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An Introductory Letter
From Luther Jones, Jr.

Dear friend,

As the Texas Turnpike Authority celebrates more than 40 years of service to the State of Texas, it is
appropriate that we commemorate our last four decades with a written history which chronicles the
Authority's many challenges and accomplishments.

Since 1953, the Texas Turnpike Authority has been commissioned to finance, build, operate and
maintain traffic facilities throughout our great state -without the use of tax dollars.

Not only has the Authority succeeded in building many roads which would have been economically
infeasible otherwise, it has given Texans some of the safest, most innovative and advanced traffic facil-
ities in the world.

As this history shows, achieving self-funded, state-of-the-art toll roads has not always been easy
Without the vision and commitment of hundreds of dedicated men and women over the past 40 years,
the history you are about to read would not have been a success story.

As a result, I hope the history which follows not only serves to honor the people who have contributed
so much to the Texas Trnpike Authority in the past, but also to inspire the future leaders whose job it
will be to continue the Authority's progress - and successes -- well into the next century.

Sincerely,

utherJ es,Jt
Chairman,
Texas Trnpike Authority
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C H A P T E R 0 N E

INTRODUCTION:

THE TOLLWAY COMES TO PLANO

"This might be the first time you've seen any of us work, so gather round," quipped

Collin County Judge Ron Harris before plunging his gold-painted shovel in the brown North

Texas dirt. Harris was just one of the many city, county, and state officials assembled at a con-

struction site in south Plano for a ground breaking ceremony on Friday, March 22, 1991.

Spring was in the air, but that wasn't the reason for the smiles and good cheer of those pre-

sent. These folks were celebrating the coming of the Dallas North Tollway.

The new 6.8-mile project would extend the tollway from Briargrove Lane in far

north Dallas to State Highway 121 near Frisco. When completed and opened to traffic in the

fall of 1994, the 21-mile tollway would link Dallas' central business district with the north

side of Plano in Collin County, one of the fastest growing urban regions in the nation.

The tollway ceremony was reminiscent of the early days of Texas, when townspeople

would turn out in droves to cheer the coming of a railroad through their community.

However, unlike the party that Dallasites had thrown for the Houston, Texas & Central

Railroad in 1872, there was no barbecued buffalo for the guests in Plano to feast on.

After the assembled officials put on their hard hats, they smiled for the cameras

and dipped their gold-painted shovels into the dirt.

They also had smiles and expressions of gratitude for Clive Runnells, Chairman of

the Texas Turnpike Authority. The Authority was the agency responsible for building and

operating the tollway, and the host of the ceremony.

"Plano, this is a momentous occasion for us," said Plano Mayor Florence Shapiro.

The Authority's most recent project wasn't just another much-needed road in a booming

urban area. It was a sign of progress-not just to accommodate current needs, but a major

move toward yet more expansion and growth.

"Convenient transportation is the key to development," said Runnells. "I know that

I can come here in a few years and see houses, schools and businesses." Runnells' confidence

was wellfounded. The Authority's projects have a record, of serving as a catalyst for growth.

Just ask the cities of Arlington and Grand Prairie, which were small rural towns between

Dallas and Fort Worth before the Authority's first project-the Dallas-Fort Worth'Thrnpike-

linked those two cities in 1957. Then came Great Southwest, Six Flags, and the Texas Rangers

baseball team-to name just a few major post-turnpike developments.

The Dallas North Tollway, the Authority's second project, opened in 1968. While the
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primary purpose of the original 9.8 mile tollway was to provide a badly needed thoroughfare

between downtown and the north central section of Dallas and the Park Cities, it also quickly

became a key factor in the growth and development of the area it served. Construction pho-

tographs of the tollway's northern terminus at the LBJ Freeway (I-635) show vast areas of

open fields and narrow country lanes-an area now occupied by the Galleria complex and

surrounded by dense development. A project called "Tollway Extension, Phase 1," completed

in 1987, extended the tollway to Briargrove Lane in far north Dallas, added more lanes and

other improvements to the existing tollway, and extended an approach roadway system all the

way to FM 544 in south Plano.

Predictably, the mere announcement that the Authority would begin construction

on Phase 2 in 1991 stimulated growth all along the route of the present and future tollway.

Among other developments, the tollway extension figured heavily in the decisions of JC

Penney and Electronic Data Systems to locate their world headquarters in the 2,500-acre

Legacy Project in northwest Plano in 1992, leading the number of employees there to jump

from 4,600 to 15,000.

A cynical and uninformed observer of the ground breaking ceremony might have

asked, "Why all this fuss over a toll road? Why not ask the state to build a freeway?" The

answer to that question is simple: The Texas Department of Transportation (TxDOT) simply

doesn't have the funds needed to build every road needed in the state. Additionally, construc-

tion of transportation facilities dependent on state and federal funds can be delayed or pro-

longed for many years longer than a fastgrowing city like Plano can afford to wait.

Circumstances like these are what led to the passage of The Trnpike Act of 1953.

This legislation created the Texas Trnpike Authority, which authorized the agency to plan

and build traffic facilities-including roads, bridges, and tunnels- where there is a need

and it is financially feasible, but public tax funds are not readily available. Historically, the

Authority has used no tax funds whatsoever. The construction of each project is funded from

the proceeds of revenue bonds sold for that purpose, and in no way pledges the faith or credit

of the State. The costs of maintaining and operating these facilities are paid entirely from toll

fares collected from motorists who prefer to use them. After the bonds are paid off, the facility

then becomes the property of TxDOT, a toll-free link in the transportation network of the state

of Texas.

A
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C H A P T E R

The people of Piano and Collin County had plenty of reasons to celebrate the toll-

way extension project. The Authority has a well-deserved reputation for building modem,

state-of-the-art traffic facilities that not only offer convenience, but a safety record unmatched

by similar "free". facilities. And because all the funds necessary for seeing the project through

to completion are obtained before construction begins-unlike state and/or federally-funded

projects-the Authority's projects get built fast.

How fast? The 30-mile Dallas-Fort Worth'Thrnpike was completed in less than two years.

The original 9-mile Dallas North Tollway-built through more densely developed urban

area-took a little longer-27 months. The Authority's third project, Mountain Creek Lake

Bridge in southwestern Dallas County, was completed in just two years. The Authority's fourth

project, the Houston Ship Channel Bridge, took four years-quite a feat in view of the fact

that it was built without ever impeding the flow of traffic through the channel.

Addressing the Phase 2 ground-breaking ceremony, State Rep. David Cain had high

praise for the Authority. "Because of the Turnpike Authority's track record so far," Cain said,

"this one will come in under-budget and under-schedule. And I don't know of many [state]

agencies that can say that."

Like all the Authority's projects, Phase 2 was a response to the needs of the community.

"You cannot build a turnpike because you want to build it," said Charles"Purnell, long-time

legal counsel for the Authority. "Somebody has to need it and want it. In effect, as Howard

Reily (Engineer-Manager, 1968-1986) has always put it, 'The'Trnpike Authority is the cart,

not the horse.' You have to be backed by and pushed by the people who are responsible in that

area."

In the case of the tollway extension project, the Authority had been "backed by and

pushed by" various city and county groups and civic organizations. Representatives of these

groups formally requested that the Authority study the feasibility of extending the tollway into

Collin County. The governments of Collin County, Dallas County, and the City of Plano also

contributed funds to launch the groundwork for the project, monies that the Authority

refunded with interest after selling the bonds that would fund its construction.

"Serving in government at the grassroots level, things don't always work the way they're

supposed to," said Dallas City Councilman Jerry Bartos. "This project, however, is an example

of a multiplicity of interests working together with a minimal cost to the public."
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"In the not too distant future," said Bartos, "there will be hundreds of thousands of peo-

ple who will benefit from this project. I would just like to say a God's blessing on this project

for a safe completion."

And so, with blessings, gratitude and best wishes in hand, the Texas Trnpike Authority

officially began construction of Tollway Extension, Phase 2, Friday, March 22, 1991.

For the Authority, it was just the beginning of what would prove to be an unusually

eventful year. In many respects, 1991 would prove to be a landmark year for the Texas

Trnpike Authority. The Authority's board of directors would be literally flooded with propos-

als for toll facilities from all over the state. New legislation-both state and federal-held

the potential for giving the Authority far greater flexibility in developing new projects than it

had ever had in its 38-year history.

The Authority would also face numerous challenges over the course of 1991. Some of the

questions faced by the Authority would focus attention on the original legislation that created

the agency in 1953-legislation that placed strict curbs on the scope and methods of its oper-

ations. Clearly, the transportation needs of the state had changed a great deal since 1953. The

new legislation introduced in the state Legislature in 1991 promised to have far-reaching

effects on the Authority's ability to respond to those needs.

One of the driving forces behind this legislation was a study by a special governmental

body known as the Sunset Advisory Commission. This commission is charged with conduct-

ing in-depth performance reviews of all Texas state agencies. The main purposes of such

reviews are to determine whether the functions of an agency continue to be needed and to

evaluate the agency's performance of these functions. The commission then makes recom-

mendations to the Legislature as to whether or not the agency be continued and, if continued,

its functions altered or modified by new legislation. The commission is also authorized to

study the practicality of merging that agency with another state agency.

The Sunset Commission previously had performed an in-depth evaluation of the

Authority back in 1977, and recommended that it be continued. After conducting their evalu-

ation of the Authority's performance in 1990, they again recommended to the 1991

Legislature that not only did the Authority's functions "to plan, finance, build and operate

state toll roads continue to be needed," but that the Authority should be re-authorized and

continued as a separate agency.
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C H A P T E R

Given the track record of the Texas Turnpike Authority, the recommendations of the

Sunset Commission shouldn't have come as a surprise. But to understand how the need for

the Texas Turnpike Authority arose in the first place, it's helpful to reflect on Texas history all

the way back to its earliest days. Looking back on those times, it's important to recall the

statement Clive Runnells made on March 22, 1991:

Convenient transportation is the key to development.

That statement was just as true in the hard tack and leather days as it is in the 1990s.
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An aerial view looking southbound on the Dallas North Tollway shows the cloverleaf interchange with the LBJ Freeway as it appeared

in 1968. This once sparsely populated intersection of the Tollway is today surrounded by businesses, schools, residences and

industrial development.
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GOING PLACES IN EARLY TEXAS

Texas pioneers knew it took a roll-up-your-sleeves, can-do attitude to get the job done.

The folks who pitched in to bring the Dallas North Tolway to Collin County were merely con-

tinuing this fine tradition. The establishment of safe and efficient transportation of people

and goods has always been one of the driving forces behind civilization and progress-from

Lewis and Clark to Southwest Airlines, from the Chisholm Trail to high speed rail.

It may come as a surprise to some, but toll facilities have always been a part of that pic-

ture. They've existed in Texas as far back as there were roads that had to be built, rivers that

had to be crossed. They're as much a part of Texas history as oil, railroads, and trail drives.

Even cowboys driving herds of Texas longhorns up the Chisholm Trail after the spring rains

found it preferable to cross the Brazos River on Waco's new toll bridge rather than risk having

their cattle drown while swimming across.

Another common type of toll facility, of course, was the ferry. Nicholas Trammel, who

lent his name to one of Texas' earliest roads, Trammel's Trace, operated a ferry on the Trinity

River crossing of the Old San Antonio Road in the 1820s. This enterprise must have been

viewed by some as a step up from Trammel's previous vocation-smuggling stolen horses

from Arkansas via the trail that bore his name.

Even John Neely Bryan, who founded Dallas on the Three Forks of the Trinity in 1841,

operated a ferry made of cottonwood logs lashed together. Bryan also hoped that, with a little

dredging, the Trinity would become navigable and Dallaswould become a major shipping

point for steamboats freighting up from the Gulf of Mexico. These dreams were never real-

ized.

Bryan eventually sold the town site to Alex Cockrell for $7,000. One of Cockrell's first

civic improvements was the construction of a toll bridge in place of Bryan's ferry. The opera-

tion was located just about where the lobby of the Hyatt-Regency sits today.

Yet another river crossing, Lynch's Ferry on the San Jacinto River, has its name forever

linked with Texas history because of its proximity to the battlefield where Sam Houston

defeated Santa Anna, securing Texas' independence from Mexico in 1836. Further down-

stream, early Houstonians staked the future of their town on the Buffalo Bayou, which, after

much dredging, would enable Houston to become a major port.

After the Civil War, railroads revolutionized transportation in Texas. But long before

they began to decline in importance (in direct. proportion to the popularity of the automo-

bile), one thing was obvious-they had retarded the development of roads.

A0.
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Roads had been a dogged problem in Texas long before the age of the automobile

began. The vastness of the state was only the most obvious problem. The biggest obstacles

were the lack of funding and the absence of an infrastructure to coordinate planning, financ-

ing and construction.

The Congress of the Republic of Texas in 1841 attempted to address the problem by

chartering privately owned turnpike companies. The first chartered was the Houston and

Austin Thrnpike Company. Tolls were allowed on the condition that the toll gates be at least

40 miles apart. Nothing much came of these projects.

Those who today complain about gasoline taxes and the paying of tolls might take heart

that a law passed by the Texas Legislature in 1879 is no longer in effect. The law authorized

counties to draft the services of all males between the ages of 18 and 45 to work on public

roads up to ten days a year. Each man could either work, hire a substitute, or buy an exemp-

tion for a dollar a day.

In 1899, the arrival of the first automobile in Dallas caused a sensation in that city. By

1907, there were enough horseless carriages on Texas roads to prompt the Legislature to pass

a law requiring that all automobiles be registered in the county where the owner resided. The

same law also enacted a top speed limit of 18 miles per hour, and required automobile drivers

to stop whenever they encountered a horse drawn conveyance on the road.

Things progressed rather rapidly during the next few years, andra good thing, too-

Henry Ford had just invented the Model T and, just as important, the assembly line. New laws

authorized counties and road districts to vote bonds for highway construction. By 1912, about

one fourth of the state's 130,000 miles of roads had been graded-commonly, by way of

horse or mule-drawn logs-and 5,000 miles had some sort of surface-not necessarily pave-

ment-on them.

Yet another turnpike law was passed in 1913, which allowed the creation of private

turnpike companies. Many were formed, but they never built any turnpikes. These companies

had the authority to condemn and buy land for right-of-way, but the land they bought was

still subject to taxation. No bonds could be sold unless the tax burden could be determined.

Road-building in Texas received a major shot in the arm in 1916 when the federal gov-

ernment began appropriating funds to states. But for some years to come, planning, financ-

ing, and construction remained largely in local hands, and many thinly populated counties

were unable to make any improvements on their roads. This resulted in huge gaps in the
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public road system. Such was the case when farmers in one Grayson County community

decided to stop maintaining roads "for road hogs and speed cranks." In 1923, Governor Pat

Neff declared that in the whole state one would be lucky to find a hundred miles of continu-

ous good roads.

The Texas Highway Department was created by the State Legislature on April 4, 1917-

the same day the U.S. Congress declared war on Germany during World War I. Administration

of the department would be the job of the State Highway Commission, whose three members

are appointed by the governor, and a state highway engineer. The legislation directed the

department to cooperate with the federal government in utilizing funds for road improve-

ment, provided for the registration of all motor vehicles and the collection of registration fees,

and authorized the use of convicts in road construction.

Many obstacles still remained. In 1924 the Highway Department officially assumed the

responsibility of planning, building and maintaining a state highway system. This move

relieved county governments of the expense of improving state roads. But legislation to enact

a one-cent-per-gallon gasoline tax ran into such fierce opposition that it was dropped.

Moreover, the responsibility of furnishing right-of-ways still lay with county governments.

This situation would continue to cause frustration and hardship in the years ahead.

Real progress began in 1927, the year that Dan Moody was elected governor. During

Moody's administration, the Highway Department and Commission were reorganized and

given broader powers.

Coincidentally, 1927 was also the year that a young engineer by the name of Dewitt C.

Greer joined the Highway Department as assistant resident engineer. Greer became state high-.

way engineer in 1940, a position he held until his retirement in 1967. From 1969 to 1981, he'

served on the Highway Commission (and concurrently, as an ex-officio member of the board

of directors of the Texas'Thrnpike Authority).

Greer's unsurpassed record of achievement with the Highway Department has led him

to be remembered as "the king of the highway builders." More than anyone else, Greer

deserves the credit for "getting Texans out of the mud." The size and scope of this task, how-

ever, seemed overwhelming in the 1940s. Of an estimated 196,000 miles of roads and streets

in Texas, only 26,000 miles had been paved as of 1944. It's also worth noting that this was

less than ten years before the TexasTrnpike Authority was created.

A.
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Like many other aspects of life on the home front, road-building in Texas took a back

seat to the war effort. Additionally, hundreds of miles of roads and bridges took a beating from

the heavy military traffic to which they were subjected.

With the end of the war came a period of sustained expansion and growth. Good roads

were needed more than ever.'Twvo key pieces of legislation made it possible for Texas to launch

the biggest road-building program in the country: the Federal Aid Highway Act of 1944, which

provided for $1.7 billion dollars in federal funds, of which Texas' allotment would total

$30,000,000 annually for'the first three years after the war; and the "Good Roads

Amendment" to the state constitution, which guaranteed that revenue from motor fuel taxes,

drivers license fees, and auto registration would be allocated for road purposes, instead of

being diverted to other programs.

By mid-1946, the Texas Highway Department had put more construction under contract

than any state in the Union, an amount that was one-fourth of all the work in progress in the

United States.

Residents of rural communities, where county coffers had historically been hard-pressed

to build and maintain roads, especially benefited from the post-war programs. Urban resi-

dents, however, found their transportation needs compounded by the post-war boom.

Prosperity meant more people than ever could afford to buy cars. More cars meant more traf-

fic-a great deal more than anyone had predicted, and more than the Highway Department

could possibly accommodate.

It was during this period that a new term entered America's vocabulary: the express-

way-a multi-lane thoroughfare designed for large volumes of traffic, without traffic lights.

Dallas got one (Central Expressway) in 1949, although it was obsolete from the day it was

built, being designed according to pre-war traffic estimates.

Until the passage of the Interstate Highway Act in 1956, travel between major popula-

tion centers-like Dallas and Fort Worth-would continue to be inefficient at best. "We

needed expressways very badly," said Charles Purnell, who was a partner in the law firm of

Locke, Locke and Purnell in 1953. "In 1953 there still were people who absolutely had to have

roads but there was no money. Particularly, the road between Dallas and Fort Worth was the

busiest in the state, and it was just a two-lane highway between Grand Prairie and Arlington."

There were also 55 traffic lights between Dallas and Fort Worth.
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The cost of building an expressway between Dallas and Fort Worth-$58 million-was

nearly twice the amount of annual federal funds allotted for the entire state of Texas under

the Federal Aid Highway Act of 1944. No one disputed the fact that the road was needed. The

state just didn't have the money to build it.



In 1956, President Dwight 1). [isenhower signed a bill creating the interstate highway system. This legislation prompted nearly 30
years of highway construction activity.
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CREATING THE AUTHORITY

To some people, the answer to Dallas and Fort Worth's problems was obvious: Build a

turnpike. Other states, including Pennsylvania, Maine, New Jersey, Oklahoma, New York, and

Ohio had already created turnpike authorities or commissions. During the first ten years after

World War II, over 2,000 miles of new turnpikes were placed under construction.

Texans hadn't exactly jumped on the turnpike bandwagon, but two private turnpike

companies were far along enough in their plans to merit attention. One of these companies

intended to build a turnpike between Dallas and San Antonio, the other planned to build one

from the Dallas-Fort Worth area to Houston. A more elaborate configuration of the latter pro-

ject called for an extension between Dallas-Fort Worth and the Texas-Oklahoma border near

Gainesville, and an extension from Houston to Corpus Christi. These ambitious plans didn't

set well with all Texans, however, including some in high places. "These were private turn-

pikes," said Charles Purnell, "and that ran afoul of Dewitt Greer." The city of Dallas didn't

exactly roll out the red carpet for the turnpike companies, either. According to Purnell,

The private toll roads were sued by the city of Dallas. They bought a little piece of

land, and the city taxed it. The city attorney was very much opposed to the concept of

private roads, so the city taxed this little piece of land and eventually the supreme court

held that the property was taxable. This in effect put a stop to the private toll roads,

because they could not sell revenue bonds where the tax burden was unknown.

Texans were, however, much more amenable to allowing a state agency to use private

funds to plan, finance, build and operate turnpikes and other toll facilities. A bill called the

Thrnpike Act of 1953 was introduced in the 53rd Legislature. But the fact that Texans were

willing to consider building turnpikes didn't mean they were willing to have them financed

and run the same way that other states were doing it.

At the time the legislation was written, there was a great deal of concern that such an

agency not be in competition with the Texas Highway Department, or that toll roads take the

place of "free" roads. No state funds were to be appropriated. The Authority would have the

power to issue bonds to finance its projects, but the bonds would not be backed by the state.

Each project had to be a "stand alone" project; that is, the revenue from one project was not

to be used to defray the costs of another. Finally, the bill also provided that, once the toll facil-
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ities were paid off, they would be turned over to the Highway Department, and would become

toll-free.

The full implications of many of these provisions wouldn't become apparent for many

years. The rationale behind them was that Texans were generally opposed to toll roads, but an

exception would be made in the case of the Dallas-Fort Worth project. The legislation, there-

fore, carefully restricted its operations and also included detailed provisions outlining its rela-

tionship with the Highway Department. For example, the legislation specified that "no com-

pensation for employees of the Authority shall exceed the salary schedule of the State Highway

Department for comparable positions and services."

The Authority would be governed by a nine-member board of directors, appointed by the

governor and confirmed by the Senate. The three members of the Highway Commission

would serve as ex-officio members. The directors would serve staggered six-year terms, and

would receive no compensation for their services on the board.

The Thrnpike Act was closely scrutinized by Dewitt Greer. "Dewitt really didn't believe in

toll roads in any form or fashion," said Reagan Houston (who served on the Highway

Commission with Greer in the 1970s). According to Charles Purnell,

Dewitt Greer never really favored the toll roads but he did-I guess you'd say 'per-
mit the bill to be passed" because he simply had no answer for Dallas and Fort Worth.

But he did see to it that J. C. Dingwall, who was his first assistant, was appointed as the

first engineer manager. J. C. Dingwall was a very fine engineer, and after returning to

the Highway Department, became state highway engineer. He succeeded Greer, who

became, by appointment, chairman of the Highway Commission.

The Trnpike Act of 1953 was passed by the Legislature and signed into law by Governor

Allan Shivers on June 9, 1953, and went into effect on August 26, 1953. The first six directors

appointed to the board appointed by Shivers were R.L. Tayloe, W.R. Boyd, Jr., Armistead D.

Rust, Bert Fields, A.H. Rowan, and P.R. Rutherford. Members of the Highway Commission,
who served ex-officio, were Robert J. Potts, E.H. Thornton (chairman of the commission), and

Marshall Formby. The board held their first meeting on September 25, 1953. At this first his-

toric meeting, the directors elected San Angelo rancher Armistead D. Rust as chairman and
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adopted a general plan of procedure.

A year's worth of studies and planning would be necessary before construction of the

Dallas-Fort Worth Thrnpike could begin. The only funds the Authority had at its disposal

came from a small advance from the Highway Department, which would be repaid as soon as

the bonds were sold. Until then, many of the experts the Authority contracted to lay the

groundwork for the project would work without pay.

A prospective route would have to be mapped out, costs estimated, financing plans stud-

ied, and many, many other tasks completed. But the most important and complex job was to

determine the feasibility of the project itself.

According to the provisions of the Thrnpike Act, for a toll project to be feasible, it had to

generate sufficient toll revenue to pay for itself-including not only the costs of construction,

but principal and interest on the bonds, maintenance, administration, operation and even the

feasibility studies themselves. The firm of Coverdale and Colpitts was contracted to perform a

preliminary traffic and revenue study. Howard Needles Tammen and Bergendoff (HNTB), an

engineering firm based in Kansas City, was contracted to perform a preliminary cost estimate.

The purpose of these preliminary studies was to determine whether there was enough justifi-

cation to have a final feasibility report and final comprehensive engineering report made in

more detail for the support of a revenue bond issue.

Along with these initial studies, the board took a tentative glance into the future by

ordering a preliminary feasibility study of other potential turnpike routes in the state. By the

end of May 1954, the board had all three reports in hand. The report on other potential turn-

pike routes indicated that none of them warranted further study at that time. The preliminary

reports on the Dallas-Fort Worth project, however, concluded that it did indicate financial fea-

sibility.

Final reports were immediately ordered. Over the summer the project gathered steam

and the Authority began to take on a shape of its own. Offices were rented and consultants

and staff personnel hired. J.C. Dingwall was hired as Engineer-Manager. Dingwall, who was

known as "Ding" to his friends, was a 26-year veteran of the Highway Department. Dingwall

had directed the construction of the Gulf Freeway in Houston, the first major freeway in

Texas. "He was a ball of fire," said Howard Reily, who worked under Dingwall as senior field

engineer (and served as Engineer-Manager 1969-1986) on the Dallas-Fort Worth Thrnpike.

"He was a man who could make a decision. And he interjected that spirit in those who worked
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for him."

The law firm of Locke, Locke and Purnell was retained as general counsel. Attorney

Charles Purnell would have his hands full breaking new legal ground long before the first

foot of roadway was graded. HNTB, whose engineers were already engaged in completing the

final feasibility report, was hired as general consulting engineers for the project. TheKansas

City-based firm had a reputation as seasoned pros in the field of designing and operating

turnpikes, and was one of the leaders in the field of bridge design as well. HNTB Partner, Ted

Cambern, was in charge of the project.

In December 1954, the consulting engineers furnished the board with the report of their

comprehensive study on the costs of construction, right'of-way, maintenance and operation

of the Dallas-Fort Worth Thrnpike. The aforementioned costs would total $52 million. With

the total interest, financing expense, and reserves added in, a total bond issue of $58,500,000

would be required.

The bonds were sold in June 1955 by competitive bidding at a net interest cost of

2.92805%. This was the lowest cost received by any turnpike authority to date in the initial

financing of a new turnpike financed by bonds secured solely by toll revenues. Additionally,

the $58,500,000 bond issue was the largest of its kind that had ever been issued in Texas.

Toll rates were fixed at fifty cents for passenger cars and two-axle, single-tire trucks; sev-

enty-five cents for two-axle, dual tire trucks and three axle, single unit trucks; and $1.25 for

tractor-trailer combination trucks.

A project office had been opened at the beginning of 1955. This field office, located on

the turnpike route in Grand Prairie, roughly midway between Dallas and Fort Worth, served

as the headquarters of project engineer J.H. "Jack" Davis and a small staff. The consulting

engineers, and Purnell and his legal staff, moved in next door. Since the majority of the con-

struction work would be done by contractors, the size of the Authority's staff would remain

astonishingly small for an agency responsible for such large projects. Harry Kabler, who was

hired as chief accountant on June 16th, 1955, brought the total to six. At the end of 1955,

when construction was underway, the total number was 15. When Kabler retired in June 1994

as Secretary-Treasurer, the total number of employees was 215, a figure that included 138 toll

collectors, two projects currently in operation, one project under construction, one project in

the final stages of feasibility studies, and numerous proposals under study.
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To expedite construction, the engineering work on the turnpike was divided into six sec-

tions, with individual engineers contracted to handle each section. The final designs for the

turnpike called for six lanes-three in each direction-separated by a median strip of forty

feet in rural areas and somewhat less in urban areas, a ten-foot shoulder on the outside road-

way and a four-foot shoulder on the inside. The entire project, from the design of its bridges,
median, grades, and curves (a two-degree maximum) to the quality of road surface, was

designed "to afford safe sustained speed of seventy miles per hour... as well as for the ease and

comfort of the motorist." A turnpike restaurant midway between Dallas and Fort Worth and

two service stations would provide additional convenience for the motorist-as well as rev-

enue for the project.

The route of the turnpike, as had been specified in general terms in the Thrnpike Act,
would lay south of the West Fork of the Trinity, north of US. Highway 80 and south of State

Highway 183. The final designs for the turnpike would call for some 57 bridges and grade

separations, including a major bridge over the Trinity River in Dallas. The river whose corri-

dor the turnpike shared took its time winding between the two cities, but the turnpike route

was a near-straight shot between east and west. A model of the turnpike was taken on a public

tour to publicize the project, equipped with blinking red lights on the surface streets motorists

currently were using. The message was clear: the turnpike would save motorists the frustra-

tion of congestion, dozens of traffic lights, and almost two hours driving time.

Even before the turnpike was completed, however, it would become apparent that there

was another way of looking at the project. The turnpike would bring Dallas and Fort Worth

closer together.

w5
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Construction scene of Dallas-Fort Worth Turnpike in Dallas in late 1955, showing the first columns for Turnpike bridge over the
Trinity River.
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BUILDING THE DALLAS-FORT WORTH

TURNPIKE

It's no secret that relations between Dallas and Fort Worth have sometimes been less

than cordial. Rivalry between the two cities dates as far back as the mid-1800s, when immi-

grant trains sometimes bypassed Dallas en route to Fort Worth. Dallas promoters attempting

to staunch this flow would accost the westbound settlers, warning them that continuing in the

direction of Fort Worth might lead to forfeiture of their scalps. Fort Worth boosters retaliated

by sending out horsemen to meet the trains out east of Dallas and take them on a detour that

bypassed the Dallas alarmists altogether.

Vernon Smith, mayor pro-tem of Dallas, and Dr. Jack Garrison, mayor of Fort Worth,

met at the Dallas-Tarrant County line on October 5, 1955, to celebrate a project that would

not only facilitate safer, more convenient travel between Fort Worth and Dallas, but open new

avenues for cooperation in the future. The occasion was, of course, the ground breaking cere-

mony for the Dallas-Fort Worth Turnpike, held at the Watson School Road Crossing.

Representatives from the cities of Grand Prairie and Arlington, which were located along the

route of the turnpike, were also present.

The venerable State Senator George Parkhurst and Chairman Armistead Rust were

among the many dignitaries and officials who addressed the ceremony from a podium fes-

tooned with red, white, and blue banners atop a flat bed truck. Reportage of the ground

breaking event in the Authority's annual report for 1955 was understandably upbeat, if lacon-

ic: "A large crowd was in attendance and a very healthy interest in all phases of the project

was evidenced by the comments made on this occasion."

The Authority was able to officially commence construction on the project because the

first construction contracts had been awarded and the first ten miles of right-of-way between

Dallas and Fort Worth had been acquired. The second development turned out to be quite an

accomplishment. Between the east and west terminuses of the turnpike lay approximately 550

parcels of land that the Authority would have to either purchase or secure rights of use for the

turnpike's 300-foot wide right of way. The sheer number of parcels, however, wasn't the prob-

lem. The problem was a question of legal authority.

Historically, county and city governments had been responsible for the acquisition of

right of way for public roads. Even the Highway Department had no right of imminent

domain. According to Charles Purnell:

The main problem with the Turnpike Authority was whether a state agency could
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condemn land within the city limits of a home ruled city like Dallas or Fort Worth. As a

result, it was impossible to sell bonds for the Dallas-Fort Worth Turnpike until that issue

was resolved. The attorney general originally turned down the bond issue on that

ground, and we immediately went to the Supreme Court as the law provided. On May

11, 1955, the Supreme Court ruled that yes the legislature could give the Turnpike

Authority the right to condemn land anywhere including within the cities.

The Supreme Court ruling not only cleared a major hurdle for the Authority, but led to

landmark legislation that obliterated one of the major obstacles to the planning and con-

struction of public roads since the creation of the Highway Department in 1917. When the

Texas Good Roads Association in 1957 sponsored the bill that gave the Highway Department.

the authority to acquire right of way, they called on Purnell to write the legislation.

Once the legal question was resolved and bonds had been issued, progress on the acqui-

sition of right of way was swift. Within six months, 81% of the required parcels had been

acquired. Although the process was speedy, it wasn't roughshod. Local real estate boards in

Dallas and Fort Worth were retained to ensure that every property owner was offered a fair

price. Relatively few cases required condemnation proceedings.

Still, a few unique cases arose. One parcel of land belonged to the famed Three-D

Ranch, founded by W.T. Waggoner, an old-time cattle baron, oil tycoon, and one of the richest

men and largest land-holders in the Southwest. Negotiations with the Waggoner estate

seemed destined for the courts until a novel arrangement was worked out. The Authority

agreed to build two ten-foot square concrete underground passages underneath the turnpike

so that Waggoner's cattle could get from one side of the road to the other.

Ironically, another parcel belonged to a company that dealt in a product that the turn-

pike was-using in great quantities: the Lone Star Cement Company. The turnpike's right of

way cut right through the cement plant's limestone quarry. Negotiations drug on for months.

According to Charles Purnell, who worked out the final complex deal for the Authority, "One

of the things that was unusual was we excavated a great deal of limestone from the right of

way and piled it up for them instead of hauling it away so they could use it in their plant.

Whenever we had their kind of limestone we moved it to their pile."

Homes, businesses and cow paths along the turnpike right-of-way weren't the only

things that had to be moved. There was also the job of relocating utilities-electrical power
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lines, water lines, sewer lines, and telephone lines. For this job, project engineer Jack Davis

called upon an expert in the field, Howard Reily, and offered him the job. Davis and Reily had

worked together at the Highway Department. Reily took the job, in part because of the chal-

lenges it presented. Although a great deal of the turnpike route was through rural or sparsely-

developed areas, "The eastern terminus came in right almost into downtown Dallas," said

Reily, "and in Fort Worth it came right to the edge. So there were quite a number of problems,

complicated relocations, especially some of the sewer mains on the western side of Fort

Worth."

In this field, too, the turnpike project broke new ground. "Under our act we were

required to pay for these relocations," explained Reily. "That was something kind of new. The

Highway Department generally didn't do that." The arrangement came as such a surprise to

the utilities that Reily had trouble convincing them that it was genuine. Once the utilities

were convinced, however, "they were very happy," said Reily. "It was sort of a pioneering

thing. After we did it, it became routine."

The turnpike was scheduled for completion on July 1, 1957, just 21 months after the first

construction contract had been awarded. Work progressed throughout the first year despite

the many unusual circumstances encountered and precedents that had to be set. But there

were some deterrents to progress that even the Authority's brilliant lawyers and engineers were

powerless to overcome.

The first of these obstructions was a nationwide steel strike in 1956. The 34-day strike

caused an effective two and a half month delay in the delivery of structural steel for the turn-,

pike's bridges. After the steel was delivered, the Authority's contractors made up for lost time,

with the result that construction was almost back on schedule by the spring of the following

year. And that's when the tornado hit. "The sky got green and dark," said Howard Reily, who

was then working out of the Authority's field office in Grand Prairie. "Then this tornado came

out of the southwest and it crossed the turnpike between Sylvan and Fort Worth Avenue."

Chief accountant Harry Kabler made it his job to convince the other employees in the

field office to crawl under their sturdy steel desks until the tornado passed over. But many

worried the flimsy office building would collapse and they'd be buried alive. "I said so what,

let the building collapse," said Kabler. "They'll dig you out. It's not gonna crush that steel

desk. You'll be under the desk, they'll dig you out, and you'll be alive. If you don't get under

that desk, you're not going to be alive."

18
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The tornado, although devastating to Dallas, actually did little damage to the turnpike.

But in the wake of the violent storm followed three months of torrential rains-the wettest

spring in the area's history. "The project really suffered," said Reily. "We'd had about seven

years drought and then all of a sudden it started raining and it filled up all the lakes; all of

them were dry and it just wouldn't quit. You can't build roads in floods."

After the rains let up, a local strike cost the project an additional week's delay. Despite

all these calamities, the turnpike was completed and opened to traffic on August 27, 1957,

just 23 months after construction had begun.

The turnpike was formally dedicated on September 5, 1957 in ceremonies held at the

turnpike's South Service Center. Governor Price Daniel, former governor Allan Shivers (who

had signed the Turnpike Act), Mayor Thomas A. McCann of Fort Worth, and Mayor R. L.

Thornton of Dallas were just a few of the notable guests. Governor Daniel unveiled a large

bronze plaque featuring the logo that would appear on all the turnpike's trailblazer signs and

promotional materials. In his address, Daniel reminded those in attendance that the greatest

value of the turnpike was not the convenience it would afford motorists in the area, but its

safety features and the lives it would save.

With characteristic understatement, the Authority's annual report for 1957 reported

that the featured speakers' "comments reflected the enthusiasm with which the Thrnpike was

looked upon by all concerned." The full import of the occasion would not be felt for some

time to come, but when the ceremonial ribbon across the Dallas-Fort Worth Trnpike was cut

in two, it signaled the beginning of a new era.

F 0 U R



C H A P T E R

MORE THAN JUST A SUPERHIGHWAY

On the morning of November 8, 1957, E.W. Locker of Fort Worth was one of the more

than 10,000 motorists who had used the Dallas-Fort Worth Thrnpike everyday since it was

opened to traffic. The turnpike was the only practical route to his job at the General Motors

plant in Arlington. Soon after Locker steered his '55 Ford sedan onto the turnpike, he noticed

a Highway Patrol car in his rear view mirror. "I thought I was fixing to get a ticket," said

Locker, growing more worried as the patrol car followed him all the way to the gate. "I

thought, boy I must be in trouble."

"The'Trnpike Authorities called out at work and told them I was going to be late," said

Locker. "Then they took me all the way to Dallas." There Locker was introduced to Engineer-

Manager J.C. Dingwall and chamber of commerce representatives from Dallas and Fort

Worth, who presented him with a framed certificate congratulating him on being the mil-

lionth patron of the Dallas-Fort Worth Thrnpike. They also gave him a Stetson hat and a

fancy western shirt and tie. "It was quite an experience for me," said Locker, who still lives in

Fort Worth and still recalls the incident fondly.

Locker isn't the only person with fond memories of the turnpike. Over the course of its

20 years of operation, this 30-mile strip of asphalt and concrete earned both the respect and

affection of millions of people. Opened for business a month and a day before the Russians

launched Sputnik, the Dallas-Fort Worth Thrnpike was the kind of technological achievement

that inspired feelings of pride, loyalty, and good cheer. Newspapers, radio and television-

then a relatively new medium-constantly featured the turnpike in headline stories, editori-

als, and human interest stories. And over the course of the history of the Dallas-Fort Worth

Turnpike, few public figures garnered more publicity-or, for that matter, held such a distin-

guished record of public service.

The operational success of the Dallas=Fort WorthTrnpike is a matter of record. During

1958, its first full year of operation, 121,904,664 revenue miles were recorded, with toll rev-

enue of $2,178,779.15. By 1977, traffic on the turnpike had tripled, and revenue had

increased nearly four-fold. Two chief factors facilitated the financial success of the turnpike:

the patronage of motorists who were willing to pay a toll to use it, and the expert manner in

which the project was managed. The end result was that the bond debt was retired seventeen

years ahead of schedule. On December 31, 1977, when the Dallas-Fort Worth Thrnpike was

declared toll-free and was turned over to the Highway Department (which in 1975 became the

State Department of Highways and Public Transportation), the citizens of the state of Texas
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received a well-constructed, carefully maintained superhighway for which not one penny of

their tax money had been expended.

And compared to the financial success of its contemporaries, there was no comparison.

A review of toll road and turnpike projects in the U.S. conducted in 1977* ranked the Dallas-

Fort Worth Trnpike first out of nine projects. With its bonds scheduled to mature in 1995,

91% had been retired by December 31,1976. Its closest rival, the Ohio Trnpike Commission,

with bonds scheduled to mature in 1992, had 77% retired by December 31, 1976. Of three

other projects scheduled for retirement in 1994, the percentage retired by December 31, 1976

ranged between 45% and 52%. (*figures from Merrill Lynch Toll Road and Trnpike Review,

cited in TTA Report to Sunset Commission 1977)

It's relatively easy to understand the financial side of the story. The important thing,

however, is the impact the turnpike had on the lives of the people of the Dallas-Fort Worth

area, and the state of Texas as well. The turnpike was much more than a revenue bond pro-

ject, much more than just a way to get from one point to another.

Part of the reason for the turnpike's popularity was practicality-it was the shortest

route between Dallas and Fort Worth. The ride was smooth, straight, and safe. In 1958, its first

full year of operation, only one traffic fatality occurred on the turnpike. During 1977, its final

year of operation, only two traffic fatalities occurred out of a total of 396,259,501 revenue

miles-a figure that translates to .5 deaths per 100 million miles. The average for all toll

roads in the U.S. that year was 1.3 deaths per 100 million miles, and 3.3 deaths per 100 mil-

lion miles for all public roads in the country. The bottom line is that throughout the history

of its operation, the Dallas-Fort Worth Trnpike continued to be one of the safest roads in the

nation.

The turnpike was also well-policed. It seems doubtful that turnpike patrons ever had

occasion to utter the common complaint of drivers in distress, "There's never a cop around

when you need one." Policing the turnpike was the job of a special detail of the State

Highway Patrol. These officers completed a special training. course to prepare them for turn-

pike duty. Since it was mandated that the turnpike use no state funds whatsoever, the total

cost of this special detail was underwritten by the Authority. The patrol officers didn't just

write tickets, though. Far more frequently, the officers responded to motorists who needed

assistance. These efforts ranged from helping change tires to pulling over a motorist to let

him know that his wife called the Authority and asked that a patrolman tell her husband he'd
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left home without-his briefcase.,

"One of the things I think is important is the feeling people had for that turnpike," says

Jerry Shelton, director of administration for the Texas Thrnpike Authority. "Anytime I meet

people who find out that I work for the Thrnpike Authority, they often turn nostalgic about the

Dallas-Fort Worth Thrnpike. People tell me that one of their big dates in those days was to go

out to the restaurant we had out there. They'd say, get a date, take the turnpike to the HoJo,

have dinner, and that was a big date."

Fort Worth saxophone superstar Johnny Reno concurs: "Man, the turnpike was cool in

those days."

The Authority made a concerted effort to let its patrons know their patronage was appre-

ciated. On August 27, 1962, the Authority handed out invitations to a free steak dinner to dri-

vers who entered the two terminal toll plazas at precisely 6:00 a.m., the exact time that the

turnpike had been officially opened to traffic five years earlier. The steak dinners were of

course served at the Howard Johnson Restaurant on the turnpike. And throughout the day,

patrons were given invitation slips for free birthday cake and coffee at the turnpike restaurant.

Some 5,300 motorists took the Authority up on their offer, consuming 690 pounds of birthday

cake (shaped like a scale model replica of the turnpike) and 140 gallons of coffee.

A poster in the restaurant lobby recited some interesting facts: "During the first five

years 38,069,469 vehicle trips were made on the Dallas-Fort Worth Thrnpike-enough cars,

bumper to bumper, to go 'round the world at the equator nearly 5 times! This accounted for a

total of 728,839,919 vehicle miles... ENOUGH FOR 1518 ROUND TRIPS TO THE MOON!"

The reference to space travel was no accident. Just six months earlier, John Glenn had

blasted off aboard the space capsule Friendship 7 to become the first American in orbit.

A lot had changed in just five years. A drive down the turnpike provided most incredible

physical evidence of those changes. The cities of Arlington and Grand Prairie were booming,

and showed no signs of letting up. Arlington would zoom from a population of 7,000 in 1955

to 130,000 in 1977. During the same period, Grand Prairie would be transformed from a city

of 11,000 to 65,000.

The turnpike had opened up thousands of acres of raw ranch land to development-

industrial, shopping, and office complexes, single- and multi-family residential housing,

amusement parks, a professional baseball stadium, and other uses.

w
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The area along the turnpike that had formerly been the cow pastures of the Three-D

Ranch was now home to the mammoth Great Southwest Industrial District and the brand

new Six Flags Over Texas amusement park. Six Flags opened for business in 1961. By the end

of 1962, its first full year of operation, the park had logged 1,835,742 admissions. That meant

a hefty increase in traffic demands for the turnpike.

Fortunately for the Great Southwest developers, it had been possible to run the required

utility lines through the underground passages the Authority had installed for the benefit of

the Three-D Ranch cattle. Professional sports came to the turnpike corridor when the city of

Arlington erected a baseball stadium, which would eventually become the home of the Texas

Rangers.

These developments didn't just place greater demands on the turnpike itself, but on the

principal arteries that had connections with the turnpike. As a result, turnpike interchanges

would have to be improved, ramps added, and various other modifications would need to be

made over the years. Arrangements were also made with the cities of Fort Worth, Grand

Prairie and Arlington for modifications of the turnpike to accommodate their needs.

Subsequently, the Authority continued to respond to the development the turnpike had helped

transpire, making modifications and accommodations in its original incarnation in response

to the needs of the community.

A great deal of credit for the Authority's achievements must be given to its leadership.

"It all had a lot to do with Jack Davis," said Howard Reily. "He was an outstanding engineer

and he was a 'people person.' During his tenure [1958-1968], the Authority grew in impor-

tance and it was serving the purpose that it was charged with." It was also, added Reily,

"bringing Dallas and Fort Worth together."

By the end of 1962, the Texas Turnpike Authority's directors and staff could look back on

a number of significant milestones in the five-year history of the Dallas-Fort Worth'Thrnpike.

But 1962 was a landmark year for another very important reason. The first official steps had

been taken toward launching another project. That project, of course, was the Dallas North

Tollway.
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BREAKING NEW GROUND, AGAIN:

THE DALLAS NORTH TOLLWAY

Like the Dallas-Fort WorthTrnpike, the Dallas North Tollway project came about when

the leadership of the Dallas metropolitan area realized that population growth in the area

had outpaced the growth of its transportation network. As Dallas County grew and prospered

(from a population of 398,564 in 1940 to 1,165,000 in 1964), the need for an additional

urban expressway became more and more apparent. Dallas civic leaders became determined

to find answers to this crisis. First, they set about to define the problem.

The greatest surge of growth wasbeing experienced in the north central section of

Dallas, and in the suburbs in the northern part of Dallas County. Congestion on north-south

transportation arteries threatened to retard this growth, and made commuting between the

north central section and the central business district a frustrating experience at best.

The area concerned roughly approximated the shape of an inverted pyramid, with the

central business district forming its southern point. Central Expressway (US 75) on the east

and Stemmons Freeway (I-35E) on the west radiated outward from the central business dis-

trict, like the spokes of a wheel. On the north, an east-west route called Valley View Lane was

slated to become, by the early 1960s, part of an outer loop known as LBJ Freeway (I-635).
Within this inverted pyramid lay Love Field, Southern Methodist University, Highland

Park, and University Park. And just to the north lay the fast-growing suburbs of Carrollton,

Farmers Branch, Addison and Richardson. By 1962, Stemmons and Central Expressways were

operating at or above capacity during peak traffic periods. North-south surface streets like

Preston Road, Inwood Road, and Hillcrest Road were seriously overburdened. The prohibitive-

ly high cost of acquiring right-of-way to build another expressway through the heart of this

densely developed area left Dallas in a quandary.

Looking at a map of the region, it was impossible to ignore the fact that the St. Louis

Southwestern Railway, better known as the Cotton Belt Railway, constituted the most ideal

route for a new north-south expressway. With its southern terminus near the central business

district, the railroad extended north, roughly bisecting the north central section of Dallas.

In early Texas, a railroad could mean life or death to a town's prosperity. Early Dallasites

had gone out of their way to secure the extension of rail lines to their town. In at least one

case, when a railroad had attempted to go around the city limits, Dallas had moved its

boundary lines out to meet the railroad. Obviously, railroads had declined in importance over

the years. The Cotton Belt was being used for limited, freight service only. Long past was the

time when cities went out of their way to accommodate railroads.
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The civic leaders of Dallas proposed that the railroad take another route (via an estab-

lished Southern Pacific line) and turn over its present right-of-way to the Texas Thrnpike

Authority for the construction of the Dallas North Tollway.

As before, certain obstacles would have to be overcome before the Authority could even

agree to study such a project. In 1954, the Legislature had amended the State Constitution

with a provision that prohibited the use of state funds for building toll facilities.

The Thrnpike Authority had been created to plan, finance, build and operate toll facili-

ties, but was prohibited from spending any money to conduct the studies that were essential to

even determining whether such projects were feasible. Ultimately, the solution to the problem

was provided by the people in the communities the project would serve, working in close

-cooperation with the Authority.

The first steps were taken in 1962, when the Dallas Central Business District Association

petitioned the Authority to investigate the feasibility of a turnpike linking the central business

district with north central Dallas. After being apprised of the legal obstacles to launching such

a study, the association advanced the Authority $70,000 to finance a preliminary feasibility

study with the understanding that the money would be repaid from the proceeds of a bond

issue should the project prove feasible and be undertaken. The results of the preliminary sur-

vey were favorable, and a need for a formal and comprehensive feasibility study was indicat-

ed.

At this point, the Central Business District Association sought and received financial

assistance from the cities of Dallas, Highland Park and University Park,who were under-

standably interested in the project. In December 1962 these municipalities jointly pledged

$135,000 to cover the cost of engineering studies for the proposed project and related expens-

es, with the understanding that the funds would be reimbursed from the proceedsof the sale

of bonds if and when the bonds were sold.

The Authority then retained the engineering firm of Wilbur Smith & Associates (WSA) of

New Haven, Connecticut, to prepare a traffic and revenue estimate; and HNTB to prepare a

preliminary construction design and cost estimate of the project. In August 1963, the

Authority appointed a financial advisor and a bond counsel to investigate financing the project.

Additional preliminary reports received during 1964 confirmed the feasibility of the toll-

way, as did the formal, complete reports received by the Authority in March of 1965.

Subsequently, the Authority authorized the sale of $33,650,000 in revenue bonds to finance
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the project.

In June 1965, the bonds were sold at competitive bidding to a group of investment

bankers for 98.72% of face value plus accrued interest from date of issue to date of payment.

Net proceeds from the sale of the 4% per annum interest-bearing bonds totaled $33,518,391.

The Dallas North Tollway was in business.

Before the first construction contract could be awarded, the Authority and the consult-

ing engineers had more field surveys to complete, agreements to negotiate, and construction

schedules to draw up. And, as general counsel Charles Purnell said, "We couldn't do anything

until we had an agreement with the railroad."

Purnell had begun laying the ground work for acquiring right of way from the Cotton

Belt Railway back in 1964. Initially, the Authority's plans were met with resistance by the rail-

road. According to Purnell, the railroad representatives had concerns about the legality of the

acquisition and certain tax issues. "They were very leery unless we did condemn them," said

Purnell. Subsequently, the Authority initiated condemnation proceedings and also filed a peti-

tion to the Interstate Commerce Commission. The commission ruled in favor of the Authority

in April 1965. An agreement was reached between the Authority and the railroad as to the fair

value of its right-of-way.

While all the governing bodies of Dallas County who were affected by the tollway

strongly favored it, there were some individuals who owned property on or near the proposed

tollway who desired that it not be constructed. While these were few in number, one of them

did in fact file suit against the Authority in an attempt to stop the delivery of the revenue

bonds for construction of the project.

In the revenue bond issuing process, there is required a certificate by the bond lawyers

that, at the time of delivery of the bonds, there are no suits pending which might interfere

with the issuance of the bonds or the construction of the project if the suit were to be won by

those seeking to block the project. In the case of the Dallas North Tollway, a suit was pending

and a temporary restraining order had been issued, the effect of which was to prevent the issu-

ing of such an opinion by the bond lawyers.

At the time, most big bond sales were celebrated in New York and attended by many of

the directors of the Authority and others involved in the sale and with adequate publicity con-

cerning the sale. In this case, due to the pendency of thelawsuit and the concern that it

might lead to additional suits before the bonds could be delivered, only the chairman of the
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Authority - who had to sign the bonds - and the Authority's bond lawyer, Paul B. Horton of

McCall, Parkhurst & Horton, went to New York with a minimum of fanfare and publicity to

prepare for issuance of the bonds.

The next day, after a hearing in the District Court in Dallas, the temporary restraining

order was dissolved and the case dismissed. As a result, the bonds were signed and delivered

immediately after Purnell's call to Horton - indicating that no suits were then pending - and

before an additional suit could be brought.

As an example of the intense interest of the leaders of Dallas in the project, Purnell

remembers that after confirming that the bonds had been delivered, the first two persons he

called were Jim Moroney, Jr. of the Dallas Morning News and City of Dallas Mayor Eric

Jonsson.

With the major bureaucratic, legal, and financial hurdles out of the way and engineer-

ing reports in hand, the Authority's board of directors, under the leadership of Clyde R.

Ashworth, elected chairman in 1963, was able to award the first construction contract in

March of 1966.

Although acquisition of the Cotton Belt right-of-way had been the key to making the

tollway feasible (in fact, as previously pointed out, construction of the project was just about

inconceivable otherwise), the narrow (approximately 100 feet) width of the railroad's right-

of-way imposed obvious limitations on the construction of an expressway. Additional right-of-

way and easements would have to be attained for interchanges, toll plazas, service roads, and

other facilities.

Also, the dense residential developmentof much of the area complicated matters when

it came to attaining easements, satisfying the environmental concerns of residents, utility

relocations, and so forth. The tollway would be the longest toll facility in the U.S. located

entirely within an incorporated city. Engineers would eventually dub the tollway "the shoe

horn project."

Because of the narrow right-of-way, some 23,445 cubic yards of concrete were required

for retaining walls over the tollway's 9.8 mile length. Principal city streets and highways

intersecting the tollway would remain open by means of 24 grade separation structures.

Service streets were constructed to reroute minor local streets. Certain principal streets were

improved to serve as feeder roads to tollway interchanges.

The tollway's narrow right-of-way wasn't the only constraint on the project-the con-
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suiting engineers were on a very tight deadline to get construction plans completed so they

could be advertised, awarded and put under construction.

"I do remember working Saturdays and Sundays," said Dan Becker, vice president of

HNTB. "Mr. Reily and the Authority staff were right across the hall from us down there then in

our previous office. I can remember working on some Sunday afternoons when we'd

promised the plans to Mr. Reily on Sunday. It would be getting on to about four o'clock and

he was calling me up to see where the plans were at. I said, we'll get them over to you as soon

as we can, Howard. He was mostly just giving me a hard time. But we did manage to get the

project built and opened it mostly on time. Things were interesting back in those days. We

worked a lot of overtime."

All totaled, the tollway required more than 1,213,663 cubic yards of earth and rock to

be moved. The tollway was surfaced with more than half a million square yards of eight-inch

thick reinforced concrete. A high-type Portland Cement concrete was used, providing greater

riding comfort as well as durability and minimum maintenance requirements. The drainage

system for the tollway called for more than 17 miles of reinforced concrete storm sewer pipe,

an amount almost twice the length of the tollway itself.

The tollway also called for 8,150,000 pounds of structural steel, 8,325,000 pounds of

reinforcing steel, 14 miles of steel H-piles supporting bridge columns and retaining walls,

more than three miles of drilled concrete shafts, more than four miles of bridge railing, more

than five miles of guard rails, approximately 11 1/2 miles of chain link fence, and 41 1/2

miles of underground lighting cable.

However, the scope of a construction project like the Dallas North Tollway can't just be

measured in terms of cubic yards of concrete and miles of cable and steel. The project had

been spawned by the needs of the people it would serve, and the people who lived in the com-

munities adjacent to it. It had taken the dedication of these people, working in close coopera-

tion with the directors and staff of the Texas Trnpike Authority and other branches of city,

county, and state government, to make the tollway a reality. From its earliest planning stages

through the 27 months it took to complete the tollway, and throughout the history of its oper-

ation, it has been the job of the Authority's directors and staff to work closely with the public

and to respond to their concerns.

And so the Authority's Engineer-Manager, Jack Davis (who replaced Dingwall in 1958)

and Project Engineer Howard Reily had to not only move mountains of rock and dirt, but
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make sure that the tollway was a good neighbor in the communities it was moving into. In

Highland Park, for example, property owners had planted trees and shrubbery as a barrier

between their homes and the Cotton Belt Railway. The Authority saw to it that new trees and

shrubbery were planted wherever necessary. The entire right-of-way was landscaped for noise

reduction, and in certain areas architecturally designed walls were constructed in cooperation

with local communities.

For lighting, the Authority installed a sodium vapor lamp system, the first of its kind to

be used in Texas. At night, this system not only made the tollway 50% brighter than the

Stemmons Freeway, but minimized overflow illumination of adjacent neighborhoods by way

of glare shields on each of the 570 individual lamps.

The Authority was also concerned that its new toll plazas be pleasing to the eye.

According to Dan Becker, the main object was to design "something other than concrete or

steel canopies to collect tolls but to make it a more attractive type of building for the residen-

tial neighborhoods that you pass through." The attractively designed toll plazas (a 12-lane

main plaza between Wycliff and Cedar Springs Avenue, plus additional facilities at. the

Mockingbird Lane and Northwest Highway interchanges), feature mansard-style roofs and

architectural subtleties rarely found in such utilitarian structures.

Careful attention also was paid to the toll plazas' primary function. The plazas were

equipped with automatic toll collection equipment, which would allow motorists with correct

change to pass through unmanned "correct change only" lanes. This system would afford

maximum flexibility, reduce congestion, and save manpower.

The combined efforts of the Authority's staff and HNTB's team of engineers, architects,

planners, landscape architects, and professionals from other fields would result in a project

that serves as a showcase example of a multi-disciplinary approach to urban design.

The tollway would also serve as an example of the Authority's efforts to serve the public.

"We felt like our job was not to disrupt things any more than possible," said Howard Reily.

"There were different ideas on the sign treatment, landscaping and the walls, but most people

were reasonable. At the moment some of the things might have seemed distressing but look-

ing back it really worked very well. I was very pleased about it. And that little job was one that

I was on every day. I was the project engineer for it, the first section from downtown out. So I

know almost where every rock is."

Construction on the tollway began in mid-1966 and proceeded through 1967 and part of

g
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1968. The tollway had originally been scheduled for completion in July 1967. However, as was

the case with the Dallas-Fort Worth Turnpike, Mother Nature refused to cooperate with the

Authority's construction schedule.

Heavy rains played havoc with the Authority's timetables, making it necessary to open

the tollway in segments, as each segment became operable. This got the operation off to a

slower than anticipated start. But as Howard Reily put it, "You can't build roads in floods."

Nor can you build bridges, as consulting engineer Dan Becker would hasten to add.

"When we were building the Cedar Springs bridge, which is in a deep cut there by the toll

plaza," said Becker, "we were experiencing a lot of rain, and I got a call on Friday evening.

Part of the embankment was beginning to cave in, and a large crack was appearing in the

street right above our excavation. We were about 15 feet from an apartment building right

there on Cedar Springs. So we went out and had to do some shoring up rather quickly. It

seems like things always happen on Friday evenings."

The first segment of the tollway, extending from the downtown terminal connections

northward to Mockingbird Lane, was opened to traffic at 6:00 a.m. on February 11, 1968. The

final segment, stretching from Royal Lane to the tollway's northern terminal connection at

the LBJ Freeway, was opened to traffic at 3:30 p.m. on June 30, 1968.

Experience has shown that, traditionally, newly opened toll facilities get off to a slow

start. For the first few years, traffic and revenue figures are what financial experts would term

"modest." Then, after a certain period of time, the project becomes "seasoned" as motorists

become aware of the facility and realize that the convenience it offers for the price of its fare is

a bargain.

The Dallas North Tollway did get off to a "modest" start, but traffic and revenue

increased steadily and, in a few short years, terms like "seasoned" were insufficient to describe

the tollway's success. "Phenomenal" was more like it. The figures are self-explanatory:

During the tollway's first full year of operations, 72,517,722 revenue miles were recorded, with

toll revenue of $2,030,606. In less than ten years, the revenue mileage would be more than

double the first year's figure. Revenue was almost two and a half times higher, the extra

increase over mileage being due in part to an increase in the toll rate from 15 cents to 25

cents.

As with the Dallas-Fort Worth Thrnpike, there were other ways to gauge the success of
/r
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the Dallas North Tollway. One was its safety. Like the Dallas-Fort Worth Turnpike, the tollway

was-and still is-one of the safest express highways in the world. In the same period in

which its revenue mileage doubled, only two traffic fatalities occurred.

Before long, the number of motorists who used the tollway indicated that it was indeed

performing the function for which it had been built. Thousands of people daily relied on the

tollway as a safe and quick route from home to work, school, shopping, social activities, other

travel connections, such as Love Field, and countless other destinations.

Within a few years, it was also obvious that the tollway had accelerated the develop-

ment of residential areas along its route. And to the north of the tollway's terminus with the

LBJ Freeway, open fields and country lanes were transformed, almost overnight it seemed, into

massive new commercial and industrial developments.

The original construction of the tollway provided six lanes from the south to Royal Lane,

and four lanes from Royal Lane to the LBJ Freeway interchange. However, the Authority's

engineers had made provisions for adding to this latter segment an extra lane in each direc-

tion for anticipated growth. This.proved to be a fortuitous decision, as it also laid the ground-

work for improving the tollway and extending it much.further north to accommodate growth

that was far more explosive than anyone could have anticipated.
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LOOKING INTO THE FUTURE

An aerial photograph of the Dallas North Tolway which appears on page 26 of the

Texas .Turnpike Authority's 1968 Annual Report is worth more than the usual thousand

words. The photo was taken from the northern terminus of the tollway, above the cloverleaf

interchange with the LBJ Freeway, looking south by slightly southeast. There's quite a bit of

open space surrounding the tollway down to Royal Lane, where the tollway veers south. We

know those open spaces around soon would be filled in with houses, schools, churches, busi-

nesses, and industrial development. Beyond Royal Lane very little of Dallas or the Park Cities

can be distinguished because of the photograph's compressed perspective. Dallas' distinctive

downtown skyline appears as a tiny jumble of specks on the horizon.

The photograph was taken to provide a record of the progress that had been made as of

1968. Now, more than 25 years later, we can look at this photo again with a different perspec-'

tive, and truly appreciate just how dynamic that progress really was, and continues to be.

As 1968 came to an end, the Authority could look back on its first fifteen years from a

very similar perspective. It had just completed its second project, an undertaking destined to

become a huge success. Its inaugural project, the Dallas-Fort WorthTurnpike, had celebrated

its tenth anniversary in 1967. Both projects were well-loved and well ahead on their bond

retirement schedule. During the Authority's first 15 years its accomplishments had been as

impressive as its obstacles had been formidable. The future promised more of both.

Because of the nature of its functions and the restrictive legislation that created it, the

Texas Turnpike Authority has been called a unique state agency, a quasi-state agency, and

"the closest thing there is to a private state agency." The fact of the matter is that the Texas

Turnpike Authority is indeed an agency of the state of Texas, with the primary difference

between it and other state agencies being that it uses private funds to finance projects that,

when paid off, become the property of the state. Its purpose is simple: to improve transporta-

tion in Texas wherever it is able to do so.

The TexasTrnpike Authority is governed by a board of directors appointed by the gover-

nor who receive no compensation for their services. This board is responsible for setting poli-

cy, authorizing studies of potential projects, and launching those projects after they have been

subjected to the usual exhaustive process including feasibility studies, cost estimates, traffic

and revenue reports, and financing studies, all of which are performed by firms contracted for

that purpose. The administration of these projects, from the initial feasibility studies to the

maintenance of projects currently in operation, is the task of the Authority's staff. From the

wm
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toll collectors who man the booths of the Authority's toll facilities on up to Executive-Director

(formerly, Engineer-Manager) and the chairman of the board of directors, the Texas Thrnpike
Authority is an agency run by people whose job is to make life safer and more convenient for

Texas drivers.

As the Texas Turnpike Authority passed its 15-year mark, it embarked on what was in

many ways a new era for the agency and the people who worked for it. Jack Davis, who had

served as Engineer-Manager for ten years, retired and was succeeded on January 1, 1969 by

Howard Reily. Reily had been with the Authority since 1955. He had served as Senior Field

Engineer on the Dallas-Fort Worth Turnpike and Project Engineer for the Dallas North

Tollway. Reily's promotion left a gap in the Authority's engineering staff, so a native North

Texas civil engineer by the name of James W. Griffin was hired. Griffin would later become

Executive Director of the Authority.

1969 also saw significant changes in the Authority's board of directors. In February, D.C.

Greer joined 'the board as an ex-officio member, having been appointed to the Highway

Commission following his resignation as State Highway Engineer of the Highway

Department. Then, in August, Clyde Ashworth, chairman since 1963, resigned in order to

accept an appointment as district court judge. Dee J. Kelly was then elected chairman, and

John P. Thompson vice chairman.

Both Kelly and Thompson would play vital roles in the direction of the Authority in the

years to come. Kelly, a Fort Worth lawyer appointed to the board in 1967, brought a sense of

energy and compassion to the board. "He was a very energetic type of chairman," said

Howard Reily, "and was always looking for ways to get the Authority to do what he thought it

was supposed to do, which was to help in the overall picture of transportation." John P.

Thompson, who'd served on the board since 1964, was chairman of the Southland

Corporation. Thompson's approach to leadership would also have a lasting effect on the

Authority. "He was a man who understood business ," said Reily, "but he also thought an

awful lot of employee relations. He was interested in employees."

The employees of the Texas Turnpike Authority would see a dramatic increase in their

workload with the passage of House Bill 526, signed into law by Gov. Preston Smith in May

1969. In effect, the new state law permitted the Authority to use certain excess revenues from

existing projects for the study of other proposed new projects, as long as the use of those funds

did not violate the trust agreements for those projects. The law also stipulated that the studies
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had to first be approved by the Authority's board of directors and the State Highway

Commission, and that the advanced funds had to be paid back from the sale of revenue bonds

if the project were determined to be feasible and revenue bonds were sold.

This was indeed an exciting development for the Texas Thrnpike Authority. A subdued

hint of this excitement is revealed in the board's letter of transmittal to Gov. Smith and the

State Legislature accompanying the Authority's annual report for 1969. In the modest, under-

stated tone typical of such reports, the letter ends with:- "The undersigned members of the

Board of Directors of the Texas Turnpike Authority, and its staff and other employees, deem it

a privilege to serve the people of our State. The possibility of rendering a still greater service

is enthusiastically anticipated." (Emphasis added.)

The board wasted no time exploring such possibilities. Under the authorization of the

new legislation, the board launched studies for six new projects. These projects were:

Mid-Texas Turnpike. A proposed 'toll turnpike project beginning near Hillsboro at 1-35,
traversing southeast to 1-45 near Centerville with a spur connecting to SH 6 near Waco inter-

secting the proposed turnpike near Groesbeck, a distance of 82 miles on the main line. The

exploratory study was funded from the Special Reserve Maintenance Fund of the Dallas-Fort

Worth Trnpike.

Fort Worth-Dallas Trinity Turnpike. This project, and other proposed projects within the

same general Dallas-Fort Worth corridor, arose as a response to increasing traffic demands in

the area and studies that revealed that demands would continue to significantly increase in

the future. The subject will be discussed in detail in the next chapter.

The Mountain Creek Lake Bridge. Studies for this project, located in southwest Dallas

County, were funded from the Special Reserve Maintenance Fund of the Dallas-Fort Worth

Turnpike.

Beltway 8-West Tollway. A segment of Beltway 8-West in Harris County, beginning on the

south at US 59 and extending to its northern terminus at an intersection with 1-45, a distance

of 27.5 miles.

The Houston Ship Channel Bridge. A segment of Beltway 8-East in Harris County, and

w
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including a high bridge across the Houston Ship Channel, beginning on the south in

Pasadena, at the intersection of SH 225 and Beltway 8-East, and traversing north along the

proposed route of Beltway 8-East, crossing the Houston Ship Channel, a distance of about 4.1

miles to its northern terminus at an intersection with 1-10.

Offatts Bayou Bridge. A proposal sponsored by the City and County of Galveston, begin-

ning at an intersection on the north with 1-45 and traversing along Teichman Road to

Teichman's Point where it crosses Offatts Bayou and then follows along 103rd Street to an

intersection with FM 3005 in west Galveston, a distance of about 4.1 miles.

As will be seen, two of these projects, the Mountain Creek Lake Bridge and the Houston

Ship Channel Bridge, progressed beyond the preliminary feasibility study phase all the way to

construction. Some studies did not progress beyond, or much further beyond, the initial

exploratory study phase. Such was the case with the Mid-Texas Thrnpike, one of the first two

studies made possible by H.B. 526. There were also projects whose names will be familiar even

though, ultimately, feasibility could not be determined.

The passage of H.B. 526 made it possible for the Texas Thrnpike Authority to play a

greater role in providing solutions to transportation problems in the state of Texas. As the list

of projects above indicates, this flexibility allowed the agency to take steps toward becoming a

true state-wide agency. As discussed previously, two unique sets of circumstances had led to

the Authority's first and second projects being located in the Dallas-Fort Worth area.

New legislation, enacted in 1971, was designed to demonstrate the state's commitment

to allowing the Authority to expand its focus. The bill, which was enacted as an amendment

to the Trnpike Act of 1953, expanded the Authority's board of directors from nine to twelve.

To fill these new slots, Gov. Smith appointed Joe H. Foy and Cyril J. Smith of Harris County

and Charles W. Duke of San Antonio.

From the very beginning, the 1970s promised to be a decade of exciting new possibilities

for the directors and staff of the Texas Thrnpike Authority. It would also be a time of great

challenges.
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BACK TO THE TRINITY

The first two new studies launched by the Texas Thrnpike Authority were the Mid-Texas

Thrnpike and the Fort Worth-Dallas Trinity Thrnpike. The Mid-Texas Trnpike would consist

of a toll road connecting 1-35 near Hillsboro and 1-45 near Centerville, a distance of 82 miles.

This project was conceived as a segment of a proposed "Port to Plains Highway" extending

from the Houston area to Lubbock in West Texas. The consulting engineers' exploratory study

found, however, that there would be insufficient traffic on the route to provide the revenue

needed to support the project. Skyrocketing operating and construction costs, compounded by

the effects of inflation, had an additional negative effect on the project's feasibility. The study

did provide a clear illustration for the reasons toll projects financed solely by toll revenue-

backed bonds have been historically located only in urban areas.

It was neither the first nor the last time the Authority studied a potential project that-

although badly needed-could not be realized.

The Authority's preliminary study of the Fort Worth-Dallas Trinity Turnpike project was

also funded under the provisions of the 1969 law. Studies by the Highway Department had

found that additional highway lanes were badly needed in this corridor, and that the need for

them would increase exponentially in the near future.

Not the least of these considerations was the effect that the opening of Dallas-Fort Worth

Regional Airport in 1974 (ranking first in size and second in number of flights daily) would

have on traffic in the area. Other recent and imminent developments included the opening of

the new Seven Seas amusement park, the inauguration of professional baseball with the

Texas Rangers at Arlington Stadium, Lion Country Safari wildlife park in Grand Prairie, the

opening of Texas Stadium, home of the Dallas Cowboys, in Irving, and countless other com-

mercial enterprises.

According to Highway Department estimates, the number of vehicle trips for the Dallas-

Fort Worth corridor was projected to increase by 200,000 per day by 1985-far above the

capacity of routes then available.

The firm of HNTB delivered its report on the Fort Worth-Dallas TrinityTrnpike proposal

to the board in October of 1970. As with the Mid-Texas Trnpike, the consulting engineers'

report concluded that the turnpike was not feasible as a stand-alone project supported exclu-

sively by toll revenue. The engineers stressed, however, that they did not recommend aban-

doning the project.

The Authority's directors and staff dedicated themselves to finding an answer to the prob-

g
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lem. To understand their determination, it's important to remember that this study wasn't

really the beginning of the story.

The Turnpike Act of 1953 had specifically charged the Texas Trnpike Authority with

facilitating traffic in the Dallas-Fort Worth corridor. Acting under this authority, the agency

had planned, financed, built, and continued to operate the Dallas-Fort Worth Trnpike, mak-

ing improvements and modifications as needed over time.

A review of the Authority's continuing efforts to respond to these needs, written by

Engineer-Manager Howard Reily, was included in the Authority's report to the Sunset Advisory

Commission in 1977:

1. In response to a series of requests by the City of Fort Worth and Tarrant County, and in

cooperation with these entities, means were found to eliminate any toll charge to the motorist

between Oakland Boulevard and the western terminus of the turnpike, to complete the inter-

change at Oakland Boulevard to a modified diamond to serve traffic in all four quadrants, to

build a new diamond interchange at Beach Street, and to provide right-of-way to allow com-

pletion of parallel streets both north and south of the turnpike to Loop 820 from Oakland

Boulevard.

2. In response to the requests of the City of Arlington and the Arlington Chamber of

Commerce, the Authority constructed a full diamond interchange at North Fielder Road and

the turnpike. This was to serve the needs of the increasing development in northwest

Arlington in providing an additional point of ingress and egress to and from the turnpike.

Also, addition of toll lanes at the SH 360 and FM 157 interchanges with the turnpike were

added to accommodate the needs of greater capacity at these toll plazas to serve the growing

Great Southwest Industrial District which lies on both the north and south of the turnpike in

Arlington and Grand Prairie, and the growing Six Flags Over Texas Amusement Park and

Arlington Stadium, home of the Texas Rangers.

3. In response to requests by the City of Grand Prairie, Dallas County and the Grand

Prairie Chamber of Commerce, the Authority provided funds for a second crossing, carrying

northbound lanes of Belt Line Road over the relocated channel of the Trinity River; construct-

ed the overpass of the turnpike when Carrier Parkway was extended north to accommodate

this developing section of north Grand Prairie; and constructed a half-diamond interchange
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at Northwest 19th Street and the'Ihrnpike to provide ingress and egress to the east.

4. In response to requests by the City and County of Dallas and the Dallas and Oak Cliff

Chambers of Commerce, the Authority has cooperated with these entities in providing ingress

and egress from Sylvan Avenue to the turnpike to the east toll free, and a toll interchange at

Hampton Road. This allowed the U.S. Postal Service to construct one of its major multi-mil-

lion dollar bulk mail facilities south of the turnpike between Hampton Road and

Westmoreland Boulevard, and the construction by the Postal Service of an additional multi-

million dollar facility to handle first class mail between Sylvan Avenue and Beckley Avenue in

Oak Cliff, a part of Dallas.

5. A median barrier has been constructed throughout the entire length of the turnpike to

prevent crossing over the median of an out-of-control vehicle. This was the most effective

safety feature added after the original construction was completed. This has undoubtedly

resulted in the saving of life and limb.

As these examples show, the Authority's efforts to improve traffic conditions in the

Dallas-Fort Worth corridor did not come to a halt on the morning the turnpike was opened to

traffic. Besides the above projects, ongoing maintenance projects, including resurfacing,

modifications of signage and lighting, would continue until the turnpike was turned over to

the state at the end of 1977. The Authority had worked to not only provide for the convenience

of motorists traveling through this corridor, but to make their trips safer and more comfort-

able.

One notable example was the Courtesy Patrol, which had been implemented in 1965.

The Courtesy Patrol, which had no police authority, was provided in addition to the special

detail of the Highway Patrol. The primary duty of the Courtesy Patrol was to render whatever

assistance was needed. This meant loaning tools to motorists with mechanical trouble (308

times in 1965 alone), helping them reload items that had fallen off luggage racks, providing

maps or directions, helping change a tire, putting out fires, giving stranded motorists a ride to

the service station, and many, many other tasks. And despite the increasing urbanization of

the area, the Courtesy Patrol frequently was called upon to herd errant livestock off the turn-

pike (58 times in 1972).
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Even before the passage of H.B. 526, the State Highway Commission had asked the

Authority's board to study the feasibility of locating a rapid transit system along the Dallas-

Fort Worth Turnpike right-of-way, with the idea of constructing a spur line to link it with the

Dallas-Fort Worth Airport. The study was completed in 1968 and the report turned over to the

Highway Commission.

These were the factors that laid the groundwork for a proposal called the Trinity Route of

the Dallas-Fort Worth Thrnpike. Everyone, it seems, agreed that there was a need for an addi-

tional traffic facility. Traffic estimates showed that the existing facilities, including the Dallas-

Fort Worth Turnpike, would soon be overwhelmed by rapidly increasing traffic demands. The

State Highway Department's schedule dictated that, if a new road was going to be built any

time, soon, atoll road it would be. Moreover, the route of the proposed tollway, roughly paral-

lel to the Dallas-Fort Worth Thrnpike and north of the West Fork of the Trinity River, repre-

sented the last relatively unencumbered right-of-way between Dallas and Fort Worth. This

factor added further incentive to build the project sooner, rather than later.

The exploratory study by the consulting engineers had concluded that a stand-alone

turnpike, built in this corridor, would not be feasible as a stand-alone project. However, as

Engineer-Manager Howard Reily pointed out, "That didn't change the need for the lanes." So

the Authority authorized another study by its consulting engineers. In November 1971, HNTB

delivered the results of that study in a report titled: "Trinity Route of the Dallas-Fort Worth

Turnpike - Exploratory Investigations."

The report recommended a plan to enlarge the Dallas-Fort Worth Thrnpike by construct-

ing a 25-mile long multi-lane expansion north of the West Fork of the Trinity River, with a

north-south connector between the two turnpikes at their approximate midpoints. 'The plan

called for financing the Trinity Route through a refunding sale of toll revenue bonds (an esti-

mated $151,000,000 issue), together with revenues, from temporarily continuing tolls on the

Dallas-Fort Worth Thrnpike until the Trinity Route could become self-sustaining through its

own revenues.

It was this latter aspect of the proposal-temporarily continuing the tolls on the Dallas-

Fort Worth Trnpike-that made the Trinity Route proposal controversial. It had been esti-

mated that the Dallas-Fort Worth Thrnpike would be paid off in 1977. The consulting engi-

neers estimated that if the Trinity Route were built and opened to traffic by the beginning of

1976, it could become self-sustaining within ten years.
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The Trinity Route report was immediately released to the public. The report was

endorsed, conditionally in some cases, by various official bodies and civic organizations,
including the Commissioners' Courts of Dallas and Tarrant Counties and the City Councils of

Dallas and Fort Worth. The City Councils of Arlington and Hurst, however, voted not to

endorse the plan. The Texas Turnpike Authority board, at its meeting of December 16, 1971,
voted to accept the report but to take no further action at the time. Chairman Dee Kelly

expressed his opinion that the Trinity Route should be built only if it had the support of the

people in the Dallas-Fort Worth area. Kelly also urged the public to contact the Highway

Commission to make their preferences known.

In August, a committee of officials from the area did just that. The delegation informed

the Highway Commission that they wanted an express highway, the sooner the better, and it

didn't have to be toll-free to get their support.

In 1972, the Highway Commission authorized the Authority to proceed with an engi-

neering design and cost study of the Trinity project structured to allow a dual approach-a

choice of building the road as a toll-supported facility or as a tax-supported (non-toll)

expressway. The report of this study was delivered to the Highway Commission in late 1973. In

early 1974, the Commission declined to approve the Authority's request to conduct the feasi-

bility studies necessary to move the Trinity Route forward as a toll-supported project.

While progress on improvements in the Dallas-Fort Worth corridor came to a tempo-

rary halt in 1974, activity by the Texas Thrnpike Authority did not. Traffic did literally slow

down, however, on the Dallas-Fort Worth Turnpike, when the 70 mph speed limit signs came

down and were replaced with signs posting a 55 mph limit-in an effort to reduce fuel con-

sumption nationwide. The national energy shortage, a result of the Arab oil embargo, had

moved into the Dallas-Fort Worth area in late 1973. Exxon, which operated the service station

concessions on the turnpike, began closing on weekends and limiting gasoline sales.

At the beginning of 1974, the Authority then had a number of developments to worry

about concerning the financial health of their two operations, the Dallas-Fort Worth Turnpike

and the Dallas North Tollway. These included the effect of the energy crisis and fuel shortage

on revenue traffic, a declining national economy, and the opening of Dallas-Fort Worth

Regional Airport, which would affect the Dallas North Tollway. As things turned out, however,
the energy crisis and fuel shortage had abated considerably by the end of the year, and the

economy improved. And although the tollway did experience a slight drop off after the open-
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ing of the new airport, this would be more than off-set in a short period of time. New develop-

ments to the north were responsible for some of the new traffic. Southwest Airlines, whose

commuter service revitalized Love Field, proved to be a great boost to the Tollway and the city

of Dallas in general.

1974 was also the year that the Authority, acting on requests from officials from Grand

Prairie and Dallas County, sought and received the Highway Commission's approval to

launch an exploratory study of another new project, a toll bridge over Mountain Creek Lake

in southwestern Dallas County. Officials from Grand Prairie had requested that the project be

undertaken by the Texas Turnpike Authority.

And during the following year, the Authority's directors, staff, and consultants would be

busier studying proposals and reports than ever: two projects in Harris County (the Houston

Ship Channel Bridge and a segment of Beltway 8-West) and a bridge in Galveston County, in

addition to continuing to study Mountain Creek Lake Bridge.

In 1976, the Authority made a final effort to provide additional traffic lanes in the

Dallas-Fort Worth corridor. In response to resolutions received by Dallas County, the Dallas

Chamber of Commerce, the Oak Cliff Chamber of Commerce, the City of Grand Prairie, the

City of Irving, and numerous other official bodies from the area, the Authority authorized

civil and traffic engineers' studies to be conducted on a proposal to improve and enlarge the

Dallas-Fort Worth Turnpike. The proposal included plans to widen the facility to eight lanes,

add additional interchanges, improve existing interchanges, and change the toll collection

system from a ticket system to a barrier system, with automatic coin collections at two points

along the main line only. This latter provision of the plan led to the proposal being known as

the "Freepike."

Under this arrangement, motorists would be able to travel free for about six miles on

the east in Dallas, ten miles in the mid cities of Grand Prairie, and Arlington, and seven miles

in Fort Worth. Controversy over this proposal stemmed from the fact that it would be financed

through revenue bonds, meaning that tolls on the Dallas-Fort Worth Turnpike would have to

be continued for a period beyond 1977, when the turnpike was slated to "free up."

It's important to note certain background facts of this debate, however. Many of these

facts concerned the State Highway Department and its governing body, the State Highway

Commission, who, after 1975, became known as the State Department of Highways and

Public Transportation (SDHPT) and the State Highways and Public Transportation

w
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Commission (SHPTC), respectively.

In a series of public statements made during the course of the Freepike debate, the state

commission made it clear that there were no state funds available to make the improvements

to 1-30 (the official designation of the Dallas-Fort Worth Trnpike) outlined in the Texas

Turnpike Authority proposal. Further, the Commission made it known that state troopers

would not be patrolling 1-30 in the same numbers as those employed by the Authority; city

and county governments would have to take up the slack.

The Commission had approved the Authority's plan to launch the Freepike studies. "As

we see it, the future of the turnpike is up to the Thrnpike Authority directors-not us," said

Reagan Houston, chairman of the Highway Commission. Some people were a bit surprised to

hear such comments from the Highway Commission. But times had changed.

"We were reluctant to approve toll roads in the past," explained Houston, "because we

could always see the light at the end of the tunnel. Our revenue was going up each year and

we felt that, while there would be some delays, we could finance the projects needed to relieve

congestion. Now the picture has changed. We don't have the cash and we have no firm

prospects of getting it."

SDHPT had been hit hard in recent years, and had laid off a significant number of

employees. Gov. Preston Smith had just refused to sign a transportation bill until its provision

for a two-cent-per-gallon gas tax hike was removed from it.

An area poll conducted in 1976 revealed that citizens of Dallas County and Tarrant

County didn't mind paying tolls to support more road construction, especially if it came down

to a choice between toll roads and increases in gasoline tax and or higher auto registration

fees.

Those were some of the factors in favor of the Freepike. Those who opposed the proposal,

predominantly representatives of entities from Fort Worth, Tarrant County, and Arlington, saw

the issue in simple terms of black and white: They felt the Freepike proposal was a violation of

a "sacred promise" to remove the tolls from the Dallas-Fort Worth Turnpike at the end of

1977, even though that date was 17 years ahead of schedule. They did not agree that the

Freepike plan constituted a justifiable improvement of the original turnpike, but was merely

an attempt to retain the tolls on the turnpike for an indefinite period. Some opponents of the

Freepike also objected to the use of surplus funds from the Dallas-Fort Worth Turnpike to

fund studies for projects in other parts of the state.
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These issues were at the very heart of the Turnpike Act, and how its legislation should be

interpreted. These were the issues that made the Texas Trnpike Authority distinctly different

from the toll authorities and commissions in other states. Other states, such as Oklahoma,

don't prohibit the transfer of funds from one project to another. Separate toll facilities are

operated not as stand-alone projects, but as components of a system, each operating for the

overall good of the state. The Oklahoma Thrnpike Authority, for example, is operated in this

manner, making it possible for turnpikes to be built through sparsely populated regions

which would beunable to support a project supported solely by toll revenue from that region.

The debate over the Freepike became heated, acrimonious, and divided sharply between

entities from Dallas County (predominantly for the plan) and entities from Tarrant County

(predominantly against). After a lengthy public hearing, the Authority's board of directors

adopted a resolution authorizing the necessary feasibility studies.

These studies were well underway when the City of Fort Worth, Tarrant County, and cer-

tain property owners sued the Authority on grounds that a contract existed between the City of

Fort Worth, Tarrant County and the Authority which prevented such studies, and that the

Authority had passed the mentioned resolution in violation of the State Open Meetings Act. In

December 1976 the 48th District Court ruled in favor of the City of Fort Worth et al and

Summary Judgment granted. The Authority appealed directly to the State Supreme Court,

which ruled in favor of the Authority and overturned the judgment of the District Court. By

that time, however, the matter had been settled by the Legislature.

Senate Bill 194, sponsored by a senator from Tarrant County, mandated the cessation of

tolls on the Dallas-Fort Worth Thrnpike by no later than December 31, 1977. The bill also

contained a provision that created for the first time a Trust Fund known as the Feasibility

Study Trust Fund, set at $1,000,000 maximum from funds generated by the Dallas-Fort Worth

Turnpike.

After midnight on the last day of 1977, signs reading "DON'T STOP-TOLL FREE"

were posted on the toll booths of the Dallas-Fort WorthT Trnpike as the roadway officially

became the property and responsibility of the State Department of Highways and Public

Transportation.

S.B. 194 would seem to have ended the debate on the Freepike. Atthe same time, it.reaf-

firmed the Authority's responsibility to fund studies to improve transportation in the state.
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Several issues were still unresolved, not the least of which was the fact that no solution had

been found to facilitate the increasing traffic demands between Dallas and Fort Worth.

An interesting footnote to the Freepike debate occurred in 1978 when Gov. Dolph

Briscoe appointed Russell Perry to serve on the Authority's board of directors. As chairman of

the Dallas Chamber of Commerce, Perry had been one of the most vocal supporters of the

Freepike plan.
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During his 14 years as Engineer Manager for the Authority, J.H. Davis (shown here on the right with Harry Kabler, left and Dr. John
J. Haynes, middle) successfully implemented the planning and construction of the Dallas-Fort Worth Thrnpike and the Dallas North
Tollway.
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1978: A YEAR OF TRANSITION

In 1978 the Dallas North Tollway was the only project being operated by the Texas

Thrnpike Authority. That should not, however, be interpreted to mean that it was a slow year.

Construction was progressing on the Authority's third project, Mountain Creek Lake Bridge.

Bonds were sold and contracts awarded for the construction of its fourth project, the Houston

Ship Channel Bridge. There were also numerous proposals for new toll facilities to be evaluat-

ed, new studies to be launched, and the process of transitioning the Dallas-Fort Worth

Turnpike from a toll facility to a toll-free one.

This task included removing the toll plazas, barriers, and other facilities, resurfacing

where needed, and many other things. But there was also a human element in completing

this transition, the unpleasant process of laying off up to 72% of the Authority's staff. (Note:

Because of its greater length, rural right of way, and open-style toll collection system, the

Dallas-Fort Worth Turnpike required a much larger work force than the Dallas North

Tollway.)

Howard Reily, who was then engineer-manager, recalled the force reduction as "a

tremendously hard job to do." Under the leadership of Chairman John P. Thompson (elected

chairman following Dee Kelly's resignation in late 1976), the Authority put together a job

counseling program and other services for the employees who were laid off. "John was very

helpful in that," said Reily, "and we feel fortunate to have had his leadership there at that

time. Although a lot of employees were very disappointed that they lost their jobs, I'm very'

proud to say that we did not have any lawsuits. So we must have done something right."

Fortunately, Thompson proved to be the right man for the job during a critical period.

"John Thompson was a strong leader, a strong chairman," said Howard Reily. "He understood

finance, he understood management, he understood personnel. And he gave the staff here the

leadership that was appreciated and needed. And one of his strongest points was that he

directed, he expected us to perform, and he let us do it. That was very important. I don't

think you can say much more. And besides he's a great person and a moral man. Just a fine

gentleman."

The Authority also underwent an exhaustive performance audit by the Sunset Advisory

Commission during 1978. The Sunset Advisory Commission, created by the Texas Sunset Act

of the 65th Legislature, is charged with conducting detailed performance audits of all state

agencies, after which their findings are turned over to the Legislature, with whatever recom-
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mendations stem from their audit. The review also entailed public hearings in the State

Capital. (After receiving the commission's exhaustive performance review, the 66th

Legislature continued the existence of the Texas Turnpike Authority until September 1, 1991,

as provided by the Texas Sunset Act.)

The Authority's staff and teams of consultants also continued to deal with the requests

from governmental leaders in Dallas and Houston to study proposed toll projects in their

respective cities. Feasibility studies of the proposed Offatts Bayou Bridge in Galveston County

had been suspended late in 1977 after the local governmental bodies in the area decided that

they should undertake the project themselves. The Authority also decided that it would not be

feasible to build a 27.5-mile toll facility on a portion of Beltway 8-West in Harris County. This

conclusion was reached after the board received the results of an update study conducted by

the Authority's consulting engineers in 1977.

Three proposals in the Houston area were scrutinized by the Authority after being

approved by the SHPTC. Of the three, a 28.6 mile tollway in the Hardy Road corridor extend-

ing northward from Houston's central business district ranked first in financial feasibility. The

proposed tollway would connect with the Elysian Street Viaduct-extending north and paral-

leling Hardy Street, Hardy Road, and the Missouri Pacific Railroad line for most of its length.

The route would terminate at a connection with, 1-45 in the community of Shenandoah in

Montgomery'County. The Hardy Tollway would also provide service to Houston

Intercontinental Airport via a proposed 3.2-mile connector to the west side of the airport.

In Dallas, a 12-mile extension of the Dallas North Tollway was reported to be the most

feasible of six potential tollway projects. The tollway extension would begin at the existing

tollway terminus at 1-635 and extend to a northern terminus at State Route 121. Studies of

both the Dallas and Houston proposals would continue throughout 1978 and 1979.

Almost overshadowed by all this activity was the fact that the Dallas North Tollway

marked its tenth full year of operation in 1978, posting a substantial increase in traffic vol-

ume and toll revenue. At year end, 24,162,532 revenue vehicle trips had been recorded, an

average of 66,212 per day, as compared to 21,284,735 revenue vehicle trips in 1977, an aver-

age of 58,588 per day.

Without a doubt,' however, the most exciting news during 1978 was the continuing

progress on the Authority's third and fourth projects. Coincidentally, both were bridges. Other

than that, the two projects had little in common.
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A TALE OF TWO BRIDGES:

MOUNTAIN CREEK LAKE BRIDGE

HOUSTON SHIP CHANNEL BRIDGE

The need for the Authority's third and fourth projects had arisen after natural waterways

had been modified by human intervention to facilitate their use. The Houston Ship Channel

was a major shipping artery that had been carved out of the Buffalo Bayou. Mountain Creek

Lake had sprung into existence courtesy of Dallas Power and Light, which used the lake to

provide electricity for Grand Prairie. Aside from these very basic similarities, however, the two

bridges were very different projects.

Initial exploratory investigations into the feasibility of Mountain Creek Lake Bridge had

been launched in response to petitions from official entities including the City and County of

Dallas, the City of Grand Prairie, the Oak Cliff and Grand Prairie Chambers of Commerce.

These petitions pointed out what was obvious from glancing at a city map. Mountain Creek

Lake, with Dallas Naval Air Station situated on its northern banks, comprised a formidable

barrier to east-west traffic. It effectively made the majority of Grand Prairie a city "on the

other side of the lake" from southwest Dallas.

An east-west bridge across the lake would make a significant reduction in the miles

traveled by commuters to and from Mountain View, Dallas Baptist College, University of Texas

at Arlington, Chance Vought, General Motors, Convair and Bell Helicopter. The bridge would

also promote growth and development in the area. "There are literally hundreds of acres of

fallow land," said Charles Storey, President of the Oak Cliff Chamber of Commerce, "which

can be used for housing, business and industry by opening up the Mountain Lake Valley."

Beginning on the east side of the lake, the project would extend from the intersection of

State Highway Spur 303 (Kiest Boulevard) and Florina Drive in Dallas, crossing the lake and

terminating at the intersection of State Highway Spur 303 and Southeast 14th Street in Grand

Prairie on the lake's west side, a total distance of about two miles. This route would provide a

direct east-west crossing between southwestern Dallas (Oak Cliff) and Grand Prairie.

The bridge design would allow for a 34-foot wide two way roadway for two 12-foot wide

traffic lanes, with room for passing a stalled vehicle. Minimum elevation at the bottom of the

bridge would be 468.10 feet (above sea level), a height ten feet above the spillway elevation of

the dam.
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Acting on the reports from consulting engineers received in late 1975, the board autho-

rized final feasibility studies on the project. Final economic feasibility was established, and on

June 1, 1977, the $9,200,000 Mountain Creek Lake Bridge Revenue Bonds, Series 1977 were

sold, with a final maturity date of January 1, 2007. The effective interest rate was 7.07%.

Construction bids had already been taken the previous March, so it didn't take long for

the contractors to break ground on the site. Contractor J.D. Abrams, Inc. began foundation

work on August 10, 1977.

The bridge was completed and opened to traffic on April 30, 1979. Some 200 guests par-

ticipated in the symbolic first crossing caravan during the dedication ceremonies. Toll collec-

tion didn't go into effect until May 3rd, which allowed motorists to evaluate the convenience

offered by the bridge without having to pay the 40 cent toll. When approaching the toll

booths, many motorists were probably stirred by feelings of familiarity: the old toll booths

from the Dallas-Fort Worth Thrnpike were now in service on the Mountain Creek Lake Bridge.

The sight of those toll booths served as a reminder that, just as the old turnpike brought

Dallas and Fort Worth closer together, Mountain Creek Lake Bridge had now brought Dallas

and Grand Prairie closer together. Under a blue Texas sky embroidered with the vapor trails of

jet pilots taking off from Dallas Naval Air Station on the north bank of the lake, and reflected

on the placid surface of the body of water that powered the light bulbs and computers and

microwave ovens of the citizens of Grand Prairie, another Texas Thrnpike Authority project

became a part of the daily lives of thousands of Texans.

Some 245 miles to the southeast, the Authority's teams of engineers and contractors,

working under the supervision of Project Engineer James Griffin, prepared to beak ground

on the Authority's fourth project, the Houston Ship Channel Bridge. It was a project that, from

its earliest stages of development, had been characterized by a unique personality, a unique

set of priorities. Much the same could be said of the city whose bayou the bridge would cross.

Since its earliest days, when two land speculators from New York took out an ad in the

August 30, 1836 edition of the Telegraph and Texas Register, Houston has been a town that

has worked aggressively to improve itstransportation facilities. The land speculators were

Augustus Chapman Allen and John Kirby Allen, and they were trying to attract settlers to a

new town located along the banks of the Buffalo Bayou, a town that at that time existed in

name only. At least two strokes of brilliance ensured the town's success-its name, which

paid tribute to the hero of San Jacinto; and its location on the banks of a waterway that would

T E N



C H A P T E. R

link Texas' interior with the port of Galveston. Of course, the Allen brothers' successful lobby-

ing efforts to have Houston named as the first capital of the Republic didn't hurt either.

Early efforts to realize Houston's potential as a port proceeded in two directions: dredg-

ing the bayou to a reasonable depth to allow the passage of steamboats loaded with cotton

and other goods, and providing overland transportation routes linking Houston to other parts

of the Republic.

This latter endeavor led to the formation of a turnpike company, the Brazos Plank Road

Company. Chartered in 1850, the company succeeded in grading 23 miles of road before its

investors abandoned the project in favor of another enterprise: the Houston and Texas Central

Railway.

Houston eventually thrived as a deep water port. With the discovery of major oil fields in

Texas after the turn of the century oil became the lifeblood of Houston's economy. And the

Houston Ship Channel was the artery through which it flowed.

World War II saw Houston emerge as a major center of shipbuilding, petroleum refin-

ing, and petrochemical production. This development, much of which became concentrated

east of the sprawling metropolitan area of Houston, created the need for limited access

expressways providing a circumferential route around Houston's central business district. At

the same time, industrial and commercial as well as residential development placed increas-

ing demands on the available crossings of the Houston Ship Channel in eastern Harris

County.

Due to the growing gap between the need for such projects and the decreasing availabil-

ity of tax dollars for constructing them, delegations from Houston and Harris County repeat-

edly approached the Texas'Thrnpike Authority during the 1960s, 1970s, and 1980s, requesting

the study of proposals for toll facilities.

One of these proposals, Beltway 8-West, was studied by the Authority in 1975, and again

in 1976 and 1977. These studies concluded that the project was not feasible at the time. The

Hardy Tollway was also studied by the Authority's consulting engineers. This project was stud-

ied by the Authority in not one but a variety of configurations. Feasibility studies for this pro-

ject eventually were discontinued in 1983 when the citizens of Harris County approved a bond

issue authorizing the formation of the Harris County Toll Road Authority, which eventually

constructed the Hardy Toll Road. The Harris County authority repaid the Texas Turnpike
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Authority for its exhaustive engineering and traffic and revenue studies, which served as the

foundation for the project.

Although the first three projects built by the Texas Thrnpike Authority had been located

in the Dallas-Fort Worth area, the Authority had been concerned with transportation needs in

the Houston area since its very inception. After all, the Authority had studied the feasibility of

a Dallas-Fort Worth to Houston turnpike back in 1954.

Although the Authority didn't become officially involved in the project until the mid-

Seventies, the history of the bridge actually began much earlier. "My earliest knowledge of the

Houston Ship Channel Bridge occurred back when John Connally was governor," said Reily.

"A delegation from Houston approached the Authority and suggested that the Authority look

into a crossing of the Houston Ship Channel in Channelview, in that area. The Authority did

show some interest, but pointed out at that time funding was not available for the necessary

studies."

The bridge advocates then sought help from the State Legislature. A bill designated S.B.

581 was subsequently passed by the Legislature creating the Texas Toll Bridge Authority. The

problem with this bill, however, was that it duplicated the Texas Thrnpike Authority. Connally

vetoed the bill June 18, 1967.

Feasibility studies for the Houston Ship Channel Bridge were well underway when the

Texas Trnpike Authority was reviewed by the Sunset Advisory Commission in 1978. In the

Authority's staff report on ongoing feasibility studies, Engineer-Manager Howard Reily said of

the channel bridge: "We believe this is one of the most needed facilities in the state."

Traffic and revenue estimates confirmed Reily's assessment. Looking at a map, Reily

pointed out in a recent interview, the need for the crossing was obvious. "Toward downtown

Houston," said Reily, "the major crossing of the channel was 1-610. To the east of that is the

Washburn Tunnel. Down river the next crossing is the Lynchburg Ferry, right where Sam

Houston defeated the Mexican army in 1836. The next crossing was way down in Baytown,

the Baytown Thnnel. Those were two-lane tunnels. So, in a sense, there were very few lanes

east of I-610."

The Houston Ship Channel Bridge would serve as a bypass for trucks traveling between

Galveston and the Baytown area, saving them some eight miles each trip. It would provide

even greater service to vehicles prohibited from using the tunnels or ferry because of their
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sizes or cargoes. Additionally the bridge would provide, for all types of commercial and pas-

senger traffic, a north-south bypass of downtown Houston and ready north-south access to the

northeast quadrant of metropolitan Houston.

Reports from the Authority's consulting engineers determined that the Houston Ship

Channel Bridge was feasible and in the late summer of 1978 authorized the sale of revenue

bonds in the amount of $102,000,000 to finance the project. The final maturity date of the

bonds was January 1, 2009, with an effective interest rate of 7.54%..

As described in HNTB's engineering design report, the project would extend 4.22 miles

in length, connecting SH 225 with I-10 and would constitute a portion of the proposed

Houston Beltway 8 Alignment. The project would have four traffic lanes separated by a two-

foot, three-inch concrete median barrier, and concrete barrier walls on each side. Provisions

would also be made for the future construction of a companion parallel bridge to the west

should future traffic demands require it. Beginning on the south end of the project from the

interchange at SH 225, the project would extend in a northerly direction crossing over the

Southern Pacific and Port Terminal Railroad tracks and over Tenneco Road. It would then

rise over the Houston Ship Channel and return to near grade on the north side of the channel

where toll collection and administration facilities would be located. Continuing north, the

project would cross over the Missouri Pacific Railroad and Jacinto Port Boulevard returning

to near grade to an interchange connection with I-10. At Jacinto Port Boulevard, a half-dia-

mond interchange would be provided allowing access to and from the north.

Clearance requirements, established by the U.S. Coast Guard, called for a 175-foot clear-

ance over the center 500 feet of the channel, and a horizontal clearance of 700 feet from face

to face of the main span piers.

The consulting engineers studied seven alternate structure types which would satisfy the

clearance requirements. These types, along with preliminary cost estimates, are listed below:

concrete box girder $18,993,000

steel strutted box girder $18,993,000

steel tied arch $19,493,000

steel half through arch $21,573,000

steel through truss $21,580,000

cable stayed steel girder $21,770,000

steel orthotropic box girder $22,939,000
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Ultimately, the consulting engineers recommended that the concrete box girder design

was the ideal choice for the Houston Ship Channel Bridge. This design would cause little

interference to navigation because the use of falsework bents in the channel would not be

required. Other factors the engineers considered included the high humidity and industrial

atmosphere in the Houston area, which would promote corrosion of steel structures.

Estimates from contractors and fabricators also showed that the concrete box girder design

could be completed and opened to traffic in less time than a steel strutted girder. A shorter

construction period means a shorter bond financing period because the project can be opened

sooner to revenue producing traffic.

What exactly is a concrete box girder bridge? Dan Becker, vice president of HNTB,

explains:

A concrete box girder structure is a hollow concrete box with sloping sides, built with

a traveling form by what we call a balanced cantilever construction. A traveling form is

a support system that's designed to hang off a previously constructed piece of bridge. It

cantilevers out and forms the next segment that's to be cast. Once that segment is cast,

we remove this form and move it forward incrementally and cast the next section. And

when that one is formed, we move forward and cast the next one.

So you keep it balanced as you move out from the pier in both directions at once. And of

course there's another pier over on the other side where you're doing the same thing. And they

come together in the middle. And that's basically all there is to it.

There is one other element to concrete box girder construction that might be of interest

to people who suffer from fear of heights. Asthe two sides of the bridge come closer and closer

together, but before they've actually reached closure in the middle, one can experience the,

unique sensation of concrete swaying in the wind. "It's the critical stage of design, of course,"

said Becker. "When you get out a certain distance on both sides, it's... well, it's flexible. I was

on one of these in France when they were out here almost to closure. With a little wind blow-

ing you could feel the deck going up and down."

The design elements of the actual structure of the Houston Ship Channel Bridge weren't

the only critical elements of the project. The bridge itself had been planned from the very

beginning to comprise a linkage between SH 225 on the south and 1-10 on the north. This
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segment of Beltway 8-East basically constituted the middle link of the Beltway's swing

through eastern Harris County, from 1-45 on the south to US 59 on the north. The construc-

tion schedule called for the bridge to be completed and opened to traffic in early 1982. Plans

for the project, which were developed in cooperation with the SHPTC, also called for the com-

pletion by the SDHPT of connections to the other roads that interchanged with Beltway-8.

These projects included direct connections between the Houston Ship Channel Bridge project

and I-10 and State Route 225, and also the critical portions of Beltway 8 with 1-45 on the

south and US 59 on the north. Without these connections, the project would be literally a

bridge to nowhere.

Construction on the bridge progressed with only minor delays, and at 2:00 p.m. on May

6, 1982, it was dedicated and opened to traffic. Participating in the ribbon-cutting ceremony

were Lt. Gov. Bill Hobby, John Thompson, Chairman of the Texas Thrnpike Authority, and

Philip G. Warner, director of Houston Endowment, Inc. and editor of the Houston Chronicle.

The bridge was officially named the Jesse H. Jones Memorial Bridge, after the Texas lumber-

man, banker, and statesman, born in Robertson County, Tennessee, April 5, 1874.

The bridge's 1,500-foot main span unit and 750-foot channel span, the longest post-ten-

sioned concrete box girder in the Americas, received accolades in the engineering field. The

bridge was named one of 1982's top ten engineering achievements by NSPE, and also award-

ed the PTI Award of Excellence. In a speech before the International Bridge, Tnnel and

Trnpike Association, Daniel J. Watkins, HNTB's Partner-in-Charge of the project remarked

that "HNTB has been privileged to work on such a challenging project."

The challenges didn't end when the bridge began operation. Traffic on the bridge got off

to a slow start. The problem wasn't the bridge itself, but the difficulty in getting to it. Between

1977 and 1982, it seems, the SDHPT had fallen far behind in its construction schedules. The

bridge was opened, therefore, without even the connections to 1-10 and State Route 225 being

completed. These were completed during the first three years of operation, and contributed to

steady growth in traffic. Traffic and revenue continued to lag behind the original forecasts,

however, because of delays in the completion of other portions of Beltway 8, including the

connections to 1-45 on the south and US 59 on the north.

To make matters worse, a nationwide economic recession and downturn in the petrole-

um industry had an unusually severe impact on the Houston area. These effects were particu-

larly severe in the Houston Ship Channel corridor. But this wasn't news to the Authority's
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board of directors. As of 1984, seven out of twelve were from Houston. In Dallas, the most

shocking example of the recession had come in 1982 when Braniff Airlines went bankrupt.

On October 9, 1984, a ribbon cutting ceremony was held on the completed 1-10 inter-

change. Secretary of State Myra McDaniel, Texas Highway Commission Chairman (and ex-

officio member of the Authority board) Robert Lanier, Federal Highway Administrator Ray

Barnhart, and'Thrnpike Authority Chairman John Thompson gathered around a giant pair of

scissors provided by the Houston Chamber of Commerce to snip the ribbon. This assemblage

of federal, state, and local officials provided a symbolic image of the type of achievements that

can be realized by such cooperative efforts.

In 1985, the SDHPT began to expedite its construction schedule, projecting the comple-

tion of frontage road connections to 1-45 on the south in 1989 and to US 59 on the north in

1991. However, the revenue shortfall experienced during the past three years had already cre-

ated a situation that demanded immediate attention. In April 1985, the Authority was

informed by Merrill Lynch, its principal underwriter, of a possible default on the Houston Ship

Channel revenue bonds. Over the course of the summer, various solutions to the problem

were researched by the Authority's directors, staff, and consultants.

Once again, however, the Authority's options were limited by virtue of the Turnpike Act

of 1953, which forbade the transfer of funds from one project (such as the Dallas North

Tollway, which had a surplus) to another (such as the Houston Ship Channel Bridge, which

was not producing sufficient revenue to meet-its debt service requirements). As mentioned

previously, Harris County had its own toll authority by this time. But current law forbade the

sale of the bridge to Harris County. Assistance from SDHPT was also forbidden.

On July 1, 1985, Gov. Mark White sent a letter to the Texas Turnpike Authority urging

the agency to "take all necessary action to avoid the possible default on these bonds." While

the process of evaluating other options continued, it was eventually decided that restructuring

the debt service on the 1978 bonds was the wisest course of action.

The board's decision was guided in large part by a detailed traffic and revenue update

analysis/refinancing study performed by Wilbur Smith and Associates. The report, which was

completed in October, concluded that the traffic and revenue shortfall was attributable in

large part to the delayed completion of the Beltway 8 highway projects, as well as the econom-

ic recession and downturn in the petroleum industry.

WSA's report also noted that, while the total number of channel crossings (including
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the Houston Ship Channel Bridge, I-610, Washburn Tunnel, Baytown Tunnel, and Lynchburg

Ferry) had decreased in the years 1982 and 1983, the Houston Ship Channel Bridge had

marked a steady increase.

In November the board voted to approve a refinancing plan that would restructure the

debt service on the Prior Lien Bonds to match more closely the anticipated net revenues of the

bridge. In December the Authority sold the Texas Turnpike Authority Houston Ship Channel

Bridge Junior Lien Revenue Refunding Bonds, Series 1985. The bond issue was in the initial

principal amount of $27,927,229.20, 12.625% convertible capital appreciation bonds, due

January 1, 2020.

In contrast to the difficulties being experienced over the Houston Ship Channel Bridge in

1985, Mountain Creek Lake Bridge marked its sixth year in operation with its sixth consecu-

tive year of steadily increasing traffic and revenue. Toll revenue for 1985 was $1,194,271 as

compared to $1,107,811 in 1984.
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Mountain Creek Lake Bridge provides motorists in southwestern Dallas County with a direct east-west crossing of the lake.

Opened to traffic on May 6, 1982, the Jesse H. Jones Memorial Bridge over the Houston Ship Channel is a record-setter, even by
Texas standards. Built in five and a half years, the 750-foot main span is the longest segmentally constructed bridge in the
Americas.
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CHARTING A COURSE FOR GROWTH

From the very beginning, a spirit of cooperation and innovation had characterized the

development of the Dallas North Tollway. That same spirit continued to nurture the project as

it extended northward. As previously mentioned, proposals to extend the tollway into Collin

County had first been studied in the late 1970s. Although engineering studies indicated the

project was feasible, the Authority wisely decided to extend the tollway in phases, because of

high prevailing interests rates and low traffic volumes on the north end.

The first extension project, called Tollway Extension, Phase 1, extended the tollway to

Briargrove Lane in far north Dallas. Construction on this project began in late 1983 and was

completed in December 1987 (although the first segments were completed and open to traffic

by the fall of 1986). Phase 2, begun in 1989 and completed and opened to traffic on

September 13, 1994, extended the tollway to SH 121 on the north side of Plano.

Phase 3 would extend the tollway through the city of Frisco to US 380. As of this writing,

the schedule for Phase 3 has not been finalized. But that doesn't mean the city of Frisco isn't

already planning for it. In fact, the tollway has been in Frisco's master plan since 1982.

The Dallas North Tollway extension projects show just how much city planners have

come to rely on the Texas Turnpike Authority as a partner in their future growth and develop-

ment. To fully appreciate this relationship, it's important first of all to realize that these exten-

sion projects don't just tack on a few extra miles of pay-as-you-go expressway starting at the

toll plaza at the end of the old terminus and ending with a toll plaza at the end of the new

one.

The Phase 1 extension, for example, actually began at Royal Lane. From Royal Lane to

1-635, the original tollway was expanded from four to six lanes and other improvements

made, including certain modifications of the 1-635 interchange. On the northern end of the

extension, the project extended beyond the last toll plaza for some distance. Divided service

roads were built from Plano Parkway to just north of FM 544, and an overpass of FM 544 was

also constructed. These would eventually become a part of Tollway Extension, Phase 2.

The city of Plano's involvement also included the acquisition of right-of-way for Phase 2

and advancing money for feasibility studies. According to Jerry Shelton, director of adminis-

tration for the Authority, this sort of cooperation was destined to work out well for all con-

cerned. "They started planning building schools, for example," said Shelton, "in areas that
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didn't have any houses yet because they knew that development was going in there, because

the tollway was coming through."

The Authority would reimburse the funds that had been advanced for engineering stud-

ies and also reimburse funds expended on the construction of feeder roads that would later be

used by the tollway extension. This plan has worked so well that Plano has served as a model

for growth.

Further north, past SH 121, the city of Frisco has followed Plano's example as they antic-

ipate the Phase 3 extension of the tollway from SH 121 to US 380. In 1987 Frisco's leadership

began acquiring right of way for the extension and planning the construction of service roads

(for which the city would be reimbursed by the Authority once the bonds for Phase 3 have

been sold). And this process began while Phase 1 was still under construction, and the ground

breaking for Phase 2 was at least two years away.

The extension projects are being funded, like all Authority projects, through the sale of

revenue bonds. The bonds will be paid off with toll revenue paid by motorists who'choose to

use the Dallas North Tollway. As the Authority's spokesman, Jerry Shelton is sometimes asked

how these new bond issues affect the date when the tollway will be paid out. Jerry Shelton

answers:

Some people say the southern leg of it should've been paid off a long time ago. But

the truth is, every time we'e built an, extension or refinanced, we've made improve-

ments to the southern end of it, too. So it is one project, and when the project is paid off it

will become a free road. As long as we keep extending it, the whole project keeps going

into debt for it but revenues increase also, so it can still be paid off When the people in

the area don't want us to extend it anymore, when they don't want it to be a toll road

anymore, it'll stop being extended and will be paid off and become afree road.
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NEW DIRECTIONS

1987 was an especially eventful year for the Texas Turnpike Authority. First of all, the

year began with a change in management. Howard M. Reily had retired at the end of 1986

after serving 31 years with the agency-the last 18 as engineer-manager. The Authority gave

Reily its highest compliments in a message to the Governor and the State Legislature: "Mr.

Reily served the TexasTurnpike Authority with an outstanding record of leadership. His ability

to work with community leaders, members of the State government, and his fellow employees

and this board, was exemplary in all respects."

Reily was succeeded by Robert G. Neely, who was appointed by the board as executive

director of the Authority, a newly created management position that didn't require an engi-

neering background. The board also named James W. Griffin to the position of Deputy

Director, and made him responsible for Engineering and Construction. Griffin, it will be

recalled, had joined the Authority's engineering staff when Reily was appointed engineer-

manager back in 1969.

The Authority board of directors also had new leadership. Clive Runnells of Houston was

elected chairman, and Charles R. Matthews of Garland was elected vice chairman.

As mentioned previously, 1987 was the year that the first extension and expansion of the

Dallas North Tollway was completed and opened to traffic. During the following year, revenue

trips recorded on the entire tollway would increase from 43,943,386 to 55,681,612.

Looking into the near future, the Authority staff projected huge increases in traffic on

the tollway when extensive construction on the Central Expressway got underway. This would

add greatly to congestion at the tollway's main plaza during rush hour. Adding more lanes

was next to impossible. Fortunately, the Authority was approached by a young entrepreneur

with an offer that was impossible to refuse: His company, called Amtech, would install-at no

cost to the Authority-a $5 million electronic toll collection system that would allow

motorists to pass through the toll plazas without stopping. The system could be in place and

operational by the summer of 1989.

Also in 1987, the board received quite a few interesting requests for feasibility studies.

One project proposed a new turnpike system in the Trinity River Valley in Dallas and Tarrant

Counties. More than ten years had passed since the Authority's various attempts to find solu-

tions to the traffic problems in this corridor had become controversial; and the need for a

solution had grown more critical with every year. Seven north Texas local government agen-

cies had passed resolutions requesting the Authority to perform these studies.
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Another proposal in 1987 came from the City of Fort Worth and the Tarrant County

Commissioners' Court, requesting that the Authority perform feasibility studies on a toll pro-

posal called the Southwest Thrnpike. Yet another request came from an Austin-based trans-,

portation association, regarding the study of a toll project in Travis County called the Plateau

Parkway'Thrnpike.

In June of 1987, a rather unusual proposal was forwarded to the Authority-unusual in

that the study would be for the feasibility of a traffic facility to be used by trains, not automo-

biles, and also unusual in that it wasn't exactly a request. House Bill 1678, which was signed

into law by Gov. Bill Clements, enacted a new amendment to the Authority's statutory respon-

sibilities. In part, the Act reads as follows:

The Authority is hereby authorized, empowered, and directed to study whether the

construction and operation of high-speed rail facilities are financially feasible among

and between the cities o/Houston, Dallas, Fort Worth, Austin, and San Antonio and file

a report, with spec~ifc legislative recommendations...

Without a doubt, however, the event that generated the most excitement in 1987 was a

proposed 37-mile turnpike in Houston, and a piece of federal legislation that could make that

project a reality. The project was known as the Beltway 8-East Turnpike, and over the next five

years, it would generate a great deal of activity and public interest.

Obviously, Texans were beginning to show a greater willingness to accept toll facilities

as part of the overall transportation network of the state. This rising interest was spreading

practically to all corners of the state. And in North Central Texas, toll facilities were being dis-

cussed with greater frequency than ever.

One indication of this interest-and also a cause in itself-was a report called "1986

Greater Dallas Mobility Plan." Sponsored by the Dallas Committee on Highway Finance and

the Dallas Chamber, the report made a number of interesting points about the effects of traffic

congestion: that Dallasites ranked the transportation crisis in their city, far above all other

concerns; that many believed that this crisis was causing a deterioration of the quality of life

in the area; and that the negative economic impact of congestion (estimated at $16.2 billion

between 1986 and the year 2000) far exceeds that of new and improved transportation facili-

ties (just under $12 billion).
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One of the key elements of the report's plan to reduce congestion was a recommenda-

tion for 45 miles of new tollways.

An editorial in the May 13, 1985 Fort Worth Star Telegram was a sign of the times: "Toll

roads offer the advantage of being paid for by the people who use them. They provide, for a

minimal fee, people-moving freedom and convenience at best and relief from an impossible

future traffic situation at worst... The Texas Trnpike Authority still exists. So the machinery

is there to do something beyond what the state, with its limited funds, can do. And probably

get it done more quickly... There may be no other way, in urban areas such as Fort Worth,

Dallas and Houston, to get the job accomplished."

An editorial in the August 28, 1985 edition of the Star Telegram, written by Roger

Summers, had a different tone, but the same message. Summers was unabashedly nostalgic

about the Dallas-Fort Worth'Thrnpike, stating, "In short, the road now called Interstate 30-

a name we've never quite been able to adjust to-does not afford the safe, pleasurable ride it

used to... Bring back the toll booths." Ironically, during the '70s, the Fort Worth Star

Telegram had been one of the most vocal critics of the Authority's plans to enlarge the turn-

pike.

But it would take more than nostalgia for the past to solve the problems of the present,

and it would take more than good intentions to prepare for the problems of the future.

Any doubts about the Authority's determination to meet these challenges could be put to

rest by reading the annual report for 1987, which states:

We believe that 1987, indeed, set a new direction for the Authority. It is with a great

sense of renewal of mission and dedication to the citizens of Texas that this annual

report is submitted..

In 1987, the Texas Turnpike Authority made significant progress toward becoming a true

statewide agency, capable of assisting the State of Texas in solving myriad transportation

issues...

The Texas Turnpike Authority, in close cooperation with the State Department of

Highways and Public Transportation, is moving forward to provide new answers to

transportation challenges. We anticipate 1988 to be a landmark year for the Authority.
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1987 would prove to be a turning point' for the Texas Turnpike Authority, and would

mark a new direction for the agency. And although years ahead would be "landmark years,"

progress would not come easily. But the accomplishments the Authority made during this

period would pave the way for greater achievements in the future.

m
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SEARCHING FOR SOLUTIONS

IN HARRIS COUNTY:

THE BELTWAY 8-EAST TURNPIKE

Texas wasn't the only state searching for solutions to its transportation problems in the

late 1980s. Nor was it the only state in which toll roads were slated to play an increasing role

in the solution of those problems. An article in the Wall Street Journal published March 21,
1990 stated that seventeen states were "considering proposals that would add as much as 800

miles of toll facilities to the nation's existing 5,000-mile network of toll roads, tunnels, and

bridges."

Moreover, the gap between the need for new roads and the availability of funds to pay

for them wasn't just widening on the state level. As one transportation lobbyist put it, the fed-

eral government was "breathing hard just to keep up with repairs on the interstate high-

ways," much less keeping up with the demand for new ones.

Federal policy since 1916 generally had prohibited tolls on roads built with federal

funds. There had been, however, some notable exceptions. The 470-mile Pennsylvania

Turnpike, the granddaddy of modern toll roads, was built with a substantial grant from the

federal government. For the past 80 years, the federal government's attitude toward toll roads

had been fairly similar to Texas' Thrnpike Act of 1953: toll roads would be permitted, but only

if their money wasn't used to build them.

During the Bush administration, these restrictions began to be relaxed. Toll roads fit

into the administration's emphasis on increased "user fees" to finance infrastructure

improvements. Another definition of "user fees" is "pay-as-you-go," and there could hardly

be a better example of this concept in action than the toll road.

The clearest example of this shift in federal policy was the Surface Transportation and

Uniform Relocation Assistance Act, passed by the U.S. Congress and signed by President

George Bush in 1987. The act included a provision that permitted seven states to identify and

apply for federal assistance to finance as much as 35% of the costs of building new toll roads.

Texas was one of those states. The SHPTC applied for Beltway 8 East in Harris County to be

Texas' candidate project. The 37-mile project would extend from US 59 on the south to US 59

on the north, forming an outer loop on the eastern periphery of Harris County. This was the

long-delayed project of which the Houston Ship Channel Bridge originally had been designed

as a key link.

The Federal Highway Administration approved the Commission's request in December
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1987. Early the following year, the Texas Turnpike Authority authorized preliminary studies to

determine the feasibility of the project. Thus began the long, convoluted history of the

Beltway 8-East project and the Texas Turnpike Authority's efforts to make it a reality.

Over the course of the next five years, the project would acquire a new name, the Sam

Houston Tollway East. During that period of time, the SDHPT and its governing body, the

SHPTC, also would acquire new names, becoming known officially as the Texas Department

of Transportation (TxDOT) and Texas Transportation Commission, respectively. (For simplic-

ity's sake, these terms will be used hereafter.) This change came about with the passage of the

Texas Transportation Act of 1991 which, among other provisions, merged the Texas High

Speed Rail Authority and SDHPT.

The one unwavering constant in this story is the Texas Turnpike Authority and its

unceasing efforts to overcome the obstacles to building this project.

The initial feasibility studies for the Beltway 8-East project were accepted by the

Authority in 1988. After reviewing these reports, the board decided to divide the project into

two segments, Phase 1 (between I-45 South to US 59 North) and Phase 2 (between I-45 South

and US 59 South). This decision was made because of the sparse development in the corridor

traversed by the segment identified as Phase 2, southern and eastern Harris County.

The traffic and revenue reports indicated that Phase 1 of the project most likely would

get off to somewhat of a slow start, but by the year 2010, it would be earning a healthy

income (a debt coverage forecast of 1.73). These figures were developed with the premise that

35% of the construction costs would be funded by the federal government.

The project moved forward in January 1989 as the Authority gave its consulting engi-

neers notice to proceed with civil engineering and traffic and revenue investment grade feasi-

bility studies. It took the greater part of the year for the engineers to complete these studies,

which included the review of several alternative configurations of the project.

It was during this period that the service roads of the complete Beltway 8 system were

renamed the Sam Houston Parkway. Thus, the Authority designated the project the Sam

Houston Tollway East.

Another new wrinkle developed in the project. Because it was to receive 35% federal

financing, it had to conform to FHWA design standards. This made the project more expen-

sive. In January 1990, Authority staff members and consultants met with staff members of

TxDOT and the Federal Highway Administration to discuss the project.
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According to calculations based on the Authority's engineering reports, the project

would still be feasible if TxDOT would agree to finance the complete construction of the US

59 North/Sam Houston Tollway East interchange. This had not been part of the original

agreement between the two agencies.

Yet another wrinkle developed when TxDOT suggested reduced travel speed parameters

on the frontage roads for the turnpike-a factor that could discourage some motorists from

using the facility. The Authority agreed to conduct supplemental traffic and revenue studies to

research the matter, and also authorized an additional study of traffic origins and destina-

tions in the corridor. These studies confirmed the fact that, for the project to be feasible,

TxDOT would have to finance the complete construction of the US 59 North/Sam Houston

Tollway East interchange. One of the other prerequisites of this scenario was that the 1-45
South/Sam Houston Parkway East interchange (which was a TxDOT project) be completed in

a timely fashion.

In March of 1990, the Authority was optimistic that, if an agreement were reached early

in the year, bonds could be sold to finance the project before the end of the year. But as 1990

wore on, it became apparent that TxDOT didn't have enough funds for the US 59 North/Sam

Houston Tollway East interchange. Nor did it have enough funds to finish its own projects in

a timely fashion. According to statements by TxDOT representatives, the 1-45 South/Sam

Houston Parkway East interchange might very well be delayed. This was the kind of news that

the Authority's staff and consulting engineers didn't like to hear. Such delays could have seri-

ous consequences on a toll project, as the experience of the Houston Ship Channel Bridge had

clearly shown.

Consequently, in October 1990, the Authority's board of directors informed the Texas

Transportation Commission that, under these conditions, the entire project was not feasible.

By resolution, the board elected to transfer the portion of Sam Houston Tollway East between

1-10 East and US 59 back to TxDOT. The board did, however, express its intention to pursue

the southern portion of Phase 1, which was designated Phase 1A, extending between SH 225

and 1-45 South. The board also expressed its intention to pursue Phase 2 of the project at a

later date, should economic development in that area accelerate.

Under the leadership of Chairman Clive Runnells of Houston and Vice Chairman

Charles R. Matthews of Garland, the board also made it known that the Authority intended to

seek revised legislation through the Sunset process (the Authority was scheduled for another
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review in 1991) that "could enhance its ability to obtain adequate financing for the remain-

ing portions of the Sam Houston Toliway East it has been authorized to develop.

At this juncture, it should be pointed out that the Sam Houston Tollway East project

wasn't the only project that had pointed out the need for these enhanced abilities. Also during

1990, the Authority had undertaken the study of another proposed toll road in Harris County.

This project, located in the northeastern area of the county, was designated the Treaschwig

Road Tollway. As with the Phase 2 portion of the Sam Houston Tollway East project, there was

a definite need for this route, but at the time, there wasn't sufficient development in the area

to support a project that would be funded solely through toll revenue-backed bonds. The

Authority's annual report for 1990 stated: "The Authority's staff believes this is a project well

suited for financial assistance from private sources provided that new avenues of financing

become available to the Agency as a result of the 1991 rewriting of its legislation in the Sunset

review process.

Clearly, a great deal was at stake. The annual report for 1990 concludes with this state-

ment: "Sunset legislation and an internal management audit in 1991 will further prepare the

agency for the challenges of the future. In cooperation with the State Department of Highways

and Public Transportation, the Authority plans to aggressively pursue solutions to transporta-

tion problems throughout the State. The Texas Trnpike Authority continues to offer innova-

tive alternatives in meeting the ever-growing transportation needs of the people of the State of

Texas."

1991 saw the enactment of new legislation and voter approval of a constitutional

amendment that did in fact address concerns that the Authority's board members and staff

had begun voicing with ever greater emphasis during recent years. On the Federal level, the

president signed the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA). This

act allows federal funding contributions of up to 50% of the costs of turnpikes and up to 80%

of the cost of toll bridges and tunnels subject to the support, approval, and participation of

TxDOT. The federal assistance, however, is not new money allocated to Texas but is drawn

from regular Federal allocation of highway funds to TxDOT. On the State level, a constitu-

tional amendment (Proposition 2), approved by the voters in 1991, and the reenactment of

the Texas Thrnpike Authority Act-passed by the 72nd Legislature and signed into law by

Gov. Ann Richards in June of 1991-gave the Authority far greater flexibility in developing
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new projects. The new laws make it possible for the Authority to receive financial support

from funds available to TxDOT, and also allow public/private partnership financing of turn-

pike projects.

And so, as the Authority had predicted at the beginning of the Sam Houston Tollway

East project, the agency had embarked in a "new direction." As things turned out, however, it

was a direction in which the Sam Houston Tollway East project was destined not to go. Over

the course of 1991 and 1992, Harris County began to express an interest in developing this

project. Subsequently, the Texas Transportation Commission rescinded its previously granted

authorization to the Authority to develop the project. Then the Commission granted Harris

County or its Sam Houston Parkway Transportation Corporation the authority to construct a

county turnpike within the State's Beltway 8 right-of-way-from US 59 North to US 59

South.

This action precluded the Authority from pursuing any further attempts to develop the

project. Ultimately, Harris County would develop a plan to construct the tollway with the help

of TxDOT. As part of an agreement which also included the transfer of the Houston Ship

Channel Bridge to Harris County, TxDOT pledged a portion of $90 million in federal highway

funds, $80 million in state-owned right-of-way, and $120 million in construction of inter-

changes for the project. The events that precipitated the transfer of the Houston Ship Channel

Bridge to Harris County will be discussed in a subsequent chapter.
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Built in phases, the Dallas North Tollway is an example of a multi-disciplinary approach to urban d-sign. With countless engineers,

architects, planners and landscapers involved in the planning and construction, the DNT has become a major thoroughfare in one

of the city's most developed areas.
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INTO THE NINETIES

Harry Kabler, who came to work for the Texas Thrnpike Authority in June 1955, retired

in June 1994. During those 39 years Kabler had experienced the satisfaction of seeing many

successful projects proceed from preliminary studies through the phases of feasibility determi-

nation, financing, bond issue, contract-letting, construction, and routine maintenance dur-

ing operation. Kabler had also experienced frustration and disappointment when, for various

reasons, a project ultimately did not meet the criterion established by the Texas Turnpike

Authority's enabling legislation.

In his last two weeks with the Authority, Kabler reflected on the many satisfying

moments his job had brought him. For Kabler, the ultimate achievements of the Authority

weren't measured by bond issues and revenue trips, but in service to the public. Going

through his files, Kabler perused the many letters from grateful patrons who praised the

Authority for the quality of its facilities, for the courtesy shown by its toll collectors, and vari-

ous other things.

Kabler related the story of an incident that occurred one evening on his way home from

work, when the Authority's headquarters were still located on the Dallas-Fort WorthThrnpike.

A female motorist had pulled off on the shoulder of the road with a flat tire. Kabler pulled

over and offered to change the tire for her. The woman was grateful for his offer, explaining

that she didn't know how to do the job herself. She insisted, however, that she should do the

actual work herself, with Kabler giving her directions. Kabler attempted to talk her into letting

him change the tire, but the woman refused to debate the subject further. So Kabler stood by,

giving the 'woman step-by-step instructions as she performed the actual labor. All the while,

rush hour motorists drove by as witnesses to the act, much to Kabler's embarrassment. When

the job was done, the woman thanked Kabler profusely for his assistance, and drove on.

It should be noted that, while Kabler's gentlemanly nature coincided with this directive,

it was a matter of policy that all Authority employees driving the turnpike to and from work

were to stop and render aid to patrons in need. In reviewing the early history of the Authority,

one is frequently struck by the impression that these were simpler times, not just for the aver-

age citizen, but for the TexasThrnpike Authority as well.

The Dallas-Fort Worth'Ihrnpike, in retrospect, seems to have come about as a relatively

straightforward solution to a simple problem.'Tvo major cities needed an expressway. Since

the state didn't have the funds for the road, an agency was created to build it as a turnpike.

The truth of the matter, as we have seen, was that this achievement wasn't altogether
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easy. Nor were any of those that followed. The Texas Thrnpike Authority had been created to

find solutions to transportation problems in Texas, and providing those solutions wouldn't get

any easier over time. Since 1953, however, the Authority has performed the function for which

it was created not just by building toll facilities, but by studying and identifying the traffic

needs of the present and future, by calling public attention to them, and by proposing solu-

tions. Such was the case with the Beltway 8-East project.

Concurrent with the Beltway 8-East studies, the Authority also conducted numerous

studies in other parts of the state. In 1987, the Authority had been directed to perform a study

to determine the feasibility of constructing and operating high speed rail facilities to connect

the "Texas Triangle" cities of Houston, Dallas, Fort Worth, Austin, and San Antonio. The

Authority contracted the firm of Lichliter/Jameson & Associates, a Houston-based engineering

firm, to manage a team of seven engineering firms which would perform the study at a cost

of $555,000 in Authority funds. The study was completed and the report delivered to the

Governor, Lieutenant Governor, and Speaker of the House in early 1989. Based on the results

of this study, the Legislature created the Texas High-Speed, Rail Authority to further examine

feasibility and solicit bids for a franchise to build and operate the rail system.

In March 1990, Robert Neely resigned his position as executive director of the Texas

Turnpike Authority. He was later to serve as executive director of the newly created High Speed

Rail Authority. In October 1990, the board appointed John B. Ramming to succeed Neely as

executive director. Ramming had previously served as general manager'of the Indiana Toll

Road Commission, and also as deputy attorney general of Indiana.

The late Eighties also saw the Authority return to familiar ground as leaders in Dallas

and Tarrant counties sought to improve traffic conditions in the Trinity River Valley. The

Authority's engineering firms began assembling data in late 1986 for a proposed toll highway

called the Trinity Turnpike System. The system would consist of three components: The

Trinity Trnpike (the spine of the system, extending 10.5 miles), the West Fork Branch (20

miles), and the Elm Fork Branch (13.5 miles). The civil engineering assessment reported that

the entire project would cost $1,082,000,000. The high cost of the estimate was due to the

environment of the corridor-both natural and man-made. Portions of the system would

pass over floodways, floodplains, and major thoroughfares, requiring the use of bridges of

unusual height and length.

These cost estimates showed that the original configuration of the Trinity Turnpike
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System was not feasible. The board then asked the Authority staff to investigate the project to

see if it could be broken into smaller segments that might prove to be feasible or near feasible.

New studies were launched in early 1988. In the end, however, these studies showed that even

the most attractive of all the configurations studied would cost a total of $489,000,000 over a

length of 21.5 miles. The report concluded that, if the turnpike were opened to traffic in 1993,

it would generate gross revenues of $34,044,000, yielding a debt service coverage of only 0.47.

In 2012, it would generate gross revenues of $63,732,000, a debt service coverage of 0.89.

This assessment forced the Authority to conclude in its 1988 annual report: "Even

though the project is considered to be a badly needed highway addition for the North Texas

area in the next century, it appears the Texas Turnpike Authority will not be able to construct

and operate the project under the financing resources it has available at this time."

(Emphasis added.)

Area transportation planners did not, however, give up on the project. The Authority has

continued to work closely with several governmental entities who support the construction of

the Trinity Turnpike System. Several of these governmental entities are promoting and

attempting to develop the funding for additional engineering studies so that the right-of-way

for the turnpike can be identified and protected from development. During 1991, the Dallas

Regional Mobility Coalition (DRMC) adopted the project and renamed it the Trinity Parkway.

The DRMC envisions that the turnpike should be developed as a joint project of TxDOT, the

Authority, the contiguous cities, DART, and Dallas County.

C H A P T E R
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1 991 LEGISLATION PROVIDES

NEW VISTAS

The mission of the Texas Turnpike Authority is to plan, finance through both public

and private resources, build, operate and maintain a system of toll roads, bridges, and

tunnels for all the people of Texas in partnership with the Texas Department of

Transportation (TxDOT). Our system provides safe and efficient movement of people,

goods, and services, which improves transportation and promotes economic develop-

ment. We will operate in ways that are sensitive to the environment and are fiscally

responsible. Our system will be an integral part of a dynamic multi-modal transporta-

tion system for Texas.

The board of directors of the Texas Thrnpike Authority adopted the above mission state-

ment at its April 15, 1993 nieeting. Drafted under the leadership of Chairman Luther G. Jones,

Jr., the statement mentions some things that should be obvious to anyone familiar with the

agency's history. But it also contains key phrases which show just how far the Authority has

come in the past few years.

That the Authority "provides safe and efficient movement of people, goods, and services

and improves transportation" should come as no surprise, especially to the motorists who use

its facilities.

The fact that, by providing these services, the Authority also "promotes economic devel-

opment" is a well-known and easily observed fact. Nor does the statement's promise to "oper-

ate in ways that are sensitive to the environment and are fiscally responsible" need any expla-

nation.

The phrase "to finance through both public and private sources" bears further com-

ment, however, as it represents one of the major breakthroughs of 1991. In November 1991,

Texas voters approved Proposition 2, which authorized the Texas Transportation Commission

to provide funds from any of its sources to projects of the Texas Thrnpike Authority. Highway

funds must be repaid by the Authority. The amendment also makes it possible for the

Authority to receive ISTEA funds (the Intermodal Surface Transportation Efficiency Act of

1991 allows federal funding contributions of up to 50% of the costs of turnpikes and up to

80% of the cost of toll bridges and tunnels-subject to the support, approval, and participa-

tion of TxDOT). Until Proposition 2 was approved by Texas voters, these federal monies were

off-limits to the Authority, since, technically, the funds become state funds once they are allo-

cated from the federal government to TxDOT.
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Proposition 2 represented a giant step for the Authority, and a change of heart on the

part of Texas voters. The use of state funds for toll roads had been outlawed in Texas for 37

years. It's interesting to note that this amendment appeared on the same ballot as the one

allowing the establishment of a state lottery-something which had been outlawed for 146

years. This amendment also was approved.

Ironically, a measure related to funding turnpikes had failed in 1987, the same year vot-

ers had approved horse and dog racing. The 1987 measure differed, however, in that it would

have allowed local governments to seek voter approval to guarantee toll facility bonds.

According to the 1991 staff report of the Sunset Advisory Committee, "a total of 29

states, including Texas, build toll roads." In addition to the state-wide toll authorities in those

states, "at least 32 local government toll agencies exist across the country, including the

Harris County Toll Road Authority in Texas. None of the other states that build and operate

toll roads are constitutionally prohibited from using tax revenue to support toll roads."

The 1991 change in Texans' attitude toward both toll facilities and gambling is easy to

understand when one recalls House Speaker Gib Lewis' statement that legislators had to

choose between either a state lottery or a tremendous tax increase to meet the 1991 revenue

shortfall. A sweeping reorganization of state agencies was also urged as part of a $5.2 billion

plan to cuts costs and enhance government efficiency. A comprehensive plan was outlined in

Comptroller John Sharp's Texas Performance Review, which had been delivered to the 72nd

Legislature during its regular session. One of the outgrowths of this audit was the reorganiza-

tion of state transportation agencies, which was outlined in the Texas Transportation Act of

1991.

This act created the Texas Department of Transportation (TxDOT) as an umbrella

agency, consolidating the State Department of Highways and Public Transportation, the High-

Speed Rail Authority, the Department of Aviation, and the planning arm of the Texas Railroad

Commission..The act also created the Texas Transportation Commission, which would serve

as the governing body for the new umbrella agency. Some legislators had favored the consoli-

dation of the Texas Thrnpike Authority with TxDOT. As a matter of fact, the subject was hotly

debated. Those favoring the merger opined that it would result in a savings of manpower and

provide a more cohesive coordination of transportation planning in the state. The Texas

Trnpike Authority board, however, issued a statement summarizing its reasons for opposing

the measure, not the least of which was the fact that members of the financial community

w
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had over the years repeated their concern that such a merger would adversely affect the bond

rating of the Authority's projects. The board also pointed out that all revenues from Authority

projects were currently pledged to maintenance and bond repayments and could not be used

by TxDOT anyway. Numerous editorials also spoke out against the merger. The Dallas

Morning News stated that "binding the highly efficient turnpike operations to the slow-mov-

ing highway bureaucracy would create more problems than it would solve."

In the end, the Transportation Act merely included a provision stating that "it is the

sense of the Legislature" that the agencies would be merged in 1997. Clearly, however, this

was not the conclusion reached by the staff of the Sunset Advisory Commission, which per-

formed an exhaustive review of the Texas Turnpike Authority in late 1990.

Thanks in large part to the recommendations of the Sunset Staff Report, the Authority

emerged from 1991 with legislation that, among other things, enhanced its accessibility to

public funds and permitted the agency to enter into partnerships with privately capitalized

organizations, such as toll road corporations. These provisions were part of House Bill 749,

which was passed during the regular session of the 72nd Legislature and signed by Gov. Ann

Richards in 1991.

The Sunset staff recommended that the Texas Trnpike Authority be continued as a sep-

arate State agency. The report concluded that the cost savings of such a merger would be

minimal, as the functions of the Authority are, in many respects, unique. Since the review was

conducted prior to the approval of Proposition 2, the staff also pointed out that the merger

would be unconstitutional, as it would allow state funding of turnpikes.

The legislation also made provisions for closer coordination between the Authority and

the Texas Transportation Commission. The act specifically provides that as the Commission

formulates "plans and policies for the location, construction and maintenance of a compre-

hensive system of highways and public roads... the Commission shall consider, for the incor-

poration into the state highway system, turnpikes that other governmental entities are autho-

rized to construct." Another article states that, except for toll facilities built by counties with a

population of more than 2.4 million, such turnpike projects must be first approved by the

Commission. When deciding whether to approve a toll road or turnpike project, the

Commission is directed to consider the ability of TxDOT "to construct any connecting roads

necessary for the toll road or turnpike to generate sufficient revenue to pay the debt incurred

for its construction."

72
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These provisions were greeted with a great sense of relief by everyone from Authority per-

sonnel to transportation planners, and the average citizen behind the wheel. A writer for the

Fort Worth Star Telegram probably overstated the fact by writing:

Under new legislation, Texas highway and turnpike officials for the first time are

required to talk to each other about state transportation needs. So far, the agencies have

been reluctant to help each other too much. Highway officials view toll roads as a poten-

tial threat to scarce construction dollars, and turnpike officials don't want to be slowed

by state bureaucracy.

In fact, both agencies had a history of working together which dated back to the creation

of the Texas Turnpike Authority in 1953. The new legislation, however, laid down certain

guidelines for a formal process of coordination for both agencies which would affect trans-

portation planning from its earliest stages to the final stages of construction and mainte-

nance. The staff report of the Sunset Advisory Commission had also strongly recommended

that the Authority and TxDOT participate in more joint projects.

The provisions in the 1991 turnpike legislation that directed TxDOT to take into consid-

eration its ability to construct connecting roads was in line with the recommendations of the

Sunset staff, whose report pointed out that:

Coordinated long-term planning could have lessened problems experienced with the

Houston Ship Channel Bridge and the Harris County Toll Road Authority's Sam Houston

Tollway. Both tollways are carrying traffic below expected levels. In the case of the Houston

Ship Channel Bridge, delays slowed construction of service roads and interchanges connect-

ing the bridge with Interstates 10 and 45. In the case of the Sam Houston Tollway, the SDHPT

purchased the right-of-way and built "free" three-lane access roads, with the intention of

building center lanes in the future. When Harris County built the center lanes as toll roads,

much of the traffic chose to stay on the access roads rather than pay a toll, since the access

roads followed the same road and were not highly congested.

House Bill 749 was indeed landmark legislation. Some of its provisions, however, repre-

sented a culmination of recent efforts to expand the authority to build toll roads in the state.
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The Sunset report pointed out that:

Legislation passed in 1947 and amended in 1977 and 1989 authorized counties

bordering on the Gulf of Mexico and adjacent counties to build toll roads and bridges.

In 1989, the 71st Legislature expanded the authority to all counties in the state with a

population above 1.5 million. Unlike 7A bonds, county toll road bonds may be sup-

ported by a county ad valorem tax, with the approval of voters in the county. To date,

the Harris County Toll Road Authority is the only county authority.

In 1989, the 71st Legislature amended the Road Utility District Act which allows for the

creation of utility districts to construct and maintain roads. The 1989 amendment expanded

this authority to include financing, constructing, and operating toll roads.

In 1987 and 1989, the Legislature passed bills authorizing TTA to enter into agreements

with the State Department of Highways and Public Transportation (SDHPT), cities, counties,
road utility districts, transportation corporations and local government corporations to build

joint toll road projects. No formal joint agreements, as envisioned by these acts, have been

formally adopted since the passage of these bills. However, if SDHPT's available resources

prove to be insufficient to ease urban congestion, joint projects may be an attractive

funding alternative. (emphasis added)

This last sentence would strike certain transportation planners as something of an

understatement. According to a 1993 statement by Michael Morris, director of the North

Central Texas Council of Governments, the Dallas-Fort Worth area had $17 billion in trans-

portation needs, but only $10 billion in revenue from gas and sales tax receipts and bonds.

"As a result of that shortfall, we've got to find ways to get these freeways built, and toll roads

are one way to do that," said Morris.

Now, as we look again at the mission statement adopted by the board of the Texas

Turnpike Authority in the spring of 1993, the first sentence has added resonance.

The mission of the Texas Turnpike Authority is to plan, finance through both public and

private resources, build, operate and maintain a system of toll roads, bridges, and tunnels for

all the people of Texas in partnership with the Texas Department of Transportation (TxDOT).

(Emphasis added.)
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By establishing guidelines for this partnership, House Bill 749 promises new vistas for

not only the Texas Turnpike Authority, but "for all the people of Texas." The agency had been

striving to become a true state-wide agency for some time. The new guidelines for coordina-

tion with TxDOT have helped bring this goal within reach.

Exciting new possibilities are also offered by the provision allowing the Authority to

enter into partnerships with various other entities, including private toll road companies.

Although the 1913 law which authorized such companies was allowed to expire in 1991 (dur-

ing which time no private toll roads were ever built), a flurry of new turnpike companies were

formed in the months before the bill expired. In the last three days before the law expired

(June 1, 1991), seven companies were formed. Four of those seven were formed by the Perot

Group, which is headed by Ross Perot, Jr. The Perot Group proposed to build four turnpikes in

the Dallas-Fort Worth area.

The legislation also allows the Texas Turnpike Authority "to make and enter into con-

tracts and operating agreements with similar authorities or agencies of other states, including

states in Mexico." In cooperation with TxDOT, the Authority has studied numerous proposals

to identify options for the two agencies jointly to improve transportation in the border area.

Numerous turnpike and bridge proposals have been examined, some of them involving part-

nerships with private turnpike companies. Currently, it is impossible to guess what the full

effects of the North American Free Trade Agreement will be. One thing, however, is obvious:

the increased level of commercial activity on both sides of the border will result in ever-

increasing traffic demands. In many cases, the existing traffic facilities are already overbur-

dened by heavy trucks and are operating at capacity.

The Trnpike Act of 1991 contained another provision that will have far-reaching effects

on its future operation. The provision, contained in Section 20b., allows the Authority to use

surplus revenues from one project to support less successful projects. This provision became

the subject of heated debate during the 72nd Legislature, but 1991 wasn't the first time the

idea had been discussed. It will be remembered that the Authority had proposed extending the

tolls on the Dallas-Fort Worth Turnpike in order to provide more lanes in the Trinity corridor,

but this proposal met with some disfavor in Fort Worth and Tarrant County.

The idea came up again in 1991 in conjunction with the Houston Ship Channel Bridge.

Revenue was still below projections, and the Authority's financial advisor had reported that

the project faced a default in 1996, when the interest payments on the 1985 junior lien bonds

would come due. The options available to the board were limited by the provisions of the
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Thrnpike Act as it existed prior to the new legislation. Basically, the only viable action was to

refinance the bonds. The Sunset Advisory Commission, however, recommended that the

Turnpike Act be changed so that funds from one project could be transferred to another.

This suggestion was welcome news in Harris County. The Houston Chronicle headlined a

story on the issue "Sunset Panel Suggests Way to Bail Out Bridge." One Houston legislator

even suggested that if the Authority wasn't allowed to transfer funds between projects that it

should be abolished. Ironically, back in 1977, the most vociferous opponents of the Freepike

plan had said the same thing.

The debate over the transfer of funds between projects also reminded State Rep. David

Cain of Dallas (also chairman of the House Transportation Committee) of the 1977 contro-

versy. "We had the debate over whether we should take the tolls and build other projects," said

Cain. "And the consensus was that projects should stand on their own."

Dallas area residents also expressed their concern that the tolls they paid for using the

Dallas North Tollway or Mountain Creek Lake Bridge would go to Houston, instead of being

used for the facilities they were paying to use. The provision allowing the transfer of funds

between projects in'the Turnpike Act of 1991, as enacted and signed by Gov. Richards, would

not, however, allow that to happen. The bill permits the use of surplus funds only from turn-

pike projects financed on or after September 1,1991.

A solution to the Houston Ship Channel Bridge's financial problems still needed to be

found. In April 1992, the board approved a plan by PaineWebber/Lehman Brothers to refi-

nance the senior and junior lien bonds, and filed an application with the Bond Review Board.

After obtaining approval from the Bond Review Board, the Authority would be able to sell the

bonds to refinance the bridge. But the Bond Review Board took no action. Finally, in August,

the Bond Review Board advised the Authority to consult with Harris County about the possibil-

ity of transferring the bridge to Harris County.

The proposal was brought before the attorney general to determine whether the state

constitution would allow such a transfer. The attorney general held that current legislation

neither authorized nor prohibited the action. On May 27, 1993, the State Legislature settled

the question with the passage of Senate Bill 242. The bill allows the transfer of Authority pro-

jects to Harris, Dallas, Tarrant, or Bexar County, subject to the approval of the Authority, the

Texas Transportation Commission, and the Governor. And so, on May 6, 1994, the Houston

Ship Channel Bridge was officially transferred to Harris County.
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Senate Bill 242 also established a revolving fund for the Texas Turnpike Authority. The

provisions for the revolving fund allow the Authority to receive advances from TxDOT and

other sources, which can then be leveraged to finance new projects, provide matching funds

for federal grants, provide credit enhancement for bonds, to provide security for or payment of

debt for Authority projects, and for any other reasonable purpose. The bill also requires reim-

bursement for advanced monies when a project is successful.

The revolving fund could have been the deciding factor in determining the feasibility of

certain projects in past years. "Had the revolving fund been in place when Harris County first

wanted us to do the Hardy Toll Road and Sam Houston," said Jerry Shelton, "we could have

done those projects. That's how close it was."

In the end, the transfer of the Houston Ship Channel Bridge to Harris County yielded

something for everyone. The Texas Turnpike Authority emerged with even greater enhance-

ments to its financing ability. The bondholders were paid off at full value, at a cost of

$178,000,000. (Although as a part of the Authority's plan to refinance the bridge, the bond-

holders had agreed to take less than full value. Once Harris County got involved, however, the

bondholders refused to take less than full value, as they were confident that the Texas

Turnpike Authority would not allow the bonds to default.) Harris County got the bridge by

issuing $232 million in tax-backed bonds, of which approximately $200 million was used to

finance the bridge. The leftover monies wereto be used to finance new segments of the Sam

Houston Tollway. As previously mentioned, the Texas Transportation Commission also agreed

to share $90 million in federal highway funds with the county, to provide $80 million in

state-owned right-of-way for the Sam Houston Tollway, and to finance $120 million in con-

struction of interchanges for the tollway

In the final denouement of the troubled financial history of what is officially known as

the Jesse H. Jones Memorial Bridge, there remains an interesting historical footnote. Jones,

who died in 1956, is probably best remembered today as a Houston philanthropist, former

publisher of the Houston Chronicle, and a man who tirelessly promoted Texas and all things

Texan. In the field of U.S. history, however, Jones undoubtedly exerted his greatest influence

during his tenure in Washington, D.C., as the country struggled to dig its way out of the Great

Depression. Jones was first appointed to the board of the Reconstruction Finance Corporation

by President Hoover in 1932. During the administration of Franklin D. Roosevelt, Jones was a-
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key figure in many of Roosevelt's New Deal lending programs. Through these efforts, Jones

helped save hundreds of banks, railroads, and factories from disaster.

The process of transferring the Houston Ship Channel Bridge to Harris County also set in

motion an interesting chain of events in the Dallas area. If Harris County officials had been

enthusiastic over the prospect of acquiring a financially troubled project, their Dallas-area

counterparts were positively thrilled about the prospect of acquiring a cash cow like the Dallas

North Tollway and the modestly successful Mountain Creek Lake Bridge.

Two primary concerns fueled the Dallas County movement to assume control of these

projects. The first concern was repeatedly underlined in newspaper coverage of the efforts.

"COUNTY OKS TOLLWAY TAKEOVER PLANS: REVENUES WILL REMAIN IN AREA IF TURN-

PIKE AGENCY GIVES UP CONTROL," read a headline in the Dallas Morning News on October

21, 1992. Dallas County Judge Lee Jackson was quoted as saying, "Revenue generated by

motorists in the Dallas area will stay in the Dallas area. This gives us control over our own

resources."

And by controlling those resources, Dallas County officials hoped to use surplus revenue

from current Dallas area projects to finance other area transportation projects, including new

toll road projects. "With these planning decisions in the hands of the county," stated an edito-

rial in the Dallas Morning News, "construction of tollways could become more feasible. The

Texas Trnpike Authority always had to maintain a statewide perspective in its planning."

However, the Authority's "statewide perspective" had been one of the cornerstone con-

cepts behind its creation in 1953. The 1993 bill allowing the transfer of Authority projects to

county control specified that such transfers were subject to the approval of the Authority, the

Texas Transportation Commission, and the Governor. Discussions between the Authority and

Dallas County regarding the transfer came to an end when Chairman Luther Jones, Jr. con-

tacted Jackson and informed him that approval was not forthcoming. Gov. Ann Richards had

expressed her conviction that the Authority's "statewide perspective" continue.
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TOWARD A FEASIBLE FUTURE

Transportation news was big news in 1991, and it would continue to be big news. One of

the reasons for all the interest was the North American Free Trade Agreement (NAFTA). Trade

between the U.S. and Mexico had been steadily rising since the late 1980s. In very basic terms,

that meant a lot more trucks rumbling down Texas roads. Trucks are hard on roads and

bridges. Mexican trucks were a special concern, too, as they tend to carry much heavier

weights than those allowed in the U.S.

If anticipation of the effects of the free trade pact (which went into effect January 1,

1994) heightened awareness of the transportation needs of the border area, the first six

months of the pact brought those needs into sharper focus than ever.

During the first six months of 1994, U.S. exports to Mexico rose 17%, for a total of $24.5

billion in U.S. goods. During that same period, imports from Mexico rose by 21%, for. a total

of $23.4 billion (source: U.S. Department of Commerce). In 1993, Texas shipped $20.4 billion

worth of goods to Mexico, 49% of the total U.S. exports to Mexico and more than three times

as much as any other state. No wonder William A. Orme, Jr., author of Continental Shift: Free

Trade and the New North America, states: "The impact of Mexican trade on the American

economy divides the United States neatly in two: Texas, and everywhere else."

The booming border town of Laredo, poised to become the gateway for free trade

between Mexico and the U.S., is one of the areas in which the impact of NAFTA is being felt

the most-literally. As the United States' largest land-locked port of entry, traffic on both of

the bridges linking Laredo and Nuevo Laredo routinely backed up in both directions long

before NAFTA went into effect (January 1, 1994). Consequently, in 1991, not one but two sepa-

rate proposals by private turnpike companies were developed to handle traffic crossing the

border between Nuevo Leon and Texas via the new Solidarity International Bridge, eighteen

miles north of Laredo. One of the projects would extend to IH-35, the other from Laredo to

Corpus Christi. Mexican authorities announced their plans to build a toll road connecting the

crossing with Monterrey.

Both private turnpike companies requested the participation of the Texas Turnpike

Authority in the construction, operation, and maintenance of their projects. The Authority

continued to study these and other proposals during 1993 and 1994. The Authority and

TxDOT also sponsored a joint study by the Center for Transportation Research (CTR) of the

University of Texas at Austin concerning border area infrastructure needs. The study, called

the "Comprehensive Overview of the Texas Mexico Border Study," was to be completed in
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1994. Some of the proposals that have been considered by the Authority in the border area

involve joint projects with Mexico.

Authority Chairman Luther Jones anticipates some kind of Texas-Mexico toll project to

come about during the next two to five years. "I want to see us do it," says Jones. "It would be

good for Texas. It would be good for Mexico."

In the summer of,1993, the Authority took under consideration a proposal to build a

turnpike in the "West Texas Corridor," consisting of a toll extension of 1-44 from Wichita Falls

to Abilene. Another configuration of the project called for the turnpike to continue from

Abilene to Eagle Pass. The Authority also took under consideration a request forwarded by

Grupo ICA of Mexico, that the proposed turnpike be considered for extension from Eagle Pass

to Saltillo, Mexico. Traffic and revenue studies were launched in 1994 with the cooperation

and participation of TxDOT, which agreed to fund 50% of the cost of the studies. The

Authority and TxDOT also agreed that their staffs would jointly determine the construction

cost of the project, develop the operation and maintenance cost of the project, and perform

financial feasibility analysis.

Two of the other projects studied during this period involved airports. In 1993 the

Dallas-Fort Worth Airport requested that the Authority perform an initial feasibility assess-

ment of a proposed toll project commonly known as the "DFW Airport East-West Connector."

The project would extend 5.3 miles from SH 360 near Harwood Drive to SH 161 near Walnut

Hill Lane. The Authority, in conjunction with TxDOT, entered into a fixed cost Interlocal

Agreement with the Dallas-Fort Worth Airport Board to perform an initial feasibility study of

the project, which did not prove feasible.

The other airport-related project studied during this time period, the Addison Airport

Tunnel, was approved by the State Highways and Public Transportation Commission on

August 28, 1991, during its last meeting under that name. The idea for an east-west tunnel

under the 35 year old airport had been kicked around since 1986. City and county officials

had considered constructing the tunnel at that time, but after determining that it would cost

as much as $40 million, dropped the idea.

Finally, in 1990, Dallas County and cities surrounding the airport requested that the

Authority study the feasibility of the project. Dallas County funded most of the cost of the

study This study showed'that the project wasn't quite feasible. However, the revenue projec-

tions came closer to providing financial feasibility than any project the Authority had studied
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in ten years. Officials from Addison, Farmers Branch and Carrollton, as well as Dallas County

Judge Lee Jackson and Dallas County Commissioner Jim Jackson urged the Authority to study

the project further, and pledged their support. Dallas County agreed to provide approximately

$3,000,000 in right-of-way funding which would further enhance financial viability. The City

of Addison pledged $2,500,000.in credit enhancement to help fund the project, and TxDOT

Commission approved the expenditure of funds to move forward. And, following the comple-

tion of final investment grade civil engineering and traffic revenue studies (which did deter-

mine feasibility), and the resolution of certain outstanding issues, the Authority was able to

issue the revenue bonds for the project. Construction is scheduled to begin in 1996.

A quick glance at a map reveals why this project garnered such enthusiasm. Keller

Springs Road, a major cross-county thoroughfare, is blocked by Addison Airport. An article in

the Metrocrest News (October 29, 1992) pointed out just what the 2/3-mile tunnel would

mean to the average motorist in the area. A University of Texas student traveling from class to

Josey Lane in Carrollton via Campbell Road, Belt Line Road and Josey Lane would require

about 24.4 minutes to travel 10.8 miles. The tunnel would allow the student to go home via

Campbell and Keller Springs, shaving 8.4 minutes and 2.1 miles off his or her drive.

A delivery person picking up a package from Preston and Arapaho roads for delivery at

Marsh Lane and Keller Springs would save 4.3 minutes and 0.5 miles via Keller Springs and

the tunnel, as opposed to taking Keller Springs, Midway, Belt Line, and Preston.

.A commuter who lives on the Dallas North Tollway but works at I-35E and Keller

Springs would save 6.4 minutes and 1.9 miles by taking Keller Springs and the tunnel (13.6

minutes for 5.7 miles) rather than Keller Springs, Addison-Belt Line and Midway (20 minutes

for 7.6 miles).

As transportation problems continued to be a primary concern of Texans in the 1990s,

toll facilities continued to be mentioned with increasing frequency whenever solutions to

those problems were discussed. Excluding news stories about Authority projects already in

operation, here are a few of the headlines that appeared in the early 1990s in Texas newspa-

pers: "AS GRIDLOCK NEARS, TOLLWAYS GET 2ND LOOK" (Fort Worth Star Telegram

September 12, 1991), "18 FREEWAYS MAY BECOME TOLL ROADS" (Dallas Times Herald

August 25, 1991), "LAREDO, INVESTORS SPLIT OVER TOLL ROAD" (San Antonio Express

News July 25, 1994), "PEROT FIRM MAY CONSTRUCT 4 PRIVATE AREA TOLL ROADS"

(Dallas Morning News July 12, 1991), "TOLL ROAD STUDIED TO EASE 1-30 TRAFFIC FLOW"
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(Fort Worth Star Telegram February 25, 1993), "PLAN FOR TOLL LANES ON FREEWAYS

TOUTED" (Dallas MorningNews September 12, 1991).

In mid-1994, the Authority's Board authorized a feasibility study for what could be one

of TTA's biggest projects: SH-190T from Garland to Irving.

The flood of proposals kept the board and staff of the Texas Thrnpike Authority busy.

Board member Jere Thompson was appointed to chair a special committee to identify poten-

tial toll projects statewide. "It seems like toll road proposals have just bubbled up from every-

where during the past few weeks," said Thompson. "It's kind of interesting, because 'toll' has

pretty much been a dirty word in Texas."

There was also sad news mixed in with these headlines. On May 12, 1991, J.C. Dingwall,

the Authority's first Engineer-Director, died in Houston after a long illness. He had returned to

the Highway Department in 1958, where he served as State Highway Engineer from 1968

until 1973, taking the helm from Dewitt Greer. One Highway Department employee summed

up the inherent difficulty in Dingwall's succession of Dewitt Greer by saying, "God is a hard

act to follow." Dingwall was also highly revered by those who worked with him. TxDOT

Engineer-Director Arnold Oliver said of Dingwall:

Although he had to work in the formidable shadow of his predecessor, Dewitt Greer,

through his integrity, administrative abilities, and vision he left an indelible imprint during

the five years he served as head of the department. One thing that can't be overemphasized is

his importance to the early Texas Thrnpike Authority. He had a vision that, in the long run,

all our mobility problems can't be solved purely by the state's building highways. He was a

proponent back then of something that is now the 'latest thing' in the national transportation

community-intermodalism. Mr. Dingwall set a pattern of top-notch professionalism. J.C.
Dingwall was a pioneer. Our department and our state have been served through his wisdom.

Today, there is a sense of continuity linking the TexasTrnpike Authority as it marks its

40th anniversary as an innovative, progressive force at the forefront of concepts like inter-

modalism-or, as it's referred to in the Authority's mission statement, "multi-modalism."

This sense of continuity is also maintained by the agency's leadership. At their May 1994

meeting, the Authority board voted unanimously to appoint James W. Griffin to the post of

Executive Director. The sixth person to head the agency, Griffin had served as Deputy Director

since 1987. More importantly, however, Griffin is a professional engineer, like the first three

wN
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Engineer-Managers of the Authority-Dingwall, Davis, and Reily. Howard Reily once said

that he knew the location of every rock on the Dallas North Tollway right-of-way. With 25

years of experience in both the managerial and engineering aspects of the Authority, Griffin

brings the same depth of expertise to this role.

In the business of transportation, "intermodalism" or "multimodalism" (as referred to

in the Authority's mission statement) are terms which basically refer to a transportation net-

work incorporating numerous modes of transportation-including both "free" highways,

bridges, and tunnels and toll facilities; and various modes of rapid transit-into a user-

friendly system.

Another idea discussed in recent years is the incorporation of toll express lanes on

"free" highways. Various means of "congestion pricing" have also been researched. One con-

cept would involve charging drivers more to drive during peak periods. This concept has also

been suggested for toll roads. Motorists who use tollways during peak hours would simply be

charged more.

Toll projects are, by their nature, congestion relief projects. Because of the Authority

staff's experience in these matters, it's no surprise when their expertise is sought by trans-

portation planners looking for new, innovative approaches to solving the traffic problems of

the future.
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To help increase tollway capacity during peak hours, the Authority equipped the Dallas North Tollway with the country's first
Electronic Toll Collection (ETC) equipment in 1989. Today, there are more than 80,000 active TollTags used in an average day,
representing more than 38 percent of total transactions on the DNT.
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INNOVATIONS

Any motorist who's ever been stuck in bumper to bumper traffic and suddenly realized

what it felt like to be a cow stuck in the middle of a milling herd will be gratified to learn that

one of the most important innovations in traffic management-the TollTag-was based on

technology developed for keeping track of cattle.

The Authority's electronic toll collection system allows a motorist with a TollTag

attached to his or her windshield to pass through a toll plaza without stopping, without rum-

maging for change or rolling down a window. A low-powered electronic signal scans the

coded card and enters the information into a computer which, in less than a second, flashes a

green light reading "VALID TAG-GO." The toll is automatically deducted from the driver's

account. When the account falls below the $10 minimum, it is replenished from the driver's

credit card or through payment at the TollTag store at 12300 Inwood Road, Suite 110.

Computer programmer-turned entrepreneur David Cook and his partner Ken Anderson

were in the midst of building the hugely successful Blockbuster Entertainment video rental

chain when Cook's father told him he might want to check out the work of a group of scien-

tists in Los Alamos, New Mexico, home of the atomic bomb. Cook's father said the scientists

had created an electronic system for tracking livestock in the field. The high tech outfit, called

Amtech, had been initially backed by the U.S. Department of Agriculture. The technology had

been in development for 12 years. Cook investigated, and his firm ended up acquiring control

of Amtech, along with the patent rights to TollTag technology.

Today, Amtech technology is being used around the world, not only for tollways, but for

tracking shipping containers transported by ship, rail, and truck. In 1989, Amtech's system

was selected as the industry standard for identification tags in this intermodal industry. But it

was virtually unknown before the $5 million TollTag system was installed on the Dallas North

Tollway, at no cost to the Authority.

The Amtech system on the Dallas North Tollway became operational on June 19, 1989.

Almost immediately, rush hour delays at the main toll plaza were relieved. Research by Cook

showed it was a simple matter of arithmetic: A correct change transaction in a correct change

only lane takes an average of 5.2 seconds. Change-making lanes take an average of 12.2 sec-

onds. Drivers with TollTags pass through in an average of two seconds.

The Dallas North Tollway was the first major turnpike in the U.S. to be 100% equipped

with such an electronic toll collection system. By the end of May-1990, some 22,000 TollTags
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had been leased-2,000 more than the Authority and Amtech had expected during the first

year of operation. A week-long survey in March showed that 41% of rush-hour traffic had

TollTags. In late 1990, the Authority began implementing "TollTag only" lanes at the toll-

way's barrier plazas, which provide an additional convenience to TollTag users, and substan-

tially improve the flow of traffic.

Scott Bums, a writer for the Dallas Morning News, began using his TollTag on the first

day the system was put into effect. Impressed, Burns wrote:

Without increasing the size of the road, without land takings, without millions of

tons of concrete, without any of the disruption and misery associated with the expansion

of a road system, without a dime in taxes, TollTags may solve the problem of morning

and evening traffic jams at the Wychff toll booth.

More importantly, however, Burns was impressed by the symbolic implications this

technological advance offered:

The broader story is that Amtech is demonstrating what we need to be the city we want to

be in the 21st century: Innovation.

By December 1993, patrons had purchased 89,300 TollTags. TollTag transactions aver-

aged 80,000 daily for the year. Turnpike executives from around the world have come to

Dallas to observe the system in operation. The system, and the manner in which it was

financed by the Authority, drew the Federal Highway Administration 1991 Innovative Finance

Award.

In 1993, the Authority acquired the TollTag system from Amtech, and signed a contract

with Cubic Toll Systems for the design, fabrication, installation, and maintenance of a new

toll collection system at a cost of $10,700,000. This system will do more than merely collect

tolls electronically, it will bring numerous other accounting, security, and communications

systems together in an integrated network. The system is known as VIVID, for Video,

Integrated Voice, Integrated Data. Jerry Shelton explains:

Until July 1, 1994, the TollTag system was a separate system owned and maintained by

Amtech, and our toll collection equipment was leased from Cubic Toll Systems. We also have

human toll collectors/change makers. So you have two collection systems, and those have to
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be reconciled. We were looking for a way to do that anyway and we decided to integrate every-

thing we had. We went out for proposals, and we found that such a thing did not exist.

Someone had to design it and oversee its implementation. The purpose was we wanted to

integrate systems for auditing, to properly account for everything. But as long as we were

doing it, technology had come in with fiber optics to integrate everything. So with VIVID we

integrated our two collection systems. Plus, our communications-telephone, intercom,
video surveillance, and security-can all be integrated into one system going through one

computer and carried through fiber optics. VIVID will make things a lot more efficient.

VIVID represents not only the latest technology, but the culmination of over 25 years

experience in learning the specific needs of an urban commuter tollway like the Dallas North

Tollway. From the very beginning, the Authority's staff had searched for ways to speed the flow

of traffic through the Tollway's barrier plazas. In November 1968, toll collectors began hand-

ing out leaflets, advising patrons to have correct change ready. In February 1969, they began

passing out free plastic coin containers with the same message. The next major innovation

was ''ollTag technology. Around the same time, video cameras were installed to provide extra

security, and also to catch scofflaws in the act of "running" the lanes of the toll plazas with-

out paying.

The VIVID system will also allow the recognition of toll violators. A video record will be

made of these violations, and integrated into a computerized accounting system. "Lane run-

ners" will be issued notices of violations. Integration of the video surveillance system will also

provide increased security for monies located at each plaza site. The "voice" component of

VIVID is the telephone and intercom system. All data collected at the plazas relating to classi-

fication of vehicles and amount of tolls will be transmitted via fiber optic backbone to the

central processing office where audit records will be established for each toll attendant. This

will establish an audit trail for all funds collected.

Then the VIVID system is installed and becomes operational in 1995, the Dallas North

Tollway will have the most modern toll collection equipment in the United States.

In the future, we're told, we'll have "smart highways" and "Intelligent Vehicle Highway

Systems." All vehicles will be built with some type of device that can be electronically read by

a posted scanner or antenna. This type of technology opens up all sorts of possibilities. Traffic

can be monitored electronically, to determine how many cars are on the roads and where

they're going. If a particular route becomes congested, drivers can be warned-or forced-to
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take an alternate route. The traffic management applications for Intelligent Vehicle Highway

Systems seem limitless.

It's gratifying to realize the role the Texas Trnpike Authority has played in pioneering

this new technology. Its facilities are not only "smart," they're at the head of the class.
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GOOD ROADS FOR TEXAS

Texans have long exhibited a flair for doing things their own way. Looking back on

some of the milestones of Texas history, this trait of individuality is a recurring theme: From

the Texas Rangers who tamed the West to the Texas Rangers who are the pride of Arlington,

from the Alamo to the Astrodome, from the trail drives to the roads we drive today.

The TexasThrnpike Authority is an heir to that tradition. The Authority is not only sepa-

rate and distinctly different from the Texas Department of Transportation, it is unlike any

other road-building agency in the world. It was established in 1953 to serve very specific

needs, and directed to operate under a unique set of conditions. Things have changed a great

deal since 1953. Thanks to the perseverance of those who have served the Authority and

worked on its behalf over, the past 40 years, the TexasThrnpike Authority has also changed a

great deal during that time.

In fact, many things had changed since that day in February 1991, when a group of city,

county, and state officials had gathered on the southern edge of Plano to commemorate the

start of construction on the extension of the Dallas North Tollway to SH 121.

Changes in legislation have given the Authority a great deal more flexibility in the ways

it can plan, finance, construct, and operate transportation projects. At the same time, various

other governmental entities-not the least of which is TxDOT-have more options open to

them for involving the Authority in joint projects. Finally, there also seems to be a greater

awareness of who the TexasThrnpike Authority is, and what its functions actually are.

There's also a great deal of pride in the Authority's accomplishments, and a great many

people share those feelings. Those feelings were on prominent display on September 13, 1994,

for the official dedication of the Dallas North Tollway, Extension Phase 2. Representatives

from all levels of government, from the Governor's office on down, were on hand to com-

memorate the occasion. The extension of the tollway was expected to open new avenues for

growth in Plano. The extension improves access to Legacy Park, home of Electronic Data

Systems, the company that made Ross Perot a millionaire, as well as bringing Plano that

much closer to downtown Dallas.

And a little further up the road, on the other side of SH 121, activity is picking up as

Collin County residents anxiously look forward to the day when the tollway is extended

through to Frisco. Frisco is the city with the fastest percentage growth rate (13% each year for
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the past three years) in the 16-county Dallas-Fort Worth Metroplex area. Just north of SH 121,

and convenient to EDS, Dallas Cowboys owner Jerry Jones recently purchased 550 acres of

land along the planned tollway extension. Jones plans to build 2,000 luxury homes on the

tract. Also, the 1,053-acre Post Oaks development is situated along the right-of-way of the

tollway extension. Post Oaks is one of the largest developments in the area, and is slated for

more than 2,000 single-family homes, retail businesses, and multifamily housing.

During the Authority board's last meeting in 1993, it had voted to build a two-lane ser-

vice road from SH 121 to Stonebrook Parkway near downtown Frisco. The Authority also

agreed to reimburse the Frisco Economic Development Corporation which is building the

remaining portion of the service road, from Stonebrook to FM 720 (Main Street). Frisco offi-

cials know that the service road (which will eventually serve as a service road for the tollway)

will promote more development in the area, which will enhance the feasibility of the tollway

extension and thereby hasten the beginning of construction on the project.

"It has been a real partnership to make all of this happen," said Collin County Judge

Ron Harris, who also heads the Tollroad Committee for the Regional Mobility Coalition.

From Frisco's Main Street, the 9.2 mile extension project will continue to US 380. The

route will give Frisco a major north-south thoroughfare on the west side of the city, which

now uses the ever-more-congested Preston Road (SH 289) on the city's east side. As this por-

tion of the tollway also follows the Collin-Denton County line, Denton County will also

become more accessible to traffic.

State Rep. Jerry Maddren of Richardson said the project represents "a major step in the

continuing development of Collin County, particularly with regard to the City of Frisco and

surrounding areas. The Dallas North Tollway's planned extension from Texas 121 to US 380

will only serve to enhance the already phenomenal rate of economic growth being experi-

enced by that portion of the county.

Collin County Judge Ron Harris, one of the biggest boosters of the Texas Turnpike

Authority project, dropped hints that current developments only represent a scratch on the

surface. "I really don't think any of us understand what can happen when that road punches

its way through to 380," said Harris. "It would be a real shot in the arm for Collin County."

What other milestones might be in store? "There is even talk of it crossing the Red

River someday," said Harris.

Jerry Shelton doesn't want to say anything premature on that topic. "Right now you've
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got two north-south roads going up there, 1-35 and US 75," said Shelton. "And they're not

that bad. For the long trips, those two roads can handle it. Our expansion past 380 would

depend on some phenomenal growth, but who can predict?"

Pressed a little harder, Shelton reveals that the subject has come up before. "The people

from the Oklahoma Turnpike Authority have said that if we'll build one to the Red River

they'll build one on the other side," he says with a smile. "Who knows what the limit to the

growth of the metroplex is?"

Nor is it possible to predict what tomorrow holds in store for the people who search for

answers to the transportation problems of the future. For the past 40 years, the Texas'Thrnpike

Authority has worked to provide those solutions. During the next 40 years, those problems will

not get any easier. If experience has taught us anything, it's that the same old solutions won't

work.

Innovation is a key element to not only solving problems, but recognizing them. As

Charles Purnell said, "The Texas Thrnpike Authority was created as a tool for innovation. I

represented an innovative approach in 1953, and it's still a tool for innovation today. How,

when, and where that tool is used, is up to the public to decide. That's the beautiful thing

about it. As Howard Reily used to say, 'The Authority is the cart, not the horse."'

g
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History of The Texas Turnpike Authority

BOARD OF DIRECTORS

Robert J. Potts
R.L. Tayloe
W R. Boyd, Jr.
E.H. Thornton, Jr.
Armistead D. Rust
Bert Fields
Marshall Formby
A.H. Rowan
PR. Rutherford
Herbert C. Petry Jr.
Charles F Hawn
Clyde R. Ashworth
Halbert 0. Woodward
M.J. Neely
Dr. R.H. W Drechsel, Sr.
R.L. Thornton, Sr.
Don Looney
Jack H. Kultgen
Joe M. Haggar, Jr.
John P Thompson
R.L. Thornton, Jr.
Marshall H. Warder
Dee]. Kelly
Garrett Morris
Dewitt C. Greer
Albert W Rollins
J. Frank Holt, III
Charles E. Simons

Joe H. Foy
Cyril J. Smith
Beeman Fisher
George W Hawkes
Charles W Duke
Richard J. Lindley, Jr.

Harlingen
Dallas
Teague
Galveston
San Angelo
Dallas
Plainview
Fort Worth
Houston
Carrizo Springs
Athens
Arlington
Coleman
Fort Worth
Fort Worth
Dallas
Fort Worth
Waco
Dallas
Dallas
Dallas
Grand Prairie
Fort Worth
Fort Worth
Austin
Arlington
Dallas
Dallas
Houston
Houston
Fort Worth
Arlington
San Antonio
Houston

9/25/53
9/25/53
9/25/53
9/25/53
9/25/53
9/25/53
9/25/53
9/25/53
9/25/53

- 2/15/55
- 5/18/61

-11/6/59

- 5/21/57

- 6/5/63
- 8/6/63
-3/16/59
- 2/15/59
- 4/11/58

2/15/55 - 6/11/73
5/21/57 -4/24/63
9/3/58 -10/31/69
3/16/59 - 6/28/68
12/15/59 -5/18/61

12/18/59 - 1/7/72
5/18/61 -2/15/64
5/18/61 - 7/14/67
4/24/63 - 4/1/69
6/6/63 - 8/31/70
4/20/64. -3/9/87
4/20/64 - 7/14/67
7/14/67 -5/15/75
7/14/67 -9/27/76
6/26/68 - 5/19/71
4/1/69 -3/23/81
2/6/70 - 1/10/72
8/31/70 -5/22/87
5/19/71 -11/22/78
1/5/72 -5/25/83

'1/5/72 - 6/1/73
1/7/72 -5/25/83
1/10/72 - 6/2/83
1/14/72 -9/24/75
6/1/73 -5/8/79
5/25/83 - 10130/89



Reagan Houston, III
Durwood A. Sutton
Gene H. Bishop
Walter M. Mischer, Jr.

A. Sam Waldrop
Russell H. Perry
Ray A. Barnhart
Clive Runnells

Jack T Dulworth
John R. Butler, Jr.

Robert H. Dedman

Robert C. Lanier
CC. Sm itherman
Royce B. West
Jerry Deuster
Ray C. Stoker Jr.
Thomas M. Dunning
Robert M. Bass
Robert L. Collins
Richard L. Bischoff
R.E. "Ed" Palm
Charles R. Matthews
James N. Muns
Wayne Duddlesten
Philp Montgomery
Jere W Thompson, Jr.
William Mahomes, Jr
Michael Y Chou
Henry R. Munoz, Ill
Luther G. Jones, Jr.
David Bernsen
Raul A Besteiro, Jr.
NathelyneA. Kennedy
Anne S. Wynne
Lorraine Perryman
Tomas Cardenas, Jr.
Ruben R. Cardenas
Stephen Lloyd Van

San Antonio
Grand Prairie
Dallas
Houston
Abilene
Dallas
Pasadena
Houston

Houston
Houston

Dallas

Houston
Houston
Dallas
Houston
Odessa
Dallas
Fort Worth
Houston
Houston
Fort Worth
Garland
Dallas
Houston
Dallas
Dallas
Dallas
Houston
San Antonio
Corpus Christi
Beaumont
Brownsville
Sugar Land
Austin
Odessa
El Paso
McAllen
Dallas

6/11/73

5/15/75
9/24/75
9/8/77

- 5/2/79
- 7/26/79
- 12/31/78

- 4/2/87
11/22/78 - 2/17/83
1/9/79 - 8/29/83

5/2/79 -1/29/81
5/8/79 - 1/13/87
3/9/87 - 7/19/93
7/30/79 - 11/14/86
3/23/81 - 4/9/85
7/29/87 - 4/24/89
3/19/81 - 7/25/85
2/25/87 - 11/21/91
3/30/83 - 7/29/87
5/25/83 - 10/21/88
6/2/83 - 5/2/90
8/29/83 - 4/2/87
7/25/85 - 1/11/93
7/25/85 - 4/15/86
4/23/86 - 2/25/87
11/14/86 - 11/27/91
1/13/87 - 11/26/91
4/2/87 - 11/27/91
4/2/87 - 7/29/92
5/22/87 - 4/9/93
4/24/89 - 11/20/91
9/28/89 - 2/15/95
10/30/89 - 2/15/95
5/2/90 - 4/25/94
11/27/91 - 2/15/97
11/21/91 - 2/25/94
11/27/91 - 2/15/97
11/20/91 - 2/1/97
11/26/91 - 2/15/97
8/13/92 - 2/15/99
1/11/93 - 2/1/99
6/17/93 - 2/15/99
7/19/93 - 2/15/99
3/7/94 - 2/1/95
9/12/94 - 2/15/95
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When the Dallas-Fort Worth Trnpike first opened, billboards such as these could be seen along the roadway urging travellers to
take the Turnpike.
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Introduced in the Spring of 1962, the "Jim-Tim" Mower, developed by the Turnpike's maintenance department, was the first of its
kind to trim under guard rails and around the posts along the Dallas-Fort Worth Turnpike.
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