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PRESIDENT’S MESSAGE

To the Congress of the United States:

Our unity as a nation is sustained by free communication of thought
and by easy transportation of people and goods. The ceaseless flow
of information throughout the Republic is matched by individual and
commercial movement over a vast system of interconnected highways
crisscrossing the country and joining at our national borders with
friendly neighbors to the north and south.

Together, the uniting forces of our communication and transporta-
tion systems are dynamic elements in the very name we bear—United
States. Without them, we would be a mere alliance of many separate

arts.

X The Nation’s highway system is a gigantic enterprise, one of our
largest items of capital investment. Generations have gone into its
building. Three million three hundred and sixty-six thousand miles
of road, traveled by 58 million motor vehicles, comprise it. The re-
placement cost of its drainage and bridge and tunnel works is incal-
culable. One in every seven Americans gains his livelihood and sup-
ports his family out of it. But, in large part, the network is inade-
quate for the Nation’s growing needs.

In recognition of this, the governors in July of last year at my
request began a study of both the problem and methods by which the
Federal Government might assist the States in its solution. I ap-
pointed in September the President’s Advisory Committee on a
National Highway Program, headed by Lucius D. Clay, to work with
the governors and to propose a plan of action for submission to the
Congress. At the same time, a committee representing departments
and agencies of the National Government was organized to conduet
studies coordinated with the other two groups.

All three were confronted with inescapable evidence that action,
comprehensive and quick and forward-looking, is needed.

First. Each year, more than 36,000 people are killed and more than
a million injured on the highways. To the home where the tragie
aftermath of an accident on an unsafe road is a gap in the family circle,
the monetary worth of preventing that deatlgl cannot be reckoned.
But reliable estimates place the measurable economic cost of the high-
way accident toll to the Nation at more than $4.3 billion a year.

Second. The physical condition of the present road net increases
the cost of vehicle operation, according to many estimates, by as much
as 1 cent per mile of vehicle travel. At the present rate of travel,
this totals more than $5 billion a year. The cost is not borne by the
individual vehicle operator alone. It pyramids into higher expense
of doing the Nation’s business. Increased highway transportation
costs, passed on through each step in the distribution of goods, are
paid ultimately by the individual consumer.
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Third. In case of an atomic attack on our key cities, the road net
must permit quick evacuation of target areas, mobilization of defense
forces, and maintenance of every essential economic function. But
the present system in critical areas would be the breeder of a deadly
congestion within hours of an attack, )

Fourth. Our gross national product, about $357 billion in 1954, is
estimated to reach over $500 billion in 1965 when our population will
exceed 180 million and, according to other estimates, will travel in
81 million vehicles 814 billion vehicle-miles that year. Unless the
present rate of highway improvement and development is increased
existing traffic jams only faintly foreshadow those of 10 vears hence.

To correct these deficiencies is an obligation of government at every
level. The highway system is a public enterprise. As the owner and
operator, the various levels of government have a responsibility for
management that promotes the economy of the Nation and properly
serves the individual user. In the case of the Federal Government,
moreover, expenditures on a highway program are a return to the
highway user of the taxes which he pays in connection with his use of
the highways.

Congress has recognized the national interest in the principal roads
by authorizing two Federal-aid systems, selected cooperatively by the
States, local units, and the Bureau of Public Roads.

The Federal-aid primary system as of July 1, 1954, consisted of
234,407 miles, connecting all the principal cities, county seats, ports,
manufacturing areas, and other traffic generating centers.

In 1944 the Congress approved the Federal-aid secondary system,
which on July 1, 1954, totaled 482,972 miles, referred to as farm-to-
market roads—important feeders linking farms, factories, distribution
outlets, and smaller communities with the primary system.

Because some sections of the primary system, from the viewpoint
of national interest, are more important than others, the Congress in
1944 authorized the selection of a special network, not to exceed 40,000
miles in length, which would connect by routes, as direct as practi-
cable, the principal metropolitan areas, cities, and industrial centers,
serve the national defense, and connect with routes of continental im-
portance in the Dominion of Canada and the Republic of Mexico.

This national system of interstate highways, although it embraces
only 1.2 percent of total road mileage, joins 42 State capital cities and
90 percent of all cities over 50,000 population. It carries more than
a seventh of all traffic, a fifth of the rural traffic, serves 65 percent of
the urban and 45 percent of the rural population. Approximately
37,600 miles have been designated to date. This system and its mile-
age are presently included within the Federal-aid primary system.

In addition to these systems, the Federal Government has the
principal, and in many cases the sole, responsibility for roads that
cross or provide access to federally owned land—more than one-fifth
the Nation’s area. g i

Of all these, the interstate system must be given top priority in
construction planning. But at the current rate of development, the
interstate network would not reach even a reasonable level of extent
and efficiency in half a century. State highway departments cannot
effectively meet the need. Adequate right-of-way to assure control

of access, grade separation structures, relocation and realinement of
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present highways—all these, done on the necessary scale within an
integrated system, exceed their collective capacity. -

If we have a congested and unsafe and inadequate system, how
then can we improve it so that 10 years from now it will be fitted to
the Nation’s requirements?

A realistic answer must be based on a study of all phases of highway
financing, including a study of the costs of completing the several
systems of highways, made by the Bureau of Public Roads in coopera-
tion with the State highway departments and local units of govern-
ment. This study, made at the direction of the 83d Congress in the
1954 Federal-aid Highway Act, is the most comprehensive of its kind
ever undertaken. :

Its estimates of need show that a 10-year construction program to
modernize all our roads and streets will require expenditure of $101
billion by all levels of Government. :

The preliminary 10-year totals of needs by road systems are:

_Billions

Interstate (urban $11, rural $12 billion) _-___________ . _____ ‘. . : 7 $23

Federal-aid primary (urban $10, rural $20 billion) . _ - .. _Z__ . _______ 30

Federal-aid secondary (entirely rural) ... _______ . . _ . . ... 15

Subtotal of TFederal-aid systems (urban $21, rural $47 billion)______ 68

Other roads and streets (urban $16, rural $17 billion)_ _ - _________ ______ 33
Total of needs (urban $37, rural $64 billion)_ _ __.__._____ e 10

The Governors’ Conference and the President’s Advisory Committee
are agreed that the Federal share of the needed construction program
should be about 30 percent of the total, leaving to State and local
units responsibility to finance the remainder. . :

The obvious responsibility to be accepted by the Federal Govern-
ment, in addition to the existing Federal interest in our 3,366,000-mile
network of highways, is the development of the interstate system with
its most essential urban arterial connections. 3

In its report, the Advisory Committee recommends: _

1. That the Federal Government assume principal responsibility for
the cost of a modern interstate network to be completed by 1964 to
include the most essential urban arterial connections; at an annual
average cost of $2.5 billion for the 10-year period.

2. That Federal contributions to primary and secondary road
systems, now at the rate authorized by the 1954 act of approximately
$525 million annually, be continued.

3. That Federal funds for that portion of the Federal-aid systems in
urban areas not on the interstate system, now approximately $75
million annually, be continued.

4. That Federal funds for forest highways be continued at the
present $22.5 million per year rate.

Under these proposals, the total Federal expenditures through the
10-year period would be:

Billions

Interstate system._______ . __ .o $25. 000

Federal-aid primary and secondary__ ______________________________ 5. 250

Federal-aid urban_ __ .. ___ e . 750
Borest RIBNWAYE. oo e + 225 .

FLOLAIETNIOS W o SO L M N IR S S ) 31. 225
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The extension of necessary highways in the Territories and highway
maintenance and improvement in National Parks, on Indian lands and
on other public lands of the United States will continue to be treated
in the budget for these particular subjects.

A sound Federal highway program, I believe, can and should stand
on its own feet, with highway users providing the total dollars neces-
sary for improvement and new construction. Financing of inter-
state and Federal-aid systems should be based on the planned use of
increasing revenues from present gas and diesel oil taxes, augmented in
limited instances with tolls.

I am inclined to the view that it is sounder to finance this program
by special bond issues, to be paid off by the above-mentioned revenues
which will be collected during the useful life of the roads and pledged
to this purpose, rather than by an increase in general revenue
obligations.

At this time, I am forwarding for use by the Congress in its delibera-
tions the report to the President made by the President’s Advisory
Committee on a National Highway Program. This study of the
entire highway traffic problem and presentation of a detailed solution
for its remedy is an analytical review of the major elements in a most
complex situation. In addition, the Congress will have available the
study made by the Bureau of Public Roads at the direction of the 83d
Congress.

These two documents together constitute a most exhaustive exami-
nation of the national highway system, its problems and their remedies.
Inescapably, the vastness of the highway enterprise fosters varieties
of proposals which must be resolved into a national highway pattern.
The two reports, however, should generate recognition of the urgency
that presses upon us; approval of a general program that will give
us a modern safe highway system; realization of the rewards for
prompt and comprehensive action. They provide a solid foundation
for a sound program.

Dwicar D. EISENHOWER.

Tae Warre Housg,

Feburary 22, 1955.

A 10-YEAR NATIONAL HIGHWAY PROGRAM

A REPORT TO THE PRESIDENT

THE PRESIDENT’S ADVISORY COMMITTEE
ON A NATIONAL HIGHWAY PROGRAM
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LETTER OF SUBMITTAL

The PresibenT,
The White House.

Dear Mr. PresipEnT: The plan submitted herewith, for modern-
izing America’s road and street network was prepared in response to
your request of September 7, 1954, to the Advisory Committee on a
National Highway Program.

The Committee has received a great deal of factual data, docu-
menting the urgent need to improve our highways as quickly as
possible, to prevent tragic and costly accidents, to serve the national
defense, and to provide facilities essential to our growing population
and economy. As you stated to the governors’ conference on July 12,
1954, through Vice President Nixon, our road network is inadequate
and.obsolete, and its improvement calls for immediate and earnest
attention.

So far as availability of materials, contracting capacity, personnel,
and administrative machinery are concerned, the doubling of our pres-
ent road construction program, which the studies indicate as a mag-
nitude of need is entirely feasible. A difficult problem, of course, is
finance, a responsibility shared by all levels of government. The Com-
mittee is confident that if the Federal Government, as proposed
herein, increases its share of the total construction program to about
30 percent of the total, the States and local units of government also
will correspondingly step up to this challenge.

The plan recommends authorization by the Congress of long-term
financing, with existing Federal aid continued and additional funds
concentrated for 10 years on modernizing the key 40,000-mile national
system of interstate highways. It would, in effect, be a self-liquidating
program since the funds to be capitalized would be equivalent to the
revenues anticipated from Federal taxes on gasoline and lubricating
oils. It will achieve our objective while entailing no increase in either
the Federal tax rates on these items or the national debt limit.

Early in 1955 the Bureau of Public Roads, pursuant to a directive
of the Congress, will submit a comprehensive report on its current
study of highway needs and financing. The estimates used by this
Committee have been based upon preliminary tabulations of data by
the Bureau, and hence no major inconsistencies are anticipated.

Acknowledgment is made to the governors’ conference, for counsel
and suggestions; to the interagency committee, reflecting the views
of various departments of the Federal Government, and to more than
a score of organizations whose representatives gave useful information
and assistance. The Committee’s special thanks are due the Bureau
of Public Roads, whose capable personnel and resources were indis-
pensable, and to a small group of consultants who worked inde-
fatigably in the preparation of this report.

Respectfully submitted.

Lucrus D. Cray, Chairman.
SrepaeEN D. BrEcHTEL.
Davip Buck.

S. Sroan Corr.

Witniam A. RoBERTS.




SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS

1. A safe and efficient highway network is essential to America’s
military and civil defense, and to the economy. The existing system
is inadequate for both current and future needs. 1t must be improved
to meet urgent requirements of a growing population and an expanding
economy.

2. Total construction needs of all highway systems during the next
10 years are estimated at $101 billion, including completion to modern
standards of the 37,600 miles of the presently designated national
system of interstate highways. The present program if continued
unchanged would make available for highways during that period
approximately $47 billion, leaving a gap of $54 billion.

3. The Committee concurs with the governors’ conference in recom-
mending to the President that the Federal share of this needed con-
struction program be increased to about 30 percent of the total, with
States, cities, counties, and other agencies remaining responsible for
financing the remaining 70 percent.

4. The interstate network is preponderantly national in scope and
function. Modernization of the presently designated system in 10
years, together with the most necessary urban-connecting arterials, is
estimated to cost $27 billion, It is recommended that State and local
participation be $2 billion of this amount, which would continue the
present responsibility of the States for this system.

5. Since roads are a capital asset, it is recommended that the
Federal share of interstate construction be financed by bonds to be
issued by a Federal highway corporation created for this purpose
by the Congress. The cost of the interstate system improvement,
together with the total authorized funds under the regular Federal-aid
highway program to the States, would approximate the revenues which
the Federal Government will derive from the motor vehicle fuel and
lubricating oil taxes projected at the present rates.

6. The Federal Highway Corporation should have a Board of Direc-
tors to be composed of three citizens appointed by the President and
confirmed by the Senate with the Secretaries of Treasury and Com-
merce as ex officio members. On matters involving highway locations,
the Secretary of Defense would also serve as an ex officio member.
The Commisgioner of the Bureau of Public Roads would serve as
Executive Director. The Board of the Corporation should be re-
sponsible for the development of financial policy. It should serve
when necessary as an appeals board to resolve major points of differ-
ence between the Federal and State authorities which may arise under
the program. :

7. Toll roads built to acceptable standards and meeting other re-
quirements of the Corporation may be included as segments of the
interstate system. However, toll financing is not a satisfactory
solution to the full problem of network modernization.

8. Appropriate credit should be given to those States in which ade-
quate sections of the interstate system have been constructed by State
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or toll financing provided the funds thus made available are used for
further highway improvements. Moreover, States that elect to build
further toll-road sections of the interstate system should be reimbursed
for all costs other than financing, provided such funds are used for
further highway improvement. Obviously, these funds would become
available only after all other Federal funds had been matched as re-
quired by law.

9. It is recommended that traditional Federal aid to the States be
continued in the amounts authorized by the Congress in 1954 with
some adjustments in the amounts for urban areas, and Federal-do-
main roads, omitting the interstate system authorization since this
system is provided for in sections 4 and 5 above.

10. In many States the modernization of highway-enabling laws is
necessary, especially in connection with the acquisition of land for
right-of-way, the control of access, and the closer integration of State,
city, and county highway managements. States should be encouraged
to revise existing statutes where needed to permit expeditious and
economical completion of the program. Congress should provide for
the use of the Federal right of eminent domain to acquire right-of-way
for the interstate system where it is not feasible to obtain it through
normal procedures under State law, and the State so requests.

A 10-YEAR NATIONAL HIGHWAY PROGRAM

I. InTRODUCTION

This report contains recommendations for translating into reality
the concept of the President of the United States for a vastly expanded
and strengthened national highway system.

The concept was first presented in behalf of President Eisenhower
at the governors’ conference on July 12, 1954, by Vice President Nixon.
In that speech, using the President’s own notes, he conveyed to the
governors the conviction that the Nation’s highway network is
obsolete and inadequate,

It is obsolete—
the President’s note said—
because in large part it just happened. It was governed in the beginning by
terrain, existing Indian trails, cattle trails, arbitrary section lines. It was designed
largely for local movement at low speeds of 1 or 2 horsepower. It has been
adjusted, it is true, at intervals to meet metropolitan traffic gluts, transcontinental

movement, and inereased horsepower. But it has never been completely over-
hauled or planned to satisfy the needs 10 vears ahead.

We can no longer afford to deal with the problem in that manner, the
President pointed out,

We live in a dramatic age of technical revolution through atomic power, and
we should recognize the fact that the pace is far faster than the simpler revolutions
of the past. It was a very long generation from the Watt steam engine to a
practical locomotive. It was less than 9 years from the atomic bomb to the
launching of an atomie-powered submarine. We have seen a revolutionary increase
in opportunity, comfort, leisure, and productivity of the individual.

Look at the prospects in population. In 1870, the population of the United
States was 38} million, and our population growth in the previous half century
was one of the wonders of the world.  In 1970, the population of the United States,
it is estimated, will reach 200 million. It will grow in the next 16 years as much
as the entire population of the United States was in 1870.

In planning for that future, the President’s message pointed out,
top priority must be given to transportation, and to health and
efficiency in essential industries. ‘“America is in an era,” he said,
“when defensive and productive strength require the absolute best
that we can have.”

The President specifically called for “a grand plan for a properly
articulated [highway] system that solves the problems of speedy, safe
transcontinental travel—intercity transportation—access highways—
and farm-to-farm movement—metropolitan area congestion—bottle-
necks—and parking.” o

As a target, the President suggested an expenditure of $5 billion
annually from all sources for the next 10 years, in addition to current,
normal construction expenditures. “It will,” he said, “pay off in
economic growth * * * and we shall only have made a good start
m the highways the country will need for a population of 200 million

people.”
1
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The President called attention to the severe ies infli
i ; re penalties inflicted b
inadequate roads and streets, particularly the loss of life and limb me)lr
accidents, the economic cost of congestion, and the clogging of our
courts by cases having their origin in traffic. &

APPOINTMENT OF COMMITTEES

In response to the invitation from the President to re
cooperative action which might be taken to provide adeqifaotznﬁi?glig
ways, the governors by resolution authorized an immediate study
and a report. A special seven-man highway committee was created
consisting of Govs. Walter J. Kohler, Jr., of Wisconsin: Frank J
Lausche, of Ohlq ; Howard Pyle, of Arizona; John Lodee. of Connecti-
cut; Lawrence W. Wetherby, of Kentucky ; Paul Patterson of Oregon;
and Allan Shivers, of Texas. Governor Kohler was named chairman
g{mi‘;'lrl;a con%mit-tee, and (%ov. Robert F. Kennon of Louisiana,
ex»ofﬁoi(;l 11?9,1 nti;[f.r.gmrcm_ors conference served automatically as an

An interagency committee within the Foderal establi
was set up to consider the matter from the sl.andp?)?rlllt? }::)nfnel?nédigi
Interest 1n roads and their financing. This group included representa-
tives appointed by the Secretaries of Defense, Commerce, Agriculture
and Treasury, the Director of the Bureau of the Bud’get and the
Ch(z)mmém.nt of Itfle Council of Economic Advisers, , ;|

n september 7, 1954, the appointment of the Presi i i
Qomm}ttee on a National Highway Program \xfa.srgﬁgﬁgieﬁd‘”%%rg
Committee is composed of Lucius D. Clay, chairman of the board
C_ontmeut_al Can Co., Chairman; Stephen D. Bechtel, of San Fran-
cisco, Calif., president, Bechtel Corp.; David Beck. of Seattle Wash.,
president, International Brotherhood of Teamsters: S. Sloan ‘Colt, of
New York, president, Bankers’ Trust Co.; and William A Roberts
%‘fh(MliI(‘:il(;kee’t W’ls.r, tJrl)r_‘esi(cwient-, Allis Chalmers N[mmfact'uring Co.

> headquarters of this Committee wer abli i Vhite
Hc')11‘1151! gxecutive W Building.mu were established in the White

1e Committee was requested by the President to studv ) -
lem and report back to him, worki%lg in cooperation wig?}tht{?gggggl
nghw&y OOIi}mltt'{‘.C of the Governors’ Conference and with the
Interagency Committee. To provide opportunity for all other inter-
ested individuals and groups to present their views, public hearines
were held by the President’s Advisory Committee in Washingto%
D. C. on October 7 and 8, at which 22 organizations associated with
the highway problem made presentations with respect to financin
and executing the proposed construction program. i

HELP RECEIVED BY COMMITTEE

In reaching its conclusions and recom i i
1 ‘ j mendations, the Committee
has given full consideration to the several viewpoi’nts expressed in
g'lﬁr?;: l!;lea,rmgil.l Helpful a:nd1 cgnstrulct-ive suggestions were received

any other groups, including the Federal agencies re nte

on the Interagency Committee. 5 5 PR RRE oA
5 The G?vernors responded promptly and wholeheartedly to the
resident’s request for suggestions regarding the program, with the
result that a special study was completed by their highways committee.
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A carefully considered plan was submitted to President Eisenhower
on December 3, 1954, by Governor Kennon, of Louisiana, chairman
of the governors’ conference. The Committee has drawn heavily
upon this report by the governors, and upon their wise counsel, in
the formulation of the program recommended herein.

The Committee has also drawn on the abundance of information
and experience of the Federal Government departments and agencies
and from private associations, organizations, State, city, and other
units of government and individuals without whose help the Com-
mittee could not have accomplished its work.

Likewise, the Committee has sought out and been benefited by, the
able advice and counsel of members of the congressional committees
and their staffs who have long been associated with legislation de-
signed to provide a highway program adequate for our Nation’s needs.

Grateful acknowledgment must be made to these and others who
have so capably and unselfishly aided the Committee’s work.

II. Toe HicEWAY SYSTEM
USE OF OUR HIGHWAYS

Highway transportation in the United States is provided currently
by approximately 48 million passenger cars, 10 million trucks, and a
quarter of a million buses, operating on 3,348,000 miles of roads and
streets, which is by far the most comprehensive public transportation
network in the world.

All forms of transportation are essential to the national economy,
including waterways, railroads, airways, and pipelines and their con-
tinued functioning as complementary services under equitable com-
petitive conditions is important. epresentatives of the railroads
have pointed out to us the competitive threat represented by improved
highway facilities and inereasing truck haulage. However, this Com-
mittee was created to consider the highway network, and other media
of transportation do not fall within its province. This relationship
between the several forms of transportation is under study by other
Government agencies and special committees fully informed of these
views. :

In relatively recent years, the motor vehicle has come to occupy a
unique place in America, not only because it is a major unit of trans-
portation, but also because it is an intimate and seemingly indispen-
sable part of our daily life. The bread winner uses an automobile to
get to work; the housewife to shop; children ride in a car or bus to
school, and the entire family relies on the automobile for many social
and recreational activities. Privately owned passenger cars now in
service could transport the entire population of the Nation at one
time—with seats to spare.

The universal use of rubber-tired vehicles for transportation on a
family-unit basis has resulted in the creation of large manufacturing,
distributing and service industries. Highway transportation provides
essential movement of people and goods; in addition, it has itself
become a major element of the economy, generating directly or
indirectly approximately one-seventh of all gainful employment, and
accounting for about 14 percent of the total gross national product.
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One out of every six retail, wholesale, and service businesses is con-
nected with motor vehicles.

About 3 million miles, or 90 percent of the total, of the publie roads
carrying this traffic are rural highways, with the balance being streets
inside municipalities. These figures have remained comparatively
stable over the last two decades, increasing now at a very slight rate,
because most construction of “‘new’’ roads actually is the replacement
or betterment of existing facilities. A highway improvement program
therefore is not designed to achieve “more’” highways so much as it is
to achieve “better” or “more adequate’ ones.

HIGHWAYS DIVIDED INTO SYSTEMS

One of the principal characteristics of this road network is its
classification into designated systems, for purposes of financing and
management. Thus we have Federal-aid, State, county, township,
and other systems, classified in accordance with the responsibility
which those political jurisdictions have in the highway function. A
street or road providing access to individual homes or farms obviously
is of predominant local interest, whereas one linking together the
principal population centers of a State is primarily of State and Federal
concern. Traffic tends to concentrate on rather limited mileages of
highways, so that some of these highways are required to carry
heavier volumes than others.

With agriculture, industry, and our defense planning closely geared
to motor transportation, Congress has recognized the national interest
in a limited mileage of the principal roads by authorizing the designa-
tion of two Federal-aid systems, selected cooperatively by the States,
local governments, and the United States Bureau of Public Roads.

In 1916 the basic Federal-Aid Highway Aect provided for the sharing
of highway construction costs between the States and the Federal
Government, under standards mutually approved, and with the
initiative retained by each State for choosing projects and carrying
them out. The planning and development of the Federal-aid systems
referred to above began in 1921. Federal funds share with State
funds in costs of engineering, construction, and right-of-way acquisi-
tion on the designated systems while other charges, such as mainte-
nance and policing, are entirely borne by the States and local agencies.
It is proposed to continue this well established and very effective
partnership in the enlarged program recommended herein.

The Federal-aid primary system as of July 1, 1954, consisted of
234,407 miles, connecting all of the principal cities, county seats,
ports, manufacturing areas, and other traffic generating areas. In
general, these are at the same time the main State trunkline roads.

In 1944, the Congress approved designation of the Federal-aid
secondary system, which on July 1, 1954, totaled 482,972 miles
commonly referred to as the farm-to-market system but which could
equally be referred to as the market-to-farm system. It is composed
of important feeder roads linking the farms, factories, distribution
outlets, and smaller communities of our Nation with the primary
system.

Responsibility for construction of these two Federal-aid systems
traditionally has been shared in approximately equal amounts by the
Federal Government and the States, in accordance with an apportion-
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ment formula in which land area, road mileage, and population are
factors. But some sections of the primary system are more important
than others, from the viewpoint of the national interest. Conse-
quently, in 1944 the Congress authorized the selection of a special
network, not to exceed 40,000 miles in length, which in the language
of the act would be so located as “to connect by routes, as direct as
practicable, the principal metropolitan areas, cities, and industrial
centers, to serve the national defense, and to connect at suitable
border points with routes of continental importance in the Dominion
of Canada and the Republic of Mexico.”

The result was the creation of the national system of interstate
highways embracing about 1.2 percent of total road mileage, joining
42 State capital cities and 90 percent of all cites over 50,000 popula~
tion. The interstate system carries more than a seventh of all
traffic, one-fifth of the rural traffic, serves 65 percent of the urban
and 45 percent of the rural population, and is the key network from
the standpoint of Federal interest in productivity and national de-
fense. Approximately 37,600 miles have been demgnatqd to date;
the remaining 2,400 miles are reserved for future additions. This
system and the mileage referred to are included within the Federal-aid
primary system described above.,

CIVIL DEFENSE ASPECTS

From the standpoint of civil defense, the capacity of the interstate
highways to transport urban populations in an emergency is of utmost
importance. ~Large-scale evacuation of cities would be needed in the
event of A-bomb or H-bomb attack. The Federal Civil Defense
Administrator has said the withdrawal task is the biggest problem
ever faced in the world. It has been determined as a matter of Federal
policy that at least 70 million people would have to be evacuated from
target areas in case of threatened or actual enemy attack. No urban
area In the country today has highway facilities equal to this task.
The rapid improvement of the complete 40,000-111%@ interstate sys-
tem, including the necessary urban connections thereto, is therefore
vital as a civil-defense measure. Respo nsibility for selecting the high-
way facilities needed for this defensive action has been delegated. by
Executive order to the Bureau of Public Roads.

III. Way taE SysTeEM Is INADEQUATE
THE TRAFFIC JAM

Reduced to its simplest terms, the highway problem is this: Traffic
has expanded sharply, without a corresponding expansion in capacity
of roads and streets. As a result, a major portion of our facilities are
seriously overcrowded. Moreover, this movement is faster and heavier
than in previous years, and continues to increase.

Simple arithmetic illustrates the dimensions of the task. We now
have more than 58 million motor vehicles registered —one for every 700
feet of every lane in both directions on all streets and hi hways in the
Nation. This gigantic fleet traveled an estimated 557 illion vehicle
miles in 1954, much of it concentrated on main arteries in urban areas
which have become the expensive, hazardous bottlenecks referred to
by the President.

—
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) The existing traffic jam is bad enough, but prospects for the future

. are even worse. Vehicle registrations are expected to continue their
upward surge, reaching 81 million by 1965, an increase of 40 percent.
Total highway travel of these 81 mllPron vehicles will likewise continue
to increase as we attempt to meet the transportation requirements of
an expanding economy, probably to reach an estimated 814 billion
vehicle-miles in 1965.

This Committee believes that these forecasts, carefully projected
on the basis of all available data, are soundly conservative and repre-
sent the foundation upon which the Nation’s hichway improvement
programs should be planned. Our population is expected to exceed
180 million by 1965. Our gross national product, which was about
$357 billion in 1954, is estimated to reach $535 billion by 1965, an

5
{ i increase of almost 50 percent in the next decade, as recently reported
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The governors’ report to the President pointed up sharply the im-
portance of hichways to the Nation’s future economy in these words:
An adequate highway system is vital to the continued expansion of the economy,
The projected figures for gross national product will not be realized if our highway
plant continues to deteriorate. The relationship is, of course, reeciprocal; an
adequate highway network will facilitate the expansion of the economy which, in
turn, will facilitate the raising of revenues to finance the construetion of highways.
Prewar, we did not hesitate to spend on the improvement of our
highways sums ranging from 1.1 to 1.7 percent of our gross national
product. Today, t ie need for further improvement is greater than
ever. The sums needed to accelerate the program may seem high;
they are not high in terms of what we have done in the past in rela-
tionship to our much larger and still growing gross national product.
The increasing use of our highways contributes materially to the
growth of our national product, since industry and employment
directly related to the highway transport-ation system and its by-
products account for about one-seventh of its total value.
5 Moreover, the improvement of our highway systems as recom-
N\ . : mended herein would reduce transportation costs to the public
N\ through reductions in vehicle operating costs competently estimated
to average as much as a penny a mile. Based on present rates of
7 travel, this saving alone would support the total cost of the accelerated
I 2 ' i program. It is further evidence of the desirability of undertaking
highway improvement as a capital investment.
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OUR HIGHWAYS DETERIORATE

Vehicle registrations and travel mileages, enormous though they
have been, do not fully disclose the constantly increasing demands on
our highways. Increased weight of vehicles, higher average speeds,
heavier axle loads have caused a serious deterioration of inadequately
designed highways.

The 4-year moratorium on construction imposed during World War
II prevented both adequate maintenance and replacement, thus
causing further deterioration.

The shrinkage in the purchasing power of the road dollar has also
contributed to our present situation. While dollar expenditures for
road construction have increased in approximately the same ratio
that their purchasing power has declined, the actual level of con-
struection is not much higher than it was in 1940.

Thus, our road improvement programs have failed to keep pace
with a growth in traffic which requires far more capacity of our

road plant.
SAFETY

In any consideration of road deficiencies, the safety factor must
assume large importance. As President Eisenhower has said, we
have an “annual death toll comparable to the casualties of a bloody
war, beyond calculation in dollar terms,” and as stated by the
governors’ report:

A simple dollar standard will not measure the “savings” that might be secured
if our highways were designed to promote maximum safety, so that lives were
not lost and injuries sustained in accidents caused by unsafe highways. Various
estimates have been made of the number or proportion of traffic deaths due to
inadequate, unsafe highways; data do not exist to permit accurate evaluation
of these estimates. But whatever the potential saving in life and limb may be,
it lends special urgency to the designing and construction of an improved highway
network.

Replacement of the obsolete and dangerous highway facilities which
contribute to this tragic condition with roads of modern design will
substantially reduce this toll. The death rate on high-type, heavily
traveled arteries with modern design, including control of access, is
only a fourth to a half as high as it is on less adequate highways.
The average motorist today will undoubtedly be surprised to learn
that he pays considerably more for insurance to protect himself against
accident costs than he pays in State fuel tax and license fees which
supply almost the entire financial support for the streets and highways

over which he operates.
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OUR FIRST PENALTY OF AN OBSOLETE HIGHWAY NET IS AN ANNUAL
DEATH TOLL COMPARABLE TO THE CASUALTIES OF A BLOODY WAR
BEYOND CALGULATION IN DOLLAR TERMS

VICE PRESIDENT NIXON,LAKE GEORGE,|954
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PARKING

It.is generally recognized that offstreet parking for passenger cars
and termini for buses and trucks are essential components of the high-
way transportation picture. But, unlike public highways, these facili-
ties are not generally provided by Federal or State Government, some
being provided by private enterprise, some by municipalities, and
some by both groups working together. While the Federal Govern-
ment can serve an important role in basic research on this question,
in the judgment of this Committee Federal funds should not be used
for construction of offstreet parking facilities, or for the acquisition
of land for such purposes. The Committee believes that progress in
this field must continue without Federal funds, and that the States,
where necessary, will meet their responsibility to provide enabling
legislation whereby municipalities and other local political subdivi-
sions can develop needed programs, in cooperation with the sizable
private operations which have grown up in this important field.

IV. Cost oF MODERNIZATION
HIGHWAY NEEDS STUDIES

The Congress in the 1954 Federal-aid Highway Act directed the
Secretary of Commerce to make a comprehensive study of all phases
of highway financing, including a study of the costs of completing
the several systems of highways, reporting to Congress not later
than February 1955. The Bureau of Public Roads in the Depart-
ment of Commerce made this study during 1954, in cooperation with
the State highway departments and local units of government. It
covered the estimated costs of completion of all roads and streets
including toll roads, and is the most comprehensive study of its kind
ever undertaken. The committee has obtained the essential data
on hichway needs developed from this study.

To insure uniformity in the measurement of needs among the
States, a manual was prepared by the Bureau which set forth the
standards to be used in making the estimates of need. In the case
of the interstate system, the estimates provided for building in 10
years roads adequate for traffic of 1974, while for the other systems
the estimates provided for the replacement or reconstruction of the
portions that are now inadequate or are expected to become so durin
the 10-year period. The tabulated data thus obtained was provides
to this Committee as preliminary totals. These studies are treated
in much more detail in the Bureau’s own report being sent to the
Congress.

The estimates of the several States may vary, some tending to be
lower in relation to actual needs, while others may be higher, The
total estimates for the country as a whole, however, are the best
available, and are accepted by the Committee as a measure of require-
ments. They establish the target for nationwide estimates of plan-
ning and financing; the actual expenditures for construction, of course,
will be subject to the detailed specifications and other controls

normally used. i
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Some of the individual States in recent years have undertaken special
studies to measure their future needs in terms of the anticipated
demands of traffic, and the results of those studies tend to substantiate
the fundamental validity of the nationwide estimates referred to above
which have been furnished to the Committee. None of these studies
would have been possible without the vast storehouse of data accu-
mulated and analyzed through the continuing highway planning sur-
veys conducted over the last two decades by the State highway de-
%artanents in cooperation with the United States Bureau of Public

oads.

The estimates of need show that a 10-year construction program to
modernize all of our roads and streets will require expenditure of $101
billion.  This figure cannot properly be compared with any previous
estimate of the Nation’s road needs because none has ever before been
made on the same basis. Earlier estimates producing figures of about
half the present amount were based on traffic conditions and road
deficiencies which existed at the time of the studies. In this latest
survey, however, traffic volumes expected to be reached in 10 to 20
years from completion of the systems have been used, producing a
much more realistic determination of the requirements to be met
during the reasonable life of the improvement. For example, an
estimate made for the interstate system in 1948 without any regard
for the future requirements caused by further growth already is
obsolete because of a 40 percent increase in travel since that time.

The preliminary 10-year totals of needs by road systems are:

Billions

Interstate system (urban $11, rural $12 billion) ________________________ $23
Federal-aid primary (urban $10, rural $20 billion) ______________________ 30
Federal-aid secondary (rural)_ - 00T V0 A ST ST S AR0ERETG T T 15
Subtotal, Federal-aid systems (urban $21, rural $47 billion)_______ 68

Other roads and streets (urban $16, rural $17 billion)___________________ 33
Total of needs (urban $37, rural $64 billion).____________________ 101

CONTROLLED ACCESS HIGHWAYS

The interstate system which carries the top national economic and
defense priority is planned for completion in 10 years. One of its
principal features is provision for adequate right-of-way to permit
control of access to the highway itself. Otherwise, experience shows
that the facility becomes prematurely obsolete due to developments
crowdlp%l against the roadway which made it unfit for the purposes
for which it was designed. Control of access to the degree required
by traffic conditions is essential to the protection of life and property.
It is also essential to preserve the capacity of the highway. So far
as the investment of funds in major roads is concerned, provision for
control of access to the extent required by traffic is fundamental.
It assures that roads financed by the sale of bonds will still be servin
efficiently when the bonds mature at a future date. Even thoug
control of access may not be essential to a particular section of road
at the time of construction, provision should be made for future con-
trol, when it becomes necessary.

Present highway inadequacy results in part from the need to re-
place highways which have become unsafe and limited in capacity
because of unlimited and uncontrolled access. We must not repeat
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such costly mistakes in the large investments which must be made
now.

State highway departments cannot meet the need for this type of
facility. At the current rate of improvement, the interstate network
would not reach even a tolerable level of efficiency in half a century.
It is clearly necessary in the national interest to accelerate the program.

Under the standards used in developing the program, approximately
7,000 miles of the interstate system when completed to 1974 standards
would remain 2-lane highways, but large sections would become 4,
and in some cases 6- and 8-lane facilities to meet anticipated traffic
volumes.

Additional grade separation structures also will be required at many
points on the system to carry intersecting routes over or under the
main route, and traffic will be brought onto and taken off the highwaf
at selected points with maximum safety, The capacity of the road will
thus be permanently preserved, and, where necessary, ad{aeent service
roads will be built to serve local traffic needs. The preliminary esti-
mated cost of modernizing the presently designated interstate mileage
on this basis in 10 years 1s $23 billion.

In constructing a controlled access system, care must be exercised to
insure that traditional free enterprise 1s promoted and that no monop-
olistic tendencies develop in the provision of needed facilities to service
the highwey user with food, lodging, vehicle fuel, and similar needs.
This is a problem which requires careful thought and planning not
only by Federal and State Governments but also by private industry
serving the highways so that equitable plans may be developed taking
local requirements into account. )

On a considerable portion of the interstate network (especially in
urban and suburban areas) it will be more economical to relocate than
to acquire the additional land necessary to permit control of access.
Realinement of the highway to eliminate sharp curves will be required
in some sections and changes in location to reduce mileage between
terminal points will be required in others.

TOLL ROADS ON INTERSTATE SYSTEM

Some States have utilized the toll method of financing to provide
adequate sections on the interstate system. Therefore, our Committee
has given careful consideration to this method of financing. As of
December 1, 1954, 7 States have 988 miles of toll roads in operation
which parallel or coincide with the interstate system. The estimated
construction cost of these toll roads was $1.1 billion. Another 1,200
miles, presently under construction or financed, also coincide with the
interstate system. These routes, to cost $1.9 billion upon completion,
lie in 9 States, 4 of which have toll roads already in operation.

Agencies have been set up in 17 States and authorized to study and
plan nearly 4,000 more miles of toll roads which would coincide with
the interstate system. Estimated cost of these authorized toll routes
is put at $4.3 billion. However, recent studies disclosed that of the
4,000 miles at least 914 miles, costing $991 million, do not appear
economically feasible. ; _

"Thirteen States have proposed, but not yet authorized, another
3,500 miles of toll roads which would coincide with the interstate
system. Available estimates set the cost of these proposals at $2.6
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billion. Investigations to date on a portion of the 3,500 miles proposed
have disclosed that at least 240 miles, costing $200 million, would not
be financially feasible.

[~ In summary, 5,242 miles of toll roads in operation, under construc-
tion, financed, or authorized, either parallel or coincide with the inter-
state system in 23 States. This mileage does not include those
proposed projects found not to be feasible. Additional proposals in
these States and in 5 more States, excluding projects found eco-
nomically unfavorable, bring the total of present and potential toll
routes coinciding with the interstate system to 8,527 miles.

™ Thus, it seems clear that while toll financing on a sound financial
basis can meet the needs of a limited portion of the system, it cannot
support the cost for the system as a whole. It is obvious, of course,
that existing toll roads must be protected in their appeal to traffic.

However, our Committee feels strongly that the Federal Govern-
ment should not enter into toll-road construction nor provide funds
for deficit financing of otherwise non-self-supporting projects. It
feels equally strongly that this is a question to be resolved by State
governments. Since the national interest is an adequate highway
system, sound toll projects which fit into the system are worthy of
consideration by the States, as discussed later in the report.

The Committee believes that major structures such as bridges and
tunnels should be financed from tolls to the extent feasible financially.
It would leave this determination to the judgments of the States as
approved by the Federal Highway Corporation. It does not recom-
mend credit being given for the cost of such structures financed by
separate toll charges as compared with lesser structures considered
and financed as integral parts of the highway.

About half of the States have provided for meeting their interstate
system needs through construction of expressways and freeways of
design standards equaling or exceeding those of the toll-financed
roads, without imposition of tolls, paying for the facilities from current
revenues or bond issues of the State amortized principally from
gasoline taxes and license fees. The amount of progress made by
this method is about the same as through tolls.

However, neither State nor toll-road financing separately or jointly
will suffice to finance the interstate system as it should be constructed,
and therefore the requisite funds must be found elsewhere.

ADDITIONAL URBAN FEEDER ROUTES NEEDED

Further to render the interstate system fully effective, it must be
tied in much more closely with existing roads in congested areas.
This will require provision for the major feeder and distribution
routes which at present are not included within any of the Federal-
aid systems, Since complete data were not available from the Bureau
of Public Roads on this particular point from the current needs study,
the Committee arranged for special examination of this feature in
several representative metropolitan communities, including a review
of cost estimates involved. The examination disclosed that a desir-
able improvement program for the interstate network should include
certain of these urgan arterials. Accordingly, the Committee in its
appraisal of needs has included $4 billion as an amount to be assigned
for this work over a 10-year period. This is intended to provide only
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for the most important connecting roads and is not intended to meet
the total needs in this category.

FEDERAL DOMAIN ROADS

The Federal Government has the primary, and in many cases, the
sole responsibility for building roads to cross or provide access to
federally owned land, the area of which aggregates more than one-
fifth of the Nation’s total area. In a few cases, States have themselves
provided funds to improve these connections across Federal land areas
in order to furnish continuity for one of their own main routes. In
any estimate of needs for highways to be financed from Federal funds,
it is necessary therefore to include the cost of such roads within the
Federal domain.

These roads are located in the national forests and parks, Indian
reservations, national monuments, and other public lands. While
the majority of these road needs are in the Western States, there are
also such areas in most of the 48 States, Alaska, Puerto Rico, Hawaii,
and the District of Columbia. Many of these roads provide access
within our national recreational areas, and serve to generate a con-
siderable portion of the vehicle-travel mileages on which Federal and
State fuel-tax revenues are dependent,

. STATE ROAD USER TAXES
: 43.5%

SOURCES OF FUNDS FOR HIGHWAYS - 1954
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SIZE OF PROGRAM REQUIRED

To what extent will the highway needs of the country—Federal,
State, and local—be met if the present program is continued? Allow-
ing for anticipated growth in vehicle registration and usage, the exist-
ing tax structure and other highway-revenue sources, there would be
available for construction during the next 10 years a total of $47
billion. As indicated in the tabulation on page 18, the total estimated
needs on all systems for that period will be $101 billion. The gap is
therefore $54 billion.

This then is the deficiency in the roads program—documenting in
dollars the goal toward which we must work, as the President has said,
if highway transportation is to perform its vital job in an expanding
economy. An enlarged construction program is essential on all sys-
tems of roads—local, State, and Federal. President Eisenhower
underscored its urgency and its justification when he said:

It will pay off in economic growth * * * and we shall only have made a good
start in the highways the country will need—

in the years just ahead.

V. A Financing Program
THE FEDERAL SHARE

The responsibility for financing road and street construction in the
United States is shared by Federal, State, and local governments, with
the States and local governments assuming the major portion. If the
recommendations of this Committee are accepted, the Federal portion
of the cost for this $101 billion of needed highways would be about 30
percent of the total, leaving to State and local units of government the
responsibility to finance the remaining 70 percent.

The additional responsibility accepted by the Federal Government
in this program is for the development of the interstate system to-
gether with its essential urban arterial connections. The existing
Federal interest in our 3,348,000-mile network of highways remains
unchanged.

This interest as expressed in the Federal Highway Act of 1916 in its

STATUS OF IMPROVEMENT, 1965

NATIONAL SYSTEM OF INTERSTATE HIGHWAYS - RURAL

presently amended form authorizes Federal contributions of $315 mil- e —
lion to the primary system, $210 million to the secondary system, and £ 5
certain amounts to urban routes and to routes on public lands. . | z f§§
The committee believes these contributions are essential to a bal- £8 sE‘:
anced program. The funds now authorized for urban routes could be 8 gx8
reduced to $75 million per year, because much of the work to be done . 22 288
with these funds as previously authorized is within the interstate w z$ 22
system. Forest-highway funds in the amount of $22.5 million per S g3 323
year should be continued. g i § 253
z¥ 3 =18
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The amount of the continuing annual Federal-aid program over
and above the requirements of the interstate system which we recom-
mend is tabulated herewith:

Million
Pederal-ald primary systeml. oo oo canmecaccan SO S I o B $315
Federal-aid secondary system . - coo o cowosenan MR R0 B 210
Urban extensions of these 2 Federal-aid systems into cities not on the
Interstategystem - o oo sl e e R L RS 75
Foreat-highway ayslem. . o . . . = aio K o @ 22.5
v -1 N O S R SO cor N o R RN ST (| A0 10 622. 5

Specifically, we recommend :

1. That the Federal Government assume % imary responsibility for
the cost of a modern interstate network to be completed by 1964 to
include the most essential urban arterial connections; at an annual
average cost of $2.5 billion for the 10-year period.

2. That Federal contributions to primary and secondary road sys-
tems be continued at the rates authorlzodjl;y the 1954 act; approxi-
mately $525 million annually.

%hat Federal funds continue to be made available at approxi-
mat-ely the present rate of expenditure for those portions of the
Federal-aid primary and secondary systems in urban areas not on the
interstate system; approximately $75 million annually.

4. That Federal funds for forest hichways be continued, at the
present $22.5 million per year rate. Funds for 1mp10vement of the
other public-land roads within the public domain should be contained
in the budgets of the Federal agencies responsible for the administra-
tion of these lands as mentioned above but with the funds themselves
transferred to the Bureau of Public Roads for expenditure as done
at present. These funds presently are at the rate of $58.5 million
annually.

Proposed 10-year national highway program financing

|In billions]

Estimated 10-year needs Proposed financial responsibility
System Federal Repul State
Highway ‘f‘f!'lil A | and loeal
Rural Urban Total Corpora- F l‘;Iitd ral Fovern. Total
tion ments
Interstate:
ELra 1l R . I $12 $11 $1.00 $23. 00
Extended . --ccoeeaeano. bl et A b e 4 1.00 4,00
Federal-aid primary____________ 20 10 125 8% 29.03
Federal-aid secondary - o B M 12,90 15. 00
Federal-aid urban__ (n (%) ® .75
Forest highways. .. _ o] =i e .23
Subtotal, Federal sys-

R B 47 25 72 25 6. 23 40.77 72.00
Otherrural roads_....._________ 1 | SR : ] T "SRR i, N 17.00 17.00
Other clby Btreets. . oo o feaidaaaas 12 b B e P, R 12.00 12,00

Total, all systems________ 1| G4 37 101 25 6.23 69,77 101. 00

1 Reduced by $0.75 billion and $0.23 billion taken up by Federal-aid urban and forest-highway funds.
2 Included above,
2 Included Federal-aid primary.
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STATE AND LOCAL PARTICIPATION

The Committee is of the view that the traditional requirement for
local financial participation is sound and should continue. It was
pleased to find that the governors’ conference was of the same view.
The Committee recommends no change in the matching requirements
as presently fixed except for the interstate system and the connecting
routes included in the $27 billion program. In the accelerated pro-
gram, the States would be expected to contribute annually the amount
they are required to contribute now to obtain funds from the $175
million made available to the interstate system by the Federal Gov-
ernment. The cities would be expected to participate to the same
degree. This would make the cost of the 10-year program to the
Federal Government about $25 billion.

PURCHASE OF EQUITY INTEREST IN EXISTING ROADS

Some States have already constructed sections of the interstate
system to the required standards with either State or toll financing
and others are proceeding along similar lines. Such construction
should not be discouraged by this report since our goal is maximum
highway improvement. Those States in which sections of the inter-
state system have been provided to meet the presently established
standards for the completed system should receive appropriate credit,
prov ided such funds are used to improve other roads on established
Federal-aid systems or as may be approved by the Federal Govern-
ment and all other Federal funds for highway purposes have been
matched as required. No funds should be made available as a credit
for toll roads unless the returns from tolls above financing require-
ments are used exclusively for road construction as contemplated
above.

To limit the Federal liability, eredit for roads built between 1947
and 1951 should be limited not only to those sections fully meeting
the new standards but also to a maximum of 40 percent of costs other
than financing. The credit for those roads completed prior to the
calendar year 1955 should be limited to 70 percent of such costs.
In no instance would credit be given for Federal funds expended on
the road or for toll roads in excess of remaining amortization. Roads
built at a later date should be credited at full cost.

The funds thus made available to the States will not only encourage
matching of available funds but will also make possible accelerated
improvement of primary, secondary, and other roads, and will encour-
age local financing of interstate mileage to make funds available for
other roads without increasing total Federal responsibility. They
will be paid to the States only as required to meet the costs of projects
approved for construction and, it thus appears, would provide a major
incentive to the highway improvement program as a whole.

68940—b56——>5
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A FEDERAL HIGHWAY CORPORATION

The Committee finds it feasible to finance the needed improvements
on the interstate network through a capitalization of appropriated
funds in accordance with accepted financial principles, creating for
this purpose a Federal Highway Corporation as an independent
agency of the Government.

In the expenditure of funds provided for the interstate system, the
Committee recommends that Congress provide legislation to c_rulde
the Corporation in allocating such funds in a manner which would
reflect the needs of the sysfem in the respective States as jointly
determined by the Commissioner of Public Roads and the States, and
finally certified by the Commissioner of Public Roads.

To accomplish its purposes, the Federal Highway Corporation
should be empowered by the Congress among other things to issue
bonds and utilize the proceeds therefrom for the following purposes:

1. For payments by the Corporation to the States of the cost of
constructing projects on the interstate system and approved arterial
connecting routes in urban areas; or payments of the cost of such
projects undertaken by the Federal Government in the Federal
domain;

2. To establish an appropriate eredit to a State which has built
subsequent to the date of designation of the interstate system or does
build within the period 1955-64 with State funds, or funds of an
agency under State highway department control, sections of the
interstate system, toll or nontoll, in conformance with the prescribed
design standards and other requirements which may be established
by the Congress and the Corporation;

3. For necessary costs of administration, research, planning, and
other purposes as authorized by the Congress;

4. To establish an advance revolving fund, if requested by any
State highway department, to enable 1t to prosecute the program
pending receipt of any payments described above.

Consideration might be given to authorizing the Corporation at the
request of a State, to receive funds to be made available annually
by the State to extend its bond issue thus capitalizing for the State
its proposed annual expenditures on the interstate system. This
might be helpful in those States with income insufficient to meet
their matching requirements. It would require agreement as to
rate of interest, security, and charges made by the Corporation for this
service. Such agreement should be made only with the approval of
the Treasury and then, only if possible without affecting the market-
ability and cost of the bond issue.

BOND ISSUES

The Corporation should be authorized to issue bonds, in an amount
sufficient to meet its share of the costs to complete the interstate
system during a construction period of 10 years, with maturity
schedules, interest rates and other conditions determined by the
Corporation with the approval of the Secretary of the Treasury.
Similar authority would extend to issuance of other bonds under one
of the State participating proposals referred to above. The bonds
would be fully taxable.

}
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The obligations of the Federal Highway Corporation issued for
interstate system improvements should be secured by a contract
between the Corporation and the Treasury Department under the
terms of which, it should be provided that the Corporation will receive
certain specified amounts annually as authorized by the Congress,
always sufficient to meet its obligations. It is estimated that these
amounts plus those proposed herein for continued allocations to the
other Federal-aid highway programs, will be approximately equiva-
lent to that portion of the receipts from Federal taxes on gasoline and
lubricating oils.

These and other moneys received by the Corporation would be
pledged in the first instance for payment of the interest and prineipal
on any obligations issued by the Corporation. All balances remaining
after the payment of debt service would be used solely, apart from
setting up such operating reserve as may seem desirable, for improving
the interstate highway system, the approved urban feeders and other
purposes described above.

The Corporation should have a mandatory call on the United States
Treasury for ]oans up to some agreed total, possibly $5 billion out-
standing at any given time, in order to assure investors of ability to
meet obligations when due’ through borrowing temporarily from the
Treasury, if ever necessary.

In order to broaden the market for the bonds of the Corporation,
the enabling act should permit commercial banks to underwrite and
deal in its securities in the same manner as those of the farm credit
agencies and the International Bank for Reconstruction and Develop-
ment. This would provide the widest possible trading as well as
investment interest.

ANNUAL COSTS OF THE PROGRAM

A table on the following page illustrates a possible schedule of
annual debt service requirements. This indicates that the cost of the
recommended program is offset by the anticipated growth in a single
revenue source without an increase in present rates (January 1955)
and without the need to reduce the continuing Federal-aid program
for other roads. It is not recommended that the tax received from
any source be earmarked or linked to the amount of construction
program. However, the table does show that the proposed additional
program could be paid for with the anticipated increase in revenue
from the established gasoline tax. Thus, the program creates no
demand for further taxation for its accomplishment,

The general outline of this program has been discussed with Treas-
ury Department representatives, the Council of Economic Advisers,
Department of Commerce, and Department of Defense as well as
with State and municipal representatives who have indicated in a
egeneral way their acceptance of the program. Banking and invest-
ment banking experts have approved the proposed financing as feasible.

In estimating the value of the projeet the Committee has made no
attempt to evaluate possible revenue from rentals to concessionaires
serving the traveling public nor has it attempted to estimate the addi-
tional tax revenue which will result from the creation of new values in
real property resulting from the improvement.
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Finaneial plan for highway program—Excess Federal gasoline tax over $623 million
annually available for highway program

[In million dollars]

| Esti- Construetion expendi- Annusl debt servics
| mated ! e Bond Annual
Federal & - e
Year Z-GBll'lt. " " r?{'iel;f' EIntere%t Teve. |Balance
X 1e8s rom rom o 2 : .
w%z:i Total | reve- | bond | Y®35 |3 per- ngfn' Total | TUES
million nues iprooeeds cent
$527 | §1,000 2500 £500 $27
567 | 2,000 500 | 1,500 70
611 | 2500 600 | 1,900 30
652 | 2,700 500 | 2,200 65
604 | 2,000 500 | 2,400 76
734 | 2,900 500 | 2,400 55
777 | 2,000 500 | 2,400 5
S| 290 400 | 230 i
860 | 2,7 i
808 | 2500 365 | 2,135 None
Qa3 [iiii it 336
083 | : 212
1,024 644
1,063 |- 1,115
1,009 122
1141 |- 716
D e R e 1,340
I Tl e | RS N AT N 111
1,257 |-- 878
B e | W BERT 1,682
1,339 |- 331
1,381 |- 1,288
1,492 | - 2, 986
1,465 |- 037
1 2,079
1, 877
g 2,185
1, 7 s 280 |~ 2,400 | 2,680 |—1,049 | 1,136
1 "2l 208 | 2500 | 2,708 [—1,087 99
1, 33 i w872
1 133 | 2,300 | 2,433 | —688
1; i 64 | 2,135 | 2,199 | —414 570
37,118 Jl 25,000 | 4,765 | 20,235 |- 11,585 | 20, o35 s | —

1 Motor fuel and Jubricating oil taxes levied by Federal Government—estimated by Bureau of Publie
V1. EFFICIENT ADMINISTRATION
ORGANIZATION FOR ADMINISTRATION

The size of this construction program makes its efficient adminis-
tration most important. Fortunately, the existing Federal-State
partnership in this field has demonstrated its effectiveness over four
decades. It should be retained and fully utilized with care taken to
avoid establishment of any unnecessary new agencies.

However, a new agency must be established to exercise the proposed
financial authority as previously set forth. It should be small in
size with its administrative functions exercised by existing agencies.
The committee recommends that the Federal Highway Corporation
should consist only of a Board of Directors with secretarial assistants.
Three members-at-large would be appointed by the President and
confirmed by the Senate, while the Secretary of the Treasury and the
Secretary of Commerce would be ex officio members. On problems
of location, the Secretary of Defense would also serve as an ex officio
member.

The terms of office of the 3 appointed members should be stag-
gered over 5 years or some reasonably similar period of time to insure

A
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maximum continuity of management for the Corporation. The
public members might initially have 1-, 3-; and 5-year terms and be
eligible for reappointment. The Chairman of this group should be
designated by the President with the Chairman alone drawing an
annual salary and expected to devote full time to the task. The
other two members should draw appropriate per diems and allowances
only when serving on the Corporation’s business. The Corporation
should have legal corporate status for the issuance and management
of its bonds and other financial instruments, and the usual powers
necessary for the transaction of business as a corporate body. It
should be responsible to the President and required to submit annual
reports of its transactions to the President for transmittal to the
Congress. The Secretary of the Treasury would designate the treas-
urer of the Corporation to be established within the Treasury Depart-
ment and authorized to utilize such Treasury Department personnel
as the Board found necessary to properly perform its financial
responsibilities, charging the costs thereof to the Corporation.

While the Board’s functions would be principally of a financial
management nature, it would also serve when needed as an appeals
board in hearing and deciding, in an administrative as distinguished
from a judicial capacity, any major questions which arise between
the Bureau of Publie Roads and other parties in the execution of this
program. This group should have no other management functions in
administering the program except those here described. All other
responsibilities of management should be vested in the Commissioner
of Public Roads, whose present authority should be amended as may
be needed to administer the additional responsibilities required by
this program. The Board should have as much latitude as feasible
in approving agreements with the several States and in resolving
differences between the States and the Bureau of Public Roads, bear-
ing in view its purpose to provide a maximum highway program with
the total available funds.

Staffing for the Corporation (other than secretarial assistants) would
be provided by the Bureau of Public Roads and the Treasury Depart-
ment. The Bureau of Public Roads would continue to perform all of
its presently authorized duties including those in connection with the
continuing Federal-aid highway program. The Commissioner of the
Bureau of Public Roads would serve as Executive Director of the
Corporation in addition to his usual duties as Commissioner of Public
Roads.

ADMINISTRATIVE PROBLEMS OF THE PROGRAM

Consideration has been given to certain administrative problems
which will arise when a program of this magnitude is undertaken, and
while some are difficult, the Committee is convinced they can be
satisfactorily met.

Probably the most serious initial obstacle to execution of this pro-
gram is a shortage of highway engineers and technical personnel.
Completion of the interstate system program in 10 years would entail
considerable expansion of the workload. A canvass made through
the Highway Research Board of the National Academy of Sciences
and the American Association of State Highway Officials, whose opin-
ions in this field the Committee accepts as competent, indicates, how-
ever, that the shortage can be met by cooperative effort on the part
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of highway agencies, particularly if the several States utilize the pri-
vate engineering organizations capable of providing sound engineer-
ing in this field. Simplified procedures and standardization of speci-
fications possible on a long-range program should be encouraged to
reduce the engineering requirements.

IMPORTANT TO EXPAND HIGHWAY RESEARCH

An essential part to any large construction program is continuing
and adequate research. Therefore, the Committee urges that the
present research program be continued and enlarged to insure that
the latest thinking of the engineer, the scientist, and the administrator
be available to the program, thus insuring economic and efficient
accomplishment.

MATERIALS AND CONTRACTORS ARE ADEQUATE

While a construction program of this size would impose an addi-
tional and heavy load upon the contracting, road equipment, and
highway materials industries, surveys made for this Committee by
the American Road Builders’ Association and the Associated General
Contractors of America give assurance that the program is feasible.
A substantial enlargement of the current construction program in
the highway field can be achieved by highway contractors without
difficulty. Since several years are required for the construction pro-
gram to reach its peak level, ample time exists for the training of
equipment operators and other necessary skilled workers. These con-
clusions are also substantiated by an earlier and independent finding
of the American Association og State Highway Officials. During
World War II, the American contracting industry demonstrated its
ability to meet successfully a challenging program of this magnitude.

Information furnished by the Bureau of Mines as to the outlook
for increased availability of cement, aggregates, and petroleum
products indicates that no eritical bottlenecks are foreseen once a
construction program of definite size and duration is authorized.
Other key materials are expected to be available in ample quantities
as determined from studies made by the Bureau of Public Roads.

SOME LEGISLATION NEEDED

A study made for the Committee by the Highway Research Board
shows that in many States important revisions of enabling legislation
governing the financing and construction of State highways will be
needed for efficient execution of the program. This modernization of
statutes is essential to success of the program, especially in three areas:

1. In the advance acquisition of land necessary for right-of-way;

2. In the control of access, which, as was pointed out earlier in
this report is fundamental to the development of the interstate
system as contemplated;

3. In the integration through cooperative working agreements
of State, city, and county agencies concerned with street and
highway research, planning, and construction.

The expeditious purchase of land needed for right-of-way is par-
ticularly important from the standpoint of cost. Inadequate State
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laws in this regard could be serious obstacles to the program. Like-
wise the lack of adequate laws to control access in some States could
nullify the program. It must be expected that legislatures in those
States requiring modification of their statutes will take prompt action
to remedy the situation.

It is recommended also that for the early improvement of the
interstate system and its connecting urban arterials, provision be
made by the Congress for exercise of the Federal right of eminent
domain in cases where this is necessary, and is requested by the State,
similar to that authority now contained in the Federal-Aid Highway
Act as related to the program of access roads for the national defense.

The wvarious agencies concerned with highway administrative
research should concentrate early effort to development of the needed
legislation whereby States and other agencies may jointly participate
in the most effective manner in building the needed highway improve-
ments being recommended herein. It might be pointed out that fail-
ure to do this may seriously delay and jeopardize a State opportunity
to receive the very substantial Federal aid proposed herein for projects
on the interstate system.

Utilities and other interested parties appeared before the Committee
to point out the huge costs which they would face in the relocation of
utilities in the event the program is adopted. They urged that the
Federal Government bear the cost of such relocation. Present esti-
mates include only those right-of-way costs which must be assumed
under the laws of the several States and do not contain funds for this
purpose. The Committee has not revised these estimates to meet the
views thus presented nor does it make any specific recommendation
in this proposal which is, of course, far reaching in its effects. It is
understood that it is a broad policy matter already receiving the
attention and consideration of the Congress.

VII. ConNcrLusIiON

The Committee in arriving at its conclusions has sought the views
and recommendations of many representative agencies in our economy,
of Federal and local government, and of individuals with outstanding
experience in highway development. It has found a preponderant
opinion that our present highway system is inadequate for existing
traffic, that improvements are not keeping pace with increasing traffic,
and that the cost of an inadequate system is high not only in wear and
tear on the automobile but also in accidents and loss of life.

At present, approximately $47 billion is expected to be spent on
highway improvement during the next 10 years as compared with
$101 hillion needed to modernize our highway system. The Com-
mittee believes that about half of this deficit of $54 billion should be
assumed by the Federal Government. The half which represents the
cost of a fully modernized network of highways connecting our most
important cities, known as the national system of interstate highways,
together with important feeder routes in congested population areas
can be fully justified as a Federal responsibility due to the value of
the system to the national economy as a whole, to interstate com-
merce, to safety, and to national and civil defense. The remainder
of the program should continue either as a joint Federal-State respon-
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sibility as in the case of primary and secondary roads, or as a local
government responsibility.

The Committee offers no suggestions as to how local governments

may raise funds to do their share of the program. Present matching
requirements are continued, credits for completed portions of the
interstate system must be used on other roads, the assumption of
major responsibility by the Federal Government for the interstate
system releases corresponding amounts of State funds for other
roads. Thus, there is both incentive and encouragement to State
and local governments to accelerate their own programs. The
Committee hopes and believes that all government units will partici-
pate and cooperate in this program designed to meet the needs of a
growing America in which the highway system used daily by our
people is an integral part of our way of life. In doing so, we shall
further strengthen our system of government to meet the President’s
stated desire for “a cooperative alliance between Federal Government
and the States so that local government * * * will be the manager
of its own area.”
. We are indeed a nation on wheels and we cannot permit these wheels
to slow down. Our mass industries must have moving supply lines
to feed raw materials into our factories and moving distribution lines
to carry the finished product to store or home. Moreover, the hands
which produce these goods and the services which make them useful
must also move from home to factory to store to home.

Our highway system has helped to make this possible. We have
been able to disperse our factories, our stores, our people; in short,
to create a revolution in living habits. Our cities have spread into
suburbs, dependent on the automobile for their existence. The auto-
mobile has restored a way of life in which the individual may live in
a friendly neighborhood, it has brought city and country closer to-
gether, it has made us one country and a united people.

But, America continues to grow. Our highway plant must similarly
grow if we are to maintain and increase our standard of living. There
can be no serious question as to the need for a more adequate hichway
system. Only the cost and how it is to be met poses a problem.

The Committee realizes fully the necessitfr for the reduction and
early elimination of the deficit in the annual budget, the reluctance
of the Congress to increase the Federal debt limit, and the heavy
tax burden already borne by our people. It also is sympathetic to
“pay-as-you-go” financing. However, in this instance, the advan-
tages of a modern, efficient national highway network to be com-
pleted in 10 years to meet the traffic demands to be reached a decade
later, and with a minimum life of 30 years justifies its financing
through a bond issue to be retired during the useful life of the system.
The proposed financing need not be inflationary since the financing
is spread over a 10-year period and the program can be planned to
fit in with general governmental fiscal policy. Bonds will be retired
on schedules from general revenue to be specifically appropriated by
the Congress in which the anticipated increase in the gasoline tax
alone suffices to service the bond issue while continuing a substantial
Federal-State cooperative program on other roads.

The Committee has complete confidence in the continued growth
of America. Its increasing population and expanding economy re-
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quires a vastly improved highway system. In fact, we face a challenge
today and America has ever evidenced its readiness to meet a challenge
head on with practical bold measures.

Therefore, the Committee believes that an increase in Federal ex-
penditures of approximately $25 billion for highway improvement
over the next 10 years is of vital importance to our growth as a nation
and recommends the adoption of its financing proposals so that these
funds can be made available for the full completion of the interstate
system with important urban feeders.

Thus, we will accomplish the objective sought by the President for
a “grand plan for a properly articulated highway system that solves
the problems of speedy, safe, transcontinental travel—intercity trans-
portation—access highways—and farm-to-market movement—"" * * *
“paying off in economic growth—" * * * and making “a good start
on tl}e Elghways the country will need for a population of 200 million
people.




APPENDIXES

The President’s Advisory Committee on a National Highway Program met in
Washington on October 7 and 8 to hear representatives of associations interested
in highway development. The following associations appeared:

American Railway Association

American Trucking Associations, Inc.
Automobile Manufacturers’ Association
Chamber of Commerce of the United States
Truck-Trailer Manufacturers’ Association
American Road Builders’ Association

National Association of County Officials
American Automobile Association

National Association of Township Officials
Associated General Contractors of America
National Association of Motor Bus Operators
American Petroleum Institute

National Council of Private Motor Truck Owners, Inc.
American Association of State Highway Officials
National Grange

American Farm Bureau Federation

American Municipal Association

Automotive Safety Foundation

Conference of Mayors of the United States
National Highway Users Conference
Independent Advisory Committee to the Trucking Industry
National Parking Association
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Estimates of Federal taxes relaling o motor vehicles, 1956-99 1 NATIONAL HIGHWAY PROGRAM 31
I aflar - Mileage of designated Federal-aid highway systems, by State, as of June 80, 195/
. 2
Motor vehicles and parts Total [Miles]
Lubri-
Calendar year Motor cating | Automo- | Trucks,| Parts Tires Federal-aid primary highway system Federal-
fuel | 7oil" | biles and | buses, | and ® | motal | Year | Cumuls- o
motor- | and | acces- | SHE 0 tive NS : . second-
cycles | trailers| sories State or Territory | pets lﬁfgshsvmaysol Other Total hsi'rgi—
WAy
5 204,829 (186, 208 |1, 469, 262 (2,577,262 | 2,577, 262 7 kil
%’ﬁg'ggg 105,00 | 851,000 zgg’,ggg 212,508 (193, 244 (1,500,312 |2, 650,312 | 5,227, 574 Total | Rural | Urban | Total | Rural | Urban | Total | Rural | Urban | tem
1,082, 000 108,000 | 903,750 |206, 645 20172 200,156 |1, 830,723 %ggg,;gg |l 948,207 |
916, 500 (211, 270 (228, 1 L3884 1,563, 27 27 , 745,
1’ }gg’% %113(% 938: oog 212 565 |235, 726 |214, 206 |1, 502, 587 |2, 867, 587 | 13, 613, 160 904 114 | 4,201 | 4,002 280 | 5195 | 4,792 403 | 12,202
1,197,000 120,000 | 944,250 (220, 150 (243,434 221,304 (1,629,138 (2,946,138 | 16, 550, 208 1,184 | 1,149 1,353 | 1,285 68 | 2,537 | 2,434 103 | 3022
1234 000 123,000 | 956, 250 |224, 405 251, 280 |228, 436 |1, 660,371 (3,017,371 | 18, 576, 669 5 61 | 2,053 | 2822 131 | 3,481 | 3,280 192 | 13,480
1273 000 |127 000 | 968, 250 (232,175 |258, 583 |235, 348 |1, 604, 656 (3,004,656 | 22, 671,325 1,899 | 1,680 219 | 5,365 | 4,666 699 | 7,264 | 6346 918 | 9,016
1/310.000 131,000 | 981,000 |236,800 266,400 242, 264 |1,726,554 (3,167, 554 | 25,838, 870 1| 628 33 | 3,384 | 3,303 81| 4,045 | 8,981 | 114| 3,736
1,348, 000 (135 000 | 995, 250 (238, 465 274,004 (240,176 1,756,985 |3, 239,985 | 29, 078, 864 267 | 138 109 826 3 183 | 1,003 1 292 | 1,118
10383 000 (138, 000 (1, 006, 500 |252, 340 (281, 252 255, 684 |1, 795,776 |3, 316,776 | 32, 395, 640 26 23 3 515 465 50 1 488 53 | 1,287
10424, 000 (142, 000 | 1,020,000 (254,190 |280, 648 (263,316 (1,827, 154 |3,393, 154 | 35,788, 704 1,136 | 993 143 | 3,190 | 2,841 340 | 4,326 | 3,834 492 | 10,511
10460, 000 [146, 000 |1, 035, 250 |256, 225 1206, 903 (260,912 |1, 858, 200 |3, 464,200 | 39, 253, 084 1,104 | 906 108 | 6,209 | 6067 232 | 7,403 | 7,063 340 | 12,647
1,467, 000 [150,000 |1, 046, 250 |263, 810 |304, 511 [276, 828 |1, 891,399 3,538,309 | 42,701,483 613 20 | 2,519 | 2,489 50 | 3,132 | 3,062 1,141
10533, 000 153, 000 |1, 061, 250 |265, 475 |311, 766 (283,424 (1,021,915 3,607,015 | 46,309, 308 . 1,548 | 1,283 265 | 8798 | 7,964 834 | 10,346 | 9,247 | 1,000 | 9,143
1) 565000 [157.000 |1, 071, 000 |267, 825 |318, 283 (289, 348 |1, 945,956 |3, 667,956 | 50, 067, 354 1,068 184 | 3,804 | 3,350 454 | 4,872 | 4,234 638 | 15 611
1, 604, 000 |160, 000 |1, 083, 750 |274, 725 326, 256 (206,624 1,981,385 |3, 745,385 | 53,812,789 7| 632 65| 9,032 | 8670 | 362 9,720 | 9302 | 427 | 32,420
1. 636,000 |164. 000 |1, 006, 500 |276, 575 (332, 851 [302, 592 |2, 008, 518 |3, 808, 518 | 57, 621, 257 728 | 677 51 | 7,020 | 6 803 2% | 7,757 | 7,480 277 | 22,216
1,674, 000 |167,000 (1,110,000 273,305 |340, 454 300, 504 |2, 038, 263 |3, 870, 263 | 61, 500, 520 656 | 590 66 | 3,240 | 3,047 193 | 3, 3,637 250 | 14,851
1,700,000 |171,000 |1, 121, 250 |289, 155 |347, 714 (316,104 |2, 074,223 (3,954,223 | 65, 454, 743 507 90 | 2,047 | 1,002 | 145 | 2,653 | 2 409 244 | 5,662
1745 0600 |174, 000 |1, 134, 300 207, 110 [354, 521 [322, 202 |2, 108, 223 |4, 025,223 | 60,479, 966 - 200 | 272 27 | 1,338 | 1,260 78 | 1,637 | 1,632 105 | 2,261
1,784,000 | 178,000 |1, 151, 250 200, 330 362,021 [320,028 |2, 143,429 |4, 105,429 | 73, 585,365 Maryland..___...____| 270 | 204 66 | 1,739 [ 1,403 246 | 2,000 | 1,697 312 | 5,646
1,822, 000 |182, 000 |1, 164, 000 301, 735 [370, 528 (336,844 (2,173,107 |4,177.107 | - 77,762, 502 Massachusetts_______| 347 | 206 141 | 1,703 | 1,078 625 | 2,050 | 1,284 786 200
1,850, 600 | 186, 000 |1, 180 500 |305, 065 378, 142 (343, 756 (2. 207, 453 |4, 252,453 | 82,014,955 Michigan_.._________ 985 | 849 136 | 5552 | 5173 370 | 6,537 | 6,022 515 | 19 993
1,898, 000 |150,000 (1,197,000 [309, 690 (386, 078 (350,080 |2, 243, 748 |4,331,748 | R6, 346708 Minnesota___.___.__.| 856 | 750 106 | 6,570 | 6,095 475 | 7,426 | 6,845 581 | 17,306
1/934. 000 |193,000 |1, 215,000 |317,000 (393, 338 |357, 530 |2, 283, 008 |4, 410,008 | 90,756, 711 Mississippi...___...._| 684 | 608 76 | 3,915 | 3,810 105 | 4,590 | 4,418 181 | 9,164
“l1 975 000 198,000 |1, 233, 750 321,000 401, 632 365,120 |2, 322,402 |4, 495,402 | 95,252,113 Missourl.___ -7 1,075 | 996 79| 7,028 | 6,828 200 | 8103 | 7,824 279 | 16,038
2,010,000 (201,000 |1, 252, 500 326, 525 (408,802 371,720 |2, 858, 637 |4, 570,637 | 09.822,750 Montana......___.___| 1,237 | 1,200 28 | 4,625 | 4,585 40 | 5862 [ 5 794 68 3, 597
|2 045 000 |205, 000 |1, 271,250 334 665 |416. 543 (378,948 |2, 401 706 |4, 655 706 | 104,475, 456 Nebraska__.._______. 477 | 455 22 | 4,873 | 4,755 118 | 5,350 | 5210 140 | 11,264
2. 085, 000 ; 1) 200, 000 (339, 560 (424,093 385, 544 |2, 430, 302 |4, 733,302 | 100, 211, 758 Nevads -l oilo. 540 520 11 | 1,658 | 1,837 21 | 2,198 | 2,166 32 2, 186
2.117.000 [212, 000 |1, 308, 750 |342, 250 |430. 681 [301. 528 |2,473,200 (4,802,208 | 114, 013, 967 New Hampshire .. 213 | 183 30 | 1,010 801 119 | 1,223 | 1,074 149 | 1,372
5 153,000 215 000 [1.327, 500 (351, 685 |437, 928 (308,116 (2, 515,220 (4,883,220 | 118,867, 196 New Jersey--......_. 204 | 102 102 | 1,521 | 1,005 516 | 1,725 | 1,107 | 618 | 1,019
2,150,000 219,000 |1, 346, 250 [354, 460 415,183 |404, 712 |2, 550,605 |4, 958, 605 | 123, 855, 801 New Mexico_ ... 1,013 | 968 45 | 3,101 | 2,990 | 102 | 4,114 | 3,067 | 147 | 4,607
9/ 998 000 (223, 000 |1, 363, 500 1350, 455 [453, 134 (411,040 |2, 588,020 |5, 039, 029 | 128, 804, 830 New York.___....___ 908 | 740 258 | 9,558 | 7,086 | 1,572 | 10,556 | 8,726 | 1,830 | 19,330
2/ 263,000 226,000 |1, 383, 000 (362, 600 [460. 394 |418, 540 (2,624,534 |5, 113, 524 | 134, 008. 364 North Carolina__ .. T4 | 627 87 | 6,130 | 5,843 206 | 6,853 | 6,470 383 | 21,878
57301000 230, 000 |1, 402, 500 [365, 030 [467, 997 425,452 (2.661,879 |5, 102.870 | 139,201, 243 North Dakota_______ 517 | 496 21 | 2,533 | 2 798 35 ‘ 3,350 | 3,204 11,080
2337 000 234, 000 |1, 421, 250 |367, 410 |475, 257 432, 052 |2, 605, 069 |5, 266, 960 | 144, 468, 212 L8 1+ W 1,231 006 235 | 6,422 | 5 547 876 | 7,663 | 6,543 | 1,110 | 12,402
9374, 000 (237,000 |1, 410,000 [372.220 482,860 |438, 964 |2, 734,044 15,345,044 | 140,513 256 Oklahoma__.________ 809 | 74T 62 | 6,572 | 6381 191 | 7,381 | 7128 2 10, 236
2 410,000 (241,000 1,456, 650 (382, 580 400, 116 |445, 560 (2,774,906 15,425,906 | 165,239, 162 Oregon. ... ..ol 720 | 668 61 | 3,273 | 3,145 128 | 4,002 | 3,813 189 | 4,925
5 447,000 (245,000 |1, 476,000 [300, 905 497, 724 |452,476 |2.817,105 |5, 500,105 | 160, 745, 267 Pennsylvania_ . 1,364 | 1,068 206 | 5,902 | 4,002 910 | 7,266 | 6,060 | 1,206 | 13,146
2 484 000 (248,000 [1, 406,250 (392, 040 [505,327 |450, 388 |2 853,905 |5, 585,005 | 166, 334,172 Rhode Island __ 47 21 2 494 290) 'm‘ 471 241 35
2 520, 000 |252,000 (1,513, 650 (397,935 (512, 582 |465, 984 |2, 800,151 |5, 662, 151 | 171, 096, 323 South Carolina. 749 694 55 | 3,028 | 3,726 202 | 4,677 | 4,420 257 | 11,204
9. 556,000 256,000 |1, 532,400 402,030 (519,842 472, 584 (2,927,756 (5,739, 766 | 177, 736, 079 South Dakota.. 520 | 503 17 | 2,669 | 3,5% 84 | 4,189 | 4,088 101 | 12,200
s i om \VE k0 et el e aslun bl e pemee. i de| B A8 i) m) e s m b
622, 1, 560, 000 (412,020 (532, 324 |484,840 |3,000,084 |5 884, 084 432, ‘exas____ : : 97 2.5 1 | 16, 5, : !
085, 000 (2008 5 00 2 : | - Utah..__. 716 | 659 57| 1,564 | 1,4 8 | 2,270 | 2,133 137 | 2,987
%:?rrilont .3043 %9 34 7 4 873 31 | 1,247 | 1,182 365 lé’ g;
1 Esti axr ; .1, 1955. ¢ rginia.. 5 6 112 | 4,113 | 3,847 5,021 | 4,643 37 i
Estimated at tax rates in eflect Jan. 1, 1955 ) _ Wthtuston o o a1t | oy o) e i o
Source: Department of Commerce, Burcau of Public Roads. West Virginia 991 179 42 | 2204 | 2010 104 | 2425 | 2189 236 | 10,083
Wisconsin. . 472 | 427 45 | 5,673 | 5,176 407 | 6,145 | 5,603 542 | 18,433
Wyoming. . 1,019 | 901 28 | 2,424 | 2 108 16 | 3,443 | 3,399 44 | 2,013
Distriet of Columbia_ AT e 17 i b [ A 131 M oo 148 58
Hawaii 538 506 32 538 506 32 579
Puerto Rico 576 440 136 576 440 136 | 1,021
Total 196,807 (182,341 | 14,466 (234,407 |215,5095 | 18,812 | 482,072

. 1 Present traveled way.




State motor-vehicle registrations—1953 1
[Compiled for ealendar year from reports of State authorities 2—Table MV-1, 1953, issued May 1954]

Motor vehicles Motoreycles
Comparison_of total mo-
Automobiles Buses Trucks All motor vehicles tor-vehicle registra-
tions, 1952-53 Pri-
State ‘é;‘lte Pub-
Private g E com- licly :
and | pyp,. Privatel pup. Felvata | panse Brtentachs rui Total 1952| 10Crease| Pt | pqp. Jowned
vomnet =l Haly Total A licly | Total A licly | Total licly Total | registra- ] it 11§
cial (in- 43 com- od 3 cornimer- s COTOTNET- a8 Hons crease, | age
cluding [270€ mereial |27 ciald |owne clal  [oWwne io 1953 |change
taxicabs)
Alabama. - e ee 5663, 506 2,303 ,800| 2,4270 3,660 6,006| 180,626 7,170| 187,805 846,550 13,151 858, 710 777,285 82,425 10. 6} 6, 840 162
Arizona.. 272,119 2,100 274, 228 974 691 1, 665 8, 657 4, 649 #3, 306 351, 750/ 7,449 350,1990 330, 054 20, 145 8 B| 3,405 81
Arkansas 353, 179) 853 354, (32| BER 2, 874 3,762| 167,627 3,303 171,020 521, 604 7,120 528, 814 505, 281 23, {;|3_3l 4.7 2,211 [i]
California. 4,602,563 21,364 4,713,917 7,380)  5,021) 12,410 736,140 41,948 778, 086| 5 436,082 68,331 5, 504, 413| 5, 154, 326 350,087 6 8| 50,7270 2,528
Coloralo._ - _ 404,8230 2,155 495,078 1,585 967 2,552 141,247 7,864 149,111 637,655 10,986 048,641 621,627 27,014] 43| 4,157 43
Connecticut_ 724, 621 2,844 T27, 465 3,060 159 3,219 93, 306, 4, 402 97, 708 820, 987 , 405 528, 392 789, 483 38, 909 4.9 3,577 110
Delaware. . 106, 228 TR 106, 994 476 28 Al 25, 5991 873 26, 472 132, 303 1,687 133, 97C 122, 232 11,738 9.6 5749 115
Florida. . 1,083,240 8,276| 1,086, 516 1, 880 4,133 6,013 199,188 4,875 208, 063| 1,284, 308| 16,284 1,300, 502| 1,178, 682 121,910 10. 3| 16, 280 425
rEia.__ 846, 816 1, GO8| 848, 514 3, 659 2, 655 6,314) 218,799 7,7760 226,575 1,069,274 12,120] 1,081,403 1,021,722 59, g1 5.8] 7,226 276
Idaho.... 218, 721 826 219, 546 2 409 552 1,061 79,421 4,044 83, 465 208, 641 5§, 421 304, 062 200, 529 13, 533 4.7 2,137 26
Tllinois 2,574, 018 5,305) 2, 580,313 6, 560 3, 400 0,060] 855,341| 13,2010 368, 542] 2,086,819 22,005 2,058 824\ 2, 847,961 110, 563 3.91 23,030 605
Indiana. 1,323,187 3, 3841 1,326,571 7,714 1,159 8 873 267,721 7.596] 275,307| 1,508,622 12,129| 1,610,751 1,520, 876 80, 875 5.3 18,319 274
Towa___ _ 11, 044 2,228 913,272 1,235 3,207 4,442 200, 02| 7,235 207,837 1,112,881| 12,670| 1,125,5651| 1,090, 368 35,193 3. 2| 9,740 85
Kansas_ ... 721, 657 2, 982 724, 630 876 1,105 1,981 222, 313 8,144 230,457 944, 846| 12,231 957, 077 621,476 35, 601 39 B2l
Kentucky - T06, T14] 1, 996 708, 710 2,673 1,710 4,383 188, 697 5,694) 194,301 808, 084 9, 4001 G7, 484 8545, 929 51, 556 G0 BT
Louisiana_ 632, 321 2, 904 635, 225 4,126 633 4,759 171,140 4,989 176,120 807, 587 8, 526/ 816,113 755,500 60,523 B0 5,041 1649
Maine____. 227,927 989 228, 916 1, 046 350 1,405 763,137 3,105 6, 242 202,110 4,453 208, 563 287, 525 4,038 3.1 1,840 19
Maryland. .. 695, 711 3,055 698, 766 4, 535 336/ 4,871 112,907 3,353 116, 260 813, 153 6, 744 810, 847 779, 545 401, 352 5.2{ 5,366 55
Massachusetts. 1,237, 4,771 1,242, 409 5,042 86 5,128| 163,737| 10,525) 174,262| 1,406,417 15 382 1,421,799/ 1, 376, 058 45, 741 33| 4,283 ... .-
2, 418, B16 6, 643| 2, 425, 459 7,135 3,733 10,868) 320,004| 16,801 346, 795| 2,755 855 27,267  2,783,122| 2, 566, 628) 216, 494 8. 4| 19,562 369
1, 040, 962 2,149 1,043,111 4,171 2, H38 6,708) 215, 430 7,872 223,302 1,260,563 12,569( 1,273,122 1,217,201 55, 921 4.6 0,945 67
5 534 381, 457 2,812 2, 448 5,260 164, 879 5,120) 170,008 548, 614 8,111 566, 725 524, 062 32, 663 G.2| 2,615 15
1,098, 649 2,249| 1,100, 898 3, 760 1,634 5,304 272,746 6,900 279, 646| 1,375, 155 10,783| 1,385, 938( 1,332,747 53, 141 40 , 736 27
203, 838 1, 2056 5, 804 323 1,127] 91, 266 4, 86 96, 132 05, 6, 394 302,302 282,578 19, 724 B0l 1,070} cucaie
480,802 1,611 482 413 858 430) 1,288 142,999 5,006 148,005 624,650) 7,137) 631,706 619,693) 12,103 2.0/ 3,910 58
80,019 [} . 80, 634 259 166 425 23, 486 21 23, 586 103, 764 2, 881 | 106, fid5 04,178 12, 467 13.2) 1,124} 25
153, 981 96 154,942 853 a7 910 33,156 3,220 36,876 187,990 4,238 192, 181, 497 10, 731 5.9 1,648 ...
1,503,759 5,442 1,599,201 7,129 391 7,520 218 548| 11,644| 230,103 1,819,437 17,477 1,836,014 1,746,068 90, 846' 5.2 9,013 572
218,79 1,479 220, 270 1,901 166 2,067 76, 700 4,059 80, 759, 7,392 5,7 303, 096 271, 848 31, 248 11.5 3,147 8
_____ 3,672,800 14,112 3,686,921 11,221 6,733 17,054, 445, 720| 259000 471,620 4,120,750 46,7456 4,176,405 3, 880,527 165 068 4.9 18,278 1,161
North Carolina_____.. 986,946] 3,767 990,713 2,606 0,607 12,303 241, 12,500] 253, 988| 1,231,040] 25,964/ 1,257,004/ 1,171,015 85, osal 7.3l g 342 215

- - - =
North Dakota 198, 221 686] 198,007 145 171 31
} s 6| 91,341] 2,130| 903,480] 280, 2,99 5
ogﬁﬁ'ﬁ"""' 3 gg,;gg ;:23;3 2,768, 34?3 ? 223 : ?H 13, gg gg‘”ﬁ‘ 1;, %2 ggggg 3, !1)35,910 30, sa? B %’, ;2? &g?'ég 142' fEé f; 25?3? 4423
) ; i 2 711 : STIR: 17 ; 14,250 14,301 : : : 3
Do ASUEM LoN whom bee D s cwan sen ol A i fn A G G nae
Rhode Island. 244,156] 1,039| 245105 889 82| o711 33, : ; "8, 357 3,410,042 3,266, 830| 16112 47) 23
5 : ; L 1060 1,348  34,544) 278 241| 9 ; : ; ; i i
Soufly T g;;:gg 2204 Stedrr) 1,607 3,001 5638 126,003 7,691 134194 702473 13,8%| 216320 35‘;;3?3 soom| t4] B
Soirth Dakots. Za 308 028 324'3323 : 275 867\ 642\ 70,818 3,268 83,086 302,080 4661 307550 209.909| 7 641 g'g ? éﬂ 4
e DL LR A G e i assleng) o sie B8 il a om0
232,301 1,377\ 233,678  342) 487 820 54873 3 J014| 287, : 202 51| " don ot ol 83 :3I8 i
Vet 112300 .353 112, 45 o oL < ; 4, 873 3,141 58,014 287, 516 5, 005 202, 521 73,313 19, 208 7.0 1,328
e : : | 22| P14,250( 921| 15171 127.210) 1.426| 128 6 : 7 y T o
wghril]sfgm SI‘;% g:g% %g,ggl 3,177(  2,723| 5,000/ 191,520 8 210/ 199730 1,074 450 16,2?? 1,0?3'?3? 1 ﬁigﬁ 55%?3 ¥ o8| it
WESERL | dnme em wios b s do twae oo bewsvomis i DO Miess o 8 0R
1,069,994 2,484| 1,062,478 3,030 1442 4 481 232 573 11 086 5, ; aoferl A 1ot 59l 30 s
Wity I e | e oE sl AL , 57 , 986, 244,550 1,205, 606 15,012 1,311,518 1,249, 265 62 253 5.0/ 9,147 335
Nyoming.ooocoene| "ML s ? 7 72 47,137 2,574| 40,711| 150,413\ 3,741 163154 156,007 7. 5l
e 4 2, 2I 169, 696 2,065 19i 2,074 18,284) 2,308 20,592 187,493 4,865 102362 103, 657 —1,% o a6 15
ofall 46, 289,120| 170, 965 46, 460, 004| 141, 255 102, 006 244, 2519, ! 5 's ;
A | y [ 244, , 162, 280| 413, 239!9. 575, 519|55, 502, 664l 687.200|n6, 279, 864#53. 265, 406{3, 014,458|  5.7/401, 547 10, 288

1 For additional details of publicly owned vehicles and of t
re\!gistered, see tables M V-7, 9, 10, and 11, respectively. e et e
s Datg reported by the States were supplemented in some Instances by Information
rom other sources in order to present registrations as uniformly as possible.  Where the
;rzé%i.:grgtt;o;lr g:iar is m\tv r{:ore tt}?an 1 month removed from the eplendar vear, rezistration-
ven. Where the registration year is + tha removed,
tl(:ris afe({;lverrg gn' TR od }'eﬁr. ¥ smore than 1 month removed, registra-
neludes Federal, 8tate, eounty, and muniei i o y
’ mffjlﬁ;ri'fﬂl]!]”ifiﬂs i hp Sounty, ieipal vehieles, Vehicles owned by the
e following farm trucks, registered at a nominal fee and restricted to use in t
vﬂlclnity of the owner's farm, are not included in this table: Conneeticut, 5,3;6*.3'“:\!11:\[:?
iampehim, 3,623; New Jersey, 9,501; New York, 12,967; Rhode Island, 1,907,

A t}]n Alabama a pickup truek that is a person’s sole means of transportation is registered
at the passonger-car rate. The estimated number of pickup trucks has been deducted

from reported passenger-car registrations and added t
T - gistrations E o truck registrs
: Privately owned school buses are ineluded with trucks, oo
S For{r_j}mercm% fu]Ltral]gﬁs are included with trocks.
n Oregon, trucks with gross weights of 4,500 po
under 1,500 pounds capacity, . el
which truck weight data are a
ol“n{{ triucks registered,
“ashington changed its registration year to a calendar ye i
21s ar basis, T v
schedule uzed resulted in the 1953 registrations shown here he’fng for the lﬂaéhr?:%rtll‘l: ;?al)nm?

Nov. 16, 195 D :
Patla ycﬁs,w ec. 31, 1953, and are therefore not entirely comparable to those for

, and in Vermont, trucks
are not segregated from automobiles, Tn most States for
vailable, similar light trucks comprise approximately half

1 Ineludes 1,563 automaohiles of the diplomatie COTpS.
Source: Department of Commerce, Bureau of Public Roads.
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Existing rural end municipal mileage in the United States, 1953, classified by system g
[Compiled for latest available year from State Highway Planning Survey Data—Table M-1, 1953 issued November 1954]

Rural mileage

Under Stage control Under loeal control Under Federal control §

State
Total rural

National | National | Other iad

State e
Btate Other Town and | Other
primary second- State Total County township local Total ﬁr:ﬁf rce:s[elﬁiaat?on “1;‘;;11 Total

e ary 3 roads 3 3 i
system | goepom 1| roads roads roads ways roads roads

6, 981 4,212
3,859
9, 446

&
B
WVYD0Yd AVMHOIH TVNOILVN

2
g

45, 820
818, 527

gIEEEERIE

._
EERESZE2SRE

48
13,024 1,205 209 | 14,528

o
hel

Baoe B

HEERE=RIBREES

5t 00 ey bt i,

Wyoming ______ 7T
Distriet of Columbisa

72,378 12,667 | 4,045 | 89,990 3,012, 520

......................... 376,902 | 214,638 | 8,978 | 600,518 | 1,710,516 563,189f 43,307[ 2,392,012

See footnotes at end of table, p. 37,

WVED0Ud AVMHDIH TVNOILLYN

(V)
o




Euxisting rural and municipal mileage in the Uniled States, 1953, classified by system—Continued 4
Municipal mileage
Under State control Under local control 8 Total rural
p | il
State Tota! nieip:
Extensions | Extensions E}“gﬂgs municipal | mileage
f State of State ~2%¢ | Loceal city Total mileage |
9. Total town and treats ota
primary | secondary township | SiFee -
systems systems roads 2 J
e
6,310 6,310 7,187 67,778 =
---------------------------------------------------------------------- 1,626 1,626 1,724 30,8712 5
3, 846 4,184 4, 767 71, 280 >
23,275 23,275 24, 553 137, 652 e
4,255 , 255 592 + =
4,194 4,194 4,798 15,277
410 410 573 4,415 i
11,434 11, 434 12,672 55,225  H
i 7,765 9,335 , 466 =
EROTEiR S e S 2,061 2, 061 2,269 42, 381
Idaho.__ 17,354 17, 354 19, 161 123, 023
Illinois. . 11, 067 11, 067 11, 971 97, 454
Indiana 10, 160 10, 160 11, 206 112,173 -
T0Wa..-.. 6, ¢ 6, 940 7, 459 133,019 H
LA e SR e 2, 760 2,760 3, 401 , 509
Kentucky . 5, 907 5, 640 6, 611 46,581 M
Louisiana 1,146 1, 146 1,618 20, 562 =
Maine____ 2 440 2, 552 2,802 19, 675 8
VISERIAIICL - oo e ettt i e e e 6, 349 6, 349 6, 480 4, 506 =
: 12, 630 13, 092 14, 122 107,073
Michigan. ... 1,472 1, 657 8,815 10, 472 11, 944 122. 523 E
Minmesota:- 537 158 3, 308 3, 556 4,003 66, 278
Mississippi. 10, 650 10, 650 11, 676 111, 158
Missouri___ 1,518 1,518 1,732 71, 520
Montana. 5, 047 5, 047 5,458 105, 341
Nebraska TR 506 506 578 %ﬂ 123
N VAR YRS e 995 995 1, 280 zg 224
New Hampshire. . 546 1,758 9, 402 11, 160 11, 706 , 841
NeW Jersey . e e ]| R 1, 404 1,494 1,905 62, 568
New Mot oo oo o R D 16, 800 16, 800 16, 937 103, 327
New York e 9440 |Sesntea 5, 988 5, 988 8, 437 75, ‘199
l‘biorﬁﬁ %g;ﬂim- -------------------------- 250 566 1, 474 2, 2, 260 116,735
ort, OB e e e e e e b e s ————— i
Ohio o5

Rhtode Island______._

e e e e S o ot e 265 2,046 2,046 2,311 4, 069
South Carolina_ _ 716 2,500 2, 500 4, 567 52, 522
Bouth Dakota. 225 2,033 2,033 2,258 91, 945
Tennessee 671 4,370 4,370 , 041 69, 767
Texnas_. 2,512 25, 705 25, 795 28, 307 224, 937
ek :: 593 3,062 3,062 3,655 31, 050
Vermont 165 656 656 821 13,785
Virginia_ _ 804 3,775 8,775 5,022 b4,
Washington. 326 6, 160 6, 160 6, 624 59, 042
West Virginla. 444 2,380 2, 390 2, 961 36,199
Wisconsin_ __ 1,254 7,424 7, 985 9,239 o5, 030
Wyoming___ ____ SRS K e o 118 T35 738 856 L 200
Erspriet of Columbla: o2 falasil, | - wr T N T SR TS AR o SR ||t 1,189 1,189 1,189 1,189
1] ) R e S SS L L LT L A |- SR B, SO T 33,233 39,020 11,578 303,072 314, 650 353, 670 3, 3686, 190

! Ineludes mileage of county roads under State control in Alabama (4 counties), Dela-
ware, North Carolina, Virginis (all but 2 eounties), and West Virginia; 6,611 miles desig-
nated as farm-to-market system in Louisiana; State-aid system in Maine; and 19 miles
of State-aid roads in Montana.

]lﬂ Igiun!cipu] extensions of county, town, and township roads eannot be segregated for
a tates.

7 Mileage previously reported here is now a part of the State primary and-local road

¢ Includes mileage of State park, forest, institutimal, toll, and other roads, rural and
municipal, that are not a part of the State or local highway systems.

¢ Includes local roads designated as State-aid mileage as Dllows: Ilinis, 19,983 miles;
Minnesota, 15,634 miles; and Vermont, 2,550 miles,

4 Roads not on county, town, or township systems. The milsage shown for California,
Colorado, and Wyoming has not been classified by administrative SVStermn,

5 Includes only the mileage of roads not forming a part of the State or local highway
system,

systems.

¢ Tell roads are included as follows: Colorado, Denver-Boulder Turnpike, 17 miles;
Connecticut, Merritt, and Wilbur Cross Parkways, 67 miles; Florida, Buccaneer Trail,
15 miles; Georgla, Brunswick-8t. Simon Highway, 11 miles: Maine Turnpike, 45 miles;
New Hampshire Turnpike, 15 miles; New Jersey Turnpike, 118 miles; New York county
parkways, 26 miles, State parkways, 13 miles; and the New York State Thruway, 80

miles; Oklahoma, Turner Turnpike, 88 miles; Pennsylvania Turnpike system, 328 miles.
Source: Department of Commerce, Bureau of Public Roads.
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soos - : - y surface !
Eristing rural and municipal mileage in the Uniled States, 1953, classified by type of surf o's}

: - rember 1054

[Compiled for latest available year from State highway planning survey data—Table M-3, 1953, issued November 1954]

Rural mileage Municipal mileage
i ]
Surfaced mileage 2 Surfaced mileage
Total
” Total 7y ~Total Non-
Btate existing | ( MO | surfaced Non- 5 Total | sur- S [
suriace Total | o faced F.o-1.| 82 |5k faced | poia1 | D E| G-1, | B2
Total D3 E3 ETE Hiﬂa b 0t ' At Il'{‘f Jf -
y A
5
; : 414 [ 7,187 | 387 | 6,800 | 2,506 | 1,640 | 2,564 13
L e Suar | 18170 | 12193 | omts| 1resk| looot| "ers| ‘veos| 3ass| 3oss | 209 | 1 7ou S| G102 ol e 2
Epgonacciooi ook WAzl asan ) = 34491 | 32 002 20 | 25788 | 1,017 | 4,212 | 1,046 | 4,767 Bl ok ’ 5| 5016 =
Arkansas__ .. __ 71, 280 35, 056 36, 224 66, 513 i 80,257 | 17.242 10,756 | 81,450 | 7,318 | 2,511 | 24,553 | 2,377 | 22,176 805 | 16, 35 s =
i 7 46,218 | 91,433 | 113,000 | 43,842 | 69,257 | 17, > J . : 5 545 | 4,047 | 1,525 2,514
s R T BBt R TR R e
Connecticut__ 15,277 312 . 41 880 | 3162|006 "68 | 1,238 | 340 | 601 573 | 131 | 44 ol . A
Delaware_____ 4,415 811 3, fi04 , 842 ot e 9,576 | 13,984 | 1,562 743 | 12,672 | 2,713 | 9,959 | 1,836 | 5,574 ot o
Florida_ . 55,225 | 23,536 | 31,680 | 42,553 , B2 T8 , clb - P : 5495 | ‘583 | 1 ;

83,131 | 52,071 | 31,060 | 9,819 ; ) : 7| 1972| o8 67 | 989
Georgia. bal Rl 2% o1z | 18,943 | 21,160 5| 15070 | 3,507 | 2,164 [ 33| 2,260 ' 1,656 | 9,208
Tdaho._ o) 19, 1 ; 642 | 0,818 | 62141 | 6396 | 3046 10,201 | 10,161 | 2,193 | 16,068 | 6,101 | 1, 9,

rriay 3| 108,610 | 103,862 | 12,220 | 91,64 ) ; . 55 | 11,116 | 1,965 | 3,790 | 5361 =
Indigna. - o7 454 | 645 o aan | aan) o] Sl RN S a | SR L | goms | eor|egiss| i
Towa___ VRN Il B i " 008 ; 80 | 45435 | 803 | 1,531 | 1,361 | 7,45 | 2220 | 5,239 | 2, ; ;

125, 560 998 56, 562 1 5, ’ 059 | 1,556 H
antuis S| 48| gl vmiea BB LRGSR L8 BB RIIR B Bl
Louisiana 46, 581 y s 39, 971 ' v R o215 8 367 ]:243 74 1,618 1,614 211 1,

3 18, 044 18,908 A " 8 50 7 1,453 Q

e 5 To.67s | 1,78 | 17,886 Woe| T ites| Tatl | S| Son || il 8| Risla 376 | 00| 3410

Masachnsetis . r | it 1 25,127 | 67,82 47,202 | 14,470 | 1,840 | 4,212 | 14,122 | 1,233 | 12,889 | 2 74 185 | 5,088

Michigan .. i N B e L - R : 3,813 | 2, 11,044 [ 2150 | 0, S0 | La| he
Minnesota._ 122,523 | 23,280 | 09,234 | 110,579 , : 30,600 | 4, 644 981 | 2,058 | 4, 3| 3,870 [ 1,418 | 1,133 | 1,

s 185 22,619 38, 1,283 g ' 5 8,483 | 5118 | 3,175 | 5,180
Mississippi. 278 22, 842 v 2, " -14 7 64,242 | 8,447 | 1,434 | 3,684 | 11,676 53,103 y h i

L 1197 99, 482 20, 768 73; b 516 0 232

Missouri. VTG0 | do.207 | 255 | 60,758 S8 D] D] B SIDT T L i L | 2200 28 | 1,70

105, 341 63,717 | 41,624 £ ' 2603 | 3867 o 578 3 525 | 136
: 5 7,218 | 25545 | 18,852 , 603 129 ' + 1,22 | 1 910

13:é54 lg: 8053 seoor| iThs| 39| mas|TT 15 igﬁ ;lg?g 1.$ 1, i 1}Imﬁ 517 11,150 | 1,400 | 4,383 | 5318

ﬁ:x ﬁgs;%o.... 82, 508 3: 0% 11, 475 6, 663 mﬁﬁ;; 10, 11&; e zb;'ass 1;‘ 7 25:497 $ Zgg = g? 1_(5,;2 1%:34,3 1,3?% 6,751 I 466
= i , " ’ 4 ¢ 3 5| 6,942 | 1, )

Eewr;f grk lina lgg. ﬁ; 11’ {5’; 60,605 | 67,053 | 13,300 | 53, ; 13,437 | 18, 2?3 1(ll- ?ﬁ 1, ?ﬁ = 235 L g‘lg Y77 | 138 o 716

North Dakota.- 116, 735 82;23% vl Binl TRl SR 17| 38252 | 20,073 | 20,166 | 1,768 | 16,312 | 136 1% gg %g}g 4,068 %%
| 98, 491 2,03 J 2 ! 34,412 9| 24580 | 3,422 | 3,881 | 2,511 | 7,295 | 1,633 : f £

90,253 | 069,179 | 40,074 | 91,958 [ 57,546 | 34, g 626 | 275 | 4,728 | ‘677 | 4,040 | 1,341 | 200 | 2,400

822&3?1: ___________ 50,268 | 25081 | 34237 ,542 | 24,354 | 30,188 8| 19,360 | 6,838 3, 4 g ’
= a -_ .- “
. - " e L B
Pennsylvania_________| 104,960 | 31,204 | 73,666 | 87,811 2,022 | 58,789 | 235 | 18,344 | 18,838 | 15,607 | 5,675 | 17,140 | 2,272 | 14,877 1,903 | 6,202 6772
Rhode Island 4,069 431 ‘zeas| 1758 127 | 1,631 28 520 | 804 | 138 | 141 | 2311 | 304 | 20007 | Ti7a| 1050 | 783
South Carolina. _ 52,522 | 26,735 | 25787 | 47,055 | 95,640 | 22315 | 4,733 | ... 14,004 | 1,058 | 1,534 | 4,567 | 1,095 | 5472 | 1,05 | 1607 | 710
South Dakota._ . D045 | 57,681 | 34,264 | 80,687 | 57,038 | 32648 | oo | 35 01 2,601 | 1,600 | 390 | 2,258 | 642 | 1,616 | 1’211 14 | 201
Tennessee. . _ 09,767 | 8,040 | 61,718 | 64,728 | 7035 | 56791 183\ 41043 | 11,175 | 3,324 | 1,136 | 5041 | 114 | 4927 | U270 | 110 | 3,547
Texas.__. 224,037 | 107,865 | 117,072 | 196,630 | 101,603 | 95 027 87| 42,902 | 38,441 | 9,198 | 4,449 | 28,307 | 6,262 | 22,045 | 8037 | 0,585 | 4 42
Utah..__ 3L,050 | 15255 | 15795 | 27,395 | 14820 | 12575 |- 1850 | 1404 | 3,176 | 136 | 3,655 | 435 | 3,200 | 1'337 | 1084 | 700
Vermont 13,785 | 2,672 | 1,113 | 12,964 | 2663 | 10,301 | 5 445 5142 | 1610 | o2z | 130 | s 9 "s12| 168 | 460 | 184
Virginia_____ : 54,240 | 2,062 | 51,278 | 40218 | 2765 | 46,453 | 22 461 328 | 20,740 | 2,486 | 448 | 5,022 | 197 | 4,825 | 230 | 692 | 3,804
Washington......_____| 50,042 | 16468 [ 42574 | 52418 | 15 538 37,080 22,168 110,078 | 3,201 | 1,620 | 6,624 1,130 | 5494 | 1,144 | 1,368 | 2982
West Virginia....______| 36,100 | 13,808 | 22,301 | 33238 | 13 .02 19746 | 1500 | 8,585 | 442 | 4,307 | 'sd1 | 2:961 | '316 | 2645 | 7s3 | 491 1,471
Wisconsin_____ = 990 8,610 87,281 | 86,001 | 8300 | 78,301 | 3208 | 46 0 19,910 | 4,672 3,736 | 6,239 | 340 | §800 | 1,531 | 3,751 | 3 608
ggfrrincingr'ii'i"'i;""' 2;@ 1121 0o ) ;e 1m0e | 9300 (.| 48| 17| sees || VEs| L8| T4l 16 | 351
rict of Columbia__. : 7 Aol ) oot S SRR | i W et I 1,189 | 17| 1,015 || 18| 89
Total____._______ 3,866,100 |1, 205, 880 |2, 160, 310 3,012, 520 |1, 157,076 [1, 855, 444 116, 758 |1, 054,329 102, 564 |198, 654 |83, 139 (353, 670 |48, 804 |304, 866 (70,038 102, 617 (132, 211
{1Fcor mare detail of surface types by systems, see table series SM for 1953 and t

able # Complete segregation of surface types I and E is not available.

M-0, . 4 Bome soil and gravel surfaces included with bituminons surfaced mileage. Complete
2 Surface types indicated by symbols in these eolumns are as follows: D, soil surfaced; classifieation is not available,

E, slag, gravel, or stone; F, bituminous surface treated; G-1, mixed bitumineus, nonrigid & Nonsurfaced mileage includes soil and gravel surfaces.  Complete classification 1s not
base; G-2, mixed bituminous, rizid base; H-1, bituminous penetration, nonrigid base; available,

H-2, bituminous penetration, rigid base; I, bitnminous eoncrete and sheet asphalt; J % A

portland eement conerete; K, brick: and L, block. Segregation according to base course Source: Department of Commerce, Burean of Public Roads,

(nenrigid and rigid), for ¢ and H surface types Is not uniform for all States, Where no

earegation was reported, the mileage was arbitrarily classified as G-1 and H-1,
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NATIONAL HIGHWAY PROGRAM

Eristing rural and municipal mileage in the United States, 1963, classified by system

and type of surface

(Compiled for latest available year fmi‘;'s

State Highway Planning Survey Data—Table M-2, 1653,

ued November 1954)

[In thousand miles]

Surfaced mileage

Total | faeed .
System ota L Inter-
mileage! | Low : High
otal mediate
type? | Siooes | type!
Rural mileage:
Under State control:
State primary systems. = 37T 8 360 41 129 199
State secondary systems 87 8 7 28 a4 17
Counl:‘y roads under 8
trold s iaes 127 20 93 il 33 9
State parks, forests,
o e s 9 5 4 2 1 1
Total. o accicacamsnniieneas 600 50 i) 127 1497 226
Under local control:
County roads_ . _ceeercocccemmnns 1,711 779 32 741 155 36
Town and township road 4 bilix 215 8 231 48 19
Other local roads__......- -| 48 43 5 4 Lot
4 ] ¢ | e Sy R T 2,322 1,087 1,285 1,026 204 55
Under Federal control: National
parks, forests, reservations, ete.f____ 90 70 20 18 1 1
Total rural mileage_ .. _...-—.—- 3,012 1,157 1,855 1,171 402 282
Munieipal mileage:
Under State control: Extensions of
State highway systems.........-.... 39 1 a8 1 k] 25
Under loeal control: City streets....__| 315 48 267 69 94 104
Total municipal mileage__ ... 354 49 305 70 103 132
Total rural and municipal mileage
in the United States. ...~ 3, 366 1, 206 2,160 1,241 505 414

1 Nonsurfaced mileage ineludes primitive and unimproved and graded and drained roads.
2 Coonsists of slag, stabilized soil, and gravel or stone surfaces.

3 Consiste of bituminous treated and mixed bituminous s
4 Consists of bituminous penetration, bituminous conere

brick, and block surfaces.

urfaces.
te, sheet asphalt, Portland cement, concrete,

s County roads are under State contrel in Alabama (4 counties), Delaware, North Carolina, Virginia

(all but 2 counties), and West Virginia.

& State and National park, forest, reservation,

systems.

Source: Department of Commerce, Bureau of Public Roads.

toll, and other roads that are not a part of the State or local

NATIONAL HIGHWAY PROGRAM

Toll roads and the United States interstate highway system

41

State

Under con-
struction
or fin

In oper-
ation

Author-
ized

Additional

e proposals

Total

Total miles.._

Less not feasible_ . _

1 Not feasible,

2,66 miles not feasible.

3 280 miles not presently feasible,
4110 miles not feasible,

5 60 miles not feasible.

6 225 miles not feasible,

Toll roads paralleling or serving same cities as designated United States interstale
highway system, Dec. 15, 1954

State Toll route Miles Status Cost 1
Alabama. . ocoeeen Tennessee line-Mobile______________ 330 | Proposed; not authorized j\'ggﬂm
Arkansas.__________ West Memphis-Little Rock._._____ 133 | Under study; not author- | 100

}mdi;b 1])re\'10|.lsly found not
y easible,
Connecticut_....... 1(\;Ierritt ﬁd}l‘{ﬁl{bu{ Ci:ms Parkways. 67 | In opera'fion _______ 38.0
reenwich-Killingly Expressway.__ 130 | Bonds fally sold ... :
Florida:-sareisuss Hollywood-Fort Pierce b Snd 103 Author?gc}.!_ﬂ.l_}_,_s_.li fl..__ ag?’ .
Fort Pierce-Jacksonville. ik 238 | Proposed; not authorized. 150
’ Titusville-Clearwater. .. £, 128 1. .2 i SRR 80
Georgia. . -oeoe.. Buceaneer trial extension. E 50 | Authorized; not studied. 30
Cartexsville-Flotida line.. I e ' 225
_ lennessee line-Cartersville. i 65 | Authorized; not feasible. __ 0
Mlinois. ... Chieago-Rockford...... _ 100 | Authorized; under study____ 1&
Chicago-Antioch___ % 4. 1 [ g e 40
Chicago-Lowa line. . oo oooeemnao .. 149 | Authorized; 126 miles not 162
East St. L;mis—‘l.ndiana line 154 | A %lb}e.
Indiana. ..........| Hammond-Indianapolis. . ...__._. [ 1 i i 225
Indianapolis-Kentucky line_ 4 110 | Not feasible_.... 55 100
- acu L e i Lo e L
TOWR e oo Council Bluffs- Daven S 298 ___l:(ido 2 ji_'_]:l{_,f_?l_lffl_o_riwa i%
e B hglll(?:ﬁo]gx%y—Tope a-Wichita— 234 | Bondssold_____._______.____| 160.0
a line,
Eentucky..........| Louisville-Elizabethtown 40 | Under constru
| B eflon.___-_... X
i Elizabethtown-Tennessee line 100 | Authorized; not studied.____| % E
Loulisville-Cincinnati, Ohio_________ 100 | Proposed; not authorized____| B0

See footnote at end of table, p. 42.




42 NATIONAL HIGHWAY PROGRAM : ; NATIONAL HIGHWAY PROGRAM : 43
Toll roads paralleling or serving same cities as designated United States inlerstate 9,700,000 employed in highway transport indusiries—1 out of every 7 employed in
highway system, Dec. 15, 1954—Continued ) United States
State Toll route Miles Status Cost ! Motor | g0 Federal, | Truck
| : vohu{ges, and Salesand Statte, dr’lv;!lrs Bus em-
; | ' 7 g parts, o | county, an loyees
| Millions Btate and tire rgfgod sgﬂg. and other (Eanfmon Total
Louisiana.._._..... Monroe-Minden. ... 75 | Proposed; under study; not | $60 } manufac- lelim(}; g local em- | carriers)®
authorized. i turing ! : roads ¢ | ployees §
Maine____. . Yittory=Fortland oo crsiiniuinices 47 | Inoperation . - .. __Co 21. 6
Poriland-Augusta.__... 66 | Under construetion. ......__ 55,0 ! ) ]
Augusta-Bangor-Lineoln __ e 200 | Authorized; not studied_____| 140 Alabamea. oo Daseh i 3, 063 344 30,034 { 12,501 | 100, 644 2,271 149, 847
Massachusetts_____ Weston-West Stockbridge. = 123 | Bondssold__________________ 230.0- ATIEGNA. o oo oo i, 3 O s 10, 678 3, 862 5B, 245 672 73, 531
Weston-Boston. ... e 10 | Proposed._. . ceeee|  1GD Arkamenes o0 Jiis oo oo 203 4,580 | 21,195 5,268 | 79,216 1,321 111, 783
Michigan. ... | Bay City-Toledo, Ohio_._.__...__._. 175 d | 226 Califorda: .. .~ . 39,556 | 39,753 | 157,328 | 29,602 | 524,089 | 12,744 | 803,052
| ible—60 miles, $40 million. | B 1) SRR S R R 549 . 23, 200 £, 538 80, 089 1, 066 113, 333
| Ypsilanti-New Buffalo. _.____._...__ 176 | Authorized; reported feas- { 2156 “Conneeticut. ... P EE i ) [ O 25, 348 7,804 | 71,262 2,906 | 109, 851
ible. Delawaresit_ .. E il oo 3,211 95 4, 302 1. 217 17, 418 193 26, 436
Mississippi._...._. Memphis-Lonisiana line_ ___.._.____ 200 | Proposed; not authorized..__| 100 Flordda. o oo il 444 a8 39, 354 12,243 | 140,050 3,248 195, 437
Missouri. Kansas City-5t. Louis-Joplin_. 458 |__.._ 3 [ PR o e 300 “Georgia. ... - 7,200 149 43, 114 13,584 | 121, 260 2, 367 187, 684
Nebraska. -_....... | Omaha-Colorado line_______ 300 | Authorized; under study_.__| 300 . b s 1SR e R sragle e a5 9, 658 3,678 | 39,572 372 53, 375
New Hampshire___| Seabrook-Portsmouth_ 15| T onerbbionz o e el at e 7.5 Illinois 22,300 | 16,747 | 99,527 | 20,887 | 216,434 | 10,479 | 386,374
Concord-Nashua__......_ Eome i 40 | Authorized; to be built in 23 Indiana 78,700 | 11,047 | 55,025 | 10,385 | 166,646 3,662 | 325,465
1055, Towa. 35850 |- .0 42,512 | 11,521 | 108,470 1,494 | 166,356
New Jersey..._.____ New Jersey Turnpike. ... _..___ 118 | Inoperation_...____.___.____|- 285.0 Kansas 6, 877 12, 528 34,211 11,337 | 104, 366 1, 690 171, 018
State line extension of turnpike a0 | Authorized; under study.___. 75 Kentucky 3.173 | 3, 376 27, 040 10,117 | 102,713 3, 940 150, 368
East-West Turnpike. . ___._.._...... 58 | Authorized; not studied.____ 300 ; i Louisiana 386 | 24,633 | 28,483 | 10,504 | 105,703 2,816 | 172,615
Link to Pennsylvania Turnpik 6 | Under construetion_ __ 27.2 Baine. we s s siun s b S ] R 11,811 5, 463 36, 194 817 54, 285
New York_._______ New York State Throughway. . 396 | Inoperation___________ 400.0 Morgland . . ________ 5,776 1, 867 26, 696 7,179 | T4, 448 2,875 | 118,841
i AN 30 | Under eonstruetion__._.__.| 110.0: Massachusetts.....____....____ 9, 728 860 | 50,230 | 17,768 | 126,370 6,804 | 211,868
| 133 | Partly financed; to be com- | 300 - Miehwan-. . ... 505, 060 4,484 | 89,516 | 22,225 | 226,236 R, 011 855, 541
| pleted by 1958, Y y Minnesota. . _o-oi o o Liiioaio 3,075 217 | 44,724 16,320 | 113,842 3,767 | 181,054
New York...___.__| Elmira-Watertown._................| 173 | Not authorized, proposed...| 232 Mississippi. ... oo ceoo-——| 3,887 20,443 | 12,756 | 83,208 055 | 121,247
Albany-Canada____ S 1 B {1y (O LN U R | Misgonris ool ocisincaat oy 11,714 | 151,717 5,619 258, 827
Ohio._._____.__....| East-West Turnpike 240 | Under construetion_..._____ 326, 0 Montana_ ... ’ 0Ro 3 465 13306 “453 | 59 621
Cincinnati-Conneaut | 205 | Authorized—70 miles ($93 525 Nebraska.__. 48 5, 461 66, 476 2, 610 98, 423
| million); found feasible. Nevada__._.___. 1,465 | 17,660 120
Oklshoma__________ Tulsa-Oklahoms Cit¥-nueoooooeen- 88 | Tnoperation_________________| 38.0 New Hampshire 3,563 | 24,310 578 35, 057
2 extensions. _____.... 222 | Authorized; found feasible._ 162 New Jersey 11,787 | 171,003 11,874 276, 977
Tulsa-Missouri line__ Finaneed__________ 68. 0 New Mexico 3.4 49, 807 552 67, 502
Pennsylvania__._.. Ohio line-King of Prussia__ 327 | In operation 211. 5 New York__ 51,146 | 325,670 20, 577 570, 668
Seranton-New York line. 40 | Authorized; not stud 75 < North Carolina. ... 1,300 L LI 48,824 | 14,260 | 142,390 3,977 | 210,800
New Jersey spur-__ ) [ R 1o L Y £ = 70 North Dakota__.. ... || s 10, 660 3,737 25, 184 225 39, 806
Erie—Ohioline_______ 55 o 1/ 11+ TR RGO T 1 8,222 | 103,291 25, 820 | 240,838 10, 374 528, B9
Tennessea__________ Nashville-Kentucky line_ 45 “Oklahoma.___ a5, 561 8,246 | 126,504 y 5 201, 054
Knoxville-Chattanooga—Mermphis- 3a0 “Oregon___.___. 163 26,011 B, 247 97, 930 1,542 134, 578
Bristol. : Pennsylvania__________________ ; 123,506 | 35,669 | 342,599 | 12,277 | 560,338
Nashville-Georgia line 150 |[Mentioned only \f"lth rli_:" 17D gollﬂlﬂtilieéﬂm‘il_d """"""""" [ 4 % 23: gl}“f ?' 3?3 2;' ;53 l';l;gg ]_% L
= i sy = spect to regional north- i BTN, e j . 76, 955 T4
Nashville-Alabama line__ L 1) b proposals, . (South Datote. 2 il il 10, 744 3,825 | 32,060 370 47,018
TOXAS - oo oeeemmn Dallas-Fort Worth..oicecercccanoacs 33 | Authorized; reported feasi- 32 T R S S, 7 35, 810 11,124 | 115,161 3,313 173, 107
Blo. f 1 N ST A S S T SRS 122,160 | 30,105 | 433,642 8,867 | 602,142
Oklahoma line-Houston_____________ 350 | Authorized; private ecorpo- | 180 ol e 10, 505 2,903 | 31,611 751 47,552
ration, Vermont, . . . L 5, 546 2,707 | 13,977 324 22, 554
Dallas-San Antonfo.........._.__. 276 | Ao 200 Virginia......_ 37,055 | 14,157 | 111,784 4,135 | . 170,039
Virginda .. Richmond-Petershurg..._______._.. 36 | Authorized; reported feas- 57 Washington_____ . 35,785 8,563 | 111,878 2,746 [ 160,810
ible. i West Virginia. 19, 862 , 162 75,878 2, 663 106, 285
Washington.._..._. Taeoma-Everett . .o iocceeeciecin 70 | Authorized; under study....| 200 Wisconsin_.. 44,017 | 18,299 | 130,047 2,672 | 229, 504
Wiseconsin__________| 8t. Paul-Tllinois line___ " 287 | Authorized; not feasible_ 200 Wyoming....... 5, 921 2,016 28, 560 188 41, 833
! Milwankee-Illinois line. . ........... 40 | Proposed; not feasible___.___ 40 ‘ ’ Distriet of Colum 10. 145 2,142 | 16,474 2,521 31,282
i I (PG |11/ (el | Ny e e SR e SRl U o A7) R 1,018,714 | 553,179 (5,737,153 | 177,664 |19, 700,071
Rg&ormd Tiot foas- [aciiosm i a s iR e S R T e R L A e e s 1,231 g
ible. ke ?
. ! For motor vehicles and parts, 1953 BLS a\fera?a monthly employment for States were available. Others
igkal.. et ot AT o, S S Ty (A e e b O IR | 86013 estimated by distributmcgl balanee of BLS total on basis of 1951 social-security employment data. For
! “tires, 1951 social-security data was used without further adjustment.
21953 BLS average monthly employment in crude-oil production and petroleum refining adjusted for
SUMMARY nonsutomotive use by deducting 80 percent from erude ofl, and 10 percent from petrolenm refining. Break-
2 e . -down by States estimated on basis of crude-oil production and petroleum-refining capacity by States where
BLS unable to furnish actual State figures.
Miles Cost #1048 Census of Business, y
41, 8. Burean of Public Roads for Federal and State data, U. 8, Department of Commerce estimates on
CitinSie local highway employment by States,
Millions # Estimated by assuming 0.80 driver per nonfarm truck. Includes employees other than drivers of truck
Inoperation. oo 1,058 $1,00L.6 'tr%négrf&;g;;ﬁ;g%%&ﬂl&sﬂmate of employment in common carrier bus industry distributed by States on
kgtﬁgroifggtrucnon or finaneed - ___________...il e e EE L LR L S bbbt }_,s g-:.' ;’ ?’gé 4 basis of number of common carrier buses in each State,
T e P S T Ul W B R S e e 3,205 | 2,402 . 7 Includes 14,857 tire manufacturing employees for whom no State distribution is available.
Not feasible_ .o e 1,200 |- 1,231 Nore.—Table above does not include persons engaged in manufacturing batteries, automobile stamping
and eleetrical equipment, raw materials, and in taxieab, insurance, and financing services, estimated at
7 L Wi SRS Rt ke O L ey B e T -800,000 additional employees.
(From Automobile Facts and Figures, 1954.)

1 Amounts shown with decimal indicate actual bond issues, other figures are estimates.
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85 percent of workers living 10 or more miles from jobs depend on passenger carsj]

PERCENT USING AUTOMOBILES TO GET TO WORK

100

1.0 70 20 10 3.0-10 5.0 10 10.0.T0 120 MILES
1.9 MILES 1.9 MILES 4.9 MILES “ 9.9 MILES ° 719.9. MILES & OVER

DISTANCE TO PLACE OF EMPLOYMENT (ONE-WAY)

9 MILES

Method of home-to-work transportation t
E_Pasm%er ek All other
| car an ublie means
Passenger public |transpor-| Walk |andother| Total
CBE transpor-| tation combina-
tation tions
By oceupation: Pereent | Percent | Percent | Percent | Percent | Percent
Professional and semiprofessional . ____ 68, 6 1.0 11.8 17.6 1.0 10(¢
Proprietors, managers, offieials____ 77.9 1.9 13.3 3.2 100
Farmers and farm managers..__.._... 72.5 .6 18.9 8.0 100
Store and office clerks, salesmen (ex-
cluding traveling), ete.. .. ____.__... 60. 3 21 18.9 17.8 .9 100
Traveling salesmen, agents, ete_______ 85.0 2.0 6.1 4.7 2.2 100
Craftsmen, foremen, skilled laborers, |
T A e N N 73.2 1.4 11.4 | 10.4 | 3.6 100
Operatives, semiskilled workers, un- 1 ;
skilled workers and laborers....._.. 6l. 4 1.5 15.2 | 17.4 | 4.5 100
Protective services.________ 7.6 2.4 8.7 | 9.6 aF 100
Personal-service workers. .. 24. 6 N 37.7 | 35.1 2.0 1000
By population group: |
Unineorporated areas_.__.. = 78.2 -2 5.5 8.4 7.7 | 100
Incorporated places under 5, 65. 5 ) 1.4 28.1 4.7 100
5,000t024,800____________ 67.7 2 4.5 24.7 2.9 1000
25,000 to 99,999 _ 4.3 .3 15.9 17.1 2.4 100+
100,000 and over. .oooooooo.._________. 47.6 b 39.0 10.0 2.9 100
By 1-way distance to place of employ-
42.9 2 3.3 21| 100
66. 5 .2 18.3 3.0 100
65.4 i1 28,5 3.5 | 100
65,7 ] 28.6 4.8 | 100
77.0 .3 18. 4 3.9 | 100
es 84,1 .8 9.5 5.9 100
20 miles and ove 84.5 T 6.1 8.7 | 100
All employed persons_______.____.__ 63. 5 =g i 15.5 4.1 E 100

1 Exeludes persons for whom no travel was required, such as self-employed farmers, proprietors of small
stores living at the place of business, ete.

Source: Motor vehicle use studies, summer, 1951, in Arkansas, Louisiana, North Dakota, Oklghoms,
South Dakota, and Wisconsin, by State highway departments in cooperation with U. 8. Bureau of Public
Roads (from Automobile Facts and Figures, 1954).
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1952 motor-vehicle insurance premiums $3,6560,000,000—Auto insurance premiums
and loss record 195€

Automobile Automobile Automohile
liahility property damage physieal damage

; Total

Ratio of Ratio of Ratio of nutt)?]—

State atin of atio of atio of | oo mobile

: losses losses losses | remi-
DI‘P]'}{FI;EIEHS paid to )_D trect paid to Direct paid to ur.;ns péer

| = $ | premi. | PTeMIUIS | heopm; prenlnu.ms | premi- | vehicle

| written e written arlis written e
written written written
Alabama._....._....| $12, 555, 831 35| 6, 410,334 44| $22 963, 782, 46| $41, 929, 947| 359.22
Arizona___ 7, 218, 396 41 3, 141, 099 46) 10,423, 144 46/ 20, 782, 6300 64.51
Arkansas 5, 834, 141 35 2,921, 459 52) 14,372,073 461 23,127, 673 46. 54
155, 663, 852 45| 75,274, 032 47| 165, 647, 535| 3| 306, 585, 419 81.48
8, 792, 706 35 5,600, 204 53| 17, 632, 087 45| 32,024, 997 53, 10
i 34, 087, 928 39l 11, 470, 136 49 20, 285, 926 42| 65, 853, 990 87. 56
L 2, 855, 261 29 1, 760, 505 51 4, 531, 816 40 9, 147, 582/ 82,20
Florida__. 21, 240, 151 500 12,102,160 48| 33, 503, 609 36, 66, 935, 920 57,05
Georgia________ .| 17,125, 969 46, 9, 574, 931 60 34,772, 709 40 61, 473, 609 0. 35
Idaho _ 3, 969, 945 3% 2,113,817 54 8,714, 725 44| 14,798, 187 53.28
Tlinois._ _ -| 89,642, 492 45/ 43, 686, 790 54| 102, 759, 665 48( 236, 088, 947 84,02
Indiana. . -| 81,022,937 38 20,054, 203 57| 51, 941, 647 43| 103, 018, 787 68, 22
Towa___ 15, 388, 584 49| 11,279, 589 60; 20, 053, 362 44| 55,721,535 5L 8T
Kansas_ 12, 108, 584 45/ 6, 878, 667 53| 26,405, 671 50| 45,482,922 40,41
Kentucky _ 12, 576, 907! 46 7, 005, 032 65 22, 467, 420 42| 42,049, 368) 40.80
Louisiana__ 17, 492, 756/ 30 8,988, 048 38| 25, 870, 871 46/ 52, 351, 675 69, 83
MAING. o i 6, 099, 464/ 36, 3,933 150 48 7, 047, 156 41} 17, 079, 770/ 61. 37
Maryland_____ 18, 188, 200/ 41} 11, 810, 326 53| 23,160,179 43| 54,158, 705 70.02
5 64, 920, 684 58| 36, 359, 605 46| 36, 150, 139 45| 137, 430, 428| 100, 39
Michigan____ 44, (25, 584 30| 32, 456, 521 58| B, 318, 422 49| 156, 800, 527 62, 00
Minnesota___ 7, 205, 233 46| 12,724,091 56/ 25,729,159 43| 65, 658, 483 54.28
Mississippi. . 5, 068, 775| 38 2, 694, 430 481 15, 432, 902 51 24,101, 107 47. 40
Missouri . ____ 35, 319, 460, 44| 15, 125, 961 52 43,943, 840 46| 04, 380, 261 7170
Montana. . 4, 8iM, 467 25 2, 071, 289 55{ 8,386, 065 48 15,351, 821 55. 53
Nebraska 8, 630, 430) 37 5, 421, 682 48 14,273,197 42| 28, 325, 309 45. 61
Nevada_______ 1, 755, 676 59 959, 760 50 3,386, 664 48 6, 102, 100 66. 87
New Hampshire. 5, 510, 829 ay 2, 423, 236 54 4, 571, 203 40| 12, 505, 268) 70.82
New Jersey.._. 53, 996, 622 38 28, 515, 029 45 54, 576, 765 421 137,088, 416/ 78,65
New Mexico. 3, 841, 201 42 Ty 51| 10, 820, 080 47| 16,919,124 63, 85
New York._._. 226, 582, 659 45| 77,316, 449 50| 106, 892, 757| 49| 410, 791, 865| 106. 53
North Carolina______| 15, 623, 833 41 9, 409, 039 49| 37, 336, 263 441 62, 369, 135 54. 35
North Dakota £ 3, 224, 201| 32 1, 504, 207 53 4, 763, 813 491 10, 492, 401 37.17
Ohlo, oo oo . 61, 963, 206 40| 43, 798, 007 49| 94,493, 697 44| 200, 255, 000 67. 24
Oklahoma. . & 13, 763, 219 48 7,235, 350 83| 27,034,151 42| 48,032, 720 54, 60
Oregon_____ 17, 506, 525 500 10, 190, 462 54| 23,059, 148 45 50, 756, 135 70,77
Pennsylvania._ . 77, 094, K37 38| 47, 517, 934 53] 100, 574, 586 45| 225,187,067, 68.18
Rhode Island __ 5, 621, V12| 39 3, 048, 484 G3) 7,102,524 43| 15,772, 720 59,68
South Carolina 7,633, 744 42 3,932,078 49| 20,572, 248 42" 32,138,070 44, 49
South Dakota_ 3,427, 563 36 1, 813, 807 57 , 804, 590 54| 12,135, 960 41. 09
Tennessee. - 18, 457, 044 500 9, 190, 678 6| 25,361,313 43, 53,009, 035 5U. 47
64, 810, 076 31 34,411,081 43| 106, 087, 557 431 205, 308, 664 65. 95
4, 662, 414 44 2,437, 032 [ili} 8,480, 104 46| 15, 580, 450 51. 58
Vermont _ 2, 879, 684 44 1,609,154 51| 3,878, 388 45| 8 367,226  66.58
Virginia_ _ 21, 183, 306 45, 10, 343, 749 65| 31,573,721 46| 63,100, 776 61. 93
Washington 21, 014, 522 44 12, 440, 561 58| 31,283, 651 42 64, 738, 734 66. 97
West Virginia_ 45 9, 875, 260 44, 5 503, 996 64| 16,325, 251 50| 31,704, 506 G4, 34
Wisconsin____ 36, 606, 331 44 16,030, 149 55| 28, 660, 254 43| 81,296,734 66.12
Wyoming: . __-.0 . 2, 020, 060 26, , 063, 144 54 4,843, 192 47 7,926, 396 52. 39
Distriet of Columbia. 6, 146, 147 47| 3, 182, 654 58| 8,256, 244 400 17, 585, 085 87.00
United States |

atali sl 1,348,039,337 44/ 686, 997, 584 51{1,614,804,274 46i3,649,841 ,195) 6984

Source: 1953 statistical issue, The Spectator Magazine (from Automnobile Facts and Figures 1954).

Projections of the total population of the United States, including Armed Forces
overseas, July 1, 1955 to 1975, based on various assumptions as to fertility !

[In thonsands]

\ A ‘ B | o D
L] 1
| 164, 782 164, 782 164, G44 164, 403
177, 426 177, 426 176, 126 173, 847
180, 916 184, 916 186, 146 180, 927
204, 222 202, 359 106, 269 186, 110
220, 982 213, 568 206, G615 168, 632

! The following assumptions as to fertility are implied: A, 1950-53 level continues to 1975; B, 1950-53 lovel
continues to 1065, then declines to about the 1940 level by 1975; C, 1950-53 level declines to about 1940 level
by 1975; D, 1950-53 level declines from 1953 level to about 1940 level by 1960 and continues at that level to
1675. The 1950 population, including Aymed Forces overseas, was estimated to be 151,677,000 on July 1,

1950.
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- Gross national product, 1953-7 4, projected at a 3 percent per year rate of increase

[Billions of dollars]
1953 (Cavtunl) ..ol cRnllie 364. 9] 1965 (projected)_____.__.____ 520. 4
1954 (projected) ool ctacioa C BTRB 1986 oo e 536. 0
_— 1967 _______________________ 552. 1
SRTCL 1968 s el s s s : 568. 7
SO ERGD e ihiba T B TRAE S BT 585. 8
AT ) e e il 603. 4
vl Q1 9yl . 621. 5
435.7|1972__.... L e W 640. 1
448, 81973 .. . 659. 3
2 2 i L S R e A 679. 1
476. 2 st
490. 5 Total 1965-74____ ___ 5, 966. 4
505. 2 —
R — Total 1955-74___.___ 10,404. 6

4, 438. 2
Highway construction activily as related to gross national product,
T&ﬂgﬂﬁy Gross national | Construction

expenditures

produet (eur-

as percent of

rent billions | gross national
("gl%{il';?:) of of dollars) 1 product
i
853 68.5 | 1.3
876 69.9 | § g
805 816 | 1.0
987 82,0 1.2
1,082 BG4 1.3
1, 067 92,3 1.2
1,222 00. 9 1.3
1,280 93.7 1.4
1, 266 103. 8 1.4
1, 516 90. 9 1.7
1,‘555 75.9 L8
Q58 58.3 1.7
B4T7 55. 8 1.4
1, 000 4. 4 1.5
845 2.2 s
1, 362 B2.5 L7
1,226 90. 2 1.3
1,421 84.7 1.7
1,381 091.3 1.5
1,302 101. 4 1.3
1, 066 126. 4 .9
734 161. 6 L4
446 184, 3 2
362 213.7 -
398 215.2 |
805 211.1 .4
1,451 233.3 i
1,774 259.0 S
2,131 258.2 .8
2,272 284. 2 .8
2, 518 329.2 .8
2, B0 1348.0 .8
3,222 ! 364. 9 .9
b Sy I SRR o R ey (Bl Lo e i A

1 Revised.

Source: U. 8. Department of Commerce, Construction and Building Materials, statistical supplement,
1921-28, Survey of Current Business, May 1942, p. 12; 1920-53,
Council of Economic Ad‘nsers, January 195-1' 1953—54, Bureau of Public Roads.

May 1953; Augnst 1953, 20th Century Fund;
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Proposed highway construction activity, 1955-64, as related to gross national product
projected at 3 percent rale of increase, 1953 dollars

.| Total highwa, ’
t:OnstructionY Gross national Cunstrugtiio?
Year exp?n;iitures product (bil- ;_%E; ;(;%:ion(:a.l
n
(né éi lgr S&) of | lions of dollars) product
10, 136. 5 387.1 2.4
10, 136. 5 308.7 2.5
10, 136. 5 410.7 2.8
10, 136. 5 423.0 2.4
10, 136. 5 435. 7 2.3
10, 136. 5 448.8 2.3
10, 136. 5 462.3 2.2
10, 136. 5 476.2 2.1
10, 136. 5 490, 5 2.1
10, 136. 5 505. 2 2.0
TR ol s S S R T S 101, 365. 0 A BRI BN e e
Agppagpiaus L S fotmai o ime R e s Sek S Dl e e[l S iR o = S S s i 2.3
Estimate of travel by motor vehicles, 1921-54
; FPercent Percent
Vehicle- Vehicle-
Year miles fr?)lll-znpg:e- Year miles fl'%]{-ﬁu[\lql%-
(millions) | IR B (millions) | yions year

65,027 lississo oy 271,177 0.4
- 23.0 285, 402 b2
84, 985 25. 6 302, 143 5.9
104, 838 23.3 1 333, 396 10.0
122, 346 16.7 267, 096 —-10.9
140, 735 15.0 2 206, T47 —22.6
1568, 453 12.6 4211, 580 2.3
172, 856 9.1 1249, 344 17.8
197, 720 14. 4 2 340, 655 36. 6
206, 320 4.4 370, 622 8.8
2186, 151 4.8 , 589 7.3
200, 6517 -7.2 424, 089 6.7
200, 642 O] 457, 222 78
215, 563 7.4 479, 369 4.8
228, 568 6.0 512, 242 6.9
252,128 10.3 540, 707 5.6
270, 110 7.1 557, 000 3.0

1 Less than 0.1 percent increase,
2 Excludes military traffic.

Source: Highway Statistics Summary to 1945, Bureau of Publlc Roads; Highway Statistics for respective

years 1947-48, Bureau of Public

Roads; Bureau of Public Roads estimates for 1953 and 1954; Automobile

Faetsand Flgures, 1953, Automoblle Manufaeturers Assoclation for 1921—35 and 1949-51 data; Public Roads,
June 1954, vol. 28, No. 2. for 1952 data.
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State and Federal gasoline lax rates by years 1

(Table G-205, issued August 1954)

[Cents per gallon]

1954
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Source: Department of Commeree, Bureau of Public Roads,

954, the final rates shown are

1. For tax rates in earlier years, see p. 2 of Highway Btatistics,

g of each year, the changes during the
For 1

year,

rates in effect at the end of the

, and the
those in effect Aug.

! This table gives the tax rates at the beginnin
sSummary to 1945,

year,

49
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Estimated expenditures for highway and street purposes, 195354 1
(Table HF-2, preliminary, June 1954)

Expended on— 1953 preliminary estimate 1954 forecast
State highways: 2 ,fol!ondoﬂarsl Furcent Milliondollars Percent
Capital onflay- v o s s 2,276 3.5} ! 2,740 42.8
Maintenance.__ - 628 10.9 | 10. 3
Administration z 130 2.2 135 2.1
Highway poliee._ - 105 1.8 | 107 LY
Intepest =i Dl aieat P s e 100 1.7 ) 138 | 2.2
Total direct expenditures_________________ 3,239 ! 56.1 3. 8o 59.1
Obligations retired 4. coo oo ccemnannins 125 | 2.2 150 2.3
Total Aisbursements_ . - oo oeoeeeoeeeomeeee 3,364 | 58.3 3,930 | 614
County and other loeal rural roads: | |
Capitaloutlay_____________ ... 463 | 8.0 488 7.6
Maintenance._ . fidd I 11.0 639 10. 00
Administration #_ 56 | 1.0 56 W9
Interest 7| £ 28 -4
Total direct expenditures__._._____________ 1,179 | 20.5 1,211 18. 8"
Obligations retired ... . coocooceao. 83 i 1.4 85 1.4
Total disbursements. . ccercmcvaeraanan 1, 262 21.9 1, 206 20.3
Urban streets:
Bepltalontlay. . oo ot o 422 7.3 434 6.8
Maintenance. . 425 7.3 431 6.7
Administration 3_ 61 1.1 63 Fie
INEETCB . e m e e e mm e mm e m e e 49 .8 51 B
Total dir. et expenditures_________________ 957 16.5 a79 15.3:
Obligations retired ¢_______ . . . ._.__. 125 2.2 130 20
Total disbursements: ... 1,082 18,7 1,109 17.3
Federal expenditures not classified by system 6__ 61 1 &7 1.0
All roads and streets; | f
Capalontlay. oo e mane sunne oy 3,222 55.9 3,729 58,2
Maintenanee._ . 1,687 20.2 1,730 7.0
Administration . _ 246 4.3 254 4.0
Highway police.__ 105 1.8 107 LT
Eberedhs: s e e R T I 176 3.0 217 34
Total direct expenditures. .. ooeooaoaon b, 436 94.2 6, 037 W3
Obligations retived . .o oo _.iiil 333 5.8 365 5.7
Girand totalic:s o s i e 5,769 100.0 6,402 100.0

t Federal and State data are for calendar year; loeal data are for varying fiseal years,

2 Includes expenditures by States on transcity connections of State highways. [

3 Includes engineering and equipment costs not charged to eapital outlay and maintenance, and other
miseellaneous expenditures.

4 Redemptions by refunding not included.

 Ineludes funds of other ageneles expended directly by Public Roads as well as funds expended by those

agencies, Expenditures were principally for eapital ‘outlay and are included as such in the totalk
Source: Department of Commerce, Bureau of Puhlic Roads.

NATIONAL HIGHWAY PROGRAM

51

Hstimated long-term highway obligations issued, redeemed, and outstanding, 1953-5/1

(Table HB-1, preliminary, June 1954)
[Million dollars]

1953 prelim-

Item inary esti- | 1954 forecast
mate
Tssued during year: ?
State oblizations 1, 539 1,602
County and other local rural obligations. . 73 80
1o T Y E o e g 0 St 220 240
Total ... el e R e 1,832 1,922
Less duplicated and interunit obligations: ;
State-assumed local debt duplicated._ 1 ;]
Interunitpbligationz not publedebt_ i i ciavi il it L sl s e Al E e
Total public long-term highway debt fssued. oo oooo o 1,831 1,921
Retired during year: #
Btateabligations: ..o ool e i sy ne s Bt 125 150
County and other - 83 85
OrBar-gblightions s s it aseeres i s e SR e T 125 130
_______ 333 365
State-assumed local debt duplicated . S 5 5
Interunit obligations not publie debt_ 2 1 1
Total public highway debt redeemed. ..o oo oooom oo 327 360
Dutstanding at end of year:
LR T LR 0N o o o i 2 4,630 5, 082
County and other loecal rural obligations 823 818
Urban ebligations_ ... = 1,982 2,002
7,835 8,802
Tess duplicated and interunit obhgatlons
State-assumed local debt duplieated. 24 20
Interunit obligations not public debt 9 8
‘Total public highway debt outstanding...._...____________________ 7,302 8, 864

! Btate data are for calendar year; local data are for varying fiseal years.
? Refunding issues not included.
# Redemptions by refunding net included.

Source: Department of Commerce, Bureau of Public Roads,
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[U. 8. Department of Commerce, Bureau of Public Roads, June 1954]
EstiMaTe oF HicEway RECEIPTS AND EXPENDITURES, 1953

Total disbursements for highway purposes are expected to reach $6.4 billion in
1954, an increase of $0.6 billion over 1953 and $1.1 billion over 1952.

All expenditure items will show increases during 1954, but it is expected that
capital outlay expenditures will account for the major portion of the increase.
Estimated capital outlays of $3,729 million will exeeed the 1953 total by $507
million and the 1952 total by almost $1 billion,

Maintenanece, administration, and highway police expendifures will show only
nominal inereases in 1954, but interest payments will be up $41 million over 1953
and thus will continue to show the impact of the large-scale use of credit financing.

Principal payments of $333 million in 1953 and $365 million in 1954 are higher
than the 1952 payments, but still do not reflect the greatly accelerated use of bond
issues in the highway field. This expenditure item can be expected to increase
materially during the next few years, however.

Total receipts for highway purposes are expected to exceed $7 billion in 1954,
while estimated receipts for 1953 were just under that figure. The 1954 forecast
of $7,250 million is $370 million greater than the 1953 estimate of $6,880 million
and approximately $1.5 billion more than the 1952 receipts.

All receipt items for both years, however, show fairly substantial increases over
1952. For 1954 Federal aid is up over $100 million; highway-user imposts up
8392 million; property taxes, general revenue, and miscellaneous receipts up over
$100 million; and toll receipts up $21 million over 1952. Further inereases in
Federal funds and toll receipts ean be expected during the next few years.

The tremendous amount of bonds issued during 1953 and 1954 account for the
major portion of the inerease of total receipts over 1952. Bond issues of $1,832
million in 1953 and $1,922 million in 1954 are $500 million and $800 million greater,
respectively, than the 1952 issues. Toll facility revenue bonds totaling over
$1.3 billion were issued in 1953, and it is anticipated that over $1.4 billion will be
issued in 1954.

Highway debt outstanding at the end of 1954 is expected to approach the %9
billion mark, an increase of $1.5 billion over 1953 and a little more than $3.0
billion over 1952. This spectacular increase in debt outstanding is due, of course,
to the issuance of toll-revenue bonds. At the end of 1952 it was estimated that
approximately $1.8 billion of toll-revenue bonds were outstanding. To that can
be added the $2.7 billion issued during 1953 and 1954, making a total of about
$4.5 billion of toll-facility bonds outstanding, of which about $4.0 billion are not
full faith and eredit obligations of the governmental units, Thus, the outstanding
highway debt of the governmental units remains relatively low as compared to
revenues, However, the entire debt outstanding for highway purposes has to be
repaid by the highway user, regardless of whether the credit of the issuing govern-
ment, is pledged.

It will be noted in the estimates for the 2 years included in this bulletin that
the cumulative receipts are almost $2.0 billion greater than the estimated dis-
bursements, which indicates that there is little possibility that 1955 activities
in the highway field will decline appreeiably.

NATIONAL HIGHWAY PROGRAM

Estimated revenues for highway and street purposes, 1953-541

[Table HF-1, preliminary, June 1954]
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Source l 1953 preliminary estimate 1954 forecast
Federal Government:
unds expended under the supervision of Million Million
Bureau of Public Roads: dollars Pereent dollars Percent
Majordonde: coos s i 535 7.8 4 7.8
Forest, park, and publie lands. 37 bl 38 .5
o] oV S e et i e SRS Rl e 6 |
Bubtotal........ 573 8.3 608 8.4
Other Federal funds___ 40 6 40 .5
Total Federal Government_______________ 613 8.9 ! 648 8.9
State governments: :
Highway-user imposts. - ..oococoooo___ | 2,957 43.0 3, 151 43.4
Toll racelbia “SoiCloaiaciiiisils i | 143 2.1 150 2.1
Property taxes and general revenues 56 | +8 58 .8
Miscellaneous 19 .3 19 =3
Total Fewanuies . cossoisiiayeiaiilad 3,175 46. 2 3,378 46. 6
Bond issue proceeds ?__ " - 1, 539 22.3 1, 602 29.1
Fotal receldias o oo e o 4,714 68. 5 4, 980 68. 7
Counties and other local rural units:
Highway-user imposts_____________________ 4 b b .l
Tolreceinte - o e v n s i 15 2 17 .2
Property taxes and general revenues ! 480 7.0 495 6.8
Migeallanenige. - ooiobooiloule s Sl e 38 .5 40 LB
Total revenmer: o s iia S Eiinin 537 7.8 557 7.7
Bond issue proceeds ? kel 1.1 0] 1.4
Total receipli: oy o s s v e wa 610 8.9 G637 8.8
Urban places: i ] :
Highway-user imposts_____________________ a7 B 40 B
Follresalpts)-fei s il e s st 42 .6 44 B
Property taxes and general revenues e 575 8.4 590 8.2
Migeellonaons =@ i mi s TR o ik (i} 1.0 71 e ]
Total Yewangen & i rurss i iy 723 10.5 745 10.3
Bond issue proceeds ?. . oo ooerorocmmmanea- 220 5.2 240 3.3
Total Tepelpte: cooconomin s e 943 13.7 985 13. 6.
Summary:
Federalfunds_ .. .. 613 8.9 648 8.9
Highway-user imposts. ... ... . _...__.. 2,998 43,6 3, 196 44.1
Toll receipts . 200 2.9 211 2.9
Property taxes and general revenues.....___ 1,111 16.2 1,143 15.8
Misrellanenng. . c5l o 126 1.8 130 1.8
Qrand total revenues. ... _oooooo.. 5,048 T34 5, 328 73.5
Bond issue proceeds________________________ 1,832 26. 6 1,922 26.5
Grand total receipts . ... __________ 6, 850 100.0 7, 250 100. 0+

| Federal and State dats are for calendar year; local data are for varying fiseal years.

2 Refunding issues not include

Source: Department of Commerce, Bureau of Public Roads.
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10-year total construction needs, 195665-6

System
Interstate: Amount
Rural . $13, 052, 000, 000
2 [ F R ST S B e i L e I R 10, 862, 000, 000
‘Other Federal-aid primary:
5172 I I B o e e e gt R B Ay e 19, 887, 000, 000
Irhan U A e T R e P e _ 10, 035, 000, 000

Federal-aid secondary 14, 876, 000, 000
Other rural roads_______ - 17, 073, 000, 000
Olher GtV BITRBIB e e e e — e ———— 15, 580, 000, 000

Grand total, all roads and streets__________.____.... 101, 365, 000, 000

Note.—These figures represent the preliminary accumulation of estimates made by the State highway
departments in response to Bureau of Public Roads memorandum of July 16, 1954 This memorandum
requested estimates of the costs of completing the several systems of highways as directed by sec. 13 of the
Federal-aid Highway Act of 1954, They should be considered in conjunction with that memorandum in

-order to be properly interpreted.

Typical motor vehicle registration fees ! status as of Jan. 1, 1954

Nonfarm Farm | Tk g
Auto- i it | elneteani Tractor | Semitrail- | Combina-
State mobile | Sngle-unit | single-unit | rygegs | ~erss tion
|
$3.00 $22. 50 $22. 50 £100. 00 $50. 00 $150. 00
3. 50 30. 00 30. 00 68, 50 &0. 95 120,45
13. 00 42,00 36. 00 200. 00 5. 00 205. 00
8.00 48, 00 48. 00 88, 00 108. 00 196, 00
5, 90 17. 50 17. 50 25, 00 20. 00 45, 00
Connecticut. 7.00 37. 50 37. 50 200, 00 | oo 200, 00
Delaware. - 10. 00 52. 00 26. 00 95. 70 77.30 173. 00
15.00 58. 30 58. 30 6, B0 109. 50 206. 30
3. 50 10. 00 10. 00 50, 00 100, 00 150. 00
5.00 30. 00 30, 00 50, 00 40. 00 0. 00
10. 50 86, 00 86, 00 G40, 00 e S 640, 00
11.00 35, 00 35. 00 L5 00| =2 F L 215. 00
27.00 895, 00 95. 00 135, 00 60. 00 495, 00
i 13. 50 100. 00 100.00 | 250. 00 125. 00 375.00
Kentucky.-. = 4. 50 32.00 4. 50 | 360.00 |-a---- S 350. 00
Louisiang. ... 3.00 60. 00 10.00 | 140. 00 100. 00 240. 00
Maine. ..o 14.00 60. 00 60. 00 | 300, 00 5. 00 305. 00
Maryland ... 10. 00 a5. 00 10.00 | 356. 00 100. 00 135. 00
Massachusetts 4. 50 ! 39. 00 12. 00 120. 00 2.00 122. 00
Michigan 10.85 | 53, 00 26. 50 154. 00 127. 75 281, 75
Minnesota_ 18. 60 40. 00 25,92 280. 00 10. 00 200. 00
Mississippi. 9.30 37.00 21. 40 271. 00 11. 00 282, 00
Missouri........- 11. 00 | 50, 00 50. 00 300. 00 7.00 307. 00
Montana...----- 10.00 | 28. 00 14. 00 60. 00 32. 50 92, 50
Nebraska 8.00 | 80, 00 12.00 380, 00 1.00 381. 00
Nevada. - - ---- 5.00 | 23. 85 23. 85 39. 60 32.85 72.45
New Hampshire_ 15,50 | 75,00 25. 00 240,00 |-~ oo 240. 00
New Jersey._ .. 10. 00 0. 00 30. 00 110. 00 90. 00 | 200. 00
New Mexico. 14. 00 43. 50 43. 50 99, 00 74.00 | 173. 00
New York..__. 15. 50 62. 50 43.75 88. 00 157. 50 | 245, 50
North Carolina__ 10, 00 62. 50 31.25 160. 00 160. 00 320, 00
North Dakota.. 20. 00 32.00 32.00 88000 |- e e - 350. 00
L [ 11 A 10. 00 81. 60 34. 60 177.20 135. 20 312. 40
Oklahoma 24.79 95. 00 17.92 65. 00 295, 00 360. 00
Oregon.....- 10. 00 37. 80 26. 50 62, 3 51. 80 114. 10
Pennsylvania.. 10. 00 45. 00 45. 00 120. 00 75. 00 195. 00
Rhode Island._ 14.00 | 39. 00 39. 00 127.00 2,00 129. 00
South Carolina 5. 00 66, 00 66, 00 66, 00 96, 00 162, 00
South Dakota_._. 25. 00 52. 5 52, 50 187. 50 81.00 268. 50
* Tennesseo. ......-- 7. 50 25,00 12. 50 275,00 |- 275. 00
Texas. 11. 88 81.25 40. 63 154. 00 117.00 271. 00
Utah. 5. 00 25. 00 25. 00 0. 00 90. 00 150, 00
Vermon 26. 00 118.75 32.00 420. 00 15. 00 435. 00
Virginia...... 10. 00 19. 50 19. 50 30. 00 150. 00 180. 00
Washington. 5,00 30. 00 17. 50 105. 00 56, 00 160. 00
West Virginia.. 18.20 38. 00 38,00 227.00 15. 00 242. 00
Wisconsin__.___. 16. 00 140. 00 46. 67 475, 00 10. 00 485, 00
Wyoming..__.--.. 5. 00 15. 00 15.00 50. 00 40. 00 90. 00
Distriet of Columb 5.00 35.00 35.00 65. 00 50. 00 115.00

1 A 1951 model 4-door sedan was used as a typical passenger car, A 1951 stake body truck of 5,320 pounds

. empty weight, and 12,500 pounds gross vehicle weight was used as the typical single-unit truck. A tractor

of 8,825 pounds empty weight and a semitrailer ot 7,320 pounds empty weight, registered for 40,000 pounds
gross welght, were selected as a typical combination.

2 For States registering the tractor and semitrailer as a unit, the fee for the combination is given in the

~“tractor’ column.
Source: Bureau of Public Roads, table M'V-103.

@)






