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FOREWORTD

During the period of the Provisional Goverrment (18,1-
18L9) the few residents of the Oregon Country did what traveling
was necessary by following the water courses, Indian trails or the
rough hewn roads carved out by parties of exploring pioneers. During
the days of the Territorial Government (18L,9-1859) land owners, acting
by mutual agreemeni built local ways contiguous to their heldings
financing them by proportional assessments according to the size and
estimated value of their respective properties. TWhen Oregon gained
statehood in 1859 the legislature set up a system of county road 4is—
tricts by which district supervisors and appraisers laid out county
roads, assessing the cost by taxation levied against the contipuous
and benefitted lands and by a poll tax, charged against residents of
the districts, which could be paid by day labor or by money at the
option of the taxpayer. :

That basic system was followed, with some alterations, until
the voters ratified a constitutional amendment in November 1910 author-
izing counties to issue and sell bonds for the construction of county
roads, the bonds to be retired, with accruing interest, by county road
taxes. Under the authority of this and subsequent amendments, the
various counties during follewing years issued bonds totalling aporoxi-
mately $L1,000,000.

The legislature of 1913 took the first step toward the estab-
lishment of an integrated system of state highways by setting up a
state highway department under the supervision of the state board of
control, — the Governmor, Secretary of State and State Treasurer — and
the direct administration of a State Highway Engineer. Four years
later the 1917 legislature prowvided for the appointment of a three
member state highway commission - which still continues - to superviss
the activities of the state highway department. Succeeding Cummissions
in the 33 years since 1917 have invested approximately half a billion
dollars in the construction and maintenance of the present T300-mile
long state highway system. Only in a relatively minor degrse has this
program been financed from taxes levied on property. In largest measure
it has been builded out of gasoline taxes and motor vehicle fees and
licenses. Oregon's legislators conceived the gasoline tax and used
its revenues not only to retire the millions in bonds with whiech parly
highways were constructed but to extend the program. And Oregon's
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gasoline tax, adopted by the federal government, has been a main source of
federal highway financing so that the millions in federal grants flowing
back to help build Oregon highways is road user money, born of an Oresgon
idea,

Primary highways of the state, the foundation skeleton of the
statewide system, have laid but lightly upon property taxation. The
secondary highways, originally major county roads in the main, in their
beginning made some contribution in county funds before they passed en-
tirely under administration of the highway commission. City streets,
at their inception entirely financed by local taxss,of late have Jjoined
with the counties in leaning more and more on allotted state highway funds
diverted by the legislature to local road use.

The story of the initiation, and growth of the state's highway
program constitutes an interesting chapter in the history of Oregon's
advancing economic development. Some of its pages undoubtedly will be
new matter to many who have not been officially associated with or
particularly interested in highway construction, financing and adminis-
tration. It is the hope of the Commission that the fragmentary glimpses
touching the administration and achievements of the department during the
past years will tend to lay a foundation of understanding for a clearer
conception of the magnitude of the task which now confronts the Commission

in the work which lies ashead. {/f;/:;:]
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SECTION ONE |

OREGON TURNED TO THE RIGHT FROM THE VERY EEGINNING

Maybe you don't remember it but the "left hand turn" was
outlawed in Oregon the second time the legislature had a chance after
the adoption of the constitution.

It may have been that the lawmakers of 1862 wanted to tell
the Britishers with which the landscape was fairly well sprinkled
Just the right direction to head in. The record is silent as to that
point but the statute is plain in saying that all horses, teams and
vehicles approaching one another on the rubliec roads should "turn
to the right"; and so "The American Way™ came into Oregon right at
the beginning of state's history.

Then, too, there was a time when the mechanized age first
commenced to stick its snout into the traffic lanes of which 01d Dobbin
was the legally recognized boss and all puffing, snmorting traffic had
to stop in its tracks while the king went prancing by. That was in
1885 when the legislature decreed that any steam thresher engine, or
other mechanically driven vehicle, should stop at a distance of not
less than 100 feet from any horse or team approaching on the highway
"and remain stationary until it has passed.” That was when horses
wera immoecent and unsophisticated, before they learned with the aged,
the infirm and pedestrians generally, to take to the ditch and let
the motor driven parade go hurtling by.

As early as 1885 it seems that the road builders of the state
were having their troubles with "overloads™ on the roads and bridges
they had been building here and there. The 1885 legislature came to
the help of the bridges by providing it to be unlawful for anyone to
drive a steam thresher engine onto a bridge without first laying a
track across,made out of planks at least 2 inches thick, by 12 inches
wide and not less than 10 feet long. And somewhere along about the
same pericd they made them remove the "lugs™ off the drive wheels be-
fore rolling out onto the highway.

But 4o you think that the log trucks were the first headache
of the road builders of Oregon? Well, don't you believe it, for it was
the wood hauler, the wheat hauler, all those heavy freight handlers with
the big four and six horse teams and the wagons which just dug down to-
ward bottom of the already more or less bottomless roads.

So the legislature of 1899 came to the rescue., It passed a
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law which provided that after January 1, 1900, any person who "habit-
ually® used tires on his wagons of "not less ghan 3 inches wide" should
be given a rebate of M1 for each wheel for four years”® on road tax.

But if the teamster drove a wagon which had a differance %of
not less than 8 inches™ in the width of the tread between the front and
the rear wheels, and also had tires not less than L inches wide all a-
round, he was given a rebate of $2 for each wheel for four years.

Those rigs pulled a little harder on the horses, but a little
easier on the pecketbook and, presumably, had a tendency to smooth out
the roads.

Those were the good old days when each of the 36 county courts
builded its own county roads according to its own design and the disposi-
tion of its road supervisors. It was in 1901 that the legislature pro-
vided for a levy of "not more than 10 mills™ on all thas mroperty of the
county assessed for state and county purposes to make up a "eounty road i
fund" and provided for the appointment of a County Road Master to boss the
road building job.

Another decade rolled by before road and bridge building was
standardized throughout the state by the creation of the state hipghway
commission by the legislature of 1917.

EVERYBODY WORKED OR PUNGLED BACK IN THE DAYS OF 1860 | |

Did you ever hear that when the state was young "every male t
between the ages of 21 and 50 years of age except persons who are publie
charges or too infirm to perform labor® had to do two days' work on the
public roads of the county in which they lived, or pay $2 for every $2,000
of taxable property they owned or go to jail and serve it out? -

That was what the legislature of 1860, (the first legislature
under state government) decresd. That same session slapped a $5 poll tax
on "every negro, chinaman, kanaka or mulatto for the use of the county
within which he may resids.” The county clerk issued a recesipt which was
intended to be "a protection to such taxpayer from again paying the same
or any other county.” Failure to pay put the delinquent in jail and at
work on the public roads of the county at the rate of one day of ¥faith-
ful labor" for each 50 cents included in the total $5 tax,

Back in those rugged days the county court divided the county
' up into road districts and appointed a road supervisor in each. The




supervisor made "an alphabetical list of all persons liable to perform
labor on the public roads™ within his district on or before Mareh 15
of each year and gave the list to the county clerk, He "affixed to
each name the amount of taxable property owned by each". Then the
Supervisor notified each property owner to get busy "at 8 o'clock
a.m.” at a definite date and place and "give one day.of work for each
and every $2,000 assessed for state and. county purposes? or pay %2
for each day so charged apainst him, or go to the county jail.

That system rocked along from 1860 to 1899 when the legis-
lature got still tougher and provided that "all able bodied persons®
sentenced to the county jail "whether for a.fine or to serve a sentence
for a definite number of days" should be liable to work on the publie
roads, under the "full power of the county court®, with the provision
that those serving a definite sentences should work out the #full time®
of the sentence at the rate of §1 a day. And it was added that "not .
less than 8 hours shall be considered a day's laborn, Any prisoner
refusing to work was to be "denied all food.other than bread and water
until he signifies his willingness to comply™, in which event he should
make up for all leost time.

It was not until 1901 that the legislature authorized the
counties to levy, annually, not to excesd 10 mills on the dollar of
assessed values on real property within the county with which to finance
county road construction.

It was not until 1919 that the legislature commenced to
whittle off goodly percentages of the state highway's road user funds,
originally dedicated for construction of state main.highway routes
alone, and divert them to be used by the counties (now 19 percent of
the total) and to the cities (first 5 and now 10 percent).

These diversions, while they have materially advanced the
finaneing of county road and city street construction, have decreased
avallable funds for mainline state primary and secondary highways pro-
portionately.

In the period reaching from 1917 to July 1, 1949, a total
of $9,572,828 of road user funds has been allotted to the cities of the
state for their individual use in street building and upkeep, and now,
under the semi-annual 10 percent allocation of the 1949 legislature,
the highway commission is advancing approximately $1,500,000 additional
every six months. -

The counties, since 1920 (to July 1, 1949) have been allocated
a total of $62,771,101; a grand total contribution of state highway funds
for local betterment of county roads and city streets; and proportionate
reduction of direct property road and street taxes of $72,343,929.
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THE "BIKE" IS GRANDPA OF OREGON ROADS

Do you remember; or did you ever stop to think, that the bi-
cycle is the grandpapa of the Oregon State Highway financing system?

Did you ever hear of the "Century Club" away back in 1898 '
or so? . .

Well; if you didn't, or haven't, the Century Club was a bunch
of strong-legged and sound-lunged, rugged pedal pushers who had achisved i
the distinction of padaling their bikes for a "century run® (100 milas in
one day); guys like Fred T. Merrill of Portland, Watt Shipp of Salem and
a long list of others. Their favorite run was from Portland to Salem and ;
return, or vice versa, during which endeavor they struggled up and ceoasted f
down the "New Era Hill"™ and other of the tough spots along the road. {

So manfully did they pedal and so earnestly plead, that the |
1201 legislature took pity on their straining extremities and passed a !
law providing for the construction of "bicycle paths on sither or both

sides of all public highways of the state for the use of pedestrians and

bicycles.”

To finance the construction; an annual tax of $1 was levied uron
"all persons riding bicycles." The bicylist paid the $1 to the county
clerk and received a tag which, the law decreed, "must be securely fas-
- tened to the seat post of each and every bicycle.” i

Any untagged rider caught on the pathway or riding without the
tag on the stern post after April 1 was to have a warrant issued against
him with which the sheriff would seize the bicycle and sell it for the
amount of the tax, and costs. The "object and intent” of the law, the
legislature said, was "to provide for a highway separate from thai used
by teams and horssmen.?”

So; that statute of 1901 was the precedent for and the granddad
of the present system of automotive licenses, gasoline taxes, fines and
penalties which were established a decade later and dedicated to the task
of constructing the highway system of the state,

And, since 1920, by command of the legislaturé, the state high-
way commission has apportioned a total of $62,771,10Lof the highway funds
among the 36 counties for use in county road construction to be expended
undar the supervision of the wvarious county courts and commissions. '

This diversion has relieved the annual county road tax of up
to 10 mills on the dollar on county property in direct proportion to the
local allocations. Alsc it has decreased the funds available to the high-
way commission for use on main line state highways by the same amount of
$62,771,101during the 1920-1949 period.




The annmual contribution of road user funds to county road
building has increassd from $4685,678 in 1920 to £5,557,875 in 1949 and
will continue to inecrease as motor use revenues continue to grow.

| THE EARLIEST HONKERS SPREAD THE FIRST OIL |

Automobile owners of Oregon started picking up the White Man's
Burden of road improvement right pronto after the gasoline buggies first
made their more or less erratic appearance to the horrified reaction of
01d Dobbin and the very frequent damage to the On= Hoss Shay.

The early automobile owners, all 4O of them, started the move-
ment to put the new look on the roads right after they organized the
Portland Automobile Club on April 19, 1905. They were an earnest group,
equipped with long linen dusters, gauntleted gloves, goggles and an in-
satiable desire to po places. One of those places was the Clairmont
Tavern down the west side of the Willamette at Iinnton. The road had
the advantage of comnecting with smoother city streets running past the
Iewis & Clark Exposition grounds, was level, not too bumpy but =1l fired
dusty"in the good cld summer time when it was nicest to go honking along.

The Club members early discovered that while their goggles
might keep the dust out of their eyes it would not keep it out of their
noses or their throats so they decided to do something about its They
took up a collection, the subscriptions footing up to 32,205 and on or
about April, 1906, spent $1,655 (that representing all of the subserip-
tions paid in) in oiling a portion of the Linnton road.

This was the culmination of efforts reaching from a Memorial
Day automobile race meat at the Irving track May 30, 1905, which netted
$2hL .10 toward the oil fund.

It is noted in the report of Lewis Russell, chairman of the Road
Race znd Meet Committee that the oiling had been "done at the rsquest
of 85 percent of the subscribers.” He adds, "Thers was a loud roar
principally from the people who did not subscribs and those who promised
but did not materialize." It also was argued at the meeting that the
"St. Johns Boulevard™ on the east bank of the river should be oiled.
"This would give us,” it was pointed out,"circle drive of the city, down
one side of the beautiful Willamette, across the St. Johns ferry and back
on the other side.® Ii also was urged "to take action about the road
to Government Camp and #t. Hood." The minutes note that the Club "had
made a run® to Clairmont Tavern where "a luncheon was served gratis but
only a few members had availad themselves of the opportunity."™ Beatter

luck was had at a trip to the Twelve Mile House "in which 10 automobiles
took part.®
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By that time there were 242 automobile owners in Portland and
confidence was expressed that all of them could ke gathered inte the organi-
zation. Seemingly, too, the 242 buzz wagons (some of which were Stanley
Steamers and Locomobiles) had commenced to clutter up traffic, for on May 2,
1906, the minutes note the appointment of a committee "o sea the ecity
council to try to secure an 8 mile an hour speed limit.inside the fire
limits and 15 miles outside of them within the city boundaries.?

Such is the history of the preistatutcry papa of the road users
gasoline tax, the initial point of the wvirtual retirement of county govern-
ments from road construction and maintenance with direct tax moneyi- the
grand papa of what has grown into Oregon's bestter than $350 million highway
system since the creation of the state highway commission in 1917,

| LOOKING BACKWARD ALONG THIRTY YEARS PLUS |

Back in the "B. C." era, before the 1917 legislature had set
up the present State Highway Commission, Major Henry L, Bowlby recorded
in his first annual report of the state highway engineer that, "there
are more than 37,000 miles of road in Oregon.” That was on November 3o,
191k, after the 1913 legislature had delegated to Covernor Oswald West,
state secretary Ben W. Olcott, and state treasurer Thos. B. Kay, the
chore of serving as a state highway commission and building a system of
state highways. :

At that time they launched Major Bowlhy upen the construction of
the Columbia Highway, the Pacific Hipghway, and some secondary market roads
and gave him a total of $21,8,570.60 (raised by a 2 mill state road tax)
to start the job. In his report the Major notes that on lNovember 30; 1914,
he had a "balance availabls™ of $59,595,88.

‘Those were the days when contractors did their blasting with
black powder and built their grades with pick and shovel, wheelbarrows,
horse-drawn dump wagons and Fresno wheeled scrapers. :

Major Bowlby alse notes: T"The rule has been that one dollar is
all the damage a man is entitled to when the state or the county asks
permission to build for him a modern highway.™ And speaking of "hard sur-
facing state highways™ he says, "It is not necessary today, as it was four
to eight years ago, to argue that the motor vehicle has come to stay and
that the roads must be designed to stand this new and severs traffic."®
And speaking of roads in general he prophesied, "Many years will elapse
before more than 10 percent of the road mileage (37,000 miles) is hard
surfaced. The greatesr part of the attention of the county courts will al-
ways be taken up with building and maintaining earth roads.m




That was 35 years ago. Aa of June 30, 1948, the report of
State Ingineer R, H. Baldock shows 4,492 miles of primary and 1,602
of secondary highways under hard surface paving -- better than 16 per-
cent of the total road mileage in the state in 1914, In the face of
this it is worthy of note that the total "ecounty road™ mileape has
decreased from the 1914 total of 37,000 to 35,551 miles. Of this com-
posite stretch of cownty roads, 2,660 miles are paved either with con—
crete or bituminous macadam or have been oiled; 12,167 miles are sur-
faced but un-oiled; 4,772 miles graded; leaving 14,952 miles unimproved
for the counties to improve and meintain. In addition to &1l these,
there were 17,039 miles of national forest and park roads, Indian
reservation, state forest, park and military reservation roads, amd
non-highway city streets, only 800 miles of which are unimproved; a
grand total of all eclasses of roads other than state highways of 52,590
miles. This does not inelude mileages added during 1949.
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During 1949 highway commission revenues grossed $31,393,000.
0f this $11,820,000 was diverted under legislative command: £5,558,000
to the counties for county road financing; $4,108,000 to the cities far
use on city streets, $1,035,000 to the state police, and £1,119,000 to
counties (in loans to be used by them in the repair of unmusual frost
damage suffered by county roads during the winter of 1948-49), leaving
$19,573,000 of gasoline tax, motor vehicle registration fees, motor
trengport fees and incidental revenues - state highway funds — to spend
in forwarding the state highway program. It had in addition, 26,555,000
of federsl aid allotments., During the year it disbursed £34,213,000,
approximately $8,100,000 in excess of 1949 income, this made possible
by revenues accumulated during the war years due to government restrie-
tions on congtruction and lacl of available materials.

0f the total, £12,116,000 were required for maintenance of
7,300 miles of the state highway system, including £2,000,000 made
necessary for repair of frest and storm damage caused by the lmrd winter
of 1948-49. Construction and right-of-way expenditures took $19,261,000:
$1,236,000 went to finance equipment, buildings, parks, travel informa-
tion service, debt service, bridge and ferry operations.

For 1950 the Commission will have an anticipated income of
£36,978,000. It has estimated disbursements totzlling £38,178,000.
0f this $20,708,000 is set aside for construction and right-of-way
financing; £11,414,000 for maintenance of the state hipghway system;
$2,595,000 for capital items; £3,461,000 for administration, operztion
of stzte parks, conduct of the travel information service, debt service,
operation of drawbridges and ferries, et celera.

The 1950 income will come, £30,178,000 from gas taxes, regis-
tration and motor transport fees and incidental sources, plus $6,800,000
of federal aid allotments.



Gross revenues from road user sources are expected to reach
$40,575,000, but again this will be reduced 47,480,000 to meet the 19
percent, diversion to the road use of the counties; 83,617,000 to finance
the 10 percent diversion to the cities and $1,018,000 to the state police.

From 1917 to the close of the fiscal year, June 30, 1948, a
totel of approximately $340,000,000 had been spent for construction and
maintenance of the state highway system. By the close of 1950 approxi-
mately $90,000,000 will have been added or obligated, bringing the prand
totel expenditure on the state highway system by that date to approxi-
mately $430,000,000.
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| _SroTION THO |

The Figured Used in the Five Following Divisions Cover
the Period from 1917 4o the close of the 1948 Fisgcal Yezrs

DIVISION NO. 1

Divigion No. 1, on the Highway Commission's work sheet, has
more people in it than any of the other four. It embraces 3,962 square
miles, which is approximately 3,841 sguare miles less than its next
largest divisional neighbor. It is composed of fewer counties than
any of the remaining four divisions: Part of Columbia, Hood River and
Yamhill, all of Multnomah, Washington and Clackamas, together with
little chips off the corners of Clatsop, Tillamool and Wasco.

Its 448 miles of primary highways fall 246 miles short of
Division 2, next smallest of the five divisions; its secondary highways
total 301 miles, 134 below the next high division and it stends next
to the bottom in miles of county roads and city streetz not on the high-
way program with a total of 5,403 miles inside its boundaries. And it
is cluttered up with more bridges and more traffic congestion than any
other division.

It has cost $55,475,126 to construct and maintain the highways
in Division 1 during the past 31 wyears (from 1917 to June 30, 1948) the
highway commission has been in charge, which incidentally is the smallest
total in the five divisions. Construction alone amourted to $45,362,006,
of which the commission paid $23,867,032; the government $15,568,516; the
counties #$1,207,01, and miscellaneous revenues of the highway commission
the remaining $294,552. The total is balanced by $4,424,891, coming from
the 10 percent diversicn of highway funds to the cities of the district
for their use in street construction and repair.

The divigionts maintenance bill for the 31 year period totalled
$10,113,120, all of which was paid by the state except $26,233.46 paid by
the counties.

It cost 34,306,362 to build the 448 miles of primary, (tmmk
line) highways of Division 1, an overall average of approximtely 276,577
a mile, the highest averapge mileage coat as against the next to the lowest
primary construction cost in the state; sxplainable by the four lane con-
struction radiating out from Portland to all points of the compass. Of




the total, the state paid $20,730,693; the government $12,222,.8, includ-
ing $809,542 forest highway funds which were spent by the federal govern-
ment; the counties $1,092,943, and miscellaneous funds $260,244. Total
primary highway maintenance amowmnied to 87,145,342, of which $26,233 wag
paid by the counties.

The secondary highways of the district cost 83,849,941 to pild i
of which the state paid $2,185,.98; the government $1,610,603 and the
counties 852,838, The maintenance amounted to $2,814,454, all paid out
of state highway fimds,

~ Cowmty roads and city streeis, not on the highway system, cost
£2,780,811 to bulild, toward which the government contributed $1,735,431;
the state $949,8/0; the counties £61,232, and miscellansous highway revenues
$34,307. The maintenance amounted to $153,323, all stats highway funds.

The cities of the district 8ot their 10 percent of all state

highway revenues for their individual use on their streets, amomnting to

iﬁij@: 891,
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DIVISION N0, 2

Division 2 of the state highway commission's working map
contains approximately 6,029 miles of highways and roads within its
area of 7,803 square miles. As of the close of the 1948 fiscal year,
the succeeding highway commissions had spent e total of $64,134,243, in
addition to $6,423,042 Forest Highway Fimds which were spent by the
Bureau of Public Roads, in the construction and maintenance of this
transportation network within the district which consists of the whole
of Benton, Lincoln and Polk counties, and large slices of Clatsop, Col-
umbia, Linn, Merion, Tillamook and Yamhill,

It has required $27,695,947 of state highway fuwds to construct
the various highways in the district together with $22,798,060 contributed
by the federal government; $3,248,917 furnished by the counties (material
portions of which came out of road user fimds diverted from the highway
revenues) and the sum of $178,207 of miscellaneous highway revenues, And,
to all of these amounts must be added %1,729,297, which constitutes the
10 percent of state highway revenues diverted by the legislature to the
exclusive use of the cities to be expended for the construction, mainten-
ance and repair of streets not a part of the state highway system.

The sum of $16,636,150 was required to maintain the roads and
highways in the distriet during the 3l-year period, of which £16,583,179
came from state funds, $29,17, from Covernment money, $21,901 from the
counties, and $1,89) from miscellansous revenues.

The sum of $47,365,499 was required to construct the 694 miles
of primary state highways in the district, an average of approximately
$68,250 a mile. Much of this mileage was in the Coast, the Fast and
West Pacific highways within the distriet, zs well as the radiating net-
work between the various cities of the district. State Highwmy fimds
contributed better than $23,700,000 of the total, government funds
another $20,000,000. (including over $5,700,000 Forest Highway Funds),
miscellaneous funds better than $153,600, while the counties are credited
with 2 total of $3,112,151.

The primary maintenance for the period totalled £13,000,109, o
which the state contributed $12,956,893; the cotnties $21,499; the govern-
ment $19,832; and miscellaneous highway revenues 51,89..

The secondary highways in Division 2 cost $5,271,547 to construct;
of which total 43,097,027 was state highway funds; 22,117,677 came from
government funds; $34,420 came from county advances, and $22,421 from mis-
cellaneous state revenues.

The maintenance footed up to $3,309,793, all of which was state
funds except 25,917 from the government.



A total of 51,284,087 was spent on the improvement of county
roads and city streets not on the highway system, together with £326,247
for their maintenance, the bulk of it state funds.

The cities were given their 10 percent for street construction
in the total amount of §1,729,297.92.
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DIVISION NQO. 3

During the period extending from 1917 to Jume 30, 1942 the total
sum of 285,293,236 has been spent in the construction and maintenance of
highways, roads and streets within the boundaries of Division 3 of the
highway department’s working map.

Division 3 contains some rugged country within ibs limits,
which embrace all of Coos, Curry, Douglas, Jackson and Josephine countieg,
together with parts of Klamath and Lane. There are 12,737 square miles
of not too level territory in the first five of these counties while
Klamath and Lane hold 10,567 more between the two of them.

In the 31 years during which the various highway commissions
and the engineers have been making motor transport easy and inereasingly
available throughout Oregon, 919 miles of main trunk highways have been
built in and through the seven counties of Division 3, plus 444 miles
of secondary hard surfaced feeder highways, while at the same time material
agsistance has been given in both financing and engineering the improvement
of 7,304 miles of county roads and city streets net on the state highway
gystem.

Included in this construction is that portion of the Coast
Highway from just south of Yachats te the California line; the Pacific
Highway from Junction City to Ashland and beyond to the Czlifornia
border; the Redwood Highway from the south to Grants Pass, the east and
west ways from Eugene to Florence; from Drain to Reedsport; from Hogeburg
Yo Coquille, not to mention much of the McKenzie highway, the Green
Springs and the Willamette Pass roads to the east. The rugged going over
these various routes is evidenced in some depree by the fact that con-
struction expenditures on the 919 miles of primery highways over the
31-year period have averaged approximately $62,570 a mile,

Of the total spent in the division during the 31-year period,
165,835,461 was for construction and #19,.57,775 for maintenance. GState
highway funds accounted for §34,609,486 of the construction cost, govern-
ment funds $23,963,830, the counties contributed $5,527,394 (2 sizeable
portion of which came from the 19 percent contributions from the state
highway road user money), while 1,527,176 was the 10 percent also contri-
buted by legislative diversion from highway funds for the sole use of
cities on city street construction; £207,572 was from miscellaneous
sources.

All of the maintensnce was paid out of state fimds except
$20,188 put in by the counties and £96,546 from federal fimds.

It cost £57,499,259 to build the primary highways, of which

the state contributed, in rownd figures, 231 million; the Cavernment
921 million, of which $6 million wes forest highway funds; and the
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comties §47 million., State funds shouldered £16,356,522 of the Primary

highway maintenance, the government approximately £88,000 and the counties
£19, 000,

t cost 95,160,953 to build the 444, miles of secordary highways,
of which §1,702,729 was forest highway funds, while the maintenance has
been $2,751,400. The sum of $1,648,063 has gone into improvement of county
roads and city streets not on the highway system. The cities of the dig-
irict have received and presumably used for street censtruction an addi-
tional #1,527,175 of state highway funds,
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DIVISION NO. 4

Division 4, on the State Highway Commission's worlking map,
sprawls over approximately 30,000 sguare miles of Tugged territory, easi-
ward from the summit of the Cascade mountains, to embrace five contipuous
counties In their entirely and to carve chunks out of another nine. Thoze
counties which are all inside the district lines are Orook, Descmites,
Jefferson, Lake and Shermen, covering 17,275 square miles. Those which
share their aggregate of 31,890 square miles are Gilliam, Harney, Hood
River, Klamath, Lane, Linn, Marion, Wasco and ltheeler.

In 1917, when the highway commission started on its job of
making and remakdng the highway system of Oregon, the ways one went from
one point to ancther in the 30,000 square miles of what now is Dividon &
were pretiy rugged, tortuous and sometimes hard to find. Between that
year =nd June 30, 1948, the commission has built 1,345 miles of primary
trmk highways, bag tied 503 miles of secondary highways onto the trunk
lines and has aided in the improvement of 7,218 miles of county roads
and city streets not on the state highway systenm.

1t has required a fotal of $40,934,662 for the construetion,

and 18,120,553 for the maintensnce of these improvements; a grand total
of §59,055,215 for the district, State highwey funds contributed,
directly, a total of $20,225,007 to the construction bill, —lus £857,830
ten percent of highway revenue diverted by the legislature for city
street construction) and the nineieen percent contribution of road user
fmds rede to the counties, which amomted o 53,445,796 during the 32-
year period, TFederal funds allocated to the district were £16,159,9.8,
while miscellaneous funds of £1.6,079 made up the remainder. The state
footed 211 of the maintenance coct except $58,010 from the Tederal
govermment, and £2,758 put in by the counties of the district.

Dividing the aggregete totals up: $31,707,590 went into the
consirucetion of the 1,245 miles of primary state highwayrs in Division 4;
w16,273,586 into their maintensnce. A total of %2,004,670 was spent fer
construction of the 503 miles of secendary hipghways, while their main-
tenance cost en additional £1,714,281. It cost 1,557,569 to do the
imorovement work on the division's 7,218 miles of county roads and city
streets not on the state highway system, plus 9132,684 from the siai
highway fund for maintenance.

Finally, 3,906,701 was expended for forest road construction,
of which the counties contributed £279,729.

15
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DIVISTON 10, 5

irty two years ago, before the Oregon State Highway Commis-
sion started building roads out of gasoline texes, automobile license
fees znd some local tax money, the nine big far eastern counties of the
state had their 39,000 square miles of wide open spaces threaded here
and there by what coumty roads their local county taxes had provided.
Thede nine counties now comprise what is lnown as "Division 5" on the
commission’s working map, one of the five segments into which the state
has been divided for purposes of efficient operation and maintenance,
They are Baker, Gilliam, Grant, Harmey, Malheur, Morrow, Umatilla,
Union, and Wallowa.

In the years since 1917, wntil June 30, 1948, there have been
expended on the state’s highway system £340,204,073 of state, federal,
county and miscellaneocus funds.

Of this gross total, $68,093,910 has been spent in the nine
counties of Division 5 on the construction and meintenance of primary
and secondary highways, county roads and city streets. With the money,
there has been constructed and maintained, 1,414 miles of primary
(state trunk), and 795 miles of secondary highways (10,726 miles of
county roads and city streets not on the highway program. have been
improved), - all of them built to standards set by The United States
Burezu of Public Foads and the State Highway Commission. A1l of them
either paved, hard surfaced or macadamized.

In peyment for construction, the sum of $23,616,503 came from
state funds; 318,477,718 from federal allotments; $4,530,750 from county
funds (local county taxes and diverted highway revenue combined); #314,628
from misecellaneous revenues: and the remaining $1,033,631 was state high-
way road user revenue, represented by the 10 percent allocation which was
voted by the legislature for the use of the city governments on city
streets.

Breaking the fotals dovn a step further, £19,461,071 in state
funds have been expended in the construction of District 5 primary hhgh-
ways, while the government has contributed #11,898,738 for the same pur-
pose, The counties in the district contributed = total of £3,776,153
To the same account. It has cost §16,861,107 in state highmay funds for
maintenance of these main hichways during the period, with the federal
government adding $47,974 and the counties but 214,658 to the jobh.

The commission has spent state funds amounting to 43,899,951
for the building of secondary highways and $2,999,088 for their mainten-
ance; and government funds amounting to #2,739,631 for construction and
£2,012 for maintenance. A %otal of $125,223 in county funds was spent
for conatruction and £2,035 for maintenance.
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Turning to local roads, the commission has furnished 255,479
of highwey funds, and the federal government has furnished $193,238 in
the construction of county roads end city streets together with £193,145
of state and a minimum dot of #67. in federal money for maintenance, The
counties contributed £53,814 toward construction and but £588 4o mainten-
; ance throughout the district during the period,

In addition to these expenditures,
$575,558 and the federal government $3,646,11
forest roads within the district, while the
total highway revenuas diverted by the legis
use of the cities for comstructio

the comnties have furnished
0 in the consiruction of

10 percent contribution of
lature sinece 1944 to the

n of city streets not on the state high-
Way system, has added #1,033,631 o the amounts which have been expended
| or ellocated for constructing and maintaining the state and local trans-
' portation avenues within the 9 countiea.
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A GIHERATTON'E REVIEW

A generation has come to Oregon since the state took its
first concerted step in the construection of a highway system of
modern standardized roads. Thousands have faint, if any, lmowledge
of the conditions, the circumstances, the men and the means from
the merger of which the present system has developed.

In the bellef that a recital of some of these matters would
be of interest both to those to whom it comes new and to those for
whom it revives memories, a series of glances into past highway history
has been compiled and is presented in their order and in the hope that
it will be of wvalue and of interest to those who may read them.



SECTION TIREE

FIEST STEPS QUT OF THE MUD
1910 - 1913

Oregon took its firgt decisive step to 1ift its feet out of the
winteris mud and summer®s dust in November 1910, when it zdopted a
constitutional amendment, by an affirmative majority of 18,369 votes,
granting the power to counties of the state to issue bonds for the con-
struction of permanent roads. Two years later, at the general elesection
in November 1912, the 144,113 voters who went to the polls put en their
big show, That was the year they handled 20 proposed comstitutionsl
amendments ranging all the way from womsn suffragze to abolition of the
state senazie, together with 30 proposed measures running all the way
from fixing the 8-hour day on public works, passed by 15,430 votes,
to the abolition of capital punishment, which later was turned dowm
by a majority of 19,607 votes. ’

They voted, by an affirmative majority of 16,005, to issue
stzte bonds up to 2 percent of the assessed valuation of the state for
the construction of permanent state roads. At the same +ime they put
a 2 percent limitation on the power of counties to bond themselves for
county roads, that by a majority of 13,400 votes.

That done, the voters started voting ™no'. They swatted a
proposed Initiative bill giving counties wnlimited pewer to iszsue bonds
for roads, by a negative majority of 24,913. They turmned down a bill
initiated by the State Grange putting road construction and bond issu-
ance in the hands of the county courts by 2 negative majority of
7,104 votes; and they heaved out a second Grange bill creating a state
highwey depariment consisting mainly of a 53,600 a year sizte highvay
engineer amd a {12,000 annual budget. The department was to fumection
in an advisory capacity te county courts who were to hsve contrel of
road construction in their respeciive comnties, Thot one had a 59,974
negative majority piled up against it, They plowed uader by a 44,693
negative majority another initiative bill proposing to set up & TShate
Road Board", comsisting of the Governor, Secretary of State and State
Treasurer, who should appoint a state highway commissioner, at $3,600
annually, the department to be financed by bonds issued at the rate of
%1 million ennually. The counties were to get two-thirds of the funds
raised by bonds after deducting the 212,000 allocation to the depart-
ment, which was to have absolute supervision of the expenditure of the
remaining one-third, this to be divided egually between the first and
second congressional districts; the first district at that time being
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approximately all of Oregon west of +he Cascades, the second distriet
all of Eastern Oregom,

To wind up the day's work, the voiers registered a 16,599
negative majority against another Froposed initiztive measure giving
mlimited authority to bond counties by popular initiative voie for the
purpose of raising funds for road comstruction to be expended by the
county courts.

All of these various proposed zmendments and messures were
initiated by different groups, the only ores whoze parentape was indi-
cated in the voters pamphlet being the grange amendment ang v 238

As a final twist the voters! approval of the B-hour day for
all public works was destined to have a very materizl effect in upping
the costs of road construciion throughout the state.

This brings the preview up to the legislative session of 1913
and its statute setting up the state hichway commission with Gowverner
West, Secretary Olcott and Treasurer Kay in command and Major Bowlby as
the first state hichway engineer as field genersl of +he baeby state high-
Way progran.

THE ORTGINAL HICHWAY DEFARTHENT ]

The shouting and the tumult centered about the seven divergent
road building initiative rroposals at the 1912 November election barely
had subsided when the 1913 legislature met and picked up the war clubs
again.

In the November 1912 battle,the state grange had a progran of
its own, an amendment by which cownties couwld bond themselves by election
called by the comty courts; and a proposed initiative statute providing
for a state highway engineer appointed by the governor who would operzte
in the nature of an advisor to the different counties in their construc-
tion of county roads. That group wanted the counties to rm +he show,
each building itz own roads &5, when and where it might desire.

Governor Oswald West, who was fighting strenuously and persis-
tently that session with the controlling senate machine, had entirely
different ideas shout permanent road building, both in 1912 and 1913. In
the former year he had been an active advocate of the "stzte road bonding
act," which was dizmetrically different than the grange bill, It provided
for a state highway commissioner, appointed by the governor at 3,600
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annual salary and expenses, the total not to exceed £12,000; for the
issuance of 30-year state bonds at the rate of §1 million annually —-
bond revenue together with two-thirds of the anmmual motor license

taxes to go into the state highway fund for road construction. Two-
thirds of the aggrepate was fo be set aside for use by the counties;
one-third to be divided equally among the counties, one-third in pro-
portion to assessed waluation and one-third in proportion to area.
Counties with an assessed valuation of $10,000,000 or more were re-
quired to show they had raised a fund egual to their share of the state
highway fund apportionment in order to get it. Other counties could
get their state share by putiting up half the sum in county funds. One-
half of the state's share was to be spent in the firgt and one-half in

the second congressional district, there being but the two districts at
that time.

This blll met the violent opposition of Stete Grange Master
Charles Spence and many members of the state grange convention held at
Hoseburg not too long before the election. CGovernor West, who gotaleong
fairly well with Spence, weni dotm to the convention and talked it into
endorsing the $1 million bonding bill, Elated, he boarded the train for
Salem, but long hefore it had reached Eugene, Spence and his convention
Suffered a2 change of heart, rescinded their endorsement and twmned the
heat on the bill, It went info the discard by a 44,093 negative majority.
West, however, had the satisfaction of seeing the Grange bill plastered
on the same day with an adverse majority of 59,974 wvotes.

That wag the picture when the 1913 legislature convened. Wesi,
chafing over the glaughter of his 1 million anllﬂr adopted brain child,
joined nands and made mediecine with Senator I. N, Day of Multnomah {the
Two wiere not sppoged to be eliher pol_t1CEl+j or officially on speaking
terms). Day wes a strong advocate of a system of state highways to be
Tinameced by bonds and constructed under the direction and control of a
state highway commission.

In 1913 the main batile cry of legislative candidates was the
"abolition or congolidation of state boards and commissions." Aceerdingly,
to get around that hurdle and pasgt the grange opposition to state bonds,
Vlest and Day mzde the governor, secretary of state, and state treasurer
into ‘a gtate highway commission, set up a state highway enpineer with a
working organization as tﬂE highway department, and gave it 211 ithe money
it could raise out of a + mill state tax levy Wlth whidi to carry on,
approximately 5248,000 anmually,

During much of this time Samuel-Hill, Northernm Pacific Railroad
tyeoon and son-in-law of the illustrious Jim Hill, had been battling for
state hizhway construction in the state of Waghingion. He hed put his om
money into the construction of the scenic loops at Maryhill, partially
financed the road to The Dalles from Goldendale, and the Washington
legislature gave him some money to start the North Bank highway. But



when Hill's progrem ran into heavy construction costing £30,000 & mile,
both Governor Lister and the legislature developed cold feet, cut out
more appropriations, so Hill came dowm to Salem bringing his two chief
road enthusiasts with him: Major Henry L. Bowlby, West Pointer and engi-
neer; and Samuel Lancaster, who had been sent to Furope to study European

road building methods; together with Charles H, Purcell, noted bridge engi-
neer.

Major Bowlby was appointed state highway engineer at %3,600 a
year; Lancaster went to work as his assistent at 8450 monthly and took over
the location of the Multnomah end o the Columbia River Highway; Purcell

commenced designing bridges for £175 a month -- and the hipghway program
was born. ’

OREGON *5 INITIAL HIGHITAY MAP

The 1913 legislature when it sebt up the first state highway
machinery specified that the atate highway engineer was to make a general
state highway plan of the state and within one yeer from the effective
date of the law was to prepare a map of the main highways which, in his
Judgment, were of sufficient importance to be designated as a system
of trunk or state roads fo be improved and maintained at the cost of the
state. This map was to be approved and adopted by the commission. A dir-
ect tax levy of } mill on the assessed valuztion of the state was provided
for financing the state highway commission in its operations.

State Highway Engineer H. L. Bowlby submitted the mEp one year
to the day from the effective date of the law, or on June 3, 191/, t wes
adopted September 5, 191. by the then highway commission, Oswald West,

Ben W. Oleott and T. B. Kay. This map outlined:

The Columbia Highway, starting at Seaside, rwming through
Astoria, along the Columbia to Pendleton, then northeast through
Milton to the Washington state line. A branch, not named, di-
verged at Pendleton to run southesst through La Grande, Baler
and Hmtington to the Idaho line;

The "Oregon Bezach Highway," starting at Seaside and rmning
south along the coast to he California line:

The Pacific Highway, starting at Portland and following the
general line of the present highway 99-F south to Ashland and
the California boundary. The "Capitol Highway" was projected
along the general route of the present 99-W frem Poriland to Al-




bany where it joined the east side line;

The Dalles-California hishway ran south from The
Balles through Hedmond to Klamath Talls and Califomials
line;

The Central Oregon highway started seuth from Fasco,
to run through Prineville and on south to Takeview;

Then an Bast-West line ran from EBugene, via ths Me-
Kenzie River to Redmond and Prineville. Another rrojected
east-west line left the Central Oregon trunlt road at
Millican and headed for Burns and on to Ontario.

Those trunk lines represented the state highway construction
basis until the 1917 legislature set up the present tharee man commisaion,
nasced the 36 million bonding act and put the highwar construction into
g IS
high gear.

WHO SHOVELED THE FIRST DIRT?|

Just at what point Oregon's highway system first started well
mizht be the subject of debate. Like little Topsy in Uncle Tom's
Cabin it seems to have "just growed" at widely separcted pointsz in the
state and at relatively the same time,

Samuel Lencaster recalls in the first annuzl report of the
commission thet road viewers had been appointed in Multnomah County
Hay 25, 1910 at the ingistence of E. Henry Wemme and other original
hiphway enthusiastsz, to map out the Columbia Highway through Multnomsh
County to the Hood R¥ er county line. The surveyms mde, the road
formally declared a public highway on April 29, 1911, and a county work
force built 1.8 miles of sieep and crooked roadway. The comty ran
afoul of the Union Pacific right-of-way and work stopned.

In the fall of 1912, Simon Bengon advanced 310,000 to Governor
Oswald West with which to finance his "Honor Caap" where convicis were
employed to build the roadway around the bzse of Shell Hoekr Mowntain
in Hood River, which had been assumed to be an impassable harrier. In
1913 construction was undertaken all along the line.

The influence of Samuel Hill, railroad builder snd hipghway

enthusiast, in the mapping of the first highway routes ought not to be
lizghtly considered. Prior to 1913 he had been actively fostering the

23




SN

TR T TR b B s ok 3 U

e ki bl e

LI RN ST 1Y

dissiaiiilila

Rl

construction of an "intermational highway", to resch from Canada south
through Washington, Oremn, Californisa to the Mexigan border. He built

a rozd from Goldendale to his Meastle! at Maryhill, established a ferry
across the Columbiz from there to Biggs, toward which he coniributed
largely of his om funds, and was voted money by the Washington lepisla-
ture to build along the north bank of the Dolumbia. When his construction
there ran into reaches of #30,000 a mile the Washingtonians developed cold
feet, failed to vote more money and Sam Hill came across inte Oregon,

bringing Major Henry L. Bowlby, Samuel Lanczster and Charles H. Purcell
with him.

The 1913 legislature established the Tirst highway department
under tne command of the State Board, Governor Oswald West, Secretary
Ben W. Olcott and Treasurer T. B. Kay, and they took over the job by
hiring Bowlby as the first state highway engineer, who,in twn, made Lan-
caster his assistant and put Purcell at the hezd of the Bridge FEngineer-
ing Dividion.

Lencaster was assigned the task of laying out the Columbia
highmay through Multnomah to Hood River County, aided by 475,000 appro—
priated by Mulinomah County to heln finance the work,

Jackson County was the first county to take advantage of the
county bonding amendment by voting $500,000 bonds in November 1913 to
start at the California line and build north over the Siskiyous "as far
as the money will go,"

Clatsop County followed suit with $400,000 to start at the
- x

Tillamook line, north through Sezside and Astoria and on Fast to the
Columbia boundary.

Columbia added £300,000 in bonds and a £95,000 special tax o
finance its section of the highway, about which a recall slectiion awept
one set of county officers out and put a new set in before the funds
were applied as intended.

Hood River voted £75,000 in bonds in July 1914, Vaseco surveyed
a route across the county and scheduled to construct in 1914,

Bowlby assumed office June 3, 1913 and went out March 31, 195,
State Engineer Jolm H. Lewis was given the dusl role of that and State
Engineer by the 1915 lepislature. He delegated the job to his assistant,
E. I, Cantine, who served until January 19, 1916, when the supreme court
dumped the job back into Lewis! lap where it reshed wntil the renrganiza-—
tion of the department by the 1917 legislature when Herbert Nurm begane
the first state highway engineer, as the commission now is set um.

Hapid sirides were made in construction in the period between
June, 1913 and the close of 1916, lMajor Bowlby, in summing up resulis to

24,




October 1, 1914, shows that from 1903 to October 1, 1914, a total of
92,087,869 had been spent in bridge construction while #19,%83,259

had gone into highway construction, a large part of this having come
from county bonds and county rosd levies. The state really +ook over
the highway construction Jrogram, commencing with the administration of
the first appointed highway commig sion, consizting of Simon Benson, Port-
land, chairman; W. L. Thompson, of Pendleton, E. J. Adams, Eugene,
appointed March 6, 1917 by Covernor James Withycombe,

SINON BENSON AND CONVICTS STOPPED MOVING ?aIDUI'!Tﬁ.II-II

Roman slaves built the Appian Way across the practically im-
passable marshes to Rome a couple of centuries or so B, Q. and helped
Rome to rest =0lidly on her seven hills,

Oregon convicts built the first stretch of the Columbia Hi ghway
deross what had been considered the impassable toe of Shell Rock Moumtain
a few years "B. C." and proved that the vast pile of rubble would keep
quiet and not lkick the highway domm hill to cover up the 0, W. R. & N,
railroad tracks below.

The O1d Romen built his road with titlies and taxes levied on
conquersd people. Oswald West financed his construction with $10,000
contributed by Simon Benson withoud any duress other than his viszion of
the future and the public welfare. i

Samuel Lancaster relates part of the story in hiaz chapter in
the first report of the first state highway engineer. Oswald West
chuckles about his part in the highway epic in a reminiscent vein.

Lancaster in his report tells that, "It had been wrged that
chell Rock Mountain, in Hood River County, was an impassable barrier";
that if man started tickling its toe the whole mowntain would go into
convulsions and cone writhing down.

West, bred a Democrat, believed that William Jennings Bryan
was a man of truth and wisdom, and Bryan had told him the engineers
building the Panama Canal had told him that the walls of the Culebra
Cut would stop sliding when they had reached the "angle of repose.™

That was an angle entirely foreim to the disposition of the
then Covernor, but it had a soothing sound; Simon Benson had the 10,000
buels which he was willing for West to gamble with, and the Penitentiary
had a lot of convicts with idle hands and no way to use them in construc-
tive endeavor.
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S0, West toolk the 10,000 iron men donated by Mr. Benson, picked
out a foremen who had been handling "working gangs" st the pen, selected
convicts wao were eager for an outdoor vacation and sent them oo to Shell
Hountain to set up an "Honor Camp® and prove BEryan's stuff about the
angle of repose. Uhen they had set up the camp, West sent up another
25 men and they went to work building a rock wall out of the toe of the
mountain to keep its foot set where it ought to keep on setting.

West confides that, as a great lover of "hosses" he recruited
his Honor Camp from among the "hoss thieves" who had been wnfortunate in
getling cavught with the goods. “The way I figured," he says, any sy
who loves a hoss enough to steal it and go to jeil has got emough good
in him %o keep & promise when he malkes it." To demonstrate his faith in
his theory, he loaned the camp a 22 rifle and a box of shells to shoot
Jack rabbits, or other game, with which to bolster up their larder and
help stretch the £10,000 over a longer period.

"ind", West boasts, "We nailed down the mowntain without dis—
turbing its angle of repose, and never lost a man."

fnd, that is the way the Highway Commission got started arourd
the "impassable barrier" of Shell FRock Mountazin when, in the fall of
1912, as Lancaster records, "All work had ceased, for seemingly the
Columbia Highway had no backers except a few 'road enthmsiasts!," until
interest was revived "through the splendid generosity" of Mr. Bemson ——
the convicts having licked the angle of Tepose.

In July 1914 Hood River county voted £75,000 in bonds, which
were bought, incidentally, by Benson, and final construction was started
on the 4.5 miles between Wyeth and Vienmto Hill, between which two points
the "impassable barrier" of Shell Rock Mountain no longer stood.

| STRONG BACKS, SHOVELS AND OLD DOBBIN |

"In the good old days" when Oregon started %o build hi ghways,
road building was done with strong backs, short handled shovels and a
combination of men and horsepower directly applied om the works, Bull
dozers then were an inventor’s dream. Road scrapers were "drags" hauled
by horses and mules, Contractors "blew" stumps out of the right-of-way
with black powder or dug them out with mattocks and men. Cuts were
cleared and fills were made with wheelbarrows, shovels, dump wagons,
5lips and fresnos.

Most of the tools they used in those days are museum pieces
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compared with the equirment contractors employ now; the bows and arrows
of early time road building battles. Today one of the primary factors

a highway contractor figures on a job is the cost of the gasoline and
diesel required to run the ponderous machines he usez. Back in 1912 he
figured how much hay and oatz he would need to keep his horses and mules
pushing against their collars. And men, lots of men, ate like horses
after they had been hitched to the end of a short-handlesd shovel for

eight hours or more, so the cost of their fodder was figured in with the
hay and the oats.

In those rugged and slow moving days when Oregon's road men
was started crawling over the face of the state, manpower was cheap and
abundant. A man and his team would put in eight hours, sometimes more,
for around %6 a day., Pick and shovel men eamed about as much in eight
hours as they now get in two. That was before highway congtruction
money started growing out of gasoline but still was a product of the
wayside soil, was scarcer than shovel muscle and harder to get on a
highway job.

During the first 18 months of Oregon's highway saga, Major
Bowlby, the first state highway engineer, had more men awvailable than
the commission had money., He tells about it in discussing "the unemploy-—
ment sitnation”, with"mmdreds of men wmable to find work of any kind,
and every indication that the approaching winter will be a worse one far
the wnemployed." He recommended the "adoption of a comprehensive plan”
which he estimated would require £100,000 to take care of 1,000 men for
a neriod of 60 deys. It would not ret more than 50 percent of the work
secured on & contract job, the Major estimated, "bub the cities would
be relieved of a great problem that is difficult to solve within the
limits of & modern city."

The plan as outlined:

"There will be necegsary two road camps situated conparatively
close together in a part of the state where the climate iz not too
severe in winter. One of these camps should be outfitted similar 4o a
contractor's camp, the men paid a nominal wage and fumdished pgood board
ﬁrll‘i bmﬂfﬂ- -

"The other camp should be a stockade camp, with more or less
work for the men to do, and board given in proportion to the work dome.
With these camps established, all wnemnloyed could then be given their
choice of working in the first camp and mceiving a moderate wage and
good food for their work, or of spending the winter at the secend camp
where they can be kept at the least expense to te public and not beconme
a nuisance by congregating in larpge numbers in the cities. Such en
arrangement, rigidly enforced, would relieve those who are actually in
want, and expose those who pretend they want to work but never get far-
ther than the pretension.”
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So far as the record shows, Major Bowlby's succes

ssors never yut
his Spartan remedy into actual rractice.

1917 -~ AND DIRT STARTS FLYING |

-

The state of Oregon really started throwing dirt in 1917 when
the legislature put highway construction in the hands of a three-man com-
mission appointed by the EOVernor; passed and submitted to the people the
$6 million bond bill together with other assisting legislation.

The commission act was sioned by Governor Withycombe February
19 and the Tirst commission appointed March 1. It consisted of Simon
Benson of Portland, wealthy lumberman and good roads enthusiast, who
was elected chairman; V. L, Thompzon, Pendleton banker; and E. J. Adans
of Fugene, engared in the building and loan and real egtate business,
who drew the short tern exXpiring April 1, 1918. He was then succeeded
by Robert A. Booth, lumberman, of Fugene., The commission elected Herbert

unn as its first state highway engineer and started building highways.

The commission at the ontaet adopted the rule, which has been
adhered to through the succeeding years, that the business of the commis —
sion should be carried on by unanimous vote of the three commEsioners.,

It adopted the main trunk line roads, previously recommended by the legis-
lature and outlined by preceding commissions, as the official highway
gystem of the state. These included the Columbiz and Pagific Highways,

the Roosevelt (Oregon Coast), The Dalles-California, and East-iest Central
Oregon routes —— the system

a5 a whole being practically that of the ore—
sent mainline state highway map.

June 25, 1917, the commission went on record, as a war measure,
to devote its resources to the completion of the two main trmlc lines,
the Columbiz and Pacific Highways. It was faced with labor and material
shortages which hampered contractors and made their bids so high that, in
many instances, the commission was forced to carry its work forward by
force account, Itg equipment at the time consisted, in the main, of 3
conerete mixers, 3 road rollers, 4 rock crushers, 6 auto trucks, plus
some miscellaneous tools,

The voters of the state, at a special election on June 4y 1917,
cast an affirmative majority of 13,513 behind the £ million bonding act,
and shortly thereafier 52,190,000 of bonds wers sold for higzhway build-
ing. In addition to this, 400,000 of "Bean-Barrett" bonds were sold to

match federal cooperative funds, these sums to be added to other funds
available to the commission,
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By early June of 1917, the new commission had organized and
set up its office machinery, and between that time and November 20, 1918,
had laid 50 miles of paved highway and 112 miles of macadam; had graded
124.5 miles of roadbed; made surveys for 902 miles of state roads; and
designed 95 bridges and 15 culverts, of which 59 of the bridges and 11
of the culverts had been constructed,

In doing all this, there had been expended a grand total of
3,597,982, This came, $528,790 from the L mill tax levy then in effect;
$281,902 from auto licenses; $2,077,565 from the sale of bonds; and
$709,725 from county funds.

Oregon, at last, had awakened to the value of pood roads as
well ag their economic necessity through the development of motor trans-
port, and state and local government forces were joining hands to
hezten their construction. By the clozse of 1912 the record shows 11
of the counties had voted the issuance of £4,017,000 in county bonds
for the improvement of county roads and state highways in collsboratien
with the state commission's program.

MANY BONDS TIA K T PAST TIORK

The two-year stretch bhetween November 30, 1913 and Navember
30, 1920 saw the highway commission flush both with money and movement.
In October 1919, Commissioner Thompson of Pendleton resigned because
he was moving to Portland to join the First National Bank force. He
was succeeded by J. N. Burgess of Pendleton, who was killed in Partland
about & month later. He was succeeded by Ed. E. Kiddle of Island City,
mill and grain operator there. Chairman Benson was reappointed April
1, 1920, but resigned in November, succeeded by John B. Yeon of Port-
land, wealthy lumberman and builder of the Yeon building in dowmtowm
Portland. Commissioner Booth became chairman following the resipnation
of Benson.

Started rolling in 1917 with a &6 million bond issue back of
it, plus other material finaneial assets, with labor loosened up by
returning soldiers and materials more available, the commission started
extending its lines at a much more rapid pace. In 1919 the legislature
became even more generous than it had been in 1917 and upped the high-
way bonds by an additional ©10 million. It set a special election for
June 3 and submitted an amendment to the constitution authorizing
couniies to bond themselves up to & percent of their assessed value.

It submitted to a vote at the same election ths £2,500,000 Roosevelb
Military Coast Highway Bonding Aci and,as a final gesture,passed and
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submitted the Market Roads Tax Bill, which authorized the counties +o
levy an advalorum tax of 1 mill for commty road construction in conmec—
tion with the state program.

All these commitments were aprroved by the voters by large
majorities and the legislatire impelled by road-building momentum held
2 special session in January 1920, set snother special election for
May 21 and submitted more financing legislation to the voters., One Was
a further amendment to the constitution increasing the bonding linit
for road financing from 2 +o 4 percent of the state ascessed valuation.
It also sulmitted an additional constitutional amendment giving the
power of eminent domain over lsnd needed for publie roads. As a final
largess, it authorized still another #10 million bond issue, this depend-
ent upon ratification of the 4 percent amendment, which was ratified at
the election by a large majority;

Thus arned, the commission expended during the two years, 1919
and 1920, the total sum of £20,234,177, exclusive of market roads, in
highway construction. Of this total, state funds represented $17,658,547;

county cooperation #1,237,090; and federal dd funds $1,320,879.

This total expenditwre bought 347.2 miles of paved highway;
369.4 miles of macadam; 761.4 miles of grading, Puring the same time
the government had expended on forest roads a total of #1,568,2/1, result—
ing in 134 miles of grading and 57.6 miles of surfacing being completed
or wnder construction sg the year ended. A total of £1,311,300 was
expended in bridge construetion znd design,

The biennium closed with funds on hand and more available,
many contracts under way and pending, and the highway program going for-
ward in high gear,

| OREGON'S, UNCLE SAM'S, WINDS MEET

On November 24, 1922, Oregon's highway system — so far as
federal aid is concerned —— was "jelled" when the federal buresu of
roads and the Highway Commission reached "a meeting of the minds" re-
garding the desipnated highways, and the mileage, for the construction
of which the povernment would allocate its funds. This agreement made
no material change in the main or *runk line highways which haed been
set up by the Commission, but it established a definite basis for joint
endeavor which has not since been changed except by an increzse in the
percentage of federal funds allewed.




The first federal aid law limited federal finds to "post roads"”
or roads over which the mail was to be carried. Later this was changed
to "such projects as will expedite the completion of an adequate and
connected system of highways, interstate in character'". It required
further, that before federal dd would be given,the state must set un a
system of highways not to exceed 7 percent of the total highway mileage
in the state and that federal money should be spent within the mileage
limits of that 7 percent. Those provisions have been modified by an
amendment increasing the percentage by one point whenever the designated
roads were 90 percent completed.

The state in 1922 had 41,825.7 miles of public roads, which
entitled it to a federal system of not to exceed 2,927.% miles. The
remainder of the road mileage was left to state, county and city finane-
ing and it is upon this erystalized program that the commissions have
been laboring since 1922,

Oregon's highways in the begimning were 16 feet in width, as
compared to 15 feet in California. On that stendard, the close of 1922
gaw the state with 837.7 miles of paved highways; 1,197.3 surfaced with
macadam or gravel; 1940.2 still wnimproved. In other words, "more than
20 percent of the system as then contemplated had been completed with
practically all of the more importent and most expensive portions entire—
1y completed.”

That was the optimistic view of the commission on Novemer 20,
1922, when its biennial report states: "Except for the consiruction of
one single mile of pavement (through Painier) the Columbia River Highray
is, at the end of 1922, a completed highway." "The completed cost,
exclugive of those sections within cities and towms, will agrregate
approximately $1l million." "The Pacific Highway, 345 miles in length,
stands practically ceompleted; 327 miles paved, the remaining 18 miles
improved to & very excellent all-season road.”

The Roosevelt Highway had been "extensively improved" but not
yet "opened over its entire length." Its total cost when completed was
estimated at 10 million, covering its entire 409 miles.

That was the way they felt about the highway job when the
commigsion balanced ite books as of November 30, 1922, Trom the begin-
ning of the highway endeavor in 1913 up to this later date, the commis-
sion had expended §56,809,107 in highway construction and its contingent
expenses. 0Of this total, state fimds, from bonds and other revenue
sources, represented $43,963,030; county cooperative funds, $8,202,166;
federal funds, 34,545,530, and railroad funds $97,381. Of this total,
approximately $31 million were expended during the 1921-22 biennium,

Up to then, the commission had been wheeling along on 16-foot
highways and believed they could see the sunset of their endeavers with
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their job more than half dope. They did not foresee how fast, or
how far, the economic world was going to travel on rubber; envision
the fleets of 72,000 pound trucks, the millions of motorists, the
high spesd and the superhighways. They thought they almost were
ready to hang up their tools. In reality, they had just outlined
the backbone and = few of the ribs of their final kandiwork,

HOW JUDCE DUBY GOT HIS JOB |

Oregon elected a new governor in November, 1922: Walter M.
Pierce, Democrat, of Union Comty. "According to custom," the three
members of the highway commissien resigned and during March and May
three new commissioners took over the pilotage of the highwey program,
They were Judge Willianm Duby, of Baker, elected chaiman; Judge Wade
H. Malene, of Corvallis, and Henry B, Van Duzer of Portland.

Maybe if g paragraph or two of heretofore mnpublished politi-
cal history happened to creep in at this point te break the chronology
of bonds, contracts and paving mileage, it might prove an interesting
diversion. Anyway, the story is that Ward Irvine, then Governor Pierce's
secretary, was sent dowm to Portland to se former Covernor Dgwald West,
also a Democrat, to ask what West lmer about the character and qualifi—
cations of "Judge Duby." West thought that Irvine zaid "Judge Derby",
As it happened, Andrew Jackson Derby, County Judge of Hood River County,
vas @ warm personal friend, as well as a resl Andren Jackson Democrat,
and when West finished recomnting all the good points of Judge Derby,
that Hood River magistrate easily could have been fitted with a man-
sized halo. Irvine expressed himzelf as very much plezsed, observing
that the Governor also would welcome the information ag the Judpge had
been highly recommended for appointment.

"When I rezd a day or so later of the appointmen £ of Judge
Duby, of Baker, I was totally flabbergasted," West confides. "But it
was all right anyway, Judge Duby was & good man even though at the
time I did not Mmow him at all.®

West also reminisces that at about the same time it came to
him via the grapevine route from Salem +hat the Governor was hesitating
between the appointment of his oldtime buddy and Demeocratic colleague
in the state senate, Milton 4. Miller, then resident in Partland and
who wanted the job, and H, B. Van Duzer, Portland lumberman and prominent
citizen who did not seem at all amsious +o be bothered with it. Some-
how —- West is somewhat naive about this phase of the story -- this cir- '
cumstance got ecirculated around over Portland in the newspaper shops
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and among civic leaders, resulting in an immediate and econverging
barrage upon the Governor's office urging Van Duzer's appointment
on the one hand and upon Van Duzer to accept it, if offered, on the
other. It came, Van Duzer accepted and served through the Pisrce
adminisiration as commissioner, and as chairman through the four
years of Covernor I. L. Patterson's administration and on into the
Meier tenure, when he resimmed.

Commission Duby had served as county judge of Baker,
Commissioner Malone as county judge of Benton County.

State Highway Engineer Herbert Hunn also joined his three
commissioners in resipning to accept a position as City Manager in
the Uity of Santa Barbara, California, znd Roy A. Klein, who had been
assistant state highway engineer and secretary to the commission,
succeeded him.

LOGS WEIGHED HEAVY IN 1923 l

In the period embracing 1923 and up to November 30, 1926,
the highway commission commenced to face rapidly developing problems
of administration end control, as well &s those of heavy construction.
Up to December 1, 1926, it had igsued £38,700,000 of hichway construc—
tion bonds. In 1922 it had commenced to £ eel the weight of annual
principal and interest repayment charges which came out of highway
revenue, It was confronted with rapidly increasing traffic on the
roads it had constructed and was constructing, passenger cars including
those locally owned and an inceming flood of tourist travel; freight
trucks continually growing bigger snd heavier —— and log trucks insis-
tent upon loading to the weight limits allowed, and beyond.

As a result of these combined conditions, hiphway maintenance
was shoofing up, replacementsand reconstruction was becoming a major
item, early pavements were proving too narrow to meet the demands of

bigger and faster equipment and the light roadbeds which seemed adéquate

in the beginning — paving, oiled macadam, crushed rock and greveled
surfaces -- were bresking under the continual beating of ever heavier
and faster use.

The 1923-2/4 repart pointe out that "the program of the present

biennium has, in a large measure, consisted of completing unfinished
contracts, placing new contracts to £ill gaps in the main through
highways and extending branch highways as well as maintaining previous
construciion so that travel may secure the maximum benefits fror the
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state highway investment." During the biennium, it laid but 6.7 miles
of pavement, built 580 miles of gravel or crushed rack surfaced roads,
did 415 miles of grading and built 115 bridges of more than 20 feet span.

Forest road constiruction consisted

of 154 miles of surfacing and 142 miles
of grading.

A totel of $21,117,597, excluding market roads, was expended
during the biennium, of which §14,269,970 was state, £3,785,382 county,
$223,874 railroad and ©2,837,866 federal aid funds,

It was noted in the 19234 report that 2-inch bituminous and
6-inch cement concrete pavements "were not adequate and "must be thickened

and widened to meet increasing demands of traffic." The cement standard
was boosted to "7 inches with thiclkened edges. "

"The protection of the roads against overloading and speeding
requires constant vigilence," the commission discovered back in 192/, amd
that far back commenced to have its troubles with log hanlers' overload-
ing, Those days, the logger had to put up 2 bond to indemnify the commis—
sion "for any damage in excess of ordinary wear."

The commission concluded its report that it: Vstrongly recom-
mends that no new roads be added to the state highway map mntil the pre-
sent system is completed. It is believed that the present system, which
represents aprroximately 10 percent of the publiec road mileage, iz ade-
guate to cover the needs of the state,”

LIN 1926 HIGHWAYS "WERE ADFOUATE® |

"In harmony with the demand of the people for a curtailment of
public expenditures, and in view of the fart that the state highway system
has now reached a state of improvement which satisfies the most oresging
of the demands for modern transportation faeilities, there has been during
the biennial period just closed, a marked slackening or slowing domn in
state highway operations." Thig is the first sentence of the 1923-2 re-
port of the stzte hig hway engineer.

On MNovember 20, two years later, the commission in its SUmMmary
for the preceding two years, recalls that 1926 "rounds out a full decade
since the inauguration of the present state highway program," and Droceeds
to take inventory of the progress of those ten years. In 1916 there had
been 33,917 registered motor vehicles in Oregon with license feez collected
of §146,232. Outside of Multnomah, excluding a few miles in Clatsop end
Jackson counties, "there was no pavement at all." Gravel roads were




"narrow and rough"; there was no "continuity of improvement, with fre-
quent impassable gaps". The "state highway system then existed only
on paper; the Columbia Highway had just been opened as = dirt road

to Hood River and to Astoria. The Mt. Hood Loop was only o vision.

The Pacific Highway was impassable after the first rains, sz were all
roads leading to the coast. The route to Pendleton was over the hills
by & circuitous route involving long steep grades.

At the close of 1926, there had been constructed 172 miles
of cement and 550 miles of bituminous pavement, in the 4,468 miles of
the state highway system; plus 2,137 miles of crushed rock and gravel
surfacing and 2,491 miles of grading, In addition, were 371 miles
of crushed rock and 461 miles of grading in the forest road program of
the Bureau of Public Roads. Multnomah County and cities of more than
2,000 population, without financial assifance from the state, had
paved their streets over which the state highway route ran to give a
grand total of 897 miles of pavement; 576 miles of ciled macadam;
1,7,7 miles of crushed rock and gravel: 301 miles graded and 947 um-
improved. 575 bridges over 20 feet in length had been constructed,

In the 10 years,the commission had expended, not including
market road funds, $99,001,922; of which £12,575,87 was county;
$9,976,41L government; $462,67, reilroad and £75,986,956 state funds.
Honded debt and interest had claimed $15,940,531 of the state Tunds.
In addition, upward of $17 million of stzte, county and district funds
hac been expended under the Market Road Law.

In this pericd the commission adopted the plan and set the
Tirst of the concrete mile posts along the major highways indicating
the distance from Portland, commencing a2t Broadway and Waghington
Etreets.

A start was made at widening pavementz from 16 to 20 feet to
meet growing traffic demands. In 1923, 16 miles of road had been oiled,
to lay dust, as an experiment; 55 miles more were added in 1924, in
1925 this was boosted by 160, and in 1926 by another 343 miles —- the
birth of the oil mat and bituminous macadam surfacing,which since has
spread throughout the natien.

Log overloading and heavy freight trucks, and excessive speed
troubles plagued the commission then, as now.

The report ends: "The commission strongly recommends that

no new state highways be added to the state highway map until the present

system is completed or, at least, farther advsnced. t is believed that
the present system, which covers approximately 10 percent of the public
road mileage, is adequate to cover the needs of the state."




| "ONLY 340 MILES REIATH UNLPROVEDT

At the close of 1930 the highway commission surveyed its
accomplishments and decided that its job was almost finished., It was
the close of the 1.th year since the start of the program, and the com-
mission, in its Tepart, notes that "at the present time on the state high-
way system of 4,359 miles, 4,019 have been improved and only 340 miles
remain unimproved"., As of that date, the commission had laid 739 miles
of paving (188 miles concrete end 551 of bituminous), 1,572 miles of oiled
macadam, 239 of nen-skid, and 23472 of rock and gravel surface; had repaved
54 miles, done 708 miles of resurfacing and 337 miles of regrading. It
notes that Mltnomah ang incorporated cities of not more than 2,000 popu-
lation had done their omm paving without state assistance, During the 14
vears 558 bridges over 20 feet in length had been constructed by the com-
MISSI10N.

During the li-year periocd there had been expended & gross total
of 141,992,545, of which 914,596,140 was county funds, $13,222,242 govern-
ment, £563,629 miscelianeous, and $113,610,533 state money, OF the state
funds, a total of £29,241,988 represented rayments on bonded debt and
interest, :

It is noted that "The Pacific and West Side Pacific Highways
have been considered ag completed, but betterments have been necessary,"

Progress had been made on the entire highway network, but al-
ready faster and heavier traffic had begun to call for widened roadways,
improved curves and flatter grades. The Roosevelt Coast nighway had been
opened for the grester tert of its length, barring heavy construction
at such points as Heceta Head, and the commission foresaw a completed
road in the late summerof 1932,

The Commission started in 1926 with Hs B, Van Duzer =g Chairman,
C. E. Gates of Medferd, and Robert 17, Sawyer of Bend as Commissioners. In
1930, Bawyer was removed by Governor 4, W, Norblad, and M. 4. Lynch of Red-
mond was appointed to succeed him,

The first of the cozst bridges, and the largest up to then under-
teken by the Commission, was contracted to be constructed across the Rezgue
Aver between Cold Beach and Wedderburn in January 1920, to be completed
by December 1971,




| ATTRACTING OUR OWN SCRAP

Away back in 1928, almost a quarter of a century ago, automo-
bile tires were not-so rugged as now and the highways of the state were
not so smooth. Also, farm wagons and horses shared the roads and over
the miles they and the old Model T sprinkled hardware — nails and
screws, bolts and staples, and other puncture produc i ng junk along
the right-of-way. TIn those rough days, if an =zuto tire stuck it out
Tor more than 2,000 miles it was rated almost as & mugseum piece. Punc-
tures and blowouts were the rule, not the exception, of the day and
every wise guy who went wvery far away from the home plate carried an
gxtra inner tube or a patching and vulcanizing set under the driver's
seat. -

Roy Klein, who was state highway engineer in 1928, was a
indly and sympathetic man whose heart was hurt by the sight of so many
puncture patchers sweating over their tire fools aleng the scenic reaches
of the highway map. They sort of cluttered up the landscape, so he did
something about it.

It appears that a young professor in Engineering at Washingion
State College at Pullman devised and constructed an electro-magnet
attached to fie under side of a small truck, and Roy Klein hed a similar
mzchine built for Oregon.

It is probable that very many more of today's crop of graying
motorists 5till harbor harrowing memories of the pumctures of the early
20%'s than wvisual recollections of Roy Klein's remedy, c¢alled the "mail
picker®, It isn't stowed away in some cosy corner of the state highway's
shops but is usedevery year on many miles of road, and has saved many
from that depressing sound, the higging tire,

Vhat was it? Let the record speak. It says in the 1928 report:
"4 new piece of eguipment which has been placed in operation this year
is a road magnet mounted on & truck. In six months! time this +ruck
traversed practically all of the state highway routes and picked up
many thousand pounds of metal, 2 large proportion of which wmould be
productive of tire pmetures." And in the 1930 report: "The use of
the road meget, begun in 1928, has been continued during the two—year
period. Thousands of pounds of metal, much of which would be injurious
to tires, are picked up each year." And the ancient pgadjeb still is
ready for service when and where needed.
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| SIXTY STX THOUSAND AGRES OF PARKS |

The state’s system of highumy varks and wayside areas was
inavgurated in 1925-24 under authority of the 1925 legislature, It
grew from a gift by Simon Bengon of Benson Park on the Columbia High-
way, plus additional gifts from other ommers until by the close of 1928
a total of 97 park sites had been aecured through gift, purchase, and in
one case condemnation at Emigrant Springs, covering practieally every
section of the state. Mayer Park, of 260 acres, was a gift of Mark A.
Mayer. A 197-acre tract at Emigrant Springs was condemned for 6,900
and #26,550 expended on buildings. During the biennium a total of
£109,133 was spent for murchase, maintenance and dgvelopment throughout
the state,

Back in 1927, the Commission wes bothered by the growth of
highway advertising signs, as now. It then adooted the wmiform svstem

of road sirng and highway numbers established by the American Association

of State Highway OfTicials, It notes that on Heuw Years Day 1928 the
Columbia River Highway was blocked by ice and snow through the gorge in
Imltnomah and Hood River Counties. In 1927, it developed the "non-siig"
treatment for "Blackiop" pavements. In 1928, by legislative authority,

it assumed Multnomah County's interest in the Interatate Bridge and made

a joint ownership arrangement with the State of Washington for its

operation as a "non-toll" bridge. Also, it bowed to heavier loads,

faster traffic and greater wear, and started building heavier highways

and adopted an 80-foot wide standard for right-of-way. It welcomed the
advent of "balloon" tires =5 a rertial remedy, at least for the inereasing
danage caused by increased weight and faster speed. It issued special
permits to log-haulers and requirsd bonds to guarantee repairs for excessive
road damage by them, az a hoped for remedy for that headache.

|__ENTFR "SECONDARY HIGHWAY" SYSTHEH |

The period from October 1, 1930 to September 30, 1932 saw
some shifts and changes in the State Highway Commission. Governor
Julius Meier named Leslie Scott of Portland as Chairman, Carl G. Washbume,
Pugene, and E. B. Aldrich, Pendleton, as Commissioners, while R. H. Baldock
succeeded Hoy Klein as State Highway ™gineer, and H, B. Glaisyer was
appointed Secretary, they both having leng been with the Commission. The
Commission faced depression cenditl ons, financed unemployment relief on
inefficient day wage basis and at the sams time suffered reductions in
its own working persomnel and general salary cuts,

During that time, also, the 1931 legislature repealed the 1919
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1 mill state tax levy for construction of market roads and placed

the obligation upon the commission to experd an amount eguzl to a 1

mill levy (then approximately #1 million annually) from the state highway
fund for construction and mzintenance of "secondary higlways" (previously
handled by property tax levies) and set up the secondary highway system,
The commission acting with the county cowrts, accordingly designated
2,167 miles as secondary highways with more former county highways,
leaving it optional with the counties to levy on property for "county
roads". All of this put a big crimp in primary highway construction
since it deprived the Commission of the use of the revenues diverted

to the counties for matching federal aid funds for primary highway
construction. TFrom 1920 to 1933, a total of $33,542,057 was spent on
market road tonstruction and improvement.

In spite of all its troubles, the Commission reparted a total
expenditure on state highways during the biemnium (1931-1932) of
$29,847,816, of which $23,116,490 were state funds; $443,8%2 county;
703234,835 federal, and $52,609 miscellaneous funds. Added to this, un-
der the forest highway program, a total of £2,756,837 (ineluding
$805,275 of state funds listed above) was spent, of which $239,411
represented county cooperation and $1,712,201 was government highway
funds, Federal land highway funds totaling $151,530 was spent on
gsecondary highray construction.

COAST HIGHWAY BRIDGES BIUIL

The Highway Commission went through a period of stress and
struggle during the period ranging from October 1, 1932, to Jume 30,
1936, During that time the legislature set the fiscal year from
July 1 to June 30 to establish wniform state accounting and the com-
mission brought its statistics into line with this procedure. The
close of 1936 marked the 20th year of the commission's activities
since its beginning in 1917. That period, too, saw the birth of the
"alphabet" government - the NRA, the WPA, the FWA - conceived in
Washington to bolster sageing industry and ameliorate widespread un-
employment by government gifts, grants in aid and loasns. The 1936
report sets out gross expenditures during 1917-36 of $231,384,678
(including the PWA coast bridge projects) of which £15,606,540 were
county funds, £35,322,019 povernment, #179,780,377 state, and
9675, 740 were coniributions from miscellaneous sources. Of the
state funds expended $53,084,039 were bond and interest retirements.
During the 19 years ending December 31, 1935, the Bureau of Public
Roads spent 519,496,319 for construction =nd maintenance of forest
rozds on the state highway system, of which total $12,131,607 were

39




Lol LLisd

1L

L b e S b me— tribad

B e T

ﬁun—

federal forest road funds, w2, 177,222 county cooperative funds, and
£5,187,439 state cooperative funds,

During this time Henry ¥. Cabell of Portland succeeded Leslie
Scott as Chairman; Judge F. L. TouVells of Jacksonville succeeded Carl
Washburne of Eugene, while Charles K. Spaulding, Salem; William Hanley
of Burns; and J. 0. Ainsworth of Portlang served as Commissioners for
brief periods.

The high spot of the four years was the financing, construc—
tion and opening of the five coast highway bridges to toll-free traffiec.
First planned as toll bridges to be financed by revenue bonds retirable
out of toll earnings, under a contract agreement with the Public Works
Adminigtration, the Commission, under legislative authority, agreed to
sell $i4,200,000 of revenue bonds +o finance 707 of cost, 307 being =
Tederal grant. Before that agreement was ecarried out the legislature
of 1935, confrontsd with general public opposition to tolls, authorized
the Commission to issue and sell general obligation bonds in the open
market, which was done.

The Tive bridges were built for a total cost of 55,435,867,
(ineluding engineering and niscellaneous charges of 2104,662) the Yanuina
Bay Bridge costing $1,201,016; Alsea-Waldport, &774,260; Siuslaw-Florence
$527,053; Umpqua-Reedsport, £581,447; and Coos Bay, $2,143,391, a total

Fu

of $166,132 below the engineers! estimates,

The 1935 legislature also established the Travel Information

Bureay which spent {48,000 in advertising Oregon Scenic resources during

that year resulting in'a $35 million tourist crop during 1936.

(_OLD COLLEGE IfEMOPTES OLEAR DEGKS TOR OREGON COAST Tiimiis BRIDGES |

James T. Rainey, Speaker of the House in the 73rd Congress of
193/ and John T, Gavin, then a well-lmown lawyer at The Dalles, had been
classmates through college, years before. Their close friendship endured
though the breadih of the nation separated them, Rainey, in hig trivs to
the West Coast always took time out to visit Gavin at The Dzlles,

During 1933-34, when Oregon highway enthusiasts and the Highway
Commission were seelting ways to finance the construction of the five Coast
Bridges with which to replace the ferry service along the Coast H ghway,
Arrangements were negotiated to secure the necessary funds through the
Public Worlks Administration, mder which the Government was to give the

state an oubright grant of £1,402,000 and a loan of $4,200,000at 4 percent,
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to be repald with revenue bonds issued by the Highway Commission, these h
in turn to be retired through tolls charged motorists for use of the

bridges. ©Some lawyers questioned the fowdation of these bonds without

a specific szuthoriiy by congress for construction of the bridges over

the navigable stresms they were intended to span. Accordingly J. M.

Devers, Atiorney for the Commission, drafted a bill to grant this author-

ity and tock it to Washington, where, with the aid of Senator Clarles

L. McHary, it was passed through the senate during the closing days of

the session, reaching the house committee the day before adjournment

of the congress on June 18, 193/,

Boincidentally, Ex-Governcr Oswald West weni to Washington
on one of his peripatetic trips at that time, and before leaving was
given a letter of introduction to Speaker Rainey by CGavin which said
that "should he come teo him fRaineyg in need of political aid, to see
that he got it".

West met Devers in Mcllary's office and was told thet the
bridge bill was on the rocks, with no chance of passape on that last
day of the session unless it were reported favorably by the commitiee
and brouchi on the floor by unanimous consent.

West borrowed a telegraph blank and wired Gavin: "Coast ‘
bridge bill, now in house, must be reported out favorably and placed i
on unenimous consent calendar Gefore adjournment or it will die. Kindly
wire Rainey as to our need of help." Then he gave Devers hisz letter
of introduction, with the penciled note: "Hawing found it impossible
to present this letter and advise you of the state of our pending coast
bridge bill, I have asked Mr. Devers, Attorney for our Highway Commis-
| sion to call at your office and advise you as to the situation."

In a couple of hours Devers went to Rainey's office where
Mrg. Rainey, the Speaker's secretary, was busy on the telephone. Paus-
ing, she asked him what he wished and he handed her the Gavin letter.
Glaneing at it, she said "I am attending to that now". She located
the members of the commitiee, polled them and secured their favorabtle
report for passage of the bill.

In the meantime, General Charles H, Martin, then a member of
Congress, went to the Republican house leader, explained the situation
and enlisted his aid to keep the Republican members quiet when the bill
was called on the calendar. When the bill reached the Speaker's desk
all ready to be put on the »wnanimous consent calendar, one lone Demo-
cratic member jumped to his feet to object.

General Wartin, whose well-lmown regnlar army vocabulary is
5till remembered in Oregon, shouted a2t him:

"5it down you # ® " #¥&¥! That is my bill."




"Well, why the hell didn't you say so?" the potential objector
said, and sat down.

ind, that iz the way the bill giving congressional sanction
for the construction of the five coagt bridges happened to pass the house
and become a law on +he concluding day of the 73rd Congress, June 13,
1924.

Later, during the 1925 legislative session, General Martin, in
the meantime having become Orsgon's Governor, gave his Support to a2
measure authorizing +he Highway Commission to Tinsnee the bridges through
the issuance of Eeneral obligation bonds, bearing 11 interest - instead
of the 4 percent originally contemplated under the federal loan, result-
ing in a saving of approximately £1,800,000 in interest charges.

| AR CLAMPS ON BRAXES |

Henry T, Cabell, of Portland, still was sitting in the Chair-
man's seat of the Highway Commission when the Japs struclk Pearl Harhor
in December 1941. When he resigned in February 1943, to join the U, g.
lrmy, after more than seven years of zervice in the position as Chairmen
of the Oregon State Hi ghwayr Commission, his tenure of office was exceeded
only by that of H, B, Van Duzer, who held the pogt for approximately 8L
years.

The war's demands clamped the bralkes on the highway program
g0 far as continued construction wag concerned, execept those emergency
projects demanded as a part of the war effort to keep needed transport
lanes open or extended. Oregon's Tresources, both in men and materials,
went all out to win the war ang the Highway Commission turned its reduced
persomnel and materiel supplies to bacic up the front line advances,

The cloze of the 1940-42 biennium also marked the md of the
25th year of the Highway Commissionis program as set up by the legislature
of 1917 - a convenient time, with new building shut down by +the war, to
talte a casual glimpse at what had been done during all those years; in
the nature of an inventory, or at least of g progress report.

From 1936 forward, the Oregon Commission and its engineers
(contrary to the thought in some other states) had held fast to the
theory that highway standards for construction should, within reason,
keep pace with the growth and improvement in motor vehicles, They had
widened the pavements o0 22 feet, straightened curves, reduced grades,
developed non-skid driving surfaces - and had adopted the most modern
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design used in America and later had the satisfaction of seeing other
states follow in their tracks, They had developed a merit system in
the selection and training of personnel which made tenure and promotion
dependent upon ability and performance rather than political influerce.
They had progressed far in the acquisition and development of the high-
way park system. The Travel Buresu, through its advertising program,
had doubled and trebled the tourist travel and its consequent revenue
distributed throughout the state.

In the first highway report of November 1914, Major Bowlby,
first state highway Engineer, set out that Oregon then had "more than
37,000 miles of roads". MNot many of these miles were improved, practi-
cally none were paved. ©State Highway Engineer R. H. Baldock's report
ags o Jiume 30, 1942, summarizes,both in miles and in money, the march
of a guarter of a century.

The report shows 4,809 miles of primary state highway, all
paved or improved except 98.83 miles; 2,387 miles of secondary state
highway of which but 263.72 miles were umimproved. There are listed
45,614 miles of roadways not on the state hipghway system, including
forest roads, national parkways, county roads, city streets and rural
roadways, This adds to a total of 52,810 miles of highways, roads
and streets, all but approximately 12,450 of them paved or ctherwise
improved.

It cost approximately £175,854,253 for construction on pri-
mary and s econdary state highways and on sections of county highways
improved by the state. Including maintenance and general purcose
expenditures, the gross expenditures footed to approximately $321,703,
832, not including federal and county funds amowmting to 520,651,846
expended in construeting 1,957.46 miles of forest highways.

| SAM BOARDMAN, FATHER OF PARKS

Sam Boardman became a resident engineer of the State Highway
Department on New Years Day 1919. He became Parks Superintendent in
1929. He was 75 years of age in December 1949. He is due %o retire
July 1, next, under the new retirement rule. He gays he iz "going
fishing" after that, and that he "knows all the good holes where the
big fish are." He ought to, for he is the Father of the far flung
system of state parks which has been built up under his loving care
gince the Commission comménced to build that system away back in 1925.
But those who are given to guessing have the idea that his vacation
will be something like the postman's; he will econtinue to wall around
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the Parks Department and its parks, handy, where he can be congulted by
his official successor for some little time yvet to come,

The Park system was born in the early days of the Columbia
Highway construction when Simon Benson donated to the state the tract of
land now named Benson Park, at Multnomah Falls, From that start, it grew
rapidly by gift and purchese, and in a few instances by condemnation, un-
til now practically every section of the state has its park or wayside
area set aside and preserved for the use and enjoyment of the citizens
of Oregon and the visitors who travel the highways of the state.

The legislature of 1925 set aside & percentage of the highway
revenues for the purchase, development and maintenance of +the highway park
system. By the end of 1928 the state hed acquired 98 park sites scattered
along the highway system of the state; 15 of them being outright gifts by
public spirited owners and a total of approximately $109,000 had been spent
in purchase and development.

From the time of his appointment as State Parks Superintendent
by the Highway Commission in 1929, Sam Boardman has been gathering the
highway parks under the omnership and control of the Highway Commission.

During the period from 1917 to June 30, 1949, the total expendi-
ture of state fimds by the Highway Commission amomnted to $354,915,009,
0f this total, the expenditure for acquisition, development, betterment,
maintenance and operation ofparks was $2,274,344, slightly less than two-
thirds of one percent of the amount spent on highways and roads. The
total spent in the purchase of parks during the period was £903,660; for
improvements $508,015, and far maintenance and operation, $862,669,

Iisted in a report of the Parks Superintendent dated June 30,
1949, are 85 major parks throughout the state which have been developed
by the department, and 46 yet in their natural, “or wild, state awaiting
development. In addition, there are 29 developed wayside view stationms,
drinking fountains and memorials; together with 17 awaiting development.

As of December 31, 1947, a total of approximately 66,000 acres

was owned or controlled by the Highway Commission in its park and wayside
area,

| BANFIELD PLANS POST WAR PROGRAM |

When T. H, Banfield became chairman of the Highway Commission
February 28, 1943, Vorld War IT had clamped the brakes on all highway
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construction in Oregon other than that specified by the commanders of
the war effort zs being of an emergency nzture for their assistance.
During the 1943-/4/4 biennium some 50 construction projects were carried
out, all ‘of them, other than those requested by the army chieftains,
being contracts which had been awarded and were in course of completion
before Pearl Hzrbor. _

The new chairmen took the gavel ith two supporting freshmen
on his commission team, Arthur W. Schaupp of Klamath Falls succeeding
Huron W. Clough, Canyonville; and Merle R. Chessman, Astoria, follawing
Herman Oliver of John Day on April 1, 1943.

The new commission faced adverse operating conditions on
every hand. It found it to be practically impossible to secure the
needed crushed rock and gravel for use in highway maintenance, due in
part to the construction demands for building cantonments, naval
stations, air fields, shipyards and housing facilities, and in particu-
lar 4o the difficulty of its contractors in securing repair parts for
worn or damaged equipment. Secarcity of lumber interfered with the
maintenance of bridges.

Throughout the biennium the shortage of manpower was even
more serious than that of meterizls. Thirty percent of the departmen's
perzomnel went inte the armed services and still more left the depart-
ment for more lucrative employment in the war industries. The mainten—
ance forces were reduced approximately 27 percent, to overcome which
the work week was increzsed from 44 to 48 hours and special maintenance
crews were put on a 5i-hour basis. Wages were increased in the lower
brackets and women were employed as truck drivers, flagmen and other
of the lighter tasks.

Maintenance costs jumped to 40 percent higher than the prewar
rate, due to heavier wartime trucks both in war transport and in the
logging field, to Increased materizl and supplies cost, incressed cost
of older equipment operation and inereased wages.

But, though lagging in its forward construction program, the
Commission proceeded to prepare for postwer demands. It toured the
state, meeting with county courts, city authorities and civic bodies
agking them to formilate their suggestions for a three-year pogtwar
construction program and report to the Commission. With its engineer-
ing personnel depleted by war service, the lack was partially filled
by the employment of high scheool students and women so that the plan-
ning work was kept moving.

It was during this biennium that the counties and the cities
began to get their definite percentage cuts out of highway road user
finds. In 1943 the counties were given 15.7 percent, or #2,311,569;
the cities an allocation of § percent, or §736,163. These funds, pro-
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portionately allocated, are earmarked to be exvended on county roads and
city streets which are not on the highway system. MNo proviszion was mede
in the law for any report to be made to the Commission covering the
expenditures of these funds by the county or the city aithorities.
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HIGHWAY FINDS FLOW IN AND OQUT AGATIN:

HOW COUNTIES, CITIES SPEND THEIR TAKES NOT REPORTED

Without going too far back toward the beginning in 1917, the
State Highway Commission has had a gross annual income from state
sources, ranging from $16 millien plus in 1945 to 842 millian plus in
1950. This gross comes from motor license fees, pasolireand diesel
taxes, motor transport fees, fines and other minor incidental receipts.

But, not 211 of the gross income has gone into state highway
construction and maintenance In 1945,a total of £32 million plus was
disbursed as 2 contribution to the support of the State Police for
traffic patrol, to counties of the state under the 19 percent legis—
lative diversion mandate, to the cities under the 10 percent legis-
lative command. In 1950,the joint contributions footed to an estimated
total of more than $#12 million. -In 1949, counties were loaned better
than §1 million,snd in 1950 an additional $8,000 of highway funds wnder
authority of an amendment by the 1949 legislature.

In addition to the income from state sources, the commission
wallet has been fattened during the 1945-50 period by contributions
from county cooperative funds: starting with 21,550 in 1945 and in-
creasing to £500,000 in 1950; federal cooperative funds starting at
$2 million plus in 1945 and building up to $6,800,000 in 1950; miscel-
lameous funds beginning with 3861 in the Tirst year and growing to
$287,000 in the last. The grand total of these additions amounted,
during the period, to £32,158,318.05,

Shaken down, this gave the Commission & met income of $15,516,
581 in 1945 as compared to #$36,978,000 in 1950, an increase in the
five-year period of £21,/A1,.19,

A1l of the state's highway fund revenue sources yielded =
gross income during the six-year peried (1945-1950) of $167,685,194.40.
These sources of income, originally, had been dedicated to the constiruc-
tion and maintenance of highways, ineluding bridges, on the designated
state highway program. At different sessions the legislature sltered
this rule, first, by providing that the State Police should be given an
annual percentage of the hiphway fund in return for +traffic control
work; second, 15 and then 19 percent of the fund was pared off for
distribution among the 26 counties of the stzte in proportion to the
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motor vehicles registered in each county; third, 10 percent was taken
for distribution among the cities of the state on the basis of DOpU-
lation ratio. h

It is provided in the statutes diverting these amounts from
the highway fund to the counties that such allocated sums are to be
used by the respective county governments in the construction and
maintenance of county roads not on the state highway system. ILike-
wise, the apportionments given to the cities are to be used solaly
in the construction and maintenance of city stree%s other than those
over which state highway traffic has been routed by the Commission
as an integrated section of the state highway system. The effect of
the shifting of these state funds from state hipghway construction to
localized county and city use undoubtedly has been of very material
assistance in county road and city street finaneing, though in the
same proportion reducing the extension of state highway construiction.

Inasmuch as the law does not require either the county or
the city governments to report to any state authority the use to
which they put the sums received from the highway fund, the records of

the Highway Commission are unable to give any accounting of the results

obtained in the development of county roads or city streets through
the application of the allotments to the use intended by law.

At any rate, before the Highway Commission commenced to use
its $167,685,194 in the development and extension of the state hig hway

program during the 1945-50 period, it peeled off the sum of £4,621,790.51

for the State Police to use’ in malking the higlways safe for those who
use them. It pungled out its 19 percent - $28,374,978.33 - to the

counties for their local use on local roads. It sweetened up the cities

with their 10 percent - £13,078,659.79 - and it loaned variows county
governments an additional $1,127,237.78 for local use by direction of
still another amendatory statute.

A1l these advances footed up to $47,202,666.41 during the six
years, They left a grand total net income for state highway work ,during
the six years, of §152,640,846.04, with which to finance new state high-
way construction and meet the continually mounting cost of annual maint—
enance caused by normal wear and tear, unusual storm damage of the last

two winters and the increasingly growing menace of over-weight log
trucks, commercial transport, heavier and faster equipment.

The following schedule shows, in tabular and detailed form,

the income of the Oregon State Highway Commission for the six calendar
years of 1945 to 1950, inclusive:
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ORECON STATE HIGHWAY COMMISSION

INCOME — CALENDAR YFARS 1945 TO 1950 — INCLUSIVE

Clazsification

1945

1946

State Punds

Motor vehicle license fees

Gasoline tax

Diesel fuel tax

Motor transport fees

Fines for traffic law wiolations
Receipts from rentals, discounts, etc.
City allotments withheld

Refund of balance in State Police fimd
Receipts from counties to apply on loans

Subtotal, estate funds

Less Contributions

To State Police
To Counties

To Cities

Loanz to counties

Subtotal, contributions

Total net income, state funds

Cooperative Funds
County cooperative funds
Federal cooperative funds
Miscellaneous cooperative funds
Subtotal, cooperative fumnds

Grand total net income

*Estimated amount in 1950

49

$ 3,416,141.33
11,033,246.54
230,292.05
1,962,430.84
92,046.77
43333.64
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§ 16,738,491.17

§  428,111.75
2,340,748.48
T45,461,30

& 3,514,321.53

$ 13,224,169.64

g 1,550,00
2,290,000.27
861,01

$ 2,292,411,28

$ 3,729,610.64
15,962,001.35
279,791.30
2,278,000.12
137,066,311
595344.66 |
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822,445,814.38

$ 338,708.71
2,598,427.65
827,524.'73

% 3,764,661,09

#18,681,153.29

$ l} ESG.D{]
2,339,091.54
385.08

$ 2,341,026.62

$21,022,179.91



8 4,949,150.25
. 18,473,988,99
332,122,.8
2,940,719.04
213,351.17

6, 554,92

L L L

§26,985,8%, 85

®  T66,L460.09
5,318,951.55
1,116,720.52

L N B

§ 7,202,132.16

$19, 783, 754.69

8 16,200.00
6,771,812,00
22,/21,33

% 6,810,433.33

$26,594,188,02

$ 2,87,162.66
20,184,096.96
61,959.58
5,279,130.46
253,574.27
48,82/.66
250,000.00
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$28,948, 748.59

$ 1,035,763.45
5,078,975.1.
2,663,328.79
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& 8,778,067.38

$20,170,681.21

& 19,722.70
6,180,173.46
31,318, 34

$ 6,231,214.50

$26,401,895.71

50

$ 3,117,269.51
22,280,557.40
4,985,254,..93
250,139.45
44,032,112
375,000.00
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$31,052,253.41

$ 1,034,746.51
5,557, 875.51
4,108,624.45
1,119,.237.78

$11,820,484.25

$19,231,769.16

$  269,590.62
6,555;1—1’9-[]‘&-
TL,522.66

£ 6,896,232.32

$26,128,001.48

$10,000,000,00
25,600,000.00
4, 750,000.00
225,000.00
25,000.00
250,000.00
241,000,00
423,000.00

$41,514,000.00

$ 1,01%,000.00
7,480,000.00
3,617,000.00
2,000.00

$12,123,000.00

$29,391,000.00

$  500,000.00
6,800,000,00
287,000.00

$ 7,587,000.00

£36,972,000.00




THE CITIES GET THEIR TIN PERCENT

Highway users, during the years 1944 to Jume 30, 1950,
inclusive, have contributed to the incorporated cities of Oregon a
total of approximately $12,900,000 for the construction and mainten—
ance of their streets (which are not within the state higlway system).
This does not include the sum of £250,000 withheld in each year,
beginning the year 1948 by direction of the 1947 legislatnre to be
spent by the Commission on eity streets subjected tc excessive wear
due to unusually heavy industrial traffie, and to be advanced upon
application made by the affected cities.

Prior to 1944 city streets not on the state highway system
were improved out of revenues derived from direct city property taxes.
The 1945 legislature diverted 5 percent of state highway income to
use on city streets. The 1947 session increased the take to 10 per-
ceit. The allocation is mede on the basis of population; with eities
of 100,000 population or more on the basis 6f 2/3 of the population.

In 1917 when the Highway Commission was created cities were
given no financial assitance out of highway revenues. In 1921 the
legislature provided that the commission could give assitance to
streets in cities of less than 2,000 population over which main line
highway traffic was routed, In 1931 the population limit was lifted
and it was provided that the Commission "may" construct and Mmug &l
maintain all city streets over which highwey traffic iz roit ed.

During the period 1917 to 1948,inclusive, the Highway Com-
miEion has advanced for right-of-way, construction and maint enesnce
of these city streets a total of $20,574,480, and now is being
obligated under the mandate of these various legislative acis to
the construction and maintenance of a continually lengthening mile-
age of city streets, and this in addition to that portion of the
highway revenue under the 5 percent diversion of the 1945 and the
10 percent diversion of the 1947 legislative sessions. .

As aresult of the 5 and 10 percent allocations the cities
received, during 1944-48, a total of $5,839,203. In 1949 they re—
ceived 3,733,624, and in 1950 a total of £3,366,934.

These sums which have been diverted from state highway
construction by the legislature constitute, in practical effect, a
state subsidy proporticnate to and in lieu of local property taxes
for street improvement. That the fineneial assistance thus pgranted
is material, is illustrated by the amounts received by the individual
cities as follows: g
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City

Adams
Albany
Amity
Antelope
Arlington
Ashlgnd
Astoria
Athena
Aumsville
Lfurora
Baler
Bandon
Banls=
Barlow
Bay City
Besverton
Bend
Eoardmsn
Bonanza

Brownsville

Burns

Butte Falls

Can'try

Canyon City
Canyonville

Carlton

Cascade Locks
Cave Junction
Central Point

Chiloguin
Clatskanie
Coburg

Columbia City

Condon

Coos Bay
Coquille
Cornelius
Corvallis

Cottage Crove

Cove
Creswell
Culver
Dallas
Dayton
Dayville
Delake
Donald

Population

169
5,654
545
a0
609
by Thd,
10,389
V54
m—!ﬁ
243%
1,004
336%
52
538
1,492%
10,021
110
233
960
2,566
339
1,236
312
TeT
F64%
703
23
1,156%
T41
913¥
654
327
918

5,259 .

3,327
7813
8,392
2,626
321
622
181#
3,59
635%
136
638%
1 e

1944248

# l,?s,?r-?g

59,677.37

5,752,42

949.95
6,427.93
50,072.42
109,564.81
6! 4&5-19
2.!135- 89
2,500.74
98,603.83
10,597.12
2,607.06
58.85
4,999.09
14,528.59
105, 770.61
1,161.04
2,459.30
9,644.96
27,083.87
3,578.10
12,358.58
3.293.13
44966,38
9,897.80
7,420.09
1,526.45
11,508.66
8311
7,472.87
4,813.04
39451045
9,300.11
55,508.19
35,116,144
7384433
88,576.67
27715
3,388.11
5,780,30
1,136.99
37,775.98
6:34-4--1 Eg
1,435.46

52

1949

$ 1,112,371

37,212,965
3,935.14
4.,008,26

31,223.61

68,377.34
4, 952,60
136{}5193
1,599.36

61,486.29
6,608.03
2,800,008

342,25
3,540.96
9,819.90

65,955.27

723.98
1,533.54
6,318,43

16,888.65
2:291.,20
8,124.99
2,053.49
5,173.80
64344476
4,626,94
1,599.36
7,608.45
4,877.05
6,009.10
4y 304044
2,152.21

6,042.00

34,613.19

El! Eg?u 33
5,140.32

55,233.67

17,283,56
2,112.73
4,093.82
1,191.29

23,555.93
4£,179.39

895,11

1,224.20

1950

$ 993.86
33,417.56
4,190.49
531.94,
3,599.45
28,039.07
61,403.43
Leah56. LT
1,402,324
1,436.23
55,215.21
5,934.07
1,985.91
307.34
3!1"8& Sl
g8,818,36
59,228,239
650,15
1,377.13
5,674,01
15,166,15
2,003.63
7,305.28
1,844.05
Ly 651,51 !
5,697.66
4,155,03
1,&36.23
6,832.45
4y379.63
5,396,22
3,865.42
1,932.71
54425, 77
31,082.94
19,663.99
4,616.05
49,600.30
15,520.88
1,897.25
3,676.29
1,069.79
21,153.42
3,753.12
803.82
3,770.85
1,099.34
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City

Irain
Draperville
Dufur
Imndee
Eagle Point
Easteide
Echo

FElgin
Fllcton
Empire
Enterprise
Estacada
Tgene
FPairview
Falls City
Morence

Forest Groves.

Fossil
Froowater
Garibaldi
Gaston
Cates
Gearhart
Cervais
Gladstone
Glendale
Gold Besch
Gold Hill
Cranite
Grants Paza

Grasg Valley

Gresham
Haines
Halfway
Halgey
Hammond
Harrisburg
Helix
Heppner
Hermigton
Hillsboro
Hines

Hood River
Hubbard
Hmtington
Idehna
Imbler

Population

986
207
392
209
451
Bas
LO4H
1,175%
214%
707
1,785
673

20,838

463%
L5
bOSH

2:&9

Blor=
1,041
899+
333
L2
614
..333
1,910%
any
569
638
86
6,028
204,
2, T2l
377
416
305
422
a0
133%
14419
2,107
3,747
677
3,280
5013
VA
LA
182

1944-48
7396467

Ay 137,53
2,205.97
3,87L.42
7,798.,76
£4,309.73
11,284.36
T3 345.91
18,038.32
6,696.09
219,942,499
3,219.24
7,546,775
5,978,34
25,848.92
5,615,21
10,389.07
5,647.25
3,514.78
4,628,106
34504.22
19,381.1.
5,87.08
4,428.92
6,093.58
g907. 7L
63,624.91
2,153.20
26,609.42
3,979.20
45390.84
3,219.24
by A54.17
T,582.85
1,542,26
14,204.24
18,625,524
39,549.18
7314567
34,620,05
4,572.22
8, 7L0.61

oD e

1,921.00

19/9
6,489. 56

2,580.03
l! 3?5-15&
2,968,35
55 837.97
2,988,09
I,;Irl‘ Tj.antjl
1,408,428
£,653.27
11,741.51
4342949

137,149.57

3,047.33
4,705.92
3,981.94
16,113.40
407407
6,851.55
5,916.95
2,121.71
4404117
2,418.62
12,571.06
3,666,01
3,744.99
4,199,12
566,03
39,674.5L1
1,342.66
17,923.56
2,483
2,737.99
2,007.42
2,777.48
5,660.27

1,204.45

94339.44
13,8567.66
24,6616/,

43455,82
21,588.00

3, 29744,

6,246.03

G300 e

1,197.87

123,161.48 |

2,736.53

T 44225.94

3,575.81
14,474 .65
3,658.55
6,152,75
5,313.47
1,968,17
1,301.99
3,629.01
2,612.41
11,248,92
3,292.10
3,363.03
3,770.85
508,29
35,628.05
1,205.73
16,100.00
2,228,23
2,458.74
1,802,638
2,494.20
5,082,97
1,081.61
8,386.89
12,453,27
22,146.37
4,001.36
19,386.20
2,961,13
5,609,00
1,369.87
1,075.70




Cityr

Independence

Ione
Island City

Jacksonville

Jefferson

John Day

Jordsn Valley

Joseph

Junction City

Juntura

Klamath Falls

Lafayetie
La Grande
Lelkeview
Lebanon
Lexdngton
Lonerock
Long Creek
Lostine
Madras
Malin
Manzanita
Maupin
MeMinnville
Medford
Merrill
Metolius
Mill City
Milteon
Milwanlkisa
Mitechell
Molalls
Monmouth
Nomroe
Monument
Noro -
Mosier
Mt. Angel

Mount Vernon
Wyrtle Creek
Myrtle Point

Nehalem
Hewberg
Newport
North Bend

Horth Powder

Hysaa

194448

16,318,27
2,765.38
1,868.22
9,602.69
5,055.80
9,068.41
2,892.04
6,259.05

13,960.90
1,299.99

174,124.09
51492 130

81,768, 76

26,028, 38

28,804.31
2,353.75

485.53
2,512,07
2,153.20
6, 754451
5,646.87
1,375.69
2,818.16

39,116.43

119,069.76
6,839.57
5,229.65

19,225.02

45,239.88
23311- 5_3

12,134.13

11,018.33
3,282.57

4124
3,261.46
2,279.84

12,815,.23
6,369.63

15,034.67
2,607.06

31,242.48

21,310.34

44,,98/,..96
3,968.64

22,115.05

54

1949

$ 10,583,38
1,724,/
1,164.96
6,654.10
4! 54?!95
6,331.60
1,803.39
3,902.95
9,313.11
1,099.15

108,578,39
3,685.75
50,988.47
16,230.48
17,961,48
1,467.73
302,75
1,566.44
1,342.66
5,232.45
3,521.21
1,441.39
1,757.31
24,391.79
T4,248.22
44264495
BJDA?JEI-E
12,169.58
33,869.46
11";-'-'5-1139
8,134 099
75055.59
2,046.91
776.65
2,033.75
1,421.65
8,418.00
2,942.02
4,699.34
10,616.29
1,915.28
19,481.84
13,288.46
28,051,233
2, 477,72
16,112.02

1950

£ 9,503.97
1,548.53
1,046.15
5,975.44
4,084.10
5,685.84
1,619.46
3,504.88
8,363.25

987.04
97,504.31
3,309.84
45,788.08
1dy 57512
16,129,57
1,318.03
271.88
1,406.68
1,206.73
4,698,79
3,162.08
1.‘! Egz'rv 39
1‘, 5?81 GS
21,904.04
66,675.52
3,829.96
236.42
7,228.45
10,928.37
30,415.05
1,294.,39
73305.28
6!3350 ga
1,838.14
697.43
1,826.32
1,276.65
7355943
E! 64'5—-'-& 96
45220.04
9,533.52
1,719.94
17,494,.87
11,933.15
25,190, 24
2,222,32
14,468,772



City

Oalland
Oaleridee
Oceanlake
Ontario

Oregon City

Oswezo
Paisley
Pendleton
Philomath
Phoenix
Pilot Rock
Portland

Fort Orford

Powers

Prairie City

Preszcott
Prineville
Rainier
Hedmond
Reedsport
Richland
Riddle
Rocleaway

Rogue River

Roseburg
St. Helens
5t. Paul
calem
Sandy
Scappoose
Scio

Scotts Mills

Seaside
Shaniko
Sheridan
Sherwood
Siletz

Silyver Laoke +

Silverton
Sisters
Sodavyille

Springfield

Stanfield
Stayton
Sublimity

Summerville

Sumpter

Pornlation

593%
991
557
3,551
6,124
2,445%
237
8,847
876+
641%
478
203, 5967
755
762+
701
153%
2,358
1,183
2,164%
1,979%
254
622%
952
L4
45924
4,304,
183
30,908
660
5023
4388
227
2,902
55
1,504
563
5g2i
2,925
6561
99
3,805
566%
1,353%
280
80

420

35

194448

$ 5:2?3 -31
7,502.58
ll-! 335!5_3

37,480.43
64,638.18
23,814.24
2,501.51
93,379.15
9,190.66
5,872.59
4yT12.69

»148,934.30

7,968.9.
5,931.19
7,168.23

22,042.69
19,341,481
2,680.95
£4,003.40
7,938.58
4y 614,16
51,972.31
45,428,236
1,931.55
326,230.68
6,448.03
4,838.54
4,076.80
21 395 o%
30,630.29
580.52
15;292,62
5,620.95
2,.488,68
133.22
30,873.06
4,120.79
1,044.94
40,161.38
5,073.44
12,598.05
2,955.36
844.39
43433.05

1929 1950
$ 3,902.95 § 3,504.88
6,522.47 5,857,23
3,666.01 3,292.10
23,37.63  20,987,93
40,306.36  36,195.45
16,092.27  14,450.99
1,559.86 1,400.77
58,228.34,  52,289.55
5,765.57 5,177.53
4,218,.87 3, 738,59
3,146.06  2,825.19
1,340,008.83 1,203,339.32
45969.18 44462.37
5,015.25 45503.75
4y613.77 4yld3.21
1,007.00 904.30
15,519.66  13,936.78
7,'786.16 6,992.03
14,242.81 12,790,16
13,025.19  11,696,73
1,671,756 1,501.25
4,093, 82 3,676.29
6,265,78 5,626,72
3,119.73 2,801,55
32,408.32 29,102.94
28,327.66 25,438.48
1,204.45 1,081,61
20’31-']+2?=3£} 182,'6?961‘{.-8
4334392 3,900.88
3,304.02 2,967.03
2,882,709 2,588.77
1,494.05 15341.67
19,100.11 17,152.06
362,00 325,07
9,898.89 8,889.28
3,705.50 3,327, 57
3,830.55 35439.87
19,251.49 17,282.00
4,317.60 3,877.24
651.58 585.13
25,043.39  22,489.17
3,725.24 3534530
8,905.04 7,996, 80
1,842.88 1,654.92
526,53 472.83
2,764.:32 2,482.38




City

Sutherlin
oweet Home
Taft
Talent
The Dalles
Tillamook
Toledo
Troutdale
Tualatin
Turner
Umatilla
Tnion
Tale
Vernonia
Waldport
Wallowa
Warrenton
Wasco
West Limn
Weston
West Salem
Wheeler
Willamina
Woodburn
Tamhill
Yonealls

Population

1, 300%
2,140
489
LGk
6,266
2,751
2,288
211
238
554%
370
1,398
1,374
1,420
630
992
1,916%
303
2,165
705
2,005%
259
836+
2,200
18
78

566,959

194448

uj 5?3 -69
19,685.50
4,021.42
66,136.98
29,036.51
24,149.61
2,227.06
2,351.34
45968, 37

3,905.31

14,755. 74
12,675.29
14,953.76
6,649.58
8,845.00
17,868.65
3,198.13
22,851,135
51256'3-!}-
18,961.87
2,7733.71L
8,772.46
22,616.65
4y211.95
3,709.85

s 5_! 839,203-69

56

1949

& 8,556.22

14,091.43
4y712,50
41,240.96
18,106,28
15,058.9.
2,082,865
1,566.45
3,646.27
3,226.98
9,201.22
9,043,26
9,346.02
4y 146,47
6,529.05
12,610.55
1,994.26
1";? 2&9!39
4,640.10
13,195,332
1,704.66
5,831.39
1, 479.75
2,751.16

2,487.89

The City of Silver Lake was disincorporated—4n 1945,

1250

& 7,683.55
12,654.23
2,890.19
44231.86
37,034.73
16,259.58
13,523.05
3,179.81
1,406,68
3: 2?15-438
4y391.45
8,262.78
8,120.92
8,392.81
3,R3.57
5,863.1/
11,32..38
1,790.86
12,796.07
4,166,385
11,850,410
1,530.80
5,236.63
13,002,94
2,470.56

2,234 .14
$ 3,733,624.45 § 3,366,934.59

Population as determined by actual count made under supervision
of Secretary of State.

2/3 of 1940 census, as provided in Chapter 425, Oregon Laws 1947.



THE COUNTIES HAVE HAD GOODLY SHARE OF ROAD USER FUNDS FOR LOCAL USE

Since the beginning of 1920 up to September 30, 1950, the various

county governments of Oregon have had allocated to them for the construction

and maintenance of purely cownty roads an  aggrepzte sum of 69,643,278,
This has been in addition tc, and entirely separate from, funds used by
the State Highway Commission, including federel aid funds, in the building
of primary and secondary state highways, and federal funds spent in the
construction of forest roads.

Prior to the establisiment of the highway commission by the
legislature of 1917 all county roads were financed mainly by direct
taxes levied on the tangible properties of the different counties through
road levies set by the respective county governments; though before the
commission's creation the relatively small net returns from motor vehicle
licenses were divided among the different counties.

The 1917 legislature shunted all the net motor license fees
into the state highway fund, but two years later the lawmakers gave the
counties one quarier of the net fees, leaving the highway commission the
remaining three gquarters. Trom June 1933 the highway commission was given
all the net revenues and the counties were given §1,600,000 annually,
This lasted four years. In 1937 the Association of County Judpes and
Commissioners persuaded the legislature to increase the talke of the
counties to 15.7 percent of the toital state highway income, with the
provision that the aggregate total should not be less than 52 million
anmually. That plan endured until the allocation to the cowmniies was
increased to 19 percent in 1947, where it now stends.

The practical effect of this arrangement has been to give
each county court assurence that it could figure, within a few dollars,
on its annual allocation from the highway commission for use in build—
ing and maintaining county roads which are not on the state highway map.
The sum allocated to each county acts as an offset to county rood taxes
of an equivalent amount. To what extent the funds thus advenced have
served to solve the necessity for local financing, in whole or in a
part, is uncertain owing to the fact that the law makes no provigion
for any report back by the county to the highway commission, or to any
state agency, showing the use to which the funds were put. The commis—
sion's records show the various allocations as made, but there the
record stops so far as it is concerned.

The converse effect of the 19 percent allocation procedure
has been to shorten highway commission revenues available for use in
construeting and maintaining state primary and secondary highways in
an amount equal to the total of county allocations made each year.
Stating it in another way, in the period starting with 1920 and includ—
ing to September of the current year, the state commission would have

=i




been able to devote approximately 270 million more to the advancement of
the state primary and secondary highway program than hes been possible
due to the diversion of the allocated totals to local use.

The generel status of local road construction presently exist-
ing would seem %o be illustrated by the record of a few of the counties
as indicative of the whole list,

Multnomah county is mported to have a total of 1060 miles of
comnty roads as of 1948. Of these, 619 miles were then improved, ranging
from conecrete paved roads to graded roads. The wnimproved miles totaled
441, Multnomah's shere in the allocations for 1949 and up to September
1950 foots to $3,1.6,826.

Clatsop county has only 198 miles of ways rated as county roads
in the 1948 record. Of these but 5 miles are reporied as "mimproved,"
The remaining 193 miles have 11 miles of concrete, 15 miles of oiled sur-
Taeing, 162 miles of unoiled surfacing and 5 miles of grading. Clatsop's
county court has $208,835 — all of the 1949 and 3/ of the 1950 alloestions
to apply on winding up its county road program. Wheeler County is at the
bottom of the list of funds allocated. It received but £22,531.39 for its
1949 and 3/ of 1950 share. Its recorded county road mileaze stands at
392, of which 107 are improved and 285 are yet to be improved. It is
worse off than Yaphill which rated 768 in total county road mileage, of
which 760 are improved and but 8 wnimproved, Yamhill's county court got
$R72,695 as its shere of the 1949 and 1950 allocations up to date.

A detailed statement of the amountz allocated to each comby
during the 19 percent period from 1947 to the 3/4 of 1950 allocations in
clusive follows. It shows the amounts which have been furnished out of
highway fund revenues for loecal county road construction and maintenance,
which is in addition to,but not a part of, the state highway program as
definied by statute:
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APPORTIONHENTS QF MOTOR VEHICLE

[P Figh il e

e}

10 COUNTTES

Amounts Regeived by the Counties During the falendar Year

TOTAL

62,570,62 § 254,376.42

Calendar Year Calendar Year Calendar Year 3/4 Year
1947 1948 1949 1950

Baker % 62,623.48 & 61,523.15 & 67,659.17 L

Benton 93,508.45 93,693,173 106,017.06 102,234.81
Cleckamas  291,363.55 269,148.57 290, 710,40 273,544.81
Clatsop 101,963.19 97,708.95 107,060.00 101,775.33
GDllImbiﬁ 8?, g??1 '55 825 STjrfpj 885 _333-\:- 5L 81, 152 561
Coos 128,767.62 128,599,35 149,159,91 146,362, 46
Crook 27,348.98 26,789.64, 31,340:41 31,965.72
Curry 20,610.36 20,646.35 23,052.54 23,247,03
Deschutes 84,306,33 T3,196.49 87,098,709 83,361.73
Douglag 147,632.81 157,319.84 187,509.60 190,733.02
Gilliam 13,716.71 12,695.64 14,094.66 13,983.31
Grant 27,849.83 27,683.01 31,799,483 31,532.66
Harney 21,406,51 22,039.04 25,590.43 254557424,
Hood River 52,165.35 50,689.16 54,397.30 50,198,43
Jackson 21/,,307.92 213,220.62 238,785.62 229,085,581
Jefferson 11,124.67 12,387.02 16,519.28 18,844.58
Jozephine 98,279,114 98,656.03 109,656,59 103,522,128
Klamath 183,087.24 172,494.19 185,505.92 172.135.06
Lake 29,185.14 28,210.57 31,436.00 29,851, 74
Lane 383,981,644 386,142.75 439,9%5.07 433,918.91
Lincoln 68,937.67 69,304.57 77,503.06 73,596,40
Linn 180,931.01 17,527.97  204,632.64 198,02 ,9,
Malheur 86,942.10 86,968.35  T96,951.58 89,554.63
Marion 337,548.02 325,654.33 356,038.01 338,066,27
Horrow 22,832,643 2,027.56 23,275.95 23,052,99
Ihltnomah 1,697,903.12 1,553,623.78 1,631,169.80 1,515,656,21
Pollk 91,873.53 87,560.68 94,878.85 87,038,238
Sherman 13,723.61 12,770.983 1/, 304,26 14,057.34
Tillamogk 65,133.61 64,,072.74 735311.94 T1,165.46
Umatilla 150,357.83 145,211.01 162,281 .99 161,423,723
Union 73,760.72 69,3766 7/ R h | 69,083.42
Wallowa 28,681.93 28,051.05 32,083.94 30,735.99
Wasco 57,595.05 55,589.77 61,081,795 59,318.19
Washington 212,92/.89 197,623,44 218,322,112 209, 754.78
Mheeler— 9,941 .67 9,875.67 11,317,779 11,213.60
Tamhill 128,583.94 131.308.14  140,556.78  132,137.06

395,458,.45

1,124,767.33

408,507.47
340,037.21

552,899.34
117,444, 75

87,556.78
333,963.34
683,195.27

54,3495, 32
118, 864.98
,610.22
207,450 7,
895,401.67

58,895.55
410,113.94
713,222.41
118,883./5

1,644,019,38

289,441.70
763,124.5
360,416.66

1,357,306.63

90,239.13

6,398,357.91

361,351.34

54,856.19
273,683.75
619,274 .66

286,666,11
119, 557.96
233,584, 76
838,625.23
42,352.73
5/2,385.96

TOTALS $5,318,951.55 §5,073,975.14 $5,557,875,51 45,289,587,10 821,245, 339,30

* Payments made February 1, May 1 and August 1, 1950
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SECTION FIVE

MATNTENANCE COSTS, LIKE TOOTHACHE, GIVE ANNUAL AND THCREASTNG PAIN

It cost the State Highway Commission's maintenance d epariment
an average,of more than $1,527 a mile to repair the damsge done to the
7,272 miles of primary and secondary highways in the state during the
year ending with the winter of 1949, The repair bill, in round numbers,
totalled £11,108,352. It was $2,275,827 more than the repair bill of
1948, and there were only 20 miles more of highway in 1949 than in 1948,
- new construction which needed no maintenznce. Some of thig iz, of
course, due to the devaluation of the dollar. The 1950 dollar will buy
about one-half of the 1940 dollar. Then too, the remarksble increase
in volume of traffic heas caused more highway maintenance costs.

The winter of 1949 was a bad winter, as most folks undoubtedly
will recall, and so was the winter of 1948. Snow removal, necessary to
keep the mein highways open to traffic thirough the winter, iz one major
cauge for high maintenance costs. It will remainrelatively constant,
dependent upon the severity of the winter, the extension of mountain
mileage and the volume of use. But it was not altogether the weather
that goumged the pot-holes in the highways. It springs more directly
from the continually growing use of heavier motor truck equipment;, driven
at increasing speeds, in many instances carrying loads far beyond the
maximm limits fixed by law and regardless of the condition of the
pavement due to wet or freezing inclement weather.

Much of the high maintenance points directly to those sections
of the state hiphways over which log hauling is most prevelant. The
records of the Commission bristle with continual efforts to contreol
this traffic within the scope of the statutes fixing mexdimm weights and
legal equipment together with long lists of violators whose runishment,
if eny, has been nominal if not inconsequential.

_ fnnual maintenance inerezsed approximately £7-3//4 million from
1938 to 1949 inclusive, during which period the road mileage incressed
by 444 miles. The increase on primary highways during the same period
was approximately $5% million and on the secondary tipghways was approxi-
mately $2% million.

Reflecting the steadily mounting annnzl peintenance cost, the
Commission record shows an incremse of 730,802 in 1947 over that of
1946, In 1948 the increzse jumped to $2,043,138 more than that of 1947.




In 1949 the increasse over 1948 smounted to £2,275,827. Tollowing is a
statement showing in tabuler form the maintenance costs for both the
primary and secondary highways of the state sysiem, together with the
totals for both:
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OREGON STATE EICHWAY COMMISSION

ANNUAL EXPENDITURES FOH MATNTENANCE

AND MILES OF HIGHWAYS MAINTAINED

YEARS 1938 TO 1949, INCLUSIVE

Primarv Hirhwavs Secondary Highwave Totals
Year Jmount Miles Amoimt Miles Amoumt Miles
1928 $2,711,841.56 4,620 671,354.56 2,208 $3,383,196.12 6,828
1939 2,647,270.82 4,680 660,484.22 2,226 3,307,755.04 6,906
1940 2,831,596.58 4,717 751, 870.79 2,308 3,583,467.37 7,025
1941 3,195,690.91 4,759 841,/18.57 2,349 4,037,109.48 7,108
1942 3,257,396.45 4,781 1,007,673,51 2,361 4,265,069.96 7,142
1943 3,723,831.30 4y 790 989,156,13 2,350 4,712,987.43 7y 140
1944 45048,839,87 4,800 1,092,555.82 2,350 5s141,395.69 7,150
1945 3,541,355.78 4,807 1,003,342.39 2,303 4y 544,698,017 7,170
1946 4,667,728.38 4,795 1,390,856.86 2,374 6,058,585.2, 7,169
1947 5,248,013.7, 4,807 1,541,372,80 2,397 6,789,387.54 7,204
1948 6,779,634.73 4,817 2,052,890.42 2,438 8,822,525,15 7,255
1549 8,149,658.26 4,822 2,958,694.69 2,450 11,108,352,95 7,272
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