
was born Fobruary 17. The Ll s
(D AL g ara L‘LI.L |‘ PSS Ly LA 5

parents arc his ddu“htu and son-in-
law, Mr. and Mrs. Mike Thorp, who
have another son, Michael Scott, Mike
is presently stationed in Long Beach,
California with the U. §. Nawvv.

Mrs. Leland (Peggy) Houchins is
convalescing after receiving a cracked
pelvis in a two-car accident February
13. Leland escaped injury,

Alice Burton's son, Stephen, under-
went minor surgery March 1

~_ Safety
__By Phyllis Flickinger

Qur sympathy is extended to the
Bill Krietemever family in the death
of Mrs. Krietemever's father, Grover
“Doc” Ault, who passed on Janmuary
31. Sympathy is also extended to John
Ortega, -Safety Consultant, whose fa-.
ther, Victorio M. Ortega, died Febru-
ary 21,

We are all happy to sec Alice Boden,
Steno II with Urban, back to woerk
after a battle with pneumonia.

Bruce Yates, Weighmaster I in
Garden City, retired the latter part of
March after 16 vears of services. Mr.
Yates headed the portable scale op-
eration in Division Six.

Safety Consultants Jim Cowarn. Bill
Law, John Ortega and Paul Tay lor,
presented a defensive driving course
for driver education instructors ot
Wichita, March 5-6 and 12-13 Tl
also presented two multi-media I"u-d
Cross courses the latter part of 1el-
ruary to the first and fourth divisivns.

Congratulations to Randy Lowis
Iilustrator and wife, Suc,

daughter, Jennifer Beth, was horn
january 16.

Dennis Newton,

aid Harold Pellegrina.
were in Houston to see Kamsas &

whase

i
U FHESEAS N

Tralie B

ATTINE DA

Tiia

‘band, Dick, visited hai

versity play basketball at the Aslro-
dome. Pellegring and wife also visited
son, Kent,

Gladys Johnson, Clerk T, and hus-
on,-HL, in March.
,‘,‘,’??ghmaﬁier, I,
recently joined the Olathe stafl.

Christina  Martinez, Permit Clerk,
Noewton, became Christina Flores af-
to Baul Flores on

R i
Bloomingt
gl ESDR B

ter hor marrlage
March 27,

Perl Fisher, Tony Basile, Bill Kriete-
meyer. Ken Gudenkauf and Phil Rog-
ors attended Missouri Valley Section
Traflic Iustitute i Wichita in March.

Phii Rogers, CE I, beeame an asso-
ciate urban traffic engineer in April.

Darren Lee was bom February 28
to Shirlev: Whiteside, CS 1T and hus-
bhand, urrel Shivley will return to
work in May,

Phyllis Flickinger, Clerk III,
signed April 1.
Phyllis.”

Hicrercurs reporter,

re-
Linda Lentz replaces

Secondary Roads
By Kcru Silver

" Ravnond Olson was'in Chicage for™
Jthe MMississippi_ Yalley  Conference_ funding.-available- to-begin—the ~re--

March 10-13, BRay was accompanied
at the group meeting for Secondary
Roads by county engineers, Virgil
Holdredoe and W R Sachse,
Charles Curpenter attended the an-
nual Begional AASIIO bridge com-
mittee meeting i Chicago in April.
Cindy Huinen attended the fourth
national Junior Volunteer conference
71 US na-
tonal counctl conference in Washing-
ton. ). C..
!wr l!ﬁ- IEH‘ T
the

wreath-Lving corcomy at the

in conjunction with the 19
in March, She was a mem-
I plaine committee for
Woishinoton, a

conference. o

Tomb

+f the Unknown Soldier in Arlington
Cemcten, was oo ligblicht. Ciudy
b sl forou week with her

Broether s Viseimo and toured Monti-
coedto and Appianatiox.

W welomme Glen ML Koonty as the
ot Seonndame Boods,

fw fred Ceorge

s B T - et P, :
{1 _ w1 souiet il i Lt ﬂ‘;('{;\l| ‘:1\4:;: NSRS
v : T . o

WOt Ao s fetiremest,

'm'()thor and”

Wilma Crablree is the new =

Camping Can Be Carelirec
(Continued from page 4)

placed in cottage cheese cartons or
other throw away containers,

These are three good meals requir-
ing very little water, limited on-site
covking time and even less time for
dishwashing.  The utensils can he
washed and scalded in a one-pound
coffee can of water., ({This we will
take up in a later issue.)

When you leave clean your camp-
site. You may want to 2o back again!

Region Five Meeting
(Continued from page 10)

the Federal Highway Administration
people from each stale, there will be
abaut 60 persons in attendance. The
meeting will be at the Downtown
Yoliday Inn.

Federal Hwhway Act

(Continued from nage 21

svstems over waters and other topo-
graphical barriers, and makes new

placement of the worst of them,
Bridges are to be classified according
to their serviceability, safety and es-
sentiality for public use, and then
assigned a priority for replacement,
To get this program underway, %230
million is authorized for the next two
vears. Federal funds can pav 75 per-
cent of the replacement costs.

There are many other details to the
1970 legislation. I have tried to re-
view the highlights and to show that
this Act, and the highway program,
arg In step with the times, and are
proceeding soundly to mect the long-
range necds of the Nation-—not only
its trunsportation necds, but the many
social and cconomic objectives which
our vital highway program serves,

The Federal-aid Hishway Act of
1970 15 a Lew worthy of & great publie
works program—a program that har

nesses the cooperative cfforts of 3

Levels of covernment for b
of all Americans.
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