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INTRODUCTION

Financial demaunds on Iowa’s resources in suppért of its

111,500 mile road and strect system, the sixth largest in - the
Nation, have become greater and greater in recent yeais. Not
only have highway expenditures increased, but' the highway
portion of total state general expenditures has inc ! '

34 per cent in 1955 to 41 per cent in 1959, " L
Recognizing the need for comprehensive highway plan:
ning, the State Legislature authorized the companion engis

neering nceds and fiscal studies reluting to -the highways of = -
lowa. This report sunmarizes the results of the fiscal study. -

which analyved the capacity of the State, counties, and ;"

nicipalities to support highway needs for the 10,15, and 207"
year catch up programs as detenvined by the ‘engincesing -

study, : ‘ o }
Financing the alternative programs developed. by the

needs study is related in this study to the separate jurisdic-"

tional levels, taking into account present and probable future

revenues and economic development. Particular attention has 7

been given to the relative size, use, and requirements of the
several systems in suggestions for the apportionment of high-

way user revenues among the various levels of government..

Cognizance has been taken of the flow of population from'the

rural to urban areas to the extent that at present two-thirds of . -

the people live in municipalities. 7
Accomplishment of a balanced fiscal program in Towa
is complicated by the fact that over 50 per cent of the total

reased from

road and street mileage in the State is made up of local
county rouds which carry less than 5 per cent of the total
traflic.

Total highway needs in Towa, according to estimates of
the engineering study, will require average expenditures of
about $280 million a year for the next 20 years. This com-
pares with current 1960 reveoucs amounting to $220 million
and estimated annual average revenues during the 1961-
1980 program period of $258 million if the present tax strue-
ture is not changed. The average annual deficit, inchiding
debt service on outstanding municipal street bonds, will be
about $22 million,

‘Fotal 20 ycar program requirements for the alternative
catch up periods compared to estimated revenues at present
rates are as follows:

MILLIONS OF DOLLARS 1961-1980
Calch Up Period Cosl Revenye Deficit

10 Year $5,594 $5,162 $432

15 Year 5,578 5,162 414

20 Yeor 5,540 5,162 398

Cost figures do not include municipal debt service esti-
mated at a total of 342 million or $2 million per year for
the 20 yeuar period.

Several alternatives are avaluble in hulancing require-
ments against funds: user and property tax rates can be
ruised; long-term borrowing can be utilized; praposed pro-
grams can be curtailed; or some combination of these can
be developed.
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State imposts on the users of highways through motor
fuel taxation, motor vehicle registration fees, the use tax on
new motor vehicles and trailers, and ten per cent of the sales
tax, which approximates the receipts from the motor vehicle
group, are enrrently producing more than $120 million annually
in highway revenues. Federal Aid receipts in 1959 were tem-
porarily at a peak of more than $65 million. Locul support of
highways, primarily through property taxes and special assess-
ments, produced another $65 million. Total 1959 highway rev-
enues amounted to $250 million.

Road and street expenditures in 1959 totaled almost §240
million: $110 million-state, $88 million-county, and $39 million-
municipal.

. Financing lowa’s _Higthys

REVENUES
$120 $65

$110 $88

.

EXPENDITURES

"~ Municipal
[

-Millions of Dollars
1959




PRESENT SYSTEM RESPONSIBILITY

The State Highway Commission is responsible for
some 9,800 miles of State Primary svstem including
700 miles of the Interstate network., The State and
the counties administer the 34,000 mile Farm-to-
Market system and the counties alone are respousible
for 56,700 miles of local secondary roads. The munic-
ipalitics are responsible {or some 10,800 miles of
streets, State park and institutional roads comprise
less than 300 miles of roads for which the Highway
Comnission was made respousible by the General
Assembly in 1959

Intgrstote
QOther Primary 9,226 J’

Couvnty -
Farm-1o- Molle' 33973
lotal Secondory 56714

Muynicipol
Strexts 10,767

Othor
Stote Park 124
Institutional 159

Total 111,515

ALLOCATION OF USER REVENUES

The State imposts on highway users, with the
exception of two cemts of the gasoline tax which is
allocated directly to the Primary Road Fund, are
placed in the Road Use Tax Fund. Distribution from
this fund, after two per cent of it is given to the cities,
is as follows: 42 per cent to the Primary Road Fund,
15 per cent to the Farm-to-Market Road Fund, 35
per cent to the Secondary Road Fund, and 8 per cent
to the City Street Fund. User revenues are distrib-
uted among the counties, 60 per cent on the basis
of arca and 40 per cent on 4 need or equalization
basis. The distribution among municipalities is on a

population basis.

$32.3

PRIMARY

FARM.1O-MARKET SECONDARY
ROAD FUND | ROAD FUND

CITY STREET

ROAD FUND

FUND

Mlhom ol Dollur; ’
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of property taxe? Amounted to '\liont $34 mlllmn m";”m

. 1959. Mumupal loml slrcct mvmues tomlmgabont_
' $32 lmlhon in that ycar mc]ude $18 nn]hon in prop- ‘
-’erty (axes $10 m:]l:ou m now horrowm;,s and $4 n111 U

“from pculung meterﬂ Tnjal cmmly debt for road pur-_

FEDERAL AID

Federal Aid is applicable to some 42,000 miles of
highways of the State. The State is reimbursed for
designated and approved expenditures on these Fed-
cral Aid systems by the U, S, Government through
the Bureau of Public Roads. These monies acerue to
the State Primary Road Fund and to the Farm-to-
Market Road Fund. In 1939, some $58 million went
to the Primary Road Fund and almost $10 million
went to the Farmi-to-Market Road Fund.

C mmty lncal road r(,vcnues consntmg, prmupally'

. .]ion in mlscc]laneous rcveuue half of whmh c*unt,;_.'.f_.-\i .

. poses is unrrently lc.ss than &‘3 mllhon a3 comparvd o SR

mmnclpal debt for street purposes amounlmﬂr lo al- o
most $4() ‘million. ' g '

Percentage of State Totals

Road and Street Expenditures

Almost $240 milfion were spent on lowa’s roads and slreets
in 1959:

System
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COMPARISONS WITH OTHER STATES

lowa utilized 41 per cent of its total general ex-
penditures on highways in 1859 as compared to 30
per cent in Missouri, 45 per cent in Nebraska, and the
national average for all states of 29 per cent. The
State and its local jurisdictions spent 28 per cent of
funds available for all governmental purposes on
roads and streets in 1958 as comnpared to the national

average of 19 per cent.

Motor Fuel Tax Comparisons

State Cenits Per Gallen
3 4 5

IOWA

INinois

Kansas

Minnesoty

Missouri

Mebraska

South Dakota

wiscorsin |

1960

Towa's motor fuel tax recelpts In 1958 were rela-
tively high in comparisons with neighboring states,

lowa derived a higher average revenue per vehi-

cle from motor vehicle licenses in 1959 than any of its

neighbors. Towa's average of $37 exceeded South
Dakota’s next highest figure of $33 and Nebraska's
minimum figure of only $17.

In allocating 41 per cent of user revenues to its
counties and 7 per cent to its municipalities in 1958,
Iowa topped the list among its neighbors in county
allocations and was below the median in the group
as regards its allocations to cities and towns.




The engineering study has reported separately on the con-

dition of Jowa's roads and streets und the costs of bringing them

to desirable standards by 1980, This fiscal study projects the

revenues which can be expected in future years from current

sources at existing rates and compares the revenues with the

expenditure requirements. The total twenty year needs of all
systems were reported to be in excess of 5.5 billion dollars, but
current revenue sources will produce less than 3.2 billion dol-

lars in the same period.

Annual average expenditures conld vary from $278 to $350
million depending on what catch up program is adopted. Total
deficits would range from $398 million to $432 million for an
annual average of about $20 million not including municipal

street debt service.

Revenue Forecasts

0 190
Regintratuon ’ Federal Aid Proparty Taxes
Fody . Auetimonts

BAN Foguews Arg 4 Malenty ol Delloed
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KIVENUES

STATE HIGHWAYS

The engincering study recommended that state
highways.be divided into two classifications: Primary
Roads and Local Service Roads. The twenty year
needs of these combined systems were reported to
total more than $2.3 billion. Revenues from Federal
Aid, two cents of gasoline tax, and 42 per cent of
all other user revenues, are expected to produce only
about $2 2 billion in the 1961-1980 period, leaving a
net deficit of $114 million, or $5.7 million per year.
[t the state highway system in lowa is to be sup-
ported from highway user taxes and Federal Aid, it
becomes obvious that some adjustment is required

in the present use tax allocation formula,

ST1 Billiea
LLIVRETEN

427 Billian
REEHS

COUNTY ROADS

The engineering study recommends that the
county roads be divided into three classifications:
County Trunk, County Feeder, and County Local.
The total twenty year needs of these systems were
reported to be $644 million, $694 million, and $819
million, respectively, for a combined total of $2,157
million. Revenues from county property taxes for
road purposes at current rates, and a continuation of
the 50 per cent allocation of the Road Use Tax Fund
to the counties, can be expected to produce only
$2,100 million in the next twenty years, leaving a
total deficit of 357 million. The counties, then, will
need abont half as much in additional revenue as the
State if the present user allocation formula is re-

tained.
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All streets in urban areas, except the extensions
of state highways, have been referred to as city and
town streets, but heretofore there has been no statu-
tory classification of themi. The engineering study
recommends that these streets be divided into two
classifications: City Arterial and City Access. The
twenty year needs of these streets was reported to be
about $1.1 billion, exclusive of an estimated $42 mil-
lion required to pay the interest on street debt al-

ready incurred. Revenues from urban property taxes,

IS I
REVENUES

special assessments, parking meter receipts, and mis-
cellaneous items, together with the eight per cent of
the Road Use Tax Fund and the temporary two per

cent before distribution, can be expected to produce

only $855 million in the same period, leaving a net
g

deficit of more than $268 million.

This is about $100 million more than the com-
bined state and county deficits on the basis of the

present distribution of highway user tax revenues.




Total twenty year deficits for all of the systems do not vary
significantly regardless of the time schedule for catching up on
the backlog of highway, road, and street deficiencies. The
alternative construction programs suggested by the engineer-
ing study result in significant annual deficits or surpluses, how-
ever, since the normal revenue pattern remains the same in
spite of proposed expenditure pattern variations. It may be

desirable to use fast catch up programs in Iowa to reduce travel

7

38 350

o m— o

time, motor vehicle operating expense, and excessive accident
rates. If so, it will become necessary either to increase user
taxes or to borrow money in the carlier years of the program
when costs will be high, and toretire the debt in the later years
of the program when revenue surpluses will be available.
No matter what program is used, however, the total $440 mil-
lion deficit will still exist if present revenue rates are main-

tained.
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COST AND

TAX
RESPONSIBILITIES

Adjustment of the existing revenue structure to mect
the highway, road, and street needs of Iowa in the next

twenty years requires serious consideration of the rela-

_tive henefits which highways provide. It is generally

Qgreed that highway costs should be borne to a con-

siderable degree by taxes on the direct users of high-

‘ways, but it is also recognized that there are benefits

“resulting from an adequate network of roads and streets

which accrue to others than the owners and operators
of motor vehicles. Highway users benefit from highway
development through time savings, increased travel
co-nv-cliicnce, and decreased costs of motor vehicle oper-
ation. Property owners henefit by improved access to
their land and by improved egress from their land to
the markets. The general public, in addition to its role
as road users or property owners, benefits from highway
(leVelupmte|1t through better service from such public
vehicles as fire trucks, police cars, ambulances, nail
trucks, and school buses, and also from increased eco-
noniic activity. Determinations must be made as to
what extent highway costs are incurred for each of these
classes of highway beneficiaries, and how they are meet-

ing their share of costs under the existing tax structure.




A = Average annual state highway costs
B - Average annual Federal Aid receipls

C - Estimated mid-program travel on state

system

The people of lowa as highway users contribute
mare to the cost of highways in using them than they
do in any other capacity. In order to determine how
tnuch they should pay for the use of Iowa’s roads and
streets, it is assumed that highway user taxes, com-

bined with Federal Aid, should fully support:the state

system. It is further presumed that the user share of

cost responsibility is being met if the revenue which
will be produced tfrom current user imposts, distrib-

uted to the State on a travel basis together with

D. Average annual cost of least heavily
traveled system

E - Mid-program mileage of teast heavily
traveled system

Federal Aid, will fully support the state system. Pro-
jections of total user revenues indicate that the cur-
rent user tax structure is more than adequate to meet
the needs of the state system as determined by the

engineering study.

Of several methods which have been used by
highway economists to determine the user share of
responsibility for highways, the carnings credit solu-
tion had ready application in Iowa and was used in

the fiscal study.
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While highway users, as a group, may be meeting
their full share of cost and tax responsibility for high-
ways, it does not necessarily follow that this responsi-
bility is shared equitably by the several classes of
highway users. To determine the equity among types
of vehicles, a theoretical road was designed and
priced which would withstand Iowa’s climatic con-
ditions and would have the structural strength to
carry only the lighter vehicles. The cost responsibil-
ity of this highway was assigned to all vehicles re-
gardless of size, weight, or travel. Then the costs

were computed for improving this basic road to with-

ALL AXLES SHARE IN COST OF BASIC ROAD

stand increasing increments of size, weight, and trav-
el and the additional costs were assigned as the
respousibility of those vehicles for which they are
incurred. The user tax amount produced by each
type of vehicle under the current tax structure was
deducted from the responsibility for highway costs
assigned to cach type so that the difference indicated
the direction of adjustment required to effect equity
among highway users in the sharing of user tax
responsibilities. This analysis in Iowa indicated gen-
erally that semi-trailers are not meeting their respon-
sibility, and that passenger cars are paying more than

their share.

MEDIUM & HEAVY AXLES SHARE COST OF THIS INCREMENT

HEAVY AXLES BEAR COST OF THIS INCREMENT ;.

Lt nr s i e T




Once it has been determined that the amount
by which the cwirent tax structure fails to produce
revenue to meet the measured needs is not a user
vesponsibility according to normal measures of
equity, it then becomes a question whether the
property taxpayers or the general public should
make up the deficit. There are sound arguments and
rebuttals for either case, but no detailed analysis of
property taxation is necessary to determine that this
source is currently making a nearly maximum effort.
If the legislature considers the deficit a responsibility
of the general public, some expenditure of state gen-

eral funds for road and street purposes is indicated.

WHOSE RESPONSIBILITY?

17
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While a continuation of the current level of high-
way user taxation will provide sufficient revenue to
support the state system, such an amount will not
become available to the State without an adjustment
of the formula for the sharing of user revenues among
the governmental jurisdictions. If the State reguires

an additional $114 million over the twenty vear pro-

gram period it will have to retain 55 per cent of all of

the user imposts it levies, leaving only 45 per cent
to be shared with the county and municipal jurisdic-
tions. How much of this share should be allocated to
each of the two levels of government, to each of the
five roud and street systems, and to each of the more
than a thousand units of government in Iowa requires

comparisons of needs, benefits, and travel.




The most equitable method of dividing the re-
maining 45 per cent of user revenues between the
county and the municipal jurisdictions would appear
to be on the basis of travel, since it is the most direct
measure of the value of roads and streets to the high-
way users. An element of inequity is introduced,
however, when the volume of tratfic on wrban arteri-
als may result in municipalities being allocated rev-
enues in excess of their needs while the counties
could not meet the needs of even their most heavily
traveled system with the share of funds they would

receive on an unadjusted travel basis.

Needs, then, become the most reasonable factor,
and on this basis the counties, which have twice the
dollar needs of the cities and towns, get twice the
user revenue, or 30 per cent of the total. Under this
formula, the State can meet its needs and the munici-
pal deficit will be reduced to a level which can be
met from current sources. The counties will not be
able to meet their needs, however, even though they
are allocated twice as much user revenue as the
municipalities. The major deficit, whether the allo-
cation is made on a needs basis or a travel basis,
remains at the county level, and it is the counties

which will require support from other than user tax

or property tax sources to meet their road needs.

It is recognized that needs may retlect an
historically inndc‘;ruzlte effort or poor adminis-

tration, and distri

dution of user revenues solely

on the buasis of needs may tend to favor the
ineflicient unit wt the expense of the efficient
one. The pist is not so imrnrtanr as the future

in the ap{)ro;wh to this \nn
curately

fon future apportionments.
Pl

hlent, so that the ae-
etermined needs provide the best basis
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In determining how the 30 per cent county share
of user revenues should be divided among the three
recommended systems and the 15 per cent municipal
share between the two strect systems, another factor,
benefits, is considered. Highway users benefit in
varying degrees from cach type of road or strect
system. In the case of state highways, where the use
is predominantly of a through traffic nature, all re-
sponsibility other than Federal Aid was assigned to

" PERCENTAGE OF"
USER RESPONSIBILITY

1o ST 3 ES ¥:.

State Primary

highway users. The county trunk systemn is primarily
the through system in the counties and the arterial
system the through system in municipalities; conse-
quently, the cost of these systems is essentially a user
responsibility. The connty feeder system can be as-
sumed to bencfit through and local travel ahinost
equally. The county local system and the municipal
access Systems serve principally for access and are

essentially a property responsibility.

STATE USER REVENUES

State Local Service

County Trunk

County Feeder

County Local

Municipal Arterial

Municipal Access

"Refert to responsibriity for net program costs, mxclutive of Federol Aid.

REQUIRED PERCENTAGE OF TOTAL .



It is recommended that the distribu-
tion of user revenues to the individual

jurisdictions be based upon needs. This

is a relatively simple matter in the case

of counties, where the nceds of cach
county have been separately reported
by the engineering study. For each of
three county systems, it is suggested that
the funds allocated to the system be ap-
portioned among the counties in the
same ratio as the needs of the individual
county to total county needs.

Since needs data are available for the
cities and towns only on a population
group basis, it is suggested that the
funds allocated to cach of the two
municipal systems be apportioned
among population groups of cities in
the ratio of the nceds of each group
to total municipal needs. The distribu-
tion among the individual cities and
towns within each population group
would be in the proportion that the
population of the municipality bears to
the total population of each group. The
population factor is introduced here only
because data for more equitable bases,
such as needs or system mileages, were
not produced by the needs study for the
individual cities and towns.
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alternative calls for a 10 year cateh up period so that
costs during the first 10 years are quite high, but
once the backlog is eliminated, costs drop off to a
normal level necessary to meet replacernents and
developing deficiencies.

Plans for financing the road and street systems
tor which the State, counties, and municipalities are
responsible must he developed on the basis of care-
ful consideration of the importance and deficiencies
of each system and the financial capacitics of the
several jurisdictions. The needs programs have been
developed by the engineering study, as indicated, in
such a way as to permit considerable Hexibility in the
determination of sound and practical fiscal plans.
Adequate highways are unquestionably contributory
to the cconomic well being of the State and are es-
sential to its agricultural and industrial needs. On
the other hand, the economic realities of public
finance make it unwise to attempt to finance a com-
prehensive road building program in too brief a peri-
od of time. Fven though the slogan “it pays — it does
not cost to build adequate highways™ has relevance,
the job cannot he done more rapidly than the fiscal
capacity of the units of government will permnit.

i
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P e
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The highway needs, as reported by:the engineer-
ing study, involve three fdiffcrér'l_‘t,.:l\ft»i_ij;g periods for
overcoming the current backlog of déficiencies in all
systems. . The 20 year plan-involvesino' speed up in
construction and' provides for the cortection of cur-

In the discussion of alternative financing plans,
where reference is made to deficits and surpluses it
must be borne in mind that these are the result of
an assumed continuation of user revenues at present

PAGE 20

rent and interim zlccil:'rnlllai;irig'-i,déﬁéi()_'_m:ies during
that period: In the second alternative, ‘the deficien-
cies are to be corrected in 15 years, with normal ac-
tivities extended over the 20 year period. ‘The third

rates, of the distvibution of these revenues on the
basis of the recommended formula, and of Federal
Aid and nonuser highway support at the levels
forecast.
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20 Year Program

15 Year Program

1965 1970 1975
10 Yeoar Program

STATE

Revenue Deficits & Surpluses

There will be a surplus of revenue for the 20 year
state program through 1972 and annual deficits from
then until 1980, resulting in a total net surplus of
more than $21 million. The 20 year net surplus will
be increased if highway deficiencies are overcome in
shorter construction periods but annual financing
deficits will occur in the earlier program years. In the
(5 year catch up plan there will be deficits through
1975, and in the 10 year plan there will be substantial
deficits through 1970. None of the plans would re-
quire increased user taxes but the borrowing, if the
decision is to horrow rather than increase rates,
necessary to overcome the early year deficits of either
the 10 or 15 year plans could be repaid within sev-
eral years after the end of the 20 year program
period. Financing the 15 year program would entail
the issuance of some $310 million in bonds and at

3 per cent interest the payment of some $80 million
in interest.
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20 Yeor Program

15 Year Program

MILLIONS OF DOLLARS

1961 19465 1970 1975 1980
10 Year Program

COUNTY

Revenue Deficits & Surpluses
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No standard plan can be recommended for all
counties, except that the program for the county local
system should be extended over 20 years in alf cases.
Individual counties may select the carlier catch up
programs for trunk or feeder roads if deficiencies are
intolerable and bond financing is possible. Combining
all these systems, but including only a 20 year pro-
gram for the local system in all instances, the coun-
ties as a group would have annual deficits thronghout
the 20 year program period and an annual average
deficit of over $19 million. There wonld be a surplus
in the last 5 years if the 13 vear plan were adopted
and in the second 10 yeurs if the 10 year plan were
adopted. Legislative action to overcome the overall
deficit, by making revenues available to the counties
from other than highway user or property tax sources,
would result in annual surpluses in’ the early years of
the 20 year program and probably enable most coun-
ties to adopt the 15 vear catch up plan without

borrowing,



As in the case of counties, no standard plan can
meet the requirements of each individuaal city and
town in lowa, and each community must select the
program which best meets its needs. The munici-
palities as a group would have revenue surpluses in
the first 9 years of the 20 year program and a deficit
in the remaining years. There would be surpluses
in the final 5 years if the 15 year program were
adopted and in the second 10 years if a 10 year pro-
gram were adopted. Most cities and towns should
be able to finance one of the more rapid catch up
prograins with no greater borrowing effort than has

been exerted in recent years.
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The most comprehensive road study ever made in
the State of Towa was brought about throngh legisla-
tive action, and it will take legislative action to ac-
complish the planned and orderly development of
lowa's highways, roads, and streets. There must be
public understanding, however, of the problems
which face the General Assembly in making decisions
which will be in the best interest of all levels of

lowa government.

[t iust be rccugni'f.cd that there is no pnpular
method of raising revenues to finance the operations

of government aud that there is no convenient way

of making up the deficit to meet highway needs.

There is no untapped reservoir of public monies
available for spending; there 15 no pat formula for
providing each level of govermment with all of the
funds it needs. Local and special interests cannot be
substituted for the general public interest in the im-
plementation of a road and street program which af-
fects every individual, every business, and every in-

dustry in Jowa.

Perhaps the most pressing problem facing lowa's

legislators is the equitable distribution of user funds




ROAD AND STREET

among the several governmental jurisdictions which

share the responsibility for Towa's extensive network

of highways, rouds, and streets. This study has intro- STATE USER TAXES Mllscz:gfllAﬁ?gUS

duced needs, travel, and benefit factors to guide the

General Assembly in making determinations which $148 $42 $74

hi.‘;turic-a!ly Were dcpenclent upon custom, pressure

groups, and convenience. REVENUES

An equally difficult problem to solve is that of
providing funds to overcome the deficit between
highway needs and projected revenues. If it is the
judgment of the Legislature that the general public
responsibility for the extensive system of local rural

roads is not being met, the support of county roads EXPENDITURES

from state general funds vequires increases in general

fund revenues. 1f the deficit is determined to be an $108

abutting property responsibility, the climination of

the agricultural refunds on gasoline taxes would pro-

vide a reasonable new source of road revenues. These

refunds, which accrue primarily to the direct bene- MILLIONS OF DOLLARS

ficiaries of local rural roads, would average about

AVERAGE 20 YEAR CATCH UP PROGRAM
1961 - 1980




$18 million annually during the 1961-1980 program
period und represent about 20 per cent of gross total
motor fuel tax receipts. Only two other states in the

Nation have higher retund or exemption ratios.

It must also be recognized that while highway
users are meeting their cost responsibility under the
existing user tax structure, it is they who will henefit
most from an adequate network of highways, and
they therefore may be required to make an even
greater tax effort until the backlog of road defi-

clencies  is  overcome,

Other legislative action should include the con-
tinuation of the two temporary one cent gasoline
taxes, the elimination of temporary allocations from
the Road Use Tax Fund, the repeal of legislation
contradictory to a new Road Use Tax Fund allocation
formula, and the adoption of administrative controls
necessary to assure eftective use of road and street
revenues by the State, the counties, and the muniei-

palities.

0 T LT
i TULCHILN E ARt JTATT:
Tt LR

$148 MILLIONS

/
! / ) ,
52%] ' 3% 6%/ [ 9k \\ 5% /1%

PRIMARY LOCAL TRUNK FEEDER LOCAL ARTERIAL
HIGHWAYS SERVICE ROADS ROADS ROADS STREETS
ROADS i

{
'
[
|

PROPOSED USER TAX DISTRIBUTION
1961 - 1980

SALES &
USE TAXES

\
4%

) -
ACCESS
STREETS




