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LETTER OF TRANSMITTAL

Taz SecrErary or COMMERCE,
Washington 25, March 25, 1855.
Hon. Sam Ravsurn,
Speaker of the House,
House of Representatives,
Washington 26, D, O\

My Dean M. Speaknr: 1 transmit herewith a report on the cost
of eonstruction needed to modernize the Nation's highways, prepared
by the Commissioner of Public Roads in cooperation with the several
State highway departments, and a statement on highway financing.

The report has been prepared pursuant to a direction of the Congress
contained in section 13 of the Federal-Aid Highway Act of 1954,
approved May 6, 1954, quoted as follows:

Bec, 13, The Becretary of Commerce is authorized and directed to make a
comprehensive study of all phases of highway financing, including & study of the
costa of completing the several systems of highwa;.:a. in the several States and of
the progress and feasibility of toll roads with particular attention to the possibla
effects of such toll roads upon the Federal-aid highway programs, and eoordination
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
lnter than February 1, 1955: Prosided, That not to exceed $100,000 from funds
available for administrative expenses shall be expended for the purposes of this
gection.

A further report r]iscusslnﬁ toll roads and mntnini:g recommenda-
tions with respect to Federal participation in such roads is practically
complete and will be submitted shortly.

The accompanying report shows in detail the very large expendi-
tures required to make the Nation’s highways adequate. It is
impressive that only through greatly enlarged financial provision can
urgent needs for highway transportation be met,

Sincerely yours,
SiwcLaie WEEKS,

JI ;i N 'W-ﬂﬁv

Secretary of Commeree.
It
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The cost of needed construction, designed to modernize the Nation’s
roads and streets over the next 10 years, will amount to $101 billion,
and an additional $25 billion will be required for highway maintenance
and administration,

These are the estimates obtained in o study undertaken in 1954
by the Bureau of Public Roads, with the cooperation of the State
lf]ighway departments, in accordance with the request of Congress
or
* # % g gtudy of the costa of completing the several systems of hishwavys in the
soveral Stateg ¥ ¥ *

INTERPEETATIONS

The intent of the request by the Congress is clear, but the inter-
pretation of the specific wording warrants some discussion,

Continuing needs

It is not possible to “complets™ a highway in the sense that it
can by a single construction operation be made forever adequate.
From the very day that hichway facilities are opened to traffic,
they begin the course of deterioration and obsolescence that eventually
leaéa to necessary reconsiruction or replacement,

Natural forces—heat, cold, and moisture—subject the roads toe
damaging erosion, freezing and thawing, eontraction and expanzion,
The endlessly repetitive passage of vehicles, particularly those with
heavy axle loads, pound away, flexing and fatiguing the surfaces.

The volume of traffic is ever increasing; there is continuous
change in the characteristies of the wvehicles—their sizes, weights,
power, and speed capabilities; new traffic needs develop. Thus in
time it hecomes necessary to straighten alinements, reduce grades,
provide more width, and add new roads.

Individually and in combination these forces operate to make the
job of building, improving, and rebuilding hichways a continuous
process, In this sense, therefore, o hichway system iz never complete,

Basiz of needs

The term “needs” likewise requires explanation. It is a word
widely used in recent years to denote construction backlog. Amounts
cited ag "needs"” sometimes refer to the cost of complete modernization
as of & given moment; sometimes they cover a construction program
stretehing over a period of years,

Some estimates are based on the needs of current traffic; others
take future traffic fully into account.

There are variations, too, in the specifications of design standards,
and there are differences in their applieation—one study may permit
no deviations, while another will accept large deviations or tolerances,

1



2 NEEDS OF THE HIGHWAY SYSTEMS, 195554

Advance decision as to financial feasibility of meeting needs has
also been an influence in some needs studies. Such an adjustment, in
the interest of producing a “realistic” estimate of needs, should be
made after the estimate has been derived. It should not be made by
arbitrary reduction of standards or other means beforehand.

ETUDIESR IN RECENT YEARS

To greater or lesser degree the foregoing factors have been in-
volved in the estimates of needs developed both statewide and nation-
wide in recent years. It is important that this be clearly understood,
lest erroneous conclusions be drawn when making general eomparisons,

Provision of adequate highways has never been abreast of demand.
Needs were mounting prior to World War II. During the war,
curtailment of construction resulted in a further lag, %iuce 1946
traflic has increased with each succeeding year, but highway construc-
tion has not kept pace.

In needs studies made during the immediate postwar period (1946—
50), the rapid increase in hinﬁwny usage was viewed by many as a
temporary phenomenon—a ﬁwe]jng—uﬁ was anticipated in the pre-
dictable future. Even so, estimates of needs showed construction
requirements of great magnitude,

since then, economic studies based on the wealth of data made
available by the 1950 census have indicated that other elements of
the Nation's economy were also enjoying vigorous growth patterns,
and that they are likely to so continua. It has become evident that
the continuing inereage of highway travel is not an isolated trend.
_ The shortage of current revenues for highways existing since 1946,
in the face of needs known to be large, has posed a dilemma to high-
way agencies. On the one hand there is the basically sound policy
of s:butt.iug as much money as possible into high-type improvements
with long service lives—a policy that generates dissatisfaction when
badly needed improvement of some roads is held in abeyance while a
substantial portion of available funds is concentrated on other roads,

The alternative is an across-the-board “malke-do” program,
characterized by short-term, stopgap work done in lieu of needed
major improvements. Such programs provide temporary relief
ra.ljmr than cures for the problem; they rarely reduce the ultimate
need for large-scale improvement.

INITIATION OF BTUDY

By 1954, when Congress requested an estimate of highway needs,
a large body of fact was available to the States, and the technique
for making such an estimate had advanced materially. The Bureau
of Public Roads sought the cooperation of the 48 States, the District
of Columbia, Hawan, and Puerto Rico, and the basic estimates of
needs and costs presented in this report represent the data furnished
by them.

It is recognized that some tendency to understate needs still exists,
Lack of full supporting evidence of need may cause the paring down
of estimates to the point where they cannot be questioned; this is
probably true in greater degree in the estimates for urban areas, Ad-
dit-ionali’;,', the true needs in many cities are exceedingly great in
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relation to current prospects of meeting them, and there is a tendency
toward understatement in. the interest of producing an estimate that
reflects financial feasibility rather than anticipated needs. i

Relatively minor differences oceurred among the States in the inter-
pretation of and adherence to the concepts and guides established for
this study. These account for a certain lack of uniformity in the
reported information. Nevertheless, the totals are deemed wholly
adequate as a representation of nationwide needs, forming a basis for
setting the initial course of remedial action.

Systems studied
The States were asked to [urnish estimates of needs for all roads
and streets, segregated by systems as follows:
Federal-aid systems:
1. Interstate, rural
2. Interstate, urban
3. Other Federal-aid primary, rural
4, Other Federal-aid primary, urban
6. Federal-aid secondary, under State control
6. Federal-aid secondary, under local control
Non-Federal-aid systems:
7. Other State highways, rural
8. Other State highways, urban
9, Other rural roads
10. Other city strects

Existing and programed toll roads were included in the systems
deemed most logical from the standpoint of traffic service,

All costs were estimated at midyear 1954 prices. Construction
cost estimates include an allowance for engineering and contingencies.

The estimates also inelude costs for Federal road systems (forest
highway system, national park road system, national parkways,
In%ian reservation roads, and forest development roads). These have
not been itemized individually, Many portions of these Federal
systems are also in one or another of the above listed systems; those
portions wholly Federal (no other governmental jurisdiction involved)
are included with other rural roads and city streets.

The rural-urban classification used for systems 14 is that prescribed
by Federal-aid legislation: Urban mileage is that in areas including
and adjacent to municipalities or other urban places of 5,000 popula-
tion or more. For systems 5 and 6, the mileage is almost wholly rural
{outside the urban areas just described). It does include milea
without reference to municipal boundaries in the Distriet of Columbia,
Puerto Rico, and 7 States where population density exceeds 200 per-
sons per square mile,

For the non-Federal-aid systems (7-10), the States followed their
individual practices in classifying mileage as rural or urban.

It should be noted that some differences exizl in mileaﬁm cited in
this study and mileages previously reported in other publications by
the Burean of Public Roads. Some of these differences result from
differences in rural-urban and system segregations; some, particularly
in the figures for local roads and streets, are accounted for by the fact
that the States have made new estimates. All of the mileages cited
in this report are those reported by the States in connection with
the needs stndv.
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Periods covered ‘

The estimates presented in this report cover two periods:

First 10 years, 1955-64.—Estimates were prepared to provide that
each road system will be improved, by the end of 1964, to a condition
adequate for its predicted traffic in 1964 (1974 in the case of the
interstate system). 3 ;

Next 20 years, 1965-84.—0n the assumption that adequacy will be
reached in 1064, estimates were prepared to provide for susta.mm::g
adequacy thereafter. The States supplied these estimates for the 20
vears, 1065-84.

BYSTEM IMPROVEMENT

One of the principal objectives of the needs atudy was to develop
costs that are realistic estimates of needs, unaffected by preconceptions
of ability to finance or execute a program. The proposed development
of the various road systems is described briefly in the following
paragraphe.

Interstate system

1956-64.—During the first 10 years the concept of development for
the interstate system contemplates improvement of the enfire system
so that by the end of the period every road section will be strueturally
adequate, will have lane width sufficient to carry traffic predicted
for 1074, and will otherwise be adequate for 30 to 40 years from the
date of its construction. . SUE

1965-84.—The system is to be kept in continuing sound st-ructm_-pl
and functional condition after 1064, After 1974 additional lanes will
be built as traflic needs warrant.

(ther Federal-aid primary - TR

195564 —The concept of development for the Federal-aid primary
system (exclusive of the interstate system) for the first 10 vears is {)o
provide improvements so that the sKstem will, by the end of &9:1}4, i
adequate for traffic of that year. Any road section improved during
this period shall have a generally high-type surface, a suflicient num-
bher of lanes to take care of traffic for 10 years, and adequacy in other
geometric respects for 30 years from the date of its construction.

1965-84.—As road sections become inadequate eru{:Lurul!;.rl or
functionally, after 1964, the¥ ghall be rebuilt in accordance with a
continuation of the concept for the first 10 years.

All other systems . .
195564 —For the more important nndrhemﬂy traveled roads and
streets of all other systems, the 1955-64 improvement Irl:nnnt,empl:1II;|:1,
ia similar to that for the “other Federal-aid primary,” except that
shorter service lives and lower type surfaces may be used. For the
less important and lightly traveled roads and streets, ‘the need is
nerally one of providing lnmléy acceptable traflic service.
1965-84.—After 1964, all roads and streets shall be kept adequate
‘1 accordance with continuation of the concept for the first 10 years.

Design standards ;

When a road or street is to be improved, the new ::ans-t-rur.l,ﬁm
should conform to certain requirements for width, alinement, grade,
and so on. These requirements are called geometric design standards.
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In preparing the cost estimates of needed improvements for this study
the highest design standards were, of course, used for the interstate
system. Progressively lower standards were used for each road sys-
tem of lesser importance. In general, the design standards used in
making the cost estimates are in accord with those adopted by the
States.

For the interstate system the concept is one of improvement so that
the entire system will, by 1964, be structurally and functionally ade-
quate, with all the eseential features of a well-designed road capable
of handling 1974 traffic. This implies substantial rebuilding during
the first 10 years,

For other prinecipal road and street systems, determination of sec-
tions needing rebuilding by 1964 was based on the scceptanility of
tolerable conditions—under which roads and streets can be considered
acceplable even though they may not measure up to the design stand-
ard. Such roads and streets would be kept in service until they were
no longer judged as being adequate even by the measure of tolerable
conditions,

For example, an adequate design for an anticipated traffic volume of
3.000 vehicles per day in 1964 might call for a 24-foot width of surface,
10-foot shoulders, & maximum grade of 5 percent, and a maximum
curvature of 5 degrees; but the existing road would be considered
tolerable with respect to these features if it had a 20-foot surfaced
width, f-foot shoulders, a maximum grade of 6 percent, and & maxi-
mum eurvature of 9 degrees,

Similar criteria with respect to other features were employed as an
aid in determining the extent of needed work to overcome deficiencies.
The procedure is in general conformity with the practices employed
by the States in recent years in estimating highway needs.

For local roads and city streets, the conditions of tolerability were
much more flexible. Considerable weight was given to established
local practices and policies. For example, there were many cases
where no estimate of needs was made as long as a road was considered
passable and as long as the users would accept the condition as
tolerable,

CONETRUCTION NEEDS, 1956-64

Estimates of construction needs (including right-of-way costs),
summarized herein for the 10-year period 19556-64, were prepared b
each State, the District of Columbia, Hawaii, and Puerto ﬁicc—. K
number of States submitted revised estimates, a few of which were
received too late to include in the final compilations of summary data.
The totals reported by each State for each road system are listed in
table 1, and nationwide totals are summarized in table 2. A graphic
comparison of the 10-vear construction needs, 1955-64, and tﬁe esti-
mated 1965 mileages, by system, is shown in figure 1.
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Tawsre 2—Summary of highway constryction needs, 1955-84, by system

[In billions]
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Figure 1, —Estimated 1965 mileage and 10-year construction newds, 1955 -64, by system,

Unless otherwise separately identifie rari i

! ly identified, the various estimates pre-
sented here include those of Hawaii and Puerto Rico. A gengrgl
discussion of the estimates for each road system follows.
Tnterstate system

Existing routes which approximate the location of the interstate
system amount to about 37,700 miles. Of this total, 33,300 miles are
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rural and 4,400 are in urban areasi About 15 percent of the mileage
as it now exists is already adequate according to the standards astﬁ%—
lished in this study. _

These estimates include no allowances for any inerease, by the end
of 1964, of total mileage in the system. There will, however, be an
increase of about 50 percent in traveled lanes. For a substantial
portion of the system, nearly 7,000 miles, a 2-lane road will be adequate
The bulk of the proposed improvements, more than 28 000 miles, will
be in the 4-lane divided highway eategory. About 2,300 miles will be
fi or more lanes wide. This latter mileage will, of course, be prinei-
pally in and approaching the heavier populated areas. Figure 2
shows the approximate location and estimated status of improvement
8s to lane width, in 1965, of the rural portions of the interstate system,

Construetion costs (including structures and right-of-way) on the
interstate system range in average from $200,000 a mile for 2-lane
roads in rural areas to 10 million & mile for multilane seetions (over
6 lanes) in urban areas., There are, of course, wide variations from
these averages among the States and for individual road sections.
In terms of mileaze to be constructed, the 4-lane road predominates,
Costs of this 4-lane mileage average $450,000 per mile, rural and
$1,600,000 per mile, urban.

Needed work on the interstate system during the 10-year period
1955-64, according to the State estimates, totals $23.2 billion, of
which $12.5 billion is in rural and $10.7 billion in urban areas.

This estimate provides for the development of the interstate system
in its present designated extent of 37,700 miles. It does not take
into account extensions which will undoubtedly be made within the
legislative limitation of 40,000 miles—extensions which will in_all
probability be almost entirely within and adjacent to the larger urban
areas, Estimates of the needs for improvement of these extensions
must necessarily await their designation. To a certain extent, the
needs are contained in the estimates reperted for other road syslema.

Other Federal-aid sysiems

About 75 percent of the presently desipnated Federal-aid primary
svstem (excluding interstate system mileage) will need some kind of
improvement during the 10-vear period 1955-64. The comparable
value for the Federal-aid secondary system is about 68 percent,

At the end of the 10-year period there will be about 201,000 miles
of primary system mileage in service, 185,000 miles rural and 16,000
miles urban, The total of 201,000 miles represents an increase over
the 193,000 miles in service in 1953, brought about by the inclusion
of extensions anticipated by the States,

The Federal-aid secondary system is also expected to grow. On
this system, however, the anticipated increase is somewhat larger in
proportion, amounting to a 15-percent increase by 1964 over the miles
in service in 1953, (On the basis of past rates, an increase of 20 to 25
percent is indicated.) The mileage in service at the end of the 10-year
period on this system has been estimated by the States to be about
530,000 miles and is about evenly divided between roads under State
control and those under local control.
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=mmn 4-LANE AND OVER

Figure 3, —Estimzted status of improvement of the Kational System of Interstate Highways as to lane width, in 1965,
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Needed improvements on deficient mileage of the Federal-aid
primary system average $140,000 per mile on rural sections and
$300,000 per mile on urbdn sections. On the Federal-aid secondary
system the average cost is about $40,000 per mile. There are, of
course, considerable variations in these average costs among and
within the various States.

The kind of work also varies widely. From a fourth to a third of
the mileage in need of improvement on the various systems requires
only relatively minor work such as resurfacing or widening. Costs of
such work are from a third to a half of the previously cited averages
for all work, :

At the other extreme are those needed improvements involving
construction of a complete new road to replace an old one. The
amount of such needed work varies on each system. For example,
only one-tenth of the deficient mileage on the secondary system in-
volves the construction of a complete new road on new location,
whereas over a third of the needed improvements on the urban por-
tions of the primary system is in this category. Costs of such new
construction are about double the previously cited averages for all
work. Between these extremes falls the remaining mileage of needed
improvements, generally involving substantial reconstruction work
along existing alinements. '

The estimated work needed on the Federal-aid primary system
(excluding the interstate system) during the 10-year period 195564
totals $20.9 billion, of which $19.9 billion is in rural and $10 billion
in urban areas,

The estimate of needs on the Federal-aid secondary system in the
10-year period totals $15 billion, of which $10.1 billion is for roads
under State control and $4.9 billion for roads under local control,

Other State highways

There are now in serviee 86,000 miles of non-Federal-aid roads and
elreets under the jurisdiction of State highway agencies—76,000 miles
are rural and 10,000 miles are'urban., The States anticipate substan-
tial additions to this mileage. By the end of the 10-year period, it
1964, they estimate that 114,000 miles will be in service, 102,000
rural and 12 000 urban,

It was estimated that 59 percent of the existing rural mileage and
47 percent of the existing urban mileage will require improvement
within the 10-vear period. The cost of needed improvements averages
%51,000 per mile for rural mileage and $260,000 per mile for urban
mileage. There are wide variations in these averages, however, be-
tween and within States and by type of work. The total needed work
on this mileage during the 10-vear period 1955-64, according to State
estimates, amounts to $5.5 billion, of which $3.7 billion is in rural and
$1.8 billion in urban areas.

Other rural roads and city streets

Over three-fourths of the national total road and street mileage
is in the eategory of local service roads and streets, With a few rela-
tively minor exceptions, this mileage i under the administrative
jurisdiction of local units of government (below the State level). In
existence at present are nearly 2,300,000 miles of rural roads and about
320,000 miles of urban streets. In 1964, at the end of the 10-year
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period, the States anticipate a decrease of about 28,000 miles in rural
mileage and an increase of about 28,000 miles in the urban category,
These changes are not particularly significant, in relation to the total
mileages.

About 54 percent of the existing rural mileage and 48 percent of
the existing urban mileage will require improvement within the 10-
vear period. Costs of needed improvements average about $11,000 a
mile for rural roads and $77,000 a mile for urban streets.

It is not contemplated that every mile of local roads and streets
will be surfaced in the 10-year period. Although the time and means
available for preparation of the estimates precluded the development
of exact detail, it is known that about 400,000 miles of roads exist only
as passable trails. These roads of low essentiality warrant little or no
improvement for the limited service they render. g

The estimate of needed work on local roads and streets during the
10-vear period 1955-64 totals $27.2 billion, of which $13.3 billion is
for rural roads and $13.9 billion for city streets.

Ttemization of costs

An itemization of the estimates of costs for the 10-year period
1055-64 for right-of-way, grading, surfacing, and structures is shown
in table 3. Also shown are the numbers of new and replacement
structures needed. i

To provide maximum service on the interstate system in terms of
eapacity, speed, and safety, it is obvious that there should be strict
nd]i?nemncc to those standards of design which have proved effective in
accomplishing these objectives. The total eost is impressive. The
magnitude and proportion of right-of-way and structure cosis are
particularly large—almost 50 percent more in percentage relation
to the total than for any of the other systems.

Such expenditures are required to obtain control of access, long
sight distances, easy grades and curves, grade separations and traffic
interchanges, frontage roads, and the like. Provision of these features,
characteristic of the interstate system,- makes improvement of these
routes cost as much as one-third more than other Federal-aid primary
roads in rural areas, and even more in urban areas. For this added
cost, the interstate system roads will have longer service lives and will
be capable of carrying twice as much traffic as other roads not incor-
porating these features, and will carry it more efficiently. .

Looming in importance both on a cost basis and a percentage basis
is the magnitude of the right-of-way problem in urban areas. The
total urban right-of-way costs for the 10-year period are estimated at
$8.2 billion, 23 percent of all urban costs and 8 percent of the entire
8101 billion estimate. The problems and costs involved in aequiring
right-of-way have been among the principal deterrents in urban
construction programs. The longer acquisition is deferred, the greater
will be the diffieulties in obtaining satisfactory rights-of-way.

As might be expected, the costs of both right-of-way and structures,
in amount and in percentage of system cost, are greatest for the urban
portion of the interstate system. The average cost per mile of right-
of-way alone in urban areas is more than double the total cost per
mile in rural areas, on the interstate system.
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! Figures include Hawnall and Puerto Rico, For the continental Unlted Siates, the total s $100.3 billipn,
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highway needs.

economy of the United States give every indication that highway

CONBTRUCTION NEEDS AFTER 1964

There is no foreseeable period in the future when there will be no

Population growth and other factors in the expanding

travel will continue to increase in the years beyond 1964. Admitted]
any attempt to gage with exactness the trend of such future travel,

and its attendant highway needs, involves certain hazards.
alternative of ignorin
Sound and defensible long-range hi
the best current estimates that can

¢ But the
these future needs is even more hazardous.

way planning must be based on

o

e of future conditions.
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Simply to sustain the investment in the highway plant at the sta
of development existing at the end of 1964 will require substantial
continuing capital Olttﬁi. in the years after 1964. For example,
by the end of 1964 the ﬁghwa}r plant then in service will represent
an investment (cost new, 1954 prices) of $140 billion to $150 billion.
On the basis of a 30- to 35-year life of investment, it would require
an average construction expenditure of $4 billion or more annually
to offset the depreciation which would be taking place. In addition,
as highway faclities wear out and require rebuilding, provision must
be m?]:i" or substantial upgrading to take care of still further traffie
growth.

In recognition of these future needs in the years following the
initial 10-year period, each State supplied an estimate of such costs
for each road system for the 20-year period 1965-84. These costs,
as reported by the States, amounted to $114.4 hillion for all road
g}'stems combined. The distribution of this total by systems is shown
In table 4.

Tarur 4. —Swmmary of highway construction needs, Ié’_ﬁaﬁ'—&{; by syatem

[In bdllans]

Bystem 12 Rural TIrban Tixtnl
| ] e | e R e UL e e $5.1 A ]y
Other Poaderal-ald primary_ - ... __ 26, 0 (A A] a0

Fedenil-aid seeondary: R
Tnder Brateimeienl: oo esn e o dn s b ae fis bl o PR O e 127
Mt o s R = R e T s e e B | e L B.1
Totnl Federnl-nid seoonddry . ..o oo cicciacacananss Bl B e e 0. 8
=T e e S e A i 50,0 18,6 | fifi. &
Other Stabe highways .l _____ b2 18 7.0
CIFHAT PO R AT ETRRER L o s e 2. 5 149, 4 409
Total non-Federaladd . ____{ 6.7 | 2.3 4.9
Total, all rosds wod sbreets . ] I" .6 i WA 1144

| Pigures inclnde Hawaii and Puerto Rieo, For the cantinental United States, (e total (3 $113.9 billlon.
! Ooats inelode that of right-of-way.

Significant relations are revealed by comparing the capital outlay
amounts during the 20-year period 1965-84 (table 4) with those for
the initial 10-year period 1955-64 (table 2). Probably the most
important iz that for the interstate system. The needs from 1965
to 1984 are less than half the needs for the first 10 years, 1955-64.
For other road systems the 1965-84 needs are preater than those of
the initial 10-year period. The reason for this, of course, is that the
195564 estimates for development of the interstate system provide
that by 1964 it shall be adequate for 1974 traffic. This substantially
delays the accrual of replacement needs for a considerable period
after 1964. The estimates for other road systems are based on the
assumption that they will be adequate by 1964 for 1964 traffic, thus
requiring continuing construetion, reconstruction, and upgrading of
wornout sections in substantial amount in 1965 and later years,
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RELATION OF HIGHWAY NEEDS TO THE NATIONAL RCONOMY

The goal of 1964 for achievement of adequacy for all types of
highways was adopted because the Congress requested an estimate
“x * * of the cost of completing the several systems * * * and it
was assumed that attainment of adequacy at the earliest possible
date was intended. In addition, a single date had to be adopted to
assure a common statistical basis for use by the various States in
their separate estimates. 1t is not intended to imply that all needs
for highway improvement are equally urgent, or that all needs should
be 1{1&5 in the next decade at the expense of other urgent national
needs,

To meet all highway needs in 10 years, and maintain adequacy
thereafter, construetion requirements would be as shown in figure 3,
which presents the needs for each 5-year period from 1955 fo 1984,
with indications of the needs of the interstate system, other Federal-
aid systems, and the non-Federal-aid systems. The §215.2 billion
total represented ineludes the $100.8 billion from table 2 and the
$114 .4 billion from table 4.

BILLION
DOLLARS
" NEEDS:
: NON FEDERAL-AID
o EEEIE?%;:JFWTERSTME |
// | INTERSTATE SYSTEM |
50 / (Assuming that adequacy of all L
/ ‘highways is to be reached by
% 1964 and sustained thereafter)
40
7
30 % /ﬁ_ﬂ
% /
20 % % / ]
10 o
)

1955- 1960 - 1965 - 1970 - 1975~ 1980~
1959 1964 1969 1974 1979 1984

Figure 3, —Construction needs of the Federal-aid and
non-Federal -aid systems, 1855-84,
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A highway program to meet all needs in 10 years would get under
way gradually, and taper off at the end. The needs to be met in
1955 and in 1964 would be less than the $8 billion and $12 billion
annual averages indicated by the first two bars. Thereafter, the
needs for replacement and expansion would start with about $4.3
billion in 1965 and increase gradually to about $7.5 billion in 1984
For the intervening years, the annual rates of increase would vary
i-v.;nf:g:w;tat :h;t} '?:r cycltilw! LelTuctis of replacement of the relatively

mount of construction sed i Vi iryr initi
o eman i D L placed in service during the initial

Thus an attempt to meet the goal of adequacy of all highways
by 1964 would produce s heavy concentration of construction expend-
itures i the 1955-64 decade and o sharp drop in the immediately
following years (see figs. 3 and 4). A more uniform rate of expendi-
tures, however, would appear more consistent with overall economie
and fiscal policics, Because of its importance in the national eConomy
and in national defense, the interstate system undoubtedly should
be of first priority in any overall highway program of the future,
The generally less urgent needs of the other systems could be met
more gradually,

BILLION
DOLLARS
80 NEEDS:
| ADMINISTRATION
70 MAINTENANCE = —]
CONSTRUGTION
60 {Assuming that adequacy of all
highways is to be reached by
1964 and sustained thereafter)
S50 i =
40 —
A
P r
30
20
10
o ;
1955- 1960 - 1965 - 1970 - 1975 - 1980-
1959 1964 1969 1974 1979 1284

Figure 4, —Total necds of all systems, 1955-84:
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It is of interest to examine the highway construction expenditures
of the past, and those estimated as future needs, in comparison with
the gross national produét, which is a measure of the Nation's
eCOnomy.

In the early 1920's, highway construction expenditures averaged
1.2 percent of the gross national product, and gradually inereased to
a peak of 1.8 percent in 1931. The ratio declined somewhat, to a
low of 1.2 percent in 1935, rose again to 1.7 percent in 1938, and
thereafter dwindled to a low of 0.2 percent during World War 1L
In the first postwar years the figure climbed rapidly, reaching 0.8
percent in the 4 years 1949-52, and continued upward to 1.1 percent
in 1954,

Fulfillment of all highway needs within a 10-year period would
require, during 1955-64, construction expenditures averaging 2.4 per-
cent of the anticipated gross national product, with a range from 1.2
percent in 1955 up to 3.0 percent in 1960 and 1961 and back to 2.1
percent in 1964,

If the needs were so fulfilled, construction needs for replacement and
expangion thereafter would continue at a fairly constant proportion
of the gross national product, averaging about 0.8 percent a vear.

MAINTENANCE NEEDS

Maintenance needs are additional to construction needs and must
be considered in the total costs of a hichway program. In 1955,
maintenance expenditures for all road and street mileage in the United
States will total about $1.75 billion, according to estimates furnished
by each State. The distribution of this total by principal items of
expense is as follows:

Pereent

Tonmdaldae s S e R e e a2
T s e L A L S g 0 G 48
IR e e e R e e e e B o e e 8
bty o e BT T o] e e e e SR T 12
Togalo oot st e g R O e o e e e 100

Maintenance costs per mile range from a nationwide average of
$250 per mile for local roads to $2,900 per mile for urban streets on
the interstate system as it now exists. By 1965 the States estimate
that the needed snnual expenditure for maintenance will rise about
22 percent above the 1955 total, in order to provide adequate mainte-
nance on the roads and streets at the stage of development that will
exist at the end of the 10-year period. The States also estimated
muintenance needs for the 20-year period 1965-84. The total mainte-
nance needs in 1984 will average about 57 percent above the 1054
level for all systems, combined.

The total estimated maintenance needs are shown for each system
in table 5, brolken down into amounts for the first 10 vears, 105564,
and for the next 20 years, 1065-84.
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Tapre 5—Medntenance needs, 185504 and 1985-84, by system
Tn billions]

First 10 years, 1066-04 | Next 20 years, 100554

Bystern 1
Rurnl | Urban | Total | Rural | Urhan | Taotal

Inbaratabe SFEboam L . veosocccca s n s e e s I} 1 = ELE 30,4 B2
Other Federnl-add RISy e !3* ] it $g.{r i L1

Fuaderal-nid seeondary;
Uncler Btabs comtrol. - ioooineaneeeaane 3 3 SR .2 5 RS 5T
LT

Tinder Ioeal aontral,. . oo il 17 T8 B ST & 41
Total Fedaral-ald secondary oo ooooon.. r f 1 R 1 A R T8
Tetal Mol i Tl .8 7.0 ] L5 18. 4

e L st LT | B I e
‘Total non-Federal-ald____ . ereeeas 7.1 47 1.8 17.8 1.8 o, 4
Total, all ronds and steoats._____________________ 142 2] 19.4| 55| 13| &8

! Frgures inglude Hawall and Poerto Rieo,  For the cantinental United States, the 1965-64 total 2 $10.3
billisn wnd the 1065-54 total i $43.6 billisn,

* Due to rounding of ﬁ%u,—n;, the interstate systom needs are somewhat understabed for (0G5-04, The
eatlmates are 3613 million for rural and $143 million for wrban,

With the exception of the interstate system, the maintenance cost
estimales appear reasonable. Lack of sufficient experience on the
part of many States in maintaining the types of highway built to
interstate system standards may have resulted in some underestimat-
ing of the costs on that system. In States, for example, where an
appreciable mileage of divided highways now exists {100 miles or
more, the estimated costs of maintaining mileage built to interstate sys-
tem standards were higher than for other States which have had only
limited experience in maintaining such faeilities, Using the data from
the more experienced States as a guide, it is probable that, on a
nationwide basis, the estimates of maintenance needs for the interstate
system as it will exist in 1965 and future vears are understated by
about 20 percent. Since it was considered preferable to retain the
estimates reported by the States to the maximum possible extent, no
revisions have been made in the entries in table 5 to reflact this pos-
sible inerease,

ADMINISTRATIVE COSTS

In addition to estimating future construction and maintenance
costs for the several road systems, each State also prepared an estimate
of those administrative costs which were not ineluded elsewhere in
the estimates. Highway patrol and other traffic police costs were
not included.

Administrative costs were estimated to be slightly less than 5 per-
cent of the combined total eost of construction and maintenance
for all systems combined. Minor variations exist with respect to
individual systems., The percentage was slightly lower than the
average on local roads and streets and slightly above the average on
the interstate system and other Federal-aid primary highways. Con-
siderably wider variations existed between individual States. Such
differences can be expected, however, because of varying practices
among the States in accounting for administrative costs. Some elect
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to retain such costs in a zeparate account whereas others include a
substantial proportion in the construction and maintenance accounts,
In either event, the admimistrative costs, as herein summarized,
represent the net amount of such costs not elsewhere included.
able 6 shows, by system, the amounts of the administrative costs
as determined from the States’ estimates, for the initial 10-year periaé
1955-64, and for the following 20-year period 1965-84.

TaeLe 6. —Adminisiralive needs, 1955-64 and 1985-8¢, by syslem

[In billians]
Iat 10 years, 196504 HNext 20 yenrs 196554
Hyatam 1 =
Ruoral | Urban | Totol | Rural | Urban | Total
ke Ty v e LR R $.7 | 06| 3.3 $0.4 | $0.3 0.7
Other Federul-nld primary. oo oemmemcmc e e 1.2 .1 L7 L& - %2
=
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Total Federnl-ald secondary. . oo cnmocneno. o 1 R .a AL e LE
= e e
Total Federalald o oe.. .8 L1 3.9 8.5 .4 4.4
Gther State highwaya. ... _____ 2 -1 -3 | .1 -4
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" Total non-Foderabadd... ... _......_.__.....| 11 9 24 119 1.5 B4
Taotal, all roads and streets . . .ccian.. a9 L0 5.0 54 Ei_ 7.8

1 Figures include Hawall and Poerto Hieo, For the eootinentn]l Tnited States the above rounded
totals are unehanged.

TOTAL NEEDS

Figure 4 shows the total hiphway needs for each S-year period,
starting from 1955, to the end of 1984. Portions of each bar repre-
genting construction are the same as the total heights of bars in figure 3.
The amounts for maintenance and administration are shown in addi-
tion. The first 2 bars represent the 10-year needs total of $126.1
billion, consisting of $100.8 billion for construction, $19.4 billion for
maintenance, and $5.9 billion for administration. The remaining 4
bars represent additional needs for these 3 purposes from 1965 to 1984 :
The $171.0 billion total for the 20-year period consists of $114.4 billion
for construction, $48.8 billion for maintenance, and $7.8 hillion for
administration.

The total estimated needs for the entire 30-year period from 1955
to 1984, then, amount to $297.1 billion, of which 72 percent is for con-
struetion, 23 percent for maintenance, and 5 percent for administration,

Ovwer the 30-year period the total needs average out to $9.9 billion
a year. DBy way of comparison, the estimated total expenditure (ex-
clusive of debt service) for all roads and streets in 1954 was $6.1
billion, of which 64 percent was for construction.

FINANCING THE HIGHWAY NEEDS

The cost of bringing the Nation's roads and streets to adequacy in
10 vears has been estimated at $100.8 billion, If the present rates of
taxation of motor fuel are continued and the present structures of



20 NEEDS OF THE HIGHWAY SYSTEMS, 105584

registration fees and other special user taxes are continued, if allow-
ance iz made for the estimated increases in vehicle registration and
use of motor fuel during the next 10-year period, and if the current
rates of expenditures for maintenance and administration are con-
tinued, it is estimated that $47 billion will become available for high-
way construction, Thus a deficit of $54 billion must be overcome if
the estimated 10-year needs are to be met.

Should the interstate system be completed in that period, on the
basis of these cost estimates, it would be in a condition adequate for
1974 traffic, and need for expenditures on that system would drop
sharply.  On the other systems, however, improvements in the 10-year
period would be confined to sections that otherwise would be inade-
quate for 1964 trafic. Thus, as shown in fipures 3 and 4, expenditures
for construetion on the other systems, and maintenance and adminis-
tration costs on all systems, would continue to be substantial and
would steadily inerease,

Decision as to a suitable financing program must take into considera-
tion the proportion of the total cost that can and should be borne by
each of the varions jurisdictions involved—Federal, State, and
local. Decision must also be influenced by the amount of expenditure
that may properly be devoted to highway construection during any
period in relation to expenditures for other publie works and in relation
to the entire economy of the country. And decision must also take
into eonsideration the means by which funds can be made available—
such means as general taxation, highway-user taxation, and borrowing
through general-obligation or toll-revenue bonds. All these means
are used, singly or in combination, in financing the various segments
of our highway systems,

Recognizing the need for a broad review of the whole problem of
highway needs and finance, the President, since the passage of the
1954 Federal-Aid Highway Act, appointed an Advisory Committee
on 8 National Highway Program to recommend a means for modern-
izing the Nation’s road and street network. The President also
requested the governors to review the same problem and advise him
as to the manner in which the States could most effectively cooperate
with the Federal Government in its solution.

A special committee representing the governors was set up, and its
recommendations were transmitied to the President in the report
of the Executive Committee of the Governors’ Conference, in Decem-
ber 1954. This report recommended that—
for purpozes of financing, the various highway systems should be divided into

three eategories—the interstate system, including cssential urban access roads,
other Federal-aid systems, and the State and loeal systemes.

Tt further recommended that (1) the Federal Government should
assume primary responsibility, with State participation, for financing
the interstate system, and (2) so long as the Federal Government
levies excise taxes on motor fuels, lubricants, and motor vehicles, it
ghould continue to make allocations to the States for highway con-
struction on the other Federal-aid systems.

This report is particularly significant in that it did not recommend
that the Federal Government relinquish excise taxes on motor fuels,
lubricants, and motor vehicles. The governors’ representatives also
recommended that the cost of meeting the total highway construction
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needs should be divided between the Federal Government and the
State and local governments in the ratio of 30 percent Federal and
70 percent State and local. ~

tate and local governments have responsibility for the entire eost
of construeting those road systems for which Federal aid is not avail-
able and for matching in statutory ratio the Federal funds provided
for participation in the cost of construction on the Federal-aid systems.
Of approximately 3,400,000 miles of roads and streets about 230,000
miles are included in the Federal-aid primary system and 460,000 in
the Federal-aid secondary system. It is in the improvement of these
systems, totaling about 700,000 miles, that the States and local agen-
cies participate with the Federal Government in varying degree.
Thus nearly 2,700,000 miles are the sole responsibility of the State and
loeal jurisdictions.

Provision of funds required by State and local agencies to meet their
historic responsibilities for higﬁwnya presents serious problems that
have been met in various ways. Many State and local governments
are actively working to provide increased funds for highway purposes,
The means proposed to supply the added funds vary widely with loeal
conditions and the policies of the various jurisdictions.

The problem of financing the Federal share of meeting the total
highway needs was considered by the President’s Advisory Committee
on 8 national highway program. In its report of January 1955, the
Committee sets forth its conclusions and recommendations covering
Federal participation in finaneing needed improvements on the inter-
state and other Federal-aid systems,

The plan of the President’s Advisory Committes is in accord with
the principles expressed in the report by the executive committee of
t.heiaovamurs‘ Conference. The plan was transmitted by the Presi-
dent to the Congress for use in its deliberations on the highway
program. It contains detailed recommendations for financing the
portion of the total highway needs recognized by the Advisory Com-
mittee and also by representatives of the governors as the responsibility
of the Federal Government.

In developing its financing plan the Advisory Committes had the
benefit of information on the extent and cost of improvements required
on the various highway systems, supplied to the Bureau of Public
Roads by the State highway departments to enable the Secretary of
Commerce to respond to the provisions of section 13 of the Federal-
Aid Highway Act of 1954, The Advisory Committee’s recommenda-
tions, therefore, are regarded as meeting the provisions of that section
of the act with respect to a study of highway financing, since they
cover the Federal responsibilities insofar as the Committee believed
they can be foreseen at this time,

In essence, the President’s Advisory Committee recommends a total
construction expenditure by the Federal Government of $31.225
billion over the next 10 years, Of this total, $25.00 billion is for the
interstate system including essential urban arterial connections, $3.15
billien for the remainder of the Federal-aid primary system, $2.10
billion for the Federal-nid secondary system, $0.75 billion for the
Federal-aid urban system, and $0.225 billion for forest highways.
Financial participation by State and local governments would amount
to $2.00 billion on the interstate system including essential urban
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arterial connections. For the other Federal-aid systems, statutory
mamhin;i{ requirements would remain unchanged and would amount
to slightly less than the Federal contributions of $6.225 hillion. To
meet the total estimated cost of $45.005 billion needed to bring these
other Federal-aid systems (and the forest highway system) up to
adequacy in the 10-year period, however, would require a total ex-
penditure by the State and local governments of $38.78 billion in
addition to Federal funds,

The program recommended by the Advisory Committee calls for
substantially increased Federal expenditures. Adoption of this pro-
gram would give definite promise of early completion of the interstate
system, so essential to the national defense and the Nation’s economy,
and continued support to the other Federal-aid systems.

The amount of funds required to bring the road systems to ade-
quacy in a reasonable time, and to sustain them in a state of adequacy,
is large. Should the cost be distributed among all vehicles, over the
life of the roads, the additional cost per mile u% travel would be very
small, amounting to about one-quarter of a cent per vehicle-mile.
About three-fourths of a cent per vehicle-mile is now being collected
in the form of road-user taxes. These amounts may be compared to
the cost of owning and operating a vehicle, which for passenger cars is
variously estimated at from 8 to 10 cents per mile, and for trucks at
mt*resﬁcndingly higher fizures, The cost of the highway iteelf is but
a small part of the total cost of motor-vehicle transportation.

O
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LETTER OF TRANSMITTAL

Tue SecreErary oF CoMMERCE,
Washington 25, April 14, 1955,
Hon. Sam Ravsurn,
Speaker of the House of Representatives,
Washington 25, D. C.

My Duar Mnr. Speaxer: I transmit herewith a report of the
progress and feasibility of toll roads, with particular attention to the
possible effects of such toll roads upon the Federal-aid highway pro-
grams, including recommendations with respect to Federal participa-
tion in toll roads.

The report was prepared by the Commissioner of Public Roads
with the aid of information supplied by the State hichway depart-
ments, pursuant to section 13 of the Federal-Aid Highway Act of
1954, is report completes the directive contained in section 13,
since a report on the costs of completing the several systems of high-
ways in the several States, and the financing thereof, was submitted
to the Congress on March 25, 1955,

The report describes the progress of recent toll-road development
in the United States and gives consideration to the additional mileage
that might be feasibly constructed through toll financing. It also
discusses the effect of toll roads on t,heu%?edeml—aid rogram, and
mnl&es recommendations with respect to Federal participation in toll
roads,

Sincerely yours,
SivcrLaiR WeEKs,
Secretary of Commerce.

III
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BTEPS TOWARD DEVELOPMENT OF MAIN HIGHWAYS SINCE 1939

With few exceptions, the toll hichways now in uze and under con-
struction follow closely the general lines of the National System. of
Interstate Highways. The exceptions are principally roads of local
rather than national significance and inc-lucﬁ roads leading to resort
arcas and a number of parkways, some of which were built as fres
roads but on which tolls are now levied, not with the expectation of
liquidating the cost of the particular roads, but rather to provide
revenue to help finance other routes.

The study of the feasibility of additional toll roads made for the
purposes of this report shows that nearly all the additional mileage
estimated to be feasible of toll financing also lies along the general
lines of the Interstate System.

It is of interest, therefore, to trace the origin and development of
this system, on which lie the greatest part of the toll-road mileage
either existing or under construection, and additional mileage found
to be most feasible of toll financing.

Toll roads and free roads report :

The Federal-Aid Highway Act of 1938 directed the Chief of the
Bureau of Public Roads to investigate— ;
* * * the feasibility of building, and cost of, superhighways not exceeding threa
in number, running in a general direction from the eastern to the western portion
of the United States, and not exceeding three in number, running in & general diree-
tion from the northern to the southern portion of the United Btates, including the
feazibility of a toll system of such roads,

The report on the Bureau's investigation, transmitted by the

President to the Gmtlﬁ'ress on April 27, 1939, after defining the most
suitable locations of the six routes, found that their construction would
be feasible. The Bureau concluded, however, as stated in the report
(p. 3), that—
* * ¥ 5 sound Federal policy for the construction of a system of transcontinental
superhighways, traversing the entire extent of the 'Urlitegr States from east to west
and from north to south, cannot rest upon the expectation that the costs of con-
struetion and operating such a system as a whole would be recoverable, in their
entirety or in any large part from direct tolls collected from the users,

The report stated that at that time the construetion and operation
of limited sections might be financed through the collection of tolls,
and listed the various sections of the routes studied in the order in
which their costs might be recoverable through tolls.

Information assembled in the preparation of the 1939 report, the
first ever made on a national basis to show usage and importance of
our hi%-hwuya, strun%lls;]emphasized the essentiality of & national sys-
tem of interregional highways. The findings of the study led the

1 Toll Roads and Free Roads, Tith Qong., 1st sess., H. Doe. No. 272,
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Bureau to state that the Federal Government could contribute to the
Important improvements required by authorizing the designation of
such a system by joint action of the Federal Government and the
States, the system to be limited to 1 percent of the country’s rural road
mileage, with appropriate urban connections, The Bureau further
proposed, in the report (p. 122), that—

In view of the predominant national impertance of such a system, the Federal
Government could reasonably contribute to its construction in a proportion ma-
terially larger than that in whieh it contributes under the Federal Highway
Aot ¥ * %

Interregional highways report

For a further study of the recommendations of the Bureau, the
President on April 14, 1941, appointed a committee, known as the
National Interregional Highway Committee, headed by the Commis-
sioner of Public ﬁoads, to investigate the need for a limited system of
highways to improve the facilities then available for interregional
fransportation. TUnder the general direction of this committee the
Bureau of Public Roads continued its investigations that led to the
recommendations of the 1939 report and prepared the report Inter-
regional Highways ? which the President transmitted to the Congress
on January 12, 1944,

Sinee the Commissioner of Public Roads served as Chairman of
* the Committes, the report also satisfied the requirement of the 78th
Congress which, by Public Law 146 (57 Stat. 560), authorized and
directed the Commissioner to survey the need for a system of express
highways throughout the United States, the number of such highwa
needed, the approximate routes which they should follow, and the
approximate cost of consiruction,

This report (p. 133) reiterated the importance of an interregional
system of highways and again recommended that its immediate
designation be authorized by the Congress. The commibtes strongly
recommended—

* * ¥ prompt beginning of conalruetion on the system at the end of the war and

progecution of auch eonztruetion at the rate indieated by an snnual expenditure
of $750 million,

The interstate system

Influenced by the recommendations of the committes report, the
Congress in section 7 of the Federal-aid Highway Act of 1944 (58 Stat.
838), authorized the designation of a National System of Interstate
Highways. The act stated:

Bro, 7. There shall be designated within the continental United States a
Wational 8ystem of Interstate Highways not exceeding forty thousand miles in
total extent so located as to conneet by routes, as direct as practicable, the prin-
cipal metropolitan areas, cities, and industrial centers, to serve the national
defense, and to connect at suitable border points with routez of continental
importance in the Dominion of Canada and the Republie of Mexico., The routes
of the Nalional System of Interstate Highways shall be selected by joint action of
the State highway departments of each State and the adjoining States, as pro-
vided by the Federal Highway Act of November 9, 1921, for the selection of the
Federal-nicl syatem. All highways or routes included in ‘the National Byvstem of
Interatate Highways as finally approved, if not already ineluded in the Federal-aid
highway system, shall be added to said system without regard to any mileage
limitation.

No funds were earmarked for the acceleration of the improvement
of the system nor did the Federal Government then accept responsi-

3 Intarregional Highways, 78th Oong., 2d sess., H, Doe. Mo, 379,
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bility for the financing of projects on the system in a ratio larger than
the customary 50-50 ratio applicable to other Federal-aid projects.
Since the routes of the system, under the terms of the act, were to
become & part of the Federal-nid system, financing of their improve-
ment was expected to be from funds available for that system,

It was not until 1952 that funds were anthorized specifieally for
expenditures on the Interstate System only, and then in the token
amount of $25 million annually, It remained for the Federal-aid
Highway Act of 1954 to inerease this authorization to a more sub-
stantial sum, $175 million annually, and to increasze the Federal con-
tribution to the cost of projects on the system from 50 to 60 percent.
Increasing inadequacy of highways

The early study of the feasibility of toll roads, reported in 1939,
was made toward the end of nearly a decade of economic depression.
Traffic volumes had recovered but slowly from their decline in 1932
and 1933, and in 1938 had barely held even at the level reached in
1937.

With World War IT came the restrictions to travel that reduced
traffic volumes to less than two-thirds of their prewar level. At the
same time highway construction was curtailed. Highways were re-
garded as expendable, and were expended. Then, with the return of
peace, came an economic upsurge unexpected in its proportions, and
with it a parallel and equally unexpected upsurge in traffic.

By 1947 traffic volumes exceeded their prewar level, and in 1950
the curve of traffic volume passed through the projection of the prewar
trend of increase. In 1954 traffic volume was nearly double that of
1940, nearly triple that of the low of 1933, and the increase still
continues.

Thus, emerging from a war period, the highway systems, abnormally
depreciated as a result of the heavy wartime usage and the stoppage
of normal replacement, were in no case prepared to meet the unfore-
seen and increasingly insistent demands of a growing traffic. And it
was on the Interstate System, particularly in and near cities where
travel was already heaviest, that the inadequacies were greatest.

Insufficiency of current revenues

It has become increasingly apparent that public funds applicable
to highway construction, especially on the more important routes,
have not been sufficient to prevent their inereasing obsolescence. On
the contrary, the conclusion is clear that the condition of the more
important highways is falling steadily further behind the needs of
traffic. Tt has likewise become more apparent that the gap will not
be closed by the use of current revenues on a pay-as-you-go basis at
the present rates of taxation. Although tax rates and other fees have
been raised to some extent, the increases have not even offset the
higher road costs resulting from wartime and postwar inflation.

A further deterrent to accelerating construction on the more im-
portant routes is the general practice of earmarking funds specifically
for expenditure on particular systems. Moreover, as a matter of
policy or legislative requirement, it is usually not practicable to
concentrate funds for a particular system on a limited mileage of that
system. More often, funds are spread as uniformly as practicable
over the entire system.
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Efforts by the States to obtain funds in sufficient amount for
desirable Inferstate System improvements through increased taxes
or the authorization of general-obligation bonds have dgeneru!iy failed
or have been inadequate. Proposals to borrow funds for improve-
ments which may be thought to benefit principally motorists from
other States can {mrdl_',r be expected to find favor with the voters of
any State. : 3

'he Congress has recognized the importance of encouraging the
capitalization of future revenues, and section 5 of the Federal-Aid
Highway Act of 1950 (64 Stat. 785) provided as follows:

Sec. 5. Any Btate, county, city, or other political subdivision that shall issue
bonds and use the proceeds of such bonds for the construetion of toll-free facilities
in order to accelerate the improvement of the National Svstem of Interstate
Highways, the Federal-aid primary highway system, or the Federal-aid highway
gystem in urban areas, may apply any portion of the funds herein, or hereafter,
authorized for expenditure on said systems of highways and apportioned to such
Biate under the provisions of section 1 o aid in retirement of annual maturities
of the principal indebtedness of auch bonds to the extent that the proceeds of
such bonds are actually expended in the construction of said systems of high-
WAys: * ®.¥

Four States have availed themselves of this means of accelerating
improvement of their highway systems up to March 1, 1955, A
total of 180 projects having an estimated total cost of $116,006,560, of
which $66,108,358 may eventually be paid from Federal-aid funds,
had been programed in the 4 States for the improvement of 656.8
miles of highway under the bond I;fl'ogmm. :

Since the end of World War II the demand for solution of traffic
problems on main hirhways has become incressingly urgent. At
the same time there has been no provision of public funds, or
steps toward financing, that offered reliel within a reasonable period
of years. In this situation some of the States have resorted, in in-

creasing degres, to toll financing of highways, in order to effect a

golution when it was felt delay could not longer be tolerated.

PRESENT TOLL ROAD DEVELOPMENT

Pennaylvania Turnpike
The first of the modern toll roads was the Pennsylvania Turnpike.
The possibility of using the right-of-way of the never-completed South
Penn Railroad, on which tunnels already peneirated several of the
parallel mountain ranges, had long been envisioned. In contrast to
driving over the winding road that crossed the mountains on steep
Emdes, the prospect of traveling rapidly and easily through these
arriers was most inviting. After much official and unofficial discus-
sion in the State, the Pennsylvania Legislature created the Penn-
sylvania Turnpike Commisgion in 1937, with authority to finance,
construct, and operate a turnpike from Middlesex to Irwin (roughly,
Harrisburg to Pittsburgh).
Despite the tuprngra;iic conditions that gave the low-gradient route
an unusual advantage, and despite the large volume of truck traffic
moving belween the population and industrial centers at the ends of
the proposed turnpike, all efforts to sell bonds to private banking
interests were unsucecessful.
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Turning then. to Federal sources, the Commission succeeded in
obtaining grants totaling $29.5 million from the Public Works Admin-
istration and, with over 40 percent of the needed capital then at hand,
sold $40.8 million of Turfipike bonds to the Federal Reconstruction
Finanee Corporation. These bonds, bearing 3% percent interest, were
gold at a discount sufficient to make them yield 4.01 percent,

Two other issues of $1.5 million each were subsequently sold: One
in 1943, to cover final construction costs, and one in 1946, in connec-
tion with a refinancing to take advantage of a lower interest rate. In

‘1948 the financing of the original turnpike was merged with that of the

eastern extension which had earlier been authorized by the legislature,
Bonds were issued in that year, in part to redeem the outstanding
indebtedness on the original section and partly to finance the 101-mile
extension. These bonds were sold to private interests at a net
interest rate of 3.08 percent.

This brief tracing of the financing of the Pennsylvania Turnpike is of
interest to show the change in public attitude toward toll highway
revenue bonds during the period 1937-48. 1In 1937, with recollections
of the long economic depression fresh in the minds of investors, and
with road systems then not generally regarded as seriously inadequate,
the Pennsylvania Turnpike was not expected to be fully self-liquidat-
ing. Despite its favorable ]posit.iﬂn geographically and topograph-
ically, and the fact that only 60 percent of the cost needed to be
]iquld’a,ted through tolls, the Eecunstructiﬂn Finance Corporation, in
accepting the bonds, required a net interest rate of 4.01 percent. Net
interest rate or cost is the actual rate of return on the investment in the
bonds, taking into consideration the discount or premium at which the
bonds were sold.

Opened in October 1940, the turnpike had only 15 months of
operation before wartime restrictions curtailed its traffic and forced
it to operate at a loss during the war years. But with the return to
peace and the advent of unprecedented economic prosperity, traffie
volumes inereased everywhere, and the turnpike received more than
its proportionate share of the general growth.

radually the obsolescence of other routes became increasingly
apparent, and the speed, comfort, and convenience available over long
distances on this road of modern design standards became more widely
known. Inereasing toll revenues not only assured the liquidation of
the loan on the original seetion, but also ehowed prospectz of being
sufficient to have liquidated the entire cost of the facility ineluding the
amount of the PWA prant. By 1948 there was wide public acceptance
of this first modern toll road. Far more optimistic views of the
economic future existed than prevailed in 1938, Bonds offered b
the Pennsylvania Turnpike Commission in 1948 were readily sold,
and at an interest rate of but three-fourths of the rate found necessary
10 years earlier. By the end of 1854 the original 159-mile section had
been extended to tie Ohio border on the west and to the Delaware
River on the east, a total of 360 miles. A summary of some of the
features of this and the five other major toll roads in operation at thea
end of 1953 is shown in table 1,

R1oRY _ KRR %
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TapLe 1—Operations of & major toll roads, 1058

| l
Naw MNow Pennsyl-
Colorado Malny Oklahoma
. Hampshire | Jerse vinin
‘Turnpike | Tornpike | o nice 'I‘urnpﬁm Turnpdke ! | pympilge 3

...................... $431, 576 | §1, 604, 820 S0AG, 4100|519, 103, 647 | %1, 330, BTT | §20, 0A2, 161
Remtnls and concesjons_ . |.... S | 1, BX, BRO 43, 550 1, 287, 054

Investment incoma.. ... TR s i o 306, 48 [ eeneannns 6, 271
Highway department
T R -1 L g ey (oot | et 1 A i S
i B L S SRUIE T S SRR | R S o [ B Rk 154, 535
) R 529,820 | 1, G40, 440 580,410 | 21, 800,629 | 1,386, 446 | 22 410,221
e e e L = —— e
Operating expenses:
Fire collection_ ... 52, 150 130, 461 i, 304 A28, 802 0, ald 1,008, 385
Maintenance., . ... = 18, 662 122, D66 48, 604 | 1,258, 365 130,424 | @ 4, T35, B2
Traflic control. ... S e e 3,066 51,074 543, 185 5, 643 667, 334
Administration and mis-
callANBANS, ..o e 13, 103 74, 270 19, 655 630, 832 46, 445 TET, 185
G - RN R 33.91_5 39, a8 D6, 626 | 3, 258, 14 58, 220 7, 2, M8
Nel operating revenue.. 430, 904 | 1, 308, 681 400, B84 | 18, 252, 436 | 1, DE1.620 | 15 188,975
Operating rmtio. . ...occcou.. 5.2 4.8 32 8.6 4.2 a1
Cost of collection per dallar
of talls.......ccasCETLE. . ixi 87 1.0 4.8 7.2 b1
16053 traflic: «
Automobiles... . ....oove-- 1,040, 612 | 2,162 578 | 2,609,627 | 10,434,968 | 1,102,560 | 0,248, 453
Troeks_........ Fi 51,018 32 194 B8, 362 | 2, 153, 487 B9, 430 | 2,280, 643
Busses....... 0 4, 950 3, 900 416, 623 &, 303 B2, 078
Total. - .orececcccaaeae.| 1,901,630 | 2,380,780 | 9,081,970 | 22,005,078 | 1,200,502 | 11,868, 072
Paorcemtnge distribution, 1063
traffic:
Auvtomobiles............. a7.4 0. 5 §1.5 883 g8 T
Trucks. .cvueee- e 2.6 B3 B4 LN 7.8 1.8
[ A e " 3 .1 1.9 T N3
Ly e A P e T 1K), 1 100, 1 1441, 0 100 0 T O oo
Percentage distribution, 1053
toll revennes:
Automobiles. ..o o.ococ.az 4.4 83.8 80.7 TR0 829 422
ol by 1 TR S P R L 6.6 167 w1 196 154 EALB
[ R A [0} N .2 24 1.7 1.0
Pabal i 100, 0 100. 1 0 1L 0 14 0 100, 0
Avernge trip fee per vohiclo:
Automobiles ... ...oooea. 20,21 0. 82 $0.17 0. 77 $1.0 §0. 96
Trocks. .. AT 1.13 45 1.75 2 31 519
1 R T (% 162 ] L1 T a7
Cost of toll collection per
o R eenls. . X .3 22 35 B0 B2
Length of project (miles)...... 17.8 47.2 4.7 117. 68 BE.0 ]
Mumber of toll oslleetion
1 1 & 1 17 L 24

1 Dpemed to trafic Moy 18, 1063,

i Tar year ending BMov, 30, 1053,

! Inclodes £2,332,080 replacement reserves.
i Momber of vehiales,

¥ Mot segregated.

Muine Turnpike .

The second major toll road of modern times was the Maine Turn-
ilee, the first section of which was opened to traffic in December 1947,
he State legislature in 1941 authorized the construction of a toll road

from Kittery to Fort Kent, a distance of about 400 miles, but because
of wartime restrictions and uncertainty as to finaneial fﬂnsibﬂit.}r no
action was taken until 1945, when it was concluded that the section
between Kittery and South Portland was feasible.

PROGRESS AND FEASIBILITY OF TOLL ROADS i

Bonds amounting to $15 million were gold in 1946, at a net interest
rate of 2.64 percent, to cover the estimated construction cost. Caught
in a period of rising prices; however, the costs exceeded the estimates
by a considerable amount and additional izsues, one of $5 million and
a second of $600,000, were sold to provide funds to complete the
sectlon.

When the road was opened, traflic volumes exceeded somewhat
those estimated, but revenues at the toll rates originally scheduled
proved to be inadequate to meet the higher costs. Eventually the
tolls for passenger cars for the 47-mile trip were raised from 50 cents to
60 and later to 75 cents. Intarcsi}iriély, the increase in the toll rateas
had no apparent effect on rate of traffic growth, Revenues have been
ample to provide for all operating costs, necessary reserves, and
interest charges. By the end of 1953, $806,000 of the $20,600,000
bond issues had been retired, an amount considerably less, however,
than that provided by the sinking-fund schedule.

Nevertheless, prospects seemed to justify undertaking a 63-mile
extension. The outstanding obligations of the original section were
refinanced and eombined with the financing of the second section.
The bonds of the new issue sold at a net interest rate of 4.17 percent.
Possibly significant in considering the prospects for future traffie
on the original section is the fact that traffic volumes on U.S. 1 have
already regained the level at which they stood at the time the turnpike
was opened. It iz reasonable to expect that as traffic in the area
increases an increaging proportion of the new traffic will be attracted
to the turnpike.

The Maine Turnpike is unique in several respects. It was the first
modern turnpike to be financed without Federal assistance, and the
first to be financed wholly with bonds secured only by the future
earnings of the facility. As in the case of the Pennsylvania Turnpike,
it possesses certain special features, although they are quite different
from those that take the Pennsylvania Turnpike out of the “averaga™
e&tt',g{:-rg:i
_ The Maine Turnpike parallels U. S. 1, at a distance several miles
inland. Both routes traverse and lead into areas of great attraction
to summer vacationists. Consequently, turnpike ¢ is predomi-
nantly a8 summer traffic, and is largely composed of vehicles carryi
Eaplc who, because Lhajl'lm vacationing, were expected by many to

more willing to pay toll than those who drive for business or similar
purposes,

Studies conducted by the Bureau of Public Roads in cooperation
with the Maine Turnpike Commission and the Maine State Highway
Commission reveal that drivers on vacation trips do use the turnpike
in greater proportion than do those on business or similar trips. The
studies also show, however, that drivers on long trips use the turnpike
in greater proportion than those on shorter trips and that the pro-
portion of those using it increases as the frequency of trips decreases.

Sinee vacation trips are usually long and infrequent, it is not

ossible to determine whether it is the purpose, the length, or the
requency of the trip that influences the driver most as to whether
he will or will not use the toll road. Studies on other roads, however,
lead to the belief that the length is probably a more important factor
in the decision than the purpose. In any event, the fact that the
Maine Turnpike is used to such a ereat extent for summer recreational
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travel is a reason for the exercise of considerable caution in applying
Its experience to routes in other areas.

One element that works to the disadvantage of the Maine Turnpike
is that substantially all of the population of the area is to the east
along U, 8. 1, s0 local travelers must always travel added distance
%t-hey wish to use the turnpike in preference to the more congested

o 1

Both the turnpike and U. S. 1 lie in relatively flat country and
neither route has appreciable advantage over the other with respect
to gradient or length. The principal disadvantage of U, S. 1 is that
Its width is inadequate for peak volumes and it traverses a populous
area and passes through several towns and villages.

New Hampshire Turnpike

The next toll road to be opened was the New Hampshire Turnpike,
in 1950. This, too, has special features that make it important to use
caution in translating its experience to other roads.

This road, but 15 miles in length, crosses the edge of the State and
connects directly with the Maine Turnpike at one end and with a free
express highway in Massachusetts at the other. Figuratively, it
bridges the State, for its traffic includes relatively few New Hamjshire
vehicles or vehicles bound for points in the State.
~ After repeated unsuccessful attempts to obtain an increase in the gas
tax to finance improvements on the winding and narrow T. 8. 1,
authorization was obtained from the New Hampshire Legislature for
the construction of a toll road. This authorization differed from those
of the two toll roads previously discussed in that it pledzed the faith
and credit of the State to the retirement of the bonds, and authorized
the State highway commission, rather than a separate toll authority,
to construet and operate the facility.

It has but a single toll-collection point. Its bonds sold at a net
interest rate of 1.58 percent. Its successful operation has led to a
decision to build two more toll routes in New Hampshire.

New Jersey Turnpile

The New Jersey Turnpike, successive sections of which were opened
between November 1951 and January 1952, became the fourth of the
major modern toll roads. This is probably the best known of the
turnpikes—at least it was used by more vehicles (22 million) in 1953
than all the other 5 major turnpikes combined. Tts traffic attraction
has been the most striking, with the volume in 1953 reaching that
estimated by the consultants for 1975, and with 1953 toll revenues
more than double the amount estimated for that vear.

The route iz in a sense s trans-State “bridﬁe,” with much traffic
using it en route between New York or New England and points to
the south and west. Possibly recognition of the importance of this
trans-State traffic and the feeling that it should pay its own way was
& factor in the decision to construet this route as a toll facility.

Heavy through traffic with out-of-State registrations is prominent
on the turnpike, especially on the more lightly traveled southern end.
Significantly, however, use of the northern end, where there is more
local traffic, 1s increasing faster than use of the southern end, so that
New Jersey drivers are evidently bearing an inereasing share of the
cost.
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* While the turnpike has solved the traffic problem in New Jersey for
trans-State drivers, at least for those willing to pay the 1%-cents-per-
mile toll, it has done little for the average New Jersey driver. Traffic
even on parallel routes now exceeds the volumes earried at the time
the turnpike was opened, although were it not for the turnpike the
increases would certainly have been greater. It is estimated that
vehicle mileage on the turnpike was less than 6 percent of the total
vehicle mileage in the State in 1953,

Aside from its striking traffic volume and revenue, the New Jersey
Turnpike has other unique features. It was financed by revenus
bonds, not sold through competitive bidding, but by negotiation with
a group of insurance companies. A feature of the agreement was that
funds were to be made available as needed, on a “forward commit-
ment' basis. The original issue amounted to $220 million and carried
an interest rate of 3% percent, which applied only to the funds actually
taken. The agreement also provided for interest to be paid at the
rate of one-half of 1 percent on the amount not taken.

With the original section completed and its attraction to traffie
known, additional seetions are under construction or roposed and
are being financed also by revenue bonds but sold thmugﬂ competitive
bidding. Connections with the Holland Tunnel and the Pennsylvania
Turnpike will soon be completed and will produce additional traffic,
for which provision by widening the original section is being made.

Denver-Boulder Turnpike

In January 1952 the Denver-Boulder Turnpike in Colorado became
the fifth of the modern toll roads. Tt, too, had its unique features.
Studies indicated that toll revenues would not be sufficient to operato
this road and amortize its estimated $5.3 million cost. A plan was
devised that authorized the State highway department to construet
the road with the proceeds of revenue bonds, and further provided
that up to 30 percent of the interest and principal in any year, and
up to 30 percent of an amount necessary to create an adequate
reserve, might be gaid from regular highway funds. Total principal
payments by the State could not exceed 30 percent of $5.3 million,
the original estimated cost., Costs of maintenance and operation
were to be paid from State funds.

Subsequently, the cost estimate was revised to $6.3 million. With
the combination of prospective toll revenues and the guaranty of
part of the costs of amortization, bonds in that amount sold at a net
interest cost of 2.97 percent. Since the opening of the turnpike,
costs of operation have been borne by highway funds, but the revenues
from tolls have been more than adequate to meet the requirements
for debt service and ereation of a reserve, and it has not been Necessary
to call on the highway funds for that purpose.

Turner Turnpike

The year 1953 saw the opening of the Turner Turnpike in Oklashoma,
on the route connecting Tul=a and Oklahoma City. The toll section
includes 88 miles of the 108-mile distance between the cities, The
State highway department constructed the connections to the cities
at each end, without charge to the toll section.

Thiz road probably has fewer unusual features of operation or
environment than any of its predecessors, and more nearly represents
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TaBLE 2.—38lalus of arterial {oll roads as of Jan. 1, 1955—Continued

Vear built Inign
Ww 3 i £ Actual or
Wame of road or location 1 estinated e ﬂ%
i ol Completed Under 00 | Authorized *| Proposed® | Total | dollars) ¢
pr i L HR S R T s — A—— S SNt B 5.0 104, 000
MM’IF: ke (Fort th-Fortland) 1947
urnplke A ORI oo i i e e 3 ;
Portland-Aupusta extension, ... 1955 Em T ek T R ﬁ\ﬁ ?3"%
An sm?m Kent ::tc-n:lnu.- o iR S S S S e S 0.0 .. 78,0 195, D00
mine. e L B R o e e e R PR S ] e .2 660 "0 | apE # 270, 600
Maryland: thmm Expressway {Bniumwllltm o, ¥ [STCCL LR FEERIIES |ttt SRS AR O] S S O 48.0 48.0 20, 506
Magsschugstts: Turnpiles (New York line-Bostomares) ... | 1858 ... L A PR R e e e 12,0 238, 000
Michigan: i
Raockwood-Baginaw.___ 114. 6 187, 06
Y psilanti-Gary area 176. 0 215, 000
1, Michigan. 0.8 £OE, 00D
Nebrasks: Omshe-Lhomin - . .. . e e e | e Mo Jee e R 65,0 650 40, 000
Nogw Haumpshire:
Turnpike (Seabrook-Portsmonth) . e e e 1950 8,770
P‘ormnutn—r{ochster sxtension (Spaniding Turnplie). -- 157 14, 300
Ceniral TurBpiee (Everbt) oo o1 | ecssssssssssEs e 1957 27, 408
Sublolal, New Hamprhire. .. .coveeeeemenneeeeaeeo e &5 470
Now Jerse
ll]nnﬂen Eta.ta Parkway?, ., .. 1954 ]
Estension to New York Throwiy. memeoen 25, (00
Turnpike (Delaware River to Georgo Washington Bridge interchange). . 1952 o34, A2
Tt KR b i Bl et 1055
W rehange- NNENED | - ot et o
Bardentown interchange-Pennsylvania Turnpike axtension.. i f‘?’}l%
Newark-Columnbin... . .ccarsnsnsnnmmsssrmmmnsmneeseemmem——n—— | | =00, 000
T T e S S A R S | R &7, 300
New York:
New York Throway system:
Buffalo-New Yurk City section_ 984 3060 £37.0 675, 428
Niagara sectlon - 20.0
Erie sectlon. . T0 b 321,088
Hew Engiard seelon. . ... oewmermm o arime e 18.0 | i
Berkshire seetlon. o occenmmme e = A 0.0
Garden State Parkway conneotion. . e e L e o B 0 A2, 582
New Jersey Turnpike eonnection. 7.1 SR 5.0
Albany-Ronses Point secthon. ... 180 160 01 160, D0
EBinghamton-Clayton seetion. . . 1850 18060 4E, 000
Hi“]"md'_l% Hmrhnmmrl;santlirm 110 lﬂg lég:%
spressway (New Yo Rt
alol, New Yor _....l:..._____ s essc=oa X 1,081.0 1, 657, 798
North Carpling: Gastonis-Mount Alry Tormpike. .o oeeeemeeee oo e e o f 11N —— 1250 0D, 000
hio:
Tuornpike f‘l"un‘u.-.ﬂm li:m-lndiumlbe} i - Seendal 1855 2.4 2a0.0, 14 326, 00O
Sublotal, O umr """"""" ErIY Y il § 851, 000
Oklahoma:
Turner Turnpike (Oklaboma CLty-Tulss).eeeeacasesrmsmscommemmcmmeceeeeon] 1050 B e e 85,0 33, 583
Turnpike extensions:
nlaa-Md issonrd lne... S memecscsssssEEEmEesssssae e 1857 —oisTiz BE. 5 BE.& | « 68,000
Oklahoma City-Kangs line. . . = e J .. 5.8 « (i, 380
Dklahoma City-Texas Hne____ S e e e S S o 1.6 380
3 I e e R a0 886 400.7 , 34
P i (kg Ol 1540 1589 mag| e
u - —— S N | O B | 1§ N S — SRRt (o b Sh 4
Eum extension (Carlisle Valiey Forge). L8 &7, 000
‘Western extension l.'ImnM:l'hh LT ET. 4 77, 500
Dwelaware River extension (V. Er Forge-Delaware B 323 85, 00
Northeastern extension (Philadelphis-Scranton). 1m0 7233, (00
Northeastern extension mmmn -Bayre). - 40.0 ), [N}
Northeastorn extension ral =p S - " 100.0 170, 100
Gettysborg extension (1o Mn.r:.:la.nd 1] 2.0 BENL ]
Northwestern extension (Mew York line-Ohla line via Erie with connectich to
Pittsburgh}.......... e =k L i 150.0 a5,
Subiolal, Pﬂmima-ln__‘_.........."...----- e R e e e TR 5 1,038, 664
Rhode Islund: Connecticut line-Massachnsetts line. . oo iccceee e emeeeenanes 40.0 a5, 00
T Fort Worth Turnplk 0.5 58, 500
Dallas- " VR
s e e 2| B
beols =i . [ 297, 500

¥ e e e e e

See footnobes at end of table, p. 14,
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16 PROGRESS AND FEASIBILITY OF TOLL ROADS

mountain alinement, and so was expected to be especially attractive

to truck traffic, the estimates anticipating that commercial vehicles

would acecount for 40 percent of the total traffic.

Among the toll roads not yet in full operation are two that deserve
special mention: the New York Thruway, and the Garden State
Parkway in New Jersey. Both were financed in their early stages by
bonds backed by the faith and credit of the respective States. Sub-
sequently, additional funds were obtained in each case through the
sale of revenue bonds.

Garden State Parkway

The Garden State Parkway, running 165 miles, generally along
the New Jersey coast, from Patterson at the north to Cape May at
the south, was begun in 1945. By 1951, only 22 miles had been
completed through the use of current revenues, It became apparent
that credit financing would be required to complete the route in a
reasonable time, and in 1952 the I%uw Jersey Legislature established
an authority within the State highway department to construet and
operate the parkway. The voters subsequently authorized the issu-
ance of $285 million in bonds, backed by the faith and credit of the
State. This issue was sold in 2 installments, $150 million at a net
interest cost of 2.997 percent and $135 million at a net interest cost
of 2.77 percent. Subsequently, the legislature gave authority to sell
bonds backed only by ﬁm revenues of the parkway. In November
1954, $20 million of such bonds were zold at a net interest cost of
3.24 percent to provide for the extension and widening of certain
sections.

Automobiles and buses may use the entire length, but trucks are
prohibited from using approximately the northern two-fifths. For
this reason, part of the parkway is shown in table 2 and part in table 3.

An unusual feature of this toll road is the manner of collecting tolls,
Most arterial toll roads are of the “closed"” type. A driver receives a
card as he enters and surrenders it when leaving, and the toll paid is
baged on the distance traveled on the turnpike. On the Garden Stata
Parkway, tolls of & fixed amount are collected at each of a series of
toll gates, or “barriers,” through which all traffic passes. Thus
drivers who both enter and leave the parkway at interchanges between
adjacent barriers pay no toll. Drivers passing a barrier pay the fixed
fee regardless of where they enter, and drivers traversing a consider-
able length of the parkway pay tolls at each of a series of barriers.

New York Thruwey

The New York Thruway developed as a toll road after experience
much like that of the Garden State Parkway. Started as a free
expressway, intended eventually to connect Buffalo and New York
City, slow progress soon showed that it could not be <-.0mPIeLed in
reasonable time without credit financing. In 1950 the Thruway
Authority was created by the New York Legislature and, in an election
in November 1951, approval of an issuance of $500 million in bonds
backed by the faith and credit of the State was obtained. Subse-
gquently, the legislature authorized the issuance of additional bonds,
backed by revenues only, in the amount of $350 million.

PROGRESS AND FEASIBILITY OF TOLL ROADS 17

With this financing assured, the thruway was constructed rapidly
and the major pnrtlalg of its length, from Buffalo to the erossing of the
Hudson River near Nyack; is open. On this portion tolls are col-
lected in the customary manner of a “closed” system, except that '
holdérs of %20 annual permits for automobiles have 1_m1|m1ted use
of the facility. A barrier toll gate at which 50 cents will be charged
will be placed on the approach to the Hudson River Bndge_f and tolls
will be collected at barriers between the bridge and New York City.
The total passenger-car toll from Buffalo to New York City is ex-
pected to be $5.60 for the 427-mile trip. _

As these completed or nearly completed roads have come into
operation, others are under construction, and 335 miles are scheduled

be opened in 1955. ¢
" In a.c]i]ditiﬂn to the arterial toll roads listed in table 2, there are a
number of parkways and other routes on which tolls are collected at
barriers, and on which the revenues from the tolls are not intended
to 'liquiélntu the cost of the facility but merely to provide additional
needad revenue. These routes are listed in tables 3 and 4. Toll
roads in all categories, as of January 1, 1955, are shown in figure 1.
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i Past experience as a quide —

Because of variations in the methods of financing the present toll
roads and the many special conditions that surmung their operation,
| it is apparent that prospects for further toll financing cannot be
| determined simply by projecting past experience. Each proposal

requires & df:tairog study o% its financial feasibility and of the most
effective method of collection of the essential revenue.
There has emerged from the experience to date, however, a rather
standardized pattern of study of feasibility and a good knowledge
; of many of the factors essential in estimating feasibility. Iistimates
| of the proportion of traffic that may be expected to be attracted to
roads of modern desiﬁjﬂ, the amount of revenue that may be expected
from concessions for the sale of gasoline and food, and factors of safety
that investment bankers regard as necessary before subscribing to
proposed bond issues may now be made on the basis of actual experi-
ence on 4 number of toll roads operating under a variety of conditions,

One of the obvious conclusions from the experience of toll-road
operation and studies of feasibility and cost that have been made is
that the situation is never static. Conclusions reached today may
i have to be altered within a year as new developments appear, It is
almost axiomatic, however, that with the steady increase in traffic
volumes everywhere in the country and with traffic needs increasing
so much faster than the facilities provided for its movement, financing
through revenue bonds will become increasingly attractive unless

rovision of public funds iz substantially increased. It appears,

owever, that even though the general level of attractiveness of

- revenue-bond financing will vary with the economie situation and
i with the amount of construction with public funds, the order of
feasibility of individual routes relative to one another does not change
materially. i

As incﬁrca,tiun of the absence of change in relative feasibility of
different routes, it is of interest to compare the location of toll roads
now operating or under construction with the sections found to be
the most likely to be self-liquidating in the 1938 study of the Bureau
of Public Roads. The two maps in figure 2 show this comparison.
| The upper map shows the arterial toll roads now in operation or under
| construction. It includes a number of roads that were not considered
' in the 1938 study because they are not on one of the six routes to

which that study was limited. The lower map shows the 2,977 miles
of highway portrayed in plate 15 of the report Toll Roads and Free
Roads (p. 28) as highest in order of estimated feasibility. A number
of these routes probably will not be built as toll roads because existing
| or planned free routes will meet traffic needs.
The similarity of these maps is striking. The resemblance would
! be still closer, however, if from the upper map were removed the toll
roads that do not lie along the routes selected for the 1938 study,
and if from the lower map were eliminated the routes on the west
coast, most of which probably will not be built as toll roads because
of the adequacy of existing or planned free roads.
The conclusion is obvious tﬁat- the greatly inereased traffic pres-
sures, caused by the tremendous upsurge in traflic and the lag in

i

on, under construction, authorized, and actively proposed,

1, 1055

1
!
|

as of January

!|i_._._._...
|

e P biens

e e i

FARK WAYS
% HEBORT mO4b:

LEGEND

T ACTIVELY PROPOSED

- COMPLEYED

I UNDJER SANSTRUGCTION
CITTS AUTHOBITED

JOMLIARY |, 1955

Y

Frevee 1.—Arterial toll roads, toll parkways, and resort toll roads in operati
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—  SYSTEM STUDIED N “TOLL
ROADS AND FREE ROADS*

" == AATERIAL TOLL ROADS COMPLETED GR
UNDER CONSTRUCTION, JAN. I, 1955

EYSTEM STUDIED N "ToLL
ROADS AMD FREE ROADS”

WOST IMPOATANT 2977 MILES OF
SYSTEM, BASED ON TOLL OPERATION k\

I |

Frevee 2—Relation of the arterial system studied In Toll Boads and Frea
Ronds and toll roads completed or under construction as of Jannary 1, 1955.
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maetinﬁ the increased needs, coupled with the more optimistic current
view of the economic future, have raised the whole level of financial
feasibility of toll roads, but have had but little effect on the relative
order of feasibility of particular routes,

Toll roads authorized or proposed :

In addition to the mileage of toll roads already in operation or under
construction many more miles have been authorized or proposed,
Table 2 showa that over 3,300 miles of arterial toll roads have been
authorized and another 2,250 proposed, making in total—operating,,
under construction, authorized, or proposed—nearly 8,200 miles of
such roads, ;

Some of the mileage authorized or proposed undoubtedly will be
found feasible and will be built. Certain mileage authorized has
already been found not to be feasible at this time, however, and has
been deferred at least for the present. And some routes have been,
authorized with the understanding that sections will be financed as
they may be found feasible, without expectation that the entire
length will be constructed in the near future.

On the other hand, at the close of 1954, authority for financing
highways through revenue honds existed in but 20 States. Undoubted-
ly projects in some States in which such authority does not exist would:
be finaneially feasible and might be built as toll roads should the
poliey be changed in those States, ;

Thus the projected toll roads included in the last two categories in
lable 2, approximately 5,550 miles in length, must be regarded merely
as those that might be buailt should conditions of the [uture justily.
It should not be assumed that there is definite prospect of toll roads
on the particular loeations listed or in the total amount shown.

FEABIBILITY OF ADDITIONAL TOLL ROADS

Study of the feasibility of toll roads made at the direction of Con-
greas included analyses of the feasibility of constructing roads through
revenue-bond financing supp!mncnbeg by such other revenues as
normally acerue in toll-road operations, The estimates of feasibility
were made for routes in all States, irrespective of whether legislation
authorized toll financing of highways. The investigation excluded
roules on which improvement now existing or programed was expected
to meet the traffic demands of the future. Thus the mileage estimated
to be feagible as toll roads is in addition to mileage, either toll or free
that now meets traflic requirements or on which definitely prl:rgramed
improvements will malke it satisfactory. The mileage estimated to be
feasible of toll financing is in no way related to the mileage of toll roads
now authorized or proposed in the various States.

Buasiz of estimates

A report on the feasibility of toll roads throughout the United States,
prepared within the time and cost limitation of this study, must neces-
sarily be in most general terms. Accurate determination of the feasi-
bility of a single project requires intensive studies of eonstruction cost
and of traflie, taking into consideration the origin and destination of
trips, which generally cannot be completed in less than about a year.
Such studies have been made for some individual projects but the
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mileage of these is very small inde i i i
A ed when viewed in the light of a

However, information on the costs of toll roads, and of free roads of
comparable design, is sufficient to permit engineers in the field to malke
estimates of the cost of constructing the various portions of the
Interstate System and of other routes as toll roads, which should be
reasonably accurate on the average, Information is also available on
the volumes of traffic using all the principal roads throughout the
Nation as a result of continuing studies made by the State highwa
departments mn cooperation with the Bureau of Eublie Roads, Thi‘zar
traffic volume information is insufficient, in itself, to determine the
traffic that would use a toll road, but it may be interpreted, in the
light of the results of intensive traffic studies made before and after
the construction of several of the existing turnpikes, to form a basis
for reasonable estimates, Such eetimates, whi{]e certainly not suffi-
ciently accurate for use in the final appraisal of individual projects, are
believed, when combined for seversl sections or routes. to prﬂvi:,:'ln a
fairly reliable general measure of toll-road feasibility.

For the purposes of this study, estimates were made of construetion
costs and traffic volumes for all sections of the Interstate Svstem
exclusive of sections already adequately improved and those known
in 1854 to be scheduled for early improvement either as toll or free
roads. Traffic was forecast for the years 1964, 1974, and 1084
General rates of traffic increases assumed were consistent with those
rates used in the report, Needs of the Highway Svstems, 1055-84
rNemnlgg} submitted to the Congress (84th Cong., 1st aass.!, H. Doc.

0. :

Similar estimates were made for those routes not on the Interstate
System but believed to have toll potential. All of the State highway
departments cooperated fully in this undertaking by providing the
basic cost and traffic data from which toll fEﬂ.Eﬂliﬁt};WM caleulated.

Estimates made by the States were carefully reviewed and com-
pared. Revisions were made in a few instances for consistency or
where indicated as proper on the basis of additional information.
While these revisions were substantial in certain caseg, they were not
such as to make appreciable differences in the broad, overall
determinations, :

Basic asswmptions

The costs and traffic estimates were used to determine the probable
Elxévialt of toll-road feasibility. Certain basic assumptions had to be

de.

Iirst, it was assumed that the financing would be by revenue bonds
which is the method for most of the t.oﬁ; roads nuw}lr}eing built. {:Ilr;
keeping with current toll-road financing practices and experience on
existing toll roads, the following values were assigned to the various
1tems entering into the caleulations:

(@) Amount of bonds: 1.12 times construction cost.

(b) Term of bonds: 40 years.

() :rH.atn of interest: 3.5 percent.

(d) Toll rate, passenger cars: 1.75 cents per vehicle-mile.

(e) Toll rate, trucks: 4.00 cents per vehicle-mile.

(f) Revenues from concessions: 7 percent of gross receipts from tolls.

(9) Administrative, operational, and maintenance costs, and re-
placement reserve: 20 percent of gross revenues.
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Items (a}, (b}, and (¢) are baséd on the most recent experience or
practice in financing toll roads through revenue bonds, Item (d),
toll rate for passenger cars, is higher than the average collection on
some roads and below that on others. The average on the New
Jersey Turnpike, for example, was 1.94 cents in 1953 (with proper
weight given the larger volumes on the northern end where the rate
for some trips was as much as 3.0 cents per mile). It is believed
that 1.75 cents per mile for passenger cars and corresponding rates
for trucks can be collected if necessary. Ttem (f) is based on the ex-
perience of existing toll roads. Item (y) is consistent with current
gmcticas in estimating feasibility. While the first three factors could

e estimated from existing toll roads, the factor of replacement re-
serve cannot be estimated on the basis of experience to date.

For purposes of this analysis it was assumed that bonds would be
sold in 1957, roads opened to traffic in 1950, and amortization started
in 1960, interest from 1957 to 1960 being paid from bond receipts and
accounted for in the 1.12 factor, item (a),

Feasibility ratios

Feasibility ratios were caleulated by dividing the estimated net
operating income for 1978 (the midyear of the period of bond amortiza-
tion) by the annual cost of debt service. Net operating income was
determined by deducting the amount needed for administrative,
operational, and maintenance expenses and replacement reserves from
total receipts from tolls and concessions. Experience in recent years
shows that bonds offered to finance projects having a feasibility ratio
of 1.5 or more, caleulated in the manner described, would be market-
able. Therefore, any section having a ratio of 1.5 or more was
regarded as feasible of construction through toll financing.

As previously pointed out, thesa studies could not be made in such
detail as to permit the determination of the feasibility of individual pro-
jects with assurance. However, since the factors used for such items as
traffic diversion and generation were based on average conditions as
determined from trﬂﬁic studies of existing toll roads, it is believed
tl;ls_ltbll,hc national totals resulting from the study are reasonably
reliable,

Mileage feasible of toll financing

The most significant finding of the study of toll feasibility is probably
that, of the highways found to be fe&sib-lye, all but about 200 miles lie
along the lines of the Interstate System. This finding not only attests
the importance of the Interstate System, but permits the consideration
of toll roads to be related almost entirely to the completion of the
Interstate System. Opportunity for revenue-bond financing of im-
provement of routes of the other systems is so rare as to be of no
mmportance.

aleulations were made on the besis of the individual sections for
which data were supplied by the States. These sections varied greatly
in length, some being as short as 1 mile, The results reflect a feasi-
bility based entirely on the traffic and cost, disregarding completely
the desirability of integration and continuity.

On the assumption that each section showing a feasibility ratio of
1.5 or above is acceptable for toll financing, the total length of the
Interstate System that could be thus financed would be about 6,700
miles, estimated to cost $4,260 million. This is mileage on the system,
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in addition to that now adequately improved or scheduled soon to be
made adequate, either as toll roads or free roads, that might be financed
through the proceeds of revenue bonds if issued in keeping with current
practices. It bears no relation to the mileage of roads authorized or
proposed as listed in table 2.

Some of the 6,700 miles lie in States that have not authorized toll
financing and, as a matter of policy, may prefer not to finance roads
in this way in the future. Other mileage lies in States in. which
authority to construct toll roads is limited to particular routes and in
which there is no authority to construct sections on other routes that
might have been found in this study to be feasible of toll financing.
To the extent that these conditions prevail, the mileage that might
be constructed as toll roads would be less than the 6,700-mile figure,

On the other hand, some States have provided for the pooling of
revenues from separate gections of a route or from different routes so
that an entire system may be financed as a unit and not as separate
independent sections. In such cases earnings on a particular section
or route in excess of requirements may be applied to supplement the
earnings on other sections or routes that in themselves do not show
a feasibility ratio sufficiently high to make them attractive invest-
ments. In such States sections now found not to be feasible might be
possible of inclusion as a part of a more complete system. Pooling
of revenues through interstate compacts might further increase the
feasible mileage, and should a national toll authority be set up through
which excess revenues from toll roads in one State could be used to
augment revenues in others, a substantial increase in feasible mileage
might result.

here are many factors involved, some working to increase and
others to decrease the mileage that apparently would provide attrae-
tive investment opportunities if proposed for revenue-bond finanecing,
The greatest uncertainty, however, is as to the policies of the States
and the Federal Government with respect to the public funds from
taxes or bond issues that will be applied to the improvement of the
Interstate System. Assurance of public funds to Fmvide reasonably
early completion of the system would soon spell the end of revenue-
bond financing of roads in the system. Continuation of the present
inadequate allocation of funds to this system, however, can only serve
to inerease the mileage that would be potentially feasible as toll roads.

EFFECT OF TOLL ROADS ON THE FEDERAL-AID PROGRAM

" In the Federal-Aid Road Act of 1016 (39 Stat. 355) the Congress
provided (sec. 1)—

* * % That all roadz constructed under the provisions of this act shall be free
from tolls of all kinds.

That provision was reaffirmed in section 9 of the Federal Highway
Act of 1921 (42 Stat. 212), and is still in effect.

The early decision of the Congress came at a time when recollee-
tions were fresh of tolls collected on roads badly maintained or nearly
impassable. Such conditions were thought to have no place in the
transportation system, and it was to prevent their recurrence that
Federal aid was barred from participation in toll-road construction.
Now, nearly 40 years later, the resurgence of toll roads has brought
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about the need to review their place in the highway systems of the
country.

Acceptance of toll roads

Financing of roads through the sale of revenue bonds has developed
because provision of public funds through accepted channels
lagged far behind highway needs. In this situation, revenue-bond
finaneing has provided many miles of badly needed controlled-access
highways when other means have failed, The financial success of
the early examples of the modern toll road and the rapid extension of
toll mnd‘; on some of our most important routes raises serious questions
as to the place of the toll road in the Federal-aid systems and to its
effect on the Federal-nid program. fia

Toll roads are most readily accepted on routes where existing con-
gestion and delays are great and the construclion of a controlled-
access highway would produce substantia]l savings of time and in-
creased comfort and safety of travel. Additional acceptance is found
when out-of-State vehicles are prominent in the traffic.

With all highway needs so pressing, administrators in a State are
reluctant to ask for general increases in taxes to build roads of prin-
cipal interest to one section of the State or to drivers from c!l;her
States. At the same time, drivers traversing the section of the State
where a controlled-access highway is needed, particularly those from
out of the State who are usually on long trips and are infrequent
users of the road, are not reluctant to %]al.],r a toll for the assurance of
rapid travel on a safe and uncongested highway. :

Toll roads already in operation have relieved congestion for the
through traffic on main routes in a number of States, and as others
come into operation they also will offer facilities superior to those now
existing, for drivers who wish to pay the tolls. Diversion of traffic
to toll roads from existing routes reduces traflic on those routes and
usually relieves the pressure for their immediate improvement, To
this extent, the toll roads are distinctly beneficial to the Faderal-aid
program. With the steady increases in traffic, however, the need for
improvement of the existing facilities in many cases soon recurs.

wo conditions inherent in toll-road operation produce a pronounced
effect on the Federal-aid program: ;

1. A toll road cannot sug'vfa]l the traffic for which some route must

rovide service, » ;
’ 2. The first responsibility of operators of a toll road is to the investors.

This is not to imply that in many instances toll roads are not prac-
ticable and thoroughly satisfactory answers to traffic problems. In
all cases, however, these two factors must be considered in weighing
the desirability of including a toll road in the overall highway network.

Duplieation of facilities o

By their nature, toll roads require that interchanges providing access
and egress be placed only at infrequent intervals. e cost of collect-
ing tolls is sucg that toll stations are usually operated only where there
is sufficient usage to make them profitable. Even in the congested
section of the country with a clogely spaced road network, the average
distanece between interchanges on existing toll roads ranges from 7 to
14 miles.
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Sinee short trips predominate in the traffic stream, many drivers are

recluded from the use of a toll road merely because their trips are not

ong enough to permit them to take advantage of it.

Moreover, certain drivers who might use a toll road do not do so
because of the toll, or for some other reason.

As an example, studies of traffic using the Maine Tuwrnpike and the
parallel U. 8. 1 show that of the drivers whose origins and destinations
were such that use of the full length of the turnpike was feasible,
between 75 and 80 percent used the turnpike, the percentage increasing
as the total traffic on the two routes increased. contrast, less than
15 percent of those whose trips permitted the use of only part of the
turnpike took advantage of it. Of the total vehicle-mileage on the two
routes, exeluding the mileage within the towns along U. S. 1, the per-
centage on the turnpike ranged from 38 to 50 percent, again with the
percentage using the turnpike increasing as the total traffic on the two
routes incrensed, Significantly, average traffic on U, 5. 1 in 1954 had
regained its level of 1947, the year before the opening of the turnpike.

‘hus, even though a toll road may be readily self-liquidating, it
can never relieve some public agency from the responsibility of
continuing to provide local service and serviee for through travelers
who, for whatever reason, prefer not Lo use a toll road.

On the other hand, a properly located and designed free road can
serve both the through and local traffic. As an indication of the limita-
tion of traffic service that can be provided by toll roads, it was esti-
mated that the Interstate System, if its inadequate sections were
completed as toll roads located in keeping with current practice,
would serve only two-thirds of the traffic that the system would serve
if it were completed as a free system,

In the more congested areas, where traflic volumes are sufficient to
require two or more roughly parallel routes, there is advantage in
locating one to accommodate principally the through traffic, whether
it be toll or free, and another to accommaodate local or shorter-range
movement,

In the more usual case, however, a single facility appropriately
located and adequately designed can accommodate the traffic for
munr}r years to come. To build a toll road in such a situation might
be financially feasible. And the toll road would relieve to some
extent cunfesr.ion that might exist on the free road that must also be
maintained. Further, by this measure of traffic relief, it might be
found considerably less costly for the responsible public agency to
maintain the free route in condition suitable for its remaining traffic
than it would be to provide and maintain a single facility for the
entire traffic flow through the area. Despite whatever saving may
acerue to the public agency, however, the fact remains that the two
facilities must be maintained, one from public funds and one from
funds from private sources: and rcgard[]esa of the source of funds
the total cost will in all probability be greater, and the greater cost is,
of course, borne in one way or another by the public.

Effeet on programing of improvements

The impact of a toll road is, of course, not confined to any particular
system of roads, but because most existing and prospective toll roads
lie along the general lines of the Interstate System, the effect is greatest
on the planning and econstruction of that system and on the other

Fadamal aid waade alacaly inbarratad with tha Tntametata Qarotam
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The Federal-aid program is affected immediately upon decision to
consider the construction of a toll road. Public officials then generally
hold in abeyance further activity in construetion or even in planning
and programing improvements along the line of the route and also
on roads intersecting or closely paralleling the proposed toll road.
Should improvements be made and the toll m:ui] later constructed,
highway officials might be placed in the position of having wasted
public funds or of entering into competition for traffic with a toll
authority whose income depends on the eontinuance of a substantial
advantage in traffic service of its facility over that of parallel free
facilities.

On the other hand, to defer planning or construction of free high-
ways may, if the projected toll road is not subsequently built, merely
serve to delay for a period the active prosecution of badly needed
public improvements. Many toll roads are proposed but not built,
and in many instances years elapse between the first proposal and the
ultimate decision. A period of 2 to 3 years between the date of formal
authorization and the time that financing is assured is common,
Meanwhile progress on the route in question, presumably one of the
more important in the State, is at a standstill.

Up to this time, these conditions have been somewhat disconcerting,
since they upset the orderly programing of improvements that the
States and t.ﬁn Federal Government try to achieve. Probably they
have not seriously delayed progress on the Interstate System, but
only beeause the funds that have been available have been insufficient
to permit marked progress. Should substantial funds for improve-
ment of the Interstate System be available, such delays could be
serious unless, of course, sufficient public funds were provided to assure
reasonably prompt undertaking of needed improvements,

Effects of completed toll roads

Other effects on the Federal-aid program are felt once a toll road is
completed. It is the responsibility of the toll-road authorities to
locate the route and determine its access points to the maximum
benefit to the route itself, an action that may be taken without regard
I.r_'rlil.a effect on the free road network that must be integrated with the
toll road.

With infrequent access points it may well happen that the volume
of traffic that should be attracted to or discharged from the toll road
at any particular interchange is too great to be satisfactorily accom-
modated on the existing crossroad. In such a case the public authori-
ties will immediately be urged to improve the connecting highways,
nol only to benefit the toll road, but also as a proper service to the
local traffic to be served by the interchange.

In addition, with interchanges widely spaced on the toll road, it
will become necessary [or the public officials to develop traffic-collect-
ing routes and perhaps paralleling routes that would be unnecessary
were the more frequent interchanges characteristic of a free route
available,

This condition is particularly evident as a toll road approaches or
bypasses an urban area. Here right-of-way costs and other factors
that must be taken into consideration when a route is expected to be
liquidated from toll revenues often prevent a close approsch to the
center of the urban area. Provision of the necessary connections
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must then be made from )lajuhhc funds, involving routes that may,
but equally well may not, be of the most service to the community
as a “c'llmlc.

Some of the adverse effects of toll roads on the prugmmin}g of public
highway improvements and many problems of integration o toll roads
with public highway networks would be greatly alleviated if the
responsibility for toll roads were vested in State highway departments.
The consolidation of responsibility for toll and free highways would
permit the most effective use of available engineering and technical
personnel, avoid duplieating administrative organizations, and pro-
mote orderly development of all highway improvements.

RECOMMENDATIONS WITH RESPECT TO FEDERAL PARTICIPATION IN TOLL
ROADS

1. No Federal participation in toll roads.—The present law forbidding
the collection of tolls on highways constructed with Federal-aid funds
ghould be continued.

9. Inclusion of toll roads in Federal-aid systems.—The present law
should be changed to permit the inclusion of toll roads as part of the
National System of Interstate Highways when they meet the standards
for that system, and when there are reasonably satisfactory alternate
free roads on the Federal-aid primary or secondary systems which
permit traffic to bypass the toll road.

This recommendation is made to meet present-day conditions. A
nuniber of toll roads which are in operation, under construction, or
authorized, lie along the preferred location of interstate routes; dupli-
cation of these roads would generally be an economic waste. Accord-
ingly, if there is to be a continuous integrated Interstate System, it
is reasonable that these toll roads be included in it. The inclusion of
a toll road in the Interstate System would not be contrary to recom-
mendation 1. It would merely make it unnecessary to construct a
free road to interstate standards closely paralleling the toll road.

No toll roads should be permitted on any Federal-aid system except
as provided in the first paragraph of this recommendation. Contin-
uous travel over free roads will then be possible except over those
portions of the Interstate System on which tolls are collected. On
those portions, drivers will have the alternative of travel over a toll
road built to interstate standards, or over a reasonably satisfactory
free road of another Federal-ald route,
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Hon. Sam Ravsurn,
Speaker of the House of Representatives,
: Washington, D). C.

Dear Mr. Sreaker: The Secretary of Commerce was directed by
section 11 of the Federal-Aid Highway Act of 1954 to make a study
of problems posed by the relocation uty utility facilities resulting from
improvements under Federal highway programs, and to submit a
report to the President for transmittal to the Clongress,

am transmitting herewith a report entitled “Public Utility
Relocation Incident to Highway Improvement”, which has been
submitied to me by the Secretary of Commerce,
Respectiully yours,
Dwigar D. EISENHOWER.
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PUBLIC UTILITY RELOCATION INCIDENT
TO HIGHWAY IMPROVEMENT

Tae Pueric Uriity Rrrocation ProprLEM

Traditionally, public utilities of various kinds have established them-
selves along, and more frequently within, public highway rights-of-
way. This has been done ganornlly pursuant to State constitutional
or statutory authority to do so. Such permission, to make use of
public highways, has most often been subject to restrictions in the
public interest, the general tenor of these revolving around the protee-
tion of the traveling public and the preservation of the highway facility
s an ar of travel.

In most States, too, such authority to use the public roads has been
accompanied by either an express statutory proviso or an administra-
tive determination by an executive agency of the State government, to
the effect that, as the necessities of highway improvement require it,
the publie utility facilities are to be removed from one location within
the E.iﬁhway rights-of-way to another, and at the expense of the util-
ities themselves.

In these circumstances, other factors have also come into play.
These have consisted of (1) increases and shifts in the population
the various regions of the United States, (2) a pronounced trend toward
inereasing urbanization in the Nation, (3) a steady and substantial in-
creage in the number and use of motor vehicles u{all kinds, and (4) a
resultant acceleration in the provision and improvement of highway
faciliiiies to accommodate the needs and demands for automotive
travel,

The tempo of the provision of utility service has naturally increased
}:; the wake of an inereasing urbanization and suburbanization in the

ation,

Ag highway improvement and modernization have gone forward
the utilities have claimed that their resources were being subjected
to a greater and greater burden, arising out of the need to relocate
more and more of their facilities at their own expense, incident to
highway betterment. ;

As a result of representations made to the Congress of the United
States in connection with the 1952 and 1954 Federal-aid highway
hearings, the Congress directed that a study be made of the problem,
in section 11 of the Federal-Aid Highway Act of 1954, as follows:

The Becretary of Commeree is hereby directed to make a study in ecoperation
with the State highway departments and other parties in interest relative to the
problems posed by necessary relocation and reconstruction of publie utility
services resulting from highway improvements authorized under this Act. Among
other things, such & study shall inelude a review and financial analysis of existin
relationships between the State highway departments and affected utilities o

all types, and a review of the various SBtate statutes mgu]at[n%: existing relation-
ghips, to the end that a full and informative report may be made to the President

1
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fo i i
m"ﬁﬁ‘f”m""““] to the Congress of the United States not later than February 1,

It is pursuant to this directive that this investigation has been made.

Score oF INVESTIGATION AND Procrpures

Cost data for this investigation were obtained from three differ
sources: (1) Bureau of Public - 3 i r e ent:
anﬂ 8 e ol ¢ Roads; (2) State highway departments:

Since the Bureau of Public Roads reimburses the several State
h}gﬁwu}f departments for public utility relocation costs arising out olf

ighway development, to the extent permitted by State law as deter-
mined by such highway departments, it was necessary to sssemble
and analyze all such costs associated with the Federal-aid highway
systems. Buch data were developed directly from vouchers submitted
to the Bure.fm of Public Roads by the several State highway depart-
ments.  This data has been classified by three major funds or pro-
E:::imlfr s:ﬁ?or:znrl by the Federal-aid laws, i. e., primary, secondary,

Public utility relocation cost data were obtained from the several
State highway de artments by questionnaire. Detailed information
was sought for all highway projects for which final payment to the
contractor (or completed hy gtate or county forces) was made during
calendar year 1953, or & more convenieni (from the standpoint of
State records) fiscal year that terminated in 1953. Data were sought
for four system types: (1) Federal-aid primary:! (2) Federal-aid sec-
ondary; (3) primary State highways that are not Federal-aid primaries-
and (4) all other State highways that are not Federal-aid Bﬁmndal‘j;
];;;;RT;%};B];] i Lll_:r)ur;l }llgl'wf:i}_s }mﬁur :lqmtt-.vj urisdietion, in such States

, Lelaware, North Caroli irgring wt Virgini
e i b th Carolina, Virginia, and West Virginia,

Each State highway department was also asked to report the total
utility relocation costs reimbursed by the State and the total costs
of the highway nrojects invelving utility relocations. '

The public utility relocation cost data that could be derived from
both Federal and State records were only of limited scope.  Such
data reveal only the extent to which present laws permit reimburse-
ment for public utility relocation costs. It became obvious Very

quickly that the whole public utility relocation cost ]lrictum could not-

be obtained without the cooperation of the public utilities themselves.
Accordingly, representatives of all the major public utility groups
were invited to assist in this investigation, X

A national public utility steering committee was formed. Com-
plementary State utility committees were formed in each jurisdiction
by the national public utility steering committee, Representatives
of the rural electrification utilities chose to furnish the desired data
through the National Rural Electric Cooperative Association rather
than the National or State public utility committess, though in some
of the States, some of these data were submitted through the State
public utility committee. Likewise, the petroleum pipeline groups
Ii;urq:shﬁd data directly through the Committee for Pipeline Com-

anies,

1'T'ha system Includes the National Byatem of Interstate Highwaye,
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Each State highway department was asked to assembls a schedule
of all State highway projects for which final payment to the contractor
was made by the State in 1953 calendar vear or fiscal year terminating
in 1953, whichever was more convenient from the standpoint of the
State records. This list was made available by the several Siate
highway departments to the cooperating utility committeess in each
State,

Sufficiently identifying information for each highway project in-
cluded in the survey year was thus furnished to the State utility com-
mittees. Each utility within the State thereafter determined whether
their records discloged any public utility relocations that were associ-
ated with the highway projects on the schedule without regard to
when the utility relocation took place. Many of such relocations took
place prior to the survey year and some of them during the survey
year. All kinds of highways and publie utility projects would thus
be ineluded in the survey year and the opportunity was thus provided
to obtain a representative eross section of the costs in the survey year.
Fiscal or calendar 1953 is the last full year for which data could pos-
sibly be available both with respect to highway projects and public
utility relocation projects,

Data which reflected the legal relationships which now exist be-
tween the several State highway departments and publie utilities wera
obtained from many different sources: (1) State codes; (2) reports of
all kinds of judicial decisions; (3) State highway department files; {4)
State attorneys general; (5) Buresu of Public Roads records; (6) pub-
lic utility association files; (7) special sources. An independent search
was made of all current editions of State statutes and revisions thereof,
The materials so obtained were checked against leads and citations
obtained from the several State highway departments and the at-
torneys general of the several States. Hundreds of court decisions of
many States were reviewed and approximately 250 of these were
deemed to be pertinent to the subject under investigation. Attorney
general opinions were also obtained,

Pusric Urinity Renocation Costs IncipeENT TOo HigEway
IMPROVEMENT

Public utilities which have established themselves within public
highway rights-of-way, or along them, incur certain costs when their
utility facilﬁtim must be movef as a result of highway improvement,
To the limited extent recognized by State law, a portion of such utility
relocation costs is reimbursed the utilities by State or local govern-
ments. The Bureau of Public Roads participates in the reimburse-
ment of State-approved utility relocation costs to the extent to which
such States seek Federal participation.

The State highway departments reported that the total dollar value
of all highway projects completed in the survey year 1953 amounted
to approximately $1.7 billion and involved 40,027 miles of highway and
10,245 highway projects. The publie utilities which cooperated on
the study reported that they could identify 5422 uiility relocations
in connection with 3,836 of these hichway projects.  The dollar value
of eonstruction amounted to approximately $1.1 billion, involving
13,868 miles of highway.

A11at__KR “*




4 PUBLIC UTILITY RELOCATION

The utilities further indicated that these utility relocation costs for
the survey vear amounted to $35.5 million. The bulk of this
reported utility relocation cost involved utilities located within the
highway right-of-way—$29.1 million or 82 percent of the reported
uftality relocation cost.

The remaining $6.4 million, or 18 percent, involved utilities located
on their own private rights-of-way; in this case, the utilities reported
that they were reimbursed 4.6 million of their $6.4 million cost, It
is difficult to assign a reason why the remaining $1.8 million was not
reported as reimbursed. Most of the States reimburse utilities for
relocation costs oceasioned by highway improvements when the
utilities are established on their own private rights-of-way. It ma
be that a portion of the $1.8 million represents betterments, whic
normally would not be reimbursed. In some instances, claims for
reimbursement were still pending at the time of this survey, and this

may account for a portion reported as not reimbursed. See tables
1 and 2,

ject location and highway system, 1853 Utility located on highway

ol oay

rig
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1,156, B34
1000
100.2
100.0

$4, 670, 428
$3, 413, 700

All systemms
%1, 751, 503

P i PURLIC UTILITY HELUOUALIUN !

The erox of the public utility relocation problem revolves around
the $29.1 million reported utiht%]relomtmn cost involving utilities
established within the highway rights-of-way. This cost was reported
by the utilities to have been incurred almost equally divided between

100,10

8, 430
&1, 600, 530

Total
§131, 800
E118, 564
0.0
§555, 513
11.9
3304, T84
. B

projects in urban and rural ‘areas—$15.2 million in urban areas and

$13.9 million in rural areas. d A
Of the $15.2 million utility relocation cost on urban projects, the

utilities reported reimbursements of $3.3 million or 21.7 percent. In

0.6 |

2EET,
$A5S, 650 |

Oither
highways

¥116, 274
9.8

118, 700
26

$85, 149
a0

§129,

general, the State has the legal power to require NINCOIM Penss
utility relocation in the highway right-of-way. But there are excep-
tions to this general rule, and these exceptions may account for the
3.3 million reimbursement indicated above.
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Other State highways
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&2, 810
435,723

The main exception, which is found in the laws of California,
Connecticut, and New Jersey, permits utility relocation reimburse-
ment on utilities within the right-of-way when the relocations are
necessitated by expressway construction. Of the $3.3 million repor
reimbursement in urban areas, indicated above, approximately $1.9

F304, 237 |
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§1, 067, 672 |
. |
B 1
&3, 43, 004
&0, 2
T4, 5
0.3

Ttal
£, 123, M5
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22 million involved expressway projects; the bulk ($1.7 million) of this
s amount was reported from tﬂm three States indicated. Practically
{all but $0.04 million) the entire balance of §1.4 million concerned
publicly owned utilities; here again, this reimbursement mnay be

35
$4, 111

a2 |
26.3
810, 334

1.5
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a4
7
23,8

525, Tl

system

§1, 233,

roject localion and highway system, 1853: Ulility localed on private

weay

accounted for by another exception found in the laws of a number
I of States, namely, that publicly owned urban water, sewer, and
transit utilities may be reimbursed. Investigation of the nature of
the $1.4 million reveals that practically all of 1t 'I;Si'l‘.ﬂﬁrmllllﬂﬂ}
involved publicly owned water, sewer, and transit utilities in urban
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| That leaves only the rural counterpart of these utility relocation

costs and reimbursements to be commented upon. As already indi-
cated, according to the prevailing law of practically all States, the re-
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TapLe 2.—Public wtilily relocation cost and ubdify reimbursement,

Urban:
Rural:
Total:

]I imbursement of the relocation costs of utilities established within the
| highway rights-of-way is not required. This is substantiated by the
' ) cost data.  Of the $13.9 million utility relocation cost reported by the

l

|

atilities to have been incurred in connection with rural highway proj-
l ects in the survey year, a little more than half a million dollars
! ($574,886) was reim ursed by government. o :
: Here again, as in the case of the urban facilities, utility relocations
: arising out of expressway construction account for approximately half
($245,771) of the indicated reimbursements. Of the balance, approxi-
mately $69,000 wers reimbursed Eubhcly owned utilities presumably
under legal authorization applicable to such utilities. The balance of
the utility relocation cost reimbursed the privately owned and co-
| opnmtive{y owned utilities can perhaps be accounted for by payments
" made in those States where the law permits the State highway depart-
; ment to determine the extent of reimbursement n the cireumstances
\ indicated. ) .
j Utility relocation costs analyzed by designated characteristics.—An
: analysis of utility relocation costs by type of highway system 1s of
interest. Of the reported utility relocation cost of $35.5 million,
80.5 percent was incurred in connection with the Federal-aid systems,
and 10.5 percent on State highways not on the Federal-aid systems.
The reimbursements by governments of such utility relocation costs

were made roughly in the same proportions.
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The bulk of the reported relocation costs and reimbursements took

lace in connection with the Federal-aid primary system. Such re-
ocation cost constituted 71.9 percent of the total on both highway
and private rights-of-way, and 72.3 percent on highway rights-of-way
alone; the reimbursements on the Federal-aid primary system were
81.3 percent of total reimbursements on both highway and private
rights-of-way and 93.0 percent on highway rights-of-way alone.

Of a reported utility relocation cost of $35.5 million, 27.5 percent
was incurred in connection with expressway projects, 21.5 percent in
connection with divided highways other than expressways, and the
balance of 51.0 percent on other highway types; this involved utility
costs on both highway and private rights-of-way. Approximately
these same proportions obtained when the data were separated into
their highway and private right-of-way components.

Utility types were classified into nine different categories, Of the
$35.5 million of utility relocation cost reported, electric and power,
and telephone utilities together acecounted for 68.3 percent—35.0
percent and 33.3 percent, respectively. Gas accounted for 13.8
percent, and water for 10.7 percent. All other utilities grouped
tﬁ%?t.her accounted for the balunce of 7.2 percent. '

tility ownership can be grouped into three categories, 1. e., publicly
owned utilities, privately owned, and cooperalively owned. Of the
$35.5 million utility relocation cost reported, 82.5 percent was
associated with utilities that were privately owned, 15.9 percent
with utilities publicly owned, and 1.6 percent with those coopera-
tively owned.

Agencies at different levels of government were involved in the
reimbursement of portions of the utility relocation costs reported
herein, The bulk of the utility reloeation costs reimbursed was
reimbursed by the State highway departments. Of a total reimburse-
ment of more than $8.4 million, $7,202,245, or 86.5 percent, was so
returned to the utilities. Local units of government—the city, the
county or the lownship—reimbursed another $354,480 or 4.2 percent.
The Federal Government, other than the Bureau of Public Roads,?
was responsible for another $189,034, or 2.2 percent. The balance
was reimbursed jointly by the State and Federal Government (other
than Bureau of Public Roads), State and county, county and township,
or was not reported upon in terms of type of reimbursing government,

Completeness of the data.—Data were obtained from the State high-
way departments with respect to public utility relocation projects for
which some reimbursement by State government was made, The
State highway departments reported a State reimbursement for utility
relocation of $15986,750 on highway projects, the dollar value of
which was $712,333,943. As already indicated, the utilities reported
a reimbursemnent for utility relocation by the States alone or by the
States and some other governmental agency of only $7,310,426 on
highway projects valued at $1,007 869,815, See tables 3 and 34.

hese substantial differences would seem to suggest that the State
highway department data include publie utility relocation projects
that are not included in the data reported by the public utilities,

? Blnee the Federal-ald highway funds avallable for atility relocation reimbarsement are channeled through
aber Stnte highway deportrents, soch Iinds were ineladed ander ©State,

PUEBLIC UTILITY RELOCATION ]

To depict more precisely the area of difference between the two
sources of data, the following. tdbulation presents the public utility
relocation costs reimbursed by the States, classified by the ownership
of the utilities to which reimbursements were made, as reported by
the State highway departments and the utilities:

Publicly owned utilities | Privately owned utilitios | Ctoperatively owned
Spuree of data I
Eelmburss- | Reimbursing | Reimburss- | Reimbuarsing | Reimbarse: | Reimbarsing
mgmis by eIy Ik ments by RERDY TOE mants by BEENCY Mot
Btates idicated Htates indieated Btates Indicated
Atate reports. ... 7,040,878 | 7. 0ed. e | $iG7, 008 |- ___
THility reports. . 2, 05, 126 254, 482 4, 134, 525 £271, 522 118, 475 B, 917

This comparison indicates that a substantial percentage of privately
owned utilities submitted data; whereas, relatively few publicly owned
or cooperatively owned utilities submitted questionnaire returns.
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TabLk 3.— Tolal State highway expendifures for public wility relocalion and lolal cost of Mghway improvements fnvolving such ulility relocation,
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Because of the small amounts involved, the relatively small return
of the cooperatively owned utilities probably would not change the
total reloeation cost picture very much, though it could have a sig-
nificant bearing on certain components of the total. The small return
obtained from the publicly owned utilities, however, invalidates an
deductions that could be drawn or inferences which can be made
concerning total public utility relocation costs or reimbursements, and
certainly with respect to such data in urban areas where the publicly
owned utility plays such an important role.

It is impossible to indicate, therefore, what the actual total publie-
utility relocation cost and total reimbursement amounted to in the
survey year 1953.

Federal-aid highway expenditures for utility relocation.—Because data
on Federal-aid highway expenditures for utility relocation are more
readily available, more detail concerning such data has been provided.
The Federal participation in the reimbursement of utility relocation
expenditures which is elaimed by the States has been analyzed for the
period July 1, 1948, to June 30, 1954. During_[ll;his period 30 States
and Hawaii have sought such reimbursement. The bulk of the utility
relocation costs involving Federal-aid participation concerned utilit;
facilities located outside the highway right-of-way; they involve
utility relocation within the highway rights-of-way only to the extent
to which the States involved are permitted by their own laws to
reimburse therefor. The costs of public-utility adjustments that are
performed by the contractors for the State highway projects are.not
reported. It would be very difficult to make an accurate determina-
tion of such costs because utility adjustments which are part of the
highway contract are o closely related to the highway work itself
that to make segregation therefrom is o challenge in each particular
case

In the 5-year period indicated, public-utility relocation costs on
Federal-aid projects for which reimbursement for such utility costs
was sought amounted to $2,047,365, of which the Federal Government
reimbursed $650,885, or 31.8 cents of each dollar of relocation cost.
The total reported costs of Federal-aid highway projects involving
these utility relocations amounted to $231,512,025, of which the
Federal share was $120,072 041,

In the same 5-year period, the total cost of all Federal-aid highway
projects amounted to $4,320,667,319, of which the Federal share was
$2,105,882,054. It is of interest to note that the cost of highway
projects involving utility relocation and Federal reimbursement, repre-
sents approximately 5 percent of the dollar value of all Federal-aid
highway projects in the period. Of every such hi]ghwuy dollar spent
for highway improvement (by both State and Federal Governments)
on Federal-aid }Iuighwa. s, 0.05 of 1 cent was spent for public-utility
relocation, on and off tza highway right-of-way, for projects involving
Federal reimbursement of utility costs, For every Federal highway
dollar spent for such highway improvement, 0.03 of 1 cent was spent
for public-utility relocation.

For an analysis of the data for a single year, the most recent avail-
able fiscal year, that ending June 30, 1954, is deemed to be the most
representafive. In this year, approximately three-quarters of the
$652,012 utility relocation eost was spent in connection with Federal-

81198—55—->=
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aid rural projects involving Federal reimbursement for utility costs
and the remaining quarter on urban improvements. See table 4.

TanLE 4, —Summary of public-utility relocation cost and cost of highway projects
involving such relocation, on Federal-aid highways, by project location, July I, 1953,
to JJune 30, 1954

;l Ullity eost  per
Uttty rebocation Cost of highway projects | dollar of cost of
" ooat Involving  atillty  cede- highway projects
catiom Inwolving utllity
rebacalion

" Federnl Foderal " Federal

Takal share Total share Total | “ohare

Centy Cents
UL R —— - | N1 L T ] 0. 87 0. &0
5o . e N 477, 116 LSE, 370 | 86, T, 011 28,870, 1 B4 .53
T R e B 652,012 | 206,741 | 78,3630 | 30, 443, 256 | | .52

Soueree; Borean of Publle Roads,

Pursuant to the Federal-nid highway laws, Federal-aid highways
are %mtlp{x] into three broad classes: Primary, secondary, and urban,
Table 5 groups public utility relocation expenditures and the associated
highway costs on this basis. Over 60 percent of the utility relocation
cost involving Federal reimbursement on Federal-aid highways was
spent 1 connectlon with primary highway projects, 27 percent on
secondary highways, and the balance of 13 percent on urban highway
projects. See table 5,

TavLe 5.—Summary of public wﬂﬁgl relocation cost and cosl of &fghwayipmjec&s
[ 1

;:;H;;mng such relocation, by type of Federal-aid highways, July 1, 1958 to June 30,
Caoat of high Jeict IJH‘IiwIH.I' 1;'0“ 'I:'l‘:_

08 ghway projects I of oost o
TJuth:.rmr;';l""‘"“‘*“ involving ueility rolo- | highway projsets
e catlon involving utilicy

Type of Federal-aid highway relocatbon

; = | i

", Faderal e Federal | Federal

Total ket Tatal ‘ iy Taotal frrieie

Cands ,I Cente
bl 1] T N e U 0 302, 397 | $114,064 | $42,000, 800 | &30, 680, 207 0,491 0. 55
Banondary. .l i sdiad iaa 173, 844 56, 550 21, 927, 408 10, A5, d30 .0 .2
i) R R R e &5, 83l J45, 137 | 12,807,471 | 6, 797, 629 N -
o 652,012 | 205,740 | 78,531, 030 | 19, 443, 256 | .auI .82

1

Bouree: Burean aof Public Roads,

A grouping of public utility relocation costs involving Federal
reimbursement by type of utility reveals that the bulk of such costs
18 associnted with only three utility types. For example, electric
and power utilities accounted for over 47 percent of all utility reloca-
tion expenditures for which Federal reimbursement was requested,
telephone and telegraph for over 31 percent, and all other utility
types for the balanee of 22 percent.

Public utilities may be publicly owned, privately owned, or cooper-
atively owned. For the 5-year period for which data on Federal-aid

FUBLIC UTILITY RELOCATION 13

expenditures involving utility reimbursement were accumulated,
almost 75 percent of the utility relocation costs involved privately
owned utilities, approximately 17 percent publicly owned utilities,
and 8§ percent cooperatively owned enterprises. ) .
Appendiz date on costs.—More detailed analyses of public utility
relocation costs are contained in the appendices. For the data on
Federal-aid reimbursed public utility relocation costs, see appendix A,
For data on State expnngit.ures for publie utilit%mluc&.tiﬂn, as reported
by State highway departments, see appendix B. For data on public
utility relocation costs, as reported by the utilities, see appendix C.

Lecar Rrerationsairs ofF State Hicawaty DEPARTMENTS AND
Pusric UriniTies

The legal relationships which now exist between the several State
highway departments and public utilities of various kinds are de-
termined by State constitutional provisions, State statutes, and court
decisions construing such relationships, These legal aspects are im-
portant since they determine and explain State practices and Stato
reimbursement policy with respect to public utility relocation,

Constitutional provisions,—There is little in State constitutions
relating directly to the relocation of public utility facilities incident
to highway improvements. The only pertinent provisions pertain
to the occupation of roads and streets by public utilities; these were
found in 18 State econstitutions? These constitutional provisions
require in effect that permission of the appropriate local governing
body must be obtained before utilities may occupy the streets or
highways of cities, towns, and other local governmental units.

State statutes.—Statutory provisions permitting the use of public
hizhways and streets by public utilities are found in each of the 48
States, the District of Columbia, Hawaii, and Puarto Rico. Such
laws gpecifically applicable to the cceupation of State highways, as
distinguished from other types of public highways, may be found in
43 jurisdictions. The remaining jurisdictions have statutory pro-
visions applicable to all public roads, which presumably would include
State highways.?

Though such use is universally permitted by statute, restrictions
of various kinds are usually placed on the occupancy by utilities of
public highway rights-of-way. A franchise, permit, or other permis-
sion to oceupy the highway right-of-way by all utilities, obtained
from the State highway department or other appropriate body, is
required by statute in 15 jurisdictions.?

In 26 other States,” a franchise, permit or other permission must be

5 Atlabama, art. XIIT, rec. 200 Colorado, art, X'V, sec. 11; Tdaho, art. XT, see, 11: Hlinals, art. XT, sec. 4;
Kentucky, secs, 163 and 184; Michigan, art. 8, =0, 28: Minneaota, arct. 10, see. 4; Misspurd, art. 11, sea. 11;
Montana, art. 15, soc. 12; Now Tork, art. 3, sec. 17; North Dakota, see, 139; Okluhoma, art. 18, soes, 5 (2) and
7: Banth Oarolinn, art. B, see. 4; Bouth Daketn, art. 17, sec. 10; Taxas, arc, 10, a0, 7;“Utah, art. 12, sae. §;
Virginia, avt. VIIT, secs. 124 nnd 125 West Vieginia, art. X, ane, 5.

+ Alabama, Arkansas, Californis, Colorndo, Connectieut, Delnware, Florida, Georgin, [llinois, Indiana,
Town, Knnsas, Kenlueky, Lounisiana, Malne, Maryland, Masachusetts, Michigan, M innesota, M issiasi pl,
Missourl, Mebraska, Nevada, New Hampshive, New Jorsoy, Now for.:iw, New York, Morth Garo]];n&
Narth Dikota, Ohlo, Oklahoma, Gregon, Pennsvlvania, South Carclina, Soath Dakota, Tennessee, Texas,
Ttah, Virglnka, Washington, West Virgink, Wisconsin, and Wyoming,

+ Atigona, Tdaho, Mantand, Rhode Tsland, Vermant, Tristrict of Columbia, Wawall, and Pusrto Rlen,

* Californts, Delaware, inels, Indiana, Kentocky, Maryland, Massachusetts, New Humpsahire, Mew
Jersay, Morth Caroling, Pennsylvanis, Washinglon, Weal Virginia, W Bronsin, aned Hawaii.

! Alabama, Arkwnsns, Colorado, Florida, ﬂmr?u Town, Knnes, Loulsiann, Muing Mirlllm. M izsis-
gippd, Missonrd, Nevada, Now Moxioo, Now York, North Tkoin, Ohio, Oklahorma, Gropen, th Cara-
line, Bouth Dakota, Tennesaee, Texas, Utah, Virging, and 'Wyoming,
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s0 obtained by designated utilities (not all utilities) for occupaney of
the State highways. In five additional jurisdictions, statutes require
such franchise, permit or other permission to be obtained by designated
utilities (not all utilities), for the occupaney of all public highways, as
distinguished from State highways only *

Statutory restrictions placed on the occupancy of the public high-
way rights-of-way by utilitics sometimes require that such utilities
conform to regulations pl'omu‘l'%rﬂ.tud by the State hichway department
or other appropriate body. ith respect to State highways only, 17
States have laws containing such requirements for all utilities.” Sim-

&8 AZS
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ilar laws involving only specified (rather than all) utilities are to be
found in 19 other jurisdictions.® In five additional States," statutes
require specified utilities oceupying any publie street or hichway to
conform to regulations promulzated by the appropriate public agencies.

Another provigion, found in the laws of 24 jurisdictions,' permits
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specified public utilities to occupy State highway nﬁhts—nf—wuy on the
condition that their facilities do not interfers with the ordinary use of
the highway. Similar laws applicable to any public street or highway
(rather than State highways only) are found in 21 other jurisdictions.

Laws found in 20 jurisdictions specifically provide that designated
publie utilities occupying the public highway rights-of-way must be
moved and at the expense of the utilities themselves, when necessitated
by highway betterment.” The statutes of five other States ' require
aﬁ or specified utilities to move their facilities incident to a highway
improvement, but no reference is made in the statutes as to who is to
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pay the costs thereof. However, court decisions, attorney general
opinions or an obvious construction of the statutes themselves in
these five States indicate that the utility must pay if its [acilities are

- e v S
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Who pays
T

Utility 1.

- Uelliey. |-

Jocated within the highway right-of-way. See table 6. In four
jurisdictions,”” statutory distinctions are made between publicly
owned and privately owned utilities with respect to who shall bear
the cost of utility relocation; in these instances, the statute provides

that the highway department must pay all or a gart of the cost when
publicly owned utilities are to be relocated, under designated

circumstances.

¥ Artzona, Connectiout, Montana, DHstriet of Columbia, snd Puerta Rico. 5

¢ Callfornia, Delnwars, [linois, Indisns, Maryland, Masschusstis, M!numtuI Missisippl, New
Hampshire, Mew Jorsay, New Yark, North Carofing, North Dakata, Ohie, FPennaylvanls, Washington,
and Wost Virginia.

1t plabama, Arkansag, Florlda, Georgin, Iowa, I{m.ma_sl1 Kenturky, Loulslana, Malne, Nebrasks, Nevada,
Now Mexiso, Oregan, Bouth Caroling, Sauth Drketn, Tesas, Thtah, Wirginia, and Howaii.

1 Connecticut, Eﬂiluwrj-.'ﬁkmlwmn. Wiseonsin, and the Distriet of Columbia.

1 Arkansas, Oalifornin, Delaware, Georgis, Indiana, Iowa, Kentocky, Loulsiann, Muoine, Michigan,
Mississinnl, Nebrasks, New Hampshire, New Jersey, Ohlo, Oregon, Sputh Carolloa, Soath Dakota,
fPaxna, Uiah, Virginia, Washingtan, ‘-'-’mnmz. and Hawnii,

13 Calorads, Connectleut, Florlda, Idaho, [linols, Kansas, Maryland, Missouri, Montans, Nevada,
Mew Mexieo, North Coralina, North Dakots, Oklshoma, Pennsylvania, Rhode T.Iian.d. Teunessee, Ver-
mont, Wisconsin, the District of Oolumbia, and Poorto Rica,

W Callfrnls, Indisnn, lowa, Kansas, Kentucky, Louliang, Misisippl, Missourl, Mebragkn, New
Hampshire, Jew Mexics, Worth Coroling, Ohio, Oklahoma, Texas, Washington, Woest Vrlrzjnla. Wiscongin,
Diwrlet of Colunbs, snd Hawali,

1% Florida, ony Ponnayl zania, Soath Dokets, and Vieginls.

¥ Maw Yark, Wost Virginin, Wisconsin, and Hawndi,

utility constitutes

obstruction
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ph, or other |...
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, telegraph, electric railway, or

electrical companies

le, pobe line, pips, pipeling, conduit,

t rallroad tracks, or other structores or

wizion authorized
1, 07 8Ly structure or object.
Any person who has placed and maintained | Trtility. .

County, city, public corporation, or politheal (..o oonalicenaaanaas
ar maintain wnmmbﬁl

tions, (any tower, pole, pale line, pipe, pipe-
rallroad; sewers and oonnecting drainage
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lines; pipelines for transmitting oll, gas, or

BOF po
facilities,
granted by any county or dtﬁu
which Is or may become State highway.)
mains or other simi
Local (telephone) cooperalive corporation._ ...
T!.rmmiml.m
Glas ami
waler,
Teleph

-1l
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hone, lelegraph, eleetrie light, or other |

[l

, §BS, water, sewerage, ofl, or othar pipe- |

or electric current;

, tonduits, or cables for
telopbone or teleoraph mes-

llﬂ-]pﬂi

Ilnes, or other similar ohstructions.

messages, gases or electrie elrrent,

ather

T

o o--| Underground mutar{;ewm ar gaa
lit
---| Btreet rallway, interurban railway or Steam (... ...
..| Poles used for telephone,

<eene--| Telegraph, telephone, or a].euﬁiﬁ't}-a'h'satllﬁci-ﬁﬁ-i Utility_ ...

Etate

Californda. ..
Floride. ... -
Indlana......
Lowa.

Kansas. .
Kentucky?_ . __

Bee fostnotes al end of table, p, 17,



Ttility is required to remove or relocate or both,

I * Unless otherwise provided

I?!;r Btate highway commuission.

# Repson for changs not specifid.

| 8 Telegraph and telephons

right-of-way,

ownd by exis
§ Tinbess franchise of utility nth%rn:m

vides as to cost.

P Utihity pays 14 of oost in excess of §3,000; Territorinl government poys remalnder,

companies may not be requirsd to move facilities ontside of

TaBLE B.—Stafutory provisiens pertaining to relocation of public ulility installations on Siate highways, 1954—Continued &
]
| FRemoval or relocation r
| | néceasnry  because l Removal or relocation )
neceszary  because  of Reloeatlon in
utility comstitutes highway im LT Public or private :
. provemsent | Location: Urban = right-of-way or
State Type of uellity obstruction or maral ow ﬁm‘r&u of | qutside right-of-
way required
Who moves| Who pays | Who moves | Who pays
Missisaippd. . ... ..-| Telepbone, tebegraph or other poles, gas, water, | Utility__..| THILY. .- Tellity__ ... Uhlity_ - State highways | Private or other | Either?
sa]:wm oil, or other ]:-Epaltn.es. or other WIS,
o
Missouri. .. ._.....| Telephone, uﬂa'lmh and electric light and |___do_____ - R S do.__ RS . | B Any State high- | Any corporation,| In right-of-way. E
power transmission lines, poles, wires, and WAF. azmoeintion, of =
conduits and all nipe.]u:lea and tramways. peran. =
Canduits, peles, pole lines, wires, muins, pipes, |- oo ]ooiemiaaaan SR, S o _..do.......| Anypublleway.| Any person, firm| Elther.® =
mndm.m. aawm, drains, rAmMWaYs o7 of porporation (%]
Mebraska. _____....-- Takgﬂph,m!ephmwuhctdcaltmm ............. S| [Ty . I S R Sl:;ehnr Federal | Private. . .cuoc.. Dot 5
lines. ighway,
_| Telephone, m_mur:&. or other public utilitles | Utillty .| Teility....|-.-- dot.._|.. .. {1, E— T AT S R | J—— In right-of-way. =
inglding railn nud street railways. ﬂ
Pola lines, condults, wires, or eabbes ool fooiram e 2, T r| e do______.| Btate highway_ .| Any person, Do,
eoMmpany or L]
o0F
Water maius, sewer and soy otber | oo State or | State._.. Urban_ ... Public...... Do, =
munl.mpnﬂ:mvmadl‘unu ies. ml.:nim =
Telaphone, telegraph, or other Uty | Uity .ee]- e ee 5 Btate highways_ .| Privite....-- Ixo, §
walter, sewerige, oil, of other =
similar obstrustions. 3 =
Ohia.. . | TnaivEdual, firm, or eorporation dnelodes tale- | de bt deo... . Uity s 00 15— Road or high- | Individoal, firm Tha,
phone and telegraph and electric light eom. om State | or corporation. (=1
panies). highway s¥s- =)
rjegg_nhl;rr telephome Yines, steam, electrical | _.do._ B T Al N e | do.......| Either........-. Private._____... Outzide right-of-
or industrial rallways, oil, gas, water, or way.
utlm' plpes, maing r:mdll:lm1 ar any o 13
or strseture other vy wirtue of franchise
or permit granted and in force.
Talpagrl. h or telephiome lines, steam, eloctrical . de.. ... O T RESa MRS, | S . et 71 Tl S PR | NAERE S 0. - .o cee.. | In right-ol-way,
ustrial raibways, ol gas, water ar
nl.her pipes, mains, conduits, or any other
ohject or strocture, by virtue of franchise or
permit ga#_ted and in foree.
Btreet, in 'hlm.uruther ........... I R CR e AL YA T ) e [ e h s T Da.
Ollahoma. .. .—.-...| Telephone, Tk Qe W B oo “do T T 8eli | Any State high- |- __de.. 22115 Do,
power transm muﬂ lines, poles, wires, and | WaY.
mdulta. and all pipelines and tramways. | |
Oregost. ....o----..| Telaphona or telaa:rnph lines, and lines and | Ttiity....] U L i
rrli:‘ for conveying electrie pu;wu' or elec- o vty colimi. et Rural.. ..do.. T
LY.
Pennsylvanta... ....| All public utility companies.... S e S IGRTeere oty R - IR Gl dod.... Ly do Do,
Epath Dakots 1. Electric light and power; talephane. - - -o——-—|-—-—-— - EEEn e Sk PR iy daul o Avy publiehiph- | Either.......... Da.
XS e - o eonnnmmmnen| WAL .. | s * D
Elertric cooperatives and other “corpoTations |- Dn‘
pferl in generating, tranamitting, andor -
electric energy.
Virginia. . .. ........| HRalroad tracks, pipes, poles, wires, conduits, | 1
or olber Siroeiires of Iaemmocahd o
highway right-of-way used by water and
pewer authority, ﬁf
Tzhﬂul}mmgphm. beat, lighk, power, |0 .| THIF ..o nnanas Biate hl.g‘hwn.:r Privabe_.___.... Either.! g
Washington_..._....| Any property or secupancy on right-ofway___|___do_____ do.t do Tihlity * Bialn ];|
Water telephone, | do. " VT TR gero Mot - gt R B, AR Dol =
telegraph ond mmk%?lﬁ power lines -do. LR TR A eeee E s amnmii e Dot £
i and conduits, trams or rallways, mnd any =]
West Virginia. Aﬂt:fhlic scn!nelmpmm. :
“7"*| Telephone, telagraph, electricrallway, or ober | IR | TEIIEF. ..o | oo oos|oeeenoos.| Btate Tond..ooo| ii-l.'ﬂnnt.m e Etﬂéhm“?' g
alootrieal companiss; plﬂailtna eompanies far | | | TmTmmfrommesssess PR s e bher®
oil, water, or an er subsLanee, =
WiSCOn$in. «.eeeeen- ater, gas or heat mains ond sewars. . ..oooo—- In right-of-wud, 3
District of Columbis. w
=
Huwwall, . oo §
5
o e e T T T T T T ] R R ey P e i e R e e Dot E
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There are now 37 States which have specific legcla.l authority to
control highway access.” The statutes in three of these States con-
tain provisions dealing with the relocation of utility facilities in con-
nection with expressways.™ Statutory treatment in each of these
three cases varies. The State hiﬁilwa.y department, under specially
designated circumstances outlined in the statules, assumes part of
the cost of utility reloeation. See table 7.

_State toll-road legislation was also investigated. State or Federal-
aid highways are not involved, and only occasionally are State
highways participants in such toll enterprises. Toll-road legislation
in 24 States contains provisions relating to public utilities."" Gen-
erally, the same type of regulation of public-utilitics installations in
~ turnpike rights-of-way are provided for in these laws as in statutes

pertaining to toll-free highways. Thus 17 State statutes authorize
the turnpike authority to make reasonable rules and regulations gov-
erning the installation of utilities in the toll road.®
T kanme, California, Colorado, Connestiout, Delaware, Florlda, Georpla, Hlinals, Indlana, Kansas,
Kentneky, Louisiana, Maine, Marylund, Musswehisetts, Michipan, Minnesotn, M:ixsdu.sl%ﬁﬂ. .rh.'lrsm.lﬂ,
MNebraskn, New Hampshire, New Jo New York, Morth Dakota, Ohio, OElahoma, Oregon, Penn-

rrnnlia. Rhode Island, South Dakota, Tezas, Utal, Virgini, Washington, West Virginia, Wisconsin, and

Ea@:ﬂﬁﬁrniu. Canmectiont, nnd MNew Jarsey, 1

12 Floridue, Gaorgia, Tllineds, Indiana, Konsss, Kentucky, Loulsians, Malne, Maryland, Massachnseits,
Michigan, Mabr New Hampahire, Wew Jorsay, New York, Morth Carolina, Olio, Oklahoma, Penn-
sylvania, ithode Island, Texas, Virginin, West Virginin, nnd Wisconsin,

™ Florida, ﬁmt%ﬂ-. Mlinais, Indinoa, Kansas, Kentucky, Londsiana, Massachusetts, Michignn, Mebmska,
MNew Humpshire, New Jersey, North Caroling, (hic, Ehode Esland, Texas, and Vieginia,

TapLe T.—Stalulory provisions relating lo relocation of public wlililies in expressiays
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20 PUBLIC UTILITY RELOCATION

But there are two departures. One is that the turnpike authority is
often authorized to charge for the use of the turnpike right-of-way
by public utilities. Eighteen State toll-road laws authorize the turn-
pike authorities to fix the terms and conditions, rates and char
under which public utilities may be permitted to occupy the turnpike
right-of-way.® The other concerns the matter of who pays for the

ocation of utilities. The laws of 19 States make some provision for
the relocation of utilities.® Most of these laws seem to direct the
toll-road authority to pay the cost of relocation of utility facilities;
but it is not too clear from some of the laws whether this applies to
utilities located on their own private right-of-way, which must relocate
to accommodate a wlI—ran improvement, or to utility facilities
located on the toll-road right-of-way,

Federal legislation.—Under the Federal-aid laws and regulations
issued thereunder, the Bureau of Public Roads, in the administration
of the regular Federal-aid highway program, malkes reimbursement to
the States for utility relocation costs to the extent that the States
involved are required under their own laws and procedures to pay
for such ecosts. In addition, the Federal-aid highway laws contain
certain provisions under which Federal funds may participate up to
100 percent in the costs of projects for the elimination of hazards of
railway-highway crossings; a 10 pereent contribution by the railroads
18 required for certain classes of these projects. Aside from the above,
no Federal legislation of general application could be found relating
to Federal reimbursement of publie-utility reloeation costs arising out
of highway improvement, :

Judicial decisions.®—An analysis of the legal aspects of publie-
utility relocation arising out of highway improvement obviously would
be incomplete without reference to the pertinent court decisions and
opinions of the attorneys general of the several States. Such an

-analysis has been made of 250 of the most important judicial decisions.
The following are some of the general principles which have been
enunciated by the courts in such cases.

The State legislature exercises sovereign and plenary control over
all public highways within its jurisdiction. This is true whether the
State has obtained a fee simple title in the lands which it acquires for
highway purposes or merely an easement for highway purposes. The
State legislature may, and often does, delegate mntrn]f over some of
these highways to a State highway department, and over others to
loeal governmental units.

Public highways are designed primarily for the use of the tm';rulinE
public. However, such hjgﬁwnya may be used for any purpose whic!
serves the public's interest in transportation, communication, sewage,
health, or related matters. Thus, it is a generally accepted principle
of common law, sometimes codified in Emta statutes, that public
utilities designed to serve these public purposes may also make use of
the highways for the location of their g(‘-ilities and equipment.,

However, any use by utilities of highway right-of-way i1s subordinate
to the use of the highway by the traveling public. Accordingly, the
placement, construction, and maintenance of utility facilities within

# Flarlda, Gmri_in, Mlinois, Indiana, Kentucky, Muérglnml Massachusetts, Michignn, Nebraskn, New

‘I'l]anlu::im. Now Jarsey, Mow York, Marth Caroling, la, Oklahoma, Pennsylvanls, Virginta, snd West
rEin
= Florldn, Georgia, Tlinois, Indinne, Kansas, Kentucky, Loulsinng, Massachasetis, Michipan, Nebraskn,
Naw Jersey, New York, North Carolina, Ohio, Oklahoms, Rhode Island, Texas, Virginia, snd Wisconsin,
= For oltations to the sourt deckslons enunclnting these general principles, soo appendix D,
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e highway right-of-way are subject to reasonable control by the
E];pmgﬁateygovgmnmenm body, and the utility’s use of the ]ZIIIE{IW&}"
must not inconvenience, incommode, or hamper the public in its ordi-
nary use of the higtlllwu;l,m;' These limitations and conditions on the
utility's uze of the highways are either Eq?clﬁcﬂlly indicated in State
constitutions or statutes or they are implied under general common-
law principles. .

Inherent in every government is the power to make reagonable rules
and regulations for the health, safety, general welfare, and conven-
ience o%uita people. This is identified as the police power, and is so
vital & power that it cannot be contracted away or limited in any
manner whatsoever, and is an implicit term of every grant by any

overnmental unit. ) S 1
¢ Utilities which locate their facilities within the public highway
rights-of-way accordingly do so subject to reasonable police-power
regulations. The improvement of existing highways, whether it con-
sists of grading, widening, relocating, eliminating grade crossings, limit-
ing access, or of any other necessary engineering treatment, 18 con-
siEered to be within the powers of the :}ppmprmn: highway au:;hﬂnt;ea
and a proper subject for the invocation of the government's police
r‘. -
pu%ie government’s power to require uncom ensated obedience to
its reasonable police regulations must be qualified by the principle
that private property cannot be taken without just pumper;e.a_tmnc[
even for public purposes, nor can property rights be limited or injure
for the benefit of other private individuals or corporations, including
municipal corporations acting in their proprietary capacities, without
such compensation, Ordinarily, the reqlmrement that a utility move
or relocate its facilities is not compensable because such a move is not
considered to constitute a taking. o d

The courts have uniformly held that utilities can be required by
the State acting through its legislature, its highway department, or
local governmental units, to move their facilities in order to facilitate
hichway improvements; such requirements are c(::nmd:cfgd reasonable
police regulations. Since a police power regulation is involved, the
eourts have said the utility is not entitled to any compensation or
reimbursement for the cost of the required move, in the ahsence of
a clear, express statutory mandate shifting the burden of the relocation
cost from the utility to the State. Any damage the utility suffers is
merely consequential and incidental to the reasonable regulation of its
property in Lt}im public interest. L _ _

his 1s true whether the utility facilities are located under, over, in,
or upon the highway, regardless of the type of the improvement n::f
the Eighwny, and regardless of the nature or source of the utility’s
permission to locate its facilities within the public right-of-way.

The only exceptions to these clg;encrn.l principles have occurred when
there has been unreasonable diserimination against one utility, or
when a utility’s relocation has been flg&lg}ed for the benefit of another
utility or for the benefit of a municipality acting in its proprietary

acity. :
m%‘.i’hega public utilities are located entirely on their own private
rights-of-way, and where a proposed highway improvement will
engulf the utility facilities requiring their relocation or removal, the
courts have been diligent in protecting the rights of the utilities.
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Such utilities have been treated in the same manner as have private
landowners, and the courts have held that their property must be
acquired by purchase or condemnation,

I'he Federal Government participates in some highway projects by
cooperating with other Federal departments in constructing highways
to and in national parks, national forests, national monument areas,
military and nnvaf) reservations, Indian lands, and other Federal
lands. * In aid of these programs, the Federal Government exercises
a power akin to that of tﬁe police power of the States, and can compel
utilities to relocate their facilities located within the rights-of-way of
such highways when highway improvements require it.

Law and practice by States—An analysis of the law and practice
concerning public utility relocation in highway right-of-way and cost
responsibility, by States, is contained in appendix E. Only the
predominant features of the law and practice have been included.

SoME State Pracricrs Concerning Urinity RELOCATION I8 (ASES
Waerr RemMpursement Iz InvoLven

In those eases where utilities are reimbursed for the relocation of
their facilities because of highway improvements, several additional
points should be mentioned.  An important one concerns betterments
made to utilities at the time of the utility relocation, and methads for
determining reimbursable costs where such betterments are involved.
Another one involves successive readjustments of public utility facili-
ties as a result of successive highway improvements involving the same
sections of hichway within short periods of time.

Data shedding light on these special matters have been assembled
from the respective State highway departments and are summarized
in the following paragraphs.

Betterment of utility facilities—When public utilities are relocated
as a result of highway improvement, it frequently becomes desirable,
from the standpoint of the public utility, to replace the existing utility
facilities with equipment that is superior in quality or eapacity. For
example, suppose a 10-inch water main is replaced by a 12-inch main,
incident to readjustment resulting from a highway improvement.
How is this public utility betterment handled when it comes to reim-
bursement by the State for the utility relocation? In such cases, a
complex reimbursement problem dﬂ‘r‘ﬂ?ﬂpﬂ.

Where reimbursement for utility relocation costs is made, it is the
practice in most States not to reimburse the utilities for such better-
ments. The precise methods for determining reimbursable costs where
such betterments are involved, however, vary from State to State.
For a summary of these methods, by States, see appendix F.

Successive utility relocations occasioned by successive highway im-
provements,—This survey indicates that successive readjustments of
public utility facilities as a result of suceesssive highway improve-
ments involving the same sections of highway within short periods
of time rarely ocenr.

Of the 51 juridictions queried on this subject, 36 did not cite any
instances within the last decade where a second relocation of utility
facilities became necessary as a result of a second highway improve-
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ment on a given location within that period.® In three of these,
records which would disclose decond moves were not readily avail-
able.® Of the 15 remaining Luristiictiuns, 7 reported 8 cases of
second relocations of this kind; * in 5 of the 8 instances reported, the
State highway department accepted the cost responsibility for the
second required utility readjustment.

In the remaining eight jurisdictions,” State policy was cited with
no specific instances reported.  California accepts full cost responsi-
bility for a second or any subsequent relocation within the highway
right-of-way, In Colorado, most utilities acquire their own rights-of-
way, after one relocation from a public right-of-way and 3emm§moves
would, therefore, be at the State's expense. In Arizona, the utilities
pay for second moves. If a second relocation should oceur in Georgia
or Mississippi, the utilities would be required to pay. In Connecticut,
second moves are treated in the same manner as first moves. In
New Jersey, each case is reviewed on the merits and an equitable
division of coste is made. Both the highway department and utilit
companies in Pennsylvania endeavor to anticipate and forestall
second moves,

State utility relocation practices when Federal aid is involved.—The
majority of States reported that no distinetions exist in the treatment
of public utility relocations on Federal-aid highway projects and
those involving State funds exclusively. Several jurisdictions re-
gar[c:l that Federal-aid projects are treated substantially the same as

tate highway projects except that, where Federal-aid is involved,
aceounting methods must conform to the requirements of the Federal-
aid highway laws and administrative regulations issued pursuant
thereto. Such requirements are not in any way related to the [act
that o utility relocation is involved.

M Delaware, Florida, Idaho, Illineis, Indiana, Iowa, Kansns, Kentacky, Lowisiomen, Maoine, Maryland,
Mapzsachnsetts, Michipan, Minnesota, Misourl, Moentana, t&uhrm Nevada, New Hampshire, New
Mexica, New York, Morth Carslina, Morth Dakatn, On . Rhode Islend, Sauth Carcling, Santh Dakota,
Tennese, Toxas, Utah, Vermant, Vicginin, Wisconain, Wyoming, District of Calumbia. snd Puarts iss.

# Maine, Masanchusetls, and Toxas,

# Alabama, Arkansss, Hawaii, Ohlo, Oklahama, 'l.'.-':;;shiﬂﬁmn. and Wasl Virginia,
# Arbeana, California, Colorade, Conneetiont, Georgla, Missiesippi, Mow JTorzay, and Pennsylvanis,
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Tavre 0.—Cost of Federal-wid highway projects involving federally reimbursed

| ublic ulility relocalion and cost of wiilily relocation, by type of Federal-aid
APPENDIXES highway fund and tocation of facilities, July 1, 1949, lo June 30, 1954
Cast of highway projects Invelving public ntility reloeation
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e . 5 Total cost Fede
; i e . 4 A ral share ‘Tutal eost F
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States, July I, 1049, to June 30, 1954 ! Cost |pitoe| Cost ' |oMUE| cost DSl gy | Disid
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15 o0 s | ah a0 s a | a2 | gman [ dL1| s P saam [P
— mati| A L] 21 W ) Al
---------- ; ' L1827 | 518 BT,018 | 844 4G 2 7
T e = IR | A ) gl | amd| lElor| ze Tooma | ws| onam| s
e 1 W i : e | e [ oes s
infesta_ 70, ;i atal..........| Zoar88s | 1
M|“|!!|II"N 70302 Ron | 35048, TE 53 2,047, 0. 640, B85 | 1000 00,473 | 100.0 130, 177 0. 0
issaur... 127,768, 412 | 65, 181, 514 51 [
Mantana. 5,845,452 | 33,263, T4 , 608 { Source: Buresy of Public Ronds,
Mebriska. &0, 200, 204 20, 101, ¥28 505 |
Mavada. .. 25, 140, B41 a0, 501, 712 L ADT |
New Hampshira 189, 015, 533 0, 1188, D50 1
New Jersey..... &0, 58, T3 42,781 202 |..niennnnee e ke | e g A
Mew Moxioo___ 54, 167,106 | 34 402 006 | 17,358, 160 | 11, 012, 448 | 167, 817 B0, 111
Mew York_ ... TR AN, 4FF | 180, 04T, 175 567, L) 287 349 B, 1100 4,
Morth Crroling, .. o7, A, 218 40, 718, 803 | 8, 478,248 | 4,330,816 78, 500 a6, 142
North Dakota__.. | B, 400 013 B2, 234 574 | 3, 008,005 | 1, 567,
(o T 2| oo e mnn | 08, 089, 670 &
Ckluhomn, . o0, 800, 24 [ 46, 253, 261
Crregon . . 66, 222, 271 a7, 460, 273
Pennsylvani 204, TO8, 535 | 106, M6, 413
Rhaohe Island o8, 402, B 14, M40, 130
Bouth Carolin 48, 324, 226 24, B2, THT
6, 541, G16 23, 084, 0G0
Tennesse. . ... g2, 05, e | 43, 356, 071
Texas. .. DR, THT, B | 134, 202, 604
Ttah_ . 3L, 2A0, A0S | 23,313,138
Vermont, _ 17, 78, 766 B, A75, 773 |
Virginia. .o cueeeicnn G2, 400, 580 45, 188, 730 |
Waah 11| D T2, 806, ¥25 a6, 073, 282 |
Wost Virgnla. ... 30, 136, 375 16, 848, B30 |
Wisoonsin____ 124, 407,065 | 80, 0oz, man |
Wyoming . ... 3, 545 610 | 25,616, 072 |
Di:;t.rlnl. of Columbin 14, 200, 577 &, A, B |
Hawall __._______ 26, 27, 142 11, 34, 203 |
Rico. ... 29 BB, 176 | 10,088,180 |ooooieurnn]armmmmmanaas !
Patal. e oeceeeaaa (), X2, 66T, 810 i‘E. 105, 892, 054 (231, 612,025 (120, 072, (41 |2, 047, 305 50, B85 |
|

1Tha data include primary, seeondary, and grban funds, {
Baures: Buresu of Publie Roads. i
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TaprLe 10.—An analysis of public expenditures for federally reimbursed public ulilily relocation on Federal-aid highways, July 1, 1853, {o g

4a—RRITE

June 30, 1854
‘Type of publis utility
Type of Federalaid highway Water and sewer ! Gas ! Other pipeline 2 Telephone and telegraph
Public I Private | Taotal Public Private ‘Taotal Fublic Taotal Fuhblie Frivate | Oa-ap } Total
: |
Timary:
Umﬁm location cost F )
¥ T . =
Tital ooat reported...... £3,072 | 81,010 LM R —— ENNECTTRY | (S SPSSUCRY, SN | PE R 8148
Federnl shave. ... 404 T PSRt Fiear s s e i PO ) S 4,824 E
Caost ut a.ﬂm:hd highway o]
project
T S 318, 600 | 356, 212 o1} ) NSRRI SRS S ——— S — IS
Federal share. . 153,829 | 175, 502 AW B | 4B4, 815 s
ural: -
Utllltyrelomtiﬂnmat E:
To‘m] reported. ... 31, TES 180 7L 99T | 12 457
BhATE. ..o 421 '.!rg'.m 16 970 ?,m =
Cust. of nﬂmt,ad highw iy =
% ........................... R 06, &7 2,652 306 | 3, (48, 060 7 =
e TR WSS, PRI ISP 290,471 | 143841 | 1689512 208 55 E
Totals:
o =
e d |  a0m]| 0w sist| L] mwme| wmoamlo ... i I Q
Federal share_ . ....... e 404 44 421 15, 638 Lo i PR REECEEERney 11, 317 =
Cost of uﬁeeted ‘highway E
............... 318,801 | 356,212 674, 813 | 396,674 | 2,052 304 | 3 (48,080 ..., 1, 386, 495
%ﬂhﬁiw ........... 382 | 175, 502 00,471 | 1,438,841 | 1,089,312 761, 764
- Lgl?‘ m'loméa fon gost: ¥
“"ﬁmfmp.?fm_.__...__. ...................... TS PP o] 0 e e o]
Federal SIAre_ ___..ooeeeomeefoomeoomeeo o e A fi )
Cost of affected highwoy proj- | :
erts
______________________________ EeTeRReTy SRSITRN, LRSS [ 5o ) R m
?ﬁ.{ﬁh‘m ............... e i 0 B et e b s
mbﬂ‘u'ff locatlon eost; 5
! Tghlmmqt .......... 23, T4 4,444 8,018 | 3,004 3, b 5, 160 5,180 |.. --.|
Fedsaral share. ..o ... 10, B57 187 11, a4 T, 3% w598 1. e
E:tu?[aﬂm'm highway proj-
Total cost. o oooooeoea| B 403,438 |.iieo....| 3,408 4285 0,084,854 [ 1,034,804 | 2440100 | 440,00 | —— - H ) B8, (06
Federal SRR G T s B10, 25 Sl0,028 | 1,188,751 | 1,088,751 |_._________| 1,563,000 |________ f:sﬁa.ﬁm
Crand totals:
l;“'H#"'Ft.al Fmpam?rjd_ 26, 546 &, hag &3, 382 1, TER o, 13 92, M6 B, 150 4, 180 20, 503 131, 3 m 202, 997
otal eost re , , ) 5
Federnl share. .. -oooooo 10, 857 01 11, 448 421 3, 206 |, 77 2,825 2,328 11,317 B0, B8a (.. 72,208
Bual nd! affected highway PWi
Tnulmu —— X 212 | 4,078, 41 | 306,674 | 5 484,382 | 5881006 | 2,441,100 | 2 441,100 | 1,386,408 | 18,730,453 |.__....| 90,125 48
Federal share ... 1,74, 076 mm 1,930, 478 | 250,471 | 2, O, (50 tﬁtlﬂ 1,150, 78 | 1,150, 751 61, T84 | 9,800,216 |.eencuas m.u??:m

q

See footnotes at end of table, p. 29,

%
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TasLe 10.—An analysis of public expenditures for federally reimbursed public uiility relocation on Federal-aid highways, July 1, 1953, to b2
June 80, 185 4—Continued o e oo

Type of publis utility
Type of Federal-ald highway Eleetric and power Other ¥ Totals
Public Private Ca-op Taotal Fublio ‘Total Fublic Private Co-op Tatal
Frimary:
Urban:
Utilty relocation cost: g
Total cost e L S B B0, T8 iz (X B . R -] 12,344 §75, 140 $E72 380, 085
Federal share. ..ccoveremsmsesmsrsromeees L1 306 E BT o ices X e 19, 304 506 m =
Coat of affected highway projects: E
Tkl ok oo L e £50, 388 g 538 | s (| —--| L200,879 8 804, 745 808,533 | 7,188,587 3
e Foderal s, .eeesooommcomcemmmmm e e e 410, 477 194, 801 605, 278 | eereeee e i O —— Gal, 44 | 2 933,085 164, BO1 &, 766, 300
ral:
Ttility relocation coat: 5
Tartal et reported .. 81, 504 87, 250 19, 402 b1 S — o= 46, 120 257, 681 18, 462 303,22 =
edderal zh : 13124 14, 5%0 B236 | 40,950 |. 20, s 5, 6 &, 236 T
o
4, 360,034 | 14, 508, 891 | 4, 998, 602 | 24,176 621 |. 5,260, 520 | 24,548,722 | 4 098 602 | 34 817, M1 ]
a2 712 | 7,381, HI 2 658,138 | 12,352 38 |. 2,780,122 | 12 534, 547 | 2 658,128 17,922, 797 -
== ]
Tuotal cost reported. - ______ 32,710 108, 045 20, 34 . 1 e (RS, B8, I73 313, 630 20, 554 302, 337 =
Federnl 5 . = 13, 124 0, B6L B M2 a3, 527 | Sl T 4, B6T B0, 650 5, 542 114, 054 8
Caost of affected highway projects:
Total 008E. ..o oo e cme e e e | 60,008 | 15,008, 270 | 5 302, 535 | 25,450, 842 |........ T SR 6, 470, 208 | 30, 143, 467 | 5 302, 525 | 42, 006, BOO b=
b T = R T T TN T R I 3,305 766 | 15407602 | ZBAC 20 | 2068297 23
eeondory, rural; =
Ueility relocation cost: -
Total cost reported =7 8, B51 T3, 462 Hi, 542 123, 845 3, B51 123, 180 48, B13 173, Bl
Feclernl shara....... = 1, 064 17,732 18, 470 37, 166 |. 1, D4 37,116 18, 370 56, 550
Gm%ﬁimﬁd e B07,042 | B 802, 903 | 8§ GGA 424 | 15 G345 440 807,042 | 16, 184, 012 | 5 935, o, iy,
.......... . r : 434 L HIT, 358
. uF{adarg.lshua.-,___.____..____..____..___..___ 678,092 | 4,315,008 | 3,050,273 | v, 136,083 | ........- e 78,62 | T 3,030,273 | 10, 958, 330
U&Jj“bl;]dbmgiw % 4, T48 1B, 534 3, 280 10, 324 $10, 3 24 807
oial o5t reported . ...cccaci i cicccisncanaa o S T 44, 41, RV B5. E31
ol i, 2,419 LN B 02 431 e T G
anr‘:lmm highway projects: el S 2 B - 6, E 13, 35,137
Ll L S —— 2 —mmmmn 172 546,172 | 7,280,449 | 5 BIT.022 | .. ........ 12, 807, 471
BT e T 530, 802 | L0467, 604 l............] 1,596 406 344, 378 344,878 | B,666,0m8 | 3,040,860 \____________| @ 7O7,029
Grand totals:
Teility relieation eoat:
‘Total cost reported. ..o coee et 41, 307 20M), 01 6, 578 o, 24 1, 424 Wy, a4 100, 248 ATH, BIT BT, 147 652, 012
48, a7 o8, 912 B, B i, 431 G, 431 47, 0l 130, A70 4,912 305, Tl
25, 306, 404 | 11, 327, 140 | 43, 758, 081 548, 172 546, 172 | 14, 558, 280 | 50, 945, 401 | 11, 327949 | 74, 831, &
13177, 720 | 5 B2 202 | 22 192, 128 344,378 344,378 | 7,408, 538 | 26, 147,518 | 5 802 202 | 30,443, 256
1 Mo cooperatively owned public utilitles are here involved, Souroe: Buresu of Public Roads.

# Mo privately or cooperatively owned public utilicies are here involved.

NOILLYOOTEY ALLITLLO OITH0d
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a0 PUBLIC UTILITY RELOCATION

TanLy 11.— Cost of Federal-aid highway projects invalring federally reimbursed public

utilily relocotion and cost of wtilily relocation,

July 1, 1949, to June 80, 19541

by wiility lype and ownership,

Cost of highway projects
invalving publie wtility teloestion | Fablle utility relocation eost
1
Utility type and swnarship Tatal Federal share ‘T'atal Faderal sharg
| THiz- Dris- THz- Tis-
Cost  ftribu-|  Cost  |tribos| Cost  [tribo-|  Cost  (tribu-
Lipm Eipn tion tion
Fer- Fer- Fer- Per-
Water nnd sower: cent cani cend eenl
Bahln: s o e - [BL5, TOO, 624 BO.S| 37,810, 297 @06 218, 07R| o6 75, 04T| 06 2
Private.___ 1,640,086 0, BB, ; w4l 1maes| &4 zema| as
B L e e P P R e Eer Y BYCE CRTEIE PR
100.0! 231,366 10.00  78,920| 100.0
2,502 6B 4,708 45
04,1800 08.0| ©e.413) 055
. T R ) e
T, oo oo | 16,100,663 100.0| 8,336,550 100.0) 327,100 1o 104, 140] 1000
Wet pas, ofl pipolines: I ;
G D e N 8166, 506 66.3) 15434008 848 sonn| 9o4l  2ar ene
Frivate AL 601 4000 1,115408) 30| =0mml TR TR Fa0
Cooperntiv EE AT I T T = Y
Tobalooooooeenennoo | 5878,088| 100.0| 2,816,671 100.0|  25,810) 100.0] 10,470 100.0
[
2307 4.8 1.6 se
B0 a8 058 18 470|035
Zam .4 PR e
A6, 07| 000|209, 30| 1000
of 4020 8.1 o543 1o
000, 175| T80 160, 3%8| M4
P I T I e
523, 000 100.0 241, 748, 100,0
23,308
17
2, 415) w00l 12,87 1000
Summary, utility tvpe:
Water and sewer. 7,840,707 7.8 mess el ro| zaoaee 1.3 T 1.1
[t F:r L6, M BEE R0l B A SeA GoB| B3R 11| M 1M 140) 160
Wk gnz, ol pipelines. S| AT R 5 REGOT 24 man| L8 Lh4T 14
Tabephone and teleprs - 12, bW, 6o, 0| B4, 378 500 086 MG, O73) 3001 Nz 312
Electric and pawer. ... |16 630, A07| 556| 65,340 66| 544 BZhoed| 40,2 241 74s| 70
Miscelbaneoaes ulilities. .. |,I:I38,ﬁ'|'i: A 676, 505 A 24, 415 1.1 12, 871 i
| e e - | 281, S12, 026 100, 0130, 072, 441 | 1000 2,047, 305 100.0) 650, 8RS 100. 0
; s ol Sl
Bummary, ownership type: |
M e o, 242 725 150 16, 173,014) 153 360,968 175 1mave 2006
Frivata.____ . . ---- (163,877, 271 0.4 85, 730,427| Ti.4| 1, 526,338 T4R| 400.m05| 07
Cooperative. . . -oo| S1BOZ 00O 138 16, I6E 6000 135 161,768 L@ a6, 5| AT
T O 51, 512, 025 100.0/124, u?z,ml| 100, 1) 2.D-!F,3ﬂﬁ| |m.ﬂ| G50, B85{ 1000
| )

! The data Include
4 Police, five alarm boxes, and lighting.

Bonree: Burean of Public Hoads,

rimary, seeondary, and arban projects.

PUEBLIC UTILITY RELOCATION
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Tapre 12—S8ummary of cost of fedevally veimbursed public wtilily relocation
incident lo Federal-atd highway prajects, by typa of wiility, Fuly 1, 1853, to June 80,

19454
§ Clost of Federal-ald highway
Cost of ntility relocation prajects mvolving 08ty
relocation
Type of utility
‘Total -| Foderal aharve Tytal Fedderal shore
W AR ERE e e S I COP R ot £33, 382 £11, 448 ™, 078, M1 1, 120, 478
e == =a saai N
ther RN iy )
"?“ale‘phu:-nn and telegraph. 202, va7 72, 303 o, 125, 48 L, 581, 970
Rleetrie and power....... 308, 214 85,616 | 43, T (81 2,102, 138
IMiscellaweoaa. . ... il 10, 324 i, 431 6,172 344, 9TR
MR RN 5k T T ez 205,741 | 76,831,639 | 89, 443, 256

Bouree: Burean of Fublic Roads,

TavLE 13, —Summary of cost of federally retmbursed public wility relocation fncident
o Federal-aid kighway projects, by utilily ownerskip type, July 1, 18483, o June 30,

1854
Caost of Feﬂﬁal—nﬁd oi: -
TR ot way Wil
tliky relpcation o it mﬁuntlun
Tttty owneeship type Total Paderal share
o Federnl
Tatal Eiad
Distrl- Tristri- 2
Don Bistion Cost | bntion
Pareent
2 7.8 | B34, 272 D006 | 440,742 735 | 418177814
: = é&. i 5& (Hl5 T | 184, a7, =0 B4, T30, G2y
Cuaperatively owned . __________ 1iil, 768 T8 i, S0E &7 a1, B 009 11, 163, 500
hlo | TR R PR AT B T 100.0 | G0, BES 100,01 | 231, 512, 025 120, 072, (41

Zguree: Burenu of Public Reads.
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PUBLIC UTILITY RELOCATION

ArpENDIX B—Data on Stare Exrenprrvres ror Poenie Urinity

Tasuk 14—Relation of State expendifures for
highweay improvements involving such wutility re
improvements, by Slales, 1853

RerocaTion

o whili
fof i

relocation to cost of
to cost of all Mghway

| Expenditure for
Cast of high- ull][&z relocation | Expenditure
Btato expend-| way improve- per dollar of eost | far atility re-
Itures for | ments involv. of highs im- | location per
public util- | ing reimbuarse- provernants in- | dollar of cost
Ity relocation| ments for util- valving reim- | of all highwa
ity reloentin buragmenta for | lmprovemen|
utility relocatlon
Thourands of
Iwallnrs Dwallnrs Cents
Alabama, B0, 570 a9, 288, & BER. 0,87 0.3
A5, 4,141, 9 : L8h 18
1188, G 13, 547. B I, 4 & LGl
4, TR, 135 1.1;,331. & 140, 378, 5 370 317
...... fif, 4 L TAL. B 10,114 4 .18 Lan
47, 205 4,078 17, 360, 5 112 )
41, %0 4, 847. & 0 8L8E .85 AR
Q (L] LB R A, ST e R
...... 4, 62 B LT o0, B 6 B4 1
...... 18, 320 1, 488, 2 11,3214 L3 16
...... 408, 415 o081, 3 A3, 50,2 1. 60 .
L] [} - H R e R [T & 2l
20, &6l 11, 585 & 4, 258, 6 =i .13
420, 85 11, 530, 1 o1, 8104 102 L.
184, 820 &, 1648, & 41, 67 3 3. 58 | 43
1, B2 i, 470 B 27, 1856 1. b .87
a 0 LR T SRR, SR e
228, 495 I8, 478, & az T 9 LM s Tk
1, 347, 0 a0, 553, 0 4. 5 4. (1 481
______ 1, 517, 202 14, 460, 5 i, 377, 7 10, 40 .20
&30, B12 15, 198.7 0, 805, T 218 LA
&0, 809 0, 026, 5 22,004, 0 _fd .5
0, 142 3, 60, 4 31,511, 3 .74 08
&T,097 &, 291.2 I, 4771 oA L3
&3, (168 0,085, 6 21,756, 8 5 LM
..... &, 837 [Er &, i), 4 63 a7
21, 041 1,828 5 0, Bl & 1.14 - 3l
758, (08 a3, veh. 0 &7, 265, 4 519 204
120, (84 5, B4 6 16, 187, 4 | 2 .80
1, 835, 663 TR, ZTR.0 T, 646, 2 235 258
251, TaR 18, 528.7 &5, 710, 8 1. 36 T
_____ &2, T 70 2 21,284 3 -T2 L 25
i | 127, e 18, 2. 5 a6, 614, . 14
Oklahorma. BT, 250 17, 70 8 a7, 184, 4 145 Wil
|14 PR - K5, 140 14, L 8 .64, 4 A5 .20
Pemnsylvanin. . BiM, i 83,0151 111, 485. 0 R .12
Rhode Tsland . _ 2, 163 0, 812.0 13, 184. 8 3. 40 2,461
Bputh Carolina. B4, 162 11, 762. 3 17,464 5 A =48
Bouth Dakotn B, 250 1,000 8 T, 3871 T AT
Tennesses. o 0 b LS T ]
Texas i o (1) BT ) RN S R SR IR L
Ttah.. 11, 041 3, A0, 4 I, R 5 -4z L1
Vermont 1,877 o a 3, (8. 2 .02 i
Virginia &, 200 o, &27.0 20, 765, 0 1.3 124
"-'!:aahlna:tou ..... T, BED 17, 488. 3 41, THL & 4.41 1.84
West Virginia_____ 14, 037 1160 17, 213. 3 M .83
W lmponsin, 11, 873 4 230.0 46, 6. 1 B A
Wyaming. .. ... oz 3, 7R 1,518.48 | 6,463 7 1.758 .46
Triteiet of Calumbin, . . 20, A0E 1,807, 6 | 2, 492 1.72 1, 2
WA o i 137, 856 2 50l 0 | I, GRE. T A1 10
Foerto Bioo. ... &7, B03 3, 520, 4 | 6,072 4 L7 .
Total .| 15 698 750 712, 5E0.0 | 1, 668, 1340 2.3 LB

! Mot avallable,

! Rights-al-way nre furnizhed to Stabe by counties and cities without cost to State,
Bpuree: Btate highway dopartments,

TsBLE 15.—Summary of hi

PUBLIC UTILITY RELOCATION

highway fmprovemenis o

33

0 enditures for utility relocation incident lo
reifho? of such erpenditures {o highway costs, by

years, 1040-63
Ameunt of .*.mu;um‘
utilit; spen
Cost of Mmbuym Amountof | highway Am"{%tr
highway ment per utilty I prove- 1 haigh-
Btate Improves dallar of reimburse- | ments (n- way im-
expandl ments in- cnosl of ment per volving ro- prove-
Year tures for volving re- highway dollar of im ments per
utilit; Imbarrse- imprave- cost. of all utllity dollar of
relocatfu-n ments for monts in- highway relocation ntility
utility volving re- improve- por dallar | oy pnpes.
b mants of utility Rt
ulility reimbarrae,
rebocation mmt
Thousands
Dollars of dollers Centn Cents Taollars .DnI?HH
1040 &, 008, 111 , Wl 1. 56 0. 52 i4. 65 g
1060 _.| 7, 4D, 060 m.u&.g ig ?; EH# };ﬁ i
1061 .. - 11, 41, 4 f * i
1060 ...... 11,0120, 160 572, B7R. B 1,03 g ﬁﬁ ﬁﬁ
1863 .| 15 080, 750 714,333 9 4 %
Total. .| 52,112, 704 | 2, 084,60 0 ] 40,79 137. 48

1 Obtained from Burean of Public Roads Mighway Stafistics for the respective years. All other daia

wera obtained from the corrent survey.
Boures: State highway departmeants,



TasrLe 16.—Total Siade kighway expendilures for public ulility relocafion and total cost of highway fmprovements involving such wiilily relocation,
by project location and fype of highway

Urban Rural Taotal
Coat n[h[ah'l'w m:u Cost of highway im- - Cost of highway im-
State expenditure State ture State diture
g vements mvolv- provements imvolv-
Type of Righway “’"P“h?m““m’ Eu“ujity r.,luu.- e F utility rodoca- ﬁnﬁﬂnﬁ““ﬂ“ fng wtility Teloca-
om an
Distri- Dvigtri- Distri- | Distri- Tristri- Drigtrie
Amount Tration Ampunt bution Amount bution Amount baticn Amount bution Amount bution
Pereent Pereent Pyregnt
EXDreaBWaY - o ccccmacsmnnsmmm s = $6, 088, 368 B33 | $133. 407,770 §l.5 | §1,872, 187 0.4 B85, B08, 04 189 | §7,058, 525 48.8 | §219, 306, 073 30.8
Divided hj.%wa:r other than e:preasnn. -=--| 1,856, 285 1.3 81, T4, 700 4.5 476, 204 7.0 48, 817, 047 108 | 2 3% 588 14.6 | 130, 562, 636 13.3
TUndivided highway other than expressway___| 1,672 553 17-4 43, 064, E1 17.0 | 4,083, 1534 63.1 | 818 480, 003 T3 | b GeS, 667 35,5 |- 352465, 154 0.9
Ol o i i i i 9,615,168 | 100.0 | 238,207,799 | 100.0 ﬁ.a‘n,mi 100.0 | 453,126,144 | 100.0 |E.m7mi m{hn] 712,533, 013 100.0
Bouroe: State highway departments,
=3
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#| & 5 X
2 :-Ejﬁsﬁaﬁﬁg E | g
=3 - = a
s|ssssssusy |7 (5| | 3B
St B 3 3{
8| Bl mmpEE g S35
| o e G SO0 - ﬁl:ti
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o = Fa
qle B g 7| aE
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:s el £
Bl o8 Supm % 2
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3|3EEs=2s0E | ” | & 3
w | g
Elaak EpaEl E, ¥
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TanrLe 1B.—Slate highway expenditures for public utility relocation and cost of
highway improvements involving such wlility relocations, by lacation and type of

PUBLIC UTILITY RELOCATION

wtelity, 1648
TUrhan Fanral Tatal
Ot ot ; Cast of oo gt
Type of utility State or | nighway | Staloer | iy, | Stateer | highway
an improvement| PROERETS § e pe e ment E bure | dmprove-
:b.li[r by bl r m!r]lc mont
j“ﬁh’tl;,‘l utilil l“"'b"dmj"g Involying
ml.u-:u.l reloetion ko' r:-jomunn il
Telcoation PORORENT reboention
wa?‘{;!ﬂid ...
DWW §2, 008,174 | $130, 302 747 | $402, M3 T3, BET | &3, 100, 187 531
Privately owned 340,816 | 21, 085 G40 410 %m.m " A28, 295 um'm
Cooprratively owned S0 Sy 10, 805 1, (134, 181 11, 385 1, mﬂl
Tatal. .o.oooneeeeea.| 5040, 700 | 187,357, 187 AL OLE | &7, B45, 020 | 3 530, BOG | 244, 052, 207
r:
Publicly owned. . 1, B8, 281 T8 TR, 534 | 3 102,390 | 07, 620,546 | 3, 067, ABD | 108, 255, 470
Privataly owned.. . a7, figd 1, 0, 800 a7 1, 720 157 i 67
Cooperatively owned . ] G, 000 t.. Mg = z%m
] I 1, T, 028 T 910, 834 | 1,097, 218 29, 241, 096 | 3, 100, 238 | 100, VA2, 427
- -
;:‘:Tm e 380,36 "'iﬁ'ﬁ&i'iﬁé' 10, 050 ﬁﬁggﬁ 1, 000, 421 | 186 847, 119
Coaperalively aWEed | oo il = : i e e ?ﬁ.._
Tolal. commsiinin- s 60, 1462 i, I.'ﬁl._:!ﬂ T, 203 R, 64, 280 | 1, 127, 565 | 100, D25, 403
Other w:}lm ]
owned_______ 5 47 46, G 5 47 1H,
Pr[?s.t v awmed. . 223, 44 21, D6, (S 344, 347 | 31, 522, L
Caoaperntively owned | 2.3 12, 350 H 231 12,
] 21,7627 | 20,715,350 | 982,615 | 31,182,019
Tele : |
s e ] | SRS 20 u
Cun‘pmtlﬂl‘rwn"ﬁ ........ sl P gt il K 1, 446, 804 "y 446, 864
Tl cocinaiiecis 487, 820 | 104, 190, D0 1, 1, 472 186, 552, 915 1, M, 300 | 203, T4, 606
Telegraph:
P A AR
v own Lt v
Cooperatively owned m}m 4, BE‘.UM g
i - [ et S 601 | 13,081,519 06, 366 | 44,148,182 | &R, 067 | 80, 180,001
Elpatric and power: |
T ubslic] clwnutl. {43,882 | 50,385,171 102, 536 | 4,802,880 | 1,106,370 | B, 088,060
Private eeeeoo| 1, 36,024 | JON, 16, 4TS | 1, 376, 800 | 220,452, 106 | 2, 76X, 823 | 322, 398, 580
Cwscrmruly awned . 2,30 1, 164, 965 429, L0, 432, 148 | 09, 054, 500
Tatal oo.oooooo_..| 2,838,005 | 053,480,004 | 1,000,275 | 853,660,625 | 4,302,841 | 506,143,230
‘Translt:
Publicly owned....... a1, 437 14, 488, G55 1,000 1, tHHY 23,347 | 14,470, 6556
Privately owned._____ B, 538 7, 180, 526 114, 450 5, 583, 400 | 1,078,086 | 14, 563, 005
Cooperatively owned. | ... ... 543 1, 156, 4es 533 | 1,150,088
by R S R0, 673 22, 445, 151 116, BES 8,042, 357 | 1,007, 85 | 30,401,538
Miseellaneons utilithes: )
Fuhllx,&f ownel... ... B0, 4T 6, RAT, 177 208, 103 17,217,712 671,580 | 67,084, BE9
Privately owned.. .. 2 T2 T, 385, 313 5§, 28R 1, 118, BRS B, 08 4BZ, Mg
Cooperatively owned. 1§, 00 AT, G0 107,500 | 3,800,300 R, KO 1, IS, P00
i R A 877,660 | 57,640,000 | 406,388 | 21, 135, 907 TEZ, 058 | 78, T7S, @07
‘Tatal, nll utilities:
Publicly owned. ... £, 808, 071 m 2, 047, Ba o] 7, 45, 573
Privataly owned______| &, 708, 327 l.'la A, 670, 495 0 T, 153, B22 !
Coapraratively owned . B, Tl ! {1 4R, 257 g B5T, 066 m
Grand total all util-
{11 S 0,615, 166 | 259,207,799 | 6,371,584 | 453,126,144 | 16,586, 750 | 712, 333, 043

1 Coats of Tt‘;hhwnr improvaments sre often duplicated and sre, therefore, nonadditive, becanse of the loca™

tlon of mase

Bouree: State highway departments.

an ona ntility on the same sections of high

waY,
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TaeLe 19.—State highway e.tpm_difhrs Sor public wtility relocation, by project
location and wiilily ownership, 1953

- Project lacation
‘Tatal

Tlity ownerahip Trhban Rural
Amaunt Percent Amaount Percent Amonnt TPareant
o $5, BO8, 071 BL.3 | %2047, 502 1.1 %745 873 0.7
anlafynwnm i, Y08, 27 18, 6 8, 678, 406 .7 ¥, 353, 822 40, 2
Coaperntively awned. .- B, T8 .1 A%, 287 10,2 B5T, 065 4.1
gy | AR o, 615, 166 00,0 0, 371, fi8d 100, 0 16, G846, T50 1000

Bouroe: Biate highway departments,
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Arpenpix C—Data ox Pusric Uttty Revocation Costs

TapLE 20.—Public utility relocation costs related to highway evpendilures and mileages, classified by Stales, 1053

PUBLIC UTILITY RELOCATION
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! Cost less betterment,
Source: Public utilities,
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TasLe 21,—Relationship of public wtility relocalion and reimbursement cosls lo lotal Btate highway expendilures, by type of highway and
highway asystems, 1953
All highways construeted by Btate Tty Ueility
Ttility T melocation Utility relm brse- Utility

reloeaiion Ueility o5t Per relocation | ment cost | reimbarse-

Highway type, location, and system oout 1683 relm burse- dollar of cost per | per dollarof | ment cost
Total expendl- | Federalaid | Miles of batterment mieng total high- mile of total bigh- | per mile of

ture funds highway mIIaI- highway WHY LI highway

penditure
Fed n:l-a.id Ar Cenis

ﬂ _Etf‘_l_.} ok §082, 653, A64 | 5133, 200, 665 1,070 | §14, 900, 489 §4, 204, 501 a.m §13, 982 1.10 34,
Expresgway 2013, 304, 130 G0, B, 242 182 7, 443, 240 | 2, 505, 033 3. 66 38, TaT 1.33 18, (47
THvided highway olher than expressway__ .. G, Ta8, 101 3, 490, 433 2068 4, 684, 542 1,487, 822 5,06 17, 518 1.55 5, 365
Undivided highway other than expressway ... 584, o7, 134, 020 10 2, BEE, 417 261, 56 .26 4, 627 .40 428

4 ——— T16, T41, B00 | 223, 402, B4l 14, T4 10, 578, 697 | I, 64T, BIE .48 715 .37 | 179
Exjressway, 116, 240, 786 34, U3, TR e 1,845 199 | B45, 732 187 3, 21 73 | 1, 661
Du'l.drd ]'iﬁm"“? other than expressway_ ... 78, 278, BX a2, 62T, 182 BET 1, 658, 878 | 45, 051 212 2 54 B 683
Undivided highway other than eXpressway_ .. 522,222,008 | 156, 661, 409 13, 638 & 970,190 | 1,360, 525 1.83 5l - ] ]

1,000, 425 164 | 358,753,087 | 15,854 | 25, 534,108 £, 852, 300 2.32 1, 600} .62 432
x A1, 544,884 | 104, 850, 092 o1 1, 358, 269 B, 360, 386 2. 13, &8 1.06 4,70
_tlj_vﬁdnd hlihwa.y other than expressway...... 171,073, 827 69, 11T, GHE 825 i, 353, 200 1,887, 973 3.71 . B8 1.10 2,141
Undivided highway other than expressway.... G0%, 506, 351 | 183, 785, 429 14,238 B, TE2, 607 | L 1, il4, 051 1.61 638 g1 113
Federnl-uid secondar | ]

Ur hw __________ {r ................................. 1 9,mm| &, 000, 62 154 86, 117 2,045 4. 668 B, TH 11 137
------------------- s Bl @ 3 @l w4 @) 8] %

D ldwd hi ther than e WAY - ) » ; :
L-::jivj_dud:i]lm:y other than expressway 14, 786, (05 3, 851, 580 1448 438, 457 17, 751 3 ) 3 .12 12
71+ o g AL N Py S S 413, 352 181 | 142 518, 806 20, 170 G, 566, 080 841, BT 1.30 266 22 a4
................................... 1,814, 634 A, 541 10 11, 1499 2, (87 68 1,120 1 208
Dividﬂd h g:lmjr other than W ...... 5, 447, 601 2, 514, 498 46 174, 820 16, 4189 ] THE: .36 422
Undivided highway other than expressway. ... 405, 019, 946 | 138, 005, 637 an, 114 5,151, 161 B70, 301 128 258 L2 43

b R —————— % T T R 6, 253, 047 912, 562 | 145 208 o | 45
Expressway 3, 558, 000 T30, BET 12 65, T4 5, 255 | 1.E3 5,470 | 18 | 438
D!.vlded I'Ll.ghj'll‘aﬁ' ‘other than e Bt:pl‘m &, OLS, 560 3, BO2, 454 52 567, 19, 45 | T7.08 I, 817 - am
Undivided highway nl.herf.hnnarprmawuy 420, 706,041 | 142, B87, 217 00, 360 E, 19, (45 BES, 042 | 1,34 o7 .o 44

Other State primary:
xR P SR Ee LR S PENE 21, 314, 150 454, 353 g7 645, 408 82, 253 303 7,418 ] Fil]
Expressway, . - 9, T3, 808 |. ] 130, B4 65, 334 1.44 15, 544 A7 6, 148
Divided highway other than expressway .. 4, 1a2, 17 b 108, 142 1,540 2.60 . G628 L4 R
Undivided highway other than expressway 7,420, 015 73 307, 362 5118 534 5, H5 o7 i)
5 S P S S S S S 63, 855, 151 BTB, 267 1, 004 2,104,772 46, 358 am 2,108 L5 345
................................... B, 285 51 | ... 1§ 130, 170 82,153 L. 68 7, 732 L 4, 670
D‘l'rid.ed h way other thon expressway...... 10, D45, G |- £ 614, 876 A1, 485 5. ik 15, 482 .56 1,637
hway other than expressway. ... 44, 64, 276 BTE, 267 5 1, 355, Ba7 202, 680 .04 1, 435 S 4

o - R R N R e ek - B L R S ) E3, 168, 331 1, 34, G20 1, (e 2,760,171 i 408, BAL iM 2,532 .48 A
Expressway 18,017, 168 [ n 70, 4 137, 887 1. 55 10, 36 LT 5, 068
Divided highway other Limn exprésgway . 15, 107, 881 |._. 45 Ta7, 818 53, 305 4 g2 16, 174 A2 1, 407
Undivided highway other than expressw 52, D44, 91 1,008 1, 753, 280 207, TER 337 1,72 40 oM

Other State seeondary: | ]

Lp T R R Ol R R et SO 12, 441, 310 114, 430 it 485, 438 | 151, 721 390 o ) L. 22w T4
Expressw i i i o e e . i U - a 0, 0 |- -] 13, M8 1] ‘ L]
Divid.ed h]ﬁzlww othar tham axpressway ___ - |-cececc-assmmsnfoacocacaooann- sgme il e e R [ oy INERE S IS | "
Undivided highway otler than expressway. ... 11, 491, 42 114, 430 ol 445, 304 151,74 .58 & e 1.32 156

Divided highw ¥ other than srpnﬂ-;trr
Undi';l.deﬂﬂahway other than expressway.

].‘r[viripd h:ghlu-ng.r ‘wther than h:pl'l!ﬁ&'l'ﬂ.‘j."..--.: O

Undivided highway other than expressway.. 43, 525 6l |
AN Mg WaYE. oo miem e eemeeoeooo| 1 G653, 184, 48 | 508, 606, 583 40, 027 &3, 530, 833 B, 428, 144 213 ] L6l | 21
T:rm of highway:
EXpressway. B4R, 0T, T2 104, 5849, 50 T48 B, 773,221 3,488, 127 2 84 13, 154 Loz 4, 7ol
Divided hwa.}r other than expressway 184, 197, 668 74, D90, 070 1, 22 7, B8, 743 1, 970, K23 am 7, 484 Ll 1,008
Tndivided highway other than umh‘ﬁr wee| 1,131, B30, 558 | 330, 006, 52 38, M2 18, 108, 8649 | 2, P64, 196 L &0 473 . & w
: |
EF g R P A S SR e S e | 435, 464, B63 | 136, B42, 540 1, 515 16, 977, 452 4. 430, 560 300 11, i 102 90
o7 i i s L e o) 1,242, 670, 365 | 359, T4, 43 38, 612 1E, 553, 881 B, 988, 6B LA 452 -] 14
Boarres: Publie utilities,

oy

NOLIYVOOTHY ALITILO DITH0d
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42 PUBLIC UTILITY

Tanre 22 —Public wilily relocalion cost and wlilily reimbursement,

RELOCATION

by type of

highway and projeet location, 1953 Utility on highway right-of-way

Type of highway
Ttom }ILPE’M '[::.d':ﬁdud
ghway EDwWiy
ExprosWay | otbor than | other than Tatal
AYNTERSWOY | Guprossway
e
Public utlhity raloestion cost: |
F T | e R U B 5, 674, 528 &4, 805, 266 $3, 745, 56 £15, 225, MO
Distribution.. LER ] a6 .4 T 0
Ulllﬁr mln}hmameul T o1, 140,814
maonnt ... 1, T 1,1 1 F20E 418 1, B2, T
Dristribmtion.. IR 36,1 [ 1o
]"ublic utility reloeation ¢m!. 1
mioant. ... e F1, 365, 451 $1, 787, T10 $10, T, T8 £13, BT, 953
Dstribotion. ... ... pereent. 0.8 12,9 T.a 0.0
Teility reimborsemeast:
R A et S £6, TTI $43, 204 $285, 861 KT, BEA
otal Dratelbuatbom - . o oo percent 4L 8 3.8 40,7 oo
Public utility ralwul.clu LI
Amount_ .. _____| &9, 040, 87 A, 502, 975 | §14, 408, B840 $20, 099, 902
Distritmtion. ... .. pereent. n.a 7 4.7 1nooa
Ur,ﬂit,y reim hursoment:
Amount. 52, 144, M3 §1, 184 (78 $400, 26 4, 827, B10
Distributinn . .0 R iz 100.0

! Exclusive of hettorment,
Bouree; Public utilities.

PUBLIC UTILITY RELOCATION
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Tapne 23.—Public utility relocalion cost and wlilily reimbursement, and cost and
mileage of highway projecis involving utility relocation, by project location and by

tirpe of highway,

Bonroe: Publie ntilithes,

Type of highway
Praject location ..'Iljl;‘hliiﬂml lLr'ldrl;'-'lduﬂ
WaY Ehwiy
EXDURSWRY | it than | other than Tatul
EXJTESEWAY | UX[RCSEWAY
Urban:
Public utlity m'lu-r.nl.un u:mt 1
Amonnt. . coou. . OO 7,677, 123 25, 196, 60 §4, LKL, b S8, 077, 462
Distribution. . --pereent. 5. 2 .8 .2 1000
Ttility relmbursement:
Amount_........... li . $2, 568, 658 $1, 430, 558 £, 117 $4, 419, 550
Tistribution. pereent. . 7.8 2.4 0.8 o, O
Cost of highway lm]mvncm.enm involving
utility T&Oﬂ-
Amaotnt .| #1077, THE, 4H3 | %00, 314,761 | $62,072, 844 | §360, 185, 696
Distribution.... wneono—pOTCEDE. . 40,4 251 20 5 100, 0
Mi:g_-,uum n]t hjtpi:gwn rajeets involving
utility relocation:
e e 160 173 54 a0
Distribution. . . .o...cooouocoad pereent 18.2 |7 .1 1060, 1
Fublic utility releeation eost; |
TR - - = s S e i 2, 006, 408 $2, 452,674 | $14, 005, 200 §14, 553, 481
THstribuition. . —e--PETCEDE . 1.3 13,2 6 & 100, 1
1:.Tr.ll|!t1.r ml.mihurmmnnr PR e A
................ weroent. . .3 13.3 a4 ami'w_n
Gonat of h1nihwl;r improvements involving
ntility raloeatbon:
Amount . S| B1I0, 402, 402 | 77, 360, 334 | E549, 048, 300 | 4747, 720, 246
Tristribation percent. . 16.0 0.5 T4 5 100, 0
Mileags of Illrh:nr projects invalving
uthL
I e e i e e ] 481 12, 110 12, 18
DAstribntlon. .. .coneeeeemaaa- peroent 1 87 ] 1. 0
P‘ubl'l-: utl]itr ro]outim ooak: !
Ao e - &0, 773, 21 7, B4B, 743 | §18, 108, Bof 45, 530, B33
Ddalrlb ution.. - peroent. . a1 6 al.0
vedlity relmbursernent;
AL il o e i A £, 404, 127 1,970, 831 £2, 004, 160 £8, 428, 146
Dostribution.__...............parcent. . 1. .4 8.2 1
Cast of h[ﬁ mnmvamenu mvalving
nullty §288, 200, RS | §167 06 | fo42 Ha4
----------- L s B4, 0, £1, 007, 906, B24
DI_a_l.ﬂhuHum 2 5.3 8. 5
i ol highway, Drojeets I:nvcllvlng
utility rabocation:
o] T — G s 558 il 12, B 14, BisH
Dristribantion. ...ccvevoenemnen- peresnt 4.0 4.7 L3 Tk ¢
| Exelusive of betterment,
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- 3. P aym a = = s

TasLe 24.—Public uiilily relocation cost and wutility reimbursement, by type of B & % §_§ §§ Eg
ulility right-of-way on which wlility wae localed, and project locotion, 1958 E‘ E E™ § &

= B £ X g
Urhan Rural 1 Total § 3 "
k3
Utility type Utility Treilit Tedlit = 3
relacation Rﬂm"“{""‘ reloeation m'gh"im' relocatin Eunmmim- 2 82 5= 32 EE
o5t 1 s coat ! iy ooat ! ] = g § g
g :
w“ﬁh lght-ol-way §2,408, 350 | $880,310 | $551, 448 | $106, 835 | 3, 044, TOB £975, 148 ? # ﬁ
WY T fr— k . ' +
= e i ey 653,355 | 510,351 | LIZBI6 | 89,049 | 706,371 | 60K 400 2 £
Total oooooooooooonoo| 3,146,005 | 1,388,681 | 004,382 | 194,885 | 3611107 | 1,563, 548 H El s B BX % =2
= | = g’ 5 -+
: - a = ]
Highway right-olway._._| 472,188 |  12,7m | 180,05 L084 | eezaut | 1234m T2 3 T.E' a E
rivate r (WA .« e " 5 f x
Private right-of 62803 | 3w | 14783  1mm | 17786 1,718 E-ﬁ AE &
o1 e— T T T Y A AT BT i
gl

Clas: arg § B2 8% B2 9%
Tighway right-af-wny_. o4 | 403,334 | 1,860,127 TR, 001 | 4, 045, 361 481, 345 g3 g W Bd md A
Prfvm right-of-way .. 3’23’";,5;4 124, b7 B7H, G27 871, 015 857, 641 405, 042 +§,_§ EE g g E

= -
Totalo.ooooooooooeeeeo.| 3,072,848 | 528,081 | 1,000,064 | 440,028 | 4,902,002 o77, 287 :_% 'f i =
=]

Other pipeline: 2 | =
mfhm right-of-way____ E3, 064 52,193 160, B3 &, 502 282, 887 7, 625 Ew =
Private right-ol-way____ . 10,154 11, 154 133,082 | MoT026 | 145,136 118, 179 ‘-‘i on gn na ga

= —_
Wl M, 218 4,27 | saMs| uzsm| anTm 1585, 804 :g §E a’* = #
= = =1

Talaﬁhnm:: = ET% § = if

ighway right-of-way._...[| &, 502 40 445,143 | 8, 804, T4 211, 288 | 10, 350, 78 A56, 491 = =
Private right-of-way. ... 136, B85 97,223 | 1,212,202 800, 781 | 1,444, 167 o8, 014 £
|
<1 — N LN SU2,3A0 | B, 1TG, 048 | 1,102,076 | 11,815,968 | 1,644, M6 'Eg E me mo ok g

Tebegriph: . L £ B 1 SE 22 FEe Tw
B Riwas rigtibiway... 30, 055 107 G4 198 2, 060 05 BE = Ei § B g
Private right-of-way_ 104, 140 18, 738 B8, 555 51, 515 160, 55 150, 254 o = z e

TOtlocconmaceaeeee| 143,195 | 98,84 | 70,409 | 51,713 | 22,004 | 150,50 'Eg 3 3
= o

Elestrio and power: - E
Highway right-sl-way.___| 4, 881,700 804,978 | 4,717, 130 172,367 | 0, 598, 348 70, Bel i 82 8BS 85 33
Private rlght-of-way_.____| 363,06 | 274,000 | LA70,163 | 1E0R 000 | DREL2M | 2157 gu ba gm 53 gﬂ g

Tokal . oooeioeenna] 5 TH 779,102 | 7,187,302 | 2,085,283 | 12,432,076 | 2, B44, 475 §§ gg % % g

Transit; o i w &
Highway right-ol-way ... | 1,058, 300 B70, 53 b8 —— Y] B70, A58 ]

Private cight-of-way......| = 42, 157 T b s 30 164 ~5’§ —_——
= R
Tobal.ooooooooeeeeeee| 1,100,406 | 008,852 0| 1,108, 273 000, 52 B - - -

AL utilittes; ‘E‘E EE g8 15,
Highway rlght-of-way___ | 15, 235 (45 | 3,952, 724 | 13, A73, 053 074, 554 | 20, 000, D02 &, 827, 610 = Ra ok E el Bk
Private right-of-way. . .... 1,751,503 | 1,086,836 | 4,679,428 | 3,413,700 | @, 430,031 4, 600, 636 }fa H i ! E’E H in | i

Dol o abiamans 10,573,452 | 4,400,560 | 18,050,381 | 3,088, 586 | 35,630,843 | B, 438,140 E%“ i 5. i -E | |
: §2 il 1Elip
Exclusive of betterments, s 1) st |
Boures: Public utllitles, g.-;: : E | E. .E. i E
= i1 [iEHIE
= E b g
= £ RR g EH I RARE
= g1t {iBiigit | @
~ 2 Bl 1giig] E i
= igiiEliE |53
E E::E':E‘:-h!- E;
‘a8 idmidl id | B2
) TigRifFiEs 8 |22
L3 SE3EE22EES N
o SIRERRIESEMC |
<] SEE. g‘aﬂ & =
o Eﬂl’-‘li‘éﬂ =<RgAR | .
B E & & =2




Tawre 26.—Public ufility relocalion cost, wiilily reimbursement, and cost and
by highway systems, 1958 Utility localed on eithe

mileage of rural highway projecls involving wtility relocation,
r hightray or private right-of-way

Highway system
Item Frderal-aid highways Other Etate highways
| ] Al systems
Primary Begondary Primary - =
system system Total systom Dm.:;:]‘?auh Tatal
fub}fn uillity redpeation cost: ¥
EL0, 573, 607 35, J06, 18 $15, &7 $2.114, 773 B407, 031 2, Bl |
i 29 58S .4 wr] MUAN) PN
32,647, 208 | 801, BOT | 43, 530, 615 £H4, 368 102, 603 $4i8, 971
6.4 3 BT &7 28 iLs ﬂmﬁ'ﬁ
RN i e o g e G e e $U58, 481,287 | $213, 506, 267 007, 549
Distribotion___________ e o e e £ w22 e a1 i - FRALEE] " Ty mi.'immmg
.1 . of highway projectz involving utility relocation: & i " : 1
' BN e ety 561 11,758 -
T T e e B percent... .7 508 W5 o i e e

I Exclusive of betterments,
Bource: Public utilities,

Tanti 27, —Public utility relocation cosi, utility reimbursement, and cost and mileage of all highway projects involving wiility relocation, by

highway systems, 1953; Uity located on either highwoy or privale righl-of-way

Highway syastem
1
Theini Federal-aid highways Other State highways All systema
FPrimary Becotdary Primary Otlser highs
aystem ayatem Total aystem WEYE Tatal
Fublic utility relocation cost: !
D N — $25, 554, 106 §A, 253, (a7 &31, 787, 204 2,760, 171 Susd, A6 §3, 743, 40 $45, 550, B33
Uﬁ!_ﬂiﬂﬂhntm ..... t ................................ 7.9 17.6 50,5 7.8 T s 00
ity reimbursement:
N — 46, 552, 300 $812, 852 §7, 765, 161 $408, 661 204, I 602, 0BS5S §8, 428, 146
B3 0.8 2] 4.9 a0 7.9 1M O
$ITT, 088, T14 | DG, 0BT, GR2 | $1, 004, 121, 606 $66, 451, 616 §77, 202, 512 $53, T4, 128 | $1, 007, 005, 824
0.8 20.7 Mm.5 6.0 L5 8BS ST
&, 857 0, G660 12,617 504 BT 1,351 13868
423 a0 . 3 a6 B.1 BT 100.0

| Exolusive of betterment.
Boures: Public ntilities,

He
[=+]
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48 PUBLIC UTILITY RELOCATION

Tanue 28 —Public utility relocation cost and wlility reimbursement ,{m’ mile and
per dollar cost af highway profects involving whilily relocation, by highwa

1858: Urban

i syslems,

Highway system
e Foderalald highways | Other Btate highways
m
' All
Prl- |Bepond. Pri- | Other syslomsa
mAry ary Tatnl | mary | high- | Total
system | system system | ways
On highway right-of-way:
tility reloeation cost per dollar oost of
highway Improvements invoelving util-
ity relooation. .. ...... cenis per doller..| 419 a9 4.28 8.85 857 3. 86 4.23
Utility reloeation cost relmbursed per
dollar cast of highway improvements
involving utility rloention
conts per dollar..| 0.9 Q.10 005 [ 0.33 0.35 0.34 0.%0
Tuility relpeation cost per mile of high-
tl M e . $10, 233 ¥ §18, 622 |§16,673 | 84,816 | $8, 685 | 507,322
i e s 12,400 [$18, 5,
Teility relpeation cost relmbursed per )
milep of highway projects Involving
utility relocathom. . .. oeeieeeeeeeee.a.] B, B2 $106 | $4,133 | $1,450 |  $470 §a27 | 83,700
On private plght-of-way:
tility relocation eost per dollar cost of
highway Improvements invalving util-
ity relocation. . ... . oenis per .| 0.50 0,19 040 002 150 0.47 0.48
Utliity relocotion cost relmbarsed
dollar cost of highway lmprovements
inwolving ukility relocation
cants rer dollar..| ©.33| 008 088 001 L17| 042 05
Teility reloeation sost per mile of high-
way projects invelving utility reloea-
B e e $2, 203 [ 373 | 82,10 FO5 | 81,744 | $1,147 | §1,003
Ttility reloeation cest reimbursed per
mile of highway projects Invalving util-
B R DRI, ..~ <k bta mae rm e s §1,00 [ §100 | &1, 398 $03 | §1,571 | $1,084 | 1,350
Om highway ar private right-of-way:
tility relocation cost per dollar cost of
highway Improvements involving wtll-
ltrm]omt!um......---mnuw lar..| 400 | 608 | 477 857) 487 408 71
Utiilty relocatbon cost relmbrrsed pes
dollar eoat of highway improvements
involving utility relocation
conts EJL' dollar__| 1.32 0.1 L27 | 0.34 142 a7 123
Utility relocation cost per mila of high-
way projects involving utility reloen-
R N R T e §21, 520 |$12, B42 |20, T42 815, 741 | %6, 560 | §0,833 | 519,315
UI.HH-: &olﬂ;;%nn cast L}eLTBI}umm;;I] rﬂ‘m‘
m Wiy  projed v
by TelOCRLION . oo ocnaa e ann E- 0,080 | 506 | §6, 631 | $1,510 | 2,050 | §1,860 [ 85051

Boures: Publie utilithes,

PUBLIC UTILITY RELOCATION 49

TapLe 20— Public utilily relocalion ost and wtility reimbursement per mile and per
dollar cost of highway projects involving utility relocalion, by highwaey syslema,

1068 Rural

Highway system
Federal-ald highways Other Btata highways
Teem All
Pri- |Second- Pri. | Other systena
mary | ary | Total | mary | high- | Total
system | Syslem system | wiys
On highway right-of-way:
Uiility reloeation eost per dollar cost of
highway improvements invalving util-
Ity relocation_ ... cents por dollar. 1L.66 | 1.9 1.76 | 347 219 513 1.58
Uiility relocation oost reimbursed per
dollar cost of highway Improvements
Involving wtitity reloeation
penis per dollar_ .| 0.00 004 008 0.0a 0. 20 o2 008
Utility ralocation eost per mileof highway
projects invelving utllity relocation......| §1,488 |  $A27 | 1,005 | 83,027 | 5480 | §1,664 | $1,008
Utility relocation cost reimbursed per
mile of highway projects invelving
utility relomtion. . eeeeeeee oo $80 2 &2 o7 #o ] 54
On private right-al-way:
tility relocation eost per dollar cost of
highway Improvements involving weil-
Lr,gwhenum..---....mnupﬂ:dnllnr.. 0. &% 058 o6l [81] 0. 60 . B 068
Utility reloeation cost reimbursed pes
dollar cost of highway lmprovements
Invalving utility relomation
neutu]ij:rd.ollur-. .49 038 0. 46 0. 63 Q.36 0. 56 0 46
Utility relocation coat per mile of high-
way projects involving utility reloca-
B i Bt o i e £360 $187 £351 1 5188 £450 £200
e
m a WY pnjents VOLFINE
wtilty relocation. ... -oocoooo oo 438 §123 250 51 38 fer f2ea
0On highway or private rll:htﬂl'-wn.if:
tility relocation coat Fl';'lr?ullun?tﬁ‘
highway Improvomen| valv nutil-
ity relogation. ._...... cents per dallar. .| 231 5 s 437 1,88 3.8 1 H
i relpcation eost relmbursed per
!liﬂlwl et o:uhlglftc-&vwmifnpmvmmrx
nvolving utilit cation
" . pemts dndlar. . 0. 8 42 LU H 072 L) 0. 68 0, 54
Utilicy rg;mmgﬂgftipnr %:lt of hl?h-
WA iz invalving w ¥ relopa-
uon-.]:l ................ E ................ 52, (MR $814 | $1,358 | $4, 568 | §i44 | §2,104 | 51,428
Utility reloeation cost reimbursed per
mila of highwoy projects nvolving
atillty relocation. .. .....ceememeemnee- { $513 §136 £an1 748 §1aa $363 §aoT

Boures: Fublie ntilitiea.
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IA.:H-]JE 30.—1 H:JII!I: Mthiy rﬁmﬂtim coal G?id H-!ﬂ:n’-ty TErR i‘uiﬁnﬂiueﬂi et !JHLE ﬂ-ild
¥ ' a -
e dﬂuﬂl rost ﬂ‘f Jttghmﬂ' T s in 7 Lelit
¥ FHEE vralvin T E-E!- i mimnhm, bﬂ ﬁ:ghmy Syﬂ"ﬂms'

I Highway system
Fediral
e ! erplnid hl;'lﬂrn?s Other Stata highways
¥ All
Pri-  (Beeond- Pri- I Other ByBLems
MATF ary Total | mary | high- | Total
system | Eystem Syslem: | ways

On highway right-of-wy; I
Lility relocation cost per dollar cost of
i;lg]::'&‘j‘ Ill:lzrmwmma:s ir;ﬂ]vr?ﬂz 111||:|]-
: arl. .. ......cents per -] 271 3

e ltrmm]wutmn s ml.mhumg ;;r 20 280 3,40 26 3,26 285
dollar cost of highway fmprovements
involving utllity reloeation

ocents per dollar_ .| 0, ) ]

Utlllt!."r&lc;culluilnjmatmli'LmJ]n.Jqlhigh:;y 4| G| G388 05| 026 | 009 0.8

rpjects Invalving 1 ocntion__ -

Uﬂ" Ll il Bt r&mhumdumr §9,584 (5750 | $RO81 | 44,607 | S967 | 42062 | f20m
:Ljﬂ?wnlmhjg?}rnar projects invelving

& L e e I e e S |
n private righﬁ;]’-ﬂ}'! Yo s = e - i =
Tiliky rolocation eost per dollar coat of
ﬂmpm ilz;lptu-;umauts Jnr-:-lving: ll:]t:l- | )
ehentlon ... __ o ol il 3 B

Utillty relocation st reimbursed per| 0| T | O 08| o am| o
dollar eost «of highway Impeavements
iwvalving utility relocation st

= o i E , I

Utility relocation eost pﬁﬂmﬁ“ﬁr J:E;]r:- S ki ot e e i e
;F:'?I-;\l’ prajocts invelving utility reloea-
PAENE] - 1 et e o e o i B e

Utlity reloeation cost refmbursed per
“méwwugmzﬁ?xy projects involving )

Om highway or 1:r|1.r11.t|:|- nght—c-r-wa TR A ik o i w i B

Dility reloeation cost per doline eost of
E}Emy limprrm-mmts 1nu?-nlvr.|3ﬂn th-

alim. . _...._CBI == 4.2 2,7 §

Utility rolocation ooat relnburssd Dot sl B G
dollar cost of highway improvemeaits
involving utility ralocatlﬂfl. bk

cenls per -] .38 1k 40 0,77 B B

Utility relocaticn eost per mila of high- & g G s
H&y prajects invelving wtility melom- *
B L et weman| B, 060 Flan 540 | 86,4 ;

Utility relocation cost relmbarsed per = ST | TN TR |
mile of highway projects involving
utility relosation .. ... .. ____

TG | BIER | 50 | EBTO | 204 RO | 3404

-| §1,170 fuar Eiea] 5811|- $300 Fam F08

Source: Pablic atilities,
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TarLE 31 —Public wiility relocation cost per mile and per dollar cost of highway
projects inpolving wiility relocation, By type of hghway and project location, 1953

Type of highway
Project loeation | THvided | Undividad
highway | highway Total

EIpressWi¥ other than | other than
CAPrEssWAY[EXprasEWAY

Urban:

Utitity relopatbon enst ! oper dollar cost of highway
improvement including utility relocation

cents per dollar. . 452 h, 76 4. 40 4.71

Uity reboention eost 1 per mils of highway projects

imvolving wtility reboention. ..ol FAT, UG 0, (55 57, 518 $18, 315

Roral;
Utility relocation eoat ! per dollar cost of highway
improvement including wtility relocation
cents per dollar. . 1,90 S 255 251
Ttility relocation coat 1 per mile of highway projects
Inwvalving weility releeatbon_ .o __.__ §5, 265 F ] §1, 156 $1, 428

tal:
Titility relocation cost ! per dollor eost of highway
Improvement including utility reloeation
cents per dollar. . 339 4 56 2. 82 iR ]
Ttility rebaention eost 1| por mile of Lighway projeces
Involving wtility rebecadion. ... ool 317, 615 K11, 25 £, 411 52, ez

1 Exclusive of betterment,
Sanree:; Publie atilities,

Tanue 32, —Public utility reloeation coat and wlilily retmbureement by type of wiility
ownership ond projeci location, 1853: Utility localed on highway righi-of-way

Nature of utility ownership
e Fuhli Privatel & L e
o ri ¥ paperalive-
OWIHE owned Iy owned Trital
Urban:
Publie ntillty velocation poat: 1
R IR e e e i s e g F4, 100, 758 | 10, €85, 261 46, SO0 $16, 235, 040
Distributlon______ ... percon. A a2 03 00,0
Uity relmbuorsement:
AN, .eececmccmmecccmmcmmccmcmeme—== | S, 081, B8 $1, 260, 708 $1, 428 43, 203, T
Distribubion "7 peroent_ i 4 a0 01 100, ¢
1aral:
Public utility relocation eost: 1
MRl e S e $750, 160 | K19, (04, WA §180, £2n $L3, 573, b3
Distelbuthon. .o oo parcent. . 85 9.2 L3 100 0
Tiility reimborsernents
T R 70, THE $401, 164 $12, 940 F674, B8
Distribotbon. .. .coeee oo ennnns parcent. 123 | BS 4 23 1000
Public utility relocation cost: ©
500 R ——— 1L T = 5227, 4 524, 0949, 202
Tatribation ... .. .___percent._ 170 82,2 0.8 10d),
tIt.iIiL:.r reimbamement: o & i | $14. 368 <5037 810
=T S iem y ' , BT,
Diatributlon. ... percant. . 2‘53. i 4.0 | 0.4 b iN
L
t Exclusive of betterment,

Bouree: Public utilities.
Note: Table 33 is on p. 54,



TasLE 34 —Ertent of Government reimbursement in relation fo public utility relocation cost of prajects involving reimbursement, by fype of

(=1
government and project location, 1953 b
Eoimbursing government
- Type of
EOVEIT- Grand
Froject locathon Logal Btare Btate | County | ment not toital
Federal ? Btate and and and specified
Total County City | Townshyp | Federsl | county | township
H!.gh right-af-way:
f[ O 178, 368 | 34,142,058 | $143,186 | 389,458 $112,713 | #4, 520,325 g
Amuunl. : $58,913 | $2,977,671 | 111,638 72 £104, 507 T =
Parcent of 7.3 e 7.9 .0 1.2 BT ﬂ"m&m E
Privats right-of-way: 1 =
E:LI} mlomhc;rn 211 3,040 | 81, 260, 2810 §a1, 511 $13, 807 §008, 342 | $1,511,183 5
rsemen :
ATHEREE. L ieaiciiiaemese L= ﬂﬁslﬂ'i §18, 23 $11, 280 FITE, 483 | §1, 186, E36
3 Pereent of relocation oost_ ... ... nbﬂ B a B, 6 H1L& TH. 9 8.5 F
Tiility relocation cost L. . o...ueceeeee- $124,417 | 35,402,330 |  S164,607 | 3103, 253 339,065 | $6, 002, 508 E
Ridmbursement:
T T ST SR T, $61, 040 | 43, 064,306 | S130, 356 $74, 0 282,000 | 4, 430, 560
. Percent of relocation cost. . i 40,0 4.4 1 T8 845 Ti.6 E
Highway right-of-way: e
TIility relocation 08t 1. oo oo $02.B18 | SUTE, (V3 §14, 768 L RS (SRR h S el $3,208 | 30,167 | 81,138, (09 §
m bursement:
T T T e R R g B 028 b8, 158 B, TiE A, Ta6 |- e M e e B11, 817 |-ceaneene 27, 108 3574, BER H
Pereent of reloeathon cost_ ... a1 & 47.7 45,7 [ SRR R Bt [ R 5.2 (] =
I‘r.ivn_.tr right-of way: [+
}4;,““ reiumtu:n [ $67,710 | 33,380,672 | 429, 7R L £2, 030 177 &6, 235 $285 |  §3d4T. 061 | $4,108,830 2
m| ment: |
TR < 864, 006 | §2, 861, 602 T, 478 218, ™0 51, 708 w7 85, 5HT | §285 maaﬁm ﬂ,i]%ﬁm
: FPereent of releeation coal. . T, a8 %-!.-! T4 b .. 538 T si. 6 1ML O N 2
(1F:]
Egllt re]l}mhfu cost li.__ ... wee-| BB, 53T | 34, 387, 45 304, 549 304, 510 |- B2, (3% 577 | §19, 438 5285 388, 528 | 85, M1, BSE
mbursemen:
AMOUNE . oo oo ceo|  §127, 085 | %3, 397, 480 2y, I S 516 ... 51, T8 57T | BT f285 5200, 931 | $4, 068, L86
TFercent of relocation eostl. ... .- TR 2 i 2 1 3.1 BB 100, 0 BO.5 | 1000 5.3 1
Trban
Ei:hmri:hmhf'i‘&: O, mu.mﬁi $5,120,19 | 157,068 | S104,2 | SSR,TE0 || MRV 8161550 15,680, 354
""""" = BT, 810
Eum w70 418 $47.061 |oooooeeanaes RO (. - Y i FHSRRGESE w3, 63 55
Amount e umoa | wamen | susume| FaR| SR eI U M L
Private rl_ght-u!awn g0, 768 | §4, M4, 053 £313, 202 £303, 5480 £7, T4 82 030 &7 45, 236 3285 673,709 | 86, 615 013
R:I LE m]nca.tm‘n L s 2 .73 1,708 7T 58T $355 | B442,308 | 84,600, 636
g e e YO B Rt B v 227,00 7,373 el Bl Moel o .1 LY
Percent of relocation 0058 ...----- - & &3 | S, 274, 387
Dl}%_‘.m“gumnmﬁw R | gomE e | §9,TIO, 054 $47T1, M6 40T, TS 6, 434 £2, 30 8777 | B, 285 &5, 2 274,
" 5 51, 708 3777 | §17,404 $265 | 3573,921 | 38,428,140
Reimm --------------------------- Slﬂﬂhﬁ , mﬁ*g Hﬁiﬁﬁg m&ﬂ bs‘gaa: 2.8 100. 0 0.5 100.0 .1 HE g
Percent of rebocation eosb_oc.—---- i | . T:qﬂ‘
Bouroe: illthes =
1 Cost mhﬂradwmwwwlr thase ntility relocation projects for which : Public ut . =
relmburse ar . )
‘mm?gﬁimwﬁ'mmmt by Federal agencies pthar than the Buresn of Public Bonds. g
2] E
=
=
g
(=)
(=]
(=]
5
2
=z

3]
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TaBLE 33.—Public ulility relocation cost and wtility reimbn
il ' - nt, by lype of
ulility oumership and project location, 1953 Utility | aile b PP
private right-of-way proy 107, Utility located on either highway or

|

Nature of ntility ewnership
Project location 1
FPuhlicly Privately Conpera-
owned owned” | tvely owned Total
Urban;
Publlgc uL:i!lt,:.r relooatbon oost; ¢
il S s R i BT, T | S 201, 558 451, 147 £14, 977, 452
Distributot. ..o oo oo N : : o
L'tm;r n-.lm*hur:maut: parcant. Pl ] 7.9 0.3 LR
LT T censeseonmean| L 206, ORE §2, 128, p20 §1, o8 4, 430, 560
S Dvistributbon. ......oooo......poroent. . SLB e B R 10K, 1F
Pub‘ll.c ukility relocation cost; ©
ount. .. ..... B i i B0, BRG $17, 066, AR3 #5346, 542 £18, 553, 38
THAtrbAsIn. oo ' s 3 00,0
Ubﬂ‘l'f:.' mimIr:rgomm: perpent. 50 2.1 49 00, 0
TINL. . o oo cmmm A 3167, 234 58T, 77 7
;BN Dot oy B, 9 e i’ﬁ o 00
Puma‘iﬂ utltl::.' reioention cost: !
DTHHITIN . o v mmimnnn 2 o s 6, 644, 633 | $20, 208, A1 S5AT, A8 A0, K30, B33
Diistribaton., - —euuo .. i 1 g :
I.rl.l]i‘r:y relm burssment: B i st i g
1o | R S, 2, 466, 367 TR, N ¥ B
Distributlon. ... ........_.___ percent. . .3 =, ar.g mg?g 5&44&.]11,#

| Exelusive of betterment,
Soarrcs: Public utllities,

PUBLIC UTILITY RELOCATION hh

Arrenpix D—Jupician Drcrdrons Arrecting Pusnic Urinrry
Rerocation NecmssiTatEp By Higunway IMprOVEMENT

1. For eases involving the=duty of utilities at their own cost to move their
facilities loeated in highway right-of-way when necessitated by the eonstruetion
or improvement of the highwayvs, by the changing of grade of the highways, or
by the elimination of grade erossings, see:

Prueit v. Soruthern Bell Tel. & Tel., Equity, Cir. Ct. Ala., 1954,
State v. Marin Municipal Water District, 17 Cal, 2d 699, 111 P. 2d 651 (1941),
Southern Bell Tol, & Tel, v. Florida ex rel. Ervin, — Fla, —, 75 So, 2d 796 (1954),
Hammond, W, & E. C. Ry. v. Zeigler, 198 Ind. 456, 1952 N. E. 806 (1926,
Ernion Light, Heat & Power Co. v. Louisville & N. E. R., 257 Ky. 761, 79 8. W,
2d 199 (1935).
Southern Bell Tel, & Tel. v. Commonwealth, — Ky, —, 266 8. W, 2d 308 (1954).
Natiek Gaslight Co. v, Natiek, 175 Mass. 246, 56 N. E, 292 (1000),
Erie B. R. v. Board of Publie Utility Comm'rs, 254 T, 8. 394 (1921).
New Jersey Bell Tel. Co. v, Delaware River Joint Comm’n, 125 N. 1. L. 235, 15
A, 2d 221 (1940). :
In re Deering, 93 N. Y. 361 (1883).
Transgit Comm'n v. Long feland R. K., 253 N, Y. 345, 171 N. E. 565 (1930).
City Ef(hrcw York v. Brooklyn Edison Co., 247 App. Div. 48, 286 N. Y. 8. 678 (1936).
wntra: City of New York v, New York Tel. Co., 2TE N. Y. 9, 14 N, E. 2d 831
(1938} (elimination of subway entranees is proprietary function),
Tilton v. Stale, 269 ﬁpS. Div. 507, 20 N. ¥. 8. 2d 76 (1940), afl’d mem., 285
N. Y. 601, 133 N. E. 2d 540 (1941).
Matter of C'ﬂcektowaﬁ;;, 258 App. Div. 141, 18 N. Y. 8. 2d 613, af’d mem., 283
N. Y. 687, 28 N. E. 2d 409 (1940).
Western New York Water Co, v, Brandi, 259 OAng, Div. 11, 18 N, ¥. 8 2d 128,
appeal digm., 283 N, Y, 686, 28 N. E, 2d 408 (1940},
Public Service Comm'™n of New York v. Cily of New Yeork, 268 App. Div, 121, 49
N. Y. 8. 2d 214 (1944).
New York City Tunnel Authority v, Consolidated Edizon Co, af New York, 205
N. Y. 407, 68 N. E. 2d 445 (19486),
Consolidaled Fdizon Co. of New York v, State of New York, 276 App. Div. 677,
97 N. Y. 8. 2d 431 (1950), aff'd mem., 302 N, Y. 711, 98 N. E. 2d 587 (1951).
Ganz v. Ohio Posial-Telegra h Cable Co., 140 Fed, 692 (6th Cir. 1905).
Change of Grade of Kerlin Street, 12 Pa, Diat, Rep, 764 (1903),
Seranton Gas & Water Co. v, Seranton, 214 Pa, 586, 64 Atl. 84 (1908).
Springfield Water Co. v. Philadelphic & &, Streat Ry.. 45 Pa. uper. 516 (1911).
FPhiladelphia Electric Co. v. Commonwealih, 311 Pa. b42, 166 Atl. 502 {193%).
Penneylvania ex rel. Bard v, Philadelphin Eleetric Co., Equity, C. P. Ct. Pa,
(19

38).
- Bell Tel, Co. of Pennsylvanio v. Pennaplvania PUC, 139 Pa. Super. 529, 12 A, 2d

479 (1940).
FLewistown-Reedsville Water Co, v. Commeonweaith, 49 Dau. Co. Rep. (Pa.) 18 (1940).
In re Delmpare River Joint Comm'n, 342 Pa, 119, 19 A, 2d 278 (1941).
Philndelphia Suburbon Waler Co. v. Penpsylpenie PUC, 168 Pa. Super. 360, 78
AL 2d 46 (1951).
Dakota Central Tel, Co. v, Shipman Construction Co., 49 8, D, 251, 207 N. W. 72
(1026).
Naghoille v, Tennessee, Sup. Ct, Tenn. (1953).
Wastern (fag Co. of Washinglon v. Bremerton, 21 Wash. 2d 907, 153 P, 2d 046 (1944),
County Court v, White, 79 W, Va. 475, 91 3. E. 360 (1917).
Stale ex rel. Ci!éa af Benwood v, Benwood & MeMechen Water Co,, 04 W, Va, 724,
120 8. E. 818 (1923),
Public Water Supply District No. 8 v, Uniled States, 66 F. Bupp. 66 (8. D. Mo,
1046).

Pt eompare;

Los Angeles Coundy v, Wright, 236 1°. 24 892 (Cal. 1951 (utility located on private
right-of-way).

Panhandle Eastern Pipeline Ca, v. State Highway Comm'n, 204 U, 8, 613 (1935)
(utility located on private rithl-w%)'}.

Sowthern Hell Tel, Co. v, Nashwille, 35 Tenn, App. 207, 243 5. W, 2d 617 (1951),
Cert. denied,— T, 8. — (Oct. 9, 1951) (arbitrary diserimination against one
tility.
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IT. TFor eases involving the duty of utilities o move their facilitiog located in
the I}lghwav right-of-way when necessitated by proprictary or governmental
activities of the State or its agents, other than aectivities involving highwaw
improvements, and the alloeation of cost among the affected utilities and govern-
mental units, see:

A. Privately or municipally owned utllities must bear the cost:

Merced Falls Gas & Fleetric Co. v, Turner, 2 Cal. App. 720, 84 Pae, 239 {1
{eonstruetion of sidewalks is governmental functiaﬂ_!;. ; A 2an U0

Andersom v, Fuller, 51 Tla, 380, 41 So. 684 {1906) (municipal sewage system is
governmental}, e

Macon 8t B. B v, Macon, 112 Ga. 782, 3% B, E. 60 (1901) (public safety requires
remaoval of strectoar tracks), .

Macon v, Southern Rell Tel, & Tel., 89 Ga. App. 252, 79 8. E. 2d 265 (1053) ety
hospital is governmental funetion}, ;

Peoples Cas Light & Coke Co. v. Chicage, 413 Tl 457, 109 N, E. 24 77 (1953)
(municipal subway construetion is governmental funetion).
wisville Gas & Flectric Co. v. Comm'rs of Sewerage of Loudreille, 236 Ky, a7a,
33 8. W. 2d 344 (1931) (eity sewerage svstem is governmentall, $

New Orleans Gas Light Co, v, Drainage Coomm'n of New Orlenns, 197 U, 8. 453
(19058) (drainage system is governmental function},

Western Union v. Police Jury of Lafapefte, 225 La 531, 73 20, 2d 450 (1954)
{improvement of navigation s governinental funckion),

Beifast Waler Co. v. Belfast, 92 Maine 52, 42 At] 235 (1898) ({construction of
sidewalks i3 governmental),

Detroit Edison Co. v, Detroit, 332 Mich. 348, 51 N. W. 2d 245 (1952) (construction
of munivipal sewer iz governmental funetion),

National Water Works Co. of New York v, City aof Kansas, 28 Fed. 921 (C. C. W. ).
Mo, 1888) {construction of city sewer is governmental funetion),

Nicholas 4 Menna & Sons, Tne. v, City of New York, 114 N. Y. 8. 2d 347 Bup. Ct.
1952) (eonstruetion of public sewer is governmental),

Jamaeica Water Supply Co. v. City of New York, 280 App. Tiiv. 824, 114 N. Y. 8, od
T4 (1952), aff'd mem,, 304 N, ¥, 1917, 110 N. E, 2d 739, certiorari denied,
d46 L. B. 821 (1953) (eity water aupply system is governmental funetion),

Philndelphia Flectric Co, v. Philadslpkia, 301 Pa. 201, 152 Ath. 23 (1930) (subway
constrietion is governmental funetion),

B. Btate or governmental unit must bear the eosf:
Loz Angeles v. ‘Loz Angeles Gas & Flectric Co., 251 T, 8. 32 (1919) {municipal
Iig]tLi:}% afrstaem is proprietary funetion},
Illinois Bell Tel. Co. v. Charles Ind Co., 121 N. E. 2d 600 (App. Ct. I 1954)
(private sanitary sewer construeted negligently),
Westchester Electric B, E. v, Westchester Par Comm’n, 255 N. Y. 207, 174 N. E.
G660 (1931) (invelving statute relating to eounty parliways),
City of New York v. New York Tel. Co., 278 N. Y. 9, 14 N. E. 2d 831 (1938} (elim-
ination of subway entrances is proprietary funetion),
Contra: City %f New ¥ork v. Brooklyn Edison Co., 247 App. Div. 48, 286
N. Y. B. 678 (1936) (elimination of subway entrances is of the im-
provement of the highways and is zovernmental fun:;tiongfut
Fetition of Gillespie, 263 App. Div. 175, 32 N Y. 8. 2d 096, aff'd mem., 288 N, Y.
511*1, 41 N. jE 2d 926 (1942) (involving statute relating to municipal water sup-
ply system).
In re Gillen Place, 304 N, Y. 215, 106 N. E. 24 807 (1952} (closing street for bus
depot is proprietary function).
Postal Telegraph-Cable (o, v, Pennsylvani PUC, 154 Pa. Super. 340, 35 A. 2d
535 (1944) (municipal airport is proprietary funetion),
Milwankes Flectric Ry. & Light Co. v, Milwawkes, 200 Wis. 656, 245 N. W. Bh6
(1832) {construetion of eity water main is proprietary fnetion),

ITT. For eazes involving the privilege of utilities to locate their facilities in
the highway right-of-way, and nature of the righta they obtain, il any, and the
obligations they assume therehy, see:

Southern Bell Tel. & Tel. v. Mobile, 162 Fed, 523 (C. C. 8. D. Ala. 1907).
Russell v. Sebastian, 233 17, 8. 195 (10914),

Roswell v. Mountain States Tel, & Tel, 78 T, 24 379 (10th Cir. 1935).
Carver v. State, 11 Ga. App, 23, T4 8. 1. 556 (1912),

Cumberland Tel. & Tel, v, Evanseitle, 127 Fed. 187 (C. O, Ind. 1903).
Towe Tel, Co. v. Keokuk, 226 Fed. 82 (8. D. Iowa 19151,

Lovisville City By, v. Louissille, T1 Ky, (8 Bush) 415 (1871).
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East Tennessee Tel, Co. v, Frankfort, 190 Fed, 340 (E. D. Ky. 19113,

Loutsville v. Cumberland Tel. & Tel *224 T, 8, 649 (1912).

Ouwensbaro v. Cumberland Tel. & Tel, 230 U, 8, 58 (1913).

Western Union Tel. Co. v. Massachuseits, 125 T, 8, 530 (1888).

Fzsex v, New England Tel. & Tel., 239 T, 3. 313 (1916),

Willmul Gas & Oil Co, v. Covinglon County, —Miss. —, 71 So. 2d 184 (1954},

Cily of Hannibal v. Missouri & Kansas Tel o, 31 Mo. App. 23 (1888).

8t Louts v. Weslern Union Tel. Co., 148 T, 3. 92 (1593). %

Siate ex rel. Highway Comm'n v. Union Electric Co., 142 5, W, 2d 1099 (Mo, 1944),

Stale ex rel. MeKitirick v, Southwestern Bell Tel. Co,, 92 5. W. 2d 612 (Mo, 1936).

Old Colony Trust Co, v. Omaha, 230 U, 8. 100 (1913, iy

Bourget v. Public Service Comm'n, 97 A. 2d 383 (N, H, 1953).

New York Eleetric Lines Co, v, Empire Cily Subway Co., 235 U. 8. 179 {1914),

Porter v. Municipal Gas Co,, 220 N. Y. 152, 115 N. E. 457 (1917).

O Meara v. Poslal Telegraph-Cable Ca., 279 M. Y. 282 18 N. E. 2d 157 (1938).

Elizabeth City v. Banks, 150 N, C. 407, 64 8. E. 189 (1905,

Hardin- Wyandol Lighting Co. v. Upper Sandusky, 251 U, 8, 173 (1919).

Duguesne Ligh! Co. v. Pitiaburgh, 251 Pa, 557, 97 Atl. 85 (1816),

Ol City v, F?asmi Telegrapk Co., 68 Pa. Buper. 77 (1917).

Bell Tel, Co. of Pennagloania v, Lewis, 317 Pa. 387, 177 AtL 36 (1936,

Knozrille v. Africa, 77 Fed. 501 (6th Cir. 1896). .

Maorristown v. Bast Tennessee Tel, Co,, 115 Fed, 304 (6th Cir. 1002),

Chattancoga v. Tennessee B, P, Co,, 172 Tenn. 524, 112 8. W. 24 385 (1038).

Fort mei v. Sowthivestern Bell Tel, Co.,, 80 F. 2d 972 (5th Cir. 1936).

Terns-New Mexico Utilities Co. v. State ex rel. City of Teague, 174 5, W. 2d 57
(Tex. Civ. App. 1943},

Richmond v. Southern Bell Tel, & Tel, 174 1. B. 761 (1866),

Western Union Tel, Co. v. Richmond, 224 T, B. 160 (1912), :

United Steles v, Puget Sound Power & Lighl, 147 F. 2d 957 (Oth Cir. 1944).

In re REapter, 143 T, 8. 110 {1892),

In re Debs, 168 T, 8, 564 (1895). 2

Western Union Tel, Co. v. Pennsyleanda R. &, 195 T, 8, 540 {1004},

ArPENDIX F—Law anp Pracricr ConceErniwe Pustic UriniTy
Rerocarion, BY STaTEs

Summary oF Law anp Pracrier ConcErnineg Pusiic UriniTy RELuu,-.-mroN IN
Hicaway Rigur-or-Wav, anp Cost ResronsisiuTy, BY STaTeEs, 19541

ALARAMA

Judicial decisions
Houthern Bell Tel. & Tel. v. Mobile, 162 Fed. 523 (C. C. 8. D. Ala. (1007)). A
eity ean be enjoined from cutting down & telephone company’s poles after the
wr_npafu}r refused to comply with an ordinance requiring it to use another com-

any's poles, after the city had consented to the company's use of its strects.
; F%ﬁmiﬁ Southern Bell Tel. & Tel., Bquity, Cir. Ct, Ala., 1954, The State can

require & utility to relocate its facilities located in the margin of highways at the
cxpense of the utility when highway improvement and widening require.

Proctice
Tilities.

FPractice
Utilities,

ARIZONA

ARKANBAR

Practice
Utilities,

! Omly the predominnnt fontures of State leglslation have been summarized in this table; variations of all
tm%"&éﬁ‘:ﬁi& ortl;fa Atate lows., Likewlse, only the hjgh!igg.m of State practios with respoct to utility
relacalion reimbrrsement bivee been ineluded, Thefe ave more than 175 judieial desisians thet aro relavant
to the public tility relocation problem, but only the mast impartant cazes huve beon included hesa.

While n jurisdiction is bound by another jurisdiction’s pronouncernent of the commen law, thers has
bieen no diggent, from the eommen lvw mule ns enunciated by numerans eourta that, n the sbsenee of o clear
statutory mandate shiflting the burden to the State, wcilities are obliged to meloeate at their own e
their facilities located in public hishways when required to facilitate highway improvements, ‘Thus,
altlpugl ned all jurisdictions lave passed on the question speclfically, this weuld scem to be the applicable
mule in those: jurisdictions whose courts and legiskatures have remained silent on the problam,
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CALIFORMIA
Statidory provisions

_Designated publiely owned and privately owned utilities in conventional State
highway righi-of-way in urban and rural areas must be moved at expense of
utility. Bpeecial provisions apply to freeways.

Judicial decisions

Mereed Fulls Gas & Electrie Co. v. Turner, 2 Cal, App, 720, 84 Pac. 230 (1906).
A utility which has been granted permission to maintain its poles in the sidewalks
of & city for a number of years ean be compelled to change the position of those
poles to other locations in the sidewalks when I]HﬂEBHit.E.t.E{'f by the ponstruction of
artificial stone walks by the eity,

Eussell v, Sebastian, 233 U, 5. 195 (1914). After a city has given permiasion
to a utility to commence service and to use its strests under a California con-
atitutional provision authorizing this use, and after the company has aceepted
the grant by using the streets, the eity eannot refuse to permit the company to
extend ita services.

Loz Anpgelea v. Los Angeles Gos & Electrie Co., 251 U. 8. 32 (1919), A ecity
which had consented to the use of its streets in accordance with the California
eonstitutional provision at that time granting to utilities the right to use the
streets of consenting municipalities could not compel a utility to relocate its
facilities at its own expense when the eity desired to eonstruct a municipal light-
ing system.

Stale v. Marin Municipal Wealer District, 17 Cal, 2d 609, 111 P, 2d 651 (1941).
The State can compel a utility at its own expense to move its facilitics located
in a highway when the highway is being improved, even though the utility had
obtained a franchise right to locate in the highway. The statute under which
thel company was required to move was held to apply to municipally owned
utilities,

Los Angeles County v. Wright, 236 P. 2d 802 (Cal. 1951). The county, which
had obtained a rosd easement over private lands, could not compel a utility,
which had located its lines on private right-of-way obtained from the same
grantor, to relocate its line ad its own eost; to interpret a statute compelling
utilities to move their lines from within highway rights-of-way to reguire this
utility to move at its own expense would deprive the utility of its constitutional
righta,

FPractice

1. Publicly owned, non-revenue-producing utilities, located on eonventional-
type highway: State.

2, Privately or publicly owned utilities located on mmmnt-iunal—typn highway
by permit or franchise and not by reason of prior property rights: TUtilities,

3. Public districts, legally occupying highway right-of-way: Districts.

4, Utilities lawfully maintained on freeway right-of-way:

(i) SPlelil:l}’ or privately owned, moved entirely outside freeway right-of-
way: =tate,

() Utility lawfully installed in city street or county road beforesuch street
or road came into State freeway svatem and relooated within freeway right-
of-way:

(1) Publiely owned, nonrevenue-producing utilities and privately
owned street lighting struetures: State (but not where initial installation
wns in State highway,)

(2 If privately owned, costs alloeated in accordance with arreementa
where such have heen entered into, otherwise by State under certain
circumstances.  (Generally, agreements provide for a 50-50 division of
coats, but under certain limited circumstances State pays 100 porcent
of aost.)

Practice
Utilities, except where prior property rights exiat.

COLORADOD
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CORNECTICUT
Stalulory provistons
Designated utilities on controlled-access highways must move, and relocation
eost is shared by highway department and utilities.

Practice

1. If loeated on non-controlled-access highway right-uf—wa.y: Ttilities.

2. If located on controlled-access highway right-of-way: Cost is equitably
shared (1. e. in proportion to benefits received),

DELAWARE
Practice ;
1. Publiely owned utilities, on highway or private right-of-way: State,
2. Privately owned utilities, on highway right-of-way: Ttilities.

FLORIDA
Statutory provisions
Specified publicly owned and privately owned utilities in State highway right-
of-way in urban areas must be moved by utility.

Judicial deciaions
Anderson v. Fuller, 51 Fla. 380, 41 So. 684 (1906). A bid by a contractor for
the eonstruction of & municipal sewerage system which includes the ¢oat of reloeat-
ing privately owned utility facilities is not the lowest responsible bid, sinee the
eity is not liable for those costa, ]
outhern Bell Tel. & Tel. v, Florida ex rel, Ervin, — Fla, —, 75 Bo. 2d 706 (1954).
The State can require a utility to move its facilities located in the publie highwava
under authority of a statute when this move is requirad by the construetion of a
Federal-aid expressway.

Praclice

1. Outside municipalities: Utilities,

2. Municipal connecting link State roads: By agreement with municipality,
reloestion made without cost to State (municipality and utility company agree
econecerning payment of cozts).

GEORGIA
Judicinl decisions

Macon Street B, K. v. Macon, 112 Ga. 782, 38 8. E. 60 (1901). A city can compel
a street railway to move its tracks from the side to the center of a road at its own
cost if publie 2afely and convenienes require.

Carver v. State, 11 Ga, App. 22, T4 8. B, 556 (1912). An official of a telephone
company who removed poles from the center of an improved highway and
reloeated them on side of road without obtaining the requisite permission of
county authorities sannot be arrested for violating the county’s safety ordinances,
since county officials had no right to refuse to designate new place to which they
eould be removed; the eounty had only regulative, not prohibitory powers,

Macon v. Southern Bell Tel, & Tel., 89 Ga. App. 252, 79 8, E. 2d 3656 (1953).
A ity ean eompel a utility which has loeated ita facilities with permission in the
streets of the eity to relocate them at the company's eost when necessitated by
the construction of a municipal hospital.

Fractice
Utilities,
IDAHD
Practice
Utilities,
TLLINOIS

Judiciol decisions

Peoples Gas Light & Coke Co. v, Chicago, 413 TI1. 457, 100 N, E. 24 777 (1963).
The eity iz not obligated to reimburse a utility for the cost of protecting and
relogating its facilities located in the publie streets when necessitated by the
conatruction of & municipal subway system, sinee that is a governmental function,

Ilinois Bell Tel, Co. v. Chas, Ind Co., 121 N. E. 24 600 (App. Ct. II. 1954},
A telephone eompany whose lines are injured by a contractor in the construction
of a sanitary sewer and the grading of extensions of existing city streets can
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recover damages since the utility obtained a proprietar i

: ¥ or :l:rusaegaary interest
proteeted rom damage by subsequent users: it was a dut the
inform itsell of the loeation of the utility's lines, Dy O 8 oonliaser i

Practice
1. Privately and cooperatively owned utilities: Utiliti
2. Publicly owned utilities in rural areas: Utilities,
3. M{U?J%TLI}* ]?wnr.-d utilitiea:
a ighway right-of-way outside of eit i
iy e ! 'y ¥ outside of eity of Chicago and Cook County

Municipality and State pay proportionate shares of cost i
street improvement costs, as follows: Al o

FPopulation of
mu”hmﬂﬁ, Partleipation

Over 25000.. ..... 50 perosnt of total cost hy State
10,000 ta 25,000 .| Width of moving traflic lanes

Curb to cirh wilth ¥ totn] coat=Siate's share.
5,000 fo 10,000, .| 78 percent by State,

Under 5,000, ... M:Eﬂﬁ;ﬂ:? pa.r_z years' motor fuel tax allotments, or 25 percont of total cast,

(b) On expressway system in eity of Chicago: f cost. b
CI}iﬁag(?, ¥ by Cook County. B Mk SERY Boate, K 07
el Un expressway system in Cook County (outside eity of Chi :
50 percent of cost borne by State and 50 pereent by Cook Cgrunt.}r. A

INDIANA
Statutory provisions

Specified publicly owned and privately owned utilities in State highw ight-
of-way in urban arcas and lul&pﬁonﬂ epoperatives in urban and rur{ﬁ nr:grarﬁust-
be moved at expense of utility.

Judicial decizions

Cumberland Tel. & Tel. v. Evansville, 127 Fed. 187 (C. C. Ind, 1003). A tele-
phone company which purchases the plant of another company, the former one
having been granted unlimited right to loeate its facilities in the streets of & city
can be required by the city to remove its poles, sinee no express or implied pawe;
had been gra.m.urd to the former company to sell its franchise,

Hammond, W. & E. C. Ry. v. Ziegler, 198 Ind. 456, 152 N. E. 806 (1926).
A atreet railway which has been granted |[n.-rr:n.ilsmiq:m to locate its tracks in a high-
way prior fo the highway's annexation by a city ean be required by the Btate
highway department to move its tracks to the center of the Btate {-ruighwuy as
improved and widened by the State highway commission with Federal nid, even
though the project is within the present eity limits.

Praclice

Utilities (under broad powers, applies to all utilities).

I0WA
Stalulory provisions
Specified privately owned utilities in State and ecounty highways, privatal
owned telegraph and telephone facilities in publie roads, and publicly ’u'E'.rned ga.:g
and water maing in rural areas must be moved at expense of utilities.

SJudiciel decizions

Des Moines City Ry, v. Dea Moines, 90 Iowa 770, 58 N. W. 006 (1804}, A street
railway company cannot be required Lo remove and relocate its tracks from the
center of the atreets of a municipality where they have boen eonstrueted with the
approval and at the direetion of that munieipality to the side of the streets in
order to permit the construetion of a municipal sewer, since the cast to the street
railway would be burdensome and sinee there was acfequalc room on the side of
the streets for the sewer.

Towa Tel. Ca. v. Keokuk, 226 Fed. 82 (8. D, Towa 1915). A company which
looated its facilities in the streets of & eity and which expended money in relianes
on an lowa code provision giving such eompanies the right to use public highwaya
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with the city’s assent fo itz locationi eannot be compelled subsequently to obtain
a franchise from the city or to comply with maximum rates set by the city.

Practice

1. Loeated on urban extendions of State highways:

{a) Privately owned utilities: As determined by franchise provisions,
(h) Publicly owned utilities: As determined by ordinance provisions,

2. Telephone lines on highway right-of-way outzide eities and towns: TUtilities.

3. Water and gas mains, sidewalks and eattleways: Located subject to such
conditions as highway authority may prescribe,

4. Pipeline companies, power lines (under jurisdiction of Commerce Com-
mizsion, which mav preseribe conditions for loeation) : Utilitics, upon insistence of
highway eommizgsion.

KANBAS
Statufory provieions

Specified publicly owned and privately owned utilities in State highway right-

of-way in urban and rural areas must be moved at expense of utility,

Judicial decigions

Panhandle Eastern Pipeline Co, v, Slate Highway Comm'n, 204 U, S, 613 (1935).
A State highway ecommission cannot invoke a statute, requiring utilities located
within the right-of-way of & highway to reloeate their facilities at their own
expense, against a pipeline ecompany loeated on its own private right-of-way
when the commission desires to lay out & new highway over that right-of-way;
this would violate the utility’s eonstitutional rights.

Practice
1. Privately or cooperatively owned utilities: TTtilities.
2. Publicly owned utilities: Loeal government.

KENTUCKY
Statulory provisions
All privately owned utilities in State highway right-ol-way in rural areas and
gpecified publiely owned and privately owned utilities in publie roads must be
moved at expense of utility.

Judicial decisions

Louisville City Ry. v. Loudsville, 71 Ky, (8 Bush) £15 (I871}. A eity can require
a street railway to remove its existing track and to lay a new type of track in the
street when the Citi; repaves the street, even though the eity had originally given
permission to lay that type of track.

East Tennesgee Tel. Ca, v, Frankfort, 190 Fed, 346 (E, D, Ky, 1911). After a
telephone company has spent & large amount of money in reliance on a city's
irrevocable permission to operate its line over the streets of the city, that city
cannot repeal its permission nor can it prescribe the rental to be charged by the
telephone company.

fsville v. Cumberlond Tel & Tel., 224 U, 5. 649 (1912). A city cannot, prior
to its expiration, repeal the permission it had granted to a utility to oceupy its
streets when the utility had expended great sums of money in reliance on that
permission.

Ohwenshore v, Cumberland Tel. & Tel., 230 U. 8. 58 (1913). A city cannot com-
pel a utility to remove from the streets its lines erected pursnant to the city's
express permission which was unlimited in time,

Louisville (fas & Electric Co, v, Comm'ra of Sewerage of Louisville, 236 Ky. 376,
33 B, W. 2d 344 (1931}, A utility which has located its facilities in the public
streets cannot recover for damage to its facilities caused by the nonnegligent
construction of a eity sewerage system, which the court held to be a valid exercise
of the police power,

Union Light, Heal & Power Co. v. Louiseille & N. R, R., 257 Ky. 761, 79 8. W.
2d 199 (1935), A utility which is required to relocate its facilities located in the
atreetz of & city when the city and a railroad eliminate 8 grade crossing at those
streets cannot recover for the cost of that relocation either from the eity or from
the railroad, despite the railroad’s contract with the city to reimburse anyvone to
whom the city might be liable.

Southern Bell Tel. & Tel. v. Commonwealth, — Ky. —, 266 8. W. 2d 308 (1954),
Ttilities which have located their fapilities within highways under permission pro-
viding that they should not ohstruct the use of the highways can be forced to relo-
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eate those facilities at their own expense when the improvements of those highways
s0 require, even though they are Federal-aid projects.
Praclice

Utilities.

LOUISIAMA

Statutory provisions

Bpecified publicly owned and privately owned utilities in State highway right-
of-way in urban and rural areas must be moved at expense of utility,
Judicial decisions

New Orleans Gag Light Co. v. Drainage Comm'n of New Orleans, 107 U, 8. 453
(1905). A utility which has bean granted the exelusive right to vend gas in New
Orleans and the privilege of laying its pipes in the streets of that city can be re-
quired to relocate those facilities at its own eost when the State adopts a plan for
the improvement of its existing drainage aystem, since that is a valid exercize of the
police power.

Western Union v, Police Jury of Lafayetle, — La, —, 73 So, 2d 450 (1954 (dig.).
A utility which maintained a telegraph line across a river in a line paralleling a rail-
road bridge as authorized by a Louisiana statute ean be required to move ab its
own cost when required by & program for the improvement of navigation ; however,
the case was remanded to see if the removal was actually neecezsary, sinee the
utility had alleged that the move had been ordered solely to permit a dredge to
take a land route rather than a route under the bridge. ;

Practice

Utilities,

MATNE

Judicial decisions

Belfaat Water Co. v. Belfast, 92 Me. 62, 42 Atl. 235 (1808). THility which is given
permission to construet watergates within the limits of a street of a municipality
near the edge of an existing sidewalk eannot recover from that municipality the
cost of relocating the gates when necessitated by the widening of the sidewalk
and the construction of granite curbing, without an express agreement on the
part of the municipality, since the repair to the sidewalk constitutes a valid exercize
of the police powers.

Practice
Ttilities,
MARYLAND
Practice
Utilities,
MABSACHUSETTE

Judicial decisions

Nuatick Gaslight Co. v, Nalick, 1756 Masa, 246, 56 N, E, 202 (1900). A company
eannot reeover for the cost of relocating its maina inmtﬂd:&r permiszion of a eity
in its streets when necessitated by the elimination of a grade crossing over those
streets, despite a statute requiring the payment of eompensation for injury to
prorerty eaused by the changing of grades of public ways.

Eager v. New Eﬂg!ﬂnd Tel, & Tel,, 239 7. 8, 313 (1016). A city cannot refuse
ermission to repair its linea to a mmgany which had complied with the 1866
ederal Post Roads Act and had erected its lines in the eity's streets without ob-

jection by the city, I];ummnt to a Btate act granting such companies the right to
use oity streeta with permission of the appropriste city. While the city could
impoze reagonable restrietions, it eould not arbitrarily exclude the wires from the
streets.
FPractice

1. Privately owned ‘utilities: Utilities.

2, Publicly owned utilities: State.

MICHIGAN
Judicial decisions
Detroit Edizon v, Detrodd, 332 Mich. 348, 51 N. W, 2d 245 (1952). A utility
which has Iaid its facilities in alleys dedieated to the publie by the original land-
owner ean be required to bear the cost of reloeating those facilities when the eity

desires to construct a public sewer in thoae alleys,
L]

PUBLIC UTILITY RELOCATION 63

Praclice i

1. Privately or ccoperatively owned utilities; Utilities.

2. Publicly owned gas and other pipelines: Ttilities.

3. Publioly owned sewers ‘and water mains: Usually by State {(by special
agreement with municipality).

4. Publiely owned electric and power and transit: State or municipality, by
apecial agreement.

Judigial decizions

Stillwater Water Co. v, Stillwater, 50 Minn. 498, 52 N. W, 203 (1892), A
utility which laid maina in municipal streeta whose grade had been established
but which had not vet been graded must lower the pipes at ita own expense when
the streets were gubsequently graded, even though graded on a lower plane than
had originally been established; this decision was reached despite a provision in
the ordinapee granting the right to the utility fo lay its pipes requiring the
munieipality to bear the cost of relocating any pipes which the municipality
might eompel the eompany to lay in order to inerease its revenue when neccasitated
by the change of grade of any of the atreets in which these extended pipes are
lonated.
Praclice

1. Trunk highways: Ttilities.

2. Munieipally owned utilities:

{a) When highway located on local street and there is eooperative work
paid for jointly by State and city:

{1’) Existing storm sewer incorporated into new work: Cost allocated
in proportion to size of drainage area served and use of any inplace
gystem.

{2) Water mainz and sanitary sewers: T5 percent by State and 25
percent by municipality.

{3 Utilities other than under (1) and (2} above: By agreement.

() When trunk highway located on new right-of-way, which only erosses
local streets (no cooperative work): State,

MINNEBOTA

MIBBIBSIFPL

Statulory provisions

All publicly owned and privately owned utilities in State highway right-of-way
in urban and rural areas must be moved at expense of utility.
Judicial decizions

Willmut Gas & 0l Co. v, Covinglon County, — Miss. —, Tl So, 2d 184 (1954),
A company which has been granted a free easement by the county over school
lands can be required to pay compensation for the continued use of that land,
sinee the State constitution forbids the giving away of these school lands and
also forbida the donation of any publie lands under the control of the State.
Praclice

Utilities.

MISS0OTRI

Statutory provisions

Specified privately owned utilities in Btate highway right-of-way must be
moved at expense of utility, unleas otherwise provided by State highway eom-
mission; all privately owned utilities in right-of-way of public roads must move
facilities at own expense,
Judicial decisions

National Waler-Works Co. of New York v, Cily of Kansas, 28 Fed. 921 (C. C.
W. D. Mo, 1886). A utility which has loeated its facilities in the streets of & eity
with the permission and under the direction of that city can be required to bear
the cost of relocating those facilities when the eity construets a sewer in those
same streets, singe sewerage is a matter within the poliee powers. : .

Hannibal v. Missouri & Kangas Tel. Co., 31 Mo. App. 23 (1888). A city which
has authorized o utility to locate its poles in the streets of that city eannot require
the eompany to remove its poles without fm-uf that they inconvenience the publie.

8t Lowis v. Western Unton Tel. Co., 148 U, 5, 02 (1593). A city can impose a
tax of $5 per Hnla on & telegraph eompany even though the eity had formerly
consented to the use of its streets, and even though the company had complied
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with the 1886 Federal Post Roads Aet giving it the right to erect its facilities in
all roads in the United States.

tate ex rel. Highway Comm'n v. Union Eleciric Co., 142 3. W. 2d 1089 (Mo,
1944). A State highway commission cannot collect a rental from an electric
company for the use of its bridge which is part of the Btate highway system,
sinee the commission had not been granted the express power to impose this
charge, nor does it possess the implied power, sinee it could not refuse permission
to the eompany to use the bridge, Nor does the allegation that the lines interfoere
with the public alter this conclusion, sinee imposing a charge would not prevent
the interference,

Practice
Utilities,
MONTANA
Praclice
Tilities.
NERRABK &

Statwlory provisions

Bpecified privately owned utilities in right-of-way of State or Federal highways
must be moved at expenae of utility.
Judicial decisions

FPlattsmowth v. Nebraska Tel. Co., 80 Nebr. 460, 114 N, W. 588 (1908). A
city which has by ordinanee authorized a utility to loeate its facilities in the streets
of the city cannot subsequently, alber the company has expended money in reliance
on that ordinanee, require the company to place its facilities underground arbi-
trarily without necessity or the demands of publie convenience.

Old Colony Trust Co. v, Omaha, 230 U, 3. 100 (1913). A city cannot require a
utility to remowve its poles and wires from the streets prior to the expiration of the
term for which it had granted permission to the utility to use the streeta. )

City of Chadron v. State, 115 Nebr. 650, 214 N. W, 207 (1827). A city which
maintains its water pipes within the right-of-way of Btate highways is required
to bear the cost of relocating them when necessifated by the grading and im-

roving of these highwaya as part of a Federal-aid project, although it ean recover
rom the State the cost of materialzs damaged by the State’s negligence in failing
to give notice to the city of the projected work,

Praclice
1. All utilities exeept irrigation and drainage ditches: Utilities.
2. Trrigation and drainage ditehes:
{ﬂg Privately owned: Utilities, or as provided by agreement.
() Publicly or eooperatively owned: Btate or local government, or as pro-
vided by agresment.

Practice
1. All utilities (except Bell Telephone Co.): Each case is decided upon cireum-
stances in which it is environed, with desire on part of both Btate and utility com-
panies to settle amicably whenever possible. P
2. Bell Telephone Co. {the most commonly recurring relocation): Ordinarily
Btate reimburses.

NEVADA

NEW HAMPSHIRE
Statutory provisions
Specified privately owned utilities in right-of-way of State highways must be
maoved at expense of utility.

Judicial decisions

Bourget v. Public Service Comm’n, 97 A. 2d 383 (N. H. 1953). A jury’s finding
that a utility pole loeated at an intersection of two eity streets was negligently
placed could not be overturned by the court in an action against the utility for
negligenee brought by a driver who ran into that pole when blinded by another
ear’s lights on a rainy night, even though the placing of the pole had been licensed
and gupervised by the ecity.
Practice

Utilities (State or local government might have to bear expense of relocation of
poles and wires placed on right-of-way prior to 1939).
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e o NEW JERSEY
Judicial decisions

Erie B, R. v. Board of Public Utility Comm'rs, 254 U_ 8. 304 (1921). The publie
utility commissioners of the State, acting pursuant to a statute, can validlv ro-
quire & railroad to bear the edst of eliminating grade erossings of its tracks and
highways, and a utility whose facilities are located at the intersection ean also be
re ulreth-n bna‘% ;.:}Eu T“e?tﬂt C?f relocating its facilities,

eir Jeraey . Co. v. Delaware River Jaint Comm'™n, 125 N. J. L. 2

15_ A.‘Ed 221 {I'Btil}LI A utility whose facilities are located in th,e streets of Camdaéﬁ-:
with its permission is not entitled to reimbursement from the eity when required
to relocate those facilities during the construetion of a subway over the Delaware
River bridge connecting Camden and Philadelphia. g

Praetice

1. Privately owned utilities; Utilities.

2. Publiel owned utilities: State.

_3. Any utility facilities disrupted due to grade separations or those located in a
highway that is vacated or wiped out due to radical grade changes: State,

L:f-. Fublicly or privately owned facilities loecated on frecways or parkways:

&,
o KEW MEXICO

Statufory provisions

Bpecified privately owned utilities in right-of-way of State high
moved at expense Jut;ilit}'. . L

Practice
Utilitios.
NEW YTORK
Statutory provisions

Specified publicly owned utilities in rzht-of-way of St i ya i
areasg must be moved al expense of St.a.tzg el W iege I T
Judicial decistons

In re Deering, 93 N, Y. 361 (1883), The owner of land adijacent to the street
eannot be required to bear the cost of relocating a gas cnmpﬂ.n]}f'a pipes under the
street in front of his home when the grading of the street necessitates the removal
and replacement of the pipes,

New York Electrie Lines Co. v. Empire City Subway Co., 235 1. 8, 179 (1914). A
utility which has been granted the permission of the eity to lay its facilities in the
streets of the city, but which has neglected to act upon this permission for a number
:flartiar&dnﬂt:n be refused permission to make use of other conduits in the strests at

r A

Parter v. Municipal Gas Co., 220 N. Y. 152, 115 N. E. 457 (1917). A failure on
the part of & telephone company to remove its wires from the side of a building
as required by a munieipal ordinance which ordered them placed underground ean
make the company liable for damages to a person injured in a fire in that building
if the wires of the eompany prevent a fire company from placing a ladder against
the building; however, the company's noncomplianee would be exeused by the
failure of t-hfe nit.;.r to specifly a location for the underground conduits,

Transit Comm’n v, Long Jalund R, R., 253 N. Y. 345, 171 N. E. 565 (1930). A
utility which has located its facilities under the streets of a eity pursuant to a
franchize from the city ean be compelled to bear the cost of relocating those facil-
ities when necesaitated by the elimination of a highway-railroad grade croasing
even without a statute specifieally referring to the alloeation of this cost. .

Wesf:hes!e:; Eleciric R, K. v. Wesichester Counly Park Commission, 256 N. Y.
207, 174 N. E. 860 (1931). A utility which has located its facilities within munie-
ipal streets pursuant to a franchise from the munieipality cannot be required to
hear the cost of ad_]ust.l_ng those facilities when necessitated by the eonstruction
of a county parkway, since the statute under which the project was undertalken
explicitly relieved sueh companies of "“direct or indirect’ expense, loss or damage
M?’-Sm";ﬂﬁFT t.{]le project.

ity of New Yerk v. Brooklyn Edison Co., 247 App. Div. 48 286 N. Y. 8. 67!
(1936). (Cf. the New York "E‘"aiepﬂumc Co, case bglli;w.} Thé city ecan rnemr:-g
the cost of relocating a utility's underground faeilities maintained under the
streets when that relocation is neeessitated by the eity’s elimination of exizting
subway entrances and the conatruction of new ones on the sidewalks, since this
waz an improvement made by the eity for the more beneficial use of the public
highway, and was not an incident of subway eonstruetion,
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' Meara v. Fosial Telagraph-Cable Co., 279 N. Y, 282, 18 N, E, 2d 157 (1938).
A utility which had erected its facilities on private land without a license, eonzent
or permission from the owner can be reguired by the present owner to remove its
facilities from the land; it did not aequire any right to remain in that location by
%’EUT]PUGH under the New York real property law nor from the 1866 Federal

oat Roads Act,

Cily of New York v. New York Tel (o, 278 N, Y. 9, 14 N. E. 2d 831 (1938).

{CF. the Brooklyn Edison (o, ease above) The city cannot reeover from the
utility the cost of relocating the utility's facilities loeated under the streets when
that relocation is necessitated by the eily’s elimination of the existing subway
entrances and the construetion of new ones on the sidewallks, sinee this was not a
nzeeasary part of the highway improvement, but was undertaken on behalf of the
mt.'r’_s subway system, A proprictary funetion of the city,
: Tiltan v. Htafe, 264 App. Div, 507, 20 N. Y. 8. 2d 76 (1940). A atreet railway
iz not entitled to damages for the eost of installing temporary lines when the
streetz on which its tracks were located were closed during the construetion of
girders and bridges in the elimination of railroad-highway ercesings, despite a
glatute requiring compensation for “damage to properly not acqguired,™

Matier of Chealowaga, 259 App. Div. 141, 18 N. ¥. 5 2d 613 (1940). An order
of the Public Servics Commission refusing to inelude cost of relocating a utility's
pipelines maintained in the highways as an “incidental improvement connected
with the elimination of a railroad-highway grade erossing is reasonable, and follows
the common law rule imposing this cost upon the utilities in the absence of & clear
statutory mandate to the contrary. ;

Western New York Waler Co, v. Brand!, 259 App. Div, 11, 18 N. Y. 8. 2d 128
(1940). The State iz not obligated to bear the cost of relocating utility fasilities
located in the highway necessitated by the elimination of & grade erossing of a rail-
road and a highway despite a statute requiring the State to bear the cost of “in-
cidental improvements.”

Pezi!fun of Fillespie, 263 App. Div. 175, 32 N. Y, 8. 2d 96 {142). A utility
which is provided a substitute route by the State for its facilities involving greater
annual maintenance expense than its former location in the highways can recover
this cost from the board of water supply which condemned the highways in which
the facilities had formerly been loeated, sinee the statute under which the board
was operating exempted the owner of condemned property [rom all direst or in-
direet loss, expense and damage,

Public Service Comm'n of New York v. City of New York, 268 App. Div, 121, 49
N. Y. B, 2d 214 (1944). The State need not bear the cost of relocating transit
facilities owned by the city when a grade elimination project necessitatea this
wark, despite a statute requiring the State to bear all costs of “ineidental improve-
ments econnected™ with the project.

New Yark City Tunnel Authorily v. Consolidated Fdizson Co. of New York, 295
N. Y. 467, 68 N, E. 2d 445 {1946). The New York City Tunnel Authority can
recover from the utility the cost of protecting and relocating utility facilities
located in publie streets within the approaches to a tunnel sonstructed to carry a
city highway over a body of water, sines this was & public highway improvement,
despite the charging of tolls on the bridges.

I re Gallen Ploce, 304 N, Y, 215, 106 N. E. 2d 807 {1952). A utility whogse
franchize right to loeate ita facilitics under the public streets of & city was extin-
guished when the eity closed a street in which the company had erected its facilitics
in order to eonstruet a bus depot thereon falls within the terms of the statute
requiring compensation for the extinguishment of franchise rights; the court
held the eonstruction of a bus depot to conatitute a proprietary activity of the
city, rather than an improvement of the highwayvs.

Conaolidated FEdigon Co. of New York v, State of New York, 276 App. Div. 677,
87 N, Y, 5. 2d 431 (1950). The State is nod liable to a utility for the relocation of
its fmeilities located in the streets cccasioned by the construction of temporary
tracks and emergency exits during the elimination of grade crossings, despite a
Emtlﬂm%? provision malking the State liable for damage to property not aeguired

¥ the State.

Nicholez i Menna & Sons, Trc. v, Cily of New York, 114 N Y. 8. 2d 347 (Bup.
Ct. 19527, A railroad which had erected a duct line within the strests of the
ity must pay the cost of supporting and protecting its ling when necessitated by
the city’s eonstruetion of a public sewer.

Jamoica Water Supply Co. v, City of New York, 280 App. Div, 834, 114 N, Y, 5.
2d 79 (1952), A private utility muzt bear the eost of relocating its facilities
Ioeated under the streets of a city when necessitated by the eity’z construetion
of a water supply system which is o governmental Munetion.
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Practies "
1. Privately and cooperatively owned wtilitios: TTilities,
g 2, Fublicly owned water, sewer, and other facilities maintained for public nze:
tate.
3. Other publicly owned ulilities; TTtilities,

NORTH CAROLINA
Stafulory provistons

All privately owned utilities in right-of-way of State highwaya must be moved
at expense of utility.
Judictal decisions

Elizabeth Cily v, Banks, 150 N. C. 407, 84 5. E. 189 {1909}, A city cannot
declare forfeit and collect on a bond given hy the recipient of 30-vear franchise
from that eity conditioned on completion of & gas plant within a specified time,
sinee the eity did not have the power in the firat instance to grant him the franchise
Lo use the strests for purposes other than highwaya; the city holds ils interest in
the streets (whether it be a fee or an easement in the soil) in trust for the public's
use as a highway,

Raleigh v. Caroling Power & Light Co., 180 N. C. 234, 104 8. E. 462 {1920).
Street railway which had obtained consent from county commissioners and from
adjoining landowners to lay its tracks in & road oulside the limits of a city can be
required by that eity to move its tracks to the center of the road after the city
extended its limitz to inelude this road, and undertook to pave and improve this
road.

Practive
Tilities,
NORTH DAKOTA
Praelice
Utilities,
OHIO
Statutory provisions

All privately owned utilities located in right-of-way of State highways in urban
and rural areas must be moved at expenae of utility.

Sudicial decisions

Oanz v, Ohie Postal-Telegraph Cable Co., 140 Fed. 692 (6th Cir. 1905). A
utility which has loeated its poles and wires in the right-of-way of a public high-
way pursuant to permiszsion granted by the eounty commissioners, by a State
statute, and by the 1866 Federal Post Roads Aet can be required to relocate them
at its own expense when the traffic on the highway increased, causing them to
become a hazard to the traveling publie.

Hardin-Wyando! Lighting Co. v. Upper Sendusky, 251 T. 8. 173 (1919). A
runicipality can require a utility to obtain its consent before erecting additional
facilities in the streets of that municipality, even though the company had erected
ite original facilities in the streeta pursuant to an ordinance of the munidpalitj:r
prior to the enactment by the State of a statute requiring the muniecipality's
congent,

Practice

Utilities.

OELAHOMA
Stalulory provisions

Bpecified privately owned utilities in right-of-way of State highwavs must be
moved at expense of utility unless otherwise provided by State highway com-
mission,

Practice
tilities (unless otherwise provided by State highway commission).

OREGON
Statwlory provisions
Hpecified privately owned utilities in right-of-way of State highways in rural
areas muat be moved by utility.
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Practice

1. Utilities located outside municipalities: Utilities,

2. Privately owned utilities located within municipality: In aceordance with
terms of franchise agreement, but in most eases State bears cost.

3, Publicly owned utilities loeated within municipality: Determined effort
is made by State to get utility to cooperate in cost, but in most cases State pays
entire cost.

, PENNAYLVANIA
Statulory provisions

All privately owned utilities in right-of-way of State highways in urban areas
must be moved by utility.

Judicial decigions
Change of Grade of Kerline Street, 12 Pa. Dist. Rep. 764 (1903). A utility which
has loeated its facilities in a public highway outside of a munieipality whose grade

was changed subsequent to the annexation of these highways by the municipality
was required to bear the cost of lowering ita facilities to conform to the change in

grade,

Serandon Gas & Waler Co, v. Scranion, 214 Pa. 586, 64 Atl, 84 (1908). A utility
cannot recover the cost of relocating its facilities located under the atreets of a
municipality pursuant to a legislative grant when that municipality and a rail-
road eonstruct & viaduet in those streets in order to eliminate a dangerous grade
crossing, making the utility’s facilities inaccessible for repairs.

Springfield Water Co. v. Philadelphia & G. Sireef Railway, 45 Pa. Super. 518
(1911). A utility which has located its facilities in the streets of a borough
pursuant to statute and permizsion by that borough cannot recover from a atreet
railway the expense of relocating those facilities necessitated by the changing of
the grade of those streets when that work is done by the street railway on behalf
of the borough.

Duquesne Light Co. v. Pittsburgh, 251 Pa. 557, 97 Atl 85 (19168). A municipality
which has consented to the use of its streets by an eleetric light company can
require that company to place its wires underground prior to the repairing of the
Fn;micipa.lit_\,"a streets so that the new streets would not have to be torn up in the
utare,

4l City v. Postal Telegraph Company, 68 Pa. Super. 77 (1917). Ordinances
raquiring a utility whose facilities are loeated in the streets of the city to place
thoae facilities underground are valid as within the police power of the eity.

Philadelphia Electric Co. v. Philadelphia, 300 Pa. 201, 152 Atl. 23 (1930). A
utility which has located itz facilities in a eity'a streets pursuant to a contractual
aﬁ'reement at o time when the city’s ordinanee required sueh sompanies to relocate
their facilities at their own eost when necessitated by any municipal work eannot
recover the eost of relocation oceasioned by the eity’s construetion of & subway,

FPhiladelphin Electric Co. v. Commonwealth, 311 Pa, 542, 166 Atl, 802 (1933).
A utility eannot recover for the cost of reloeating its facilities located in the atreeta
of a eity when oceasioned by the change in grade of those streets during the con-
struction of the Delaware River Bridge despite a statute requiring the Common-
wealth and the city to confribute to the eoat of conatruetion, which the statute
defined to include damages ineident to the acquisition of the ground for the ap-
proaches to the bridge,

Bell Telephone Co. of Pennsyloanie v, Lewds, 317 Pa. 387, 177 Atl. 36 (1935).
A utility which has been granted by atatute and by franchise from the county
permission to eonstruet its lines across a bridge which subsequently was made part
of the State highway system ecannot compel the State to grant it irrevoeable
permission to place its lines on the bridge as reconstrueted after the former bridge
had been destroved,

Pennsyloania ex rel. Bard v. Philadelphia Eleciric Co., Equity, Common Pleas
Court (1938). The State can require a utility to move its poles which are located
on the shoulder of a widened highway which, in the opinion of the State, conatitute
a danger to the traveling publie.

Bell Telephone Co. of Pennsylvania v. Pennsylvania PUC, 139 Pa. Super. 529,
12 A, 2d 470 (19400, A uf.ilit.;.r can be required to bear the cost of relocating its
facilities loeated within the limits of a highway when required by a grade elimina-
tion necessitated by heavy traffic congestion,

Lewisiown-Reedsville Waler Co. v. Commonwenlik of Pennsylvania, 48 Dan. Co,
Rep. (Pa.) 18 (1940). A company which has obtained an easement to locate its
facilitiea within the limita of a toll road is liable to relooate those facilities at ita
own cost when the Commonwealth takes over that pike and improves it by
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changing its grade, since the company is still permitted to locate its facilities in
ic right-of-way.
th?fnwfl{':gmﬂﬁgwurc Riulgr Joint Commission, 342 Pa, 119, 19 A, 2d 278 (1941). A
utility ean be required at its ewn expense to reloeate its underground _I‘ta:::1I1_:.Ilm
loeated pursuant to consent ordinances of a eity in the streets of that ci 1?:, ‘;tﬁu
neeesgitated by the construction of a subway over a toll bridge which is par ]n @
highway system of the State and the construction of an underpass under the ap-
G at bridge.
meg::fl:f t‘]’?elt;mph-gﬁbk Co. v. Pennsylvania PUC, 154 Pa. Buper. 340, 31:'.: ﬁ
24 535 (1044). A utility whose facilities are located in the right-of-way of n‘l ;.f -
way bordering on a munieipal airport can_be required to relocate ita Iﬁ{n ities,
mtﬁer placing them underground or on private right-of-way at & safe tlristanc:;
from the runways; however, sinee the latter course is the most pmst.mame ?l;
cheapest, but involves the purchase of private right-of-way, the l'rmnh‘|= pa ;hy
which operates the airport in its proprietary eapacity is obligated to : ?ll;t' e
expense of aequiring the right-of-way and of the cost of reloeating the fac 3@.
Philadelphia Suburban Water Ca. v. Pennsylvania PUC, 168 Pa. Super. X
78 A. 2d 46 (1951). A utility which has located its facilities in & hlghw?y.“';-fﬁ
or without a permit, can be required at its own expense o rplnunta those faei i &5
when the State vaoates the highway during the elimination of grade crossings
with highways in the course of the construetion of a limited access expressway.

Praclice
Utilities.
RUODE THLAND
Fractice
Ttilities.
HEOUTH CAROLINA
Praclice

State relmburses for actual cost of moving unless utility is oecupying right-of-
ray by permit {or otherwise).
i { SOUTH DAKOTA
Statutory provisions e

Specified publicly owned or privately owned utilities in right-of-way of any
pub?iu highway must be moved by utility.

Judicial decizions

Dakata Central Tel. Co. v. Shipman Construction Co., 49 8. D. 251, 207 N{‘. \';r.tzﬂ
{1026). A contractor engaged in the grading of a State highway on behall o ! [
State iz not liable in the absence of negligence to o utility for damage to its p;:r )
and wires located pursuant to a State statute in the highway right-of-way, since
the State would not be liable unless it were negligent.

Practice AT

All utilities except municipally owned: Utilities. ; -

Mur:i::i;mliy awl?ed utilities: Handled by agreement at t.:malétummut‘ iz :!n‘:t.k1:I|1:1+
Cirevmstances, ineluding financial ability of ecity, are consi ered in making
agrecment.,

TENNESSER
Judicial decisions
1 jea, T7 i i hich had

K lle v, Afriea, 77 Fed. 501 (6th Cir. 1806). A street railway whi
heen“?r:nfed bj’f:;rdinanee the right to use named city streets, an whmfhﬂll'md
oceupied only some of those streets, lost the right to occupy the netnalinder 0 E':;
when the eity subsequently repealed the ordinance granting permission to i.ml:a s
streets, although this repealer did not affeet any of the facilities already loea

the streets. : .
9 Mﬁr?‘i:?:wn v. Fagl Tennessee Tel. Co., 116 Fed. 304 (6th Cir, 19021, A city
eannot require a utility to remove its poles and other facilities after the company
had expended money in erecting facilities in the streets of a eity in rcllancsi-lon _?n
ordinance of that city granting it the right to vse the streets, although tde! eity
eould enact reasonable pelice regulations with which the company would have
m:"ﬁﬁf{m v. Tennessee E. P. Co., 172 Tenn. 524, 112 B. W. 2d 385 {1938).
A7pity which had granted to & utility a franchise which was not limited in time
eould not require the company to remove its facilitics from the streets up-ﬂn
repaonable notice after the company had expended money in reliance upon the

franchise from the city,
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Southern Bell Tel, Co. v. Nashville, 35 Tenn. App. 207, 243 8. W. 2d 617 (195
A resolution of the board of public works of the State compelling one utglihr :Et-
its own cost o reiluc_af.q its facilities located in the city streets at a grade cma%[np;
which was being eliminated is invalid, when the hoard did not require other
similarly situated utilities to do likewise; this resolution constituted an uneonsti-
tutional discrimination against this utility.

Nashwille v, Tennessee, B. C. Tenn. (1953). A utility whose facilities are in-
stalled within the highway right-of-way can he required to move those facilities
Bven if they are located on private right-of-way or in the publie t‘l!{hb-nf-wﬁ.}'{
with permigsion; if the utilities would then be entitled to compensation, thev
would not laeck a remedy, since they eould recover from the county which, in
turn, eould recover from the State under a specific statute, 4
Practice

[Ttilities,

TEXAR
Statutory provisions
Specified publicly owned or privately owned utilities in right-of-w
; ] -way of State
highways in rural areas must be moved at expense of utility, i X

Judicial decisiona

Fort Warth v. Southwestern Bell Tel, Co., 80 F, 2d 972 (5th Cir, 1936). A city
ean impose A tax upon the easement of & utility to locate its facilities in the streets
am;.u!!ey;rof a aity,

exas-New Merico Ulilities Co. v. State ex rel, City of Teague, 174 8. W. 2d
67 [Tex. Civ. App. 1943). A utility which lLas heeih'll. g{aut.;ﬁ a franchize for a
limited number of years to erect facilities in the streets of a municipality and
which has expended money in reliance on that franchise can be required to remove
its facilities from the streets on the expiration of that franchise,

Practice
All adjustments of public utilities are handlad by the counties and cities,

UTAH
Practice

Costs determined by agreement.,

1. Privately owned utilities: License for installation provides that utility
involyed shall pay expense of relocation.

2. Munieipally owned utilities: By agreement, parties cooperate in cost of
work and materials,

. YERMONT
Practice

Utilities,

. . VIRGINIA
Statulory provisions

Speeificd privately owned utilities in right-of-way of State highways must be
moved by utility. ?
Judictal decisions

Richmond v. Soutkern Bell Tel. & Tel, 174 U. 8. 761 (1800). A telephone
company which had been granted permission to loeate its facilities in the streets
of a municipality with the provision that the permission could be repealed at any
time can be ordered to comply with an ordinance requiring permission of the
municipality for further use of its streels, despite the company's acceptance of
tha 1866 Federal Post Roads Act, sinee this latter act is permissive only, and
sinee jt applies only to telegraph, not telephone, companies.

Western Union Tel, o, v. Richmeond, 224 U, 8. 160 (1912). A utility which
has been granted the permigzion to locste its facilities in the publie streets of a
municipality can be required to comply with reasonable regulations imposed by
the eity, including the placing of these overhead facilities into underground con-
duits; the company's acceptance of the 1866 Federal Post Roads Act does not
invest it with any positive rights which would relieve it of this liability,

FPraetice
Utilities.
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WASHINGTON
Statulory provisions 3
All publicly owned and privately owned utilities in right-of-way of State high-
waye in urban and rural areas must be moved at expense of utility,

Judicial decisions
United States v. Puget Sound Power & Light, 147 F, 2d 953 (9th Cir, 1944).
The United States must pay for the eost of removing and repluni:lg a utility’s
poles and power wires in the streets of a city (which the parties had stipulated
to he the value of the franchise) when the United States condemns the fee simple
title to the streets and adjoining lands sinee, under Washington law, the right to
locate facilities in the streets is personal property for taxation aud other purposes,
not merely & contract, license or permit; furthermore, the Washington constitu-
tion requires the payment of compensation for damage to, as well az for the taking
of, rivateg:mpirrLy, 3
estern Gas Co. of Washinglon v. Bremedon, 21 Wash. 2d 907, 153 P. 2d 946
(1944}, A municipality ean compel a utility to relocate itz facilities at itz own
expense even though those facilitics were located pursuant to permission from the
ecounty in public streets originally outside the corporate limits of the municipality
but which were subsequently annexed by the city; the city ean also include the
revenue obtained from these facilities in computing the smount to be paid to the
city pursuant to the company's franchise granted by the eity.

Praciice

Cataide municipalities: Ttilities,

Inzide municipalities: In accordance with terms of franchize agreement, which
generally provides for payment of coat by utilities,

WEST VIROINIA

Statulory provisions

All publicly owned and privately owned utilities in right-of-way of State high-
ways in urban aress must be moved At expense of utility; specified privately
owned utilities in right-of-way of State roads must be moved at expense of utility.,
Judicial deciaions

Coundy Courl v. White, 79 W. Va. 475, 91 8. E. 350 (1917). A utility whose
facilities are located within the highway right-of-way can be requircd to move
them at their own eost when they obstruet the i::;ﬁmw:nﬂnl. of the highway,

Siate Hr Rel. Cily of Benwood v. Benwood & MeMechen Weter Co., 49 W. Va. 724,
120 8. E. 918 (1923). A utility can be required to remove and relocate its facilities
erected under the streets of the municipality pursuant to a franchise and under the
direction of the municipality when the municipality grades and repaves the streets
in such a manner that future repairs of the utility's underground facilities would
interfere with traflic and disrupt the improved street,
Prackice

tilities.

WIBCONBIN

Statulory provistons

Bpecified privately owned utilities in right-or-way of State highwavs in arban
areas must be moved at expense of utility unless franchise provides otherwise as to
eoat; specified publicly owned utilities in right-of-way of State highways in urban
areas must be moved at expense of abutting landowners,

Judicial decisions

Milwaukes Electric Ry, & Light Co. v. Milwaukee, 200 Wisc, 656, 245 N. W, 856
(1932). A eity acting in its proprietary capacity in the eonstruction of & munie-
ipal water main cannot compel a utility which had located its facilities in the
publie streets pursuant to permission of the eity to relocate those facilities at its
own cost without an express reservation in the utility’s lranchize to that effect,

Practice
Utilities.
DISTRICT OF COLUMBIA
Statutory provisions
Specified privately owned utilities in right-of-way of streets must be moved at
expense of utility,
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Praclire
L. Publicly owned utilities; Highway department reimb
dggult;m“t it ghway department reimburses the Government
. Privately owned utilities: Distriet reimburses for poles, lights, and oth
overhead installations but not for underground eonduits, e e e ke

HAWAIL
Statulory provisions )

All privately owned utilities in right-of-way of Territorial and Federal-aid high-
ways must be moved by utility at cost of Territorial highway department and
utility; all publiely owned utilities in right-of-way of Territorial and Federal-aid
highways must be moved at expense of ‘%errit-uriu! government.

Practice
1. Publicly owned water and sewer utilities: Territory.

2. Privately owned utilities: Utilities pay first $3,000 plus 50 percent of amount
over 83,000; Territory pays 50 pereent of amount over &, 000, id i

PUERTO RICOD
Praclice
1. Publicly owned electric and power, water, sanitary sewer, tels aph, and
telephone: Department of public works pays for labor and cost o any new
materials and receives eredit for salvage value of removed materials,
2. Privately owned telephone and gas: Utilities,
3. Federally owned utilities: Department of public works,

ArrEnpIx F—StaTE PracTicEs o REIMBURSEMENT oF PUBLIC
Urmurry Revocation Cosrs Waere BerrerMexnt Is INVOLYED

Btate practices on reimbursement of ut:'!!'ﬁ?; relocation costs where betlerment iz
i 854

trolved,
Biate | Practioes
||
AR s | Uthlity eompnny is relmbuarsed for actual eost of moving plant.  Tn case of bats
termmemt or removal of plant to an entirely new lon outstde highway

right-ol-way, company 15 reimburssd for estimeted cost of relocating, in kind,
akmg margin of new Iflnra.y right-af-wiy,
5}

Arlzona. . | Hi I:;.ragr department only bears cost of replacing facllity as it wos at tlme of

Arknnsas._ -| Btate dots not pay for any betterment. Tt will pay for expensss Inoarred fn
rl\eltkmilnf water main but not for additional eost of a larnger main,

Californks. ..oneee e cenneas Whenever law requires Binte to pay eost of releention of utllicy facility, credits

are allowed as fllows: (1) Amount of any betterment, mot In exeess of cost
of increased capacity of facility; E:!:n snlvage value of materials or parts sal-
vaged and retained by company; (3) whenever new fucllity ks provided, Btate
ks aredifbed with acerued depreciation an dﬂm facility,
Colorade....o.........| Ttlitles submit estimates, which, if anoe e, arg endorsed to be at oost,
with eredit for hh-ng'u materials and betterments. In one case, where high-
way users benefitted from bettermant of o municipal facllity, expenst wis
anuwjgﬁ State amd Federn]l Government as benefits 1o city were very
............. Estimates for furnishing and tnstalling (1) a uiility of same type and (2) utility
involving betterment wonld be mude and the diiference in eost would have to
be borne by owning eompany.
Delaware. ..ooueecanann-. Highway departmont does not bear cost of bettorments te utilities, Paliey
fallows GAM No. 300, modified to meet loeal conditions, Betterments
E\"ll'-qllzll?g publicly cwned utilites are required te be paid for by bocal sub-
Vi .
Florkh. . cceeeeeeeeeo . Estimntes are required in advanee on o)l major adjustments. Payment 1s
made upon recelpt of Involes after relocation is completed and approved by
B B Sl b Ml Sl o i o perto
W ¥ highway departmant of involoea an ari od
ﬁg%u.lﬁﬂm lemt detail to preclude payment by highway department for m”?m
Practice 15 to pay cost of replacement in kind,  Cost of any bettermant 1 ba
by utllity company, whether publicly or prlvately owned. i

TEnOs. ..o oeeeeee oo | Btate pays enst of replacement in ke size, espacity and matertal a3 previously
existed,  If betterment is requested, wtility mmmnyr?ﬁyn dilTerence in eost,
KO8 e e o e | ULty company i relmbursed for replacement in kind, Aszsumning a 10-inch

line with Life expectancy of 50 years wlileh has been In place 10 years is replaced
by n 12-inch line, State pays eost of placing 12-inch line and makes allowanes
for new plpe In an amount equivabmt to 80 pereant of eoat of new 10-lnch Hive,
State also pays east of removing okl line and beekfilling trench, and takes
credit for sulvaze value of pipe removed. Flexibility i required to mest
individual pro and prapare ngresment equitable to both parties,
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Stale praclices on reimbursemend af wiility relocalion cosls where bellerment dis
invelved, 1854—Contined

Etate -" Practios
Kentuok¥...oooooooeee--.| State ado !‘r.|I1|:|winﬁJ m?iure. In reimbursement to wtility companles:
} Replaces facilicy so fur a5 pomsible; (2} i impmetical to reples In

1

E[tn-i. HElabe attempis to obialn as falr an agreement from utllity company aa
possible, with ut mmpm&r paying for betterments; (3) where uninter-
rupted servies is d o nnd to mointakn such servies requires the '“{.lm‘
of & line parallel to existing one with some unnvoldable bonefits to utility
company, State holds sush ts to & minilmum and takes ns muoch zal

s fensibie. If facility is replaced by one with edditinal capacity, atility
COIMPATYY p:.fu additional eost tor karger facility.

TaomiBEnA - oo Department allows agresd cstimated eost of relocatlng existing facillty, with
eonsideration for sserifieed 1ils of utility and salvage value of materbsls retired.
All costa above this amount eonsidered batterment and borne by utility,

Maryland. ..., It ntility has prior rights (its own right-of-way), State pays antire cost of re
tlain, [neluding any betterments of Improvaments,

Massanchosedts. ... ____ Relmbursement ks based an cost of replaelng in kind, ns nearly as hle, the
exlating tacility. Commonwealth does mot ;Iull.'dl:d in cost of bettermant,

Mishigan. ..o eeecaanes | TItility is relmbirsed for actwal cost of work less (1 deinmumim:u of plant, (2}
salvage valus of plant retheed, and (3) betterment n[jj.'l ant.

Minnesot. ... ... Tillty &= reimbursed for actual cost less proper credit for betterments, T now

material is nsed, Btate pays either 15 peroent of cost of new material or total
eest of now mnterkal Jess salvage value of old material. In ease of larger water
muin, State pays on basls of smaller skze plug an agreed percentage of eost of
labor and equipment required for new installation, Ba nn agresment 13
made regnrding payment of costs for a larger storm sewer, use to be mada of
sower by Btate s determined., Percentage of total nse thus determined ia
used as basla for cast distributlon,
Missisaippl...............| Belmbursement where betterments are involved is handled in accordance with
provisions of GAM Mo, 300. Where construetion of a project neccssitates
chnnga in cyFu ar loeatlon ar batterment in o utiliey Geility, utility company

gives cradit for materials retired ot enrrent priees of new material exeepd a8
noted i the memorandam,

Muine. ... Reloentions pre made by the otility companbes nt their own expense,

I iszourl. Bettermants are hondled as cutlined in GAM Mo, 300, Differance in cest for o

larger main would be borne by the utility eompany,

Montana. ......oooooeen... Biate reimbirses utilitles for actnal nonbatterment costs.  Where new material
15 wsed, reimbursement is made for new materlal, but at least B5 percent of
value of ald material in place must be allowed, on theary that up te 15 pereent
of walue of material is lost in the moving,

Mebroskl. .o covceeenomnes Btate reimbuarses utilities for aetual nonbetterment costs.  Whare width of high-
way right-of-way is increased, thereby necessitating utility eompany to Install
huﬁar poles in order to maintaln statutory chenrines over highway, State -
imibuarses for eost of additlonal higher poles,  If revision of highwoy requims
higher poles sololy for proslding statutory elearance, no relmbursement
made for additional higher poles.

NaTAdR. . o eeneneeneanee Public-utility betterment hag never ocearved In Nevada, I it should occur,
utllity company would be required to pay all additional eosts caused by

LilLH

Mew Hampshire. ........| State and wtility company reach agreement and 8tate pays for that portinn of
" cost that wou ra;Erml replacerent of original facility, Where poles
wires are replaced by new ones of same sl e, State pays eost of reloention less
salvige cred it of current cost now for existing mhnnd. junk value fer wire and
fittings. State pays for any additionel po or for langer polea. Whers
untreated poles are repl by trested poles, State pays cost of labor and
equipment nnd of new wire and Gttings bat not eost of poles,  Where 10-inch
maln iz replaced by 12-inch maln, State would ahr il eost of excavation, lay-
ing pipa, fill, and cost of 10-inch pipe and Attings daliversd on site s
p.nfva;e value of okl pipe amd fittings.  ThHiTerences in cost for 12-Inch pipe and
fittings would be borne by utility company,
Meow Jersey. o ooooo.....| Ingeneral, State does not reimburse for betterments, In the casa of frecway and
purkway underpasses, Btate pays for additional fncilities bayond “in kind"
replacement In overpaasing streot of road in order to ellminate need of in-
stalling the tacilities later with resnltant interference to traffe. Cost of
betterment borne by Btate would relate to bridge section only and not to
approaches or any othor utllity construetion afea. 1n ease a 10-inch water
main [2 replased by a 12-inch main, State would pay 1012, or B34 percont, of
actunl cost.  Thore are instanoss where Btate will pay cost of o lareor service
than existed In order to glve o servies qumwlcnt to that of facllity before
reloentlon, e g., where skin frictlon in new loeation would redult in Joss of Aow
if snrmie 2ize facility bad been used.

Mow Mexltd. oo ereenas| UEILY adjustment agresment provides that no payment will be made for any

bettermenl; that the atility company will construet tha mest economien] £y po

af (pellity that will meet the same serviee requirements a2 old line; that com-
pany will keep all cost records subject to audit by highway commission and
pompany will submit itemized bill to commisslon for actunl costs of relooation,

Mew York. cueeeecaceee.| Whers State pays for or reimbarses for relopation of utllities, owner must pay
the extra amount for any bettermants or increases in size,

Betiorments are handled as sutlined in GAM Mo, 300, Differance In eost for a
larger main would be borne by the utllity eompany. Where & re:;]me‘nﬁ
requires entlrely different types of material and classifientions of laber and
equipment, original line is caralully inventorled and an estimate obtained by
applying known unit oosts or contract prices.

North Carolina
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State proctices on retmbursement of wtility relocalion costs where betlorment i

involved, 1954—Continued

State

Fractices

Rhode Island___ .. ___
South Corolina,

Varmant. ... ... :

B (o L ——

Washington. ...

West Virginia. ... _.

Diatriet of Columbin. .. ..

Howaii....... FPR
Puerto Rleo_._ ...

| All pdfustments of public utllities are

Uity w&ny sustalng east (neldent to & betterment.  If W-inch watsr maln
18 e by 12-dnch main, Btate pays costs for removing 10-inch main and
Tor placement of 12-inch main. It alsp relmbueses ntility company Tor difer-
enie between depreciated valwe of 10-ineh madn in place and salvaTe valoe o
{nmnbuin muin, Ttility company sustains entive cost of material Tar

nch madn.

State reimburses on boais of standards of feility which oxlsted prior to reloca-
tiom,  If Meinch water maln i3 replaced by 13-nch main, owning company
Is reimbursed for ecst of new L-inch main and company absorbs diference
in eost of 12-neh main, Labar cost is substantially the same for botl sizes
and Btate relmburses fall cost of labor,

It 13 ot general policy of Biate highway department to refmborse for any
betterment expense,  In eannection with pablicly owned utilities, it seme-
I‘.:Imuﬂbac:lmaa necessary to pay for betterment In order to get the utility
moved,

Coats of betterment are borne by utllity eompany, Commonwenlth and
company ngroe on mathed of determining relmbursable costs.  Depending
on type of [seility, relmborsement can be made as tollows: (1) On pro rato
basis, (2) netual cost minus betterment (I separable), or (3) on record of
emsis for gimilnr past reloentlons,

Relmbursements are mude in accordance with GAM Na, 3.

Biante relmburses for actual eost of relocation less proper credit for salvage value
al d materind and for increase in value of new nstallation,

Betterments nre made ol cxpense of wtilithes, '

handled by the counties and eltles,

Tt ks the intent of Biate to replace existing faclity in as good condition ns existed

wine to resonstriuelion and to require utllity sompany to pay for eapital
Empmw.lmml. Cumt of digging up obd waterling nnd mhill{uta.mplng back-
Il where same will be under pavement and moving to new loeation 13 often
more expensive than sbandoning extsting line and mstalling new line of
mame sipe, In which anse Biote entine cost,

Publie utility relocatlon is pald for by Stato on an q%un.] replapament basis.
Any betterment of facility 18 not relmbursable by State,

Ttility compuny i% required o submit estimate of cost of relocation, After
approval, work 15 authorized, and when completed, itemized BiIL covering
nanbetterment eosts 12 submitted to highway department. 10 bill 18 within
estimate or satisfactory explanation of any overexpenditure i made, bill is
patd IuTIdid a staternent that bill represents actual nonbettermant costs
ALy i8 sigmed,

Where betterment of utility is invelved, ndditional eosts connestod therewith
heyond determinabls net costs of relpeation ta like status are borne by utrllt{r
compeny, Adjustment is made for salvage valoe of Installations removed.

Brate ron.dymmm:*ﬂlm anters into mant with utility company concerning
a proposed moving of utlity facllities, Commission makes fleld check of
eslimnted eost, not ineloding betterment.  After work 8 completed, utility
eempany lorwands detailed invoices to commission in smount of setusl cost,
not excecding amount specified in agreement.  Involees provide credit to
coinmisaion e anlvage and unexpiced lifs of materials together with dedoe-
tlons for labor related to betterment,

Cynsbraetion of o new section of Hne to replace an old one 15 wsoally not con-
slilered o bettorment becanse when line 15 retived, all of L will retired,
incloding new section, If increased capacity 18 provided ot time of reloention,
ulility eompany bears eost, which, If not otherwise azcertainable, wounld ba
arrived at by agrepment with company, perhaps on pro mia hasis.

Any betterment made 15 at pxpense of utility company, Agresment witl
ulility companics reads a3 follows: “Bee. IV. That the company shall con-
struct the mest economical type of facilitles in the new location us will satls-
fagtorily mest the same service rmnlmmenr.a al the obd [acilities in the old
Yocation and sertiffention Lo this effeat shall be Ineloded in its bill for relm-
burzement for work performed and actual costs ineurred.”

In connection with municipally owmned utilities (water and sower), highway
department reimburses J):mrtlmlni al DMatrict governmant conoermed for
replasement In kind, but not for betterment, District governmeont relm-
buorses privete alilities (electrie, telephone, and gon) for reloeations of poles
]Iﬁ?.&n{i ather overheard insta(bations, but not for ralocstion of underground
emdulls.

Entire cost of uny bettermeant 18 borne by wtility company,

Utilitles prepore detalled estimates of costs af reloeatlon, to be approved br
depurtment of public works., Utlltles perform work in accordance with
aprecd estimate amd bill department for reimbursable sosts. 1 betterment
is lnvolved in (1) water and sanitary sower relopation, sewar anthority pays
for all materisls sl department of public works pays for lnbor; {20 electric
and power relocations, water resources authority pays for new material: and
for projetlonate cost of labor; (3 telograph and teleplone lines, publicly
owned, department of public woeks pays for costs of labor and motergals;
privatoly owned, frmnehise requires eompany Lo pay all eoats, but in practice.
dm.utl]]]lw.nt of publie works relmbaurses full amount; (4) gasline, companies
banr wll cosis.,

Souree; Elate highwoy departments.

O



