
The impact of the federal-aid highway
act of 1956 on highway financing

Item Type text; Thesis-Reproduction (electronic)

Authors Huth, Harold Robert, 1928-

Publisher The University of Arizona.

Rights Copyright © is held by the author. Digital access to this material
is made possible by the University Libraries, University of Arizona.
Further transmission, reproduction or presentation (such as
public display or performance) of protected items is prohibited
except with permission of the author.

Download date 24/05/2023 19:58:06

Link to Item http://hdl.handle.net/10150/319694

http://hdl.handle.net/10150/319694


THE IMPACT OF THE FEDERAL-AID HIGHWAY ACT OF 1956 
ON HIGHWAY FINANCING

by
Harold Robert Huth

A Thesis Submitted to the Faculty of the
DEPARTMENT OF FINANCE, INSURANCE, AND REAL ESTATE

In Partial Fulfillment of the Requirements 
For the Degree of
MASTER OF SCIENCE

In the Graduate College
THE UNIVERSITY OF ARIZONA

1 9  6 4



STATEMENT BY AUTHOR

This thesis has been submitted in partial fulfillment of 
requirements for an advanced degree at The University of Arizona 
and is deposited in the University Library to be made available 
to borrowers under rules of the Library.

Brief quotations from this thesis are allowable without 
special permission, provided that accurate acknowledgment of 
source is made. Requests for permission for extended quotation 
from or reproduction of this manuscript in whole or in part may 
be granted by the head of the major department or the Dean of 
the Graduate College when in his judgment the proposed use of 
the material is in the interests of scholarship. In all other 
instances, however, permission must be obtained from the author.

SIGNED:

APPROVAL BY THESIS DIRECTOR 
This thesis has been approved on the date shown below:

^fCtCH K. BLECK T T  /Date/ /
Assistant Professor of Finance /



PREFACE

This thesis attempts to outline the changes that have evolved 
in highway revenue and expenditure policies that are pursued by the 
federal, state, and local levels of government. These changes are 
linked, in time and legislative history, to the Federal-Aid Highway 
Act of 1956, and efforts are directed toward analyzing the specific 
impact and influence of that federal landmark legislation.

Highway expenditures are second only to outlays for education 
at the state and local levels of government. At the national level, 
highway disbursements follow defense and education in total expendi
tures. Provision of adequate road and street facilities has become 
a matter of utmost concern within the United States. It is important 
to understand the overall position of highway financing within the 
national scope in order to appreciate its priorities and complications.

The existing scale of available highway facilities in many 
sections of the country is below what might be objectively classified 
as optimal or totally efficient. It may be impossible, within limits 
of any reasonable investment, to build highways, roads and.streets 
sufficient to accommodate all traffic that desires to move, even at 
user prices that are adequate to cover the planning, construction, 
and maintenance costs involved. However, there appears to be a con
tinuing attempt to build such roadways in order to provide facilities
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that will be adequate for both existing and projected motor vehicle 
travel, in order to fulfill the desires of our modern, mobile society.

In preparation of this study, heavy reliance was placed upon 
data published by the Bureau of.Public Roads, United States Department 
of Commerce. A considerable amount of material has been published 
relative to revenue collection, the nature of urban transportation 
problems, and development of the national highway system throughout the 
history of our nation. Research indicated that there has been a sig
nificant trend toward increased utilization of federal funds for overall 
highway improvement since 1956, and this in turn set the stage for the 
study that was prepared and is presented here.

I dedicate this thesis to the two persons who made this study 
worthwhile; my faculty advisor of several years at the University of 
Arizona, Dr. James E. Chace; and to my wife and companion, Pauline G. 
Huth. Without the encouragement and steadfast example of Dr. Chace, 
this work would not have been undertaken; without the understanding and 
perseverance of my wife, it would not have been accomplished. I express 
great appreciation to numerous faculty members of the College of Business 
and Public Administration, University of Arizona, who have provided con
siderable encouragement and assistance to me in this endeavor.

My gratitude to the Department of the Army must not be over
looked. I am indebted to the officials within the United States Army 
for providing me with a tour of duty as a graduate student at the 
University of Arizona. Most of the work required for completion of 
this thesis was accomplished during that tour.
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ABSTRACT

This thesis concerns itself with a synthesis of 1) the theory 
of highway financing, 2) a review of the federal role in highway de
velopment and financing, and 3) implications upon future highway 
development and financing by both the federal government and state 
political subdivisions due to passage of the Federal-Aid Highway Act 
of 1956.

National defense, education, and mass communication through a 
highway network have accounted historically for a major portion of 
public expenditures, with only national defense being dominated at the 
federal level. The 1956 Act marks a milestone in the traditional role 
of federal activity in national highway development.

The primary result of the 1956 Act has been to increase substan
tially the federal funds made available for highway construction, with 
a concomitant increase in mileage of major highway networks. As a fur
ther result of increased federal funds, individual states can direct 
more funds into secondary roads, which should result in ultimate up
grading of the complete highway network.

Problems requiring solution include establishment of a practi
cal plan of cost distribution among beneficiaries, formulation and imple
mentation of uniform state and local traffic laws, and— perhaps most 
important— solution to congestion created by commuters in rapidly ex
panding metropolitan areas.



CHAPTER 1

INTRODUCTION

Problem and background. To the average highway user, the 3»6 
million miles of roads and streets in the United States comprise an in
tegrated network whose purpose is to convey him from his origin to his 
destination. Officially, this network is composed of a variety of sys
tems. The ownership and responsibility for building, maintaining,' and 
operating roads and streets are divided among the highway departments of 
the states, counties, towns, townships, and municipalities across the 
nation.

In some states the overall highway system is relatively small; 
in some the state administers both a primary and a secondary system; in 
a few the state controls all or most of the roads. Many urban freeways 
and major streets are parts of the state highway systems. Special au
thorities have been created in some states to build and operate toll 
roads and toll bridges and tunnels.

Almost all state highways, and a. considerable portion of local 
roads and streets, are financed from highway-user taxes, principally 
motor-fuel taxes and vehicle registration fees.

The federal government has for many years had a continuing 
grant-in-aid program to assist the states in highway improvement. The 
federal interest stems from provisions in the Constitution to establish . 
post roads, regulate commerce among the states, provide for the national



defense, and promote the general welfare. Legislation outlines the 
scope of expenditures designated for highway improvements and the par
ticular systems to which federal-aid grants may be applied. The entire
burden of maintenance, administration, and regulation falls upon the

1states and local governmental units.
While federal assistance is directly available only to the 

state highway departments, it benefits local rural and urban govern
ments as well, since many urban streets and secondary roads are on the 
designated systems eligible for federal aid.

The federal-aid highway program is administered by the Bureau 
of Public Roads, United States Department of Commerce, The program is 
a cooperative one, in which the states choose the systems of routes for 
development, select and plan the individual projects to be built each 
year, acquire the necessaiy right-of-way, and award and supervise the 
construction contracts. The states pay for the work and claim reim
bursement for the federal share of the cost. The Bureau of Public 
Roads' function is that of review, approval, and control, in each suc
ceeding step. This process recognizes the paramount rights of the 
states, which own the roads and must maintain and operate them. Where 
secondary roads or urban streets are involved, the state highway de
partments, in using federal aid, work cooperatively with the local 
governments.

The problem of financing highways has become so complex that 
it often defies solution. Within the past twenty-five years studies

1. U.S. Department of Commerce, Highway Progress 1963. Bureau 
of Public Roads, 1963, P« ?•



have been conducted, by both public authorities and private institutions, 
in order to arrive at some valid conclusions regarding highway traffic, 
costing methods, and the relationship of costs to benefits received.
The object of all these studies has been to devise a general theory of 
highway finance and to apply the theory to specific problems of highway 
development.

Several national studies of the highway financing problem were
2concerned with subsidy and adequate taxation of highway users. State 

governments, as well as the federal authorities, became involved with 
highway planning and financing as the motor transportation system in the 
United States continued to expand after World War I. By the close of 
World War II many states realized that more study and planning was neces
sary to provide guides for highway development.

Engineering studies became the basis upon which the financial 
analyses were to be built. Highway costs were then assigned to direct 
users and to other beneficiaries on the basis of benefits to be derived 
from the use of certain highways. Costs were related to revenue in 
these studies, either to determine how much of the overall program should 
be undertaken or how long it would take to underwrite completely the cost 
of constructing and maintaining a given program of highway development.

With so much emphasis upon financing the program, little consid
eration was given to demand for the highways which were to be provided.

2, Federal Coordinator of Transportation, Public Aids to 
Domestic Transportation, Vol. IV, 1940; Board of Investigation and 
Research, The Report on Public Aids to Domestic Transportation, U.S. 
Congress, House Document No. 159$ 1944.



Highway engineers simply evaluated rough estimates of daily traffic, or 
population trends.and measures, and projected them over long time per
iods. Pew attempts, if any, were made to consider the many factors in
volved in a state's economic growth. The problem of demand for highways 
has now been recognized as being essential to good overall planning.
Problems still remain, however, in implementing effective construction

3programs, even after demand has been analyzed and forecast.
The framework which is developed in this study attempts to eval

uate the nature of highway finance as it exists within the United States 
at the present time, with full recognition of how this concept developed 
through the years. The reader should attempt to maintain separate con
cepts of supply of highway facilities, which are measured essentially by 
highway costs, and the demand for transportation services and facilities, 
which is a derived demand arising out of the demand for both public and 
private goods and services. In order to evaluate present requirements 
for highway facilities, and the methods of financing such facilities, it 
is necessary to study the developments as they have evolved.

Objectives and scope of the study. The purpose of this study 
is to evaluate the changes which were initiated with the enactment of 
the Federal-Aid Highway Act of 1956, as it affects overall highway fi
nancing within the United States. There are obvious limitations regard
ing the extent to which such impact can be traced within the scope of

5. Kanwit, Steel, and Todd, Need We Fail in Forecasting. U.S. 
Department of Commerce, Bureau of Public Roads, 1959) P» 1«



5
this presentation. While the general economic and social impact will 

be evaluated at the national level, state and local effects will be 

mentioned only when such introduction tends to clarify some other aspect 

of the discussion. It is possible that the complete impact of such a 

national program cannot actually be evaluated, regardless of the amount 

of detail and time spent on such a project. Indeed, the very lapse of 

time itself alters various interacting "side effects" that may bear on 

the final result of some phase of national interest.

It is assumed that the actual demand for highway services is 

validly assessed, both by federal and by state authorities. Further

more, it is accepted that the various state highway departments, bureaus 

of public works, and state highway commissions, responsible for locating, 

constructing, and maintaining the facilities, are aware of the proper 

procedures for both the engineering of facilities and the appropriation, 

allocation, and expenditure of funds made available.

The viewpoints of individuals concerning the sizes and types of 

roads desired, or the methods of procuring the monies with which payment 

is accomplished, is not of concern to the scope of this study. Some 

discussion does bear on the social and economic effects of increasing 

or changing the nature of available highway facilities, but no specific 

importance is assigned to the impact on beneficiaries versus providers, 

or users versus nonusers, of the facilities made available.

The historical growth of highways and highway financing within 

the United States provides the basis of the problem. It is hoped that 

the changes in the scope of governmental responsibility in the provision



of highway facilities and services can be related to the overall impact 
that has resulted, or continues to result, in our social and economic 
well being. The thinking of public officials, both elective and appoin
tive, throughout the period of evolution of roads and highways in the 
United States, has done much to mold the pattern of the national econ
omy and the physical flow of persons and goods. The main thought of 
this thesis is to develop an understanding of where we were in highway 
financing by the year 1956, and to analyze what the Federal-Aid Highway 
Act of 1956 has done to financing in general since that time. Ho act 
by a legislative body can be more perfect than the information available 
at the time of enactment, and for this reason amendments to the 1956 Act 
were necessitated in 1958, 1959, 1961, and 1962. The legislation deemed 
pertinent is attached to this study in the form of appendixes.

Some of the terminology used in highway finance is somewhat con
fusing. Therefore, rather than make too many basic assumptions and 
broad generalizations concerning what the reader may think or know about 
such terminology, a brief description of the more common terms is in
cluded as Appendix E.

Minor attention is directed toward the political factors in
volved, yet they cannot be completely ignored. Policymakers at all 
levels are naturally influenced by the numerous social and economic 
pressures of the day. The study attempts to draw together the histor
ical development of roads and highways within the nation, the changing 
pattern of highway development since the advent of the automobile, and 
the manner of financing as affected by the shift in responsibilities



that have taken place since World War II, A brief projection of future 
actions will outline some basic conclusions, while making general pre
dictions as to national trends that may be brought about by the present 
method of federal-aid financing of highway facilities within the nation.

Research procedures. The subject presented by the title of this 
study formed as a result of an interest on the part of the writer in 
applied economics. Research was first undertaken as a matter of per
sonal interest, and in quest of answers to problems related to the coor
dination of highway finance that required simultaneous and related 
supervision at the federal, state, and local levels of government.

Within the vast amount of reference material available, there 
are discussions concerning revenue collection, awarding of public high
way contracts, the nature of urban transportation problems, and devel
opment of the national highway system on a year to year basis. Early 
research indicated that there had been a significant trend in the use 
of federal funds for overall highway improvement since 1956. These in
dications set the stage for the study that is presented here.

Use was made of secondary data located essentially in the li
brary system at the University of Arizona. Government documents, pri
marily those prepared by the Bureau of Public Roads of the Department 
of Commerce, provided the greatest single source of statistical data, 
reference material pertaining to the growth of highway systems, and spe
cific applications of highway funds within the United States,

A review of expenditure policies during the years prior to 1956 
was utilized to develop a comparative base to evaluate the trends since



enactment of the Federal-Aid Highway Act of 1956. Annual contract 
awards were compared with actual funds expended, as the construction 
was completed. It is virtually impossible to draw analogies between 
specific contracts awarded and final completion of such projects because 
there are variations in scope and length of construction times. A long- 
run analysis does present a view of the scope of expenditures and the 
growth of the highway system within the United States.

Manner of presentation. The initial chapter of this study is 
intended to outline the general problem discussed within the thesis, 
the methods utilized in isolating the material to be presented, the man
ner in which the material is to be outlined, and a brief summary of the 
findings and conclusions.

. Chapter 2 presents an analysis of the social and economic con
siderations that are pertinent to highway provision and utilization. It 
is not possible to present, in detail, all of the considerations that 
bear on welfare economics, or on all of the socio-political concepts. 
Neither can it express the true impact on each group within our society, 
or on specific areas within our vast nation.

Chapter 3 traces the general evolution of requirements for high
way facilities within the United States, and outlines briefly the scope 
of highway development during the first half of the present century, 
tracing the changing nature of responsibility accepted by each level of 
government, through the period of World War II. This portion of the 
study is designed to set the stage for the presentation that follows.

Chapter 4 is devoted to the system of federal-aid financing as
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it exists "at the present time, with emphasis on the Federal-Aid Highway 
Act of 1956, the specific legislation which provides the "basis for the 
analysis being attempted in this thesis. The Revenue Act of 1956, 
adopted as part of the overall 1956 Highway Act, is reviewed from the 
standpoint of supervision provided for expenditures of funds by means of 
the Highway Trust Fund. The changing role of tolls as a method of fi
nancing highway facilities within the United States is discussed, in
cluding the influence of the Act of 1956 on toll systems in general.

The final chapter draws highlights from the entire study and 
attempts to provide an analysis of what has transpired in the field of 
highway finance at the national level, evaluating the programs of 
federal-aid as they now function. Some discussion dwells on material 
that could not be presented properly in an earlier section, or was only 
alluded to in such previous discussion. A brief view of future trends 
is given, essentially in the form of conclusions concerning what may 
develop, rather than any scientific evaluation or prediction of what 
will transpire.

Pertinent federal legislation, detailed tables, and illustra
tions are attached as appendixes to the study. Footnotes provide ref
erence to pertinent citations from material published by other writers. 
Footnotes on pages within the text do not cite publishers. Such ref
erences are available within the. Bibliography.

The central theme, intended to remain constantly in the back
ground of the discussion wherever possible, is that of highway finance, 
The relevance of certain evaluations is concomitant to the manner in -
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which they bear on the subject at hand, namely the.trend in highway 
financing at the various levels of government.

Summation of conclusions. Prior to the advent of the motor ve
hicle, almost all highway construction and maintenance was the responsi
bility of local government units. Political pressures forced the state 
governments to assume the prime responsibility for road and highway de
velopment within their jurisdictions. Furthermore, the nature of our 
society and the geography of our nation has brought the responsibility 
for modern interstate highway development to the national level, and 
considerable sums of money are now expended annually by the federal 
government on interstate, other primary, and secondary roads throughout 
the United States.

Although highway origins may be traced to the trails of Colonial 
America, the modern road system, for the most part, has been developed 
since World War I. The greatest stimulus to highway building in the 
early part of the century was the Federal Aid Road Act of 1916, which 
initiated joint federal and state highway endeavors.

Trends in roadway and street mileage depict progressive improve
ment of the. nation’s road system* . In 1904 there were over two million 
miles of roads, yet only about 6 percent were surfaced, and less than 
150 miles of inter-city routes had pavement or all-weather surfacing of 
any type. By 1921, about 13 percent of the 2.9 million miles of road
ways were surfaced, whereas today over 70 percent of the 3=6 million 
miles of highways and streets have some type of macadam surface.

Motor vehicle registrations have grown continually, from 4
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vehicles in 1895 to over 82 million in 1965o Registrations have in
creased rapidly in recent years, and have more than tripled since 1930.

There are now only 2.4 persons for every motor vehicle within 
the nation. The automobile, along with food, clothing, and medical -care 
is presently regarded as one of the necessities of life. In the era 
since World War II, more traffic, higher speeds, and the postponement 
of highway improvement during wartime years elevated the highway prob
lem to a top position within government considerations at all levels.
The rapid rise of the motor vehicle to almost universal use in the 
United States has created a demand for many new and large governmental 
expenditures. Of these, foremost has been the demand for a more exten
sive highway system with a coordinated network of through routes.

Expanding expenditures to meet the requirements brought about by 
improved highway facilities created the problem of raising more revenue, 
both at the federal and state levels. All of the federal funds used for 
highway financing, as well as the majority of those produced at state 
and local levels, come from highway-user taxes of one type or another.

The demand for highways is a derived demand, and the pattern of 
highway finance itself can change the demand for motor vehicles if the 
user taxes are raised sufficiently high. In the final analysis, the 
problem is one of proper allocation of resources within the overall 
economy of the nation.

The Federal-Aid Highway Act of 1956, augmented by the amend-
4ments of subsequent years, authorized an enlarged program of highway

4. Federal-Aid Highway Acts of 1958, 1959, 1961, and 1962.
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planning and construction. In its entirety, this is the greatest peace
time construction program in the history of the United States, The leg
islation extended federal aid for primary, secondary, and urban highway 
improvement at an increasing rate, and authorized a-long-range program 
for completion of the Interstate Highway System, It also established 
the Highway Trust Fund to receive federal higjiway-user excise levies 
such as the federal taxes on motor-fuel and rubber products, and vehicle 
use-tax on heavy trucks. Federal highway funds are now disbursed from 
this Fund, and at the federal level the program is paid for entirely by 
highway users.

The Interstate Highway System is a 4l,000-mile planned, inte
grated network of the nation’s.most heavily-traveled routes, linking the 
important metropolitan areas and industrial centers, serving the national 
defense posture of the country, and connecting with continental routes 
leading to Canada and Mexico, Comprising little more than one percent 
of the tot&l highway, road, and street mileage within the United States, 
the System will carry oyer 20 percent of the nation's contemplated traf
fic when it is completed in 1972 (a route map is included in Appendix 
D), Controlled access, planned interchanges, separated roadways, and 
associated modem design features make the Interstate routes safer and 
permit uniform and reasonably high speeds.

Continuing urbanization of the population within the United 
States has increased the emphasis that must be placed on intra-city 
freeways and street systems. Perhaps the most vital traffic problems 
of the future will occur within the growing urban areas.
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A large percentage of federal aid is presently committed to 

construction of the Interstate Highway System,, With this project pro
grammed for completion in 1972, such expenditures would cease * If the 
actions of the past provide any indication of the future, new legisla
tion will be enacted prior to 1972, in order to continue the flows of 
federal funds to states for some form of improvement. The most logi
cal applications may well be for urban road development.

In order to provide revenues in the future, it may be well to 
continue the high federal gasoline taxes and excise levies on rubber 
products, vehicle sales, and gross-weight fees. After the experience 
with the Highway Trust Fund for control of revenues and expenditures for 
the federal program, it appears wise to retain such an agency at the 
federal level, rather than return supervision of highway funding to the 
General Fund of the United States Treasury.

The problems that lie ahead will not be easy to solve. Some 
very definite trends have been established by the energetic efforts of 
the federal government under provisions of the Federal-Aid Highway Act 
of 1956. The level of improvement to facilities and the expenditures 
established through the Highway Trust Fund cannot be discontinued 
abruptly in October of 1972. Additional legislation will.follow, to 
maintain highway and allied transportation improvement expenditures in 
the future.



CHAPTER 2

SOCIAL AND ECONOMIC CONCEPTS OF HIGHWAYS

Introduction. The highway system within the United States has 
not been planned or developed during any one time period or "highway 
era," but has evolved over a long period, to meet a gradually, expanding 
need for more and better transportation and communication. The highways 
existing at the present time represent, in many instances, the adapta
tions of earlier routes that were laid out during the horse and buggy 
days, or even earlier.

When considering the various aspects of highway provision, and 
the problems that are presented in financing such facilities as streets., 
roads, and large highway systems with extensive capacity, some thought 
must be given to the positive and the normative economics that are in
volved. Positive economics has been construed as the situation as it 
actually exists, while normative economics deals with what should be pro
vided, i.e., the welfare concepts of what would be the "right" thing to 
do in a particular case or situation."*" Another way of stating the evalu
ation is to define positive aspects as those that explain matters as they 
are, while normative economics emphasizes a prescription of what should be 
done. It has been noted that "all propositions of welfare economics can 
be formulated in the indicative mood just as well as any propositions

1. James A. Buchanan, "Positive Economics, Welfare Economics 
and Political Economy,* Journal of Law and Economics. October 1959?
p. 12̂ f.

14



15
of positive economics can, by the insertion of the appropriate axiolog-

2ical postulates, be turned into an imperitive," Perhaps the private 
sector of an economy displays the positive operations, while the wel
fare or prescriptive interpretations change over time so that at some 
point in time the concepts of what "should be" conform reasonably with 
activities the way they should have been, only to find that the positive 
activities have again moved on and now will no longer measure up to the 
existing welfare concepts.

The persons that develop the overall plans for highway systems 
may appear to care very little about the general welfare of the individ
ual communities that are affected along the planned routes.  ̂ True wel
fare economics should consider the broad implications of actions taken, 
and strive to do what is "proper" at all times. However, the various 
requirements of a street or highway system cannot always be resolved 
without injuring some individuals or groups of citizens.

Divergences between the social interest and individual interests 
may arise either because the interests of different individuals or 
groups conflict, or because the maximization of satisfactions of some 
individuals has side effects contributing to the satisfactions of one

2. Joseph A. Schumpeter, History of Economic Analysis, 195^$
p. IO69.

3. Within the United States, planning and coordination of 
national highway systems is accomplished by a group known as the American 
Association of State Highway Officials (AASHO). This association con
sists of responsible state officials who normally meet on an annual basis 
at a national conference. Regional meetings may be held, at any time, to 
resolve problems concerning a specific location.
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or more other groups„ Those officials responsible for implementing 
public activities cannot give precedence to the numerous sectional in
terests of such diverse groups as motorists, road construction compan
ies, utility producers and distributors, manufacturers of equipment, and 
the merchants and business enterprises that provide service to the motor
ists and transport industries along the highways and by-ways

That the interests of all those groups concerned with highway 
financing and construction should happen to coincide must be regarded 
as the obvious exception rather than the rule at any one time or place. 
The federal government has summed up this conflict of interest in the 
following statement made by a special commerce committee:

In dealing with matters of transportation regulation and 
promotion, government actions at all levels are taken with the 
justification of broad public interest. This, in fact, is the 
only legal basis for the extent of Federal intervention in 
private enterprise.

It occasionally happens that the public interest served by 
government action is only a local rather than a national public 
interest. Local interest, in such cases, may be geographic or 
it may be a special interest of one or another economic group.

In consonance with the basic objective of Federal policy, 
governmental actions at all levels should be taken in the 
national public interest. Conflicting interest must, of neces
sity, yield to the greater good of all.

Although it is proper and significant to present a policy at 
the national level that calls for doing the most for the greatest number

4. Delbert A. Snider, Economicss Principles and Issues. 1$62, 
pp. 488-489» Milton Z. Kafoglis, "Highway Piblicy and External Economies," 
National Tax Journal, March 196$.

5. U.S. Congress, Senate Committee on Interstate and Foreign 
Commerce, National Transportation Policy, (Doyle Report), 1961, p. 32.
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of persons, actual implementation of such a policy becomes something 
much more difficult to accomplish. It cannot be feasible for true co
ordination to be effected in a country as large and heterogeneous as 
the United States. For example, a county road authority in one portion 
of the nation will rarely know, or really care, about the overall effect 
of the local road program on the programs of other counties or states, 
or on the economy of the nation as a whole. Fbr numerous types of pro
jects and programs, the promotion of public interest by governmental en
terprise is limited, by necessity, to a particular geographical area.
The overall efficiency and effectiveness of operations and administra
tion, not to mention the political factors involved, require such limi
tations on the various programs.

Highways as public or collective goods. Services that are pro
vided publicly should compete for finances and other resources not only 
with other public services, but with the entire range of public and pri
vate goods and services consumed within the nation's economy. In actual 
practice, highways do compete for resources with private demand in cer
tain respects. They are ordinarily handled outside the regular budgets 
of public agencies, and to a great extent, are financed from the con
sumption and utilization factors related to quantity and quality of the 
service being consumed.^ While pricing of highway services is applied 
to users to a considerable extent, the traffic flow and congestion devel
oping therefrom act to provide evidence of the consumer response to the

6. P. Famous, "Summary Analysis of Reports on State Highway 
Department Management," Public Roads, February 1964, p. 287.
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prices and supply conditions that exist in highway transportation.

It would appear that the increasing volume of' private and 
public vehicles on the highways indicates that use of highways is 
priced too low. Furthermore, the quantity and quality of roadways has 
not always kept pace with the increase of users. Anyone who has made 1 
an automobile trip across our nation can vouch that while there are 
roads in quantity, from point to point, there are many that lack in 
quality in that they do not provide sufficient road width or the neces
sary modern traffic "de-congestantd»"

The modem highway network within the United States can be ap
propriately classified in the category of a public good or service.
The traditional concept of the road function and the development of the 
public road has been a matter of evolution, as the types of travel and 
the transportation facilities have changed with time. Competitive or 
market organization of the highway "industry" appears to be neither 
feasible nor desirable, and public regulation of private highway util- . 
ity firms is very difficult, if not completely intolerable, from a 
standpoint of efficient regulation. However, it is also evident that 
certain specific individuals or groups will receive more primary and 
direct benefits from having road and street services provided by public 
authority. If the individual .usage and benefit of these services could 
be measured effectively, then some form of direct pricing such facili
ties could probably be employed. However, highways represent a form of 
"quasi-public" good with both divisible and indivisible benefits, and 
they cannot be classified as strictly a public utility nor a completely 
collective service or good.
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Highway user taxes and the benefit principle. The public util

ity concept of highway functions is not always fully accepted, especi
ally by local governments„ Some of the reasons for this have been al
luded to above. Nevertheless, the fiscal demands which the automobile 
and other road vehicles have placed, and will continue to place, on 
hard-pressed smaller government units has forced a definite recognition 
of this view of the highway and its necessary presence within our social 
and economic life in this country.

Highway user taxes may be defined in general terms as taxes
imposed on the ownership and use of vehicles for the purpose of raising

7revenues for highways. At the state government level, where user taxes 
have achieved their highest stage of development, they are principally 
of three kinds; l) gallonage taxes on motor fuel, 2) registration fees 
graduated with some measure for size and weight of vehicles, and 3) the 
so-called third-structure taxes, of which the axle-distance or weight- 
distance taxes are the most common.

In 1901, motor vehicle registration fees were introduced by the 
state of New York. By 1905» twenty-five states were levying some type 
of registration fees, and after 1910 states began to use these fees for 
the purpose of collecting revenues from highway users. In 1919, Oregon 
became the first state to introduce the excise tax on gasoline, and by 
1929 all states in the Union levied taxes on gasoline. More recently, 
third-structure taxes on gross receipts, ton-miles, and axle-miles have

7. U.S. Department of Commerce, Final Report of the Highway 
Cost Allocation Study. Bureau of Public Roads, 1961, pp. 11-10-13.



20
8been imposed on certain types of road users. These separate taxes 

will vary from state to state, and even between localities within a sin

gle state, but the point to be noted here is that these taxes are essen

tially user prices. They represent an attempt on the part of the govern

ment unit concerned to impose heavier and differential taxation on the 

direct beneficiaries of the public services provided, while creating a 

lighter load for those who do not derive similar benefits.

Attempts to define and isolate state road-user imposts are ham

pered- by certain variations among the states. In a number of the 

states, portions of the proceeds of such taxes are, by law, diverted to 

other than highway use. In other states, the receipts are placed either 

into the general fund or are split in some manner between highway and 

other applications. In most states, the non-highway uses of gasoline 

are subject to exemption or refund, and in others a portion of the gaso

line tax receipts are apportioned to non-highway uses. Motor vehicle 

taxes also vary from state to state. Some states rigidly enforce per

sonal property taxes levied against vehicles according to book value,
qbut allow other personal property virtually to escape from taxation.

A public or collective goods view of highways cannot always be 

accepted merely because excise taxes are imposed on gasoline and motor 

vehicles. Governments often choose to levy specific excise taxes as

8. Richard M. Zettel, "The Division of Financial Responsibility 
for Highways Between Users and Other Benefactors," National Tax 
Association Proceedings. 1948, p. 195•

9. -Board of Investigation and Research, Public Aids to Domestic 
Transportation, 1945, p- 287.



means of raising revenues for general purposes. Gasoline could be 
placed into a category similar to liquor and tobacco. However, it is 
doubtful that anyone has heard of an argument to the effect that liquor 
taxes are justified because of certain special benefits that a govern
ment provides to the drinking members of our society. In contrast to 
this thinking, highway-user taxation has been justified almost univer
sally on the basis of the benefit principle.

The cost of a highway cannot be charged to the motor vehicle 
user as a single beneficiary, but to all persons as beneficiaries, 
direct or indirect. In essence the system has no non-users and so to 
distinguish any class of beneficiaries is to admit that the roads have 
more value for certain groups than for others, while actually the bene
fits vary with the derived opportunities or services that are rendered 
by the presence of a road, street, or highway that provides useful func
tions for inhabitants or travelers.

The development of the "separateness" of highway tax revenue is 
considered to be more important today than the benefit basis of highway 
taxation. During the early years of the automotive age, taxes on road 
users were justified on the benefit principle. However, such revenues 
were channeled into the governments' general funds, and highway expen
ditures were made from such funds. State governments found that the 
highway-user taxes were indeed productive, and a share of the revenues 
began to be diverted to non-highway uses in several states. This led 
to a demand that highway-user taxes be segregated and that the revenues 
be earmarked for use on projects that represented expenditures only on



22
road construction or maintenance. Provisions of this nature are now 
incorporated into many state fiscal systems.

Comparison of highways to other services. Difficulties are en
countered in determining who benefits from highway services and who does 
not, due to the nature of indivisible external economies involved in 
highway functions. A proper policy might be to provide such facilities 
free of charge, supported by taxes on such commodities or services as 
are determined by public policy. This approach becomes unrealistic, 
however, because modern vehicle size and movements are such that contin
uing repair and replacement of roadways becomes necessary and expensive 
and these costs should be borne primarily by the benefactors. It does 
not appear appropriate to raise prices of products that are not related 
to highway use, by means of taxation, out of proportion to production 
costs in order to provide free highway facilities for all persons or 
groups within a society. Furthermore, motor travel and service competes 
with such means of transportation as railroad, water, and air modes.
If all traffic must pay for use of those other modes, then user prices

11should also bear the cost of utilization of highway facilities. The 
economic cost to the motorist should be comparable to the charges for 
other means of transportation that provide similar service.

For most government services, it is not necessary to charge a

10, James M. Buchanan, "The Pricing of Highway Services," 
National Tax Journal, June 1952, p. 97»

11, John M. Clark, Social Control of Business, 1926, pp. 273-
274.
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price for use of facilities by beneficiaries, except as repayment for
the costs of the specific undertaking. With highways, however, the fact
that benefit payments are generally accepted as equitable has tended to
obscure the alternative requirements for highway pricing. Prices would
be required even if the benefit principle of financing costs were not
applicable at all, A necessary condition for placing a price on public
services is that particular units of the service can be isolated and
imputed to specific users. However, this is not a sufficient condition,
Free provision of the service must result in an uneconomical use of the
service if a price is to be fully justified, and the criterion is the

12elasticity of demand for the service. If people, individually and 
collectively, will utilize approximately the same highway services at 
zero price as they will at a price which covers the marginal social 
costs of providing the services, then there is little economic justifi
cation for prices as rationing devices in this particular instance.

Basis for allocating costs. In order to determine the approp
riate basis for allocating the costs of providing highways, considera
tion must be given to three basic areas, namely, l) calculating the 
total costs that are incurred, 2) determining the responsibility of users 
and non-users for such costs, and 3) tracing the costs to be met by the 
various motor vehicles on the basis of the investment costs that are 
incurred for them. Total expenditures on roadways can be obtained from 
the records, but these do not portray the true economic and social

12. A. C. Pigou, A Study in Public Finance, 19^9» P» 25«
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costs. Costs that are considered to be of economic and social impor
tance include the tax equivalents comparable to those imposed on rail
road rights-of-way (concerning those resources allocated to the 
highways) and the interest cost on the government1s equity in highway 
investment. A problem arises from the fact that benefits from highway 
construction are derived by non-users as well as users. Also, there
should be some method of assessing the costs allocated to highway users

lion the different kinds of vehicles that travel over them. Only the 
problem of benefits derived by users versus non-users will be dealt 
with in this portion of the discussion.

Under provisions of the Federal-Aid Highway Act of 1956, the 
Congress directed the Secretary of Commerce to study highway cost allo
cation with regard to the effects on design, construction, and main
tenance of federal-aid highways by those various vehicles that would 
use them, the proportionate share of the resulting costs to be borne by 
each class of users, md any direct or indirect benefits in addition to 
those derived from direct use of the highways (that could be attribut
able to public expenditures on such roadways)."^ The Department of 
Commerce, in cooperation with other federal and state agencies, completed 
the study in late i960.

Highways serve a number of different purposes, which leads to a
rather widespread acceptance of the conclusion that not all of the costs

IJ. U.S. Congress, Final Report of the Highway Cost Allocation
Study, House Document No. 54, January I96I, pp. 6-14.

14. Ibid., pp. 1-2.

V
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of providing them should be imposed upon the immediate users. Highways 
afford access to land in both urban and rural areas, without which the 
land in many cases would be practically useless and unprofitable. They 
also perform a "community service" function that makes community life 
and activity possible, as well as provide one of the principal avenues 
of intercommunity and long distance transportation for commercial, 
recreational, and national defense purposes. Highways" definitely en
courage regional "specialization" within the industries and allow a 
system of interregional trade and commerce. To place a price tag on 
some of these services requires more than a good imagination, various 
aspects of the problem being virtually impossible to asSess.

The study of the Secretary of Commerce recognized the consider
ations outlined above, and it examined at some length a number of dif
ferent methods that have been advanced for a division of costs between 
users and non-users. Definitive answers to questions of cost allocation 
between users and non-users could not be reached solely through analysis. 
The degree of "public interest" that is involved will depend upon the 
proportion of external economies or particular benefits to total bene
fits derived, and it is impossible to arrive at a quantitative evalua
tion of the total benefits derived from the federal-aid highway program 
by anyone other than the direct users of the highway networks. The 
government report did recognize that there was a vast array of non-user 
benefits that emerge from highway improvements, but pointed out that 
similar results also emanate from every justifiable investment, whether 
brought about by the use of public or private funds, stating that "The
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existence of a dividend to the economy over and above the user benefits 
provided by highway investment does not of itself prove that there 
should be a proportional tax contribution from non-user or general rev-

,,15enue sources."
The study further recognized that some non-user sources of 

revenue were necessary, particularly for local roads and streets, but 
concluded that for all federal-aid systems, $2 percent of the needed 
revenues should be derived from users, and only 8 percent from non-users. 
This recommendation for the allocation of the total costs was based on 
the premise that "In the allocation of tax responsibility for the sup
port of the federal-aid highway program, care should be taken that the 
allocation is, as nearly as possible, neutral with respect to the com
petitive position of other modes of transportation."^^

The theory that taxes should be distributed according to bene
fits received encounters two important objections. One is that the 
benefits cannot always be measured properly, and the other is that so
ciety may prefer a wider consumption of certain public services than 
that which direct beneficiaries could afford. The benefit approach en
counters some limitations in highway, finance, namely, that benefit is
divided in uncertain proportions between users and non-users, and that

17user benefits are measurable only in a rough manner.

15- Ibid., Note 15, p. 75.
16. Ibjd., pp. 14? and''277.
17. Harold M. Groves, Financing Government, 1962, pp. 275-274.



27
. Difficulties involved in highway financing. There are several 

factors that make the highway investment problem especially difficult. 
Although user taxes do represent genuine user prices to a large extent„ 
governments have never seen fit to set taxes in accordance with accepted 
public utility pricing principles. At best, user taxes tend to be es
tablished at average-cost levels, regardless of the scale of operation 
to which the highway network has been built. It appears that the high
way system has remained too small during most of the period of the past 
forty years, even after 1921 when highway construction gained momentum 
with the federal-aid made available. Revenues from user taxes evi
dently were not sufficient to finance internally the expansion that was 
required during this period.

One aspect of the difficulty arises from the peculiar nature of 
highway services, When roads are "underpriced," no shortage appears in 
the same sense that would occur if water or electricity were underpriced. 
Roads do not "run out" and they are not "used up" in the normal sense of 
consumption. Instead, the quality of service available to each road 
user is diminished if the point is reached where excess demand is 
present. There are external diseconomies in road usage beyond a certain 
point, and these take the form of congestion, a characteristic problem 
that exists almost everywhere within a country such as the United States, 
where rapid urbanization continues without a comparable decrease in the 
dependence upon road ways as a means of communication and transportation, 
and without a comparable increase in road capacity.

In the period since World War II, the various states have recog
nized many of the existing problems and have taken steps toward solving
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the "highway problem." During the war years, highway construction had 
been limited to definite requirements, essentially for defense purposes. 
Thus, a congestion situation had developed as a result of highway devel
opment lagging behind two prime contributing factors: increases in pop
ulation and greater mobility of the society. To solve this situation, 
highway-user tax rates were generally increased, and there now seems to 
be little likelihood that the increases will cease or diminish in the 
near future.

Highway construction costs have risen rapidly; some increases 
in tax rates would have been required merely to maintain the existing 
highway networks and to continue some improvement and normal increases 
in road mileage.

The endeavor to allocate tax responsibility by classes of bene
ficiary has led to efforts to classify road systems by primary sources 
of financial support. Highway classification is more than an obscure 
bookkeeping device; it is a method by which the overall tax load may be 
distributed among the major classes of beneficiaries. The division of 
responsibility between the motorist and the property owner varies con
siderably from state to state,^ as has been mentioned in earlier dis
cussion.

Introduction of greater sharing by the federal government in 
planning and construction of the Interstate Highway System, brought 
about by the legislation enacted in 1956, has had some leavening affect

18. Philip H. Burch, Jr., Highway Revenue and Expenditure Policy 
in the United States. 1962, pp. 41-42.



on the inequities among the taxpayers in the various states. In the 
highway legislation of 1956, the federal government ohose to finance 
its predominant share through increases in user taxes. There was a 
group within the United States Congress who had proposed an issue of 
special federal highway bonds to finance the major portion of the out- ' 
lay on the Interstate network, designed to speed action in construction 
programs in general. This group did not win out in the final analysis, 
and the government proceeded on a pay-as-you-go policy. As the program 
progresses, the federal agencies may still be required to resort to 
bond issues to finance the System, since there is a definite reluctance 
to increase highway-user taxes any further. However, if the supply of 
funds available for the federal contribution to the federal-aid pro
grams does lag in the future, it is more likely that construction pro
grams will be slowed to a level that can be logically financed, rather 
than attempt implementation of supplemental financing programs "at this 
stage of the game."

The costs of traffic congestion. A generation or so ago, the 
inhabitants of our cities lived on or near the trolley line, or within 
walking distance of work. At the present time, millions of people live 
in all parts of our urbanized areas, scattered from "uptown" to the dis
tant "suburbs." The passenger car or bus takes them to work downtown, 
or to the community shopping centers, or across town to visit friends 
or relatives. Trucks bring milk to the front or back door on a daily 
basis, and make virtually any good or commodity available in centralized 
locations. Life in the rural areas has changed also. The nearest
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neighbor may still be as far away in miles as he was in yesteryear, but 
not in time. The 15-mile trip to town and back takes an hour now, com
pared to most of the day that was required for the same trip during the 
times of our fathers or grandfathers. A very high percentage of rural 
areas is now served by some form of all-weather roadway.

Another important change has been brought about by the combina
tion of highways and school buses. The "little red sehoolhouse" is 
rapidly being replaced by consolidated elementary and high schools, 
which are far more efficient in the use of funds, as well as giving a 
much improved education to the children of today.

Vacation travel is fast becoming one of the biggest industries 
in the United States, due largely to better motor vehicles, more lei
sure time, and improved and expanded highway systems. All of these ele
ments create traffic problems at the very time that they bring about 
improved mobility and efficiency of social functions.

There appears little doubt that the existing scale of available 
highway facilities in most sections of the country is below what might 
be objectively classified as optimal or totally efficient. It may be 
impossible, within the limits of any reasonable investment, to build 
roads, streets, and highways sufficient to accomodate all traffic that 
desires to travel, even at user prices that are adequate to cover con
struction costs involved. By their very existence, roads themselves 
will generate traffic. A continued attempt to build or improve roads 
to accomodate traffic is being recognized as a function of government 
in fulfilling the requirements of a modern society.
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Another approach recognizes that traffic congestion is one of 

the major costs of modem urban life, and that there are methods of 
meeting this problem other than simply building more expressways, free
ways, or similar limited-access highways„ A logical solution would 
aim directly at limiting the amount of traffic, rather than expanding 
the road facilities. A form of traffic-limiting approach appears to 
offer more favorable prospects for a favorable solution in some of the 
major metropolitan areas or inter-city routes of the nation.

The traffic-limiting idea includes several alternative means of 
accomplishing the removal of congestion desired. The simplest, and the 
most consistent with freedom of choice, is that of raising user taxes 
sufficiently to insure that traffic is limited. The license or regis
tration fee is especially adaptable to use as a means of directly limit
ing traffic flow. An over crowded metropolitan area could introduce 
higher motor vehicle fees to discourage ownership and operation of ve
hicles. Greater discrimination among the several classes of vehicles 
would also allow special taxation of those motorists who use the more 
congested road segments during the crowded time periods. This would 
probably require a somewhat expanded use of tolls, something that could 
be made variable with congestion. The possibilities for imaginative use 
of tolls and indirect pricing through user taxation seem almost un
limited. Establishment and supervision of such a system, however, ap
pears to be virtually impossible at the present time.

Major urban centers of the country will be forced into traffic 
limitation of some form or another if they have not already been induced



to do so. The prospects for building downtown expressways and freeways,
sufficient to accomodate all vehicular traffic that would desire use of
them, seem limited indeed. If the traditional pattern or design of the
central city system is to be retained in the major urban centers across
the United States, there must be a definite re-evaluation of the prices
that society wishes to pay for expansion of its mobility, while retain-

19ing its traditions and concepts.

Benefits, costs, and modernization. The greatest single high
way planning criterion for the comparison of alternate route locations 
has long been expressed in terms of the road user benefit-cost analysis. 
More recently, planning engineers have begun to realize that highways 
cannot be located on the basis of cost to road users alone, and that 
there are many factors which enter intti a route selection and location.
A few such factors include 1) traffic service, 2) effect upon local 
planning objectives, 3) effect upon local traffic patterns and street 
networks, 4) engineering of new facilities, and 5) regional and national 
external economies of highway provision.

Some difficulties arise from using a straight mathematical analy
sis leading to a benefit-cost ratio when making route assignments. Such 
an analysis will weigh the benefit and cost relationships of diversion 
curves, travel times between given points, motor vehicle operating costs, 
and highway construction and maintenance costs. While these may all be

19. James M. Buchanan, "The Financing of Highway Services," 
National Tax Journal, June 1952.



considered relevant when route selections are made, the qualitative 
factors mentioned earlier must also be weighed. Highway planning must 
avoid a straight linear problem of running a road from one point to 
another in as short a distance as possible. It must view the broader 
problem of finding a justification for a highway's function of provid
ing service to a given area or areas. The highway is a functional ele
ment within an economic environment, and its location should not and 
cannot depend strictly on detailed considerations of grades, alignments,
mass-haul diagrams, and the narrow economic considerations of benefit- 

20cost ratios. These more logical factors appear to have had a degree 
of influence on the state planning and engineering staffs when route 
selections are considered in bypassing metropolitan centers with major 
portions of the Interstate Highway System.

20. David S. Johnson, "Economic Analysis of Alternate Route 
Locations," Highway Research Board Special Report 56, i960, pp. 45-44.



CHAPTER 5

HIGHWAY DEVELOPMENT IN THE UNITED STATES

The overall development of highway facilities is being acceler
ated at a rapid pace within the United States at the present time. In 
order to assess the implications of such acceleration, some insight is 
needed to guide the orientation and capacity of highway facilities, as 
well as the public planning of land uses and both public and private 
investment in light of the development and expansion of such facilities. 
It is recognized that highway developments are set within the broad con
text of the geographical structure of our entire social, political, and 
economic system.

Over the years the alignment of the roads have assumed a perma
nence, with numerous road networks adopting the locations of early post 
roads and turnpikes, and others being planned, engineered, and con
structed so as to be functional between two or more points, disregard
ing some of the earlier intermediate points that have been relegated to 
roles of obsolescence for one reason or another. This chapter will out
line the evolution of the modern highway network within the nation, 
highlighting some of the major developments in location and problems 
encountered in obtaining necessary financial support.

Traditional view concerning roads. Road transport is a very 
old method of moving persons and commodities. The provision of road
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and street services has been considered to be an appropriate public or 
governmental function for many years, dating to early periods in his
tory, Of significant interest are such European roadways as the legion 
roads of the Roman Empire and the King’s Highway in Great Britain,
Roads have been considered as collective property because it was diffi
cult to control access and use of a road once it was constructed and 
made available for use, especially when many users were foot and horse
back travelers. As long as congestion did not become serious, the "mar
ginal displacement" brought to road usage by one additional person did 
not reduce significantly that service available to others.

Roads have provided general access to property and served as a 
means of general communication among cities, towns, and villages. Thus, 
the "public" financing of roads out of revenues collected from general 
taxes appeared acceptable and fair enough to the.citizens of virtually 
any early government unit, provided they were capable of making such tax 
payments,"*" This traditional concept of roads and highways has remained 
essentially applicable to the present time, since the public road still 
retains certain genuinely collective features,

A.large number of problems have evolved, however, from the fact 
that the traditional concept of public facilities does not remain accept
able in all respects in the same manner in which it was viewed in days 
gone by. Public opinion is often very slow to realize that something 
that has been acceptable for centuries is no longer appropriate. It

1, Gasoline and license taxes were not familiar terms in the 
early days, and there were very few taxable measures that could be en
forced on the road traveler.



would appear logical, then, that there are changing views concerning the 
degree of "public" consideration to give each of such routes as city 
streets, freeways, rural secondary roads, and vital farm- and ranch-to- 
market roads«

Early roads of the United States. When the first European 
colonists crossed the Atlantic Ocean to the New World, they found a 
wilderness that was threaded only by natural waterways and existing 
Indian trails. As a consequence, the first settlements were built on 
the bays and rivers where contact could be maintained with both Europe 
and the other villages by ship and boat travel. As the population in 
the American Colonies grew and as more settlements developed away from 
the seaboard areas, paths were cut through the forests so that travel 
by foot or horseback could supplement the water travel up and down the 
rivers,

By the time of the Revolutionary War, the white settlers occu
pied a strip of land approximately 150 miles wide along the Atlantic 
coast. Close to the coast, there were roads connecting the towns in one 
manner or another. They were normally only crude wagon routes that had 
been widened from the earlier pack trails or Indian paths that provided 
the means of overland communication in the first days of settlement.
The westward links remained mere tracks through the forests, and the
majority of trade and travel was still maintained by overwater vessels

2on the rivers and streams.

2, Val Hart, The Story of American Roads, 1950, pp, 17-35-



One of the earliest overland routes within the American Colonies 
was the Connecticut Path, Having begun as an Indian path, it was being 
traveled in 1655 by emigrants from Boston to settlements on the Connect
icut River, This route was eventually expanded into three separate
.paths, known as the Upper, Middle, and Lower Boston Post Roads, Post

xriders began carrying mail along these roads in 1675° By 1717, post 
riders were making the trip of more than 600 miles from Boston to 
Williamsburg, Virginia, over some form of improvised roadway.

The Pennsylvania Road became an important westward route from 
the Atlantic seaboard to the interior, extending from Philadelphia to 
the present site of Pittsburgh, This route was complete only as far as 
the town of Harrisburg in the early days, but was extended westward in 
17589 as a British military expedient, for the conduct of the war with 
the French and Indians,

As the settlements within the Colonies grew in number, private 
efforts toward road construction became inadequate. Each Colony passed 
legislation for development of a road system capable of affording com
munications among the towns and of transporting bulky shipments by 
wagon or animal,

Virginia enacted a road law in 1652, However, this act left 
regulation of roadways to the discretion of the Governor and his Council, 
to be further delegated to the commissioners of the county courts or 
designated parishioners' within the communities. Ho money was allocated, 
at any level of government, for either construction or repair of

5° Ibid,, Rote 2, pp, 56-42,
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roadways, and the legislation amounted to little more than some form of
official recognition that roads were necessary and authorized within

4the particular colony.
Massachusetts passed a comprehensive act in 16399 ordering each 

town to establish a board for the planning and direction of highway 
construction between existing towns. Rights-of-way were specified and 
the will to achieve the necessary goals appears to have been paramount, 
for although no financial aid was given from higher levels of govern
ment , each township accomplished definite goals under this legislation,
with the result being routes such as the Boston Post Roads, mentioned 

5earlier.
Other active efforts toward road improvement took place in some 

of the middle colonies such as Few York and Few Jersey. Lotteries were 
used in some areas for raising funds necessary to straighten or improve 
roads and construct vital bridges. Promoters desiring to sell tracts 
of new land to settlers were sometimes required to lay out roads into 
the new areas, such routes designed to become public roadways. Little 
came of these gestures, however, since very little effort was put forth 
to enhance such roads once the basic requirement of laying out the 
rights-of-way were met.

Of prime importance is the basic nature of the American settler 
of colonial times. These emigrants were normally grouped into settle
ments or areas by virtue of common ethnic ties or business and economic

4. Wheaton J. Lane, "The Early Highway in America," Highways. 
Labatut and Lane (ed»), 1950, p. 68.

5. Ibid., p. 68.
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requirements, A high degree of social and political autonomy was 
present in the settlementss creating extreme problems of control by 
higher governmental units, Of particular consequence was the fact that 
such groups were very reluctant to pay monies into a common treasury 
from which no local benefit could be readily realized,^

Although highways were no doubt considered important to most 
colonists} financial assistance was difficult to allocate under the 
existing systems of government * The British officials in the American 
Colonies had many problems of supervision? not the least of which was 
collection of taxes. With a general feeling of resentment for the 
Crown and its taxing policies, the local citizens released only those 
funds as could not be avoided. Construction of. roads, then, was usually 
accomplished by local labor, normally loosely organized and with little 
or no actual money, being utilized for transactions.

The Philidelphla-Lancaster Turnpike was completed in 1796, and
I

became one of the first Forth American roads constructed under definite 
supervision, . It was 62 miles long, had a crushed-stone surface that 
was 24 feet in width, and was built at a cost of $7,500 per mile. This 
was the first macadamized road in America, and an era of all-weather 
roads was thus launched within the newly-bom United States of

7America, • -
By 1802, freight-wagons and stagecoaches were being operated

6, Carl B« Swisher, American Constitutional Development, 1943, 
pp. 12-13.

7« 'Wheaton J, Lane, op. cit., p, 72*
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from Boston to Savannaho This distance of approximately 1,200 miles 
was covered over a period of about 22 or 23 days, one way, at an aver
age speed of 53 miles per day.

The movement westward into the frontier areas. With the origi
nal American Colonies organized into a union of separate states after 
the drawn-out Revolutionary War, a real need arose for good, surfaced 
roadways to connect the developing commercial areas up and down the 
Atlantic coast and westward to the new inland frontier settlements.
The counties, townships, and villages could accomplish very little, 
however, with the intermittent labor of their citizenry, whereby labor 
on roads was contributed in lieu of road-tax payments on property owned. 
Most of the states, suffering from debts incurred during the War, had 
no money available for road construction or repair within their boun
daries , The answer was found in turnpike companies, which built and 
operated gravel or crushed-stone roads along the principal routes of 
travel. Such companies, taking a cue from the successful Philadelphia- 
Lancaster Turnpike venture, were chartered by the individual states and 
tolls were collected on these roads at gates established at intervals 
along the way. This turnpike era lasted for about 40 years, into the 
1830's, and thousands of miles of pikes were completed, mostly within 
the eastern portion of the United States.

Some turnpikes were constructed and operated, however, in areas 
as far west as the Mississippi River, In view of the administration 
that was required, and a reasonable level of traffic that was mandatory 
to make such ventures self-supporting, definite problems developed in
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those vast areas where traffic was sparse and the toll systems could 
not survive.

The operation of toll roads was authorized hy the individual 
states in which they functioned. Acquisition of right-of-way, construc
tion and maintenance of roadways, and collection of tolls were all the 
responsibility of the turnpike companies. Each such company operated 
a specified link or network as a private enterprise venture. State sup
port and supervision was limited to chartering the companies and direct
ing, in a general manner, where the ventures - were to operate, based 
usually on approval or disapproval of requests for specific charters.

Up to the beginning of the nineteenth century, then, financing 
of roadways within the United States (including those areas lying 
within the general confines of the American Colonies, prior to the era 
of the Revolutionaiy War) was accomplished essentially by means of 
local government efforts and franchising of toll road companies. The 
activities of the state governments were limited to legislative ack
nowledgements that development of roadways were in the interest of all 
those concerned within their areas of jurisdiction.

First action by the federal government. Early American leaders 
had favored action at the national level to aid road planning and con
struction. George Washington had visualized a good road network into 
the newly-opened western regions. Some form of major effort to tie 
these areas permanently to the older Colonial seaboard settlements was 
required when the westward drive was renewed vigorously after the 
Revolutionary War.
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In 1806 the Congress passed the Road Act of 1806, authorizing
the construction of the Cumberland Road.® The first section of this
road was begun in 1808, following a general route that had been in use
by pioneers and soldiers for several years prior. By 1818, the road
had proceeded as far west as the Ohio River, the War of 1812 having
caused an interruption of several years. The eastern portion of the
Road was built more substantially than were the western links. The
final portion, terminating at Vandalia, Illinois, was simply a dirt

9road, construction coming to a halt at that point in 1838.
The cost of the Cumberland Road, including appropriations for 

maintenance, amounted to approximately $6.8 million. At first, tolls 
were not charged, because the road was built and maintained from Con
gressional appropriations. During President Jackson’s administration, 
however, the road was transferred to the states through which it passed. 
The states then levied tolls on each portion, due to the heavy traffic 
over the route and the self-sustaining nature of the venture. After 
1850, Ohio leased some portions of the road to private companies, but 
was forced to take over operation once again when some of these compan
ies failed.

The building of this first federal highway created considerable 
political controversy among the leaders of the nation. Some members of 
Congress stated that the federal government had a "right" to build an

8. Also known as the National Road and the Old National Pike® .
9. D, Philip Rocklin, Economics of Transportation, i960,

pp. 76-77.



interstate roadway to bind the new republic together. Other persons 
argued that the federal government had no authority to appropriate 
funds from the United States Treasury for something that was a true 
function of one or more of the individual states. Prior to the nine
teenth centurys all road building had, in fact, been accomplished at 
the state and local level, primarily because no action had been taken 
at the federal level. In the Road Act of 1806, Congress did not spe
cifically state that the United States government had the power to ex
pend funds from the common treasury for roads, the thought being con
veyed within the Act that the effort was actually being made in order 
to tie Ohio into the Union.^

Under provisions of the Act of 1806, there were federal approp
riations for roads other than the Cumberland Road itself, since there 
were supplemental roads and facilities that were considered vital to 
the overall Ohio road project. It is noteworthy that each such approp
riation during those early years of the nineteenth century was handled 
on an individual basis, specific contracts being awarded for added con
struction or for maintenance to a section of a specified route. The 
final grant under the Act was made in June of 1844, for a survey con
ducted near Jefferson, Missouri. Between 1806 and 1844, then, a total 
of $14 million was allocated by the federal government for road work,
of which $6.8 was spent on surveys and construction on the Cumberland

11Road between Maryland and St. Louis, Missouri.

10. Val Hart, The Story of American Roads. 1950, pp. 92-94.
11. Archer B. Hulbert, Historic Highways - Future of Roadmaking, 

1905P pp. 67-68.
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The -period of lapse in highway works During the early days of 

the nineteenth century, almost all of the roads east of the Mississippi 
River remained a series of rutted, winding trails that were rough and ' 
dusty in dry weather and virtually impassable by virtue of mud and 
water when it rained<. As has been pointed out, there were turnpikes 
that connected the larger cities, where the roadways had been surfaced 
and improved bridges spanned the larger streams and rivers„

The population of the entire country was increasing and moving 
westward, developing areas that were previously isolated backwoods re
gions 0 Growing commerce and agriculture required improved roads, and 
everything appeared to indicate that a period of extensive road build
ing was looming in the immediate future»

Then, in 1827, the Baltimore and Ohio Railroad was chartered, 
following a period of experimentation with the steam locomotive and 
numerous forms of rails and road beds to support the extreme weight that 
was concentrated on the wheels of the prime movers and railroad cars.
By the middle of 1830 the first 13 miles of the Baltimore line was open
to the public and during the following year the Charleston and Hamburg

12line started service on a segment of its line in South Carolina.
While some of the early rail systems utilized horses to provide the 
movement for their passenger.and freight cars, conversion to steam loc
omotives was rapidly accomplished. Thus, the era of railroad movement 
of persons, equipment, and supplies was launched, a step that was to 
leave its impact on the entire nation for many years to come.

12. Stuart Daggett, Principles of Inland Transport at i on, 1934, 
pp. 64-67| Truman 0. Bigham, Transportation, 1952, pp. 65-70.
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The railroad soon proved to be the best means of transportation 
over long distances. Concurrently, canal and barge operators were bid
ding for additional passenger and freight business. The slow, horse- 
drawn vehicles, with much smaller capacities, simply could not compete. 
Many of the stagecoach companies and wagon-freight lines went out of 
business. As tolls dropped off on the turnpike routes, maintenance was 
deferred and the turnpike companies also began, to fail. Actually, many 
such companies had been eliminated before the active competition of 
canals and railroads was felt, failures resulting primarily from over
optimism on the part of the turnpike promoters and mismanagement within 
the ventures, With many pike operations already on a marginal basis, 
it was not difficult for the railroads, with their rapidly expanding 
system of efficient transport means, to displace those toll systems of 
roads that were either directly or indirectly affected. Most of the 
state charters on the turnpikes provided for abandonment or condemnation; 
therefore, with no existing requirement that the service be continued

15as a public function, most of the toll road links fell into disrepair.
Between 1830 and 1890, as the frontiers developed across the 

country, there was a gradual increase in total mileage of roads as the 
population grew and expanded into new areas. However, there was little 
improvement in the condition of existing roads between the major towns, 
particularly those in competition with railroad or canal networks.

After 1844, there was little activity on the part of the federal 
government concerning highway work. Virtually everything was left to

13<> Wheaton J. Lane, o£. cit., pp. 74-75 =
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state supervision. While the railroads could haul produce from the 
rural areas to the big cities, they were of little help to the farmer 
when his loaded wagon became stuck in the mud on the way to the station. 
By the end of 1800*s, considerable land away from the rail lines had 
been settled, and farmers required roads that could be traveled all 
year round.

The bicycle had become a popular means of transportalon during 
the last two decades of the nineteenth century, and these vehicles made 
the rider uniquely aware of the bumps in the road surface that may have 
been somewhat absorbed by a larger, horse-drawn wagon or carriage. The 
mode of transportation was actually very limited as far as most urban 
families were concerned. Most of them, especially those newly immi
grated to America, could not afford a horse and buggy, even if they had 
space to maintain the animal and vehicle, so the bicycle afforded them 
the only independent method of transportation. An association of bi
cycle owners known as the League of American Wheelmen started a "good
roads" movement during the 1890’s, creating widespread support for some

14form of government action.
During this period the farm population was being gradually 

moved away from the railroad lines by increased industrialization and 
urbanization. Furthermore, there was a continuing pioneering drive to 
develop the available areas in the hinterlands. These trends, coupled 
with the efforts of the bicycle owners, kindled action in local author
ities to ask assistance in improving the road situation.

14. Val Hart, oja. cit», pp. 174-177«



There were about two million miles of rural roadways in the
United States in 1890, but almost all of them were dirt roads. Only
about 100,000 miles had surfaces that could be used in all kinds of wea-

15ther, and practically all of these were of gravel or crushed stone. 
Experiments with better types of surfacing had been made, and brick 
pavement was laid in Charleston, West Virginia, as early as 1872. A 
concrete surface was tried in Ohio in 1893» hut it was obvious that 
either brick or concrete would be too expensive to allow widespread use 
on rural roads at that time. Tests with oil and tar were made, in an 
effort to hold down the dust and keep gravel from breaking up. This 
formed the beginning of the modem bituminous surfaces that have served 
well throughout the nation for many years. These improved road surfaces 
were also more costly, and could not be financed readily from the meager 
local government treasuries.

The age of motor vehicles. The movement for establishment of 
good roads was spurred onward by the development of the "horseless car
riage." The first gasoline automobile to appear in the United States 
was built by Charles and Frank Duryea in 1892. Other early American 
developers included such men as Elwood Haynes., Hanson Olds, and Henry 
Ford.^ Actually, George Selden had applied for the first United States 
patent on an internal combustion motor vehicle in 1879, but the Duryea1s

15. U.S. Department of Commerce, Highways in the United States. 
1954, p. 2.

16. Truman C. Bigham, Transportation. 1952, p. 101; Val Hart, 
The Story of American Roads, 1950, pp. 179-181«
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are normally credited with the practical development of a usable motor 
vehicle. The first automobiles began appearing on the streets and 
roads within this country.in 1895* The internal combustion engine had 
been developed in Europe during the time of the Civil War in this coun
try, and work on a usable model continued until about 1876, when Otto 
exhibited a practical model in Germany. Production of automobiles was 
begun in Germany and Prance during the 1880's, and technology was be
ginning to advance rapidly by 1894 on such components as gears, differ-

17entials, and clutch assemblies.
During the early years following the introduction of motor ve

hicles, they were normally considered as toys, luxuries, or were com
pletely distrusted as "fool contraptions." Related developments at 
this time brought about improvements in such arts as metal working, 
spring suspension, lubrication, chassis construction, ignition princi
ples , and tire utilization. Ranson Olds grasped the significance of ' 
these developments and established a prototype of the modern mass- 
production methods. By 190$, he was selling 4,000 cars annually, each 
weighing rJ00 pounds and selling for approximately $650. Henry Ford saw 
the possibilities of creating a motor car at a price that most persons 
could afford, and began producing his Model T in 1908. These early ef
forts initiated the automobile era that has been termed as the motor 
vehicle "explosion" or "revolution."

The automobile created a derived demand for more and better 

road systems in every portion of our country. With the exception of

17. Truman C. Bigham, o£. cit., p. 101.



the earlier turnpike era, highways had been utilized almost exclusively 
for local transportation. For this reason, financing and construction 
was a matter that had been left essentially to local authority. The 
railroads were transporting passengers over the longer distances, and 
both railroad and barge operators were hauling the freight outside of 
local areas or destinations. While the automobile brought no compe
tition to the freight traffic, it did create real demand for improved 
intrastate and interstate roadways.

Recognition of new highway requirements. The first real step 
away from purely local financial support for local road systems came in 
1891, when New Jersey began to provide state-aid money to its counties 
for road-building purposes. By 1900, six other states had passed simi
lar laws, and every state had some form of a state-aid-to-counties pro
gram by 1917

Almost ninety years after the beginning of the building of the 
Cumberland Road, the federal government resumed its interest in highway 
development. In 1893, the Congress created the Office of Road Inquiry 
within the Department of Agriculture. The job of this Office was to 
study methods of road-making, to publish information on the subject, 
and to build some short roads throughout the nation to serve as models 
that would serve to bring about increased interest in improved road sys
tems. Between 189̂ - and 1913, this agency concerned itself only with re
search as it pertained to road finance, administration, and construction

18. M. L. Fair and E. V. Williams, Economics of Transportation, 
1950, pp. 66-67.
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19methods. Actual federal aid in financing was not to be resumed until 

a later time.
Highway interest within the individual states progressed rather 

slowly. Progress in most of them followed essentially the same pattern. 
A small office was created to control or coordinate the use of state-aid 
money that was allocated to local government units, while state super
visors remained careful not to become'involved too deeply with such mat
ters as maintenance, which was still considered to be a local problem. 
The eventual step was full state control over construction and mainte
nance of state-aid links, as well as supervision of the spending func
tions exercised within the various areas throughout the state, normally ' 
accomplished by a state highway department or bureau of public works. 
While many of the states began this movement toward better control as 
early as 1900, most of them did not grasp the situation firmly until 
about 1920, when vehicle travel was beginning to cause real concern in 
many areas of the country. As a result of federal legislation during 
later years, additional interest was kindled within virtually every 
state, brought about by a desire not to be left by the wayside in ob
taining federal-aid for their internal highway networks.

Increase in overall vehicle utilization. , A change■has been 
brought about in the traditional public function of road provision as 
a result of the automotive "revolution" that occurred during the last 
half century, primarily since World War I. The United States has liter
ally become a nation on wheels during this period. The magnitude of

19. Charles L. Hearing, American Highway Policy, 1941, p. 51*
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this' change can best be shown by direct reference to growth in the
number and use of motor vehicles.

Beginning with only four registrations in 18959 growth was
quite slow prior to the 1915-20 period of wartime expansion. During
the period from 1895 to 1904 the number of automobiles within the
United States increased to 54,950, plus 700 trucks. In 1910, these
amounts had been expanded to 4-58,577 automobiles and 10,125 trucks;
and in 1920 there were over 9«2 million vehicles, of which in excess

20of 1.1 million were either trucks or buses.
The volume of traffic in this country has increased more than 

proportionately with the number of motor vehicles. In 1921, vehicles 
traveled an average of 5»200 miles per year, while in 1961 this dis
tance had increased to an average of more than 9»700 miles per vehicle 
per year, as may be noted by computations derived from Table 5-1°
One reason for this may be attributed to the character and condition of 
the roads that were available for use at each point in time. As an ex
ample, when the federal government took its first road census in 1904, 
there were slightly over two million miles of roads within the country. 
Of this mileage, there were 155,664 miles of roads that were improved
in any manner whatsoever, while only l4l miles were hard-surfaced with

21such materials as tag asphalt, or brick.

20. Spencer Miller, Jr., "History of the Modern Highway in 
the United States," Highways, Labatut and Lane (ed.), 1950, pp. 95-96.

21. Val Hart, ojd. cit., pp, 182-185.
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A significant change has taken place in the overall transpor

tation pattern of vehicle registrations and highway and road travel in 
the United States. The number of vehicles (including automobiles, 
trucks, and buses) registered has increased almost eight times since 
World War I. The total vehicle-miles traveled on the roadways has in
creased about fifteenfold during the same period. Ton-mileage has in
creased to an'even greater extent.

Table 5-1 illustrates the relative growth that has taken place, 
for selected years since 1920, Within this relatively short period of 
time, vital changes have occurred in the traditional concept of the 
highway function at all levels of government. The road and street no 
longer serve merely as a means of providing access to property and as 
a means of general communication among localities.

TABLE 5-1
REGISTERED MOTOR VEHICLES AND VEHICLE-MILES TRAVELED,

SELECTED YEARS; 1921-65
Registered Motor Vehicles Vehicle-Miles Traveled

Year (in millions) (in billions)
1921 10.5 55
1925 19.9 122
1950 26.5 206
1955 26.2 229
1940 52.0 502
1945 50.6 250
1950 48.6 458
1956 64.4 628
1959 71.5 700
1960 75.6 ?18
1961 75.8 757
1962 79.2 ' 7-67
1965 82.1 798
Source; Automobile Facts and Figures, 1962; Highway 

Statistics, 1959, I960, and 1961; Highway 
Progress, 1965.



Increased availability of highway transportation facilities has 
developed larger trade areas in our basic economic structure, from an
average, size of about 5-6 miles in diameter during the early 1900's to

2250-150 miles in diameter in i960. It is not possible to determine 
whether this expansion was caused specifically by the development of 
highways and road networks during this period, but a definite trend in 
increase of social mobility has occurred, creating a demand for contin
ued improvement and maintenance of these transport facilities in the 
future.

At the beginning of 1961 the United States had a population of 
motor vehicles that is completely out of proportion with the rest of 
the world. As is indicated by Table 5-2, the population of persons in 
the United States constitutes approximately 6.2 percent of the world 
total, while -we have 4-5.5 percent of all trucks and 62.7 percent of all 
automobiles. Our population is relative to the proportion of land area

TABLE 5-2
REGISTERED VEHICLES AND POPULATION OF AREAS 

(All Figures in Millions, Except Persons per Vehicle)
Total Popu- Persons 

. Cars Trucks Buses Vehicles lation per Veh. 
United States 61.7 11.9 0.27 75-9 179-5 2.4
Rest of World 56.6 15.7 0.74 55.0 2,687.0 50.7

Totals; 98.5 27.6 . 1.01 126.9 2,866.5 25.0
Source; Automobile Facts and Figures, 1962, pp. 24-26. Original 

data was collected by the U.S. Department of State.

22. U.S. Congress, Final Report of the Highway Cost Allocation
Study, House Document No. 72, January 1961, p. 29-
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occupied* since we have 6.2 percent of the people living on 6.7 percent 
of.the habitable'land-area.

An increasing investment in highway transportation in the 
United States has paralleled the: country's advances in ec'ohomic activ
ity and changes in the social habits of the ever-increasing, population. 
The mobility that is found within>ow-economic system cohid not have 
been achieved without provision of adequate transportation facilities. 
The very, nature,.size,; composition, and utilization of the output Sf our 
production and distribution systems depend upon transportation in one 1 
way or another, i.e., upon the design, location, and operation of trans
portation that is available when required.

County and municipal financing procedures. By the 1880*s, 
roads had generally reverted from any form of state control and were un
der local, county, or township supervision. Most of the roads were in a- 
poor state of repair. The statute labor system was relied upon exten
sively for road maintenance, whereby prisoners of the state-and local 
institutions of penal confinement were used in labor-gangs-'to-perform 
repairs. Furthermore, there were many persons within the" various Com
munities who: paid their annual road taxes-by working oh-the': roads yuau-"" 
ally with a minimum of supervision. The result was that the total uset 
ful/work and resulting road repair remained at an absolute - minimum.

Before the advent of the automobile, however,;local -com
munities had become interested in improving roads -'to --'serve - overall

23. Albert G. Rose,,"The Highway,from the-Railroad to the- 
Automobile,11 Highways. Labatut and Lane" (bd.), 1$$0, pp. 82-85.



community life as a whole» including the school, church, mail, recrea
tional, and business interests. Farm groups were naturally foremost in 
advocating better highways. Townships., towns, and counties, with 
limited state aid, carried on local improvements. During the last quar
ter of the nineteenth century, local tax programs were developed to 
finance highway construction. County rather than township taxes were 
more and more relied upon. These revenues provided a more adequate
source for financing highways, and made available more competent engi-

24neering and labor organization.
The number of incorporated municipalities has been changing on 

a continuing basis. By 1957 the total number was approximately 17,200, 
of which practically all exercised highway finance functions to some 
degree. Such municipal governments raise almost 20 percent of their 
local revenue from imposts on highway users, including the proceeds of 
tolls and parking fees. In many of the states, local units are for
bidden to impose motor-vehicle registration and fuel taxes. Most of
the local toll income is obtained from charges imposed for the use of

25bridges, tunnels, and ferries. Another source of revenue is from 
taxes on property, imposed through both the general levy and by special 
assessments. Normally, these municipal governments make disbursements 
for street and highway work from their general funds, rather than main
tain a separate accounting for each source and application within their 
jurisdiction.

24. M. L. Pair and E. ¥. Williams, Economics of Transportation, 
1950, pp. 66-67.

25. • C, A. Steele and T. K. Todd, Methods of Financing Highways. 
1965, p. 8.



There are 2,765 counties astd lj>s>269 townships and i’oad districts 
responsible in some degree for the management and financing of rural 
roads within the United States, About 90 percent of all counties„ and 
somewhat more than 40 percent of all townships, special districts, and 
other local governments exercise the highway function in some form or 
another. Almost 90 percent of the direct revenue of the counties and 
local rural governments that is applied to highway functions is derived 
from property taxes and general fund appropriations. Somewhat less 
than 5 percent is obtained from local imposts on motor-vehicle users 
and about 6 percent is from investment income and other miscellaneous 
receipts.This situation is reasonably typical of that which has 
prevailed for many years during the present century. It should be 
noted, however, that these units obtain highway aid ##m other govern
mental units, primarily from the states, which are more than equal to 
their locally-raised revenues.

In most states, the municipalities do not fare as well, propor
tionately, as do the counties and local rural units in the aid that is 
received for highway purposes from their state governments. This de
ficiency is compensated for in part by direct state expenditures for 
both capital outlays and maintenance on the urban extensions of primary 
state highways. However, municipal authorities in most states contend 
that they do not receive as great a proportion of the aid paid by the 
states for highway purposes as their proportions of total population,

26. 0. A. Steele and T. R. Todd, 02,. cit., p, 11,



of the Khmbeir of.vehicjee registered within their borders, and the 
total motor-vehiole traffic would entitle them to receive * ̂

The continuing.urbanization that has taken place, especially 
since World War 1, has had a definite impact on road and highway finan
cing concepts within the lower levels of government in each state* The 
concentration of people and resources in the urban areas would have 
been impossible without the mobility and transport systems made possi
ble by modern vehicles and highways, This capacity of the overall 
transport facilities, coupled with low costs and high dependability of . 
transportation services, has enabled an increasing number of people to 
seek the economic, social, and cultural opportunities that are provided 
by urban living.. However, this very same mobility threatens to strangle 
the transportation that.made it possible. Urban areas have been unable 
to adjust to the changing conditions brought about so rapidly by the 
technological revolution in transportation. The older urban centers, 
with physical characteristics that were fixed in the less mobile times,
have been staggered by the impact of such innovation during the past

1 ■ 28 • ■ several decades. . This. situation causes some definite problems of
adjustment in local taxing and allocating principles in order simply
to remain abreast of population movements, without being able to take
active measures to provide for future transformations*

State highway finance functions. State highway departments

27. Ibid.
28. Wilfred Owen,; The Metropolitan Transportation Problem,

1-956, pp. 1-2.
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enjoy wide powers, and have equally great financial responsibilities, 
with respect to construction, maintenance, traffic control, and polic
ing of the rural state highways. With respect to those portions of the 
state routes which traverse incorporated areas, such as cities, towns, 
and villages, these state powers and duties are normally much more lim
ited, There is, however, considerable variation among the states in 
this particular respect.

During the last decade of the nineteenth century, leadership 
in highway development began to be concentrated in the state govern
ments. State activity was directed toward the connecting and extending 
of local highways into the state systems. New Jersey was among the 
first to enter this activity, having passed a comprehensive act in 18$1. 
One by one, other states set up departments or agencies to plan and ad
minister state highway appropriations and construction of facilities. 
These state governments also assumed supervision over the roads which 
had been constructed during prior periods.

With the growth of motor vehicle transportation, state actions 
in highway construction expanded rapidly. At first, as in the New 
Jersey legislation of 1891, the income used for highway construction, 
maintenance, and supervision came from the general tax fund of the 
states. As the expenditures mounted, a large proportion of the pro
jects was financed through state bonds. State and local expenditures,
which by 1940 exceeded $1,6 billion per year, were more than twice the

pomagnitude of those of the federal government." In recent years, the

29. M. L. Fair and IE. W. Williams, C£. eft., p. 68.
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financing has come largely from current income received in the form of 
taxes and fees collected from highway users, rather than appropriations 
from the general tax funds. The relative importance of each type of 
user tax varies from state to state.

All but a few states provide grants-in-aid for county and local 
rural roads. More than half of the states make direct expenditures on
city streets other than extensions of state highways, or grants-in-aid

50for city street work.
By the turn of the present century, state aid for highways was 

beginning to show recognition of the widespread benefits available from 
good road systems. By 1916, state financing of designated highway sys
tems had largely replaced the earlier "state-aid" concept as the chief 
method of stimulating statewide interest in highway development. By 
1924, every state within the Union (at that time) had designated a 
state system of highways.

As state aid was extended, state highway departments began to 
establish standards, to supervise construction and maintenance, and to 
coordinate local highway activities. Technological advancement and 
population increases in the early 1900*s further stimulated the demand 
for better highways and the passage in 1916 of the first modem federal 
highway legislation.

The Federal Aid Road Act of 1916 initiated federal aid to the

50. C„ A. Steele and T. R. Todd, og. eft., pp. 10-12
31 o Frank C. Moore, '’The State's Responsibility for State-

Local Action," Financing Highwayst 1957, PP« 72-75-
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states for road construction, but not for maintenance.'^ Allocations 
were made in proportion to state areas, populations, and mileages of 
rural mail routes, to be matched by the states in general with an equal 
amount of their own money. The states selected the roads to be improved 
with these funds, determined the type of improvements, prepared the 
plans, and supervised construction, all subject to federal approval„
To obtain federal funds, a state was required to have ",a highway, depart
ment. By 1917, some type of state agency was operating, and responsible 
for supervision of highway activities, within every state.

Although there has been a definite trend since 1917 toward 
state centralization of administrative responsibility, the local govern
ments have retained a substantial amount of authority and responsibility 
for road improvement in all of the states except Delaware, North 
Carolina, Virginia, and West Virginia. In those states responsibility 
is now vested almost completely at the state level.

Difficult as it may be to develop coordination and cooperation 
between the several levels of government, and among thousands of local 
subdivisions and municipalities, for the effective accomplishment of 
the overall state supervision of highway financing, an incentive is pro
vided by the fact that the federal government requires certain basic 
planning to be accomplished prior to granting federal funds for construc
tion of projects. Ultimate and overall responsibility for coordination

32. This federal legislation will be discussed further in a 
subsequent section. Reference at this point is essential to delineate 
state functions for highway development.

33« Prank C, Moore, ojd, cit. „ p. 75 =



of highway activities, therefore, must be accepted by the states them
selves .

There are variations among the different states in their govern 
mental structures, in the distribution of the functions of government 
at each level, and in the requirements for funds and fiscal resources 
available to meet such responsibilities. The municipal subdivisions 
are the creations of the state. Therefore, of necessity, they must 
look to the states for assistance in removing constitutional, statutory 
and other obstacles that stand in the path of effective road, street, 
and highway financing. The eagerness with which the lower levels of 
government meet the challenges in their areas will depend, in great 
part, on the quality and quantity of state leadership and cooperation 
that is displayed. The states have much to gain by encouraging their 
local governmental units to show maximum partnership in the overall 
efforts required to achieve state and national objectives for highways.

Income from the issuance of state bonds or other debt instru-
ments has varied widely over the years. Although most of the state
governments are allowed to borrow money for highway capital outlays,
there are several states in which either constitutional or statutory

34limitations prohibit such practice. If these states are not able to 
find some means of overcoming such restrictions, by means of special 
highway funds or trust agencies, they are forced to operate on a pay- 
as-you-go, current-revenue, basis.

Federal participation in financing. Federal participation in

34. C. A. Steele and T. R. Todd, ojd. cit. „ pp. 10-11 =
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road matters, on a continuing basis, began with the establishment of 
the Office of Road Inquiry in the Department of Agriculture in 1893.
Its creation was brought about by the demand of the farming population 
for better roads to facilitate rural mail delivery, as well as for 
movement of farmers* produce to markets. The initial directive was 
designed to investigate methods of road construction and to disseminate 
the knowledge that was gained.

It was actually under extreme political pressure that the fed
eral government renewed its activity in highway improvement, after.a 
lapse of three-fourths of a century, during which time the states had 
assumed such responsibility as was taken at any level within the nation. 
Through the Office of Road Inquiry, the government conducted educational 
research and promotional surveys. Only $2,997 was spent in 1894, and 
the annual federal expenditures had increased to only $662,785 by the 
close of 1916.55

In 1912, the federal government took the initiative toward par
ticipation in general road construction. As a tentative measure, the 
Post Office Appropriation Act of 1912 authorized $500,000 on a one-time 
basis to pay for up to one-third of the costs for improving post roads 
in the various states. This aid was designed to be utilized only on 
those roads over which United States mail was being actively carried. 
Only 17 states elected to raise the funds necessary to match those of
fered by the federal government. When considered in light of a

35» M. L. Pair and E. W. Williams, ojd. cit., pp. 66-67.
36. Dudley F. Pegrum, Trans po rt at ion; Economics and Public 

Policy, 1963, p. 452.
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practical evaluation, some states would not have received any appreci
able amount of this meager appropriation, even if they had participated, 

The Federal Aid Road Act of 1916 was the first step in the de
velopment of a permanent plan for cooperation between the states and the 
federal government. It marked the beginning of federal-aid to the indi
vidual states for the construction of an integrated system of highways, 
Congress appropriated $75 million to be used during the succeeding five 
years in efforts to aid the states in improving rural post roads, es
sentially a follow-up of the $500,000 expended on an intermittent basis 
under the Post Office Appropriation Act of 1912, mentioned above, Under 
the 1916 Act, federal support was to be limited to $10,000 per mile, 
exclusive of the cost of bridges over 20 feet in length, and was to be 
matched dollar for dollar by the states receiving the aid. Federal 
funds were not to be expended in urban areas of more than 2,500 popula
tion, One important provision of this legislation was that it made aid 
available only to those states that had established a state highway de
partment , adequately constituted to cooperate with the federal agency 
designated to administer the aid. At that time, the federal agency in
volved was the Department of Agriculture, However, the federal-aid 
highway program has since been transferred to the Department of Commerce, 
supervised there by the Bureau of Public Roads,

As enlarged highway programs were being planned and instituted 
by the individual states, two outstanding defects, inherent in the 1916 
legislation became apparent, The law permitted the combined federal and 
state1 funds to be expended for the improvement of almost any rural road, 
and the segments of roads proposed for improvement in some states were
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so scattered as to defy any reasonable expectation of ever providing an 

integrated system of any type. Furthermore, some states provided no • 

funds of their own for maintenance and were dependent upon the uncertain 

actions of county or local rural government units for the repair and 

supervision of those roads that were being built.

Most of the defects of the 1916 Act were corrected in an amend

ment passed in 1921, entitled the Federal Highway Act of 1921% This 

Act established the federal-aid highway system by requiring state high

way departments, with the approval of the federal authorities, to desig

nate a system of the principal interstate and intercounty roads which 

would be eligible for federal construction assistance. Full responsi

bility was placed upon the stated for administering and maintaining the 

roads that had been constructed with the aid of federal funds. The 

amount of construction in any year, for which a state could obtain fed

eral aid, was limited to seven percent of the existing system of im

proved highways in the state. The state was required to match the 

federal aid received, on an equal basis.

During the hard-pressed years of the 1930's, further aid was 

extended under relief and' public works legislation. Relief funds were 

granted to state and local governments without the requirement of match

ing a proportionate amount of the aid extended. Most of such assistance

was provided . for construction outside of the federal-aid highway 
37system.

37° M. L. Fair and E. W. Willaims, op. cit., p. fO,
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The Federal-Aid Highway Act of 19L'rk provided for designation 

of a national system of interstate highways, not to exceed 40,000 miles, 
which would connect all major centers in the country and join with 
continental routes at the nation's borders. Aid was to be extended for 
streets in urban centers (with over 5,000 population) and to secondary 
roads, without regard to mileage limitations. The 19-44 Act made the 
first specific provision for federal-aid to systems within urban areas 
and established a new basis for apportioning such aid. Considerable 
discretion was left to the federal and state agencies for supervision . 
of the program.

Financing by means of toll systems. From the viewpoint of the 
average lawmaker, every dollar that is collected by means of toll roads 
means either lower taxes or the release of regular income for utiliza
tion on other highways which may occasionally be less deserving, but 
which are almost always more "pressing" in his home state. In addition, 
some segments of toll systems carry considerable amounts of through 
traffic, thus providing a high return of self-sustaining revenues.̂

Any conclusions to be drawn concerning the economic propriety 
of the toll method of financing highways must be largely determined by 
the approach to highway finance in general. If the benefits from toll 
roads could be distributed and applied equally among the inhabitants of

53. The information concerning the Acts of 1916, 1921, and 
1944 was obtained, in essence, from Chapter 18, Transportations Economics 
and Public Policy, by Dudley F. Pegrum, 1965, pp. 451-457«

59« Philip H. Burch, Jr., Highway Revenue and Expenditure 
Policy in the United States, 1962, pp. 65 and 178.



an area,'- then such systems could offer many advantages in overall fi
nancing, Such applications cannot be made to hold in most rural and 
urban areas, due to the many problems involved with "benefit" financing, 
which have been discussed earlier in this study.

It must be borne in mind that highway financing methods are 
merely a way of allocating relatively scarce resources among alterna
tive applications. Tolls are obviously not feasible for some roads such 
as arterial city streets. Toll roads that are capable of financial 
self-support provide an excellent and expedient solution. It cannot 
be argued, however, that a universal toll system can be justified as 
■a best solution to road financing. Although numerous cases do exist 
‘wherein toll roads have proven to be logical methods of allocation, by 
and large such systems will not provide the greatest net benefit to the 
largest number of citizens who use the highways

Financing roads by means of tolls was popular during the turn
pike era of the. early part of the nineteenth century, until approxi
mately the mid-1850,s. There was a conspicuous revival of interest in 
this system during the years following World War II. Pennsylvania’s 
turnpike was financed by tolls, and was the pioneering venture in modem 
toll road attempts. New Jersey, New York, and Ohio, among others, fol
lowed with similarly ambitious projects. The success of the very expen
sive New Jersey project evidently surpassed expectations, primarily 
because of the huge-volume of traffic that utilizes this highway link

40. Dick Netzer, "Toll Roads and the Crisis in Highway Finance,
National Tax Journal, June 1952, pp. 107-119.



.for the purpose of "getting across" the state by the most expeditious 
means„ It was built, and is being operated, by a semi-public authority 
with the promise that the property will be conveyed eventually to the 
state. The project was financed by 35-year bonds bearing interest at
3% percent and subscribed by insurance companies, trust funds, and

T. , 4-1savings banks.
Considerable state legislation authorizing toll roads was en

acted during the post-World War II era. However, toll roads must be 
able to support their own operations, and will be capable of doing this 
only under special conditions, regardless of the legislative sanction 
they may have. These conditions include an important advantage for 
traffic in the toll route, with few points of ingress and egress along 
the highway. Administrative costs are a formidable obstacle, and 
motorists are likely to object to the toll charges, when levied in ad
dition to existing "user" charges that they cannot escape. If local 
traffic is substantial, duplication of facilities may be necessary.
It is interesting to note that toll road charges are based on mileage 
with some classification for weight and load; thus they apply the tene-

A-2fit principle of collection with considerable precision. Toll 
charges run as high as five or six times the usual motor fuel tax cost 
for similar distances. Demand stands up reasonably well in the face 
of such charges, indicating the high value that motorists give to time 
and safety in travel. Nevertheless, not all toll roads have met the

41. Ibid.. Note 39, p. 115.
42. Ibid.
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expectations of their promoters, and interest in new construction has 
waned since the federal government undertook active support for devel
opment of the Interstate Highway System. Reference will again be made 
to toll roads in the following chapter, with emphasis on how they have 
fared in recent years, in competition with the Interstate System.

Summary. During the first half of the present century, then, 
the system of main highways became established along the major paths 
of interstate commerce that utilized motor vehicles of one type or 
another. The increased popularity of the automobile resulted in 
greater use of roads, necessitating additional maintenance and repair 
as well as new construction. The Federal-Aid Road Act of 1,916 estab
lished the 50-50 method of apportioning federal funds to the states, 
and a definite system of checks and balances was brought into use.
Under these provisions, control over the specific highways to be con
structed could be exercised with greater effectiveness. Authorizations 
for federal aid have continued virtually unbroken since the implemen
tation of the Acts of 1916 and 1921. The Act of 1944 was instrumental 
in designating particular highways for inclusion in a national system 
of interstate links; however, it did not appropriate additional federal 
funds for rapid or specific expansion of such a network. Development 
of this interstate system was to be accomplished under provisions of 
normal federal-aid legislation.



CHAPTER 4 

THE FEDERAL-AID PROGRAM SINCE 1956

General information. In order to analyze what changes or im
pacts have resulted from legislation or national policy actions since 
enactment of the Federal-Aid Highway Act of 1956 it is necessary to 
assess the status of highway development as it existed at that time.

Previous discussion has outlined certain principles involved in 
provision of transportation facilities, as well as a general evolution 
of roads and highway networks within the United States, Appraisal will 
now bear on highway development subsequent to the year 1955» beginning 
with the federal legislation in 1956. It will be necessary, from time 
to time, to review activities that led up to or created certain settings 
which required additional action on some phase of the overall program 
of providing highway services on a national level.

The federal-aid primary highway system includes most of the 
principle highways within the nation. By the end of the fiscal year 
1956^) this system included 388,314. miles of rural highways and 18,595 
miles within the urban areas (including that mileage completed on the 
Interstate- System),

1.. The end of fiscal year 1956 is a convenient point in time 
for computations of the existing systems, since the federal Act of 1956 
became effective on June 29, 1956.

69
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The fe&eral-aid secondary system includes important farm-to- 

market routes, rural mail routes, and schobl-bus routes across the 
nation. The system, as designated at the end of fiscal year 1956, 
totalled 220,571 miles of roadways that were essentially rural in na
ture, with some small extensions into urban areas, Federal-aid that
was authorized for the secondary system started in 1958, and by 1941

psome 80,599 miles had been completed.
Federal-aid appropriations have been authorized for extensions 

to the primary road networks into urban areas since 1946. Provision 
of separate authorization for urban work came as a result of congres
sional concern over the seriousness of urban traffic congestions that 
were manifested by the urbanization that started during and after World 
War II. A provision of 1954 federal legislation made funds available 
also to finance improvements on urban extensions of secondary routes. 

Interstate System routes are included in, and constitute the 
most important portions of, the federal-aid primary system. The Inter
state System is limited by law to specific mileages, and routes to be 
included in the system must be designated separately. This is required 
due to the different financing support that applies to Interstate versus 
regular primary mileages, effective with the 1956 Act. At the close of
calendar year 1955, 1,770 miles of Interstate System routes had been

3completed and were open to traffic. The relationship of Interstate

2. U.S. "Department of Commerce, Highway Statistics, Summary 
to 1955, 1957, p. 151.

5. U. S, Department of Commerce, Annual Report of Bureau of
Public Roads, I955, p. 44.
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Highway' System routes to other primary highway networks will be out
lined in more detail later within this chapter.

Prior legislation and national policies. The Federal Highway 
Act of 1921 had provided that the Secretary of Agriculture should desig
nate a system of interstate highways. The amount of construction for 
which a state might obtain federal aid, in any one year, was not to 
exceed seven percent of its existing system of improved state highways. 
Projects were to be given preference when they would further the es
tablishment of a national system'of highways. Federal grants-in-aid 
were to be matched dollar for dollar by the individual states receiving 
such assistance. Of total national expenditures on highways, roads, 
and streets, amounting to $39*2 million between 1921 and 1940, $6.5
million was provided from federal funds while $32.7 million was alloca-

Ated by state governmental units.
Overall enthusiasm for construction of national highway systems 

under stringent federal supervision began to dwindle by the end of the 
1930's, following large planning and development commitments during the 
early and mid-1930 era under the Works Progress Administration and the 
Public Works Administration.

In 1944, the gap between rural and urban federal aid for road
ways was appreciably narrowed by the creation of the National System 
of Interstate Highways, outlined, in the Federal-Aid Highway Act of that 
year. This massive road improvement program was by no means warmly

4. M» L. Fair and E. W. Williams, Economics of Transportation0 
1950, pp. 69-70.



received by all concerned in Congress when it officially emerged from 
the Bureau of Public Roads in 1944, The main opposition to this inter
state network came from rural quarters. Although the plan was origi
nally known as the "interregional network," it was looked upon with
some justification as simply another device to channel additional high-

15way money into the metropolitan areas. Many of the lawmakers were 
hostile to the entire scheme because they felt that it would merely 
mean the reconstruction of roads that were already surfaced, while many 
gravel or dirt roads would continue to go unattended. Subsequent fed
eral legislation has been required to outline specifically what appor
tionments may be utilized on urban extensions, indicating the awareness 
that still lingers concerning this subject.

The "pro-interstate" forces within Congress were able to enact 
legislation establishing a system of interstate highways, outlined in 
the 1944 Act. Although the interstate system was thus set up as a sep
arate network, it was little more than a statutory blessing, because 
no special funds were provided for interstate construction during the 
first eight years following such enactment. Regular federal-aid funds 
for primary construction, including authorizations for urban extension, 
were to be applied to construction of interstate links. However, pri
orities for inclusion of specific highways that were within the inter
state mileages, were left solely at the option of the individual states. 
Some states did apply such funds to these designated roadways, while

5. National Interregional Highway Committee, Interregional
Highways, 78th Congress, House Document Ho. 379; 1944, p. 126.
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others took no action,to improve the interstate routes„ As a conse
quence of this lack of support, the interstate program made little 
progress for about a decade. Though small sums were appropriated 
specifically for this important system in 1952 and 1954, it was not 
until 1956, after an intensive publicity and lobbying campaign by high
way -user groups, that the Interstate Highway System came to be a true 
fiscal being.

The Interstate Highway System, as designated in 1944, was limi
ted to 40,000. miles. First efforts in designation were devoted to a 
selection of city-to-city routes, and a nationwide network of 37,700 
miles was officially outlined by 1947, At that time the remaining 
2,300 miles available were reserved for routes into, through, and 
around cities. After the states were canvassed to determine their de
sires, and after consultation with the Department of Defense, the gen
eral locations of the 2,300 miles of routes in and around cities were 
designated by September of 1 9 5 5 By the end of 1955, approximately 
12,200 miles of detailed locations had been selected and approved for 
the entire system. The selection of routes that was complete at that 
time indicated that for about one-third of the entire 40,000 miles most 
of the existing roadways could be utilized by eventual interstate 
routes, while the remaining two-thirds would require location on new 
roadways.

Proposal of an interstate highway system had been presented 
initially in a Bureau of Public Roads report to Congress in 1939« The

6. U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 1956, p. 9°



recommendations made at that time were not given effect, however, until 
the 1$44 legislation, With'the designation of 37*700 miles of inter
city routes that was made in 1947, there was still no funding provided 
that would insure completion of the overall system in any predictable 
period of time, nor with other than normal federal-aid funds that were 
virtually at the complete discretion of the individual states.

The Federal-Aid Highway Act of 1956. The Act of 1956, approved 
in June of that year, authorized the greatest long-range road-building 
program ever undertaken. It authorized a total amount of $24,825,000,000 
for the Interstate System, for the 13-year period beginning July 1, 1956, 
and ending June 30, 1969, as follows:

Fiscal Year
1957
1958
19591960
1961 
1962
1963
1964
1965
1966
19671968 
1969

Amount 
$1,000,000,000 
1,700,000,000 
2,000,000,000 
2 ,200,000,000 
2,200,000 ,000  
2,200,000,000 
2,200,000,000 
2,200,000,000 
2,200,000,000 
2,200,000,000 
2,200,000,000 
1,500,000,000 
1,025,000,000 

$24,825,000,000
The above amount, together with about $2.6 billion to be con

tributed by the states under the program, was to provide an interstate 
system designed to meet the traffic anticipated by 1975° Except for ap
proximately 7p000 miles of 2-lane highways in lightly-traveled areas, 
this system was designed to consist of 4-, 6-, and 8-lane divided high
ways, with urban connections, interchanges, and bypasses. The Act also
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increased the maximum mileage limitation of the system from 40,000 to
41,000 miles, and changed the full title of the system to the National

7System of Interstate and Defense Highways.
The amounts authorized for fiscal years 1957$ 1958, and 1959 were 

to be apportioned in accordance with a formula prescribed in the Federal- 
Aid Highway Act of 1954, in which population counted two-thirds and area 
and post-road mileage counted one-sixth each. For each of the remaining 
10 years, the Interstate System funds were to be apportioned by a ratio 
that considered the estimated cost of completing the System in each 
state as related to the total estimated cost of completing the entire 
system. The funds authorized by the 1956 Act were to be expended on a 
90 percent federal and 10 percent state matching basis.

In addition to providing for urgently-needed completion of the 
Interstate System, the new legislation made provision for increased fed
eral aid to the federal-aid primary and secondary systems, and for their 
extensions within urban areas. The 1954 Act had authorized a total of 
$700 million for these systems for each of the fiscal years 1956 and 
1957« The 1956 Act authorized a total of $125 million for the fiscal 
year 1957 (in addition to the 1700 million previously authorized), $850 
million for the fiscal year 1958, and $875 million for fiscal 1959=
These amounts were to be divided 45 percent to the federal-aid primary,
50 percent to the federal-aid secondary, and 25 percent to their urban 
extension systems. The additional sums authorized in 1956 for fiscal

7. U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 1956, pp. 2-5.
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year 1957 were apportioned to the states immediately upon the signing 
of the legislation by the President, on June 29, 1956.

Provision for completion of the System by the Act of 1956 made 
the prompt selection of detailed locations for every route an urgent 
goal. Immediately after passage of the Act, the states undertook the 
engineering and economic studies necessary to select definite locations 
for the routes that remained in question, and by the end of June 1957 
the locations for approximately 80 percent of the 4l,000-mile system 
had been selected and approved by the Bureau of Public Roads. At that 
time, interstate highway locations had been completed in 7 states, and 
21 additional states had in excess of 90 percent of their locations 
selected. By that time it had been determined, furthermore, that less 
than one-fourth of the Interstate System's highways would be located on 
the rights of way of existing highways.® As recently as 1955, it had 
been determined that at least one-third of the System could be built on 
existing routes.

In addition to the 4-1,000 miles of highways designated for the 
Interstate System proper, the individual states submitted tentative 
selections for integration into the System of another 15,000 miles of 
thoroughfares. Such extensions were considered on the basis of require
ments for particular urban centers as well as on a national basis as 
required by statute, national defense, industry, agriculture, and popu
lation trends.

8. U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 1957, p. 8.



77
The Highway Revenue Act of 1956. The federal legislation enacted 

in 1956 pertaining to revenues was presented as Title. II of Public Law 
84-627° The Federal-Aid Highway Act of 1956 appeared as Title I of this 
same legislation. In enacting the Revenue Act, the Congress built upon 
the structure of federal taxes that were then levied on motor vehicles 
and use, all of which up to that time had been non-segregated, aggregate 
receipts of the general fund of the United States Treasury, This legis
lation established certain revenue concepts as temporary expedients, de
signed to be replaced by a more refined system of trust fund revenues. 
Section 210 of the Act expresses a definite degree of anxiety concerning
the added tax measures by calling for1'. . an equitable distribution

9of.the tax burden , Nevertheless, substantially all of the taxes
directed into the Highway Trust Fund are actually levies upon motor 
vehicles and their utilization. The same is true of the more recent 
temporary transfer of additional excise tax receipts into the Trust EXmd. 
The simplest interpretation is to regard as user taxes those automotive 
excise taxes whose proceeds are, at a given time, directed into the fed
eral highway fund or state highway funds for further distribution.

Taxes on motor fuels, tires, tubes, and retread rubber, being 
closely associated with motor-vehicle use, are accepted as user 
taxes, whereas the excise taxes on motor vehicles, being associated 
with value rather than use, normally do not qualify as user taxes. It 
should be noted that state motor-vehicle registration fees are usually

9, United States Statutes at Large, 70 Stat. 379 (1956)° The
Highway Revenue Act of 1956 is attached as a portion of Appendix B to
this study.
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associated with the size and weight of the vehicle, rather than its use, 
but are nevertheless regarded as user taxes.

The Highway Trust Fund. Under the Federal-Aid Highway Act of
1956, the Interstate Highway System of the overall federal-aid primary
program is to be financed on a pay-as-you-go basis from federal highway-
user excise taxes which go into a highway trust fund. The Trust Fund
is maintained within the Bureau of Public Roads1 Finance and Taxation
Branch, in the Department of Commerce. It operates as an official
repository for funds collected from the individual states and which
are' disbursed for approved allocations to the states for use on federal-

10aid highway contracts.
Receipts into the Fund come from the numerous taxes levied on 

such products as gasoline, vehicles (new trucks, buses, and trailers), 
vehicle tires and inner tubes, and retread rubber used for rehabilita
tion of used tires. In addition to the taxes from products, receipts 
include use-taxes on gross weight of vehicles of 26,000 pounds or more. 
Only the federal portion of 4 cents per gallon on gasoline goes into 
the Fund, while the state gasoline taxes are deducted from the total 
collections and are administered separately at the state level.

Disbursements are made only for projects that have been ap
proved, and to those states for which apportionment has been accom-

10. U.S. Department of Commerce, Annual Report of Bureau of 
Public Roads, 1957, pp. 4-5; and Highway Progress I960. Bureau of Public 
Roads, i960, p. 5.



plished. Transfers have been made to the Fund from the United States 
Treasury, but only for specific amounts and for definite time periods, 
as approved by legislation.

Federal levies on products and vehicle use presently accruing to 
the Fund are designated as 10 cents per pound on vehicle tires and tubes 
5 cents per pound on retread rubber; 4 cents per gallon on gasoline used 
by motor vehicles; $5.00 per 1,000 pounds gross weight on all vehicles 
operated on the highways with a weight of 26,000 pounds or more, 
levied on an annual basis; and 10 percent excise tax on the sales price 
of new trucks, buses, and trailers. Under present legislation, these 
taxes will continue until October 1972, at which time allocations to 
the states for interstate Highway construction are programmed to end.

Net revenues accruing to the Highway Trust Fund are outlined ' 
in Table 4-1, covering the period 1957-1962. Flow of disbursements 
may be analyzed from the contract awards and work completed on the in
terstate portions of the national highway system, outlined in Tables
4-2 and 4-5.

Significant amendments to the Act of 1956. On April 16, 1958, 
the Pederal-Aid Highway Act of 1958 became law."*""*" Following traditional 
practice, it authorized federal-aid primary, secondary, and urban funds, 
and funds for construction in federal land areas, for the two fiscal 
years i960 and 1961. The Act also increased the Interstate authoriza
tions made in the 1956 Act for the three fiscal years 1959-61, and set

11, U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 1958, p. 5»
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TABLE 4-1

NET REVENUES TO THE HIGHWAY TRUST HMD,
1957-1962

(in Millions of Dollars)

ITEMS

Motor Fuel

Tires

Innertubes

Thread Rubber

TAX RATE

5 cents per gallon from July 1, 1956, through 
September 30, 1959> ^ cents, thereafter.
8 cents per pound for highway tires and 5 
cents per pound for "other tire's" July 1, 1956, 
through June 30, .1961? 10 cents per pound for 
tires and 5 cents per pound for "other tires" 
thereafter. For 1957 only,, 3 cents per pound 
on highway tires accrued to the Fund. After 
June 30, 1957, all tire tax accrued to Fund.
9 cents per pound July 1, 1956, through June 
30, I96I; 10 cents per pound thereafter. Hone 
of the revenue accrued to the Fund in 1957. i 
After June 30, 1957, all innertube tax accrued j 
to the Fhnd. . i
3 cents per pound July 1, 1956, through June 
30, 1961; 5 cents per pound thereafter.

FISCAL YEAR ■ 
1957 . 1958 1959 I960 1961 
1,326^ 1,608 .1,657 2,044.2,361

1962
2,375

82 244 247 281 246 327

17 15 19 15 17

11 , 13 14 15 14 23

Trucks, Buses, 
and Trailers

Vehicle Use

fo of manufacturer's wholesale price with one-1 
half accruing to the Fund during the period j 
July 1957 to. June 1962; entire amount thereafter. 
In FY 1957, one-fifth of tax accrued to the I
$1,50 per 1,000 pounds gross weight over 26,000 
pounds loaded, July 1956 through June I96I; j
$3.00 per pound gross weight thereafter. j.

Total from excises .
Interest on investments
Net Totals . .,

* All amounts are net, after refunds have been paid.

34 111 107 142 115

26 53 54 38 . 47

128

80-

1,479 2,026 2,074 2,539 2,798
3 18 13 -3 1

2,948 
, 7

1,482 2,044 2,087 2,536 2,799 2,955

Sources Highway Statistics 1961, Bureau of Public Roads, U.S. Department of Commerce, p. 34.
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aside the "pay-as-you-go11 clause in the basic Act so as to permit appor
tionment of the full amounts authorized for the fiscal years 1959 and 
I960, A new estimate of the cost for completing the Interstate System 
was approved, with some re-alignment being required among the shares to 
be allocated to each state for completing their portions of the overall 
System, The Act also provided for control of advertising along the 
Interstate Highways. Particularly significant was the fact that the 
legislation officially recognized the value of highway construction in 
the nation’s anti-recession efforts; Along this line of reasoning,
$400 million was allocated for immediate apportionment to the states for 
primary, secondary, and urban work, These funds, to be matched on a 
two-thirds federal and one-third state basis, rather than the usual 
50-50 ratio on such construction, were required to be placed under con
tract by December 1, .1958, with work scheduled for completion by Decem
ber 1, 1959* These actions resulted in a significant increase of work 
accomplished on both the Interstate and other federal-aid highways 
during 1959« Interstate work completion rose by 14$ percent over 1958
levels, while other roads (essentially federal-aid primary and sec-

12ondary) completed rose by 56 percent over 1958.
The Federal-Aid Highway Act of 1959 was enacted on September 

21, 1959. Title II of the Act increased the motor-fuel tax rate from 
5 cents to 4 cents per gallon (federal tax levy only) for the 21-month 
period from October 1959 through June 1961.^ The Act provided that the

12. Actual expenditure levels are outlined in Table 4-3.
13. D.S. Department of Commerce, Highway Progress I960, Bureau 

of Public Roads, i960, pp. 5-6.



1-oenti fuel tax increase was to be replaced as.a source of additional 
revenue by the dedication to the Highway Trust Fund of one-half of the 
existing 10 percent excise tax on the manufacturerfs price of new auto*

t imobiles and five-eighths of the 8 percent tax on the manufacturer's 
price of metor-vehicle parts and accessories, during the 3 years from 
July 1961 through June 1964* Revenues from these two taxes would 
normally go into the general fund of the United States Treasury0 The 
taxes earmarked for the Trust Ihnd by the 1959 Act were expected to pro
vide about #3*4 billion in additional revenue during the subsequent
5-year period« In addition to its revenue provisions, the Act changed 
the authorization of the Interstate program for the fiscal year 1961 
to $2*0 billion* Originally.set at $2*2 billion by the Act of 1956 > 
the authorizations had been raised to $2,5 billion by the Act of 1958*
As a solution to the short-range financing problems of the federal-aid 
program, the 1959 legislation provided for an advance of $559 million ,
from the Treasury to the Highway Trust Fund* The full amount of this 
advance was repaid prior to the end of the fiscal year i960*

The Federal-Aid Highway Act of 1961 was enacted and approved on 
14June 29, 19610 It assures completion of the Interstate System by 

1972, on schedule, through increased annual authorizations and additional 
financing necessary to support them, amounting to about $11*5 billion*. 
Under provisions of the Act of 19569 as amended in 1959 and 1959? $11*7 
billion of federal funds had already been apportioned among the states

l4„ U.S. Department of Commerce, Highway Progress 1961, Bureau
of Public Roads, 1961, pp. 6=7«
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for the Interstate Highway System for the fiscal years 1957-62° The 
I96I Act revised, the schedule of authorisations for the future to pro* 
vide for $2A  billion for fiscal 1965s $2,6 billion for 1964, $2,7 
billion for 1965, $2,8 billion for 1966, $2,9 billion for 1967, $5-0 
billion for each of the fiscal years 1968-70, and $2,885 billion for 
1^71- The total federal funds thus already apportioned and authorized 
for future expenditures amounted to $57 billion, an increase of $12,1 
billion over the total provided in the Act of 1956, as originally en
acted, Total cost for the 4l,Q00 miles of highways is now programmed 
at $41 billion, of which the federal share will be $57 billion and the 
states1 share will approximate $4 billion. This nets out to a share of 
about 90-3 percent federal and 9-7 percent state funding on the overall 
System. To provide needed financing over the next ten years, the 1961 
Act revised the existing schedule of federal highway-user excise taxes 
dedicated to the Highway Trust Fund, The motor-fuel tax rate was con
tinued at 4 cents per gallon until October 1, 1972, For the same per
iod, the tax per pound was increased on highway vehicle tires from 8 to 
10 cents, on inner tubes from 9 to 10 cents, and on retread rubber from 
5 to 5 cents. The use-tax on heavy vehicles, those over 26,000 pounds 
gposs weight, was increased from $1.50 to $5,00 per 1,000 pounds per 
year. Receipts from the 10 percent tax on the sales price of new 
trucks, buses, and trailers are all designated for the Trust Fund until 
October of 1972- The 1956 Act had allocated only one-half of the total 
amount to the Trust Fund, while the 1959 Act had placed the entire 
amount into the Fund for the 5-year period 1961-64.
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On October 25> 1962, the Federal-Aid Highway Act of 1962 was 

enacted as the latest amendment to the 1956 Act«^ This legislation 
provides for more administrative than financial revision of the basic 
Act, as previously amended» Key provisions call for highway planning 
in metropolitan areas to allow an integral part of a balanced transpor
tation system, use of federal-aid secondary.funds in urban as well as 
in rural areas, assistance to families and businesses dislocated by the 
national highway program, and expanded use of federal aid for highway 
planning and research. Furthermore, provisions in the Act directed 
that a study be conducted to develop requirements for federal-aid con
struction within the remote areas of Alaska, and to determine the extent 
of potential highway development between the northern portions of the 
United States proper and the state of Alaska in order to provide ties 
with that state, through Canada,

The fate of toll roads after 1956, The year 1956 marked the
beginning of the end of the second era of toll roads,̂  In 1955 there 
had been substantial construction and the development of many new pro
jects, and in early 1956 it appeared that the movement toward use of 
toll roads remained strong. However, by the end of 1956, virtually no 
new construction was being undertaken, and most of the plans for new
projects had begun to fall by the wayside. By early 1957> there were

15» UoS, Department of Commerce, Highway Progress 1962, Bureau 
of Public Roads, 1962, p. 5°

16, The first era occurred during the period from the mid- 
1790*s to the mid-1850's, as was outlined in Chapter 3®
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17only a few projects remaining»

There are several reasons why the toll systems received waning 
emphasis after 1956o First, because of the high cost of construction 
and toll collection procedures, toll roads can be financially self- 
supporting only on very limited segments of the highway system. Exper
ience has demonstrated that a traffic volume of about 5;000 vehicles 
a day is the absolute minimum necessary for a toll road to be self- 
supporting* The exact figure will vary with construction costs, the 
nature of traffic flow, distance, and tolls charged,*® However, a sur
vey made by the Bureau of Public Roads indicated that only about 8,000 
miles of all inter-city roadways in the United States had such a traffic 
volume (in 1957)* The toll network within the nation had reached a near 
limit by 1956, and had this form of financing been extended much further, 
many of the routes probably would not have been economically feasible. 

Second, in the metropolitan areas, where congestion is at its 
worst and where construction costs are highest, toll roads are unsatis
factory in practice because of the large number of access points re
quired, the very short average trips per vehicle, and the peak load 
nature of traffic.

Also, double taxation is often cited as a basic objection to 
use of toll systems6 The motorist must pay his user taxes, and then 
pay the tolls in addition. Collection of tolls does not comprise

17° John P, Due, "The Rise and Decline of the Toll Principle 
in Highway Finance - 1940-57," National Tax Journal. June 1957, p° 109,

18, Ibid,



86
double taxation, however, in the true sense= Double taxation applies 
to extraction of levies, two or more times, by the same level of govern
ment on essentially the same taxable base. Highway use-taxes are nor
mally federal and state fees while tolls are collected by private or 
municipal agencies operating the toll systems. Furthermore, the tolls 
are charged directly for utilization of a specific section of highway 
facility, while highway use-taxes apply to all highway provisions. A 
refund or subsidy system may be established to equalize multiple pay
ments, on the overall tax and toll systems employed. However, this is 
of little consolation to the individual motorist who must pay the 
charges.

In January of 1956, it was estimated that about $20.5 billion 
of new toll road bonds would be sold during the year. Actually, the 
volume of such new financing amounted to only $178 million, and 6hly 
one new 8-mile project was begun during the entire year. Plans for 
about 1,500 miles of new roads were abandoned or suspended. There were 
several reasons for this sharp change during that years

1. There was a general tightening of money in the capital 
market, due to the Federal Rederve System's "money policy" and a heavy 
supply of state and local bonds,

2. Toll roads appeared to be reaching a peak in performance. 
Several routes, that had been recently completed, were showing signs 
of not yielding expected revenues.

5» The enactment of the federal highway program in 1956 indi
cated that the sharp increase in federal support for highway construc
tion would release more state funds, in addition to the federal funds,
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for expansion and improvement of the more lucrative sections.^

The use of the toll principle during the era of the late 1940’s 
and early 1950’8 permitted the construction of some urgently needed 
routes much more quickly than would have been possible otherwise. The 
effect of the 1956 federal legislation in reducing significantly any 
further expansion of toll roads is of vital importance to the national 
trend that was beginning to develop immediately prior to that time.
The 1956 Highway Act prohibits use of federal funds on toll roads, but 
provides for incorporation of existing toll roads into the 41,000-mile 
Interstate Highway System.

It becomes clear that very few new toll roads will be built in 
the immediate future, since the roads which are most suited for toll 
principle of operation will be the ones that have received, and will 
continue to receive, high priority within the federal-aid program, and 
thus will operate as free roads. Existing toll roads often benefit 
from construction of the Interstate System, when they receive "feeder" 
traffic from those systems. However, they also lose traffic to free 
roads that reach the same general terminal areas.

Tolls, whatever else they may accomplish, impose some definite 
limits on traffic. Highway users who are unwilling to pay tolls will 
often refuse to utilize those roads, bridges, or tunnels that require 
toll payments. This "escape" is not always conviently available, be
cause a toll-free route may actually become more expensive, by the time

19. John P. Due, op. cit., pp. 110-111.
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20the vehicle reaches its destination by an alternate rotate0

loll systems, then, have provided methods of financing vital 
traffic links, when alternative means were not immediately available0 
Tolls will continue to provide such an alternative to public financing 
when and where required to do so, provided that the traffic potential is 
sufficiently high to warrant successful operation of facilities» The 
society itself must determine how it will provide certain types of high
way services, to whom, and at what price to all members of the society» 
Whether federal legislation actually does or does not represent the true 
desires of the society within our nation is not the issue at this point 0 
Of concern is the fact that definite trends are established by the num
erous legislative actions that flow forth from the Congress; some caus
ing temporary effects and others creating permanent or semi-permanent 
commitments in national policy*

Highway planning and urban development* Interstate highways 
mid freeways located essentially within the major urban areas have a 
significant impact on community organization and development» It is 
essential, therefore, that they be adequately designed to accommodate 
the traffic demands that will develop during the major portion of their 
useful life* Most highway planning studies are based on a 20-year 
projection, which is considered about the limit of reliable traffic

. 20* Gilbert Walker, "Toll Hoads in the United States," Traffic
Engineering and Control, April 1961, p* 717» """"" ~
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21 ,eatimationo Accordingly, reasonable projections available at the pre

sent time do not extend beyond the 1980 period.
There must be effective cooperation and coordination, both among 

local governments within a metropolitan area and between these govern
mental units and the state and federal agencies involved in area devel
opment activities* This process must be continuing if it is to serve 
its purpose effectively as the areas grow and change.

There are two general programs at the federal level designed to 
aid coordination with local agencies in each state. One of these is the 
federal-aid highway program, wherein the Bureau of Public Hoads, in co
operation with each of the state highway departments, accomplishes the 
planning and construction of new and improved highways in both urban 
and rural areas. Since 1934 there has been provision for use of up to 
1]6 percent of the federal-aid highway funds for general planning and 
research studies. These funds, currently matched by the state highway 
departments, at a ratio of approximately ?4 percent federal and 26 
percent state, have financed a series of general highway inventory and 
route-looation planning studies, and the origin and destination traffic
studies that have been made in some 179 urban areas. As of August 1961,

22there were 33 of the latter type studies still under way.
In anticipating future use of interstate highways, it has been 

necessary to examine the present highway usage in the nation and to es-

21. Wilbur S. Smith, Riture Highways and Urban Growth. 1961,
p. 192o

22. D. ¥, Loutzenheiser, "Coordination of Highway and General 
Urban Planning." 1961 Proceedings of Institute of Traffic Engineers,
1961, pp. 181^182. ’ " " *
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timate future travel demands throughout the country, both for rural and 
urban travel„ Discrimination between urban and rural travel is consid
ered essential since the standards of highway design, the purposes and 
patterns of travel, and the needs and capacity requirements differ on 
the different highway networks„ It must be recognized, of course, that 
the states vaiy in total urban and rural mileage existing within their 
borders, which continues to present differing views concerning priori
ties to be given in each state or region of the nation.

In I960 approximately 67 percent of the total United States 
population resided in urban areas. By 1980 approximately 75 percent 
can be expected to reside in these and the developing urban areas ? 
while by 2000, it is estimated that about 85 percent will live in urban 
areas„ The majority of the population is concentrating within rela
tively few major metropolitan areas, and by 1980 almost 60 percent of

25the nation’s population will live in 117 major areas.
In a typical urban traffic and transportation study, the state 

highway department arranges assistance and cooperation with local plan
ning and engineering agencies, and then supervises or conducts the 
study after prior submittal, and approval by the Bureau of Public Roads, 
as a project in the l)£-percent fund program. The Bureau provides tech
nical advisory assistance during the study and, upon acceptable comple
tion, reimburses the state for the pro-rata federal share of the costs 
involved. Such studies properly include basic urban planning and land 
use data and projections to the extent necessary for conclusions regard-

25. Wilbur S, Smith, o£. cit., pp. 192-193.
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ing transportation systems and master street plans. While such a study
will constitute only a part of what, is needed for a comprehensive urban
area plan, it does provide a good point of departure.

Attention is also given toward the scheduling and timing of
highway projects so as to supplement any of the several types of urban
renewal, housing, or community projects administered by the Housing

24and Home Finance Agency, By so doing, the joint acquisition of 
rights-of-way and the handling of displaced persons can be accomplished 
more economically, efficiently, and satisfactorily.

Projections of automobile ownership and use anticipates a con
tinued increase in the ratio of private cars to the number of persons 
within our country by 1980* Registrations in 1980 should total approx
imately 120 million vehicles, furthermore, 70 percent of those vehicles

25will be owned by persons residing in urban areas.
About 16,000 miles of freeways will be required in urban areas 

for adequate accommodation of 770 billion vehicle-miles of urban travel 
that is anticipated in 1980, Freeways in urban areas will serve over 
35 percent of all 1980 travel within the nation. As presently defined, 
interstate highways comprise only about 5»000 miles of urban freeways.
An expansion of urban concentrations will continue to absorb rural or 
inter-city interstate mileage, as growth through 1980 is projected to 
double the present urban land areas. Additional miles of the Interstate 
Highway System will become incorporated into the urban category, so

24, D, W, Loutzenheiser, 0£, cit,, p. 182,
25, Wilbur S, Smith, op, cit,, p, 29,



that by 1972 about 8,400 route-miles of the system will probably fall 
within urban areas and by 1980 approximately 9,600 miles will be within 
this category,^

Under provisions of the 1962 amendment to the Federal-Aid 
Highway Aot of 1956, specific recognition is given to the problem of 
urban planning, relocation of facilities, and research and planning 
that is necessary to accomplish continuity between major highway con
struction projects and the displacement of families and established 
business units.

Changes in land values. The impact of highway improvements or 
relocations on land used and values causes considerable concern to dif
ferent elements within our society.

Transportation improvements have no affect on the fertility or 
direct productivity of agricultural land. However, changes are brought 
about by site or accessibility values that are altered by highway con
struction.

The degree of highway benefit increases with time, because the 
' ' - > 

positive effects from highway improvements sometimes are not immediately
appreciated, and apprehensions about possible negative effects often 
require time in order to be overcome. Modern highway improvements ap
pear to be acceptable to the major portion of the residents of areas 
influenced by such facilities. Such factors have a direct bearing on

26. Ibid. p. 188.
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value of real estate that is near the improved area.^

Modern highway facilities have been instrumental in filling in 
previously vacant residential areas that were not easily accessible. 
Thus, urban areas spread along major road networks, and the highways 
increase the amount of land available for urban development.

Highway development is not always beneficial to the land from 
a resource allocation point of view. Vital farm land may be hopelessly 
fragmented by limited-access bypass routes. While the property con
cerned may increase in actual monetary value and sale price, a definite 
change to society has occurred in the availability of the original re
source. There may be some comfort in believing that higher land values 
have increased the actual demand for the same plots of land as a result 
of modern highway construction or improvement, if such belief salves 
the conscience for the sake of "progress."

Studies have been conducted relative to changing property valu
ation resulting from placement of interstate highways. These studies 
show that some values are decreased due to roadbed utilization and util
ity displacement, other values are maintained near former levels, while
the greatest portions of real estate appreciate to such an extent as to

28increase total values by large amounts.

27. Floyd I* Thiel, "Social Effects of Modern Highway Trans
portation, " Public Roads, April 1962, pp. 2-5; Bobby 0. McGough, A 
Critical Analysis of the Impact of Highway Improvements on Land Values 
as Measured.by the Expressway in Jacksonville and Manatee Avenue in 
Bradenton, Florida, University of Florida, June 1962, pp. 259-260.

28. G, R» Graham and C. McF. Gittinger, Economic Impact of an 
Interstate Highway on Land Values and Uses, University of South Caro
lina, 1962, p. 9$ H, Mohring and M. Harwitz, Highway Benefits, 1962, 
pp. 156-157o
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Expansion resulting from 1956 legislation. In 1955$ there was 

a total Interstate Highway mileage of only 1,770 miles. With the em
phasis brought by the 1956 Act, this total started.to increase at a 
modest rate in 1956, 1957$ and 1958, reaching a length of 4,831 miles 
by the end of 1958* • Most of the construction contracts for this work 
had been committed prior to these designated years, Completion of ad
ditional mileage increased rapidly during subsequent years, as the im
pact of the additional federal-aid became evident within the construc
tion program itself, reaching a total of 14,829 miles by the end of 
1963o In addition, another 5$292 miles of the Interstate System was
under construction and 11,308 additional miles had been engineered and

29had rights-of-way cleared for award of construction contracts„ ■
During.the same time frame (1956 through i960), total primary, 

secondary., and urban extensions thereto, increased from 520,371 to 
721,400 miles, This represents an increase of about 40 percent during 
this 5-y8&? periodo- This is more significant when compared to a total 
construction period of 34 years, from 1922 through 1955$ which had pro
duced only 317,000 miles of roadway within this same system* More de
tailed analysis may be seen ffom data shown in Table 4-4.

In 1955$ approximately 12 percent .of all financing for highways 
and roads within the United States came from federal funds. By 1958 
this had increased to 24 percent, while in i960 the federal share of all 
such funding was 55 percent. Comparisons of federal to state and

29. U.S. Department of Commerce, Highway Progress 1963, Bureau
of Public Hoads, 1963, pp. 54-55=



TABLE 4-2.
SMMARY OF CONTRACTS AWARDED IN SELECTED YEARS 

ON FEDERAL-AID HIGHWAY CONSTRUCTION 
(in million dollars)
Total Federal Funds State Funds

1953
Interstate 
All Others 

Totals i
9.3

1x027,0
1,106.3

4.7564.3
569.0

4.5
542.8
547.3

1954
Interstate 
All Others 

Totals s
48.8

1,162.2
1,211,0

25.1
594.7619.8

23.8
567.4
591.2

1955
Interstate 
All Others 

Totalss
99-6

1,317.9
1,417.5

51.0
689.8
74578

48.6
628.1
676.7

1956
Interstate 
All Others 

Totals 8
241.5

1,500.0
1,741.5

144.9
776.7
#21.6

96.6
722.2
818.8

1957
Interstate 
All Others 

Totalss
2.014.2
1 .219.2 
3,233 ."4

1.213.3 
879.0

2.092.3
800.9 
340.2 

1,141.1

1958
Interstate 
All Others 

Totalss
1,988.9 
1,821.5 
3,810.4 ,

1,790.2 
_ 865 ._5_ 2,660.1

198.7951.6
1,150.3

1959
Interstate 
All Others 

Totalss
1,362.3
1*082,%4,445.0

1.214.1
1.940.2 
5,15443

148.2
1,142.5
1,290.7

i960
Interstate 
All Others 

Totals s
1,808.1
1*121x2
3,603-3

1,558.7
868.3

2,427.0
249.4
926.8

1,176.2

1961
Interstate 
All Others 

Totals:
2,452.9
M i O i l4V3§3.8

2,151.7
3,104.4

301.2
__958.1
1,259.3

1962
Interstate 
All Others 

Totals:
2,338.8
2,030.4
4,369.2

2,088.2
1,021.6
3,109.8

250.6
1,008.8
1,259.4

Source $ U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 1953-59? Highway Statistics, 1960-62.



local sharing of total expenditures are outlined in Appendix D to this 
study.

The 50-50 basis of sharing federal and state-level funds on the 
Interstate System shifted to a 90-10 basis effective with the 1956 Act. 
The immediate impact was realized in new contracts awarded for con
struction, as is evident from reference to Table 4-2. In 1958, the 
state share had dropped to 40 percent, and in i960 this was further 
reduced to only 18 percent of the total. In 1962, the federal-state 
proportions, on the interstate network, were 88 and 12 percent, res
pectively. While , this decrease of state percentage was taking place., 
there was a concurrent rise of expenditures within the states on other 
highway improvements. In 1955, states expended about $609 million on 
the federal-aid systems, including the then-authorized Interstate net
work. By 1958, this amount had increased to $807 million, and in 1962 
the states spent $926 million on federal-aid projects. In summary, 
the states increased Interstate outlays by 22 percent between 1955 and 
1962, but also increased their total participation on all federal-aid 
projects by some 52 percent during the same period. Comparative expen
diture data are outlined in Table 4-3.^

It is difficult to detect anti-recessionary activities on the 
part of the federal agencies concerned, in the allocation of federal- 
aid funds, by comparing the levels of "work completed" (summarized in 
Table 4-3)» However, reference to Table 4-2 will indicate that there

30. Table 4-3 is based on more detailed information contained 
in Appendix D to this study.



TABLE 4-3
SUMMARY OF WORK COMPLETED IN SELECTED YEARS 

ON FEDERAL-AID HIGHWAY CONSTRUCTION 
(in million dollars)

1954

Funds
Federal
State
Totals:

Interstate
124.9
119.6
24475

Primary
139.6132.4
272.0

Secondary
169.5
156.9325.4

All 0th(
151.2 
112.1
263.3

1955
Federal 
State 
Totals %

167.8
160.2
528,0

168.6
161.6
330.2

175.7
160.7 
336.4

159.0
126.8
285.8

195.6
Federal 
State 
Totals:

154.0
149.5
503.5

182.2
164,7
346.9

176.5
163.7
34o .2

174.5140.8
315.3

1957
Federal
State
Totals:

209.8
148.9
358.7

257.3
218.7
456.0

201.2
188.5
389.7

210.4
174.6
385.0

1958
Federal 
State 
Totals:

425.9
139.6
563.5

293.I
264.5
557.6

221.5
206.4
427.9

250.3
196,6
446.9

1959
Federal 
State 
Totals s

1,049.9
318.7

1,368.6
427.4 
367.I
794.5

293.9
259.8
553.7

323.7
234.9558.0

i960
Federal
State

1,460.7
271.8 455.7

368.1
321.4
267.4

339.6
253.6

Totalss 1,732.5 823.8 588.8 593.2

1961
Federal 
State 
Totals:

1,619.6
280.7

1,900.3
328.6
503.5632.1

243.5223.4
466.9

296.0
220.1 
516.1

1962
Federal
State
Totals:

1.590.3 
196.1

1.786.4
331.8
305.2
637.0

240.1
224.3
464.4

312.7200.4
513.1

Sources U.S. Department of Commerce, Annual Report of Bureau of
Public Roads, 195^-59? Highway Statistics, 1960-62.
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was a definite increase of federal apportionments to projects in both 
1958 and 1959« Such increases were authorized by the Federal-Aid 
Highway Act of 19589 an amendment to the 1956 Act, The 1958 legisla
tion required that specified amounts of federal funds allocated, above

TABLE 4-4
SUHMARY" OF TOTAL MILEAGE OF DESIGNATED 

FEDERAL-AID HIGHWAY SYSTEMS - SELECTED YEARS 
(•Total completed mileage in years indicated)

Year
1921

Interstate Primary*
203,000

Secondary
None®

Extensions#
None#

1944 — — -» 555,000 85,000 32,000

1955 1,770 587,000 . 91,000 42,000
1956 2,860 589,556 226,,209 42,980

1957 5,879 591,597 251,552 43,220
1958 4,851 595,599 234,180 46,869
1959 6,958^ 597,995: 236,593 48,335
I960 9,107 598,121 240,-332 50,062
1961 10,550 406,199 242,925, 53,565
1962 12,550 411,418 255,,527: 54,454

* Does not include Interstate Highway System mileages, which are 
shown separately.

$ Extensions of both primary and secondary roads, mostly in urban 
areas,

@ No secondary roads were so classified until 1955. . There were no 
extensions designated as federal-aid primary or secondary supple
ments. until 1954.

Sources U.S.. Department of Commerce, Highway Statistics; Annual
Report of Bureau of Public Roads 1 and Highway Progress, for 
years indicated in table.



previous authorizations, were to be spent, during the next year ending 
in December, 1959*^

The Federal-Aid Highway Act of 1956 has had direct affects 
upon the total amounts of both federal and state monies being expended 
fdr:highway development. Total mileages of all federal-ald systems., 
were increased substantially, and shifts in Interstate. Highway funds 

; in turn- released more state money for application to. the. primary and 
secondary road systems.

31- The Federal-Aid Highway Act of 1958 is attached as a por
tion of Appendix C to- this study.



CHAPTER 5

SUMMARY AND CONCLUSIONS

The material presented in this study outlines information for 
an objective appraisal of national highway finance and highway develop
ment within the United States, The data are broad in many areas, and 
were often limited by the scope of this thesis. Some of the analyses 
arid conclusions may appear to lead to.statements which exceed the 
range of the data presented, but they are intended to remain within the 
overall scope of the discussion and should be logical extensions there
from.

The history of the highways within the United States exemplifies 
the thought that economic development in great measure depends upon the 
existence of an adequate transportation system* Territorial roads that 
were financed from local property taxation, as well as the later efforts 
that were supported by the state and federal funding programs, provided 
an impetus for the growth of commerce and industry throughout the United 
States by providing a logical basis for regional specialization.

Early highway development,. After the newly-independent American 
Colonies became firmly established during the latter years of the 
eighteenth century, people of the new nation faced to the West, and trans
port facilities were improved and expanded. The Conestoga wagon replaced 
the wooden-wheeled primitive vehicles of colonial days. Turnpikes were

100
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constructed on a rapid scale, generally without interest on the part of 
local governments who were concerned, or should have been, with estab
lishing sound control over the areas under their jurisdiction. Without 
financial aid from a central authority, these pikes operated by means 
of tolls.

Prior to the advent of the motor vehicle, almost all highway 
construction and maintenance was the responsibility of local govern
ments, including the county, township, and municipality. At approxi
mately the turn of the present century, the states began to assume 
responsibility for limited mileages of roadways having statewide im
portance, Later, partly because the states became the collectors of 
highway user revenues, state influence extended in varying degrees to 
greater segments of the highway system. This was accomplished through 
the assumption of local road and street mileage or through state high
way grants-in-aid to local units of government.

As highway requirements grew, the financing of additional mil
eage required more funds than were available from taxation of property 
in local areas. The motor vehicle brought about many changes within 
the life of the citizens of our nation. Counties, municipalities, and 
townships across the country were forced to construct and maintain some 
form of improved road network. Although total road surface exceeded 
80,000 miles by 1900, most of the mileage existed in highly industrial
ized urban counties and cities. Rural agrarian areas of the nation were 
unable to raise sufficient funds through property taxes to provide neces
sary road maintenance and repair, let alone sufficient new road construc
tion.
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The nature of. highway benefitSo With the coming of the automo

bile, a source of revenue developed from registration fees. These rev
enues have increased throughout the past sixty years, while highways, 
streets, and roads have become essentially the assigned responsibility
of motor-vehicle owners and operators» During the nineteenth century,
) ■ governments could not satisfy demands for roads because property taxes

would have increased the burden of taxation so that it would have been 
politically inexpedient„ Even the federal administration refused to 
accept the major responsibility for roads, i.e., the task of maintaining 
and repairing the highway system which had been built by federal author
ity. In addition, the toll roads that had been poorly financed, badly 
constructed, and improperly maintained could hardly have been expected 
to compete with similar free roadways.

Not only did government find a new revenue source in vehicle 
fees, but the service rendered could be easily identified with a spe
cific demand of the highway tax-payer. During the one hundred years 
prior to the coming of the automobile no one had attempted to justify 
a tax on the owners and operators of horse-drawn wagons, carts, and 
buggies for their direct use of the roads. Only when private? profit 
seeking, toll road companies were established by legislative acts was 
there any thought of relating road taxes to road usage.

During the nineteenth century, land access and local community 
service were the principal benefits derived from the road systems. 
Property taxes were used to finance roads. Where direct benefits 
accrued, a system of user charges and tolls were devised and collected 
from the highway user.
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After 1900 the highway system in the United States oould not be 

clearly defined in terms of benefits. The introduction of the motor ve
hicle changed the nature of roads so that it became almost impossible 
to distinguish between types of benefits and groups of beneficiaries.
In addition9 the automobile provided a new source of revenue, Perhaps, 
the state legislators cared little about relating beneficiaries and the 
degree of benefit they derived from the roads, It would follow from 
such an assumption that the theory of highway finance was an ex post 
means of justifying the existence of the tax structures on motorists.

Probably the most overworked theory in the area of highway 
finance is the benefit theory, whereby this theory of taxation is used 
to show that highway costs may be allocated to particular groups of 
beneficiariest. Then, by relating benefit received to the cost-of-service, 
the value-of-service is deemed to be properly measured. The writer dis
agrees with such an absolute theory. The cost-of-service principle does 
not always measure the value price (demand) for highway services, nor 
does the value-of-service principle measure the cost price (supply).
Both principles are merely methods of distributing the tax burden among 
the beneficiaries of the highway services when the benefit can be clearly 
defined. If, as is the case at present, benefits are not clearly deter
minate, then it becomes impossible to specify which groups of taxpayers 
should pay what portion of the total tax burden necessary to finance 
an adequate highway system,

A large proportion of the highways and roads in the United States 
are local roads, namely county or township roads and city streets. The
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oost of oonstruoting and maintaining these roads presents a most diffi
cult problem due to the nature of the service which these roads provide« 
A quid pro quo, or user-pay-all, allocation of costs is easily assessed 
when the trunk, or interstate, highway system is considered. But the 
local road system does not have one clearly distinguishable group of 
principal beneficiaries. Benefits are diffused among many classes of 
direct and indirect users, The sharing of costs, in terms of tax 
charges, as well as the varying nature of the types of charges to each 
class of beneficiary is surrounded with doubt caused by the immeasur
ability of diverse benefits.

Real estate is benefited by the increase in property value that 
is added when land becomes accessible, although some property may at 
the same time lose some value. Road improvement raises the value of 
real property because highway users can then reach the affected property 
with greater convenience and at less expense. Conversely, most road 
usage is a means to the end of reaching some specific destination. In 
the future as in the past, convenience rather than equity may partly 
determine whether the vehicle owner or the land owner should be charged 
with the direct cost of highway construction.

Even though the placement of highway cost responsibility is 
guided to some extent by considerations of expediency, as well as of 
equity, the decision is nonetheless critical. Prom a practical stand
point, the basis for placing cost responsibility is highly important in 
l) winning public acceptance of the tax burden, 2) facilitating wise de
cisions on program expenditures, j) avoiding drastic disturbances of our
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economic structure, and 4) optimizing the utilization of all means of 
transportationo .

Modern highway finance activities* At the turn of the present
century, there were no highway networks within the United States that
were integrated into any form of national system. By far, the road mil
eage that did exist was unimproved. The individual towns and cities 
had local street systems, of which the most heavily traveled were sur
faced. Bural highways were being financed almost exclusively by general 
levies on property, and both construction and maintenance programs 
fared poorly,

Between 1890 and 1900, some states had enacted legislation deS
signed to provide some form of recognition of the highway problem within
each area concerned. Only limited state-aid funding resulted from such 
legislation.

State activities were directed toward connecting and extending 
local highways and integrating them into the state systems that were de
veloped. One by one, the states established departments or agencies to 
plan and administer state highway fund appropriations and construction 
programs.

With the growth of the motor vehicle and its ensuing road re
quirements, state activity in highway construction received increasing 
pressure. As expenditures for new and better facilities increased, more 
financing was accomplished through bond issues, but federal aid for 
guidance and development became an evident requirement as World War I 
participation approached a point of actual intervention on the part of
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the United States*,

iAlthough the Office of Boad Inquiry had been established within 
the federal government in 189), there was little or no federal-level 
assistance forthcoming. The Federal Aid Road Act of 1916 initiated fed
eral aid to the states for road construction. Initial apportionment of 
funds, under provisions of this Act, was accomplished in proportion to 
population concentrations and rural mail route mileages, with a 50-50 
matching by states of all federal funds expended.

The Act of 1916 marked the real beginning of federal aid to the 
state agencies for construction of an integrated highway system. Aid 
* was restricted to the states that had established a highway department 
or similar agency for the purpose of coordinating activities with the 
federal government. Within one year, by 1917s all states had created 
such a department, each one desiring not to be "left out" on allocation 
of federal money. Some states left maintenance of established roadways 
to the county or other local governments after the roads were built un
der the federal-state sharing plan.

In 1921, the federal authorities were able to correct several 
shortcomings of the 1916 Road Act, through enactment of the Federal 
Highway Act of 1921. This Act established the federal-aid highway sys
tem, and set the stage for later integrated intrastate and interstate 
system plans. All states were requested to outline systems roads 
that showed some indication of advanced planning. In other words, be
fore allocating additional federal money for hit-or-miss highway

1. Predecessor to the present Bureau of Public Roads.



construction, each state was to designate, certain routes and indicate 
how they would fit into an overall transportation network, both locally 
and nationally. New construction each year was to be limited to seven 
percent of existing improved mileage within the state, and funds were 
to be shared on an equal basis by federal and state governments. Under 
this program, federal participation continued to move along at a slow 
pace, although some goals were established under the 1921 Act, During 
the Depression years of the mid-1930's, additional funds were allocated 
to the states for highway work on an emergency basis, and many of the 
projects undertaken, with aid of such funds, were supervised by the Works 
Progress - Administration and the Public Works Administration under quasi- 
federal guidance,

The Federal-Aid Highway Act of 1944 provided for designation of 
a national system of interstate highways, not to exceed 40,000 miles, 
which would connect all major centers in the United States and join with 
continental routes leading into Canada and Mexico, Aid was to be ex
tended for use in urban centers, with over 5$000 population, and on 
secondary roads that were approved as supplemental links into such a 
system. There were no special funds allocated for construction of an 
interstate highway network. However, financing was to be accomplished 
through the federal-aid sharing method that had been outlined in pre
vious legislation, utilizing normal primary highway federal-aid funds.
The Act of 1944 established an administrative program whereby aggre
gate highway facilities planning, by all levels of government, should 
consider major arteries of highway networks as being in the national
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interest. Furthermore, 40,000 miles of such arterial network were to 
be specifically designated as interstate routes.

During the first half of the present century, then, the system 
of main highways became established along the major paths of interstate 
, commerce utilizing motor vehicles of one type or another. The increased 
popularity of the automobile resulted in greater use of roads, necessi
tating additional maintenance and repair as well as new construction.
The Federal-Aid Road Act of 1916-established the method of apportioning 
federal funds to the states, wherein the states matched all federal 
funds, A definite system of checks and balances was brought into use 
whereby control over the specific highways could be exercised with 
greater effectiveness, and authorizations for federal aid have con
tinued virtually unbroken since the implementation of the Acts of 1916 
and 1921.

Federal coordination of highway activities. The modern highway 
systems that are being constructed introduce many side effects and bene
fits that have not been mentioned heretofore. Highway traffic today 
appears at times to proceed in a nightmare of confusion. It is diffi
cult to comprehend how bad it would be without any form of coordinated 
regulation whatsoever.

The manner in which the highways are used, the speeds at which 
vehicles may travel, and the loads they may carry, are all regulated by 
many and varying laws within the individual states. A passenger car, if 
it is registered in one state, may be driven freely anywhere in the 
country, as long as it is properly equipped with the normal safety
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devices such as lights and brakes, provided the operator observes the 
local traffic laws<> However, for trucks the situation is somewhat 
different. In each state the truck enters, it must observe the par
ticular laws regulating size of vehicle and load, as well as the other 
vehicle and traffic laws. In many instances, trucks engaged in inter
state hauling are required to be registered with the public service 
commissions of the states through which they travel.

It should not be necessary to point out that much of the plenti
ful life that is pursued within this country is due in great part to the 
free flow of commerce across state lines. Spinach from southern. Texas 
and potatoes from Maine reach all parts of the United States without 
paying import taxes or being restricted in shipment (notwithstanding the 
agricultural inspections maintained for control of pests and diseases). 
However, the varying state limits on sizes and weights of trucks do 
create problems for truckers, and the wide differences in state laws 
on traffic markings, hand signals, speeds, and many other matters that 
affect driving, are also sources of confusion to noncommercial motor
ists, These differences result in inconvenience, annoyance, and acci
dents because of ignorance or misunderstanding that results,.

Accidents are reduced through efforts to eliminate conflict 
areas and in minimizing the decisions that must be made by the motorist 
on the spur of the moment. Records to date indicate that the accident 
rate on controlled-access highways is reduced to one-third or less of 
the average of all roads, and the death rate is reduced to at least 
one-half of the average. It has been estimated that completion of the
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interstate system alone, which will carry about 24 percent of the total

ptraffic, will save approximately 9,000 lives per year. As other high
ways are modernized throughout the country under provisions of expanded 
federal-aid, many more accidents will be eliminated.

The Bureau of Public Roads has had an active interest in seeking 
greater uniformity among the states concerning the regulation of traf
fic; yet, it is believed that the goals of the federal agencies can best 
be attained by agreement among the states rather than by some means of 
federal control in this area. Such uniformity among the states will 
aid interstate trade and will remove some of the dangers created by the 
variations in present laws and practices.

The only regulatory control over the highways that is held by 
the federal government is in connection with the operation of trucks 
and buses engaged in interstate commerce. The Interstate Commerce 
Commission exercises this control by issuing regulations of safety of 
operations, routes followed, rates charged, methods.of keeping accounts, 
and similar matters. All of these have some direct or indirect feature 
of protecting the public. These regulations, or similar ones, have been 
adopted by many states for application to intrastate bus and truck oper
ations, In one manner or another, these factors contribute to the 
overall establishment of highway facilities across the country.

Under provisions of Section 117 of the 1956 Highway Act, the 
Secretary of Commerce was authorized and directed to make a full study

2. Ellis L, Armstrong, in a presentation made to the 1962 
Northwest Roads and Street Conference, entitled "The Challenge of Today’s 
Highway Program," February 7, 1962, Corvallis, Oregon.
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to determine the future role of the federal government in.the area of 
highway s a f e t y T h i s  study was designed to study the various aspects 
of the problem, with specific consideration to be given to:

1, the need .for federal assistance to state and local govern
ments in the enforcement of necessary highway safety and speed require
ments and the forms such assistance should take;

2, the advisability and practicability of uniform state and 
local highway safety and speed laws and what steps should be taken by 
the federal government to promote the adoption of such uniform laws;

3« Possible means of promoting highway safety in the manufac
ture of the various types of vehicles used on the highways;

40 educational programs to promote highway safety; and
the design and physical characteristics of highways them

selves.
Several actions developed as a result of the investigations 

conducted pursuant to the 1956 legislation, A Highway Safety Coordina
tion Division was formed within the Bureau of Public Roads, to deal with 
highway safety, education, enforcement, and engineering at the federal 
level. During 1962, the Interdepartmental Highway Safety Board was
formed to provide a standing committee within the higher echelons of the

4executive branch of our government. The Secretary of Commerce serves

3„ The Federal-Aid Highway Act of 1956 is attached as Appendix 
B to this study,

4. This Board was established by Executive Order of the 
President and is comprised of the heads of seven federal agencies: the 
Commerce; Defense; Health, Education, and Welfare; Labor; and Post 
Office Departments; the General Services Administration; and the 
Interstate Commerce Commission.
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as the chairman of this committee» and the Board is designed to act as 
an advisory body to the President in matters pertaining to the scope 
of its activity, as outlined above. Results from activities undertaken 
by this committee have not been made available as of this writing.

Highway progress since 1956. The federal legislation enacted in 
1956 authorized the greatest long-range road building program ever under
taken within the United States. It authorized $24.8 billion for con
struction of the National System of Interstate and Defense Highways, to 
be expended over a 13-year period from 1956 to 1969* Under a 90-10 
sharing system by federal and state governments, the states were to pro
vide an additional $2.6 billion as their portion of the funding program. 
The interstate highway network visualized under this program was de
signed to meet traffic requirements anticipated by 1975* The Act in
creased the total length of the System from 40,000 miles, previously
authorized under provisions of the Act of 1944, to a total of 41,000 

5miles.
The urgent nature of the 1956 Act, in providing for early com

pletion of the Interstate System,. made prompt selection of detailed route 
locations a matter of immediate concern to both the Bureau of Public 
Roads and the highway officials within each state. By the end of June 
1957» the locations for approximately 80 percent of the 41,000-mile 
system had been selected and approved. By that time it had been deter
mined, furthermore, that less than one-fourth of the Interstate System

5* A route-map of the Interstate Highway System network is in
cluded as Figure D-6, Appendix D to this study.
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could be built on existing routes„ This created a definite problem of 
having to determine how and where to best locate such routes so as to 
provide the greatest value to the overall system, given certain restric
tions within each state.such as possible alternate routes available and 
the possibility of increased highway length caused by re-location to 
another roadbed0

In addition to the 41,000 miles within the Interstate System 
proper, another 15,000 miles of interconnecting thoroughfares were auth
orized, primarily as urban extensions.

The revenues and expenditures pertinent to Activities outlined 
in the 1956 Highway Act were presented in the Highway Revenue Act of 
1956o This legislation established certain revenue concepts as tem
porary expedients, to be replaced by a more refined system of trust fund 
revenue control. A Highway Trust Fund was established at the federal 
level, to function within the Bureau of Public Roads, for the purpose . 
of supervising the receipts and expenditures authorized by the new leg
islation. • Under present legislation, taxes and levies accruing into 
the Trust Fund are to continue until October 1972, at which time allo
cations to the states for federal-aid primary highway construction are 
programmed to stop under this particular legislation.

There have been several significant amendments to the original 
1956 Act. Total expenditures on the Interstate System have been raised 
from the original amounts designated, with revenues adjusted to match 
such expenditures by means of increases in the levies on products and 
vehicle-use.
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The shift of federal and state sharing of funds utilized on the 

interstate portions of the primary federal-aid networks has created some 
impacts upon the nature of highway development within the United States.. 
From 1956 through 1962 the federal-aid highway system increased by more 
than 4l percent (from 520,000 to 754,000 miles). During the proceeding 
54 years from 1922 through 1955$ a total of only 317$000 miles had been 
constructed within this same system, under provisions of the federal-aid 
programs that had been in effect during those years.

Significant trends have developed in the percentages of federal 
and state funds expended on federal and state-level roadways. Although 
both state and federal total expenditures have increased since 1956, the 
federal share of all highway and road expansion has risen from 12 per
cent to 55 percent of the national total (1956 to 1963). On the Inter
state System, where the federal government now provides 90 percent of 
the funds, these ratios have risen from 50 percent in 1955 to 89 per
cent in 1962 (with some carryover projects still outstanding from earlier 
contracts awarded under the 50-50 basis).

While this increase in federal percentage of expenditures was 
taking place, there was a concurrent rise of expenditures within the 
states on various types of highway and street improvements. State ex
penditures on the Interstate System increased by 22 percent between 
1955 and 1962, while their total participation on federal-aid projects 
increased" by some 52 percent during the.same period.

Following World War II, there was considerable activity in the 
area of new toll road construction and operation. By something more
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than mere coincidences, such activity was curtailed drastically immedi
ately after passage of the 1956 Highway Act. The 1956 legislation pro
hibits use of federal funds on toll roads, but provides for incorpora
tion of existing toll roads into the 4l,000^mile Interstate System, Hew 
toll roads have difficulty in competing with similar, limited-aooess, 
free roads that are provided to the traveler either in the form of 
Interstate or other primary highway mileage.

It is concluded that the Federal-Aid Highway Act of 1956 has 
had direct affects upon the total amounts of both federal and state 
monies expended for highway development. Total mileages of all federal- 
aid systems were increased substantially as a result of the 1956 legis
lation, which in turn released more state money for application to the 
other facilities within each state jurisdiction,

A look to the future. There has been considerable progress in 
highway construction during the past fifty years. In 1914, there were 
only about one million vehicles in the United States, and only 2,4 mil
lion miles of roads and streets of all types. Only about 10 percent
of this mileage was surfaced in any manner, and such surfacing con
sisted generally of gravel or waterbound macadam,
’ At the present time there are approximately 3,6 million miles
of highways, roads, and streets within the nation, of which total mil
eage about three-fourths is surfaced. At the same time, the number of
motor vehicles has 'increased to over 82 million, traveling nearly 800 
billion miles per year. Therefore, the problems of highway planning, 
financing, and construction have not diminished.
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In recent years, there has been considerable concentration on 

solving the "problems of today," including the task of completing the 
programs prescribed for the Interstate Highway System by 1972. There 
should be concern about what will transpire after 1972, when the present 
legislation is due to terminate, creating a halt of the taxing proced
ures established under the Highway Revenue Act of 1956 and the applica
tions of revenues outlined in the Federal-Aid Highway Act of 1956. By 
that time, there will have been a steady flow of federal-aid funds to 
the states, averaging 12.5 billion per year for the entire period from 
1956 to I972 and reaching $3 billion a year for three years„ All of 
these funds will have required approximately 10 percent state matching 
for the work on the Interstate System. In 1962, there were $3*1 billion 
of federal funds committed in contracts awarded during that year, of 
which 12.08 billion was on the Interstate System, and only $1,02 bil
lion on all other federal-aid projects. The economy of our nation 
should not be forced to undergo a sudden stoppage of $2 billion per 
year, most of which is channeled directly into construction work of one 
type or another.

Under the present law, the Highway Trust Fund will go out of 
business in 1972 and the. federal highway-user taxes now earmarked to the 
Fund will revert to their former rates. The income generated by the 
existing legislation will once again become part of the general funds 
of the United States Treasury.

If there is to be any continuation of some program similar to, 
or as a replacement for, the present Interstate System construction and 
expansion, legislative action must be started well before 1972, in order
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to present some type of orderly transition for planning, financial pro
gramming, and construction. Some basic problems that are presented in
volve the question of whether the Interstate Highway System should be 
expanded beyond the authorized 41,000 miles. If it should, how much 
more mileage should be added, and what criteria should be used in de
termining how it is to be allocated among the states or regions of the 
country? If there is to be an expansion of the system, there must be 
some definite determination as to where the emphasis is to be placed, 
such as expansion of rural inter-city routes or more intra-city free
ways, Equally important, the sharing of financial burdens to be borne 
by the federal and state governments must be resolved.

Planning for extensions to the system of federal-aid highways 
must include consideration of population shifts and industrial growth 
in various portions of the nation. These trends will influence not . 
only the amount of additional mileage, but also where the routes should 
be allocated so as to provide the best investment in highway facilities 
for the nation as a whole. Future travel in the United States will re
flect the increasing ownership and use of motor vehicles, and the 
changes in land-use patterns resulting from continued expansion of all 
urban areas, The existence of urban freeway systems will tend to in
crease urban travel in 1980 by approximately 10 to 15 percent above 
present levels as a result of freeway time savings. Also, an estimated 
120 million registered vehicles will travel more than 1,277 billion 
miles annually (in 1980), assuming that the nation's freeway and inter
city requirements are met. If only the Interstate Highway program is
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completed as programmed by 1980, annual travel will still total about

61,230 billion vehicle miles. However, extreme congestion will result 
within the urban areas if the intra-city freeway improvements do not 
materialize.

Recent trends in rural and urban travel are considered interest
ing. Between 1930 and 1963> annual vehicle-miles on all roads and streets 
increased by more than 287 percent, from 206 to 798 billion vehicles 
miles traveled. Annual miles of travel are estimated to exceed 1,277 
billion in 1980, representing another 60 percent increase over 1963, or 
a gain of 520 percent over mileage traveled in 1930.^

Obsolescence or replacement of the automobile is unlikely in the 
foreseeable future. Urban growth in the next 20 years will mainly de
velop densities similar to those in the new suburban communities that 
are presently surrounding the larger cities, averaging about 2,500 per
sons per square mile. The additional areas that are brought within the 
definition of urban centers during this time will almost double our 
present urban areas within the United States, causing the distinctions 
between many of today’s towns, cities, and suburban areas to virtually 
disappear. The freeways and major interstate arteries that are being 
constructed and planned at the present time will provide vital outlets 
and through-routes for many of these "urbanizing" areas,

Since 1944, when the Interstate System was initially outlined,

6. Figure D-5, Appendix D outlines some of the important trends 
with respect to future travel. ' '

7. Summarized from data presented in Table 3-1» Chapter 3, and 
Figure D-5, Appendix D, of this study.
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funds for the federal-aid program have been divided three ways § 4$ per
cent for the primary system; 30 percent for the secondary system; and 
25 percent for urban extensions of these two systems« There is author
ity for each state to deviate as much as 20 percent from this allocation 
by shifting its allotments» Portions of the 45 percent primary money 
can also be spent in urban areas. Existing legislation provides for 
1.5 percent of federal funds allocated to be spent for "investigation" 
of highway system requirements, both on existing and potential routes. 
Perhaps future legislation should increase both the primary and secon
dary percentages and make no distinction as to rural or urban discrimi
nations.

In view of the continuing importance of a well-planned national 
highway network, there must be a determination as to a future breakdown 
of the financial burden for federal and state levels of government.
Total highway expenditure, by all levels of government, was less than 
$3 billion in 1947° It was almost $9 billion in 1957» and by 1967 it 
will be approaching Sl4 billion. If this trend continues to account for 
about 2 percent of the gross national product, total highway expenditure 
in the 1970's will total $16-18 billion per year.

Capital outlay comprises the greatest measure of highway im
provement each year. In 1947, capital outlays accounted for almost 50 
percent of the total highway expenditure, while in 1957 it had risen to 
64 percent . This la predicted to level off at about 60 percent in 19^7° 
The question that looms foremost is whether the states can support such 
large expenditures for highway construction if allocation were to be
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returned to a 50-50 sharing "basis for all federal-aid programse

Since the expansion of the federal-aid program in 1956, there 
has been a notable change in the burden of funds used for highway fi
nancing. Most of the money required, whether it is federal or state, 
comes from highway users. Whereas only one-tenth of the total annual 
highway expenditures came through federal channels in 19^79 at the 
present time this amounts to more than one-fourth of the total. In 
1947, furthermore, the federal-aid share of the total spent for capital 
outlays was less than one-fourth, while it is nearly one-half at the 
present time, due to the vigorous efforts on the part of the federal 
government on the Interstate portion of the overall federal-aid pro
gram.

After the scale and nature of federal interest is determined 
for future highway facilities, there must be a determination as to how 
the funds will be procured. It may well be possible to continue the 
high federal gasoline taxes and excise levies on rubber products, 
vehicle sales, and gross-weight fees. After the experience with the 
Highway Trust Fund for control of revenues and expenditures for the fed
eral program, it appears wise to retain some such agency at the federal 
level, rather than return supervision to the General Fund of the United 
States Treasury.

The problems that lie ahead will not be easy to solve. Some 
very definite trends have been established by the energetic efforts of 
the federal government under provisions of the Federal-Aid Highway Act 
of 19560 The level of improvement of facilities and the expenditures
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established through the. Highway Trust Fund cannot be discontinued 
abruptly in October of 1972. Additional legislation will follow, to 
maintain highway and allied transportation expenditures for additional 
improvements in the future.
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THE ROAD ACT OF 1806^ . - n i.ru.M.MTT. m  ..I ...... . r*,m ,,n

An Act to Regulate the Laying Out and Making a Road from 
Cumberland, in the State of Maryland, to the State of Ohio.

Section 1o~ Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, that the President 
of the United States be, and he is authorized to appoint, by and with 
the advice and consent of the Senate, three discreet and disinterested 
citizens of the United States, to lay out a road from Cumberland, or a 
point on the northern bank of the river Potomac, in the state of 
Maryland, between Cumberland and the place where the main road leading, 
from Gwynn1s to Winchester, in Virginia, crosses the river, to the state 
of Ohio5 whose duty it shall be, as soon as may be, after their appoint
ment , to repair to Cumberland aforesaid, and view the ground, from the 
points on the river Potomac hereinbefore designated to the river Ohio; 
and to lay out in such direction as they shall judge, under all circum
stances the most proper, a road from thence to the river Ohio, to strike 
the same at the most convenient place, between a point on its eastern 
bank, opposite to the northern boundary of Steubenville, in s^id state 
of Ohio, and the mouth of Grave Creek, which empties into the said river 
a little below Wheeling, in Virginia,
Section 2. An be it further enacted, that the aforesaid road shall be 
laid out four rods in width, and designated on each side by a plain and 
distinguishable mark on a tree, or by the erection of a stake or monu
ment sufficiently conspicuous, in every quarter of a mile of the distance 
at least, where the road pursues a straight course so far or further, 
and on each side, at every point where an angle occurs in its course.
Section 3° And be it further enacted, that the commissioners shall, as 
soon as may be, after they have laid.out said road, as aforesaid, pre
sent to the President an accurate plan of the same, with its several 
courses and distances, accompanied by a written report of their pro
ceedings, describing the marks and monuments by which the road is desig
nated, and the face of the country over which it passes, and pointing 
out the particular parts which they shall judge require the most and 
immediate attention and amelioration, and the probable expense of making 
the same possible in the most difficult parts, and through the whole 
distance; designating the state or states through which said road has 
been laid out, and the length of the several parts which are laid out 
on new ground, as well as the length of those parts laid on the road 
now traveled. Which report the President is hereby authorized to ac
cept or reject, in the whole or in part. If he accepts, he is hereby 
further authorized and requested to pursue such measures, as in his 
opinion shall be proper, to obtain consent for making the road, of the 
state or states through which the same has been laid out. Which consent

123



124
being obtained, he is further authorized to take prompt and effectual 
measures, to cause said road to be made through the whole distance, or in 
any part or parts of the same as he shall judge most conducive to the 
public good, having reference to the sum appropriated for the purpose.
Section 4, And be it further enacted, that all parts of the road which 
the President shall direct to be made, in case the trees are standing, 
shall be cleared the whole width of four rods; and the road shall be 
raised in the middle of the carriage-way with stone, earth, or gravel 
and sand, or a combination of some or all of them, leaving or making, as 
the case may be, a ditch or water course on each side and contiguous to 
said carriage-way, and in no instance shall there be an elevation in said 
road, when finished, greater than an angle of five degrees with the hori
zon. But the manner of making said road, in every other particular, is 
left to the direction of the President.
Section 5« And be it further enacted, that said commissioners shall each 
receive four dollars per day, while employed as aforesaid, in full for 
their compensation, including all expenses. And they are hereby auth
orized to employ one surveyor, two chainment'and one marker, for whose 
faithfulness and accuracy they, the said commissioners, shall be respons
ible, to attend them in laying out said road, who shall receive in full 
satisfaction for their wages, including all expenses, the surveyor, three 
dollars per day, and each chainman and marker, one dollar per day, while 
they shall be employed in said business, of which fact a certificate 
signed by said commissioners shall be deemed sufficient evidence.
Section 6. And be it further enacted, that the sum of thirty thousand 
dollars be, and the same is hereby appropriated, to defray the expenses 
of laying out and making said road. And the President is hereby auth
orized to draw, from time to time, on the treasury for such parts, or at 
any one time, for the whole of said au$, as he shall judge the service 
requires. Which sum of thirty thousand dollars shall be paid, first, out 
of the fund of two per cent reserved for laying out and making roads to 
the state of Ohio, and by virtue of the seventh section of an act passed 
on the thirtieth day of April, one thousand eight hundred and two, en
titled, "An act to enable the people of the eastern division of the ter
ritory northwest of the river Ohio to form a constitution and state gov
ernment, and for the admission of such state into the Union on an equal 
footing with the original states, and for other purposes." Three per 
cent of the appropriation contained in said seventh section being di
rected by a subsequent law to the laying out, opening, and making roads 
within the said state of Ohio; and secondly, out of any money in the 
treasury not otherwise appropriated, chargeable upon, and reimbursable 
at the treasury by said fund of two per cent as the same shall accrue.

Section 7<> And be it further enacted, that the President be, and he is 
hereby requested, to cause to be laid before Congress, as soon as con
venience will permit, after the commencement of each session, a statement



125
of the proceedings under this act, that Congress may be enabled to adopt 
such further measures as may from time to time by proper under existing 
circumstances.

Approved March 29, l806»

(signed) Th. Jefferson



FEDERAL-AID ROAD ACT OF 1916

An Act to Provide that the United States shall aid the States in 
the construction of rural post, roads, and for other purposes,,

Section Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled,, that the Secretary 
of Agriculture is authorised to cooperate with the States, through their 
respective State highway departments,.in the construction of rural post 
roads; but no money apportioned under this Act to any State shall be ex
pended therein until its legislature shall have assented to the provisions 
of this Act, except that, until the final adjournment of the first"regu
lar session of the legislature held after the passage of this Act, the 
assent' of the governor of the State shall be sufficient.. The Secretary 
of Agriculture and the State highway department of each State shall agree 
upon the roads to be constructed therein and the character and method of 
constructions Provided, that all roads constructed under the provisions 
of this Act shall be free from tolls of all kinds..

Section 2., That for the purpose of this Act the term "rural post road" 
shall be construed to mean any public road over which the United States 
mails now are or may hereafter be transported, excluding every street and 
road in a place having a population, as shown by the latest available 
Federal census, of two thousand five hundred or more, except that portion 
of any such street or road along which the houses average more than two 
hundred feet apart; the term "State highway departments" shall be construed 
to include any departments of another name, or commission, or official or 
officials, of a State empowered, under.its laws-, to exercise the functions 
ordinarily exercised by a State highway department; the term "construction" 
shall be construed to include reconstruction and improvement of roads; 
"properly maintained" as used herein shall be construed to mean the making 
of needed repairs and the preservation of a reasonably smooth surface con
sidering the type of the road; but shall not be held to include extraordi
nary repairs, nor reconstruction; necessary bridges and culverts shall be 
deemed"parts of the respective roads covered by the provisions of this Act.,

Section 5. That for the purpose of carrying out the provisions of this 
Act there is hereby appropriated, out of any money in the Treasury not 
otherwise appropriated, for the fiscal year ending June thirtieth, nine
teen hundred and seventeen, the sum of $5,000,000; for the fiscal year 
ending June thirtieth, nineteen hundred and eighteen, the sum of $10,000,- 
000; for the fiscal year ending June thirtieth, nineteen hundred and nine
teen, the sum of $15,000,000; for the fiscal year ending June thirtieth, 
nineteen hundred and twenty, the sum of $20,000,000; and for the fiscal 
year ending June thirtieth,,nineteen hundred and twenty-one,.the sum of 
$25,900,000., So much of the appropriation apportioned to any State for
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any fiscal year as remains unexpended at the close thereof shall be avail
able for expenditure in that State until the close of the succeeding fiscal 
year, except that amounts apportioned for any fiscal year to any State 
which has not a State highway department shall be available for expendi
ture in that State until the close of the third fiscal year succeeding the 
close of the fiscal year for which such apportionment was made. Any 
amount apportioned under the provisions of this Act unexpended at the end 
of the period during which it is available for expenditure under the terms 
of this section shall be reapportioned, within sixty days thereafter, to 
all the States in the same manner and on the same basis, and certified to 
the Secretary of the Treasury and to the State highway departments and to 
the governors of States having no State highway departments in the same 
way as if it were being apportioned under this Act for the first time: 
Provided, That in States where the constitution prohibits the State from 
engaging in any work of internal improvements, then the amount of the ap
propriation under this Act apportioned to any such State shall be turned 
over to the highway department of the State or to the governor of said
State to be expended under.the provisions of this Act and under the rules
and regulations of the Department of Agriculture, when any number of 
counties in any such State shall appropriate or provide the proportion or 
share needed to be raised in order to entitle such State to its part of 
the appropriation apportioned under this Act.
Section 4* That so much, not to exceed three per centum, of the appro
priation for any fiscal year made by or under this Act as the Secretary of 
Agriculture may estimate to be necessary for administering the provisions 
of this Act shall be deducted for that purpose, available until expended. 
Within sixty days after the close of each fiscal year the Secretary of Ag
riculture shall determine what part, if any, of the sums theretofore de
ducted for administering the provisions of this Act will not be needed for 
that purpose and apportion such part, if any, for the fiscal year then
current in the same manner and on the same basis, and certify it to the
Secretary of the Treasury and to the State highway departments, and to the 
{governors of States having no State highway departments, in the same way 
as.other amounts authorized by this Act to be apportioned among all the 
States for such current fiscal year. The Secretary of Agriculture, after 
making the deduction authorized by this section, shall apportion the re
mainder of the appropriation for each fiscal year among the several States 
in the following manner: One-third in the ratio which the area of each
State bears to the total area of all the States; one-third in the ratio 
which the population of each State bears to the total population of all 
the States, as shown by the latest available Federal census; one-third in 
the ratio which the mileage of rural delivery routes and star routes in 
each State bears to the total mileage of rural delivery routes and star 
routes in all the States, at the close of the next preceding fiscal year, 
as shown by the certificate of the. Postmaster General, which he is directed 
to make and furnish annually to the Secretary of Agriculture.
Section 5« That within sixty days after the approval of this Act the 
Secretary of Agriculture shall certify to the Secretary of the Treasury 
and to each State highway department and to the governor of each State
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having no State highway department the sum which he has estimated to be 
deducted for administering the provisions of this Act and the sum which 
he has apportioned to each State for the fiscal year ending June thirtieth, 
nineteen hundred and seventeen, and on.or before January twentieth next 
preceding the commencement of each succeeding fiscal year shall make like 
certificates for such fiscal year.

Section 6 . That any State desiring to avail itself of the benefits of 
this Act shall, by its State highway department, submit to the Secretary 
of Agriculture project statements setting forth proposed construction of 
any rural post road or roads therein. If the Secretary of Agriculture 
approve a project, the State highway department shall furnish to him such 
surveys, plans, specifications, and estimates therefor as he may require: 
Provided, however. That the Secretary of Agriculture shall approve only 
such projects as may be substantial in character and the expenditure of 
funds hereby authorized shall be applied only to such improvements.
Items included for engineering, inspection, and unforeseen contingencies 
shall not exceed ten per centum of the total estimated cost of the work.
If the Secretary of Agriculture approve the plans, specifications, and 
estimates, he shall notify the State highway department and immediately 
certify the fact to the Secretary of the Treasury. The Secretary of the 
Treasury shall thereupon set aside the share of the United States payable 
under this Act on account of such project, which shall not exceed fifty 
per centum of the total estimated cost thereof . No payment of any. money 
apportioned under this Act shall be made on any,project until such state
ment of the project, and the plans, specifications, and estimates there
for, shall have been submitted to and approved by the Secretary of 
Agriculture.

When the Secretary of Agriculture shall find that any project so 
approved by him has been constructed in compliance with said plans and 
specifications he shall cause to be paid to the proper authority of said 
State the amount set aside for said project: Provided, That the Secretary
of Agriculture may, in his discretion, from time to time make payments on 
said construction as the same progresses, but these payments including 
previous payments, if any, shall not be more than the United States pro 
rata part of the value of the labor and materials which have been actually 
put into said construction in conformity to said plans and specifications; 
nor shall any such payment be in excess of $10,000 per mile, exclusive of 
the cost of bridges of more than twenty feet clear span. The construction 
work and labor in each State shall be done in accordance with its laws, 
and under the direct supervision of the State highway department, subject 
to the inspection and approval of the Secretary of Agriculture and in ac
cordance with the rules and regulations made pursuant to this Act.

The Secretary of Agriculture and the State highway department of 
each State may jointly determine at what times, and in what amounts, pay
ments, as work progresses, shall be made under this Act. Such payments 
shall be made by the Secretary of the Treasury, on warrants drawn by the 
Secretary of Agriculture, to such official, or officials, or depository, 
as may be designated by the State highway department and authorized under 
the laws of the State to receive public funds of the State or county,.
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Section 7» To maintain the roads constructed under the provisions of 
this Act shall be the duty of the States, or their civil subdivisions, 
according to the laws of the several States. If at any time the Secre
tary of Agriculture shall find that any road in any State constructed 
under the provisions of this Act is not being properly maintained he 
shall give notice of such fact to the highway department of such State 
and if within four months from the receipt of said notice said road has 
not been put in a proper condition of maintenance then the Secretary of 
Agriculture shall thereafter refuse to approve any project for road con
struction in said State, or the civil subdivision thereof, as the fact may 
be, whose duty it is to maintain said road, until it has been put in a 
Condition of proper maintenance.
Section 8. That there is hereby appropriated and made available until 
expended, out of any moneys in the National Treasury not otherwise ap
propriated, the sum of $1,000,000 for the fiscal year ending June thir
tieth, nineteen hundred and seventeen, and each fiscal year thereafter, 
up to an including the fiscal year ending June thirtieth, nineteen hun
dred and twenty-six, in all $10,000,000, to be available until expended 
under the supervision of the Secretary of Agriculture, upon request from 
the proper officers of the State, Territory, or county for the survey, 
construction, and maintenance of roads and trails within or only partly 
within the national forests, when necessary for the use and development 
of resources upon which communities within and adjacent to the national 
forests are dependent: Provided, That the State, Territory, or county
shall enter into a cooperative agreement with the Secretary of Agricul
ture for the survey, construction, and maintenance of such roads or trails 
upon a basis equitable to both the State, Territory, or county, and the 
United States: And provided also. That the aggregate expenditures in any
State, Territory, or county shall not exceed ten per centum of the value, 
as determined by the Secretary of Agriculture^ of the timber and forage 
resources which are or will be available for income upon the national for
est lands within the respective bounty or counties wherein the roads or 
trails will be constructed; and the Secretary of Agriculture shall make 
annual report to Congress of the amounts expended hereunder.

That immediately upon the execution of any cooperative agreement 
hereunder the Secretary of Agriculture shall notify the Secretary of the 
Treasury of the amount to be expended by the United States within or ad
jacent to any national forest thereunder, and beginning with the next 
fiscal year and each fiscal year thereafter the Secretary of the Treasury 
shall apply from any and all revenues from such forest ten per centum 
thereof to reimburse the United States for expenditures made under such 
agreement until the whole amount advanced under such agreement shall have 
been returned from the receipts from such national forest.
Section 9° That out of the appropriations made by or under this Act, the 
Secretary of Agriculture is authorized to employ such assistants, clerks, 
and other persons in the city of Washington and elsewhere, to be taken 
from the eligible lists of the Civil Service Commission, torent buildings
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outside of the city of Washington, to purchase such supplies, material, 
equipment, office fixtures, and apparatus, and to incur such travel and 
other expense as he may deem necessary for carrying out the purposes of 
this Acte
Section 10» That the Secretary of Agriculture is authorized to make 
rules and regulations for carrying out the provisions of this Act.
Section lie That this Act shall be in force from the date of its pas
sage e

Approved, July 11, 1916.



FEDERAL-AID HIGHWAY ACT OF 1944
AN ACT. To amend and supplement the Federal-Aid Road Act, approved July 
11, 1916, as amended and supplemented, to authorize appropriations for 
the post-war construction of highways and bridges, to eliminate hazards 
at railroad-grade crossings, to provide for the immediate preparation of 
plans, and for other purposes.
Section 1. Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, that, when used in 
this Act, unless the context indicates otherwise, the term "Construction" 
means the supervising, inspecting, actual building, and all expenses in
cidental to the construction or reconstruction of a highway, including 
locating, surveying, and mapping, costs of rights-of-way, and elimination 
of hazards of railway-grade crossings.

The term "urban area" means an area including and adjacent to a 
municipality or other urban place, of five thousand or more, the popula
tion of such included municipality or other urban place to be determined 
by the latest available Federal census. The boundaries of urban areas, 
as defined herein, will be fixed by the State highway department of each 
State subject to the approval of the Public Roads Administration.

l The term "rural areas" means all areas of the State not included 
in "urban areas".

The term "secondary and feeder roads" means roads in rural areas, 
including farm-to-market roads, rural-mail routes, and school-bus routes, 
and not on the Federal-aid system.
Section 2. For the purpose of carrying out the provisions of the Federal 
Highway Act, approved November 9, 1921, as amended and supplemented, 
there is hereby authorized to be appropriated the sum of $1,500,000,000 
to become available at the rate of $500,000,000 a year for each of three 
successive post-war fiscal years: Provided, That of the sums authorized
to be appropriated for the first of such fiscal years $1,000,000,000 may 
be appropriated in accordance with the provisions of this Act to become 
available immediately upon apportionment of the authorization for said 
fiscal year for the making of surveys and plans and for construction: 
Provided further, That except for the sum appropriated pursuant to the pre
ceding proviso, no part of the funds made available pursuant to this Act 
shall be used to pay costs incurred under any construction contract en
tered into by any State before the beginning of the first post-war fiscal 
year. The first post-war fiscal year shall be that fiscal year which 
ends on June 30th following the date proclaimed by the President as the 
termination of the existing war emergency, or following the date specified 
in a concurrent resolution of the two Houses of Congress as the date of
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such termination, or following the date on which the Congress by a con
current resolution of the two Houses finds as a fact that the war emer
gency hereinbefore referred to has been relieved to an extent that will 
justify proceeding with the highway construction program provided for by 
this Act, whichever date is the earliest. The authorization for the first 
post-war fiscal year shall be apportioned among the States within thirty 
days from the passage of this Act, The authorization for the second post
war fiscal year shall be apportioned among the States within twelve 
months.after the date of such termination or finding as above specified, 
and the authorization for the third post-war fiscal year shall be appor
tioned among the States within twelve.months after the apportionment of 
the authorization for the second post-war fiscal year. As soon as the 
funds for each of the post-war fiscal years have been apportioned, the 
Commissioner of Public Roads is authorized to enter into agreements with 
the State highway departments for the making of surveys and plans, the 
acquisition of rights-of-way, and the post-war construction of projects.
His approval of any such agreement shall be a contractual obligation of 
the Federal Government for the payment of its pro rata share of the cost 
of construction: Provided, however, That the Commissioner of Public Roads 
shall hot, as a condition of approval of any project for Federal aid 
hereunder, require any State to acquire title to, or control of, any mar
ginal land along the proposed highway in addition to that reasonably 
necessary for road surfaces, median strips, gutters, ditches, and side 
slopes and sufficient width to provide service roads for adjacent property 
to permit safe access at controlled locations in order to expedite traf
fic, promote safety, and minimize roadside parking.
Section 3° The sum authorized in section 2 for each year shall be avail- 
able for expenditures as follows:

(a) $225,000,000 for projects on the Federal-aid highway system.
(b) $150,000,000 for projects on the principal secondary and 

feeder roads, including farm-to-market roads, rural free delivery mail and 
public-school bus routes, either outside of municipalities or inside of 
municipalities of less than five thousand population: Provided, That these 
funds shall be expended on a system of such roads selected by the State 
highway departments in cooperation with the county supervisors, county 
commissioners, or other appropriate local road officials and the Commis
sioner of Public Roads: Provided further. That in any State having a pop
ulation density of more than two hundred per square mile, as shown by the 
latest available Federal census, the said system may be selected by the 
State highway department with the approval of the Commissioner of Public 
Roads without regard to included municipal boundaries: Provided further. 
That any of such funds for secondary and feeder roads which are apportioned 
to a State in which all public roads and highways are under the control 
and supervision of the State highway department may, if the State highway 
department and the Commissioner of Public Roads jointly agree that such 
funds are not needed for secondary and feeder roads, be expended for pro
jects in such State on the Federal-aid highway system.
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(c) I125»000,000 for projects on the Federal-aid highway system 

in urban areas.
Section k. After making the deductions for administration, research, and 
investigations as provided in section 21 of the Federal Highway Act of 
1921, the sums authorized shall be apportioned as follows:

(a) The #225,000,000 per year available for projects on the Fed-
eral-aid highway system shall be apportioned among the States as provided
in section 21 of the Federal Highway Act*

(b) The $150,000,000 per year available for projects on the sec
ondary and feeder roads shall be apportioned among the States in the fol
lowing manner: One-third in the ratio which the area of each State bears 
to the total area of all the States; one-third in the ratio which the 
rural population of each State bears to the total rural population of all 
the States, as shown by the Federal census of 1940; and one-third in the 
ratio which the mileage of rural delivery and star routes in each State 
bears to the total mileage of rural delivery and star routes in all the 
States: Provided, That no State shall receive less than one-half of one 
per centum of each year's allotment under subsection (a) and this subsec
tion.

(c) The $125,000,000 per year available for projects on highways 
in urban areas shall be apportioned among the States in the ratio which 
the population in municipalities and other urban places, of five thousand 
or more, in each State bears to the total population in municipalities 
and other urban places, of five thousand or more, in all the States as 
shown by the latest available Federal census: Provided, That Connecticut 
and Vermont towns shall be considered municipalities regardless of their 
incorporated status.

(d) Any sums apportioned to any State under the provisions of 
this section shall be available for expenditure in that State for one year 
after the close of the fiscal year for which such sums are authorized, and 
any amount so apportioned remaining unexpended at the end of such period 
shall lapse: Provided, That such funds shall be deemed to have been ex
pended if covered by formal agreement with the Commissioner of Public Roads 
for the improvement of a specific project as provided by this Act.
Section 5» (a) The Federal share payable on account of any project pro
vided for by the funds made available under the foregoing provisions of 
this Act shall not exceed one^third of such costs: Provided, That in the 
case of any State containing unappropriated and unreserved public lands 
and nontaxable Indian lands, individual and tribal, exceeding 5 per centum 
of the total area of all lands therein the Federhl share shall be increased 
in each of the three post-war years by a percentage of the remaining cost 
equal to the percentage that the area of all such lands in such State is 
of its total area: Provided further. That the entire construction cost of 
projects for the elimination of hazards of railway-highway crossings, in
cluding the separation or protection of grades at crossings, the
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reconstruction of existing railroad grade crossing structures, and.the 
relocation of highways to eliminate grade crossings, may be paid from 
Federal funds, except that not more than 50 per centum of the right-of- 
way and property damage costs, paid from public funds, on any such pro
ject, may be paid from Federal funds: Provided further, That not more than 
10 per centum of the sums apportioned to any State under the terms of 
this Act for each of such post-war fiscal years shall be used for such 
railway-highway projects, to be expended in accordance with the Federal 
Highway Act, as amended and supplemented, and the provisions of this 
section.

(b) Any railway involved.in any project for the elimination of 
hazards of railway-highway crossings paid for in whole or in part from 
funds made available under this Act, shall be liable to the United States 
for a sum bearing the same ratio to the net benefit received by such 
railway from such project that the Federal funds expended on such project 
bear to the tot&l cost of such project. For the purposes of this subsec
tion, the net benefit received by a railway .from any such project shall 
be deemed to be the amount by which the reasonable value of the total 
benefits received by it from such project exceeds the amount paid by it 
(including the reasonable value of any property rights contributed by it) 
toward the cost of such project; and in no case shall the total benefits 
to any railway or railways be deemed to have a reasonable value in ex
cess of 10 per centum of the cost of any such.project. The liability of 
any railway to the United States with respect to any such project may be 
discharged by paying to the United States, within six months after the 
completion of such project, such amount as the Commissioner of Public 
Roads determines to be the amount of such liability. Any such determi
nation of the Commissioner shall be made on the basis of recommendations 
made to him by the State highway department and on the basis of such 
other information and investigation, if any, as the Commissioner deems 
necessary or proper. If any such railway has failed so to discharge its 
liability to the United States with respect to any project within six 
months after the completion thereof, the Commissioner of Public Roads 
shall request the Attorney General to institute proceedings against such 
railroad for the recovery of the amount for which it is liable under this 
subsection. The Attorney General is authorized to bring such proceedings 
on behalf of the United States in the appropriate district court of the 
United States, and the United States shall be entitled in such proceed
ings to recover such sums as it is considered and adjudged by the court 
that such railway is liable for in the premises. Any amounts paid to or 
recovered by the United States under this subsection shall be covered in
to the Treasury as miscellaneous receipts.
Section 6. If the Commissioner of Public Roads shall determine that it 
is necessary for the expeditious completion of projects undertaken pur
suant to this Act, he may advance to any State from funds heretofore or 
hereafter made available the Federal share of the cost thereof to enable 
the State highway department to make prompt payments for work as it pro
gresses: Provided, That such State, after June 30, 1945, does not divert 
to other than highway uses road user revenues in violation of section 12
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of the Highway Act of June 18, 1954. The funds so advanced shall be de
posited in a special trust account by the State treasurer, or other State 
official authorized under the laws of the State to receive Federal-aid 
highway funds, to be disbursed solely upon vouchers approved by the State 
highway department for work actually performed in accordance with plans, 
specifications, and estimates approved by the Public Roads Administration 
under the provisions of this Act. Any unexpended balances of funds so 
advanced shall be returned to the credit of the appropriation from which 
the funds have been advanced: Provided, That any advance made to any State 
under the provisions of this section and not repaid shall be deducted from 
any apportionment allocated to such State under the provisions of this 
Act for the year next succeeding the year in which such advance is made, 
and no agreement made in accordance with the provisions of section 2 of 
this Act shall be valid for any pro rata share of the cost of construction 
in excess of such apportionment less such advance.
Section 7. There shall be designated within the continental United States 
a National System of Interstate Highways not exceeding forty thousand 
miles in total extent so located as to connect by routes, as direct as 
practicable, the principal metropolitan areas, cities, and industrial cen
ters, to serve the nationaltifefense, and to connect at suitable border 
points with routes of continental importance in the Dominion of Canada 
and the Republic of Mexico. The routes of the National System of Inter
state Highways shall be selected by.joint action of the State highway de
partments of each State and the adjoining States, as provided by the 
Federal Highway Act of November 9» 1921, for the selection of the Federal- 
aid system. All highways or routes included in the National System of 
Interstate Highways as finally approved, if not already included in the 
Federal-aid highway system, shall be added to said system without regard 
to any mileage limitation.
Section 8. With the approval of the Federal Works Administrator, not to 
exceed lH per centum of the amount apportioned for any year to any State 
under the Federal Highway Act, as amended and supplemented, except sec
tions 5 and 23 thereof, shall hereafter bemused with or without State 
funds for surveys, plans, engineering, and economic investigations.of pro
jects for future construction in such State, on the Federal-aid highway 
system and extensions thereof within municipalities, on secondary or 
feeder roads, urban highways or grade-crossing eliminations, and for high
way research necessary in connection therewith.
Section 9° For the purpose of carrying out the provisions of section 23 
of the Federal Highway Act (42 Stat. 218)* as amended and supplemented, 
there is hereby authorized to be appropriated (l) for forest highways 
the sum of $25,000,000 for the first post-war fiscal year and a like 
amount for each of the second and third post-war fiscal years; and (2) 
for forest development roads and trails the sum of $12,500,000 for the 
first post-war fiscal year and a like amount for each of the second and 
third post-war fiscal years: Provided, That the apportionment for forest 
highways in Alaska shall be for each year $1,500,000 and that such addi
tional amount as otherwise would have been apportioned to Alaska for each
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of said years shall be apportioned among those States, including Puerto 
Rico, whose forest highway apportionment for such year otherwise would be 
less than 1 per centum of the entire apportionment for forest highways for 
that year.
Section 10. (a) For the construction, reconstruction, improvement, and
maintenance of roads and trails, inclusive of necessary bridges, in nation
al parks, monuments, and other areas administered by the National Park 
Service, including areas authorized to be established as national parks 
and monuments, and national park and monument approach roads authorized 
by the Act of January 31, 1931 (46 Stat. 1053), as amended, there is here
by authorized to be appropriated the sum of $12,750,000, to become avail
able at the rate of $4,250,000 a year for each of the three successive 
post-war fiscal years.

(b) For the construction and maintenance of parkways, to give 
access to national parks and national monuments, or to become connecting 
sections of a national parkway plan, over lands to which title has been 
transferred to the United States by the States or by private individuals, 
there is hereby authorized to be appropriated the sum of $30,000,000, to 
become available at the rate of $10,000,000 a year for each of the three 
successive post-war fiscal years.

(c) For the construction, improvement, and maintenance of Indian 
reservation roads and bridges and roads and bridges to provide access to 
Indian reservations and Indian lands under the provisions of the Act ap
proved May 26, 1928 (45 Stat. 750), there is hereby authorized to be ap
propriated the sum of $6,000,000 for the first post-war fiscal year and
a like amount for each of the second and third post-war fiscal years: 
Provided, That the location, type, and design of all roads and-bridges 
constructed shall be approved by the Public Roads Administration before 
any expenditures are made thereon, and all such construction shall be 
under the general supervision of the Public Roads Administration.
Section 11. Federal highway funds shall not be used for the reconstruc
tion or relocation of any highway giving access to an airport (if such 
airport has been constructed or extended after the date of enactment of 
this Act), or for the reconstruction or relocation of any highway which 
has been or may be closed or the usefulness of which has been or may be 
impaired by the location or construction of any airport (if such airport 
has been constructed or extended after the date of enactment of this Act), 
unless, prior to such extension or construction, as the case may be, the 
State highway department and the Public Roads Administration have con
curred with the officials in charge of the airport that the location of 
such airport or extension thereof and the consequent reconstruction or 
relocation of the highway are in the public interest.
Section 12. On any highway or street hereafter constructed with Federal 
aid in any State, the location, form, and character of informational, 
regulatory, and warning signs, curb and pavement or other markings, and 
traffic signals installed or placed by any public authority, or other.
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agency, shall be subject to the approval of the State highway department 
with the concurrence of the Public Roads Administration; and the 
Commissioner of Public Roads is hereby directed to concur only in such 
installations as will promote the safe and efficient utilization of the 
highways.
Section_13o If any section, subsection, or other provision of this Act 
or the application thereof to any person or circumstance is held invalid, 
the remainder of this Act and the application of such section, subsection, 
or other provision to other persons or circumstances shall not be affected 
thereby.
Section l4. This Act may be cited as the "Federal-Aid Highway Act of 
1944".

Approved December 20, 1944,



FEDERAL-AID HIGHWAY ACT OF 1954
AN ACT. To amend and supplement the Federal-Aid Road Act approved July 
11, 1916 (39 Stat. 355), as amended and supplemented, to authorize ap
propriations for continuing the construction of highways, and for other 
purposes.

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That:
Section 1. For the purpose of carrying out the provisions of the Fed
eral -Aid Road Act approved July 11, 1916 (39 Stat. 355), and all Acts 
amendatory thereof and supplementary thereto, there is hereby authorized 
to be appropriated the sum of 1700,000,000 for the fiscal year ending 
June 30, 1956, and a like sum for the fiscal year ending June 30, 1957.

The sum herein authorized for each fiscal year shall be available 
for expenditures as follows:

(a) #315,000,000 for projects oh the Federal-aid primary highway
system.

(b) $210,000,000 for projects on the Federal-aid secondary system.
(c) $175,000,000 for projects on the Federal-aid primary highway 

system in urban areas, and for projects on approved extensions of the 
Federal-aid secondary system within urban areas.

The sums authorized by this section for each fiscal year, respec
tively, shall be apportioned among the several States in the manner now 
provided by law and in accordance with the formulas set forth in section 4 
of the Federal-Aid Highway Act of 1944, approved December 20, 1944 (58 Stat.
838).

Any sums apportioned to any State under the provision of this, sec
tion shall be available for expenditure in that State for two years after 
the close of the fi§pal year for which such sums are authorized, and any 
amounts so apportioned remaining unexpended at the end of such period 
shall lapse: Provided, That such funds for any fiscal year shall be
deemed to have been expended if a sum equal to the total of the sums ap
portioned to the State for such fiscal year is covered by formal agree
ments with the Secretary of Commerce for the improvement of specific pro
jects as provided by this Act: Provided further. That in the case of
those sums heretofore, herein, or hereafter apportioned to any State for 
projects on the Federal-aid secondary highway system, the Secretary of 
Commerce may, upon the request of any State, discharge his responsibility
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relative to the plans, specifications, estimates, surveys, contract 
awards, design, inspection, and construction of such secondary road pro
jects by his receiving and approving a certified statement by the State 
highway department setting forth that the plans, design, and construction 
for such projects are in accord with the standards and procedures of such 
State applicable to projects in this category approved by him: Provided
further., That such approval shall not be given unless such standards and 
procedures are in accordance with the objectives set forth in section 
1 (b) of the Federal-Aid Highway Act of 1950: Provided further, That
nothing contained in the foregoing provisos, shall be construed to re
lieve any State of its obligation now provided by law relative to main
tenance, nor to relieve the Secretary of Commerce of his obligation with 
respect to the selection of the secondary system or the location of pro
jects thereon, to make a final inspection after construction of each 
project, and to require an adequate showing of the estimated and actual 
cost of construction of each project: Provided further. That not more
than 10 per centum of the amount apportioned to each State under sub- 
paragraphs (a), (b), or (c) of this section may be transferred from the 
apportionment under one subparagraph to the apportionment under either of 
the other subparagraphs:. Provided further. That such transfer is requested 
by the State highway department and is approved by the Governor of said 
State and the Secretary of Commerce as being in the public interest: Pro
vided further. That the total of such transfers shall not increase the 
original apportionment under any subparagraph by more than 10 per centum: 
Provided further. That the transfers hereinabove permitted for funds au
thorized to be appropriated for the fiscal years ending June 30, 1956, and 
June 30, 1957, shall likewise be permitted on the same basis for funds 
heretofore or hereafter authorized to be appropriated for any prior or 
subsequent fiscal year: And provided further. That nothing herein con
tained shall be deemed to alter or impair the authority contained in the 
last proviso to subparagraph (b) of section 3 of the Federal-Aid Highway 
Act of; 1944.
Section 2. (a) For the purpose of expediting the construction, recon
struction, and improvement, inclusive of necessary bridges and tunnels, 
of the national system of interstate highways, including extensions there
of through urban areas, designated in accordance with the provisions of 
section 7 of the Federal-Aid Highway Act of 1944 (58 Stat. 838), there is 
hereby authorized to be appropriated the additional sum of $175,000,000 
for the fiscal year ending June 30, 1956,,and a like additional sum for 
the fiscal year ending June 30, 1957« The sum herein authorized for each 
fiscal year shall be apportioned among the several States in the following 
manner: one-half in the ratio which the population of each State bears to 
the total population of all the Stages, as shown by the latest available 
Federal census: Provided, That no State shall receive, less than three-
fourths of 1 per centum of the money so apportioned; and one-half in the 
manner now.provided by law for apportionment of funds for the Federal-aid 
primary system: Provided further. That the Federal share payable on ac
count of any project on the national system of interstate highways pro
vided for by funds made available under the provisions of this section 
shall be"increased to.60 per centum of the total cost thereof, plus a
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percentage of the remaining 40 per centum of such cost in any State con
taining unappropriated and unreserved public lands and nontaxable Indian 
lands, individual and tribal, exceeding 5 per centum of the total area of 
all lands therein, equal to the percentage that the area of such lands in 
such State is of its total area.

(b) Any sums apportioned to any State under the provisions of 
this section shall be available for expenditure in that State for two 
years after the close of fiscal year for which such sums are authorized: 
Provided 0 That such funds shall be deemed to be expended upon execution 
of formal agreements with the Secretary of Commerce for the improvement 
of specific projects under this section.

(c) Any amount apportioned to the States under the provisions of 
this section unexpended at the end of the period during which it is avail
able for expenditure under the terms of subsection (b) of this section 
shall lapse.
Section 3° For the purpose of carrying out the provisions of section 23 
of the Federal Highway Act (42 Stat. 218), as amended and supplemented, 
there is hereby authorized to be appropriated (1) for forest highways 
the sum of $22,500,000 for the fiscal year ending June 30, 1956, and a 
like sum for the fiscal year ending June 30, 1957; and (2) for forest 
development roads and trails the sum of $24,000,000 for the fiscal year 
ending June 30, 1956, and a like sum for the fiscal year ending June 30, 
1957: Provided, That with respect to any proposed construction or re
construction of a timber access road, advisory public hearings shall be 
held at a place convenient or adjacent to the area of construction or re
construction with notice and reasonable opportunity for interested per
sons to present their views as to the practicability and feasibility of 
such construction or reconstruction: Provided further. That hereafter
funds available for forest development roads and trails shall also be 
available for vehicular parking areas: Provided further. That the ap
propriation herein authorized for forest highways shall be apportioned 
by the Secretary of Commerce for expenditure in the several States,
Alaska, and Puerto Rico in accordance with the provision of section 3 
of the Federal-Aid Highway Act of 1950.
Section 4. (a) For the construction, reconstruction, and improvement
of roads and trails, inclusive of necessary bridges, in national parks, 
monuments, and other areas administered by the National Park Service, 
including areas authorized to be established as national parks and monu
ments, and national park and monument approach roads authorized by the 
Act of January 31* 1931 (46 Stat. 1053), as amended, there is hereby au
thorized to be appropriated the sum of $12,500,000 for the fiscal year 
ending June 30, 1956, and a like sum for the fiscal year ending June 30, 
1957» , - .

(b) For the construction, reconstruction, and improvement of 
parkways, authorized by Acts of Congress, on lands to which title is
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vested in the United States, there is hereby authorized to be appropriated 
the sum of 111,000,000 for the fiscal year ending June 30, 1956, and a 
like sum for the fiscal year ending June 30, 1957«

(c) For the construction, improvement, and maintenance of Indian 
reservation roads and bridges and roads and bridges to provide access to 
Indian reservations and Indian lands under the provisions of the Act ap
proved May 26, 1928 (45 Stat, 750), there is hereby authorized to be 
appropriated the sum of 110,000,000 for the fiscal year ending June 30, 
1956, and a like sum for the fiscal year ending June 30, 1957: Provided,
That the location, type, and design of all roads and bridges constructed ■ 
shall be approved by the Secretary of Commerce before any expenditures 
are made thereon, and. &11 such construction shall be under the general 
supervision of the Secretary of Commerce»
Section 5» For the purpose of carrying out the provisions of section 10 
of the Federal-Aid Highway Act of 1950 (64 Stat. 785), there is hereby 
authorized to be appropriated for the survey, construction, reconstruct 
tion, and maintenance of main roads through unappropriated or unreserved . 
public lands, nontaxable Indian lands, or other Federal reservations the 
sum of Si,000,000 for the fiscal year ending June 30:, 1956, and a like 
sum for the fiscal year ending June 30, 1957, to remain available until 
expended.
Section 6. Any funds authorized for the fiscal year ending June 30, 1955, 
or herein authorized for forest highways, forest development roads and 
trails, park roads and trails, parkways, Indian roads, and public lands 
highways shall be immediately available for contract: Provided, That any
amount remaining unexpended two years after the close of the fiscal year 
for which authorized shall lapse. The Secretary of the Department 
charged with the administration of such funds is hereby granted authority 
to incur obligations, approve projects, and enter into contracts under 
such authorizations and his action in doing so shall be deemed a con
tractual obligation of the Federal Government for the payment of the cost 
thereof and such funds shall be deemed to have been expended when so 
obligated.
Section 7» For the purpose of carrying out the provisions of section 1 
of the Act entitled "An Act to provide for cooperation with Central 
American Republics in the construction of the Inter-American Highway", 
approved December 26, 1941 (55 Stat. 860), as amended by section 11 of 
the Federal-Aid Highway Act of 1950, approved September 7, 1950 (64 Stat. 
785), there is hereby authorized to be appropriated, in addition to the 
sums heretofore authorized, the sum of $8,000,000 for the fiscal year 
ending June 30, 1955, and a like sum for each fiscal year thereafter up 
to and including the fiscal year ending June 30, 1959, to be available 
until expended, to enable the United States to cooperate with the Govern
ments of the American Republics situated in Central America - that is, 
with the Governments of the Republics of Costa Rica, El Salvador, 
Guatemala, Honduras, Nicaragua, and Panama - in the survey and completion 
of construction of the Inter-American Highway within the borders of the
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aforesaid Republics, respectively. Not to exceed one-third of the appro
priation authorized for each fiscal year may be expended without re
quiring the country or countries in which such sums may be expended to 
match any part thereof, if the Secretary of State shall find that the cost 
of constructing said highway in such country or countries will be beyond 
their reasonable capacity to bear.
Section 8. For the purpose of carrying out the provisions of section 5 
of the Federal-Aid Highway Act of 1952 (66 Stat. 158), there is hereby 
authorized to be appropriated to the Department of State, in addition to 
the sums heretofore authorized, the sum of $2,000,000 for the fiscal year 
ending June 30, 1955, and a like sum for the fiscal year ending June 30,,
1956, to be available until expended, for completing the United States
obligation under the applicable agreement with the Republic of Nicaragua; 
•Provided, That the survey and construction work authorized by the said 
section 5 shall be under the general supervision of the Secretary of 
Commerce.
Section 9» In order to assure that adequate consideration is given to 
civil defense aspects in the planning and construction of highways con
structed or reconstructed with the aid of Federal funds, the Secretary
of Commerce is authorized and directed to consult, from time to time,
with the Federal Civil Defense Administrator relative to the civil de
fense aspects of highways so constructed or reconstructed.
Section 10. (a) The Secretary of Commerce is authorized in his discre
tion to engage in research on all phases of highway construction, recon
struction, modernization, development, design, maintenance, safety, 
financing, and traffic conditions, including the effect thereon of State 
laws, and is authorized to test, develop, or assist in the testing and 
developing of any material, invention, patented article, or process.
The Secretary may carry out the authority granted hereby, either inde
pendently, or in cooperation with any other branch of the Government,
State agency, authority, association, institution, corporation (profit or 
nonprofit), or any other organization or person. The funds required to 
carry out the provisions of this subsection shall be taken out of the 
administrative and research funds authorized by section 21 of the Federal 
Highway Act (42 Stat. 212), as amended. The provisions of section 3709 
of the Revised Statutes (4l U.S.C., sec. 5) shall not be applicable to 
contracts or agreements made under the authority of this subsection.

(b) The Secretary shall include in the highway research program 
herein authorized studies of economic highway geometries, structures, and 
desirable weight and size standards for vehicles using the public high
ways and of the feasibility of uniformity in State regulations with re
spect to such standards, and he shall report from time to time to the 
Committees on Public Works of the Senate and of the House of Representa
tives on the progress and findings with respect to such studies.
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Section 11 ■> The Secretary of Commerce is hereby directed to make a 
study in cooperation with the State highway departments and other parties 
in interest relative to the problems posed by necessary relocation and 
reconstruction of public utilities services resulting from highway im
provements authorised under this Act. Among,other things, such a study 
shall include a review and financial analysis of existing relationships 
between the State highway departments and affected utilities of all 
types, and a review of the various State statutes regulating existing 
relationships, to the end that a full and informative report may be made 
to the President for transmittal to the Congress of the United States 
not later than February 1, 1955»
Section 12. The Secretary of Commerce is authorized and directed to 
transmit to the Committees on Public Works of the Senate and of the House 
of Representatives not later than December 31, 1954, a suggested draft of 
a bill or bills for a Federal Highway Act, which will include such pro
visions of existing law, and such changed or new provisions as the Secre
tary deems advisable. The Secretary shall also submit a report commenting 
on the draft of bill or bills, which shall include specific reference to 
each change in, or omission of, any provision of existing law.
Section 13° The Secretary of Commerce is authorized and directed to make 
a comprehensive study of all phases of highway financing, including a 
study of the costs of completing the several systems of highways in the 
several States and of the progress and feasibility of toll roads with 
particular attention to the possible effects of such toll roads upon the 
Federal-aid highway programs, and coordination thereof, and to make a 
report of his findings including recommendations with respect to Federal 
participation in toll roads, to be submitted to the Congress not later 
than February 1, 1955: Provided, That not to exceed $100,000 from funds
available for administrative expenses shall be expended for the purposes 
of this section.
Section 14. For the purpose of expediting the interstate planning and 
coordination of a continuous Great River Road and appurtenances thereto 
traversing the Mississippi Valley from Canada to the Gulf of Mexico in 
general conformity with the provisions of the Federal Aid Road Act of 
July 11, 1916, as amended ans supplemented, and with the recommended 
plan set forth in the joint report submitted to the Congress November 28, 
1951, by the Secretaries of Commerce and Interior pursuant to the Act of 
August 24, 1949 (Public Law 262, Eighty-first Congress), there is hereby 
authorized to be expended by the Secretary of Commerce from general ad
ministrative funds not to exceed $250,000; the amount expended under this 
section shall be apportioned among the ten States bordering the Mississippi 
River in proportion to the amount allocated by these respective States 
for the improvement and extension of existing sections of this highway 
project as approved by the Secretary of Commerce in cooperation with 
other public agencies concerned therewith.



144
Section 15° The term "highway", as defined in section 2 of the Federal 
Highway Act of November 9, 1921 (42 Stat, 212), as amended and supple
mented, shall be deemed to include "tunnels".
Section 16. The Secretary of Commerce may approve as a part of the 
Federal-aid secondary system, extensions through urban areas, connecting 
points on that system, provided that Federal participation in projects 
on such extensions shall be limited to urban funds.
Section 1?. (a) Highway construction work performed in pursuance of
agreements between the Secretary of Commerce and any State highway de
partment which requires approval by the Secretary of Commerce and which 
is financed in whole or in part by funds authorized under this or suc
ceeding Acts, shall be performed by contract awarded by competitive bid
ding under such procedures as may be regulations be prescribed by the 
Secretary of Commerce, unless the Secretary of Commerce shall affirma
tively find that, under the circumstances relating to a given project, 
some other method is in the public interest. All such findings shall be 
reported promptly in writing to the Committees on Public Works of the 
Senate and the House of Representatives.

(b) In any case in which approval by the Secretary of Commerce 
of any contract for such highway construction work is required, the 
Secretary shall require as a condition precedent to such approval a 
sworn statement executed by, or on behalf of, the person, firm, associa
tion, or corporation to whom such contract is to be awarded, certifying 
that such person, firm, association, or corporation has riot, either di
rectly or indirectly, entered into any agreement, participated in any 
collusion, or otherwise taken any action in restraint of free competi
tive bidding in connection with such contract.
Section l8. Section 1020 of title 18 of the United States Code is 
amended to read as follows:
"I 1020. Highway projects

"Whoever, being an officer, agent, or employee of the United 
States, or of any State or Territory, or whoever, whether a person, asso
ciation, firm, corporation, knowingly makes any false statement, false 
representation, or false report as to the character, quality, quantity, 
or cost of the material used or to be used, or the quantity or quality 
of the work performed or to be performed, or the costs thereof In con
nection with the submission of plans, amps, specifications, contracts, or 
costs of construction of any highway or related project submitted for 
approval to the Secretary of Commerce; or

"Whoever knowingly makes any false statement, false representa
tion, false report, or false claim with respect to the character, quality, 
quantity, or cost of any work performed or to be performed, or materials 
furnished or to be furnished, in connection with the construction of any 
highway or related project approved by the Secretary of Commerce; or
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"Whoever knowingly makes any false statement or false representa

tion as to a material fact in any statement, certificate, or report sub
mitted pursuant to the provisions of the Federal-Aid Road Act approved 
July 11, 1916 (39 Stat» 355)5 as amended and supplemented,

"Shall be fined not more than $10,000 or imprisoned not more than 
five years, or both."
Section 19» All provisions of the Federal-Aid Highway Act of 1944, ap
proved December 20, 1944 (58 Stat. 838); the Federal-Aid Highway Act of 
1948, approved. June 295 1948 (62 Stat. 1105); and the Federal-Aid Highway 
Act of I95O, approved September 7, 1950 (64 Stat. 785)* and the Federal- 
Aid Highway Act of 1952, approved June 251952 (66 Stat. 158), not in
consistent with this Act, shall remain in full force and effect.
Section 20. If any section, subsection, or Other provision of this Act 
or the application thereof to any person or circumstance is held invalid, 
the remainder of this Act and the application of such section, subsection, 
or other provision to other persons or circumstances shall not be affected 
thereby.
Section 21. All Acts or parts of Acts in any way inconsistent with the 
provisions of this Act are hereby repealed, and this Act shall take effect 
on its passage.
Section 22. (a) That all Federal-aid road funds heretofore paid on the
section of Federal-Aid Primary Route Numbered 39 included in Federal-aid 
project VI-147 in the State of Connecticut, which section is to be made 
a part of a highway from the New York State line at Greenwich to the 
Rhode Island State line at Killingly, planned as an expressway authorized 
by chapter 107, part IV, General Statutes of Connecticut, 1953 Supple
ment, shall, prior to the collection of any tolls on said section, be 
repaid to the Treasurer of the United States, and'the amount so repaid 
shall be deposited to the credit of the appropriation for Federal-aid 
highways. At the time of such repayment, the project agreement with 
respect to said Federal-aid project UI-147 shall be cancelled. Any 
amount so repaid, together with the unpaid balance of any amount pro
gramed for expenditure on said project, shall be credited to the unpro
gramed balance of Federal-aid road funds of the same class last apportioned 
to the State of Connecticut. The amount so credited shall be in addition 
to all other funds then apportioned to said State and shall be available 
for expenditure in accordance, with the provisions of the Federal Highway 
Act (42 Stat. 212), as now or hereafter amended and supplemented.

(b) By virtue of the design and plan of said highway in relation 
to the three sections of Federal-Aid Primary Route Numbered 1 included in 
Federal-aid projects VI-29, UI-64, and FI-145, which permit unrestricted 
use of said sections without payment of tolls, it is hereby declared that 
the incorporation of said sections, into said highway will not violate 
any provision of said Federal Highway Act, as amended and supplemented, or 
any regulation thereunder. If at any time the highway commissioner of the



146
State of Connecticut shall determine to impose tolls upon or for the use 
of any one or more of said sections, all"Federal-aid road funds thereto
fore paid or programed for expenditure on such section or sections upon 
which tolls are to be imposed, shall be transferred for programing and 
expenditure in cooperation with the Connecticut State Highway Department 
pursuant to the provisions of said Federal Highway Act, as now or here
after amended and supplemented. At the time of such transfer, the pro
ject agreement with respect to the project for which the funds are trans
ferred shall be canceled. Upon such cancellation, the Secretary of 
Commerce is authorized and directed to credit the Federal pro rata share 
of such project agreement to the unprogramed balance of Federal-aid road 
funds of the same class last apportioned to the State of Connecticut.
The amount so credited shall be in addition to all other funds then ap
portioned to said State and shall be available for expenditure in ac
cordance with the provisions of said Federal Highway Act, as now or here
after amended and supplemented. In lieu of the transfer thereof, the 
highway commissioner of the State of Connecticut may repay the Federal- 
aid road funds paid on any such section in the same manner and with the 
same effect as is provided with respect to the repayment of Federal-aid 
road funds in subsection (a) of this section.

(c) Upon the repayment or transfer of Federal-aid road funds, 
as hereinbefore provided, any such section or. sections included in the 
project with respect to which such repayment or transfer is made, shall 
become and be free from any and all restrictions contained in said 
Federal Highway Act, as amended and supplemented, or any regulation 
thereunder, with respect to the imposition and collection of tolls or 
other charges thereon or for the use thereof.
Section 23. This Act may be cited as the "Federal-Aid Highway Act of 
1954".

Approved May 6, 1954.
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FEDERAL-AID HIGHV/AI ACT OF 1956
AN ACT. To amend and supplement the Federal-Aid Road Act approved July 
11, 1916, to authorize appropriations for continuing the Construction of 
highways; to amend the Internal Revenue Code of 195^ to provide additional 
revenue from the taxes on motor fuel, tires, and trucks and buses; and 
for other purposes.

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled,

TITLE I - FEDERAL-AID HIGHWAY ACT OF 1956 
Section 101. Short Title for Title I.

This title may be cited as the "Federal-Aid Highway Act of 1956"« 
■Section 102. Federal-Aid Highways.

(a) (T) Authorization of Appropriations. For the purpose of
carrying out the provisions of the Federal-Aid Road Act approved July 11, 
1916 (59 Stat. 355), and all Acts amendatory thereof and supplementary 
thereto, there is hereby authorized to be appropriated for the fiscal year 
ending June 30, 195?, $125,000,000 in addition to any sums heretofore au
thorised for such fiscal year; the sum of $850,000,000 for the fiscal year 
ending June 30, 1958; and the sum of $875,000,000 for the fiscal year end
ing June 30, 1959. The sums herein authorized for each fiscal year shall 
be available for expenditure as follows:

(A) 45 per centum for projects on the Federal-aid pri
mary highway system.

(B) 30 per centum for projects on the Federal-aid sec
ondary highway system.

(C) 25 per centum for projects on extension of these
systems within urban areas.

(2) Apportionments. The sums authorized by this section 
shall be apportioned among the several States in the manner now provided 
by law and in accordance with the formulas set forth in section 4 of the 
Federal-Aid Highway Act of 1944, approved December 20, 1944 (58 Stat.
838): Provided, That the additional amount herein authorized for the fis
cal year ending June 30, 1957, shall be apportioned immediately upon en
actment of this Act.

148
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(b) Availability for Expenditure. Any sums apportioned to any 

State under this section shall be available for expenditure in that State 
for two years after the close of the fiscal year for which such sums are 
authorized, and any amounts so apportioned remaining unexpended at the . 
end of such period shall lapse; Provided, That such funds shall be deemed 
to have been expended if a sum equal to the total of the sums herein and 
heretofore apportioned to the State is covered by formal agreements with 
the Secretary of Commerce for construction, reconstruction, or improve
ment of specific projects as provided in this title and prior Acts; Pro
vided further. That in thd case of those sums heretofore, herein, or here
after apportioned to any State for projects on the Federal-aid secondary 
highway system, the Secretary of Commerce may, upon the request of any 
State, discharge his responsibility relative to the plans, specifications, 
estimates, surveys, contract awards, design, inspection, and construction 
of such secondary road projects by his receiving and approving a certified 
statement by the State highway department setting forth that the plans, 
design, and construction for such projects are in accord with the stan
dards and procedures of such State applicable to projects in this cate
gory approved by him: Provided further, That such approval shall not be 
given unless such standards and procedures are in accordance with the ob
jectives set forth in section 1(b) of the Federal-Aid Highway Act of 
1950: And provided further. That nothing contained in the foregoing pro
visos shall be construed to relieve any State of its obligation now pro
vided by law relative to maintenance, nor to relieve the Secretary of 
Commerce of his obligation with respect to the selection of the secondary 
system or the location, of projects thereon, to make a final inspection af
ter construction of each project, and to require an adequate showing of 
the estimated and actual cost of construction of each project. Any Fed
eral -aid primary, secondary, or urban funds released by the payment of the 
final voucher or by modification of the formal project agreement shall be 
credited to the same class of funds, primary, secondary, or urban, previ
ously apportioned to the State and be immediately available for expendi
ture.

(c) Transfers of Apportionments, Not more than 20 per centum of 
the respective amounts apportioned to a State for any fiscal year from 
funds made available for expenditure under clause (A), clause (B), or 
claiise (C) of subsection (a) (1) of this section, may be transferred to 
the apportionment made to such State under any other of such clauses, ex
cept that no such apportionment may be increased by more.than 20 per cen
tum by reason of transfers to it under this subsection: Provided, That 
such transfer is requested by the State highway department and is approved 
by the Governor of such State and the Secretary of Commerce as being in 
the public interest; Provided further, That the transfers hereinabove per
mitted for funds authorized to be appropriated for the fiscal years ending 
June 30, 1958, and June 30, 1959, shall likewise be.permitted on the same 
basis for funds which may be hereafter authorized to be appropriated for 
any subsequent fiscal year; And provided further. That nothing herein con
tained shall be deemed to alter or impair the authority contained in the 
last proviso to paragraph (b) of section 3 of the Federal-Aid Highway Act 
of 1944.
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Section 103« Forest Highways and Forest Development Hoads and Trails.

(a) Authorization of Appropriations. For the purpose of carry
ing out the provisions of section 23 of the Federal Highway Act of 1921 
(42 Stato 218)* as amended and supplemented, there is hereby authorized
to be appropriated (l) for forest highways the sum of $30,000,000 for the
fiscal year ending June 30, 1958, and a like sum for the fiscal year end
ing June 30, 19595 and (2) for forest development roads and trails the
sum of $27,000,000 for the fiscal year ending June 30, 1958, and a like
sum for the fiscal year ending June 30, 1959: Provided, That with respect 
to any proposed construction or reconstruction of a timber access road, 
advisory public hearings shall be held at a place convenient or adjacent 
to the area of construction or reconstruction with notice and reasonable 
opportunity for interested persons to present their views as to the prac
ticability and feasibility of such construction or reconstruction: Pro
vided further. That hereafter funds available for forest highways and 
forest development roads and trails shall also be available for adjacent 
vehicular parking areas and for sanitary, water, and fire control facili
ties: And provided further. That the appropriation herein authorized for 
forest highways shall be apportioned by the Secretary of Commerce for ex
penditure in the several.States, Alaska, and Puerto Rico in accordance 
with the provisions of section 3 of the Federal-Aid Highway Act of 1950.

(b) Repeal of Certain Apportionment Procedures. The provision 
of section 23 of the Federal Highway Apt of 1921, as amended and supple
mented, requiring apportionment of funds authorized for forest develop
ment roads and trails among the several States, Alaska, and Puerto Rico 
is hereby repealed,
Section 104.. Roads and Trails in National Parks, etc.

(a) National Parks, etc. For the construction, reconstruction, 
and improvement of roads and trails, inclusive of necessary bridges, in 
national parks, monuments, and other areas administered by the National 
Park Service, including areas authorized to be established as national 
parks and monuments, and national park and monument approach roads author
ized by the Act of January 31, 1931 (46 Stat. 1053), as amended, there is 
hereby authorized to be appropriated the sum of $16,000,000 for the fiscal 
year ending June 30, 1958, and a like sum for the fiscal year ending June 
30, 1959.

(b) Parkways<, For the construction, reconstruction, and improve
ment of parkways, authorized by Acts of Congress, on lands to which title 
is vested in the United States, there is hereby authorized to be appropri
ated the sum of $16,000,000 for the fiscal year ending June 30, 1958, and 
a like sum for the fiscal year ending June 30, 1959»

.(c) Indian Reservations and Lands. For the construction, im
provement , and maintenance of Indian reservation roads and bridges and 
roads and bridges to provide access to Indian reservations and Indian
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lands under the provisions of the Act approved May 26, 1928 (45 Stat.
750), there is hereby authorized to be appropriated the sura of $12,000,- 
000. for the fiscal year ending'June 30, 1958, and a like sum for the fis
cal year ending June 30, 1959: Provided, That the location, type, and de
sign of all roads and bridges constructed shall be approved by the Secre
tary of Commerce before any expenditures are made thereon, and all such 
construction shall be under the general supervision of the Secretary of 
.Commerce<,: . •
Section 105o. Public Lands Highways * ..

For the purpose.of carrying out the provisions of section 10 of 
the Federal-Aid Highway Act. of 1950 (64 Stat e 785) ,. there is . hereby author
ised to be appropriated for the survey, construction, reconstruction, and 
maintenance of main roads through unappropriated or unreserved public 
lands, nontaxable Indian lands, or other Federal reservations the addi
tional sum of $2,000,000 for the fiscal year ending June 30, 1957, and the 
sum of $2,000,000 for the fiscal year ending June 30, 1958, and a like sum 
for the fiscal year ending June 30, 1959.
Section 106« Special Provisions for Federal Domain Bo ads, etc ■>

Any funds authorized herein for forest highways, forest develop
ment roads and trails, park roads and trails, parkways, Indian roads, and 
public lands highways shall be available for contract upon apportionment, 
or a date not earlier than one year preceding the beginning of the fiscal 
year"for which authorized if no apportionment is required: Provided, That 
any amount remaining unexpended two years after the close of the fiscal 
year for which authorised shall lapse. The Secretary of the department 
charged with the administration of such funds is hereby granted authority 
to incur obligations, approve projects, and enter into contracts under 
such authorizations, and his action in doing so shall be deemed a con
tractual obligation of the Federal Government for the payment of the cost 
thereof, and such funds shall be deemed to have been expended when so ob
ligated. Any funds heretofore, herein, or hereafter authorized for any 
fiscal year for forest highways, forest development roads and trails, park 
roads and trails, parkways, Indian roads, and public lands highways shall 
be deemed to have been expended if a sum equal to the total of the sums 
authorized for such fiscal year and previous fiscal years, since and in
cluding the fiscal year ending June 30, 1955, shall have been obligated.
Any of such funds released by payment of final voucher or modification of 
project authorizations shall be credited to the balance of unobligated 
authorizations and be immediately available for expenditure..
Section 107. Highways for Alaska.

(a) Apportionment; Matching; Selection of Systems. The Territory 
of Alaska shall be entitled to share in funds herein or hereafter author
ized for expenditure for projects on the Federal-aid primary and secondary 
highway systems, and extensions thereof within urban areas, under the Federal-Aid Road Act approved July 11, 1916 (39 Stat. 355), and Acts
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amendatory thereof or supplementary thereto 9 upon the same terms and. con
ditions as the several States and Hawaii and Puerto Rico» and the Territory 
of Alaska shall be included in the calculations to determine the basis of 
apportionment of such funds, except that one-third only of the area of 
Alaska shall be used in the calculations to determine the area factor in 
the apportionment of such funds: Provided, That the Territory of Alaska 
shall contribute funds each fiscal year in an amount that shall be not less 
than 10 per centum of the Federal funds apportioned to it for such fiscal 
year, such contribution to be deposited in a special account in the Federal 
Treasury for use in conjunction with the Federal funds apportioned to the 
Territory« The system or systems of roads on which Federal-aid apportion
ments to the Territory of Alaska are to be expended shall be determined 
and agreed upon by the Governor of Alaska, the Territorial Highway Engineer 
of Alaska, and the Secretary of Commerce, without regard to the limitations 
contained in section 6 of the Federal Highway Act (42 Stat* 212), as 
amended and supplemented. The Federal funds apportioned to the Territory 
of Alaska and the funds contributed by such Territory in accordance here
with may be expended by the Secretary of Commerce either directly or in 
cooperation with the Territorial Board of Road Commissioners of Alaska, 
and may be so expended separately or in combination and without regard to 
the matching provisions of the Federal Highway Act (.42 Stab. 212); and both 
such funds may be expended for the maintenance of roads within the system 
or systems of roads agreed upon under the same terms and conditions as for 
the construction of such roads.

(b) Transfer of Functions. Effective hot more than ninety days 
after the approval of this Act, the functions, duties, and authority per
taining to the construction, repair, and maintenance of roads, tramways, 
ferries, bridges, trails, and other works in Alaska, conferred upon the 
Department of the Interior and heretofore administered by the Secretary 
of the Interior under the Act of June 30, 1932 (47 Stat. 446; 48 U.S.C., 
sec. 321a and following), are hereby transferred to the Department of 
Commerce, and thereafter shall be administered by the Secretary of Com
merce, or under his direction, by such officer, or officers, as may be 
designated by him«

(c) Transfer of Personnel, etc. There are hereby transferred to 
the Department of Commerce, to be employed and expended in connection with 
the functions, duties, and authority transferred to said Department by 
subsection (b) hereof, all personnel employed in connection with any such 
functions, duties, or authority, and the unexpended balances of appropria
tions, allocations, or other funds now available, or that hereafter may be 
made available, for use in connection with such functions, duties, or au
thority; and the Department of the Interior is directed to turn over to 
the Secretary of Commerce all equipment, materials, supplies, papers, maps, 
and documents, or other property (real or personal, and including office 
equipment and records) used or held in connection with such functions, du
ties, and authority.

(d) Effectuation of Transfer. The Secretary of the Interior, and 
the Secretary of Commerce shall take such steps as may be necessary or
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appropriate to effect the transfer from the Department of the Interior to 
the Department of Commerce of the functions, duties, and authority, and 
the funds and property, as herein provided for»

(e) Distribution of Functions. The Secretary of Commerce shall
have power, by order or regulations, to distribute the functions., duties,
and authority hereby transferred, and appropriations pertaining thereto, 
as he may deem proper to accomplish .the economical and effective organiza
tion and administration thereof« ■ ~ •
Section 108« National System of Interstate and Defense Highways.

(a) Interstate System» It is hereby declared to be essential to 
the national interest to provide for the early completion of the "National 
System of Interstate Highways*’, as authorized and designated in accordance 
with section 7 of the Federal-Aid Highway Act of 19^4 (58 Stat. 838), It 
is the intent of the Congress that the Interstate System be completed as 
nearly as practicable over a thirteen-year period and that the entire Sys
tem in all the States be brought to simultaneous completion. Because of 
its primary importance to the national defense, the name of such system is 
hereby changed to the "National System of Interstate and Defense Highways". 
Such National System of Interstate and Defense Highways is hereinafter in
this Act referred to as the "Interstate System".

(b) Authorization of Appropriations. For the purpose of expedit
ing the construction, reconstruction, or improvement, inclusive of neces
sary bridges and tunnels, of the Interstate System, including extensions 
thereof through urban areas, designated in accordance with the provisions 
of section 7 of the Federal-Aid Highway Act of 1944 (58 Stat. 838), there 
is hereby authorised to be appropriated the additional sum of Si,000,000,- 
000 for the fiscal year ending June 30, 1957? which sum shall be in addi
tion to the authorisation heretofore made for that year, the.additional 
sum of $1,700,000,009 for the fiscal year ending June 30, 1958, the.addi
tional sun? of $2,000,000,000 for the fiscal year ending June 30, 1959? 
the additional sum of $2,200,000,000 for the fiscal year ending June 30, 
I960, the additional sum of $2,200,000,000 for the fiscal year ending 
June 30, 19.61? the additional sum of $2,200,000,000 for the fiscal year 
ending June 30, 1962, the additional sum of $2,200,000,000 for the fiscal 
year ending June 30, 1963? the additional sum of $2,200,000,000 for the 
fiscal year ending June 30, 19&4, the additional sum of $2,200,000,000 for 
the fiscal year ending June 30,1965, the additional sum of $2,200,000,000 
for the fiscal year ending June 30., 1966, the additional sum of $2,200,000,

. OOO for.the fiscal year ending June 30, 1967? the additional sum of 
: '$1,500,000,000 for the fiscal year ending June 30, 1968, and the additional

sum of $1,025,000,000 for the fiscal year ending June 30, 1969»
(c) Apportionments for 1957? 1958? and 1959° The additional sums 

herein authorized for the fiscal years ending June 30, 1957? June 30, 1958, 
and June 30, 1959? shall be apportioned among the several States in the

■following manner: one-half in the ratio which the population of each State 
bears to the total population of all the States, as shown by the latest
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available Federal census: Provided, That no State shall receive less than 
three-fourths of 1 per centum of the money so apportioned; and one-half in 
the manner now provided by law for the apportionment of funds for the 
Federal-aid primary system« The additional sum herein authorized for the 
fiscal year ending June 30, 1957, shall be apportioned immediately upon 
enactment of this Act. The additional sums herein authorized for the. fis
cal years ending June 30, 1958, and June 30, 1959, shall be apportioned on 
a date not less than six months and not more than twelve months in advance 
of the beginning of the fiscal year for which authorized.

(d) Apportionments for Subsequent Years Based Upon Revised Esti
mates of Cost. All sums authorized by this section to be appropriated for 
the fiscal years I960 through 1969, inclusive, shall be apportioned among 
the several States in the ratio which the estimated cost of completing the 
Interstate System in each State, as determined and approved in the manner 
provided in this subsection, bears to the sum. of the estimated cost of 
completing the Interstate System in all of the States. Each apportionment 
herein authorized for the fiscal years I960 through 1969, inclusive, shall 
be made on a date as far in advance of the beginning of the fiscal year 
for which authorized as practicable but in no case more than eighteen 
months prior.to the beginning of the fiscal year for which authorized.. As 

3 soon as the standards provided for in1 subsection (i) have been adopted,
,■ the Secretary of Commerce, in cooperation with the State highway depart- 
jments, shall make a detailed estimate of the cost of completing the Inter- 

%. :-at#te System as then designated, after taking into account all previous .
; apportionments made under this section, based upon such standards and in 

• aceopdance with rules and regulations adopted by him and applied uniformly 
to all df the States, The Secretary of Commerce shall transmit such esti
mate to the Senate.and the House of Representatives within ten. days subse
quent to January 2, 1958, Upon approval of such estimate by the Congress 
by concurrent resolution, the Secretary of Commerce shall use such approved 
estimate in making apportionments for the fiscal years ending June 30,
I960, June 30, I96I, and June 30, 1962. The Secretary of Commerce shall 
make a revised estimate of the cost of completing the then designated 
Interstate System, after taking into account all previous apportionments 
made under this section, in the same manner as stated above, and transmit 
the same to the Senate and the House of Representatives within ten days 
subsequent to January -'2, 1962. Upon approval of such estimate by the 
Congress by concurrent resolution, the Secretary of Commerce.shall use 
such approved estimate in making apportionments for the fiscal years end
ing June 30, 1963$ June 30, 1964, June 30, 1965, and June 30, 1966. The 
Secretary of.Commerce shall make a revised estimate of the cost of com
pleting the then designated Interstate System, after taking into account 
all previous.apportionments made under this section, in the same manner 
as stated above, and transmit the same to the Senate and the House of 
Representatives within ten days subsequent to January 2, 1966, and annually 
thereafter through and including January. 2,1968. Upon approval of any 
such estimate by the Congress by concurrent resolution, the Secretary of 
Commerce shall use such approved estimate in making apportionments for the 
fiscal year which begins next, following the fiscal year in which such re
port is transmitted to the Senate, and the House of Representatives.
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Whenever the Secretary of Commerce, pursuant to this subsection, requests 
and receives estimates of cost from the State highway, departments, he shall 
furnish copies of such estimates at the same time to the Senate and the 
House of Representatives.

(e) Federal Share. The Federal share payable on account of any 
project on the Interstate System provided for,by funds made available un
der the provisions of this Section shall be increased to 90 per centum of 
the total cost thereof, plus a percentage of the remaining 10 per centum 
of such cost in any State containing unappropriated and unreserved- public 
lands and nontaxable Indian lands, individual and tribal, exceeding 5 per 
centum of the total area of all lands therein, equal to the percentage 
that the area of such lands in such State is of its total area: Provided, 
That such Federal share payable on any project in any State shall not ex
ceed 95 per centum of the tdal cost of such project.

(f) Availability for Expenditure. Any sums apportioned to any 
State under the provisions of this section shall be available for expendi
ture in that State for two years after the close of the fiscal year for 
which such sums are authorized: Provided, That such funds for any fiscal 
year shall be deemed to be expended if a sum equal to the .total of the 
sums apportioned to the State specifically for the Interstate System for 
such fiscal year and previous fiscal years is covered by formal agreements 
with the Secretary of Commerce for the construction, reconstruction, or 
improvement of specific projects under this section.

(g) Lapse of Amounts Apportioned. Any amount apportioned to the 
States under the provisions of this section unexpended at the end of the 
period during which it is available for expenditure under the terms of sub
section (f) of this section shall lapse, and shall immediately be reappor
tioned among the other States in accordance with the provisions of 
subsection (d) of this section: Provided, That any Interstate System funds 
released by the payment of the final voucher or by the modification of the 
formal project agreement shall be credited to the Interstate System funds 
previously apportioned to the State and be.immediately available for ex
penditure.

(h) Construction by States in Advance of Apportionment. In any 
case in which a State has obligated all funds apportioned to it under this 
section and proceeds, subsequent to the date of enactment of this Act, to 
construct (without the aid of Federal funds) any project (including one or 
more parts of any project) on the Interstate System, as designated at that 
time, in accordance with all procedures and all requirements applicable to 
projects financed under the provisions of this section (except insofar as 
such procedures and requirements limit a State to the construction of pro
jects with the aid of Federal funds previously apportioned to it), the Sec
retary of Commerce, upon application by such State and his approval of 
such application, is authorized, whenever additional funds are apportioned 
to such State under this section, to pay to such State from such funds the 
Federal share of the costs of construction of such project: Provided, That
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prior to construction of any such project, the plans and specifications 
therefor shall have been approved by the Secretary of Commerce in the 
same manner as other projects on the Interstate System: Provided further. 
That any such project shall conform to the standards adopted under subsec
tion (i)« In determining the apportionment for any fiscal year under the 
provisions of subsection (d) of this section, any such project constructed 
by a State without the aid of Federal funds shall not be considered com
pleted until an application under the provisions of this subsection with 
respect to such project has been approved by the Secretary of Commerce.

(i) Standards. The geometric and construction standards to be 
adopted for the Interstate System shall be those approved by the Secretary 
of Commerce in cooperation with the State highway departments. Such stand
ards shall be adequate to accommodate the types and volumes of traffic 
forecast for the year 1975• The right-of-way width of the Interstate Sys
tem shall be adequate to permit construction of projects on the Interstate 
System up to such standards. The Secretary of Commerce shall apply such 
standards uniformly, throughout the States. Such standards shall be 
adopted by the Secretary of Commerce in cooperation with the State high
way departments as soon as practicable after the enactment of this Act.

(j) Maximum Weight and Width Limitations. No funds authorized 
to be appropriated for any fiscal year by this section shall be appor
tioned to any State within the boundaries of which the Interstate System 
may lawfully be used by vehicles with weight in excess of eighteen thou- . 
sand pounds carried on any one axle, or with a tandem-axle weight in ex
cess of thirty-two thousand pounds, or with an overall gross weight in 
excess of 75»28.0 pounds, or with a width in excess of 96 inches, or the 
corresponding maximum weights or maximum widths permitted for vehicles 
using the public highways of such State under laws or regulations estab
lished by appropriate State authority in effect on July 1, 1956, which
ever is the greater. Any amount which is withheld from apportionment to 
any State pursuant to the foregoing provisions shall lapse: Provided, how
ever, That nothing herein shall be construed to deny apportionment to any 
State allowing the operation within such State of any vehicles or combina
tions thereof that could be lawfully operated within such State on July 1, 
1956.

(k). Tests to Determine Maximum Desirable Dimensions and Weights. 
The:Secretary of Commerce is directed to take all action possible to ex
pedite the conduct of a series of tests now planned or being conducted by 
the Highway Research Board of the National Academy of Sciences, in cooper
ation with the Bureau of Public Roads, the several States, and other per
sons and organizations, for the purpose of determining the maximum desir
able dimensions and weights for vehicles operated on the Federal-aid high
way, systems, including the Interstate. System, and, after the conclusion of 
such tests, but not later than March 1, 1959, to make recommendations to 
the "Congress with respect to such maximum desirable dimensions and weights.

. (1) Increase in Mlleage. Section 7 of the Federal-Aid Highway 
Act of 1944 (58 Stat. 856), relating to the Interstate System, is hereby
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amended by striking out "forty thousand", and inserting in lieu thereof 
"forty-one thousand": Provided, That the cost of completing any mileage 
designated from the one thousand additional miles authorized by this sub
section shall be excluded in making the estimates of cost for completing 
the Interstate System as provided in subsection (d) of this section.
Section 109. Acquistion of Bights-of-Way for Interstate System,

(a). Federal Acquistion for States. In any case in which the 
Secretary of Commerce is requested by any State to acquire any lands or 
interests in lands (including within the term "interests in lands", the 
control of access thereto from adjoining lands) required by such State 
for right-of-way or other purposes in connection with the prosecution of 
any project for the construction, reconstruction, or improvement of any 
project for the construction, reconstruction, or improvement of any sec
tion of the Interstate System, the Secretary of Commerce is authorized,
in the name of the United States and prior to the approval of title by the 
Attorney General, to acquire, enter upon, and take possession of such 
lands or interests in lands by purchase, donation, condemnation, or other
wise in accordance with the laws of the United States (including the Act 
of February 26, 1931, 46 Stat. 1421), if

(1) the Secretary of Commerce has determined either that 
such State is unable to acquire necessary lands or interests in lands, or 
is unable to acquire such lands or interests in lands with sufficient 
promptness; and

(2) such State has agreed with the Secretary of Commerce to 
pay, at such time as may be specified by the Secretary of Commerce, an 
amount equal to 10 per centum of the costs incurred by the Secretary of 
Commerce, in acquiring such lands or interests in lands, or such lesser 
percentage which represents the State’s prorata share of project costs as 
determined in accordance with section 108 (e) of this title.

The authority granted by this section shall also apply to lands 
and interests in lands received as grants of land from the United States 
and owned or held by railroads or other corporations.

(b) Costs of Acquisition. The costs incurred by the Secretary of 
Commerce in acquiring any such lands or interests in lands may include the 
cost of examination and abstract of title, certificate of title, advertis
ing, and any fees incidental to such acquisition. All costs incurred by 
the Secretary of Commerce in connection with the acquisition of any such 
lands or interests in lands shall be paid from the funds for construction, 
reconstruction, or improvement of the Interstate System apportioned to the 
State upon the request of which such lands or interests in lands are ac
quired, and any sums paid to the Secretary of Commerce by such State as 
its share of the costs of acquisition of such lands or interests in lands 
shall be deposited in the Treasury to the credit of the appropriation for 
Federal-aid highways and shall be credited to the amount apportioned to 
such State as its apportionment of funds for construction, reconstruction,
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or improvement of the Interstate System, or shall be deducted from other 
moneys due the State for reimbursement under section 108 of this title.

(c) Conveyance of Acquired Lands to the States. The Secretary 
of Commerce is further authorized and directed by proper deed, executed 
in the name of the United States, to convey any such lands or interests 
in lands acquired in any State under the. provisions of this section, ex
cept the outside five feet of any such right-of-way in any State which 
does not provide control, of access, to the State highway department of 
such political subdivisions thereof as its laws may provide, upon such 
terms and conditions as to such lands or interests in lands as may be 
agreed, upon by the Secretary Of Commerce and the State highway department 
dr political subdivisions to which the conveyance is to be made. When
ever the State makes provision for control of access satisfactory to the 
Secretary of Commerce, the outside five feet then shall be conveyed to the 
State by the Secretary of Commerce, as herein provided.

(d) Rights-of-Way Over Public Lands, Whenever rights-of-way, in
cluding control of access, on the Interstate System are required over pub
lic lands or reservations of the UnitecL States, the Secretary of Commerce 
may make such arrangements with the agency having jurisdiction over such 
lands as may be necessary to give the State or other person constructing 
the projects on such lands adequate right-of-way and control of access 
thereto from adjoining lands, and any such agency is hereby directed to 
cooperate with the Secretary of Commerce in this connection.
Section 110» Availability of Funds to Acquire Righta-of-Way and to Make 
Advances to the States.

(a) Advance Right-of-Way Acquisitions. For the purpose of facil
itating the acquisition of rights-of-way on any of the Federal-aid highway 
systems, including the Interstate System, in the most expeditions and eco
nomical manner, and recognizing that the acquisition of rights-of-way re
quires lengthy planning and negotiations if it is to be done at a 
reasonable cost, the Secretary of Commerce is hereby authorized, upon re
quest of a State highway department, to make available to such State for 
acquisition of rights-of-way, in anticipation of construction and under 
such rules and regulations as the Secretary of Commerce may prescribe, the 
funds apportioned to such State for expenditure on any of the Federal-aid 
highway systems, including the Interstate Systemi Provided, That the agree
ment between the Secretary of Commerce and the State highway department 
for the reimbursement of the cost of such righte^of-way shall provide for
the actual construction of a road on such rights-of-way within a period
not exceeding five years following the fiscal year in which such request
is made: Provided further, That Federal .participation in the cost of 
rights-of-way so acquired shall not exceed the Federal pro rata share ap
plicable to the class of funds from which Federal reimbursement is made,

(b) Advances to States. Section 6 of the Federal-Aid Highway Act
of 19'Mf is hereby aniended to read as follows:



159
"Sec. 6. If the Secretary of Commerce shall determine that 

it is necessary for the expeditious completion of projects on any of the 
Federal-aid highway systems, including the Interstate System, he may ad
vance to any State out of any existing appropriations the Federal share 
of the cost of.construction thereof to enable the State highway depart
ment to make prompt payments for acquisition of rights-of-way, and for 
construction as it progresses. The sums so advanced shall be deposited 
in a.special revolving trust fund, by the State official authorized under 
the laws of the State to receive Federal-aid highway funds, to be dis
bursed solely upon vouchers approved by the State highway department for 
rights-of-way which have been or are being acquired, and for construction 
-Which has been actually performed and approved by the Secretary of Com
merce. Upon determination by the Secretary of Commerce that any pari: of 
the funds advanced to any State under the provisions of this section are 
no longer required, the amount of the advance.which is determined to be 
in excess of current requirements of the State shall be repaid upon his
demand, and such.repayments shall be returned to the credit of the ap
propriation from which the funds were advanced. Any sums advanced and
not repaid on demand shall be deducted from sums due the State for the
Federal pro rata share of the cost of construction of Federal-aid pro
jects."
Section 111. Relocation of Utility Facilities.

(a) Availability of Federal Funds for Reimbursement to States. 
Subject to the conditions contained in this section, whenever a State 
shall pay for the cost of relocation of utility facilities necessitated by 
the construction of a project on the Federal-aid primary or secondary sys
tems or on the Interstate System, including extensions thereof within ur
ban areas, Federal funds may be used to reimburse the State for such cost 
in.the same proportion as Federal funds are expended on the project: Pro
vided , That Federal funds shall not be apportioned to the States under 
this section when the payment to the utility violates the law of the State 
or violates a legal contract between the utility and the State.

(b) Utility Defined. For the purposes of this section, the term 
"utility" shall include publicly, privately, and cooperatively owned 
utilities.

(c) Cost of Relocation Defined. For the purposes of this section, . 
the term "cost of relocation" shall include the entire amount paid by such 
utility properly attributable to such relocation after deducting therefrom 
any increase in the value of the new facility and any salvage value derived 
from the did facility.
Section 112. Agreements Relating to use of and Access to Rights-of-Way.

All agreements between the Secretary of Commerce and the State 
highway department for the construction of projects on the Interstate 
System shall contain a clause providing that the State will not add any 
points of access to, of exit from, the project in addition to those
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approved by. the Secretary in the plans for such project, without the prior 
approval of the Secretary. Such agreements shall also contain a clause 
providing that the State will not permit automotive service stations or 
other commercial establishments for serving motor vehicle users to be con
structed or located on the rights-of-way of the Interstate System. Such 
agreements may, however, authorize a State or political subdivision there
of to use the air space above and below the established grade line of the 
highway pavement for the parking of motor vehicles provided such use does 
not interfere in any way with, the free flow of traffic on the Interstate’ 
System.
Section 113. Toll Roads, Bridges, and Tunnels.

(a) Approval as Part of Interstate System. Upon a finding by 
the Secretary of Commerce that such action will promote the development
of an integrated Interstate System, the Secretary is authorized to approve 
as part of the Interstate System any toll road, bridge, or tunnel, now or 
hereafter constructed which meets the standards adopted for the improve
ment of projects located on the Interstate System, whenever such toll road 
bridge, or tunnel is located on a route heretofore or hereafter designated 
as a part of the Interstate System: Provided, That no Federal-aid highway 
funds shall be expended for the construction, reconstruction, or improve
ment of any such toll road except to the extent hereafter permitted by law 
Provided further. That no Federal-aid highway funds shall be expended for 
the construction, reconstruction, or improvement of any such toll bridge 
or tunnel except to the extent now or hereafter permitted by law.

(b) Approaches Having Other Use. The funds authorized under this 
title, or under prior Acts, shall be available for expenditure on projects 
approaching any toll road, bridge, or tunnel to a point where such project 
will have some use irrespective of its use for such toll road, bridge, or 
tunnel.

(c) Approaches Having no Other Use. The funds authorized under 
section 108 (b)ofthis title, or under prior Acts, shall be available for 
expenditure on Interstate System projects approaching any toll road on the 
Interstate System, even though the project has no use other than as an 
approach to such toll road: Provided,, That agreement satisfactory to the 
Secretary of Commerce has been reached with the State prior to approval
of any such project (l) that the section of toll road will become free to 
the public upon the collection of tolls sufficient to liquidate the cost 
of the toll road or any bonds outstanding at the time constituting a valid 
lien against said section of toll road covered in the agreement and their 
maintenance and operation and debt service during, the period of toll col
lections, and (2) that there is One or more reasonably satisfactory alter
nate free routes available to traffic by which the toll section of the . 
System may be bypassed.

(d) Effect on Certain Prior Acts. Nothing in this title shall be 
deemed to repeal the Act approved March 3, 1927 (44 Stat. 1398), or sub
section (g) of section 204 of the National Industrial Recovery Act
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(48 Stat. 200), and such Acts are hereby amended to include tunnels as 
well as bridges. .
Section 114. Determination of Policy With Respect to Reimbursement for 
Certain Highways.

It is hereby declared to be the intent and policy of the Congress 
to determine whether or not the Federal Government should equitably reim
burse any State for a portion of a highway which is on the Interstate Sys
tem, whether toll or free, the construction of which has been completed 
subsequent to August 2, 194?s or which is either in actual use or under 
construction by contract, for completion, awarded not later than June 30, 
1957: Provided, That such highway meets the standards required by this 
title for. the Interstate System. The time, method, and amounts of such 
reimbursement, if any, shall be determined by the Congress following a 
study which the Secretary of Commerce is hereby authorized and directed to 
conduct, in cooperation with the State highway departments, and other, 
agencies as may be required, to determine-which highways in the Interstate 
System measure up to the standards required by this title, including all 
related factors of cost, depreciation, participation of Federal funds, and 
any other items relevant thereto. A complete report of the results of 
such study shall be Submitted to the Congress within ten days subsequent, 
to January 2, 1958.
Section 115« Prevailing Rate of Wage-.

(a) Application of Davis-Bacon Act. . The Secretary of Commerce 
shall take such action as may be necessary to insure that all laborers 
and mechanics employed by contractors or subcontractors on the initial con
struction work performed on highway projects on the Interstate System 
authorized under section 108 of this title shall be paid wages at rates 
not less than those prevailing cm the same type of work on similar con
struction in the immediate locality as-determined by the Secretary of Labor 
in accordance with the Act of August 30, 1935, known as the Davis-Bacon 
Act (40 D.S.C., sec. 2?6-a), , E,

.. (b) Consultation With State Highway Departments; Predetermination
of gates. In carrying out the duties of the foregoing subsection, the 
Secretary of Labor shall consult with the highway department of the State 
in which a project on the Interstate System is to be performed* After giv
ing due regard to the information thus obtained, he shall make a predeter
mination of the minimum wages to be paid laborers and mechanics in accord
ance with the provisions of the foregoing subsection which shall be set 
out in each project advertisement for bids and in each bid proposal form 
and shall be made a part of the contract covering the project.
Section 116. Declarations of Policy with Respect to Federal-Aid Highway 
Program. .

(a) Acceleration of Program. It is hereby declared to be in the 
national interest to accelerate the construction of the Federal-aid highway
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systems» including the Interstate System, since many of such highways, or 
portions thereof, are in fact inadequate to meet the needs of local and 
interstate commerce, the national and the civil defense,

(b) Completion of Interstate System; Progress Report on Federal- 
Aid Highway Program. It is further declared that one of the most important 
objectives of this Act is the prompt completion of the Interstate System. 
Insofar as possible in consonance with this objective, existing highways 
located on an interstate route shall be used to the extent that such use
is practicable, suitable, and feasible, it being the intent that local 
needs, to the extent practicable, suitable, and feasible, shall be given 
equal consideration, with the needs of interstate commerce. The Secretary 
of Commerce is hereby directed to submit to the Congress not later than 
February 1, 1959, a report on the progress made in attaining the objec
tives set forth, in this subsection and in subsection (a), together with 
recommendations'.

(c) Public Hearings. Any State highway department which submits 
plans for a Federal-aid highway project involving the bypassing of, or go
ing through, any city, town, or village, either incorporated or unincor
porated, shall certify to the Commissioner of Public Roads that it has had 
public hearings', or has afforded the opportunity for such hearings, and 
has considered the economic effects of such a location: Provided, That,
if such hearings have been held, a copy of the transcript of said hearings 
shall be submitted to the Commissioner of Public Roads, together with the 
certification.

(d) Participation by .Small Business Enterprises. It is hereby 
declared to be in the national interest to encourage and develop the ac
tual and potential capacity of small business and to utilize this impor
tant segment of our economy to the fullest practicable extent in construc
tion of the Federal-aid highway systems, including the Interstate System.
In order to carry out that intent and encourage full and free competition, 
the Secretary of Commerce should assist, insofar as feasible, small busi
ness enterprises in obtaining contracts in connection with the prosecution 
of the highway program.
Section 117» Highway Safety Study.

■
The Secretary of Commerce is authorized and directed to make a 

full and complete investigation and study for the purpose of determining 
what action can be taken by the Federal Government to promote the public 
welfare by increasing highway safety in the United States. In making such 
investigation and study the Secretary of Commerce shall give consideration 
to

(1) the need for Federal assistance to State and local govern
ments- in the enforcement of necessary highway safety and speed require
ments and the forms such assistance should take;

(2) the advisability and practicability of uniform State and lo
cal highway safety and speed laws and what steps should be taken by the
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"Sec. ?. There is hereby authorized an emergency fund in the 

amount of $30,000,000 for expenditure by the Secretary of Commerce, in 
accordance with the provisions of the Federal-Aid Eoad Act approved July 
11, 1916, as amended and supplemented, after receipt of an application 
therefor from the highway department of any State, in the repair or re
construction of highways and bridges on the Federal-aid highway systems, 
including the Interstate System, which he shall find have suffered seri
ous damage as the result of disaster over a wide area, such as by floods, 
hurricanes, tidal waves, earthquakes, severe storms, landslides, or other 
catastrophes in any part of the United States. The appropriation of such 
moneys as may be necessary for the establishment of the fund in accordance 
with the provisions of this section and for its replenishment on an annual 
basis is hereby authorized: Provided, That pending the appropriation of 
such sum, or its replenishment, the Secretary of Commerce may expend, from 
existing Federal-aid highway appropriations, such sums as may be necessary 
for the immediate prosectution of the work herein authorized, such appro
priations to be reimbursed from the appropriation herein authorized when 
made: Provided further. That no expenditures shall be made hereunder with 
respect to any such catastrophe in any State unless an emergency has been 
declared by the Governor of such State and concurred in by the Secretary 
of Commerce: Provided further, That the Federal share payable on account 
of any repair or reconstruction project provided for by funds made avail
able under this section shall not exceed 50 per centum of the cost thereof: 
And provided further. That the funds herein authorized shall be available 
for use on any projects programed and approved at any time during the fis
cal year ending June 30, 1956, and thereafter, which meet the provisions 
of this section, including projects which may have been previously approved 
during the fiscal year ending June 30, 1956, from any other category of 
funds under the Federal-Aid Road Act approved July 11, 1916, as amended 
and supplemented."
Section 119* Definition of Construction.

The definition of the term "construction" in section 1 of the 
Federal-Aid Highway Act of 1944 is hereby amended by inserting after "map
ping" the following: "(including the establishment of temporary and per
manent geodetic markers in accordance with specifications of the Coast and 
Geodetic Survey in the Department of Commerce)".
Section 120. Archeological and Paleontological Salvage.

Funds authorized by this title to be appropriated, to the extent 
approved as necessary by the highway department of any State, may be used 
for archeological and paleontogical salvage in that State in compliance 
with the Act entitled "An Act for the preservation of American antiqui
ties", approved June 8, 1906 (34 Stat. 225), and State laws where appli
cable.
Section 121. Mapping.

In carrying out the provisions of this title the Secretary of Com
merce may, wherever practicable, authorize the use of photogrammetric



164
methods in mapping, and the utilization of commercial enterprise for 
such services.
Section 122. Relationship of this Title to other Acts; Effective Date.

All provisions of the Federal—Aid Road Act approved July 11, 1916, 
together with all Acts amendatory thereof or supplementary thereto, not 
inconsistent with this title, shall, remain in full force and effect and 
be applicable hereto. All Acts or parts of Acts in any way inconsistent 
with the provisions of this title are hereby repealed. This title shall 
take effect on the date of the enactment of this Act.

TITLE II - HIGHWAY REVENUE ACT OF 1956
Section 201. Short Title Ibr Title II.

(a) Short Title. This title may be cited as the "Highway Reve
nue Act of 1956",

(b) Amendment of 195^ Code. Whenever in this title an amendment 
is expressed in terms of an amendment to a ..section or other provision, 
the reference shall be considered to be made to a section or other provi
sion of the Internal Revenue Code of 1954.
Section 202. Increase in Taxes on Diesel Fuel and on Special Motor Fuels.

(a) Diesel Fuel. Subsection (a) of section 4041 (relating to
tax on diesel fuel) is amended by striking out "2 cents a gallon" and in
serting in lieu thereof "5 cents a gallon", and by adding after paragraph
(2) the following:

"In the case of a liquid taxable under this subsection sold 
for use or used as a fuel in a diesel-powered highway vehicle (A) which 
(at the time of such sale or use) is not registered, and is not required 
to be registered, for highway use under the laws of any State or foreign 
country, or (B) which, in the case of a diesel-powered highway vehicle 
owned by the United States, is not used on the highway, the tax imposed 
by paragraph (l) or by paragraph (2) shall be 2 cents a gallon in lieu 
of 5 cents a gallon. If a liquid on which tax was imposed by paragraph 
(l) at the rate of 2 cents a gallon by reason of the preceding sentence 
is used as a fuel in a diesel-powered highway vehicle (A) which (at the 
time of such use) is registered, or is required to be registered, for 
highway use under the laws of any State or foreign country, or (B) which, 
in the case of a diesel-powered highway vehicle owned by the United
States, is used on the highway, a tax of 1 cent a gallon shall be imposed
under paragraph (2)."

(b) Special Motor Fuels. Subsection (b) of section 4o4l (relat
ing to special motor fuels) is amended by striking out "2 cents a gallon" 
and inserting in lieu thereof "5 cents a gallon", and by adding after 
paragraph (2) the following:
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"In the case of a liquid taxable under this subsection sold 

for use or used otherwise than as a fuel for the propulsion of a highway 
vehicle (A) which (at the time of such sale or use) is registered, or is 
required to be registered, for highway use under the laws of any State or 
foreign country, or (B) which, in the case of a highway vehicle .owned by 
the United States, is used on the highway, the tax imposed by paragraph 
(l) or by paragraph (2) shall be 2 cents a gallon in lieu of 3 cents a 
gallon. If a liquid on which tax was imposed by paragraph (l) at the rate 
of 2 cents a gallon by reason of the preceding sentence is used as a fuel 
for the propulsion of a highway vehicle (A) which (at the time of such 
use) is registered, or is required to be registered, for highway use under 
the laws of any State or foreign country, or (B) which, in the case of a
highway vehicle owned by the United States, is used on the highway, a tax
qf 1 cent a gallon shall be imposed under paragraph (2)."

(c) Rate Reduction. Subsection (c) of section 4o4l (relating to 
rate reduction) is amended to read as follows:

"(c) Rate Reduction. On and after July 1, 1972
"(1) the taxes imposed by this section shall be l/z

cents a gallon; and
"(2) the second and third sentences of subsections (a) 

and (b) shall not apply."
Section 203« Increase jn Tax on Trucks, Truck Trailers, Buses, etc.

So much of paragraph (1) of section 4061 (a) (relating to tax on 
trucks, truck trailers, buses, etc.) as precedes "Automobile truck chassis" 
is amended to read as follows:

"CD Articles taxable at 10 percent, except that on and after 
July 1, 1972> the rate shall be 5 percent-".
Section 204. . Increase in Taxes on Tires of the type used on Highway Vehi
cles; Tax on Tread Rubber, etc.

(a) In General. Section 4071 (relating to tax on tires and tubes) 
is amended to read as follows:

"Sec. 4071. Imposition of Tax.
"(a) Imposition and Rate of Tax. There is hereby imposed 

upon the following articles, if wholly or in part of rubber, sold by the 
manufacturer, producer, or importer, a tax at the following rates:

"(l) Tires of the type used on highway vehicles, 8
cents a pound.

"(2) Other tires, 5 cents a pound.
"(3) Inner tubes for tires, 9 cents a pound.
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"(4) Tread rubber, 3 cents a pound»

"(b) Determination of Weight. For purposes of this sec
tion, weight shall be based on total weight, except that in the case of
tires such total weight shall be exclusive of metal rims or rim bases.
Total weight of the articles shall be determined under regulations pre
scribed by the Secretary or his delegate.

"(c) Rate Reduction. On and after July 1, 1972
"(l) the tax imposed by paragraph (1) of subsection 

(a) shall be 5 cents a pound; and
"(2) paragraph (4) of subsection (a) shall not apply."

(b) Tread Rubber Defined. Section 4072 (defining the term "rub
ber") is amended to read as follows:

"Sec. 4072. Definitions.
"(a) Rubber. For purposes of this chapter, the term •rub

ber* includes synthetic and substitute rubber.
"(b) Tread Rubber. For purposes of this chapter, the term 

* tread rubber * means any material
"(1) which is commonly or.commercially known as tread 

rubber or camelback; or
"(2) which is a substitute for a material described

in paragraph (l) and is of a type used in recapping or retreading tires.
"(c) Tires of the Type Used on Highway Vehicles. For pur

poses of this part, the term ’tires of the type used on highway vehicles’
means tires of the type used on

"(l) motor vehicles which are highway vehicles, or
"(2) vehicles of the type used in connection with

motor vehicles which are highway vehicles.”
(c) Exemption of Certain Tread Rubber from Tax. Section 4073 

(relating to exemptions) is amended by adding at the end thereof the fol
lowing new subsection:

"(c) Exemption from Tax on Tread Rubber in Certain Cases.
Under regulations prescribed by the Secretary or his delegate, the tax
imposed by section 4071 (a) (4) shall not apply to tread rubber sold by
the manufacturer, producer, or importer, to any pbrson for use by such
person otherwise than in the recapping or retreading of tires of the type 
used on highway vehicles."
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.(d) Technical Amendments The table of sections for part II of 

subchapter A of chapter 32 is amended by striking out,
"Sec. 4072, Definition of rubber.”

and inserting in lieu thereof
"Sec. 4072. Definitions." ...

Section 203. Increase in Tax on Gasoline.,
Section 4o8l (relating to tax on gasoline) is amended to read as

follows:
"Sec. 4o8i. Imposition of Tax.
"(a) In General. There is hereby imposed on gasoline sold 

by the producer or importer thereof, or by any producer of gasoline, a tax 
of 3 cents a gallon.

"(b) Rate Reduction. On and after July 1, 1972, the tax 
imposed by this section shall be >V/z cents a gallon."
Section 206. Tax on use of Certain Vehicles.

(a) Imposition of Tax. Chapter 36 (relating to certain other ex
cise taxes) is amended by adding at the end thereof the following new sub
chapter :

"Subchapter D. Tax on Use of Certain Vehicles
"Sec. 4481. Imposition of tax.
"Sec. 4482. Definitions.
"Sec. 4483e Exemptions.
"Sec. 4484. Cross reference.

"Sec. 4481. Imposition of Tax.
"(a) Imposition of Tax. A tax is hereby imposed on the 

use of any highway motor vehicle which (together with the semitrailers and 
trailers customarily used in connection with highway motor vehicles of the 
same type as such highway motor vehicle) has a taxable gross weight of more 
than 26,000 pounds, at the rate of $1.50 a year for each 1,000 pounds of 
taxable gross weight or fraction thereof.

"(b) %  Whom Paid. The tax imposed.by this section shall
be paid by the person in whose name the highway motor vehicle is, or is 
required to be, registered under the law of the State in which such vehicle
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is, or is required to be, registered, or, in case the highway motor vehicle 
is owned by the United States, by the agency or instrumentality of the 
United States operating hhch vehicle.

"(c) Proration of Tax. If in any year the first use of 
the highway motor vehicle is after July 31? the tax shall be reckoned pro
portionately from the first day of the month in which such use occurs to 
and including the 30th day of June following.

"(d) One Payment Per Year. If the tax imposed by this sec
tion is paid with respect to any highway motor vehicle for any year, no 
further tax shall be imposed by this section for such year with respect to 
such vehicle.

"(e) Period Tax in Effect. The tax imposed by this sec
tion shall apply only to use after June 30, 1956, and before July 1, 1972.

"See. 4482 Definitions.
"(a) Highway Motor Vehicle. For purposes of this subchap

ter, the term 1highway motor vehicle* means any motor vehicle which is
a highway vehicle.

"(b) Taxable Gross Weight. For purposes of this subchap
ter, the term 1 taxable gross weight *, when used with respect to any high
way motor vehicle, means the sum of

"(1) the actual unloaded weight of
"(A) such highway motor vehicle fully equipped

for service, and
"(B) the semitrailers and trailers (fully 

equipped for service) customarily used in connection with highway motor 
vehicles of the same type as such highway motor vehicles, and

"(2) the weight of the maximum load customarily car
ried on highway motor vehicles of the same type as such highway motor ve
hicle and on the semitrailers and trailers referred to in paragraph (l)
(B).
Taxable gross weight shall be determined under regulations prescribed by 
the Secretary of his delegate (which regulations may include formulas or 
other methods for determining the taxable gross weight of vehicles by 
classes, specifications, or otherwise).

"(c) Other Definitions. For purposes of this subchapter
"(l) State. The term ’State* means a State, a Ter

ritory of the United States, and the District of Columbia.
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n(2) Year. The term ’year1 me#%s the one-year per

iod beginning on July I.
,,(3) Use. The term ’use* means use in the United 

States on the public highways.
"Sec. 4483. Exemptions.
"(a) State and Local Government Exemptions. Under regula

tions prescribed by the Secretary or his delegate, no tax shall be im
posed by section 448l bn the use of any highway motor vehicle by any State 
or any political subdivision of a State.

"(b) Exemption for United States. The Secretary may au
thorize exemption from the tax imposed by section 443l as to the use by 
the United States of any particular highway motor vehicle, or clgss of 
highway motor vehicles, if he determines that the imposition of such tax 
with respect to such use will cause substantial burden or expense which 
can be avoided by granting tax exemption and that full benefit of such 
exemption, if granted, will accrue to the United States.

"(c) Certain Transit-Type Buses. Under regulations pre
scribed by the Secretary or his delegate, no tax shall be imposed by sec
tion 4481 on the use of any bus which is of the transit type (rather than 
of the intercity type) by a person who, for the last 3 months of the pre
ceding year (or for such other period as the Secretary or his delegate 
may be regulations prescribe for purposes of this subsection), met the 
60-percent passenger fare revenue test set forth in section 6421 (b) (2) 
as applied to the period prescribed for purposes of this subsection.

"Sec. 4484. Cross Reference.
"For penalties and administrative provisions applicable to 

this subchapter, see subtitle F."
■(b) Mode and Time of Collection of Tax. Section 6302 (b) (re# 

iating to discretion as to method of collecting tax) is amended by insert
ing "section 448l of chapter 36," after "33,"«

(c) Technical Amendment. The table of subchapters for chapter 
36 is amended by adding at the end thereof the following:

"Subchapter D. Tax on use of certain vehicles."
Section 207. Floor Stocks Taxes.

(a) Imposition of Taxes. Subchapter F of chapter 32 (special 
provisions applicable to manufacturers excise taxes) is amended by re
numbering section 4226 as 4227 and by inserting after section 4225 the 
following new section:



170
"Sec. 4226. Floor Stocks Taxes.
"(a) In General.

"(1) 1956 Tax on Trucks, Truck Trailersa Bases,
Etc. On any article subject to tax under section 4061 (a) (1) (relating
to tax on trucks, truck trailers, buses, etc.) which, on July 1, 1956, 
is held by a dealer for sale, there is hereby imposed a floor stocks tax 
at the rate of 2 percent of the price for which the article was purchased 
by such dealer. If the price for which the article was sold by the manu
facturer, producer, or importer is established to the satisfaction of the 
Secretary or his delegate, then in lieu of the amount specified in the 
preceding sentence, the tax imposed by this paragraph shall be at the rate
of 2 percent of the price for which the article was sold by the manufac
turer , producer, or importer.

"(2) 1956 Tax on Tires of the Type Used on Highway
Vehicles. On tires subject to tax under section 4071 (a) (l) (as amended 
by the Highway Revenue Act of 1956) which, on July 1, 1956, are held

"(A) by a dealer for sale,
"(B) for sale on, or in connection with, other 

articles held by the manufacturer, producer, or importer of such other ar
ticles, or

"(C) for use in the manufacture or production
of other articles,
there is hereby imposed a floor stocks tax at the rate of 3 cents a pound. 
The tax imposed by this paragraph shall not apply to any tire which is 
held for sale by the manufacturer, producer, or importer of such tire or 
which will be subject under section 4218 (a) (2) or 4219 to the manufac
turers excise tax on tires.

"(3) 1956 Tax on Tread Rubber. On tread rubber sub
ject to tax under section 4071 (a) (4) (as amended by the Highway Revenue 
Act of 1956) which, on July 1, 1956, is held by a dealer, there is hereby 
imposed a floor stocks tax at the rate of 3 cents a pound. The tax im
posed by this paragraph shall not apply in the case of any person if such 
person establishes, to the satisfaction of the Secretary or his delegate, 
that all tread rubber held by him on July 1, 1956, will be used otherwise 
than in the recapping or retreading of tires of the type used on highway 
vehicles (as defined in section 4072 (c))«

"(4) 1956 Tax on Gasoline. On gasoline subject to
tax under section.4o8l which, on July 1, 1956, is held by a dealer for 
sale, there is hereby imposed a floor stocks tax at the rate of 1 cent a 
gallon. The tax imposed by this paragraph shall not apply to gasoline in 
retail stocks held at the place where intended to be sold at retail, nor 
to gasoline held for sale by a producer or importer of gasoline.
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"(b) Overpayment of Floor Stocks Taxes. Section 

64l6 shall apply in respect of the floor stocks taxes imposed by this sec
tion, so as to entitle, subject to all provisions of section 64l6, any
person paying such floor stocks taxes to a credit or refund thereof for
any of the reasons specified in section 64l6.

"(c) Meaning of Terms. For purposes of subsection
(a), the terms 'dealer' and 'held by a dealer' have the meaning assigned 
to them by section 6412 (a) (3).

"(d) Due Date of Taxes. The taxes imposed by sub
section (a) shall be paid at such time after September 30, 1956, as may 
be prescribed by the Secretary or his delegate,"

(b) Technical Amendment, The table of sections for subchapter F 
of chapter 32 is amended by striking out.

"Sec. 4226, Cross references," 
and inserting in lieu thereof

"Sec. 4226« Floor stocks taxes.
"Sec. 4227» Cross references."

Section 208. Credit or Refund of Tax.
(a) Floor Stocks Refunds. So much of section 6412 (relating to 

floor stocks refunds) as precedes subsection (d) is amended to read as 
follows:

"Sec. 6412. Floor Stocks Refunds.
"(a) In General

"(1) Passenger Automobiles, Etc. Where before April 
1, 1957i any article subject to the tax imposed.by section 406l (a) (2) 
has been sold by the manufacturer, producer, or importer and on such date 
is held by a dealer and has not been used and is intended for sale, there 
shall be credited or refunded (without interest) to the manufacturer, pro
ducer, or importer an amount equal to the difference between the tax paid 
by such manufacturer, producer, or importer on his sale of the article and 
the amount of tax made applicable to such article on and after April 1, 
1957, if claim for such credit or refund is filed with the Secretary or 
his delegate on or before August 10, 1957, based upon a request submitted 
to the manufacturer, producer, or importer before July 1, 1957, by the 
dealer who held the article in respect of which the credit or refund is 
claimed, and, on or before August 10, 1957, reimbursement has been made 
to such dealer by such manufacturer, producer, or importer for the tax re
duction on such article or written consent has been obtained from such 
dealer to allowance of such credit or refund.
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”(2) Trucks and Buses« Tires, Tread Rubber, and 

Gasoline. Where before July 1, 1972, any article subject to the tax im
posed by section 406l (a) (1), 4071 (a) Cl) or (4), or 4o8l has been 
sold by the manufacturer * producer, or importer and on such date is held 
by a dealer and has not been used and is intended for sale (or, in the 
case of tread rubber, is intended for sale or is held for use), there 
shall be credited or refunded (without interest) to the manufacturer, 
producer, or importer an amount equal to the difference between the tax 
paid by such manufacturer, producer, or importer on his sale of the ar
ticle and the amount of tax made applicable to such article on and after 
July 1, 1972, if claim for such credit or refund is filed with the Sec
retary or his delegate on or before November 10, 1972, based upon a re
quest submitted to the manufacturer, producer, or importer before Octo
ber 1, 1972, by the dealer who held the article in respect of which the 
credit or refund is claimed, and, on or before November 10, 1972, reim
bursement has been made to such dealer by such manufacturer, producer, 
or importer for the tax reduction on such article or written consent has 
been obtained from such dealer to allowance of such credit or refund. No 
credit or refund shall be allowable under this paragraph with respect to 
gasoline in retail stocks held at the place where intended to be sold at 
retail, nor with respect to gasoline held for sale by a producer or im
porter of gasoline.

"(3) Definitions. For purposes of this section
"(A) The term ’dealer1 includes a wholesaler, 

jobber, distributor, or retailer, or, in the case of tread rubber subject 
to tax under section 4071 (a) (4), includes any person (other than the 
manufacturer, producer, or importer thereof) who holds such tread rubber 
for sale or use.

"(B) An article shall be considered as 'held 
by a dealer* if title thereto has passed to such dealer (whether or not 
delivery to him has been made), and if for purposes of consumption title 
to such article or possession thereof has not at any time been transferred 
to any person other than a dealer.

"(b) Limitation on Eligibility for Credit or Refund. No 
manufacturer, producer, or importer shall be entitled to credit or refund 
under subsection (a) unless he has in his possession such evidence of the 
inventories with respect to which the credit or refund is claimed as may 
be required by regulations prescribed under this section.

"(e) Other Laws Applicable. All provisions of law, in
cluding penalties, applicable in respect of the taxes imposed by sections 
4061, 4071, and 408l shall, insofar as applicable and not inconsistent 
with subsections (a) and (b) of this section, apply in respect of the 
credits and refunds provided for in subsection (a) to the same extent as 
if such credits or refunds constituted overpayments of such taxes."
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(b) Special Caseso Section 64-16 (b) (2) (special cases in which 

tax payments considered overpayments) is amended by striking out the per
iod at the end of subparagraph (I) and inserting in lieu thereof a semi
colon, and by adding at the end thereof the following:

M(J) In the case of a liquid in respect of which tax was 
paid under section 404l (a) (1) at the rate of 3 cents a gallon, used or
resold for use as a fuel in a diesel-pokered highway vehicle (i) which
(at the time of such use or resale) is not registered, and is not required 
to be registered, for highway use under the laws of any State or foreign 
country, or (ii) which, in the case of a diesel-powered highway vehicle 
owned by the United States, is not used on the highway; except that the 
amount of any overpayment by reason of this subparagraph shall not exceed
an amount computed at the rate of 1 cent a gallon;

"(K) In the case of a liquid in respect of which tax was
paid under section 4o4l (b) (1) at the rate of 3 cents a gallon, used or
resold for use otherwise than as a fuel for the propulsion of a highway
vehicle (i) which (at the time of such use or resale) is registered, or is 
required to be registered, for highway use under the laws of any State or 
foreign country, or (ii) which, in the case of a highway vehicle owned by 
the United States, is used on the highway; except that the amount of any 
overpayment by reason of this subparagraph shall not exceed an amount com
puted at the rate of 1 cent a gallon;

"(L) In the case of a liquid in respect of which tax was
paid under section 4o4l at the rate of 3 cents a gallon, used during any
calendar quarter in vehicles while engaged in furnishing scheduled common 
carrier public passenger land transportation service along regular routes; 
except that (i) this subparagraph shall apply only if the 60 percent pas
senger fare revenue test set forth in section 6421 (b) (2) is met with re
spect to such quarter, and (ii) the amount of such overpayment for such 
quarter shall be an amount determined by multiplying 1 cent for each gal
lon of liquid so used by the percentage which such person’s tax-exempt 
passenger fare revenue (as defined in section 6421 (d) (2) derived from 
such scheduled service during such quarter was of his total passenger fare 
revenue (not including the tax imposed by section 4261, relating to the 
tax on transportation of persons) derived from such scheduled service dur
ing such quarter;

”(M) In the case of tread rubber in respect of which tax 
was paid under section 4071 (a) (4), used or resold for use otherwise than 
in the recapping or retreading of tires of the type used on highway vehi
cles (as defined in section 4072 (c)), unless credit or refund of such tax 
is allowable under subsection (b) (3)»"

(c) Payments to Ultimate Purchaserso Subchapter B of chapter 65 
(relating to rules of special application for abatements, credits, and re
funds) is amended by renumbering section 6421 as 6422 and by inserting af
ter section 6420 the following new section:
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"Sec. 6421. Gasoline used for Certain Nonhighway Purposes or 

by Local Transit Systems.
"(a) Nonhighway Uses. If gasoline is used otherwise than 

as a fuel in a highway vehicle (l) which (at the time of such use) is reg
istered, or is required to be registered, for highway use under the laws 
of any State or foreign country, or (2) which, in the case of a highway 
vehicle owned by the United States, is used on the highway, the Secretary 
or his delegate shall pay (without interest) to the ultimate purchaser of 
such gasoline an amount equal to 1 cent for each gallon of gasoline so 
used.

"(b) Local Transit Systems.
"(1) Allowance. If gasoline is used during any cal

endar quarter in vehicles while engaged in furnishing scheduled common 
carrier public passenger land transportation service along regular routes, 
the Secretary or his delegate shall, subject to the provisions of para
graph (2), pay (without interest) to the ultimate purchaser of such gaso
line the amount determined by multiplying

"(A) 1 cent for each gallon of gasoline so
used, by

"(B) the percentage which the ultimate pur
chaser's taxexempt passenger fare revenue derived from such scheduled ser
vice during such quarter was of his total passenger fare revenue (not in
cluding the tax imposed by section 4261, relating to the tax on transpor
tation of persons) derived from such scheduled service during such 
quarter.

"(2) Limitation. Paragraph (1) shall apply in re
spect of gasoline used during any calendar quarter only if at least 60 
percent of the total passenger fare revenue (not including the tax imposed 
by section 4261, relating to the tax on transportation of persons) derived 
during such quarter from scheduled service described in paragraph (l) by 
the person filing the claim was attributable to tax-exempt passenger fare 
revenue derived during such quarter by such person from such scheduled 
service.

"(c) Time for Filing Claim; Period Covered. Not more than 
one claim may be filed under subsection (a), and not morethan one claim 
may be filed under subsection (b), by any person with respect to gasoline 
used during the one-year period ending on June 30 of any year. No claim 
shall be allowed under this section with respect to any one-year period 
unless filed on or before September 30 of the year in which such one-year 
period ends. ,

"(d) Definitions. For purposes of this section
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"(I) Gasoline. The term 'gasolinef has the meaning 

given to such term by section ^082 (b).
"(2) Tax-Exempt Passenger Fare Revenue. The term 

’tax-exempt passenger fare revenue’ means revenue attributable to fares 
which were exempt from the tax imposed by section 4261 by reason of sec
tion 4262 (b) (relating to the exemption for commutation travel, etc.).

"(e) Exempt Sales; Other Payments or Refunds Available.
"(1) Exempt Sales. No amount shall be paid under 

this section with respect to any gasoline which the Secretary or his dele
gate determines was exempt from the tax imposed by section 4081. The 
amount which (but for this sentence) would be payable under this section 
with respect to any gasoline shall be reduced by any other amount which 
the Secretary or his delegate determines is payable under this section, or 
is refundable under any provision of this title, to any person with re
spect to such gasoline.

"(2) Gasoline Used on Farms. This section shall not 
apply in respect of gasoline which was (within the meaning of paragraphs
(l), (2), and (3) of section 6420 (c)) used on a farm for farming purposes.

"(f) Applicable Laws.
"(1) In General. All provisions of law, including 

penalties, applicable in respect of the tax imposed by section 4o8l shall, 
insofar as applicable and not inconsistent with this section, apply in re
spect of the payments provided for in this section to the same extent as 
if such payments constituted refunds of overpayments of the tax so imposed.

"(2) Examination of Books and Witnesses. For the 
purpose of ascertaining the correctness of any claim made under this sec
tion, or the correctness of any payment made in respect of any such claim, 
the Secretary or his delegate shall have the authority granted by para
graphs (l), (2), and (3) of section 7602 (relating to examination of books 
and witnesses) as if the claimant were the person liable for tax.

"(g) Regulations. The Secretary or his delegate may be 
regulations prescribe the conditions, not inconsistent with the provisions 
of this section, under which payments may be made under this section. .

"(h) Effective Date. This section shall apply only with 
respect to gasoline purchased after June 30, 1956, and before July 1, 1972.

"(i) Cross References.
"(1) For reduced rate of tax in case of diesel fuel 

and special motor fuels used for certain nonhighway purposes, see subsec
tions (a) and (b) of section 4o4l.
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"(2) For partial refund of tax in case of diesel 

fuel and special motor fuels used for certain nonhighway purposes, see 
section 64l6 (b) (2) (J) and (&)«

"(3) For partial refund of tax in case of diesel 
fuel and special motor fuels used by local transit systems, see section 
6416 (b) (2) (L).

"(4) For civil penalty for excessive claims under 
this section, see section 6675»

"(5) For fraud penalties, etc.) see chapter 75 
(section 7201 and following, relating to crimes, other offenses, and for
feitures).”

(d) Technical Amendments.
(1) Section 6206 (relating to special rules applicable to 

excessive claims) is amended
(A) by striking out "Section 6420” in the heading and

inserting in lieu thereof "Sections 6420 and 6421";
(B) by inserting after "6420" in the first sentence

thereof "or 6421"; and
(C) by inserting after "6420" in the second sentence 

thereof "or 6421, as the case may be".
(2) Section 6675 (relating to excessive claims for gasoline 

used on farms) is amended
(A) by striking out "For Gasoline used on Farms" in the 

heading and inserting in lieu thereof "With Respect to the use of Certain 
Gasoline";

(B) by inserting after "6420 (relating to gasoline used 
on farms)" in subsection (a) thereof "or 6421 (relating to gasoline used 
for certain nonhighway purposes or by local transit systems)"; and

(C) by inserting after "6420" in subsection (b) thereof 
"or 6421, as the case may be,".

(3) Section 7210 (relating to failure to obey summons) is 
amended by inserting after "sections 6420 (e) (2)," the following: "6421 
(f) (2),".

(4) Section 7603 (relating to service of summons) and 7604 
(relating to enforcement of summons) and the first sentence of section 
7605 (relating to time and place of examination) are each amended by in
serting after "section 6420 (e) (2)" wherever it appears a comma and the
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following: "6421 (f) ( 2 ) The second sentence of section 7605 is 
amended by inserting after "section 6420 (e) (2)" the following: "or 6421
(f) (2)".

(e) Clerical Amendments.
(!) Section 4084 is amended to read as follows:

"Sec. 4084. Cross References.
"(1) For provisions to relieve farmers from excise 

tax in the case of gasoline used on the farm for farming purposes, see 
section 6420.

"(2) For provisions to relieve purchasers of gaso
line from excise tax in the case of gasoline used for certain nonhighway 
purposes or by local transit systems, see section 6421."

(2) The table of sections for subpart A of part III of sub
chapter A of chapter 32 is amended by striking out

"Sec. 4084. Relief of farmers from tax in case of gas
oline used on the farm."
and inserting in lieu thereof

"Sec. 4o84. Cross references.”
(3) The table of sections for subchapter A of chapter 63 is 

amended by striking out
"Sec. 6206. Special rules applicable to excessive claims 

under section 6420."
and inserting in lieu thereof

"Sec. 6206. Special rules applicable to excessive
claims under sections 6420 and 6421." "

(4) The table of sections for subchapter B of chapter 65 is 
amended by striking out

"Sec. 6421. Cross references." 
and inserting in lieu thereof

"Sec. 6421. Gasoline used for certain nonhighway pur
poses or by local transit systems.

"Sec. 6422. Cross references»"
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(A) 40 percent of the refunds in respect of articles

subject to the tax imposed by section 406l (a) (1) of such Code (trucks, 
buses, etc.);

(B) 100 percent of the refunds in respect of articles
subject to tax under section 4071 (a) (l) or (4) of such Code (tires of 
the type used on highway vehicles and tread rubber); and

(C) 66 2/3 percent of the refunds in respect of gaso
line subject to tax under section 408l of such Code.

(g) Adjustments of Apportionments. The Secretary of the Treas
ury shall from time to time, after consultation with the Secretary of 
Commerce, estimate the amounts which will be available in the Highway 
Trust Fund (excluding repayable advances) to defray the expenditures 
which will be required to be made from such fund. In any case in which 
the Secretary of the Treasury determines that, after all other expendi
tures required to be made from the Highway Trust Fund have been defrayed, 
the amounts which will be available in such fund (excluding repayable 
advances) will be insufficient to defray the expenditures which will be 
required as a result of the apportionment to the States of the amounts 
authorised to be appropriated for any fiscal year for the construction, 
reconstruction, or improvement of the Interstate System, he shall so ad
vise the Secretary of Commerce, and shall further advise the Secretary of 
Commerce as to the amount which, after all other expenditures required 
to be made from such fund have been defrayed, will be available in such 
fund (excluding repayable advances) to defray the expenditures required 
as a result of apportionment to the States of Federal-aid highway funds 
for the Interstate System for such fiscal year. The Secretary of Com
merce shall determine the percentage which such amount is of the amount 
authorized to be appropriated for such fiscal year for the construction, 
reconstruction, or improvement of the Interstate System and, notwithstand
ing any other provision of law, shall thereafter apportion to the States 
for such fiscal year for the construction, reconstruction, or improve
ment of the Interstate System, in lieu of the amount which but for the 
provisions of this subsection would be so apportioned, the amount obtained 
by multiplying the amount authorized to be appropriated for such fiscal 
year by such percentage. Whenever the Secretary of the Treasury deter
mines that there will be available in the Highway Trust Fund (excluding 
repayable advances) amounts which, after all other expenditures required 
to be made from such fund have been defrayed, will be available to defray 
the expenditures required as a result of the apportionment of any Federal 
aid highway funds for the Interstate System previously withheld from ap
portionment for any fiscal year, he shall so advise the Secretary of Com
merce and the Secretary of Commerce shall apportion to the States such 
portion of the funds so withheld from apportionment as the Secretary, of 
the Treasury has advised him may be so apportioned without causing ex
penditures from the Highway Trust Fund for the Interstate System to ex
ceed amounts available in such fund (excluding repayable advances) to 
defray such expenditures. Any funds apportioned pursuant to the provi
sions of the preceding sentence shall remain available for expenditure
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than such average rate. Such special obligations shall be issued only if 
the Treasury determines that the purchase of other interest-bearing obli
gations of the United States9 or of obligations guaranteed as to both 
principal and interest by the United States on original issue or at the 
market price, is not in the public interest. Advances to the Trust Fund 
pursuant to subsection (d) shall not be invested.

(3) Sale of Obligations. Any obligation acquired by the 
Trust Fund (except special obligations issued exclusively to the Trust 
Fund) may be sold by the Secretary of the Treasury at the market price, 
and such special obligations may be redeemed at par plus accrued interest.

(4) Interest and Certain Proceeds. The interest on, and 
the proceeds from the sale or redemption of, any obligations held in the 
Trust Fund shall be credited to and form a part of the Trust Fund.

(f) Expenditures from Trust Fund.
(1) Federal-Aid Highway Program. Amounts in the Trust Fund 

shall be available, as provided by appropriation.Acts, for making expendi
tures after June 30, 1956, and before July 1, 1972, to meet those obliga
tions of the United States heretofore or hereafter incurred under the 
Federal-Aid Road Act approved July 11, 1916, as amended and supplemented, 
which are attributable to Federal-aid highways (including those portions 
of general administrative expenses of the Bureau of Public Roads payable 
from such appropriations).

(2) Repayment of Advances from General Fund. Advances made 
pursuant to sub section (d) shall be repaid, and interest on such advances 
shall be paid, to the general fund of the Treasury when the Secretary of 
the Treasury determines that moneys are available in the Trust Fund for 
such purposes. Such interest shall be at rates computed in the same man
ner as provided in subsection (e) (2) for special obligations and shall 
be compounded annually.

(3) Transfers from Trust Fund for Gasoline used on Farms 
and for Certain other Purposes. The Secretary of the Treasury shall pay 
from time to time from the Trust Fund into the general fund of the Treas
ury amounts equivalent to the amounts paid before July 1, 1973, under 
sections 6420 (relating to amounts paid in respect of gasoline used on 
farms) and 6421 (relating to amounts paid in respect of gasoline used for 
certain nonhighway purposes or by local transit systems) of the Internal 
Revenue Code of 1954 on the basis of.claims filed for periods beginning
after June 30, 1956, and ending before July 1, 1972.

(4) Floor Stocks Refunds. The Secretary of the Treasury 
shall pay from time to time from the Trust Fund into the general fund of 
the Treasury amounts equivalent to the following percentages of the floor 
Stocks refunds made before July 1, 1973$ under section 6412 (a) (2) of 
the Internal Revenue Code of 1954
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(B) 20 percent of the tax under section 4o6l (a) (1)

(tax on trucks, buses, etc.);
(C) ypfe percent of the tax under section 4071 (a) (1) 

(tax on tires of the type used on highway vehicles); and
(D) 100 percent of the tax under section 448l (tax on

use of certain vehicles).
(3) Method of Transfer. The amounts appropriated by para

graphs (1) and (2) shall be transferred at least monthly from the general 
fund of the Treasury to the Trust Fund on the basis of estimates by the 
Secretary of the Treasury of the amounts, referred to in paragraphs (l) 
and (2), received in the Treasury. Proper adjustments shall be made in 
the amounts subsequently transferred to the extent prior estimates were 
in excess of or less than the amounts required to be transferred.

(d) Additional Appropriations to Trust Fund. There are hereby 
authorized to be appropriated to the Trust Fund, as repayable advances,
such additional sums as may be required to make the expenditures referred
to in subsection (f).

(e) Management of Trust Fund.
(1) In General. It shall be the duty of the Secretary of

the Treasury to hold the Trust Fund, and (after consultation with the Sec
retary of Commerce) to report to the Congress not later than the first day 
of March of each year on the financial condition and the results of the 
operations of the Trust Fund during the preceding fiscal year and on its 
expected condition and operations during each fiscal year thereafter up to 
and including the fiscal year ending June 30, 1973° Such report shall be 
printed as a House document of the session of the Congress to which the 
report.is made.

(2) Investment. It shall be the duty of the Secretary of
the Treasury to invest such portion of the Trust Fund as is not, in his 
judgment, required to meet current withdrawals. Such investments may be 
made only in interest-bearing obligations of the United States or in ob
ligations guaranteed as to both principal and interest by the United 
States. For such purpose such obligations may be acquired (A) on origi
nal issue at par, or (B) by purchase of outstanding obligations at the 
market price. The purposes for which obligations of the United States 
may be issued under the Second Liberty Bond Act, as amended, are hereby 
extended to authorize the issuance at par of special obligations exclus
ively to the Trust Fund. Such special obligations shall bear interest 
at a rate equal to the average rate of interest, computed as to the end 
of the calendar month next preceding the date of such issue, borne by all 
marketable interest-bearing obligations of the United States then forming 
a part of the Public Debt; except that where such average rate is not a 
multiple of one-eighth of 1 percent, the rate of interest of such special 
obligations shall be the multiple of one-eighth of 1 percent next lower
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(c) Transfer to Trust Fund of Amounts Equivalent to Certain Taxes.

(1) In General. There is hereby appropriated to the Trust 
Fund, out of any money in the Treasury not otherwise appropriated, amounts 
equivalent to the following percentages of the taxes received in the Treas
ury before July 1, 1972, under the following provisions of the Internal 
Revenue Code of 1954 (or under the corresponding provisions of prior reve
nue laws)

(A) 100 percent of the taxes received after June 30,
1956, under sections 4o4l (taxes on diesel fuel and special motor fuels)„ 
4071 (a) (4) (tax on tread rubber), and 4o8l (tax on gasoline);

(B) 20 percent of the tax received after June 30, 1956,
and before July 1, 1957, under section 406l (a) (1) (tax on trucks, buses, 
etc.)5

(C) 50 percent of the tax received after June 30, 1957,
under section 4061 (a) (1) (tax on trucks, buses, etc.);

(D) 37/a percent of the tax received after June 30, 1956, 
and before July 1, 1957, under section 4071 (a) (1) (tax on tires of the 
type used on highway vehicles)5

(E) 100 percent of the taxes received after June 30,
1957, under section 4071 (a) (1), (2), and (3) (taxes on tires of the type 
used on highway vehicles, other tires, and inner tubes);

(F) 100 percent of the tax received under section 448l
(tax on use of certain vehicles).; and

(G) 100 percent of the floor stocks taxes imposed by
section 4226 (a).
In the case of any tax described in subparagraph (A), (B), or (D), amounts 
received during the fiscal year ending June 30, 1957, shall be taken into 
account only to the extent attributable to liability for tax incurred af
ter June 30, 1956. .

(2) Liabilities Incurred Before July 1, 1972, for New or In
creased Taxes. There is hereby appropriated to the Trust Fund, out of any 
money in the Treasury not otherwise appropriated, amounts equivalent to 
the following percentages of the taxes which are received in the Treasury 
after June 30, 1972, and before July 1, 1973, and which are attributable
to liability for tax incurred before July 1, 1972, under the following pro
visions of the Internal Revenue Code of 1954

(A) 100 percent of the taxes under sections 404l (taxes
on diesel fuel and special motor fuels), 4071 (a) (4) (tax on tread rub
ber), and 4o8l (tax on gasoline)5
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(5) Section 6504 is amended by adding at the end thereof the 
following:

"(14) Assessments to recover excessive amounts paid under 
section 6421 (relating to gasoline used for certain nonhighway purposes 
or by local transit systems) and assessments of civil penalties under sec
tion 6675 for excessive claims under section 6421, see .section 6206."

(6) Section 6511 (f) is amended by adding at the end thereof the 
following:

"(6) For limitations in case of payments under section 6421 
(relating to gasoline used for certain nonhighway purposes or by local 
transit systems), see section 6421 (c)."

(7) Section 6612 (c) is amended by striking out "and" before 
"6420" and by inserting before the period at the end thereof the follow
ing: ",and 6421 (relating to payments in the case of gasoline used for 
certain nonhighway purposes or by local transit systems)",

(8) The table of sections for subchapter B of chapter 68 is 
amended by striking out

"Sec. 6675* Excessive claims for gasoline used on farms." 
and inserting in lieu thereof

"Sec. 6675♦ Excessive claims with respect to the use of cer
tain gasoline."
Section 209. Highway Trust Fund.

(a) Creation of Trust Fund. There is hereby established in the 
Treasury of the United States a trust fund to be known as the "Highway 
Trust Fund" (hereinafter in this section called the "Trust Fund"). The 
Trust Fund shall consist of such amounts as may be appropriated or credited 
to the Trust Fund as provided in this section.

(b) Declaration of Policy. It is hereby declared to be the policy 
of the Congress that if it hereafter appears

(1) that the total receipts of the Trust Fund (exclusive of 
advances under subsection (d) will be less than the total expenditures from 
such Fund (exclusive of repayments of such advances); or

(2) that the distribution of the tax burden among the vari
ous classes of persons using the Federal-aid highways or otherwise deriv
ing benefits from such highways, is not equitable,
the Congress shall enact legislation in order to bring about a balance of 
total receipts and total expenditures, or such equitable distribution, as 
the case may be.
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until the close of the third fiscal year following that in which appor
tioned o
Section 210« Investigation and Report to Congress»

(a) Purpose. The purpose of this section is to make available 
to the Congress information on the basis of which it may determine what 
taxes should be imposed by the United States, and in what amounts, in 
order to assure, insofar as practicable, an equitable distribution of the 
tax burden among the various classes of persons using the Federal-aid 
highways or otherwise deriving benefits from such highways.

(b) Study and Investigation. In order to carry out the purpose 
of this section, the Secretary of Commerce is hereby authorized and di
rected, in cooperation with other Federal officers and agencies (particu
larly the Interstate Commerce Commission) and with the State highway de
partments, to make a study and investigation of

(1). the.effects on design, construction, and maintenance of 
Federal-aid highways of (A) the use of vehicles of different dimensions, 
weights, and other specifications, and (B) the frequency of occurrences 
of such vehicles in the traffic stream,

(2) the proportionate share of the design, construction,
and maintenance costs of the Federal-aid highways attributable to each
class of persons using such highways, such proportionate share to be based 
on the effects referred to in paragraph (1) and the benefits derived from 
the use of such highways, and

(3) any direct and indirect benefits accruing to any class 
which derives benefits from Federal-aid highways, in addition to benefits 
from actual use of such highways, which are attributable to public ex
penditures for such highways.

(c) Coordination with Other Studies. The Secretary of Commerce 
shall coordinate the study and investigation required by this section 
with

(1) the research and other activities authorized by section
10 of the Federal-Aid Highway Act of 195^, and

(2) the tests referred to in section 108 (k) of this Act.
(d) Reports on Study and Investigation. The Secretary of Com

merce shall report to the Congress the results of the study and investi
gation required by this section. The final report shall be made as soon 
as possible but in no event later than March 1, 1959• On or before 
March 1, 1957, and on or before March 1, 1958, the Secretary of Commerce 
shall report to the Congress the progress that has been made in carrying 
out the study and investigation required by this section. Each such re
port shall be printed as a House document of the session of the Congress 
to which the report is made.
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(e) Funds for Study and Investigation» There are hereby author
ized to be appropriated out of the Highway Trust Fund such sums as may be 
necessary to enable the Secretary of Commerce to carry out the provisions 
of this sectiono
Section 211» Effective Date of Title,

This title shall take effect on the date of its enactment, except 
that the amendments made by sections 202, 203, 204, and 205 shall take 
effect on July 1, 1956o

TITLE III - SEPARABILITY 
Section 301 <■ Separability.

If any section, subsection, or other provision of this Act or the 
application thereof to any person or circumstance is held invalid, the re
mainder of this Act and the application of such section, subsection, or 
other provision to other persons or circumstances shall not be affected 
thereby.

Approved June 29, 1956«
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FEDERAL-AID HIGHWAY ACT OF 1958
AN ACT. To amend and supplement the Federal-Aid Road Act approved July3.
11, 1916 (39 Stat. 355), as amended and supplemented, and the Act ap
proved June 29, 1956 (70 Stat, 374), to authorize appropriations for con
tinuing the construction of highways, and for other purposes«

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled.
Section 1. Federal-Aid Highways.

(a) (1) Authorization of Appropriations. For the purpose of 
carrying out the provisions of the Federal-Aid Road Act approved July 11, 
1916 (39 Stat» 355), and all Acts amendatory thereof and supplementary 
thereto, there is hereby authorized to be appropriated the sum of 
$900,000,000 for the fiscal year ending June 30, I960; and the sum of 
$925»000,000 for the fiscal year ending June 30, 1961. The sums herein 
authorized for each fiscal year shall be available for expenditure as 
follows:

(A) 45 per centum for projects on the Federal-aid pri
mary highway system.

(B) 30 per centum for projects on the Federal-aid sec
ondary highway system.

(C) 25 per centum for projects on extensions of these
systems within urban areas.

(2) Apportionments. The sums authorized by this section shall 
be apportioned among the several States in the manner now provided by law 
and in accordance with the formulas set forth in section 4 of the Federal- 
Aid Highway Act of 1944, approved December 20, 1944 (58 Stat. 838).

(b) Availability for Expenditure. Any sums apportioned to any 
State under this section shall be available for expenditure in that State 
for two years after the close of the fiscal year for which such sums are 
authorized, and any amounts so apportioned remaining unexpended at the 
end of such period shall lapse: Provided, That such funds shall be deemed 
to have been expended if a sum equal to the total of the sums herein and 
heretofore apportioned to the State is covered by formal agreements with 
the Secretary of Commerce for construction, reconstruction, or improve
ments of specific projects as provided in this Act and prior Acts: Pro
vided further. That in the case of those sums heretofore, herein, or 
hereafter apportioned to any State for projects on the Federal-aid sec
ondary highway system, the Secretary of Commerce may, upon the request of
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any State, discharge his responsibility relative to the plans, specifica
tions , estimates, surveys, contract awards, design, inspection, and con
struction of such secondary road projects by his receiving and approving 
a certified statement by the State highway department setting forth that 
the plans, design, and construction for such projects are in accord with 
the standards and procedures of such State applicable to projects in this 
category approved by him: Provided further. That such approval shall not 
be given unless such standards and procedures are in accordance with the 
objectives set forth in section 1 (b) of the Federal-Aid„Highway Act of 
1950: And provided further. That nothing contained in the foregoing pro
visos shall be construed to relieve any State of its obligation now pro
vided by law relative to maintenance, nor to relieve the Secretary of Com
merce of his obligation with respect to the selection of the secondary 
system or the location of projects thereon, to make a final inspection 
after construction of each project, and to require an adequate showing of 
the estimated and actual cost of construction of each project. Any 
Federal-aid primary, secondary, or urban funds released by the payment of 
the final voucher or by modification of the formal project agreement shall 
be credited to the same class of funds, primary, secondary, or urban, 
previously apportioned to the State and be immediately available for ex
penditure.
Section 2. Additional Authorization of Appropriation of Federal-aid Pri
mary, Secondary, and Urban Funds, (a) Amount and ApportionmentFor the 
purpose of carrying out the provisions of the Federal-Aid Road Act ap
proved July 11, 1916 (39 Stat. 355), and all Acts amendatory thereof and 
supplementary thereto, there is hereby authorized to be appropriated for 
the fiscal year ending June 30, 1959» $400,000,000 in addition to any 
sums heretofore authorized for such fiscal year. The sum herein author
ized shall be apportioned: (A) 45 per centum for projects on the Federal- 
aid primary highway system, (B) 30 per centum for projects on the Fed- 
eral-aid secondary,highway system, and (C) 25 per centum for projects on 
extensions of these systems within urban areas among the several States 
immediately upon enactment of this Act in the manner now provided by law 
and in accordance with the formulas set forth in section 4 of the Federal- 
Aid Highway Act of 1944, approved December 20, 1944 (58 Stat. 838), using 
the same percentage distribution as was used in the apportionment of 
Federal-aid highway funds heretofore authorized for the fiscal year end
ing June 30, 1959

(b) Availability for Expenditure. The amounts authorized to be 
appropriated in section 2 (a) herein shall be available for expenditure 
pursuant to contracts awarded or work commenced by the State highway de
partments prior to December 1, 1958, for completion of construction prior 
to December 1, 1959, subject to delays caused by circumstances and condi
tions beyond the control of, and without the fault of any contractor on 
such contracts, and delays created by acts of God. Any amounts appor
tioned to a State under provisions of this section remaining unexpended 
on December 1, 1958, shall lapse: Provided, That such funds shall be 
deemed to have been expended when covered by contracts awarded or work
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commenced prior to December 1, 1958, and on account of which formal agree
ments with the Secretary of Commerce are entered into prior to January 1, 
195tj for specific projects.

(c) Expenditure Without Limitation as to System. The sums ap
portioned under this section shall be available for expenditure for projects 
on the primary or secondary Federal-aid systems, including extensions of 
these systems within urban areas, without limitation as to the amount of 
any class of funds, primary, secondary, or urban, apportioned for projects 
on any system.

(d) Federal Share. The Federal share payable on account of any 
project provided for by funds made available under the provisions of this 
section shall not exceed 66 2/3 per centum of the total cost thereof plus, 
in any State containing unappropriated and unreserved public lands and 
nontaxable Indian lands, individual and tribal, exceeding 5 per centum of 
the total area of all lands therein, a percentage of the remaining 33 1/3 
per centum of such cost equal to the percentage that the area of such 
lands in such State is of its total area: Provided.̂ That such Federal 
share payable on any project in any State shall not exceed 95 per centum 
of the total cost of such project.

(e) Authorization of Appropriation for Increasing Federal Share.
For the purpose of assisting any State in meeting the requirements for 
State funds to match any sums apportioned to such State under the provi
sions of this section, there is hereby authorized to be appropriated the 
sum of 1115,000,000, which sum may be used by the Secretary of Commerce 
upon the request of any State to increase the Federal share payable on 
account of any project provided for by funds made available under the pro
visions of this section: Provided, That the amount of such increase of 
the Federal share shall not exceed two-thirds of the State's share of the 
cost of such project.

(f) Repayment of Amounts used to Increase Federal Share. The 
total amount of such increases in the Federal share as are made pursuant 
to subsection (e) above, shall be repaid to the Federal Government by 
making deductions of sums equal to the amounts so expended for projects
on the Federal-aid primary highway system, the Federal-aid secondary high
way system and extensions of such systems in urban areas in two equal an
nual installments from the amounts available to such State for expenditure 
on such highways under any apportionment of funds herein or hereafter au
thorized to be appropriated therefor for the fiscal years ending June 30, 
1961, and #Une 30, 1962.

(g) Contract Authority. Approval by the Secretary of Commerce 
of any project on account of which the Federal share is increased under 
the provisions of this section shall be deemed a contractual obligation 
of the Federal Government for the payment of such increase in the Federal 
share, and its expenditure shall be governed by the provisions of sub
section (b) of this section.
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(h) Declaration of Intent. It is hereby declared to be the in

tent of the Congress that the sum authorized under subsection (a) of this
section shall be supplementary to,,and not in lieu of, any other sum here
tofore or herein authorized for expenditure on the Federal-aid primary or 
secondary systems, including extensions of these systems within urban 
areas, and is made available for the purpose of immediate acceleration of 
the rate of highway construction on these systems beyond that being ac
complished with funds heretofore authorized.
Section 3« Forest Highways and Forest Development Roads and Trails.

(a) Authorization of Appropriations. For the purpose of carrying
out the provisions of section 23 of the Federal Highway Act of 1921 (42
Stat. 218), as amended and supplemented, there is hereby authorized to be 
appropriated (l) for forest highways the additional sum of 85,000,000 for 
the fiscal year ending June 30, 1959, and the sum of $33,000,000 for each 
of the fiscal years ending June 30, I960, and June 30, 1961; and (2) for 
forest development roads and trails the additional sum of $5,000,000 for 
the fiscal year ending June 30, 1959, and the sum of $30,000,000 for each 
of the fiscal years ending June 30, I960, and June 30, 1961: Provided,
That with respect to any proposed construction or reconstruction of a tim
ber access road, advisory public hearings may be held at a place conveni
ent or adjacent to the area of construction or reconstruction with notice 
and reasonable opportunity for interested persons to present their views 
as to the practicability and feasibility of such construction or recon
struction: Provided further, That hereafter funds available for forest 
highways and forest development roads and trails shall also be available 
for adjacent vehicular parking areas and for sanitary, water, and fire 
control facilities: Provided further. That the additional sum authorized 
under this subsection for forest highways for the fiscal year ending
June 30, 1959, shall be apportioned for expenditure in each State, Alaska, 
and Puerto Rico immediately upon enactment of this Act: Provided further, 
That the additional amount herein authorized for the fiscal year ending 
June 30, 1959, and the amounts authorized herein for forest highways for 
each of the fiscal years ending June 30, I960, and June 30, 1961, shall 
be apportioned for expenditure in each State, Alaska, and Puerto Rico in 
the same percentage as the amounts apportioned for expenditure in each 
State, Alaska, and Puerto Rico from funds authorized for forest highways 
for the fiscal year ending June 30, 1958: And provided further, That when 
approved by the Secretary of Commerce, a State may use not to exceed the 
lesser of $500,000 or 5 per centum of the amounts apportioned to such 
State under section 1 hereof for each of the fiscal years ending June 30, 
I960, and June 30, 1961, for the construction, reconstruction, or improve
ment of forest highways on any of the Federal-aid highway systems and 
such sums may be expended in the same manner as funds authorized by this . 
section.

(b) Forest Highways Study. The Secretary of Commerce, in coop
eration with the Secretary of Agriculture and the appropriate officers of 
each State containing a national forest, the Commonwealth of Puerto Rico, 
and the Territory of Alaska, shall make a study to determine



190
(1) the roads of primary importance to a State, county, or 

community which are within, adjoining, or adjacent to a national forest 
and have not been designated as forest highways;

(2) the amount necessary to complete construction of. all
designated forest highways;

(3) the amounts necessary for the fiscal year ending June 30, 
1962, and for each of the nine succeeding fiscal years to survey, construct, 
reconstruct, and maintain (A) roads described in paragraph (1) of this sub
section if such roads were forest highways, and (B) roads designated as 
forest highways, in accordance with a program to be recommended by the 
Secretary of Agriculture; and

(4) the method by which the amounts determined pursuant to 
paragraph (3) of this subsection should be apportioned for expenditure in 
the several States, Alaska, and Puerto Rico.
The Secretary of Commerce shall report the results of such study to the
President and the Congress on or before January 1, i960.
Section 4. Roads and Trails in National Parks, Etc.

(a) National Parks, Etc. For the construction, reconstruction, 
and improvement of roads and trails, inclusive of necessary bridges, in 
national parks, monuments, and bther areas administered by the National 
Park Service, including areas authorized to be established as national 
parks and monuments, and national park and monument approach roads author
ized by the Act of January 31, 1931 (46 Stat. 1053), as amended, there is 
hereby authorized to be appropriated the sum of $18,000,000 for the fiscal 
year ending June 30, I960, and a like sum for the fiscal year ending
June 30, 1961.

(b) Parkways, For the construction, reconstruction, and improve
ment of parkways, authorized by Acts of Congress, on lands to which title 
is vested in the United States, there is hereby authorized to be appropri
ated the sum of $16,000,000 for the fiscal year ending June 30, i960, and 
a like sum for the fiscal year ending June 30, 1961.

(c) Indian Reservations and Lands. For the construction, recon
struction, and improvement of Indian reservation roads and bridges and 
roads and bridges to provide access to Indian reservations and Indian 
lands under the provisions of the Act approved May 26, 1928 (45 Stat. 750), 
there is hereby authorized to be appropriated the sum of $12,000,000 for. 
the fiscal year ending June 30, I960, and a like sum for the fiscal year 
ending June 30, 1961: Provided, That the location, type, and. design of all 
roads and bridges constructed shall be approved by the Secretary of Com
merce before any expenditures are made thereon, and all such construction 
shall be under the general supervision of the Secretary of Commerce.
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Section 5, Public Lands Highways.

For the purpose of carrying out the provisions of section 10 of 
the Federal-Aid Highway Act of 1950 (64 Stat. 785), there is hereby au
thorized to be appropriated for the survey, construction, reconstruction, 
and maintenance of main roads through unappropriated or unreserved public 
lands, nontaxable Indian lands, or other Federal reservations the addi
tional sum of 81,000,000 for the fiscal year ending June 30, 1959, and 
the sum of $3,000,000 for each of the fiscal years ending June 30, I960, 
and June 30, 1961,
Section 6. Special Provisions for Federal Domain Roads, Etc.

Any funds authorized herein for forest highways, forest develop
ment roads and trails, park roads and trails, parkways, Indian roads, and 
public lands highways shall be available for contract upon apportionment, 
or a date not earlier than one year preceding the beginning of the fiscal 
year for which authorized if no apportionment is required: Provided, That 
any amount remaining unexpended two years after the close of the fiscal 
year for which authorized shall lapse. The Secretary of the department 
charged with the administration of such funds is hereby granted authority 
to incur obligations, approve projects, and enter into contracts under 
such authorizations, and his action in doing so shall be deemed a con- . 
tractual obligation of the Federal Government for the payment of the cost 
thereof, and such funds shall be deemed to have been expended when so 
obligated. Any funds heretofore, herein, or hereafter authorized for any 
fiscal year for forest highways, forest development roads and trails, park 
roads and trails, parkways, Indian roads, and public lands highways shall 
be deemed to have been expended if a sum equal to the total of the sums 
authorized for such fiscal year and previous fiscal years since and in
cluding the fiscal year ending June 30, 1955, shall have been obligated. 
Any of such funds released by payment of final voucher or modification 
of project authorization shall be credited to the balance of unobligated 
authorizations and be immediately available for expenditure.
Section 7.

(a) Authorization Of Appropriations for Interstate System. Sec
tion 108 (b) of the Federal-Aid Highway Act of 1956 (70 Stat. 374) is 
hereby amended to read as follows:

"(b) Authorization of Appropriations. For the purpose of 
expediting the construction, reconstruction, or improvement, inclusive of 
necessary bridges and tunnels, of the Interstate System, including exten
sions thereof through urban areas, designated in accordance with the pro
visions of section 7 of the Federal-Aid Highway Act of 1944 (58 Stat.
838), there is hereby authorized to be appropriated the additional sum of 
$1,000,000,000 for the fiscal year ending June 30, 1957, which sum shall 
be in addition to the authorization heretofore made for that year, the 
additional sum of |1,700,000,000 for the fiscal year ending June 30, 1958, 
the additional sum of $2,200,000,000 for the fiscal year ending June 30,
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1959» the additional sum of $2,500,000,000 for the fiscal year ending 
June 30, I960, the additional sum of $2,500,000,000 for the fiscal year 
ending June 30, 1961, the additional sum of $2,200,000,000 for the fiscal 
year ending June 30, 1962, the additional sum of $2,200,000,000 for the 
fiscal year ending June 30, 1963, the additional sum of $2,200,000,000 
for the fiscal year ending June 30, 1964, the additional sum of $2,200.,- 
000,000 for the fiscal year ending June 30, 1965» the additional sum of 
$2,200,000,000 for the fiscal year ending June 30, 1966, the additional 
sum of $2,200,000,000 for the fiscal year ending June 30, 196?, the ad
ditional sum of $1,500,000,000 for the fiscal year ending June 30, 1968, 
and the additional sum of $1,025,000,000 for the fiscal year ending 
June 30, 1969."

(b) Apportionments. Any portion of the additional sum author
ized for the fiscal year ending June 30, .1959, by section 108 (b) of the
Federal-Aid. Highway Act of 1956, as amended by this section, that has not
been apportioned heretofore shall be apportioned immediately upon enact
ment of this Act, using certifications previously furnished by the States 
pursuant to section 108 (j) of the Federal-Aid Highway Act of 1956 and 
using the same percentage distributions as were used heretofore in the ap
portionment of funds authorized by section 108 (b) of the Federal-Aid
Highway Act of 1956 for the fiscal year ending June 30, 1959°
Section 8, Approval of Estimate of Cost of Completing the interstate 
System.

The estimate of cost of completing the Interstate System in each 
State, transmitted to the Congress on January 7, 1958, by the Secretary 
of Commerce pursuant to the provisions of section 108 (d) of the Act ap
proved June 29, 1956 (70 Stat. 374), and published as House Document Num
bered 300, Eighty-fifth Congress, second session, is hereby approved as 
the basis for making the apportionment of the funds authorized for the 
Interstate System for the fiscal year ending June 30, i960.
Section 9» Apportionment of Federal-Aid Highway Funds for Fiscal Years 
'1959 and i960. Notwithstanding the provisions of section 209 (g) of the 
Act approved June 29, 1956 (70 Stat. 374), the Secretary of Commerce is 
authorized and directed to apportion among the several States in the man
ner provided by law, all of the funds authorized for the fiscal years 
1959 and I960, for the Interstate System and the Federal-aid primary and 
secondary highway systesm, including extensions thereof within urban 
areas.
Section 10. Payments for Stockpiled Materials. The first sentence of the 
second paragraph of section 13 of the Federal Highway Act, approved Novem
ber 9, 1921 (42 Stat. 212), is amended by inserting before the period at 
the end thereof the following: ’’plus the United States pro rata part of 
the value Of the materials which have been stockpiled in the vicinity of 
such construction or reconstruction in conformity to said plans and speci
fications”.
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Section 11.

Subsection (a) of section 111 of the Federal-Aid Highway Act of 
1956 is.amended to read as follows:

"(a) Availability of Federal Funds for Reimbursement to States. 
Subject to the conditions contained in this section, whenever a State 
shall pay for the cost of relocation of utility facilities necessitated 
by the construction of a project on the Federal-aid primary of secondary 
systems or on the Interstate System, including extensions thereof within 
urban areas. Federal funds may be used to reimburse the State for such 
cost in the same proportion as Federal funds are expended on the project: 
Provided« That Federal funds shall not be reimbursed to any State under 
this section when the payment to the utility violates the law of the 
State or violates a legal contract between the utility and the State: Pro
vided further. That such reimbursement shall be made only after evidence 
satisfactory to the Secretary shall have been presented to him substanti
ating the fact that the State has paid such cost from its own funds with 
respect to Federal-aid highway projects for which Federal funds are obli
gated subsequent to the date of enactment of the Federal-Aid Highway Act 
of 1958 for work, including relocation of utility facilities."
Section 12. The Federal-Aid Highway Act of 1956 (70 Stat, 37*0 is amended 
by renumbering section 122 as section 123 and inserting a new section 122, 
as follows:

"Sec. 122. Areas Adjacent to the Interstate System,
"(a) National Policy. To promote the safety, 

convenience, and enjoyment of public travel and the free flow of interstate 
commerce and to protect the public investment in the National System of 
Interstate and Defense Highways, it is hereby declared to be in the public 
interest to encourage and assist the States to control the use of and to 
improve areas adjacent to the Interstate System by controlling the erec
tion and maintenance of outdoor advertising signs, displays, and devices 
adjacent to that system6 It is hereby declared to be a national policy 
that the erection and maintenance of outdoor advertising signs, displays, 
or devices within six hundred and sixty feet of the edge of the right-of- 
way and visible from the main-traveled way of all portions of the Inter
state System constructed upon any part of right-of-way, the entire width 
of which is acquired subsequent to July 1, 1956, should be regulated, con
sistent with national standards to be prepared and promulgated by the Sec
retary, which shall include only the following four types of signs, and no 
signs advertising illegal activities:

"(I) Directional or other official signs 
or notices that are required or authorized by law.

"(2) Signs advertising the sale or lease 
of the property Upon which they are located.
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11 (3) Signs erected or maintained pursuant 
to authorization or permitted under State law, and not inconsistent with 
the national policy and standards of this section, advertising activities 
being conducted at a location within twelve miles of the point at which 
such signs are located»

”(4) Signs erected or maintained pursuant 
to authorization in State law and not inconsistent with the national pol
icy and standards of this section, and designed to give information in the 
specific interest of the traveling public.

"(b) Agreements. The Secretary of Commerce is 
authorized to enter into agreements with State highway departments (in
cluding such supplementary agreements as may be necessary) to carry out 
the national policy set forth in subsection (a) of this section with re
spect to the Interstate System within the State. Any such agreement shall 
include provisions for regulation and control of the erectioneand main
tenance of advertising signs, displays, and other advertising devices in 
conformity with the standards established in accordance with subsection 
(a) and may include, among other things, provisions for preservation of 
natural beauty, prevention of erosion, landscaping, reforestation, de
velopment of viewpoints for scenic attractions that are accessible to the 
public without charge, and the erection of markers, signs, or plaques, 
and development of areas in appreciation of sites of historical signifi
cance. Upon application of the State, any such agreement may, within the 
discretion of the Secretary of Commerce, consistent with the national pol
icy, provide for excluding from application of the national standards 
segments of the Interstate System which traverse incorporated municipali
ties wherein the use of real property adjacent to the Interstate System 
is subject to municipal regulation or control, or which traverse other 
areas where the land use is clearly established by State law as indus
trial or commercial; Provided, however. That any such segment excluded 
from the application of such standards shall not be considered in com
puting the increase of the Federal share payable on account thereof.

"(c) Federal Share. Notwithstanding the pro
visions of section 2 of the Federal-Aid Highway Act of 1944 (58 Stat.
838), if an agreement pursuant to this section has been entered into with 
any State prior to July 1, 1961, the Federal share payable on account of 
any project on the Interstate System within that State provided for by 
funds authorized under the provisions of section 108 of this Act, to 
which the national policy and the agreement apply, shall be increased by 
one-half of one per centum of the total cost thereof, not including any 
additional cost that may be incurred in the carrying out of the agreement: 
Provided, That the increase in the Federal share which is payable here
under shall be paid only from appropriations from moneys in the Treasury 
not otherwise appropriated, which such appropriations are hereby authorized.

"(d) Whenever any portion of the Interstate Sys
tem is located upon or adjacent to any public lands or reservations of the 
United States, the Secretary of Commerce may make such arrangements and
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enter into such agreements with the agency having jurisdiction over such 
lands or reservations as may be necessary to carry out the national policy 
set forth in subsection (a) of this section, and any such agency is hereby 
authorized and directed to cooperate fully with the Secretary of Commerce 
in this connectiono

"(e) Whenever a State shall acquire by purchase 
or condemnation the right to advertise or regulate advertising in an area 
adjacent to the right-of-way of a project on the Interstate System for the 
purpose of implementing this section, the cost of such acquisition shall 
be considered as a part of the cost of construction of such project and 
Federal funds may be used to pay the Federal pro rata share of such cost: 
Provided * That reimbursement to the State shall be made only with respect 
to that portion of such cost which does not exceed 5 per centum of the 
cost of the right-of-way for such project."
Section 15. Public Hearings.

Section 116 (c) of the Federal-Aid Highway Act of 1956 is amended 
by inserting therein, immediately before the colon preceding the proviso, 
a semicolon and the following: "and any State highway department which
submits plans for an Interstate System project shall certify to the Sec
retary of Commerce that it has had public hearings at a convenient loca
tion, or has afforded the opportunity for such hearings, for the purpose 
of enabling persons in rural areas through or contiguous to whose property 
the highway will pass to express any objections they may have to the pro
posed location of such highway".
Section 14, Relationship of This Act to other Acts: Effective Date.

All provisions of the Federal-Aid Road Act approved July 11, 1916, 
together with all Acts amendatory thereof or supplementary thereto, not 
inconsistent with this Act, shall remain in full force and effect and be 
applicable hereto. All Acts or parts of Acts in any way inconsistent with 
the provisions of this Act are hereby repealed. This Act shall take effect 
on the date of enactment. r
Section 15» Short Title.

This Act may be cited as the ^Federal-Aid Highway Act of 1958". 
Approved April 16, 1958.



FEDERAL-AID HIGHWAY ACT OF 1959
AN ACT. To amend the Federal-Aid Highway Acts of 1956 and 1958 to make 
certain adjustments in the Federal-aid highway program, and for other 
purposes„

Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembled.

TITLE I - FEDERAL-AID HIGHWAY PROGRAM
Section 101. Short Title.

This Act may be cited as the "Federal-Aid Highway Act of 1959"«
Section 102. Revision of Authorization of Appropriations for Interstate 
System.

Subsection (b) of section 108 of the Federal—Aid Highway Act of
1956, as amended, is amended by striking out "the additional sum of
$2,500?000,000 for the fiscal year ending June 30, 1961," and inserting 
in lieu thereof the following: "the additional sum of $2,000,000,000 for 
the fiscal year ending June 30, 1961,".
Section 103» Extension of Approval of Estimate of Cost of Completing In
terstate System.

Section 8 of the Federal-Aid Highway Act of 1958, as amended, is 
hereby further amended by striking out "the fiscal years ending June 30, 
i960, and June 30, 1961." and inserting in lieu thereof "the fiscal years 
ending June 30, I960, 1961, and 1962."
Section 104. Parkways. „ .

For the purpose of carrying out the provisions of section 4 (b) 
of the Federal-Aid Highway Act of 1958 (72 Stat. 95), there is hereby 
authorized to be appropriated for the construction, reconstruction, and 
improvement of parkways, authorized by Acts of Congress, on lands to which 
title is vested in the United States, the additional sum of $2,000,000 for 
the fiscal year ending June 30, i960.
Section 105. National System of Interstate and Defense Highway Mileage 
Study for Alaska and Hawaii.

The Secretary of Commerce is authorized and directed to make a 
study of the need for the extension of the National System of Interstate 
and Defense Highways within the States of Alaska and Hawaii, and report
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the results of such study to the Congress within ten days subsequent to 
January 4, I960. The report shall include recommendations as to the ap
proximate routes and mileages thereof which should be included in such 
system within those States,
Section 106. Exemption from National Standards of Certain Areas Adjacent 
to the Interstate System,

That subsection (b) of title 23 »• section 131 of the United States 
Code is amended by striking therefrom the following language; "Upon ap
plication of the State, any such agreement may, within the discretion of 
the Secretary of Commerce consistent with the national policy, provide for 
excluding from application of the national standards segments of the In
terstate System which traverse incorporated municipalities wherein the use 
of real property adjacent to the Interstate System is subject to municipal 
regulation or control, or which traverse other areas where the land use 
is clearly established by State law as industrial or commercial;" and sub
stituting therefor the following language; "Agreements entered into be
tween the Secretary of Commerce and State highway departments under this 
section shall not apply to those segments of the Interstate System which 
traverse commercial or industrial zones within the presently existing 
boundaries of incorporated municipalities wherein the use of real property 
adjacent to the Interstate System is subject to municipal regulation or
control, or which traverse other areas where the land use, as of the date
of approval of this Act, is clearly established by State law as industrial 
or commercial;"
Section 107. Emergency Relief.

(a) That section 125 of title 23, United States Code, is amended 
to read as follows:

"S 125. Emergency relief
"(a) An emergency fund is authorized for expendi

ture by the Secretary, subject to the provisions of this section and sec
tion 120, for the repair or reconstruction of highways, roads, and trails 
which he shall find have suffered serious damage as the result of disaster 
over a wide area, such as by floods, hurricanes, tidal waves, earthquakes, 
severe storms, landslides, or other catastrophes in any part of the United 
States. The(appropriation of such moneys, not to exceed $30,000,000, as 
may be necessary for the initial establishment of this fund and for its 
replenishment on an annual basis is authorised. Pending such appropria
tion or replenishment the Secretary may expend from any funds heretofore 
or hereafter appropriated for expenditure in accordance with the provi
sions of this title, including existing Federal-aid appropriations, such 
sums as may be necessary for the immediate prosecution of the work herein 
authorized, such appropriations to be reimbursed from the appropriations 
herein authorized when made.
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"(b) The Secretary may expend funds from the emer

gency fund herein authorized for the repair or reconstruction of highways 
on the Federal-aid highway systems, including the Interstate System, in 
accordance with the provisions of this chapter. Except as to highways, 
roads, and trails mentioned in subsection (c) of this section, no funds 
shall be so expended unless the Secretary has received an application 
therefor from the State highway department, and unless an emergency has 
been declared by the Governor of the State and concurred in by the Sec
retary .

"(c) The Secretary may expend funds from the emer
gency fund herein authorized, either independently or in cooperation with 
any other branch of the Government, State agency, organization, or per
son, for the repair or reconstruction of forest highways, forest develop
ment roads and trails, park roads and trails, and Indian reservation 
roads, whether or not such highways, roads, or trails are on any of the 
Federal-aid highway systems."

(b) Subsection (f) of section 120 of title 23, United States 
Code, is amended to read as follows:

"(f) The Federal share payable on account of any repair dr 
reconstruction provided for by funds made available under section 125 of 
this title shall not exceed 50 per centum of the cost thereof, except that 
the Federal share payable on account of any repair or reconstruction of 
forest highways, forest development roads and trails, park roads and 
trails, and Indian reservation roads may amount to 100 per centum of the 
cost thereof, whether or not such highways, roads, or trails are on any 
Federal-aid highway system. Any project agreement for which the final 
voucher has not been approved by the Secretary on or before the date of 
this Act may be modified to provide for the Federal share authorized 
herein."
Section 108. Increase in Amount Authorized for Bridges over Federal Dams.

That subsection (d) of section 320 of title 23, United States Code, 
entitled "Highways", is amended by striking out "$10,000,000" and insert
ing in lieu thereof "$13,000,000".

TITLE II - INTERNAL REVENUE CODE AMD HIGHWAY TRUST FUND AMENDMENTS 
Section 201. Temporary Increase in Motor Fuel Taxes, Etc.

(a) Gasoline. Section 4o8l of the Internal Revenue Code of 1954 
(relating to imposition of tax on gasoline) is amended by adding at the 
end thereof the following new subsection:

"(c) Temporary Increase in Tax. On and after October 1,
1959» and before July 1, 19bl, the tax imposed by this section shall be 
4 cents a gallon."
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(b) Diesel Fuel and Special Motor Fuels»

(1) Imposition-of Tax. Section 4o4l of such Code (relating 
to imposition of tax on diesel fuel and special motor fuels) is amended 
by adding at the end thereof the following new subsection:

"(f) Temporary Increases in Tax. On and after October 1, 
1959» and before July 1, 1961:

"(l) if (without regard to this subsection) the tax 
imposed by subsection (a) or (b) is 3 cents a gallon, the tax imposed by
such subsection shall be 4 cents a gallon, and

"(2) if (without regard to this subsection) the tax 
imposed under paragraph (2) of subsection (a) or (b) is 1 cent a gallon, 
the tax imposed under such paragraph shall be 2 cents a gallon."

(2) Technical Amendments. The second sentences of subsec
tions (a) and (b) of such section 4041 are each amended by striking out 
"in lieu of 3 cents a gallon".

(c) Floor Stocks Tax and Refunds on Gasoline.
(1) Tax. Section 4226 (a) of such Code (relating, to floor 

stocks taxes) is amended by adding at the end thereof the following new 
paragraph:

"(5) 1959 Tax on Gasoline. On gasoline subject to tax
under section 4o8l which, on October 1, 19599 is held by a dealer for sale,
there is hereby imposed a floor stocks tax at the rate of 1 cent a gallon. 
The tax imposed by this paragraph shall not apply to gasoline in retail 
stocks held at the place where intended to be sold at retail, nor to gaso
line held for sale by a producer or importer of gasoline."

(2) Date for Payment of Tax. Section 4226 (d) of such Code 
(relating to due .date of taxes) is amended by inserting before the period 
at the end thereof the following: "; except that the tax imposed by para
graph (5) shall be paid at such time after December 319 19599 as may be 
prescribed by the Secretary or his delegate".

(3) Technical Amendment. Section 4226 (c) of such Code (re
lating to definition of dealer, etc.) is amended by Striking out "section 
6412 (a) (3)" and inserting in lieu thereof "section 6412 (a) (4)".

(4) Refunds. Section 6412 (a) of such Code (relating to 
floor stocks refunds) isamended by renumbering paragraph (3) as para
graph (4) and by inserting after paragraph (2) the following new para
graph:

"(3) Gasoline Held on July 1, 1961. Where before 
July 1 , 1961, any gasoline subject to the tax imposed by section 4081
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has been sold by the producer or importer and on such date is held by a 
dealer and is intended for sale, there shall be credited or refunded 
(without interest), to the producer or importer an amount equal to the 
difference between the tax paid by such producer or importer on his sale 
of the gasoline and the amount of tax made applicable to such gasoline 
on and after July 1, 1961, if claim for such credit or refund is filed 
with the Secretary or his delegate on or before November 10, 196l, based 
upon a request submitted to the producer or importer before October 1, 
1961, by the dealer who held the gasoline in respect of which the credit 
or refund is claimed, and, on or before November 10, 1961, reimbursement 
has been made to such dealer by such producer or importer for the tax re
duction on such gasoline or written consent has been obtained from such 
dealer to allowance of such credit or refund. No credit or refund shall 
be allowable under this paragraph with respect to gasoline in retail 
stocks held at the place where intended to be sold at retail, nor with 
respect to gasoline held for sale by a producer or importer of gasoline."

(d) Credits and. Refunds.
Cl) Tax Payments Considered Overpayments. Section 64l6 (b) 

(2) of such Code (relating to special cases in which tax payments are con
sidered overpayments) is amended:

(A) by striking out "at the rate of 3 cents a gallon" 
each place it appears in subparagraphs (H), (I), and (J) and inserting in 
lieu thereof "at the rate of 3 cents or 4 cents a gallon";

(B) by striking out "1 cent for each gallon" in sub- 
paragraph (H) and inserting in lieu thereof "1 cent (where tax was paid 
at the 3‘-cent rate) or 2 cents (where tax was paid at the 4?cent rate) 
for each gallon"; and

(C) by striking out "at the rate of 1 cent a gallon;" 
at the end of subparagraphs (I) and (J) and inserting in lieu thereof the 
following: "at the rate of 1 cent a gallon where tax was paid at the 3- 
cent rate or at the rate of 2 cents a gallon where tax was paid at the 
4-cent rate;",

(2) Gasoline used for Certain Nonhighway Purposes or by 
Local Transit Systems. Subsections (a) and (b) (1) (A.) of section &421 
of such Code (relating to gasoline used for certain nonhighway purposes 
or by local transit systems) are each amended by striking out "1 cent for 
each gallon of gasoline so used" and inserting in lieu thereof "1 cent for 
each gallon of gasoline so used on which tax was paid at the rate of 3 
cents a gallon and 2 cents for each gallon of gasoline so used on which 
tax was paid at the rate of 4 cents a gallon".

(e) Collection of Gasoline Tax at Wholesale Distributor Level.
(l) Treatment of Wholesale Distributor as Producer. The 

first sentence of section 4082 (a) of the Internal Revenue Codeof 1954
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(relating -to definition of "producer" for purposes of tax on gasoline") is 
amended to read as follows: "As used in this subpart, the term 'producer* 
includes a refiner, compounder, blender, or wholesale distributor, and a 
dealer selling gasoline exclusively to producers of gasoline, as well as 
a producer."

(2) Wholesale Distributor Defined. Section 4082 of such 
Code is amended by adding at the end thereof the following new subsection:
- "(d) Wholesale Distributor. As used in subsection (a).,

the term 'wholesale distributor' includes any person who:
"(1) sells gasoline to producers, to retailers, 

or to users who purchase in bulk quantities for delivery into bulk storage 
tanks, and

"(2) elects to register and give a bond with re
spect to the tax imposed by section 4081.
Such term does not include any person who (excluding the term 'wholesale 
distributor' from subsection (a) is a producer or importer."

(3) Effective Date. The amendments made by paragraphs (1) 
and (2) shall take effect on January 1, I960.
Section 202. Transfers to Highway Trust Fund.

(a) Transfer. Section 209 (c) of the Highway Revenue Act of 
1956 (relating to transfer to Highway Trust Fund of amounts equivalent 
to certain taxes) is amended by renumbering paragraphs (2) and (3) as 
paragraphs (3) and (4), respectively, and by inserting after paragraph (l) 
the following new paragraph:

"(2) Excise Tax on Automobiles, Parts and Accessories, Etc. 
There is hereby appropriated to the Trust Fund, out of money in the 
Treasury not otherwise appropriated, amounts equivalent to that portion 
of the taxes received in the Treasury after June 30, 1961, and before 
July 1, 1964, under subsection (a) (2) (tax on passenger automobiles, etc.) 
and (b) (tax on parts and accessories) of section 4o6l of the Internal Rev
enue Code of 1954 which is equal to the amount which would have been so 
received if the tax rate under such subsection has been 3 percent in lieu 
of the applicable rate."

(b) Conforming Amendments.
(1) Clerical Amendment. Paragraph (4) (as renumbered by 

subsection (a)) of such section 209 (c) is amended by striking out "para
graphs (1) and (2)" each place it appears and inserting in lieu thereof 
"paragraphs (l), (2), and (3)".
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(2) Floor Stocks Refunds. Section 209 (f) of the Highway 

Revenue Act of 1956 (relating to expenditures from Highway Trust Fund) is 
amended:

(A) by striking out the heading to paragraph (4) and 
inserting in lieu thereof the following:

H(4) 1972 Floor Stocks Refunds."; and
(B) by adding at the end thereof the following new

paragraph:
"(5) 1961 Floor Stocks Refunds on Gasoline. The

Secretary of the Treasury shall pay from time to time from the Trust Fund 
into the general fund of the Treasury amounts equivalent to the floor 
stocks refunds made before July 1, 1962, under section 6412 (a)(3)*"

Approved September 21, 1959*



FEDERAL-AID HIGHWAY ACT OF 1961
AN ACT. To amend certain laws relating to Federal-aid highways, to make 
certain adjustments in the Federal-aid highway program, and for other 
purposes„

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled,

TITLE I - FEDERAL-AID HIGHWAY PROGRAM
Section 101. Short Title.

This Act may be cited as the "Federal-Aid Highway Act of 196lM.
Section 102. Approval of Estimate of Cost of Completing the Interstate 
System.

The estimate of cost of completing the Interstate System in each 
State, transmitted to the Congress on January 11, 1961, by the Secretary 
of Commerce pursuant to the provisions of section 104 (b) (5) of title 23, 
United States Code, and published as House Document Numbered 49, Eighty- 
seventh Congress, first session, is hereby approved as the basis for mak
ing the apportionment of the funds authorized for the Interstate System 
for the fiscal years ending June 30, 1963, 1964, 1965, and 1966.
Section 103° Revision of Authorization of Appropriations for Interstate

Subsection (b) of section 108 of the Federal-Aid Highway Act of 
1956, as amended, is amended to read as follows:

"(b) Authorization of Appropriations. For the purpose of exped
iting the construction, reconstruction, pr improvement, inclusive of nec
essary bridges and tunnels, of the Interstate System, including extensions 
thereof through urban areas, designated in accordance with the provisions 
of subsection (d) of section 103 of title 23, United States Code, there 
is hereby authorized to be appropriated the additional sum of $1,000,000,- 
000 for the fiscal year ending June 30, 1957i which sum shall be in addi
tion to the authorization heretofore made for that year, the additional 
sum of $1,700,000,000 for the fiscal year ending June 30, 1958, the ad
ditional sum of $2,200,000,000 for the fiscal year ending June 30, 1959, 
the additional sum of $2,500,000,000 for the fiscal year ending June 3P, 
i960, the additional sum of $1,800,000,000 for the fiscal year ending 
June 30, 1961, the additional sum of $2,200,000,000 for the fiscal year 
ending June 30, 1962, the additional sum of $2,400,000,000 for the fiscal 
year ending June 30, 1963, the additional sum of $2,600,000,000 for the
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fiscal year ending June 30, 1964, the additional sum of $2,700,000,000 
for the fiscal year ending June 30, 1965, the additional sum of $2,800,- 
000,000 for the fiscal year ending June 30, 1966, the additional sum of 
$2,900,000,000 for the fiscal year ending June 30, 196?, the additional 
sum of $3,000,000,000 for the fiscal year ending June 30, 1968, the ad
ditional sum of $3,000,000,000 for the fiscal year ending June 30, 1969, 
the additional sum of $3,000,000,000 for the fiscal year ending June 30, 
1970, and the additional sum of $2,885,000,000 for the fiscal year end
ing June 30., 1971."
Section 104. Agreements Relating to use of Airspace on Interstate System..

(a) The last sentence of section 111 of title 23 of the United 
States Code is amended to read as follows: "Such agreements may, however, 
authorize a State or political subdivision thereof to use of permit the 
use of the airspace above and below the established grade line of the high
way pavement for such purposes as will not impair the full use and safety 
of the highway, as will not require or permit vehicular access to such 
space directly from such established grade line of the highway, or other
wise interfere in any way with the free flow of traffic on the Interstate 
System."

(b) Upon application, the Secretary of Commerce is authorized to 
revise any agreement made prior to the date of enactment of this Act to 
the extent that such agreement relates to the utilization of space on 
rights-of-way on the National System of Interstate and Defense Highways 
to conform to section 111 of title 23 of the United States Code as 
amended by subsection (a).
Section 105. Use of Funds Appropriated for Defense Access Roads.

Section 210 of title 23, United States Code, is amended by adding 
thereto the following new subsection:

"(h) Funds appropriated for the purposes of this section shall 
be available to pay the cost of repairing damage caused to highway by the 
operation of vehicles and equipment in the construction of classified 
military installations and facilities for ballistic missiles if the Sec
retary shall determine that the State highway department of any State 
is, or has been, unable to prevent such damage by restrictions upon the 
use of such highways without interference with, or delay in, the com
pletion of a contract for the construction of suc%i military reservations 
or installations. This subsection shall apply notwithstanding any pro
vision of contract holding a party thereto responsible for such damage, 
if the Secretary of Defense or his designee shall determine, in fact, 
that construction estimates and the bid of such party did not include al
lowance for repairing such damage. This subsection shall apply to dam
age caused by construction work commenced prior to.June 1, 1961, and still 
in progress on that date and construction work which is commenced or for 
which a contract is awarded on or after June 1, 1961."
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Section 106o Extension of Time for Agreements with Respect to Areas Ad
jacent to the Interstate System.

Subsection (c) of section 151 of title 23 of the United States 
Code is amended by striking out "1961" and inserting in lieu thereof
"I963".

TITLE II - INTERNAL REVENUE CODE AND HIGHWAY TRUST FUND AMENDMENTS 
Section 201. Continuation of Motor Fuel Tax Rates.

(a) Diesel Fuel and Special Motor Fuels. Subsections (a) and
(b) of section 4o4l of the Internal Revenue Code of 1954 (relating to 
taxes on diesel fuel and special motor fuels) are each amended:

(1) by striking out ”3 cents a gallon" and inserting in lieu 
thereof "4 cents a gallon"; and

(2) by striking out "1 cent a gallon" and inserting in lieu 
thereof "2 cents a gallon".

(b) Gasoline. Section 4o8l (a) of such Code (relating to tax on 
gasoline) is amended by striking out "3 cents a gallon" and inserting in 
lieu thereof "4 cents a gallon",

(c) Rate Reduction in 1972. Sections 4041 (c) and 4o8l (b) of 
such Code (providing a reduction to a lya-cent a gallon rate on July 1, 
1972) are each amended by striking out "July 1, 1972" and inserting in 
lieu thereof "October 1, 1972".

(d) Repeal of Temporary Provisions. Sections 4o4l (f) and 4o8l
(c) of such Code (relating to rates of tax for the period beginning Octo
ber 1, 1959» and ending June 30, 1961) are hereby repealed.

(e) Conforming Amendment. Section 6421 (h) of such Code (relat
ing to nonhighway or local transit use of gasoline) is amended, by strik
ing out "July 1,-1972" and inserting in lieu thereof October 1, 1972".
Section 202. Increase in Taxes on Certain Tires, Tubes, and Tread Rubber.

(a) Tires. Paragraph (1) of section 4071 (a) of the Internal 
Revenue Code of 1954 (relating to tax on tires used on highway vehicles) 
is amended by striking out "8 cents a pound" and inserting in lieu thereof 
"10 cents a pound".

(b) Inner Tubes. Paragraph (3) of section 4071 (a) of such Code 
(relating to tax on inner tubes for tires) is amended by striking out "9 
cents a pound" and inserting in lieu thereof "10 cents a pound".
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(c) Tread Rubber. Paragraph (4) of section 4071 (a) of such 
Code (relating to tax on tread rubber) is amended by striking out "3 
cents a pound" and inserting in lieu thereof "5 cents a pound".

(d) Rate Reduction in 1972. Subsection (c) of section 4071 of . 
such Code (relating to rate reduction on July 1, 1972) is amended to 
read as follows:

"(c) Rate Reduction. On and after October 1, 1972:
"(l) the tax imposed by paragraph (l) of subsection

(a) shall be 5 cents a pound;
"(2) the tax imposed by paragraph (3) of. subsection

(a) shall be 9 cents a pound; and
"(3) paragraph (4) of subsection (a) shall not apply." 

Section 203« Tax on use of Certain Vehicles.
(a) Increase in Tax. Subsection (a) of section 448l of the In

ternal Revenue Code of 1954 (relating to tax on use of certain vehicles) 
is amended by striking out $1.50 a year" and inserting in lieu thereof 
"$3.00 a year".

(b) Period Tax in Effect.
(1) Extension for 3^Months. Section 448l (e) of such Code 

(relating to period tax in effect) is amended by striking out "after
June 30, 1956, and before July 1, 1972" and inserting in lieu thereof "be
fore October 1, 1972".

(2) Conforming Amendments.
(A) Section 4481 (a) of such Code (relating to imposi

tion of tax) is amended by adding at the end there
of the following new sentence: "In the case of the 
taxable period beginning on July 1, 1972, and end
ing on September 30, 1972, the tax shall be at the 
rate of 75 cents for such period for each 1,000 
pounds of taxable gross weight or fraction thereof."

(B) Subsections (c) and (d) of section 448l of such
Code are amended to read as follows:
"(c) Proration of Tax. If in any taxable period 

the first use of the highway motor vehicle is after the first month in 
such period, the tax shall be reckoned proportionately from the first day 
of the month in which such use occurs to and including the last day in 
such taxable period.
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"(d) One Tax Liability Per Period.

"(1) In General. To the extent that the 
tax imposed by this section is paid with respect to any highway motor 
vehicle for any taxable period, no further tax shall be imposed by this 
section for such taxable period with respect to such vehicle»

"(2) Cross Referenceo
"For privilege of paying tax imposed 

by this section in installments, see section 6156»"
(C) Subsection (c) of section 4482 of such Code is 

amended by adding at the end thereof the follow
ing new paragraph:

"(4) Taxable Period. The term ’taxable 
period’ means any year beginning before July 1, 1972, and the period which 
begins on July 1, 1972, and ends at the close of September 30, 1972o"

(c) Installment Payments of Tax.
(l) Subchapter A of chapter 62 of such Code (relating to 

time and place for paying tax) is amended by renumbering section 6156, 
and by inserting after section 6155 the following new section:

"Sec. 6156. Installment Payments of Tax on use of Highway Motor 
Vehicles.

"(a) Privilege to Pay Tax in Installments. If the taxpayer files 
a return of the tax imposed by section 4481 on orbefore the date pre
scribed for the filing of such return, he may elect to pay the tax shown 
on such return in equal installments in accordance with the following 
table:

The number of installments shall be
"If liability is incurred in
July, August, or September . . . . 4
October, November, or December . . . 3
January, February, or March . . . . . 2
"(b) Dates for Paying Installments. In the case of any tax pay- 

. able in installments by reason of an election under subsection (a):
"(l). the first installment shall be paid on the date pre

scribed for payment of the tax,
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11 (2) the second installment shall be paid on or before

the last day of the third month following the calendar quarter in which
the liability was incurred,

"(3) the third installment (if any) shall be paid on or be
fore the last day of the sixth month following the calendar quarter in
which the liability was incurred, and

"(4) the fourth installment (if any) shall be paid bn or 
before the last day of the ninth month following the calendar quarter in 
which the liability was incurred«

"(c) Proration of Additional Tax to Installments. If an elec
tion has been made under subsection (a) in respect of tax reported on a 
return filed by the taxpayer and tax required to be shown but not shown 
on such return is assessed before the date prescribed for payment of the
last installment, the additional tax shall be prorated equally to the in
stallments for which the election was made. That part of the additional 
tax so prorated to any installment the date forpayment of which has not 
arrived shall be collected at the same time^as.-and part of such install
ment. That part of the additional tax so prorated to any installment the 
date for payment of which has arrived shall be paid upon notice and de
mand from the Secretary or his delegate.

"(d) Acceleration of Payments. If the taxpayer does not pay any 
installment under this section on or before the date prescribed for its 
payment, the whole of the unpaid tax shall be paid upon notice and demand
from the Secretary or his delegate.

"(e) Section Inapplicable to Certain Liabilities. This section 
shall not apply to any liability for tax incurred in:

"(l) April, May, or June of any year, or
"(2) July, August, or September of 1972."
(2) Section 6601 (c) (2) of such Code (relating to determi

nation of last date prescribed for payment of tax) is amended by striking 
out "6152(a)" and inserting in lieu thereof "6152(a) or 6156(a)", and by 
striking out "6152(b)" and inserting in lieu thereof "6152(b) or 6156(b), 
as the case may be".

(3) The table of sections for subchapter A of chapter 62 of 
such Code is amended by striking out

"Sec. 6156. Payment of taxes under provisions of the
Tariff Act."
and inserting in lieu thereof
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"Sec* 61560 Installment payments of tax on use of High

way Motor Vehicleso
"Sec, 6157» Payment of Taxes under Provisions of the

Tariff Act."
Section 204. Extension of Period of 10 Percent Tax on Trucks and Buses.

Section 406l (a) (1) of the Internal Revenue Code of 1954 (relat
ing to tax on trucks and buses) is amended by striking out "July 1, 1972" 
and inserting in lieu thereof "October 1, 1972"«
Section 205» Certain Gasoline Sold for Further Manufacture.

(a) Exemption from Tax. Section 4221 (d) (6) of the Internal 
Revenue Code of 1954 (relating to use in further manufacture) is amended:

(1) by striking "or" at the end of subparagraph (A),
(2) by striking the period at the end of subparagraph (B) 

and inserting in lieu thereof"; or", and
(5) by adding at the end thereof the following new sub-

paragraph :
"(C) in the case of gasoline taxable under section 4o8l, 

such gasoline is sold for use by the purchaser, for nonfuel purposes, as a 
material in the manufacture or production of another article to be manu
factured or produced by him."

(b) Use by Manufacturer or Importer Considered Sale. Section 4218
(a) of such Coder(relating to use considered as sale) is amended by adding 
at the end thereof the following new sentence: "This subsection shall not 
apply in the case of gasoline used by any person, for nohfuel purposes, as 
a material in the manufacture or production of another article to be manu
factured or produced by him."

(c) Credit or Refund. Section 6416(b) (3) of such Code (relating 
to tax paid articles used for further manufacture) is amended:

(1) by striking out "or" at the end of subparagraph (D),
(2) by striking out the period at the end of subparagraph 

(E) and inserting in lieu thereof";or", and
(3) by inserting after subparagraph (E) the.following new

subparagraph:
"(F) in the case of gasoline taxable under section 4o8l, 

such gasoline is used by the second manufacturer or producer, for nonfuel



210
purposes as a material in the manufacture or production of any other ar
ticle manufactured or produced by him,"

(d) Conforming Amendment. Section 6416(b)(2)(E) of such Code is 
amended by striking out "or (E)"and inserting in lieu thereof "(E), or (F)".
Section 206. Floor Stcoks Taxes and Refunds.

(a) Imposition of Certain Tires, Tubes, and Tread Rubber.
Subsection (a) of section 4226 of the Internal Revenue Code, of 1954- (re® 
lating to floor stocks taxes) is amended by adding at the end thereof the 
following new paragraphs:

"(6) 1961 Taxes on Certain Tires and Inner Tubes. On tires
subject to tax under section 4071(a)(1), and on inner tubes subject to tax
under section 4071(a)(3)» which, on July 1, 1961, are held:

"(A) by a dealer for sale,
"(B) for sale on, or in connection with, other articles

held by the manufacturer, producer, or importer of such other articles, or
"(C) for use in the manufacture or production of other

articles,
there is hereby imposed a floor stocks tax at the rate of 2 cents a pound 
in the case of such tires, and a floor stocks tax at the rate of 1 cent a 
pound in the case of such inner tubes. The taxes imposed by this para
graph shall not apply to any tire or inner tube which is held for sale by 
the manufacturer, producer, or importer of such tire or tube, or which will 
be subject under section 4218(b) or 4219 to the manufacturers excise tax 
on tires or inner tubes. The tax on inner tubes imposed by this para
graph shall not apply to inner tubes for bicycle tires (as defined in sec
tion 4221(e)(4)(B)).

"(7) 1961 Tax on Tread Rubber. On tread rubber subject to
tax under section 4071(a)(4) which, on July 1, 1961, is held by a dealer, 
there is hereby imposed a floor stocks tax at the rate of 2 cents a pound. 
The tax imposed by this paragraph shall not apply in the case of any per
son if such person, establishes, to the satisfaction of the Secretary or 
his delegate, that all tread rubber held by him on July 1, 1961, will be 
used otherwise than in the recapping or retreading of tires of the type 
used on highway vehicles (as defined in section 4072(c))."

(b) Due Date of Taxes. Subsedtion (d) of section 4226 of such 
Code is amended by striking out the period at the end thereof and insert
ing in lieu thereof a comma and "and except that the taxes imposed by par
agraphs (6) and (7) shall be paid at such time after September 30, 1961, 
as may be prescribed by the Secretary or his delegate."
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(c) Floor Stocks Refunds in 1972. Paragraph (2) of section 6412

(a) of such Code (relating to floor stocks refunds on trucks and buses,
tires, tread rubber, and gasoline) is amended:

(1) by inserting %Tubes," after "Tires," in the heading;
(2) by striking out "4071(a) (1) or (4)," and inserting in 

lieu thereof "4071(a). (l), (3)» or (4),";
(3) by striking out "July 1, 1972" each place it appears and 

inserting in lieu thereof "October 1, 1972";
(4) by striking out "November 10, 1972" each place it appears

and inserting in lieu thereof "February 10, 1973";
(5) by striking out "October 1, 1972" and inserting in lieu 

thereof "January 1, 1973"; and
(6) by adding at the end thereof the following new sen

tence:
"No credit or refund shall be allowable under this paragraph with respect 
to inner tubes for bicycle tires (as defined in section 4221(e)(4)(B)."

(d) Repeal of 1961 Floor Stocks Befund on Gasoline. Paragraph
(3) of section 6412(a) (relating to 19^1 floor stocks refund on gasoline) 
is hereby repealed.
Section 207. Highway Trust Fund.

(a) Transfer of Amounts Equivalent to Tax on Trucks, Buses, Etc. 
Subparagraph (c) of section 209(c)(1) of the Highway Revenue Act of 1936 
(relating to transfer to Highway Trust Fund of amounts equivalent to cer
tain taxes) is amended to read as follows:

"(C) 50 percent of the tax received after June 30, 1957, and
before July 1, 1962, under section 406l(a)(1) (tax on trucks, buses, etc.), 
and 100 percent of the tax received after June 30, 1962, under section 
4061(a)(1);".

(b) Repeal of Transfer to Trust Fund or Excise Taxes on Automo- 
mobiles. Parts' and Accessories, Etc. Paragraph (2) of section 209(c) of 
such Act (providing for the transfer to the Highway Trust Fund of amounts 
equivalent to a portion of the excise taxes on automobiles and parts and 
accessories received after June 30, 1961, and before July 1, 1964) is 
hereby repealed.

(c) Receipts in Fiscal Year 1973»
(1) Paragraph (l) of section 209(c) of such Act (relating 

to transfer to Trust Fund of amounts equivalent to certain taxes) is
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amended by striking out "July 1, 1972" and inserting in lieu thereof 
"October 1, 1972",

(2) Paragraph (3) of such section 209(c) is amended:
(A) by striking out "July 1, 1972" in the heading and 

inserting in lieu thereof "October 1, 1972";
(B) by striking out "after June 30, 1972, and before 

July 1, 1973, and which are attributable to lia
bility for tax incurred before July 1, 1972," and 
inserting in lieu thereof "after September 30,
1972, and before July 1, 1973, and which are at
tributable to liability for tax incurred before 
October 1, 1972";

(C) by striking out subparagraph (0) and inserting in 
lieu thereof the following:
"(C) 50 percent of the tax under section 4071(a)

(l) (tax on tires of the type used on highway vehicles) and 10 percent of 
the tax under section 4071(a)(3) (tax on inner tubes for tires); and",

(d) Expenditures in Fiscal Year 1973«
(1) Paragraph (1) of section 209(f) of such Act (relating 

to expenditures from Trust Fund for Federal-Aid highway program) is 
amended by striking out "July 1, 1972" and inserting in lieu thereof 
"October 1, 1972",

(2) Paragraph (3) of such section 209(f) (relating to trans
fers from Trust Fund for gasoline used on farms and for certain other pur
poses) is amended by striking out "July 1, 1972" and inserting in lieu 
thereof "October 1, 1972"»

(3) Subparagraphs (B) and (C) of section 209(f)(4) of such 
Act are amended to read as follows:

"(B) 100 percent of the refunds in respect of articles
subject to tax under section 4071(a) (1), (3), or (4) of such Code (cer
tain tires, tubes, and tread rubber); and

"(C) 80 percent of the refunds in respect of gasoline
subject to tax under section 4o8l of such Code."

(4) Paragraph (5) of such section 209(f) (relating to 1961 
floor stocks refunds on gasoline) is hereby repealed.
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Section 208* Effective Dates.

(a) Except as provided in subsection (b), the amendments made by 
this title shall take effect on the date of the enactment of this Act.

(b) (1) The amendments made by sections 201, 202, and 203 shall 
take effect on July 1, 1961.



FEDERAL-AID HIGHWAY ACT OF 1962
AN ACT. To authorize appropriations for the fiscal years 1964 and 1965 
for the construction of certain highways in accordance with title 23 of 
the United States Code, and for other purposes«

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled.

SHORT TITLE
Section 1, This Act may be cited as the "Federal-Aid Highway Act of 
1962".

AUTHORIZATIONS
Section 2. For the purpose of carrying out the provisions of title 23 of 
the United States Code the following sums are hereby authorized to be 
appropriated:

(1) For the Federal-aid primary system and the Federal-aid sec
ondary system and for their extension within urban areas, out of the 
Highway Trust Fund, 1950,000,000 for the fiscal year ending June 30, 1964, 
and $975,000,000 for the fiscal year ending June 30, 1965• The sums au
thorized in this paragraph for each fiscal year shall be available for 
expenditure as follows:

(A) 45 per centum for projects on the Federal-aid primary 
highway system;

(B) 30 per centum for projects on the Federal-aid secondary 
highway system; and

(C) 25 per centum for projects on extensions of the Federal- 
aid primary and Federal-aid secondary highway systems in 
urban areas»

(2) For forest highways, $33,000,000 for the fiscal year ending 
June 30, 1964, and $33,000,000 for the fiscal year ending June 30, 1965®

(3) For forest development roads and trails, an additional 
$10,000,000 for the fiscal year ending June 30, 1963, $70,000,000 for the 
fiscal year ending June 30, 1964, and $85,000,000 for the fiscal year end
ing June 30, 1965®

214
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(4) For public lands development roads and trails, $2,000,000 

for the fiscal year ending June 30, 1964, and $4,000,000 for the fiscal 
year ending June 30, 1965•

(5) For park roads and trails, $22,000,000 for the fiscal year 
ending June 30, 1964, and $25,000,000 for the fiscal year ending June 30, 
1965.

(6) For parkways, $16,550,000 for the fiscal year ending June 30, 
1964, and $16,000,000 for the fiscal year ending June 30, 1965.

(7) For Indian reservation roads and bridges, $16,000,000 for the 
fiscal year ending June 30, 1964, and $18,000,000 for the fiscal year end
ing June 30, 1965.

(8) For public lands highways, the additional sum of $6,000,000 
for the fiscal year ending June 30, 1963, and the sum of $9,000,000 for 
the fiscal year ending June 30, 1964, and $9,000,000 for the fiscal year 
ending June 30, 1965.

THE RAMA HOAD
Section 3. That in order to provide for completion of the Rama Road in 
the Republic of Nicaragua, there is hereby authorized to be appropriated 
to the Department of State, in addition to the sums heretofore authorized, 
the sum of $850,00, to be available until expended, for discharging the 
United States obligation under the applicable agreement with the Govern
ment of Nicaragua: Provided, That the survey and construction work shall
be under the general supervision of the Secretary of Commerce: Provided
further. That funds provided pursuant to this authorization shall not be 
available for expenditure except under the conditions set forth in section 
213 of title 23, United States Code, with respect to the authorization 
contained in that section: And provided further. That the funds author
ized in this section shall be available for contract immediately upon the 
passage of this Act,

INTER-AMERICAN HIGHWAY
Section 4. For the purpose of completing the construction of the Inter- 
American Highway, there is hereby authorized to be appropriated the addi
tional sum of $32,000,000 to be expended in accordance with the provisions 
of section 212 of title 23 of the United States Code: Provided, That no
part of such sum shall be obligated in any country until that country 
demonstrates, to the satisfaction of the Secretary, that it is capable of 
and willing to meet its commitment for maintenance under the agreements 
entered into pursuant to the provisions of section 212(a)(5) of title 23, 
United States Code. Not to exceed $12,000,000 of the funds authorized 
herein shall be available for contract immediately upon enactment of this 
Act and compliance with such commitment, except that such contract author
ity shall be reduced by such amounts as are appropriated for construction
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of the Inter-American Highway by the Eighty-seventh Congress, second 
session.

ASSISTANCE FOR DISPLACED FAMILIES AND BUSINESSES
Section 5. (a) Chapter 1 of title 23 of the United States Code is
amended by. adding at the end thereof the following new section:
"§ 133« Relocation assistance

"(a) As used in this section the term ’eligible person* means any 
individual, family* business concern (including the operation of a farm) 
and nonprofit organization to be displaced by construction of a project.

"(b) The Secretary prior to his approval of any project under 
section 106 of this title for right-of-way acquisition or actual con
struction shall require the State highway department to give satisfactory 
assurance that relocation advisory assistance shall be provided for the 
relocation of families displaced by acquisition or clearance of rights-of- 
way for any Federal-aid highway.

"(c) The Secretary shall approve, as a part of the cost of con
struction of a project on any of the Federal-aid highway systems, such re
location payments as may be made by a State highway department, or a 
local public agency acting as an agent for the State highway department 
for this purpose, to eligible persons for their reasonable and necessary 
moving expenses caused by their displacement from real property acquired 
for such project. However, the Secretary shall not require a State to 
pay relocation payments where not authorized by State law.

"(d) Payments under this section shall be subject to such rules 
and regulations as may be prescribed by the Secretary, and shall not ex
ceed $200 in the case of an individual or family, or $3,00 in the case of 
a business concern (including the operation of a farm) or nonprofit orga
nization. In the case of a business (including the operation of a farm) 
and in the case of a nonprofit organization, the allowable expenses for 
transportation under this subsection shall not exceed the cost of moving 
50 miles from the point from which such business or organization is being 
displaced. Such rules and regulations may include provisions authorizing 

x reimbursement for payments made to individuals and families of fixed 
amounts (not to exceed $200 in any case) in lieu of their respective 
reasonable and necessary moving expenses.

"(e) This section shall apply only with respect to projects 
approved under section 106 of this title.after the date of enactment of 
this section."

(b) The analysis of chapter 1 of title 23 of the United States 
Code is amended by adding at the end thereof the following:
"133« Relocation assistance."
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PUBLIC LANDS DEVELOPMENT ROADS AND TRAILS

Section 6. (a) Section 101 of title 23, United States Code, is amended
by inserting immediately after the paragraph which begins "The term 
•project agreement' means", the following:

"The term 1 public lands development roads and trails' means those 
roads or trails which the Secretary of the Interior determines are of 
primary importance for the development, protection, administration, and 
utilization of public lands and resources under his control."

(b) Chapter 2 of title 23 of the United States Code is amended 
by adding at the end thereof the following new section:
"§ 214. Public lands development roads and trails

"(a) Funds available for public lands development roads and 
trails shall be used to pay the cost of construction and improvement of 
such roads and trails.

"(b) Funds available for public lands development roads and 
trails shall be available for adjacent vehicular parking areas and for 
sanitary, water, and fire control facilities.

"(c) The Secretary shall approve the location, type, and design
of all projects for public lands development roads and trails before any
expenditures are made thereon and all construction thereof shall be under 
the general supervision of the Secretary."

(c) The analysis of chapter 2 of title 23 is amended by adding 
at the end thereof the following:
"2l4. Public lands development roads and trails."

AVAILABILITY OF FUNDS - OTHER HIGHWAYS
Section 7» Section 203 of title 23 of the United States Code is amended
by inserting immediately before the phrase."park roads and trails", at 
each of the two places it appears in such section, the following: "public 
lands development roads and trails,".

FEDERAL-AID SECONDARY HIGHWAY SYSTEM - URBAN AREAS
Section 8. (a) The last sentence of subsection (c) of section 103 of
title 23, United States Code, is amended to read as follows: "This system
may be located both in rural and urban areas, but any extension of the 
system into urban areas shall be subject to the condition that such exten
sion pass through the urban area or connect with another Federal-aid 
system within the urban area."
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(b) The amendment made by subsection (a) of this section shall 

apply to apportionments made before as well as after the date of enact
ment of this Act.
Section 9« (a) Chapter 1 of title 23, United States Code, is amended
by adding immediately following section 133 the following new section:
"§ 134. Transportation planning in certain urban areas

"It is declared to be in the national interest to encourage and 
promote the development of transportation systems, embracing various modes 
of transport in a manner that will serve the States and local communities 
efficiently and effectively. To accomplish this objective the Secretary 
shall cooperate with the States, as authorized in this title, in the de
velopment of long-range highway plans and programs which are properly 
coordinated with plans for improvements in other affected froms of trans
portation and which are formulated with due consideration to their prob
able effect on the future development of urban areas of more than fifty 
thousand population. After July 1, 1965, the Secretary shall not approve 
under section 105 of this title any program for projects in any urban 
area of more than fifty thousand population unless he finds that such 
projects are based on a continuing comprehensive transportation planning 
process carried on cooperatively by States and local communities in con
formance with the objectives stated in this section."

(b) The analysis of chapter 1 of title 23, United States Code, 
is amended by adding at the end thereof the following:
"134. Transportation planning in certain urban areas."

RURAL DELIVERY AND ROUTE MILEAGE
Section 10. (a) Subsection (b)(1) of section 104 of title 23 of the
United States Code is amended by striking out "preceding fiscal year" 
and inserting in lieu thereof "preceding calendar year".

(b) The amendment made by subsection (a) of this section shall 
be applicable only with respect to apportionments made after the date of 
enactment of this Act.

HIGHWAY PLANNING AND RESEARCH FUNDS
Section 11. Subsection (c) of section 307 of title 23 of the United States 
Code is amended by inserting "(1)" immediately after "(c)", by striking 
out "any year" and inserting in lieu thereof "each fiscal year prior to 
the fiscal year 1964", and by adding at the end thereof the following:

"(2) One and one-half per centum of the sums apportioned for each 
fiscal year beginning with the fiscal year 1964 to any State under section 
104 of this title shall be available for expenditure by the State highway
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department only for the purposes enumerated in paragraph (1) of this 
subsection*

"(3) In addition to the percentage provided in paragraph (2) of 
this subsection, not to exceed one-half of one per centum of sums appor
tioned for each fiscal year beginning with the fiscal year 1964 under 
paragraphs (1), (2), and (3) of section 104(b) of this title shall be 
available for expenditure upon request of the State highway department 
for the purposes enumerated in paragraph (1) of this subsection.

"(4) Sums made available under paragraphs (2) and (3) of this 
subsection shall be matched by the State in accordance with section 120 
of this title unless the Secretary determines that the interests of the 
Federal-aid highway program would be best served without such matching.”
Section 12. For the purposes of section 2 of this Act each of the fol
lowing terms shall have the same meaning as is given it in section 101 of 
title 23 of the United States Code:

(1) Forest development roads and trails,;
(2) Forest highway;
(3) Indian reservation roads and bridges;
(4) Park roads and trails;

(5) Parkway;
(6) Public lands highways;

(7) Federal-aid primary system;
(8) Federal-aid secondary system;

(9) Urban area;
(10) Public lands development roads and trails.

ALASKA HIGHWAY STUDY
Section 13° (a) The Secretary of Commerce, in cooperation with the State
of Alaska, is hereby authorized to make engineering studies and estimates 
and planning surveys relative to a highway construction program for the 
State of Alaska, and, in accordance with treaties or other agreements to 
be negotiated with Canada by the Secretary of State in consultation with 
the Secretary of Commerce, engineering studies, estimates, and planning 
surveys relative to connecting Alaskan roads with Canadian roads at the 
International boundary.
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(b) On or before May 15, 1964, the Secretary of Commerce shall 

submit a report to the Congress which shall include:
(1) an analysis of the adequacy of the Federal-aid highway 

program to provide for a satisfactory program in both the populated and 
the undeveloped areas in Alaska;

(2) specific recommendations as to the construction of roads 
through undeveloped areas of Alaska and connection of such roads with 
Canadian roads at the International boundary; and

(3) a feasible program for implementing such specific recom
mendations, including cost estimates, recommendations as to the sharing
of cost responsibilities, and other pertinent matterso

(c) From time to time, either before or after submission of the 
report provided for in subsection (b) of this section, the Secretary of 
Commerce may submit recommendations to the Congress with respect to the 
construction of particular highways to carry out the purposes of this 
section.

(d) Nothing in this section shall be construed as creating any 
obligation in the Congress, express or implied, to carry out the recom
mendations referred to in subsections (b) and (c).

(e) There is hereby authorized to be appropriated, out of any 
money in the Treasury not otherwise appropriated, to be available until 
expended, the sum of #800,000 for the purpose of making the studies, 
surveys, and report authorized by subsections (a) and (b) hereof.

Approved October 23, 1962.
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FIGURE D-l
POPULATION,. MOTOR VEHICLE REGISTRATIONS, TRAVEL AND FUEL 
CONSUMPTION IN UNITED STATES FOR SELECTED YEARS: 1940-80
Popu
lation
Total*

Driving Age 
Group 15-74 

Years*
Total
Veh.

Registrations*
Auto- Trucks 
mobiles and Buses

Veh. Miles 
Traveled#

Gallons of 
Motor Fuel 
Consumed#

1940 132.2 96.I 52.5 27.5 5.0 288.2 21.4
1950 151.5 106.1 48.6 40.3 8.8 457.8 35.7
1955 I65.I 111.9 62.8 52.2 • 10.6 595.9 47.7
i960 179.3 118.0 73.6 61.7 12.2 718.8 57.9
Ratios 1960/1940 1.36 1.23 2.27 2.24 2.44 2.49 2.70
1962 185.9 122.3 79.2 65.6

Forecast
13.6 767.0 61.5

1965® 192.2 129.1 86.7 7-2.8 13.9 871.6 70.4
1970® 208.1 140.7 99.1 82.9 16.2 1,022.0 82.8
1975® 226.0 151.9 111.4 93.8 17.6 1,173.2 94.9
1980® 243.0 162.0 120.0 100.8 19.3 1,277.5 103.3
Ratios 1980/1960 1.56 1.57 ■1.62 1.63 1.59 1.78 1.78
* In millions.
# In billions.
@ Preliminary estimates, based on forecasts prepared by individual states.
Sources Methods of Financing Highways, U.S. Department of Commerce, Bureau of Public Roads, 

1963* Future Highways and Urban Growth, Wilbur Smith and Associates, 1961. 222



FIGURE D-2

1953

1954

1955

1956

1957

1958

1959

I960

1961

1962

Source 1

SUMMARY OF CONTRACTS AWARDED IN SELECTED YEARS, 
ON FEDERAL-AID HIGHWAY CONSTRUCTION

Interstate 
All Other

Totals:

Total
I 9,326,780 
1,097,036,780 
1,106,362,834

Federal Funds
I 4,774,261 

564,277,408 
569,051,669

State Funds
4,552,519542,758,646

547,311,165

Interstate 
All Other

Totals j
48,887,818

1,162,262,065
1,211,042,225

25,107,758
594,715,645
619,825,403

23,780,160
567,438,662
591,218,822

Interstate 
All Other

Totals s
99,618,2991,317,858,006

1,417,576,305
51,000,889

689.819,462
740,820,351

48,617,410
628,158,544
676,755,954

Interstate 
All- Other

Totals:
241,528,694

1,499,9.87,748
1,741,516,434

144,918,233
776,745,765
921,664,008

96,610,461
722,241,965
818,852,426

Interstate 
All Other

Totals 1
2,014,267,816 
1,219,.215,934 
3,235,481,740

1,213,354,106
879,007,947

2,092,362,053
800,913,710
340,205,977

l,l4l,119,687

Interstate 
All Other

Totals
1,988,946,057
1,821,539,484
^,.810,485,541

1,790,230,474
 869,894,280
.2,66(1,124,754

198,715,583 
951,645,204 

1,150,3.60_,7S7-

Interstate 
All Other

Totalsi
1,362,372,000 
,082,720,689,445,092,689

1,214,160,000
1^940,168,345
3,154,328,345

148,212,000
1.142.552.344
1.290.764.344

Interstate 
All Other

Totals:
1,808,098,912
1,795,264,584
5,603,365,496

1,558,705,959868^85^136
2,427,091,295

249,392,953
926,879.249

1,176,272,201

Interstate 
All Other

Totals:
2,452,977,208 
1.910,861,840 
4,363,839,048

2,151,734,393
3,104,432,576

301,242,815
^8,113^813
,259,396,670

Interstate 
All Other

Totals:
2,338,845,719
2,030,441,306
4,369,287,025

2,088,255,107 
1,021,584,347 
3,109,839,454

250,590,612
L.op8,856,,973
1,259,447,591

U.S. Department of Commerce, Annual Report of Bureau of Public Roads, 1954-59? and
Highway Progress, I96O-63.



FIGURE P-5
SUMMARY OF WORK COMPLETED IF FISCAL YEARS, BY CLASS .OF HIGHWAY

IN THE FEDERAL-AID SYSTEM
Total Federal Funds State Funds

1954-

Interstate 
Other Primary 
Secondary 
All Other

Totals:

$ 244,558*819 
272,042,061 
325,461,447 
264,275,721 

1,106,338,o4«

S 124,945,658 
139,628,426 
169,532,792 
151,182,553 • 585,289,429

$ 119,613,161 
132,413,635 
156,928,655 
112,093,168 
521,048,619

1955

Interstate 
Other Primary 
Secondary 
All Other

Totals:

328,001,738
330,218,548
336,425,506
285,846,542

1,280,492,334

167,763,442
168,662,029
175,754,315
152*011*181
671,230,969

160,238,296
161,556,519
160,671,191
126jJ25j352
609,261,365

1956
Interstate 
Other Primary 
Secondary 
All Other

Totals s

303,335,567 
346,973,386 
340,240,-555

1,305,914,305

154,015,515
182,280,321
176,542,227
174,491*151687,329,214

149,320,052
164,693,065
163,698,328
140,873,646
618,585,091

1957

Interstate 
Other Primary 
Secondary 
All Other

Totals:

358,775,718
456,009,864
389,731,549
385,044,088

1,589,561,219

209,838,658
237,319,493
201,198,744
210,407,942
858,764,837

148,937,060 
218,690,371 
188 ,532,805 
114*636*146 
730,796,382

1958
Interstate 
Other Primary 
Secondary 
All Other

... - --— — - -— — - —  ̂ o —

563,537,501
557,620,767 
427,897,436 

.... 446,965^829- 19 998,-02-1,58-3“ -— —.

• 423,923,420 
293,053,192 
221,544,115 
250*332,004 

1̂ -188,-852-,273I-.____-

139,614,081 
264,567,575 
206,553,321- 
156,633*815. • 

. ■. — 80-7,168 ,-85-2

1959

Interstate 
Other Primary 
Secondary 
All Other

Totals:

1,368,662,192
794,575,057
553,703,552
558,026,829

3,274,967,630

1,049,963,772 
427,391,610 
293,913,498 
323,689,572 2,094,958,452 7

318,698,420 
367,183,447 
259,790,054 

' . 234,317*251 
1,180,009,178

I960
Interstate 
Other Primary 
Secondary 
All Other

Totals s

1,732,550,032
823,849,992 
588,824,752 

.. 593,247,368 
" 3,738,472,144

1,460,738,907455,695,847
321,444,681

.339,584,275
2,577,463,708

271,811,125
368,154,145
257,580,071--251*663,025

1,161,008,436

1961
Interstate 
Other Primary 
Secondary 
All Other

Totals:

1,900,302,892
632,159,040
466,972,709
516,156,576

3,515,591,217

1,619,586,76s
328,580,190
243,527,716
296,058,720

27^7/753,394

280,716,124
303,578,850
223*444,993
220,097,856

1,027,837,823

1962
Interstate 
Other Primary 
Secondary 
All Other

Totals:

1,786,466,063
637,028,233
464,417,239
513,155,490

3,401,067,033

1,590,374,770
331,808,960
240,131,891
312,762,652

2,475,078,273

196,091,293
305,219,273
224,285,348
200,592,846
925,988,760

Source $ U.S. Department of Commerce0 Annual Report of Bureau of Public Roads, 1954-595 and
Highvay Progress, 1960-63«
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FIGURE P-4
EXPENDITURES FOR HIGHWAY PURPOSES BY UNITS 

OF GOVERNMENT: 1921-1961

2 2 1 I 1 1
-- I —

— —

192] — [?26- 1931 1956 1941 - 195: .9521 1953
1925 1930 1935 1940 1945 1950

7?i %

1954 1955 1956* 1957 1958 1959 I960 1961
* State and local proportions are combined following 1955•
Source: U.S. Department of Commerce, Highway Statistics: Summary to 1955%

and Highway Statistics, 1956-^lT
V//A Federal |---1 State Local



FIGURE D-5
SUMMARY OF ANTICIPATED POPULATION, 

REGISTRATION AND TRAVEL
ITEM YEAS.

I960 1972 I979 1980
Population 179$500,000 217,600,000 225,500,000 245,000,000

Total Vehicles 
Registered* 74,000,000 105,400,000 109,500,000 120,000,000

Persons Per Vehicle 2.4 2.1 2.1 2,0

^Registered1,3 61,600,000 86,460,000 91,410,000 100,650,000

Cars in Use# 56,000,000 78,640,000 85,100,000 91,500,000

512 561 569 576Cars in Use Per 
Thousand P opu lation

Vehicle Miles Traveled® 
(in millions) 728.0 1,058.5 1,117.5 1,277.5

Percent of Travel Urban 47.6 56.4 57.6 60.6
* Includes trucks.
# Year-end numbers are about 10 percent greater than cars in actual use. Difference is due to 

cars removed from use, those registered in more than one state during year, and those held on 
lots for re-sale.

@ Travel projected on roads and highways that are planned for construction.
Sources Future Highways and Urban Growth * Wilbur Smith and Associates, 1961, p. 2011.



FIGURE D-6
THE NATIONAL SYSTEM OF INTERSTATE AND DEFENSE HIGHWAYS
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APPENDIX E

• HIGHWAY TERMINOLOGY

Lo Authorizations for aide, Specific amounts of federal high~ 
way aid are "authorized" or made available for each fiscal year by act 
of Congress, separately for the Interstate System and for the primary 
and secondary systems« Authorizations for the latter, collectively 
called the "ABC" progfam, by law are distributed 4-5 percent for pro
jects on either rural or urban sections of the primary system, 30 per
cent for projects on rural or urban sections of the secondary system, 
and 25 percent for projects on urban sections of the primary and sec
ondary systems,

2, Expenditures. The states initially pay project costs (to
a contractor, for example) and then claim reimbursement for the federal 
share, Thus federal-aid highway funds are actually spent by the Bureau 
of Public Roads as payments to the states for work already accomplished,

3. Federal-aid appropriations. Federal-aid highway funds 
are appropriated for each fiscal year by act of Congress, in response 
to requests made in the budget. The appropriation is the provision of 
cash to liquidate authorizations already enacted, and is made in an
amount considered enough to pay all proper claims made by the states
during the fiscal year. Presently, the funds are appropriated out of
the Highway Trust Fund.

229
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4. Federal-aid sharing. The federal share of Interstate 

projects is 90 percent» the states providing 10 percent» For projects 
in the ABC program, the states match the federal funds 50-50« States 
with large areas of public lands share in Interstate and ABC costs on 
approportionately reduced scale.

5. Blind apportionment. The total federal-aid amounts made 
available for each year by authorization are "apportioned? or divided 
among the states according to methods prescribed by law. Authorizations 
for the ABC program are apportioned among the states according to for
mulas taking into account population, area, and postal route mileage. 
Interstate authorizations are apportioned proportionately among the 
states on the basis of estimates of the cost of work remaining to be

r
done, to enable simultaneous completion of the system in all states. 
Apportionments are usually made nearly a year in advance of, and remain 
available for two fiscal years following,the fiscal year for which they 
are authorized. The apportionment is not actual money advanced to a 
state1 it is a credit or notification of the amount available to the 
state against which it can present claims for reimbursement.

6. Highway. A highway is a "thoroughfare" or main road. Orig
inally, the term implied that a roadbed was elevated in order to pro
vide a better foundation for the thoroughfare and to allow drainage.
It is a road normally constructed and maintained for public vehicular 
travel of a primary "through" nature on a generally continuous route.
It may provide access to abutting properties or local roads in amounts 
varying from direct nonrestrioted access to partial or completely
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restricted access, as in the case of an expressway or freeway. The 
term generally implies a road through a predominately rural area, al
though it may have the characteristics of a major street through an area 
having urban or nonrural characteristics. The following general defi
nitions are sometimes used or implieds

a. The entire strip of land within specific right-of-way 
lines acquired or intended to be acquired for the purpose of construct
ing roads for vehicular traffic use by the general public.

b. A public way connecting major termini. In urban areas its 
design and function are similar to those of streets $ in rural areas
to those of roads.

c. A road that has been designated by a legislative body as 
part of a highway system for financing, regulation, or other pur
poses; more generally, any street or road within this category.

d. A "public highway" includes every way, land, road, street, 
or boulevard, and every way or place in the state (or similar division) 
open as a matter of right to public vehicular travel both inside and 
outside the limits of cities and towns.

7. Highway costs. The term most often refers to required ex
penditures. ■ Very frequently, the reference is to expenditures out of 
a highway fund in a given year, which, in effect, are the revenues re
quired to becput into the fund during the same period. During a period 
whhn Congressional authorizations of federal-aid are identical for sev
eral years, the authorizations, the required revenues, and the costs 
or required expenditures may be regarded as identical. Annual highway
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cost includes the annual capital cost s the annual maintenance cost and 
the annual administration or highway operation cost. The capital cost 
may be defined as the annual charge required to recoup the original 
investment, with interest by the end of the service life of the facil
ity. Part of itXds a charge by which the investment is depreciated or 
amortized. Total costs of highways can be subdivided by functional 
components, e.g., right-of-way, grading, drainage, pavements, etc., or 
by accounting cost definitions, e.g., fixed and variable costs, or con
struction, maintenance, operation, and administration costs.

8. Highway expenditures. It has been a custom to denote high
way expenditures as those total disbursements, for constructing and 
maintaining highways, less the amount paid for retirement of debt. In 
adapting fiscal records for use in statistical reporting or analysis, 
there are various bookkeeping adjustments relating to balancing items 
of income and outgo, but most of these are too detailed to be discussed 
in this section. The term includes all expenditures for the administra
tion, construction, and maintenance of streets, roads, or highways. 
Actual outlays for such facilities should also include interest paid on 
debt incurred for these purposes, A problem arises when attempting to 
identify expenditures for such services as traffic police, courts, 
street cleaning, and lighting.

9. Highway nonfeuser. The term non-user is a shorthand term 
for "others than the users of the highways," Thus, one may speak of 
user and non-user tax sources, meaning by "non-user sources" all those 
sources of tax revenue other than direct taxes on motor-vehicle users
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as sucho All residents or industries of an area or community, includ
ing highway users, are non-users in one sense or another when referring

,

specifically to their role as a beneficiaiy of the facility. The non
users are in truth "beneficiary users" in that the facility provides a 
unique or special benefit to total society as well as to an individual 
or industry. The term generally includes s

a. All persons other than those who own, operate, or ride 
in a vehicle moving over a public highway, but w&o share in benefits, 
from the highway,

b. One who derives benefits from a highway without using
it. Typical is the owner of abutting property which appreciates in value
as a result of construction of the highway or services thereon.

c. Connotes a person, company, or agency which receives indirect 
or secondary benefits from the fact that highways are used. The term 
means highway non-user beneficiary.

10, Highway non-user costs, The term is another way of re
ferring to costs resulting from "others than the users of highways."
This may consist of depreciation, debt service, and administration.
Some states also have a general road tax which is levied against all 
taxpayers regardless of vehicle ownership. The term also refers to:

a. Those highway (facilities) costs that are rightfully or 
properly recovered through indirect or direct taxation of either the 
general public or abutting property owners on some basis other than 
usage of the road or highway facility. The normal logic is that these 
are costs that are recovered because of special benefits derived by
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those other than the vehicle operators, the latter in their specific 
mission of transportation. ':

b. Costs of highways met by persons in roles other than as 
users of highways, including street repair assessments, and payments of 
general taxes to the extent that such are diverted for highway pur
poses.

11. Highway user. The terms "user," "motor-vehicle user,"
"road user," and "highway user" apply to the owner of a motor vehicle in 
use on the highways. In their actual employment these terms may ap
pear to. apply to the driver, to the occupants of a vehicle as a group, 
or even to the vehicle itself. However, it is the owner who pays the 
motor-vehicle taxes and it is he upon whom the user benefits impinge, 
although he may be neither the driver nor an occupant of the vehicle.
The term also may means

a. Any person who owns or operates or rides in a vehicle mov
ing over a public highway.

b= A person, company, or agency which uses highways for immedi
ate and direct transportation purposes. The term means, essentially, 
highway user beneficiary.

c. Any owner or driver of a motor-vehicle which is operated
on the highways for transportation purposes, including transport of the 
vehicle itself.

12. Highway user costs. This term is closely allied to the 
basic term "highway user," defined above. As was outlined in thatL 
definition, the term may apply to the driver, to the occupants, and to
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the vehicle itselfe The term implies the total cost of the highway 
user, usually on a vehicle-miel basis, which results from the use of a 
highway facility, including operating costs, accident costs, time cost, 
and any other cost which can be evaluated and which occurs because of 
operation of a vehicle on the highway. The term may also refer to;

a. Costs of using highways met by users and including fees 
and registration levies,

b. The total cost to highway users of owning and operating the 
motor vehicles that they use on highways. It includes highway user 
taxes, cost of vehicles and their maintenance, repairs, insurance, fuel, 
and parking fees. These costs may be related to a particular vehicle, 
period of time, section of highway, or system of highways. They may be 
used as the numerator of rates, such as the cost per vehicle-mile, ton- 
mile, or passenger-mile.

c* "Costs1* of discomfort and inconvenience and non-commercial 
time of users, are frequently included in user costs; however, these 
are difficult to evaluate, particularly the time spent in commuting, 
shopping, or vacationing,

13. Highway user taxes. At the state level, it is easier to 
describe road-user taxes than to define them precisely. They may be 
defined in general terms as taxes imposed on the ownership and use of 
vehicles for the purpose of raising revenues for highways. At the 
state level, where user taxes have achieved their highest state of 
development, they are principally of three types; l) gallonage taxes 
on motor fuels, 2) registration fees graduated with some measure of
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size and weight of vehicle, and 3) the so-called third-structure taxes, 
of which the weight-distance taxes are the best known. Miscellaneous 
motor-vehicle fees, such as drivers’ license and titling fees are also 
included in this category.

At the federal level, substantially all of the taxes directed 
into the Highway Trust Fund are levies upon motor vehicles and their 
use, and the same is true of the recent temporary transfer of addition
al excise tax receipts to the Trust Fund. The view has been advanced 
that those taxes on motor fuels, tires, tubes, and retread rubber, 
being closely associated with value rather than use, do not qualify as 
user taxes. However, it should be noted that state registration fees 
are associated with the size and weight of the vehicle rather than its 
use, but are nevertheless regarded as user taxes. Definitions and ap
plications oS* use-taxes may'become broad, but the prime purpose of a 
highway use-tax is its design to relate revenues as closely as.possible 
with the requirements and utilization of the road, street, and highway 
networks that are designed and constructed.

14. Improvement. Federal aid may be used not only for the 
construction of new roads and bridges, but also for the "betterment" of 
existing facilities by widening and strengthening their surfaces, elim
inating steep grades and sharp curves, replacing narrow bridges, etc.
It may also be used for preliminary engineering, surveys and design, 
and acquiring necessary right-of-way. To encompass such diverse oper
ations, the word "improvement" is commonly used.

The complete construction of a section of highway may involve
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several projects, e.g., one for grading and drainage and another for 
paving, and the length of each is counted in federal-aid project data. 
Thus, it must be borne in mind that, unless otherwise evident, mileages 
reported as programmed, underway, or completed are project miles. Dup
lication of mileage because of two projects on the same site is unlikely 
in any one year.

15. Obligation. When detailed plans, specifications (or other 
pertinent information), and cost estimates prepared by the state for a 
specific project have been approved by the Bureau of Public Roads, the 
federal-aid share of the project cost is "obligated" or formally com
mitted- and the state may then proceed with the project (either adver
tising for bids on construction projects, or starting work on prelimi
nary engineering or right-of-way acquisition projects.

16. ' Program. Following notification of an apportionment, each 
state highway department prepares a "program" or list of projects on 
which it intends to use its federal aid. Approval of this program is 
an initial commitment of federal funds. In total, there are about
10,000 new federal-aid projects programmed in each fiscal year.

17o Revenues. The term revenue, as related to highway finan
cing, normally refers to cash receipts collected from highway users, 
including motor fuel taxes, motor vehicle license fees, registration 
fees, and third-structure taxes and levies. On turnpikes it includes 
toll revenues. Funds made available for highway purposes include 
those required for right-of-way, construction, maintenance, and admin
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istration» Revenue is synonymous with highway costs .and highway expen
ditures, except that revenue always refers to the money derived for, 
or anticipated as being available for, use on the highway system (as 
opposed to expended). The following descriptive terms also apply:

a.' The total earnings of a highway, derived both from users 
and non-users, charged for benefits obtained therefrom. While some 
highways are uneconomical, others more than amortize themselves, so that 
in general the entire system is self-liquidating and, in ideal cases, 
self-perpetuating.

b. All monies received from highway user imposts (whether 
used for highways and streets or for non-highway purposes) and all 
other monies received from any other source when used for highways, 
roads, and streets.

18. Road. A road is a strip of land devoted to the passage of 
vehicles and goods, usually having a portion of its surface fitted more 
or less suitably to the needs of the traffic it must bear. Roads are 
normally classed as public when they have been dedicated to public use 
by legal form and purchase, or by long usage. They are private w^hh 
they have not been so dedicated and when they are constructed and main
tained at private expense. It is a route established for purposes of 
vehicular travel, including the entire area within the right-of-way.
In rural roads, where there is comparatively little access and egress, 
it may be called a highway or a road, and usually is dedicated to the 
general travel of wheeled vehicles or pedestrians, providing passage



through property not owned by the traveler. The following terms will 
also apply to most roads;

a. Any rural highway, whether a mere dead-end route or a 
major artery, including feeder roads,

b. A public way designed for transportation in a fringe urban, 
suburban, or rural area where shoulders and open ditches are adequate 
for drainage and where sidewalks are not necessary,

c. In its broadest sense, the term "road" may be construed to 
include streets, alleys, highways, and other ways open to travel by the 
public, including the roadbed, right-of-way, and all culverts, drains, 
sluices, ditches, waterways, embankments, slopes, retaining walls, 
bridges, tunnels, and viaducts necessary for the maintenance of travel, 
and all ferries used in connection therewith,

19, Street. A way that is either constructed or dedicated for 
public vehicular travel, in an area having urban or nonrural character
istics, which provides local traffic service and direct access to abut
ting properties or to other streets in the area. It includes all side
walks, curbs, parkways, and other appurtenances within the entire right- 
of-way, ' A public way designed for general transportation and personal 
locomotion in a compact area where curbs, paved gutters, and sidewalks 
are, or should be, components, components of the cross-seotion. The 
term "road" will normally include streets, alleys, highways, and other 
ways open to travel by the public, including the smallest and the 
largest route within a city or town dedicated to public transportation. 
The following terms will normally also apply;
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a* The entire width between the boundary lines of ways that 

are publicly maintained, when any part thereof is opened to the public 
for purposes of vehicular traffic; usually thought of as being located 
within a city, town, or a built-up development„

bo A public way for purposes of vehicular travel, including 
the entire area within the right-of-way. A way in an urban area with, 
or with provision made for, curbs, sidewalks, and paved gutters, is 
called a street.

Co A thoroughfare provided for general use of the abutting 
residents and their visitors, so as to provide egress to other parts of 
the immediate community, and to other dedicated thoroughfares«
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