RINCIPLES and concepts per-
taining to the public welfare for-
mulate slowly, change more or less
constantly and move slowly across the
pages of history. There are at any
time in more or less common use both
principles that will endure and those
that are temporary and will he aban-
doned. Examined in retrospect, the
financing of highways through legiska-
4tion presents a most interesting parallel
“to the social fabric of the lime, with
Sthis modification that seems to be com-

sgovernmental affairs: certain concepts
persist in the laws long after their real
iabandonment by the public for the
Treason they no longer serve. Sound
iprinciples of legislation have an un-
ceasing conflict with political expedi-
ency. For more than three hundred
years the English people have been try-
ing to solve this question of highway
finance always facing this conflict, al-
ways retaining much legislation that is

to overiake the needs and demands of
the publie. Perhapsthis will always be.
© Certainly just now the subject de-
mands the most sericus attention.
The facts are presented as they now
exist with sufficient comparison to
point present iendencies. Some are
good, some most discouraging. It
ought to he apparent, if in seventeen
years we have added new highways to
the extent of more than three times the
mileage of highways surfaced in the
same period, that as a nation we are
“tilting with wind mills” unless we
elassify the tremendous mileage, 2,941,

imon to the Anglo-Saxon methods in.

bad along with the good, and always
failing in their laws to reach {ar enougl
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800 miles, in accord with its relative
service and select for the better classes
of improvement only a limited per-
centage which serves the greatest num-
ber. "This is the basic principle of the
Federal Highway Act which limits the
Federal aid highway system to'7 per cent
of the total road mileage. It is the basic
principle of many state laws which de-
fine and limit the state systems. This
concept of nation-wide and state-wide
highways lifts the main traffic lines
out of the realm of the local authority.
They are the responsibility of the state
and of the nation, and one of the worst
iypes of financing now existing is the
use of local funds for improving these
main arteries, Counties and improve-
ment districts have impoverished them-
selves to improve roads which ought to
be improved from state and Federal
funds.

Tur Roaps Tuar SErve TiE TRAFPIC

From another angle, by and large,
traffic concentrates on a relatively
small percentage of our public high-
ways. Quiside the area of the week-
end iraflic around the large centers of
population, this relatively small per-
centage will carry, when improved with
a suitable type of swifacing, the flow
of traffic satisfactorily. They answer
all purposes.  They are the main mar-
ket roads. They serve the tourist.
They are trans-state and trans-pation. .
They may be called motor highways,
Ten per cent of the highways of any
fully developed state will include the
most important, and 20 per cent wifl
reach about all that will, for a long
period, have any claim upon the title
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of motor highway. Becauvse tributary
ronds leve a few motor vehicles opor-
ated over them from the fow farnis
served to the main road, they nre not
motor highways.  They are not traflic
flow lines.  These roads serve l}w e,
not the traflie, and this cliss of hizh.
ways at Lhis time aggregates ]nmh.;hly
80 per cent of the total mileage.

I, as the evidence plainly points, e
tendeney is 1o make U road user pay
progressively inercasing churees in b
cense fees and gas - (axes for rosnd -
provement, then certuinly <uch rev-
enues cught to Le concentrated upon
those roads which ean be properly
classed as motor highways,  Furiher,
with the great demands far improved

roads of more than 15000000 notor

vehicles now operating, all of e rev-
ented fron the motor vehicle guglit 1o
be used for highway purposes. Both
of these prinepdes are heiny vindated
in mnmerous stales,

Vermps one other major principle
ought to e recorded  heres Whie
there have been large additions made
winally to the mileage of snfreed
ronds and other betterments in the way
of widening nurrow roads, inproving
aligninent, eliminating grade erossings
nud such, the fuctor that probably hus
contritnted the most to the sotisflue-
tory use of lerge milenges of highways
15 the pmaintenunes proprsms of the
state ighwuy departments, Comnon
consent will concur that 1he grentest
Yoss in the pust has come froma Tailnre
goanninlain, Wit fow exception the
state highway departments that hase
been entrusted with the responsibiiity

#re rant:mmlv econserving the thvest-

ment they sre making by carefol
maintenanee,

Higaway Funns ave Truin
ADMIKISTRATION

Yet as i pointed out, about 60 per
cent of the tolal highway espenditures

are stil under control of the loeal or.’
ganizations, mainly the counties, and it
is this expenditure that is drawn largely
from property taxes. Al a time when
greal eomplaint s licard over land.
Gaxes, the fact shiould uel bhe overlaoked
that somnels of these Lixes as are wsed
for rosids are levied and expended T the
main by toeal boards for loeal road pes
Thix ix nol a eriticisin, These
roads are Lo a large extent Jaud serstee
roadds nud are properly o charge upon
the whole compmmnity, urban and rural,
bBut there i3 preat need for botter ad-
ministration of these funds.

The proper finaneing and adminis
tration of the vist mileage of secondary
roads under local anthority is today
progrexsing toward satisflactory solu-
tion slowly and imeertainly.  An ex-
tension of supervision by the trained
organizations of the state highwuy de-
parhments  would  necomplish nineh
progress Lo betler this siteation.

JHISEN,

T Cousrry™ Stiesvern Roans

The Burean of Pubilic Ronds makes
an investigation ot five-year intervaly
to ehiain compleie data relating to the
totad highwny suilerge of the several
stafes, the mumber of miles which s
sufaced and the types of surfucing
nid expeditores and  revenues fo
highway purposes.  The latest fgures,
compited are for the year 1021, Atth
end of that yvear there were 2,941,294
wiles of highways in the Umted Stutes
ot Inchuding vty streets and strects
within incorporated municipalities. Of
ihix tedal mileage 887,700 miles, or 13.2
per cent, were improved with som
tvpe of surfacing; 2,558,584 miles, 0
HGA per cent, were known /s ordinary
carth or dirt voads. During Lthe yes
1621, 41,171 1niles were added to mile
age of surfoced roads, and during 102
it was estimated ihat about 85,068
miles were surfaced.  This does net
mean that the mileage of earthroadswas
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decreased in each of these respective
~ years by this addition of surfaced road
‘mileage, hecause in many cases roads
L which had a gravel siface, for example,
<.were lmproved by applying a higher
- type of surface such us macadam or
" eoncrete.
In the following table are set forth
by divisions of states ihic {otal miteages
—of all types of roads. the number of
“miles of surflaced roads and the mileages
2of earth roads and their percentage ve-
“lationship as reported for January 1,
1922,
" The highest percentage of surfaced
mileage is found in the Last North
Central states, where 30.1 per cent of

387,760 miles 1s composed of the follow-
ing types:

Mies | Pen Crny

Sand-elay .. .......... 63,359 16.3
Graveb. .............. 169,800 51.5
Macndam.,.......... 87,609 w.e
Conerefe, ..o 15,811 4.0
Bituruinous Concrete. . 4,978 .3
Brick................ 3,333 .9
Miscellaneous. .. ., . .. 12,901 1.4

Total ., ... ....... 387,740 1000

Prociess 1n Hicuway IMPROVEMENT

Since the advent of the use of the
motor vehicle great progress hias been

Sunraced MILRAGE Eanrts Roap MiLEaGr
Divisios Toral MiLEacE

: o¥ ALL Tyres Al Per Cent il Por Cent

Aies of Total Hes of Totul
New England .. .. .. .. 83,205 17,725 21.8 65,570 8.7
- Middle Atlantic. ... .. 186,935 38,944 20.8 147,985 7.2
-East No. Central . .. .. 412,753 124,298 50.1 288,455 9.9
“West No. Central. . ... Fa0.820 30,223 3.9 28,507 96.1
Bouth Athintie. . ... 365,567 61,178 16.8 304,289 83.2
East Qo. Cendral. ... .. 2IR.745 41,478 17.1 201.267 82.0
West 8o, Central. .. ... 416,617 241,986 5.8 392,631 94,2
Mountain. ., ..., 306,382 15,539 5.1 200,848 94.9
Pavific,,............ 7,180 34,357 20.6 132,798 .4
. Total........... 2,011,994 S87,760 13.2 2,553,534 | 88,8

the 101al highway mileage has been -
“proved with some type of surfacing and
only 69.9 per cent of the lighways are
“garth roads.  In the West North Cen-
Aral section, on the other hand, the
relatively smallest surfaced road mile-
age is found: only 3.9 per vent of the
roads are surfaced and 96.1 per cent
are carth roads. In this connection it
should be borne in mind that this see-
‘ton of states contains approximately
25 per cent of the country’s total high-
way mileage.
The country’s surfaced mileage of

made in highway improvement. In
1904, the first year for which highway
data were obtained by. the Bureau,
the total mileage of our rural roads
amounted to 2,151,879 miles, of which
only 158,530 miles, or 7.1 per cent, were
improved with some form of surfacing.
Thus, while 780,815 miles had been
added to our total highway system dur-
ing the 17 years from 1904 to 1922, only
234,230 miles had been added to our
surfaced mileage during the same
peried. In other words, the mileage
added to our highways was 3} times
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-as great as the mileage added to our
suriaced roads.  The actual amount of
highway tmproverment which was ac-

“ecomplished during these years, how-
ever, 15 much greater than the above
Bgires would seem to indieate. A large
milesge of low-type roads has been re-
placed with types more sultable to the
present  Lraffic  requirements.  Light
and narrow bridges luve heen replaced
with wider and more substantial strue-
tures. Ol snrrow roads luive been
widened aud stragldoened.  In 1904
the hghest type of sarfacing found on
our murad ronds was waier-hound mac-
adam, AL the heginning of 122 2
total of more than 25,000 niles of our
Cruen! toads were tinproved with high-
fype pavenents,

But even when full account ix taken
of all #liese improvements and heiter-
ments it is =0l clearly evident that our
highway improvements have not kept
pace with the inerease of the traftic on
our bighways, Tn 1964 ouwr higlway

Ctradhic was alopsst entively horse-drawie,
Prior o 1904 wiot more than 30,800
wmaoter cars hud been neoawfactured in
the United Sates. A single fadtory
neaw prodduces more cars in e single
woeok, On Joly 1 1924, the total
wotor ear repistration of the conotry
niotrted to 15,564,077 as compared
with s repistration of 13,002,427 twelve
tepthis previous,

ManveErance or Ruran Hichwaes

The eonstmection and menintennnee of
our rural public reads s cavried on by
mweny varied ated isdepondent units,
sueh Az the states, counties, towns,
townships and  road  districts. The
total dislarsements during 1921 by all
of these rovernmental nnits for all high-
way purposes, inchrding interest and
payments on highway bonds, smounted
to 81036567772, This amount spent
on our highways in a year was sub-
stangially the same amount the rail-

roacts of the country were entitled to
earn as profits under the Transporta-
{ion Aot according to the Intersiate
¢ onmerce Comnmission,  Of this total
amount paid oul for higlways 8626,-
065,579, or GO5 poer eent, was expended
for work classed as constriel ton ; $248,.
594,164, o1 24 per eent, for work elassed
as matnlenance; #36.031.353, or 3.5
per cent, for administration and en-
gimeering; 889,280,946, or 8.6 per coent,
for the payment of principal anel infer-
esh on highway bonds, and 35,716,931,
or 5.4 per cent, for the purelase and
repaic of machinery, equipment, the
purchase of guarries, gravel pits, and
for all othier erns or parts of Hems not
property chargeable to construction,
maintenance or administration.

Of thie prand totad dishursements of
S1,050.587,772 for 19647 there was ex-
pended 18241668 Ly or ander the
supervision of the respective state high-
way departinents: 623,506,110 was
patid o1t by the vadous Joeal counties,
towns, townships and distriete withont
any supervision hy the respeefive state
bBighway departments.  These expemd-
itares are set forth in detail in the tab-
ulation on the following page.

it is a noleworthy fael that approxi-
madely G0 per cent of the money spent
on the pural Sighways of the country
was spent by loca] comuunnities and
upon highway work whieh wes not un-
der the supervision of state highwvay .
departments,

- The gross total of the funds actually
rade avaitable for all rurad highway
purposes durieg the vear 1921 amount-
ed to 21,14D,487.806. OF this total,
$428,109,275, or 35.1 per cent, was se-
cured from the sale of bonds; $415.-
850,010, or 56.¢ per cent, from general
taxes; 5199.626.166, or 10.6 por cent,
from motor vehicle fees and gasoline
faxes: 570,333,226, or 6.4 per cent,
from Federal aid payments received by
the various states; and $03,680,221, or
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Locar Hisnwar ExpeNDITURES, WItHOUT STATE SUPERVISION

Construction, roads and bridges . ., ,..._........
Unelassified construction (probably largely maintenance). .. ..., ...
Mainlenance, roads and bridges. . . .............
Enginecring and administration. .. .............
Allotheritems........... ... ... ............

$316,225,470
18,766,080
174,066,423
17,149,498
97,138,629

$623,346,110

HMigaway Expexpirures BY or UNPER SUPERVISION OF
StatE Hicgaway DEPARTMENTS

Construction, roads and bridges. . ..............
Maintenance, roads and bridges. . ....... ... ...
Engineering and administration. ..., ,..........
Allotheritems............ ... . ..o e

Grandtotal. ... ... ... ... . i i

8.2 per cent, from various other sources,
the chief of which was from appropria-
tions or allotments from general funds
originating from two or more sources.
It is estimated that approximately
one-half of this unclassified income
originally came from general property
Laxes,

MEeTHODS oF FinaNcINGg THE
HicHways

In every state except North Daketa
a part of the funds expended on
roads was obtained from the sale of
bonds. Arkansas, West Virginia and
Louisiana obtained respectively 70.2
per cent, 69.1 per cent, and £8.1
per cent of their total road income
from bonds while, on the other hand,
New Hampshire and Connecticut se-
cured only 2.8 per cent and 3 per
cent of their total highway revenues
from bonds. Certain groups of states
refied largely on bonds for their high-
way funds. Thus, the four states of

. Arkansas, Louisiana, Oklahoma and

Texas, comprising the West South Cen-
tral group of stales, secured 59.3 per

cent of their total highway funds from’

this source. At the other extreme we
find the six states, forming the New
England group, which received only

$201,973,813
74,526,746
18,881,855
27,859,248

413,941,662
$1,086,587,772

12.7 per cent of their total highway
funds from the sale of bonds.

At the end of 1921 the total amount
of highway bonds outstanding was
$1,222,312,300. Of the whole issue 72
per cent are represented by local bonds,
the obligations of counties, townships,
and districts; 28 per cent are the obli-
gations of state governments. Twen-
ty-seven of the states have no state
highway bonds outstanding. Inthose
states, with the exception of Vermeont
and Nerth Dakota, the outstanding
bighway bonds were all issued by local
governmental units. The United States
Census Bureau reported the total
amount of bonds issued for all pur-
poses by states, counties, and ail okher
subdivisions to have been $8,685,908,~
§0G at the end of 1822. Comparing
this with the outstanding highway
bonds at the close of 1921 we find that -
but 14 per cent of the total indebted-
ness of the states, counties and other
political subdivisions was represented
by local and state highway bonds.’

(General property taxes contributed
$415,680,010 to the years total high-
way income. As has already been in-

dicated, $93,680,221 was derived from -

miscellaneous sources, a large part of
which was traceable 1o taxes although
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appropriated from gencral funds in
state treasuries. For our present pur-
poses we may consider both of these
items as having been payments madeby
the general public and may, therefore,
be regarded as taxes, although a small
portion was derived from other sources
which could not he clearly segrepated.
The sum of these two iems, $508,5369,-
281, or 44.4 per cent of the total high-
wiy income for 1921, may be regarded
as the direct contribution of the public
through taxes Ltowards the cost of high-
way constroetion and muintenance and
towards the principal and interest. pay-
ments of the bonds outstanding.  'The
per eapita tax burden for highway pur-
jroses wara for thal yenr 483, The
total taxes, fees, elc., in 1921, amonnied
to #38.80 for the couniry as a whole,
Therefore, the highway tax burden wis
uboul 12 per cent of the totad pererpita
tax burden.

Fengnar Ao ror Hianway
CONSTHHCTION

Federal aid legislation for highway
construction in co-operation with the
severad states had its beginning o 1916
when an appropristion of §75,000,060
was made for this purpose by Congress.
Fhe law provides that such Federad aid
funds be apportioned among the states
in the following manner: one-third in
thie ratio which the area of cach state
hears to the total ares of alt the states;
one-Lhird in the ratio which the popula-
tion of each siate bears 1o the total
populition of all the states, as shown
by the latest available Federal census;
one-third in the ratio which the mileage
of rural delivery routes and star routes
in ezch state bears to the total mileage
of rural delivery and star routes in all
the states. In approving projects to
recetve Federal aid under the provi-
sions of the Act, preference is 1o be
given to such projects as will expediie

-the completion of an adequate and con-

nected system of highways, inlerstate
in character. The amount paid as '
Federal aid to any state on account of & -
definite project of highway construe- -:
tion must notl exceed 50 per cent of the
total estimated cost thereof, except in
case of nany state containing unappro-
priated public lands exceeding 5 per
eent of the Lotal area of all lands in the
stade, when the Federal aid payimnent on
such projects shall not exceed 50 per
vent of the total estimated cost thereof,
plus a pereentage of such estimated "
cost ernal Lo one-half of the pereentage
which 1he area of the unappropriated
publie lands in such state bears to the
total arca of such state. This provi- -
sion was writteninto thelaw to make it
easler for those states to finance their |
sharve of highway construction costs in
which the Federal Government owned -
large arcas of public lands.  The maxi-
nmm amannl whiel the Federal Gov-
erminent can contribute in ordinary -
cases 15 Himiled to $15,000 2 mile, Be-
for¢ any aid can he obtained the Fed- -
eral Government’s approval must be o
secured as1.0 theiype of road and width -
of construclion of the proposed project.
Consideration is given to the type and
character whieh shall be best suited for
each focality and to the probable char-
acter sd extent of the future traffic.
One of tlie most bnportant sections of
the Act yrovides that before any proj- =
eet shalt be approved for any state,
such state must make provisions for the .
construction and maintenance of Fed- /
eral aid highways by or under the'-
supervision of a state highway depart-. -
ment. Unified and responsible con-
trol is thereby insured. .

For the period ending June 30, 1924,
the Federal Government expended as
aud for highway construction $858,082,-
098, While it is not possible to trace.
an individual dojlar’s passage through
the Federal treasury, it may be pointed
out in this connection that the internal




THE Financing or HIGHWAYS 7

revenue collecled as Laxes on the sales
of motor vehicles and accessories and
on passenger cars for hire amounted fo
a total of $749,040.569 up to June 30,
1924, The users of motor vehicles,
therefore, contribuled more than twice
the amount that the Federal Govern-

2 ment paid out in aid toward highway

eonstruction. The Federal aid pay-
ments and the Federal motor vehicle
taxes are shown by years in the follow-
ing tabulation:

AMOUNT OF InTERNAL
. . Frperan A ¢ Ilevexuves
Yean ENoRD | yon Foresr | Connkcrep
June 80 Foxps Froa MoTor
Exepexoep  {Vuncoes, Erc.
my..... ... 40270 | ...........
1818, . ....... 837,176 #23,081,2068
9. ... .. 3,005,102 40,541,990
1980, ,....... 25,168,794 145,963,034
2., ... .. 63,583,861 117,922,741
aee. ... 93,924 886 106,219,381
1923 ... .. 77,173,116 146,188,807
1024, ... ... 88,500,585 140,028,548
Total §358,082,008 | $749,040,500

Sovrcrs oF Hicgway Funps
COMPARED

That there is a marked tendency to
collect 2 larger proportion of highway
.. funds from the owners and users of
- mator vehicles is noted in analyzing
" the wvarious sources of these highway
funds and comparing them with stinilar
sources in previous years, A survey of
= highway revenues and expenditures for
1814 showed that, out of a total high-
" way income of $240,262,784, the collec-
tions from motor vehicles amounted to
$12,382,081, or 5.1 per cent of the total.
In 1921, seven years later, the motor
vehicle owners and operators paid
© 118,942,706 in motor vehicle fees and
i 83,685,460 in gasoline taxes; a total of
¢ $122,626,166, or 10.6 per cent of the

:" total income for highway purposes. A

similar compilation of the payments
niade by owners and operators of motor
vehicles for licenses and permits in 1923
shows a total contribution on their part
of $188,970,992. In the same year the
taxes upon the sale of gasoline levied
by 85 states amounted to $36,815,089.
The motor vehicles, accordingly, con-
iributed a total of $225,784,981 during
this last year when complete data were
available. '

It is estimated that the highway in-
come and expenditures for 1928, based
upon information thus far obtained,
were substantially the same as for 1921.
Construction and maintenance pro-
grams procceded at about the same
pace. Upon this assumption, there-
fore, it appears that iu 1928 the con-
tribution of the motor vehicle towards
the total highway income was about
19.5 per cent.  This shows & very sub-
stantial increase in the relationship of
motor velicle revenues to the total
highway income, as compared with
1014, when it was only 5.1 per cent.
Tletween 1921 and 1923, it is abserved,
the ratio almost doubled. This in-
crease in the contribution made by the
motor vehicle is accounted for by the
increase in the total nwnber of vehicles
registered and in the payment per
vebicle, which rose from $11.70 in 1921
to §15 per velicle in 1923.

As long as the emphasis in liceusing
automobiles was placed upon thestate’s
police power a flat charge of & certain
amount upon the registration of the
car was decmed sufficient, The feein
most eases was nominal and was not re-
garded as a revenue-producing meas-
ure. When, however, the licensing of
motor vehicles and the collection of
registration fees began to be related to
the problem of highway construction
and maintenance, the revenue aspect
was brought into prowminence, and as

- the rate was advanced, classification

systems were introduced which would
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take into account both the extent of the
damage to the road resulting from the
operation of a heavy and high-powered
car over the highways and the owner's
ability to pay. In 10 states passenger
automobiles are licensed and fees
charged on the basis of rated horse
power; in 7 states the weight of the
vehicle determines how much of a fee iz
collected; in the rest of the states com-
binations of these two methods are fol-
lowed or other schemes of classification
have been devised which are intended
to produce similar results. In making
charges for the licensing of motor
trucks most of the states base the fees
upon capacity and gross weight.

In 19923, of the $188,613,074 collected
by the states as motor vehicle licenise
revenues (857,918 collected by the
District of Columbia not included)
$153,226,636, or 81 per cent, was used
by highways by and under the direc-
tion and supervision of state highway
departzoents, In only 13 states were
any substantial amounts apportioned

" among the counties. The 19 per cent

which was not used by the state high-
way departments includes, in addition
to the funds turned over tolocal units,
the expenses of registering cars and the
issuing of licenses and other. admin-
istrative expenses of similar charac-
ter.

At about the time when most of
the states had suceeeded in abolishing
the old turnpikes and toll rpads, by
purchasing them at agreed prices or
through condemnation proceedings, and
had declared them “free” highways, a
movemnent started which in essence was
an estension of the toll principle to all
highways of a siate brought about
through the enactment of laws pro-
viding for a tax upon the sale of gaso-
line, This year, 1924, there are 35
states and the District of Columbia
which are collecting this kind of a tax;
these states have a rural road mileage

should be strictly maintained. This

of 1,954,886 miles comprising 66.5 per "1
cent of the total rural highway mileage
of the country. The rates range from
1 cent to 4 cenis a gailon; 8 states
charge a l-cent tax; 15 states a 2-cent
tax; 2 states a 2%-cent tax; 9 states a
S-cent tax; and 1 state a 4-cent tax.
The total gasoline taxes collected in
the six months ending June 80, 1924,
amounted to $32,480,410. It is esti-
mated that for the whole year of 1924
close to 75,000,000 will be derived
from this source. The disposition of
the gasoline tax differs from that of the
motor vehicle license fees. In 1923
only 58.5 per cent of the total gross
gasoline tax receipts was applicable
to highway work by or under the
supervision of state highway depart-
ments. There was a greater tend-
ency for the states to share these
newly discovered revenues with the
counties and to divert them for other
purposes than in case of the motor ve-
hicle license fees.

Higaway Corts

The cost of highway construction
may be divided into {a) cost of endur-
ing features and (b) cost of perishable
features. When roads are built with
aceepted standards of grade, align-
ment, drainage structures, and founda- |
tions, the cost of such elements maybe . -
charged for enduring features. It is.
manpifestly poor policy to build an ex-
pensive surface or a relatively long:
lived surface on defective grades with
poor alignment, or where the drainage
features are short-lived and tempora:
Construction should be so sdjusted-$o
the service needed that its purpose
is accomplished without waste. High
ways constructed with borrowed money

is Do less true for all improved roads.
Maintenance Is necessary in order to.
sure to the community the maximum
economic service by the road and
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to preserve the investment. In many structed with bond issues. This is per-
“‘eases it has not been customary for haps the gravest defect in the project
officials to face frankly the cost of main-  of building highways by issuing bonds.
tenance and repair on bond-built high- This repair and maintenance charge is
ways at the time when the bonds are  inevitable, and since the earning power
" issued and before construction begins. of a road in reducing transport costs
- Provision for meeting the interest pay- tends to increase with the degree of the
* ments and for retiring the bonds as maintenance, it is sound business to
" they become due is often the maximum  face the repair and maintenance costs
- consideration given to roads con- in the beginning.




