




Appendix A 
Funding and Finance - Contacts 


 
Federal Funding – Highways: 
 


• Local Federal-aid Incentive Program 
• Local Rural Highway Investment Program 
• Federal Lands Highway Program 
• Forest Highways Program 
• Bridge Programs  


 
Contact:  Joe Haynes, Local Highway Administrator, Telephone (208) 344-0565,  
e-mail: jhaynes@lhtac.org, web site:  www.lhtac.org 
 
STP Safety and information on the programs listed below, contact the individual listed or 
your ITD District Planner: 
 
 District 1 (208) 772-1200 600 West Prairie, Coeur d’Alene 
 District 2 (208) 799-5090 2600 North and South Highway, Lewiston 
 District 3 (208) 334-8300 8150 Chinden Blvd., Boise 
 District 4 (208) 886-7800 216 Date Street, Shoshone 
 District 5 (208) 239-3300  515 South 5th, Pocatello 
 District 6 (208) 745-7781 216 North Yellowstone, Rigby 
 
STP Enhancement 
Contact:  Patti Raino, Enhancement Coordinator, ITD, Telephone (208) 334-8209,  
e-mail: praino@itd.state.id.us , web site:  www.state.id.us/itd/planning  under “What’s 
new”. 
 
Congestion Mitigation And Air Quality (CM/AQ) 
Contact:  Matthew Moore, CM/AC Coordinator, ITD, Telephone (208) 334-8296,  
e-mail: mmoore@itd.state.id.us , web site:  www.state.id.us/itd/planning under “What’s 
new”. 
 
Scenic Byways: 
Contact:  Garry Young, Scenic Byway Coordinator, ITD, Telephone (208) 334-8214,  
e-mail: gyoung@itd.state.id.us 
 
Public Lands Discretionary 
Dave Amick, Highway Programming Manager, ITD, Telephone (208) 334-8264, e-mail:  
damick@itd.state.id.us  
 
Federal Funding – Other: 
 Community Development Block Grants 
 Idaho Department of Commerce 
 700 West State Street, 
 P.O. Box 83720, Boise, ID 83720-0093 


Telephone:  (208) 334-2470, 1-800-842-5858, FAX (208) 334-2631 
Web site:  www.idoc.state.id.us 
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Environmental Protection Agency 319 Funds 
Department of Environmental Quality 
Todd Maguire, Program Manager, Non-point Source Management 
1410 N. Hilton, Boise, ID 83706 
 (208) 373-0115, e-mail: tmaguire@deq.state.id.us 
 
Forest Service – Resource Advisory Groups 
Boise National Forest Headquarters 
1249 S. Vinnell Way, Suite 200, Boise, ID 83709 
(208) 332-2996; 1-800-448-5447, FAX 208-332-2961, 1-800-448-5447 
e-mail:  www.fs.fed.us/r4/boise 
 


Finance 
Local Government Investment Pool 
Judy Comstock, LGIP Manager 
Statehouse, Room 102 
P.O. Box 83720 
Boise, ID 83720-0091 
(208) 332-2996; 1-800-448-5447; FAX 208-332-2961  
e-mail:  lgip@sto.state.id.us 
 
Idaho Municipal Bond Bank 
Liza Carberry 
700 West Jefferson, Room 102 
PO Box 83720 
Boise, ID 83720-0091 
(208) 332-2997, FAX (208) 332-2961 
e-mail:  lcarberry@sto.state.id.us 
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Appendix B 
A Brief History of Idaho  Highway User Revenue 


 
1913 First vehicle registration, annual fee range $15.00 to $40.00 based on 


Horsepower. Motorcycle fee, a flat $5.00.  
1917 Vehicle registration based changed from horsepower to vehicle weight - $15.00 


at 2,000 lbs. or less, to $40.00 for over 4,000 lbs. Also introduced vehicle age; 
after five years old, fees were 2/3 of the fee schedule.  


1921 Regulated vehicle loads: GWT as rated by manufacturer, plus 50%, not to 
exceed 500 lbs per tire width over 2" or 350 lbs. for 2" and under.  


1923  First fuel tax, 2 cents per gallon. Reduction of registration by one third. Truck 
registration split from car registration. Truck fees were from $17.50 to $110 
based on rated capacity. First fees for commercial truck trailers.  


1925  Fuel tax raised from 2 to 3 cents per gallon.  
1927 Fuel tax raised from 3 to 4 cents per gallon. Truck dimensional restrictions 


introduced: Outside width 8 feet except farm trucks which could be 9 feet (no limit 
for farm equipment); height 14'6", single unit length 33'; combined length 85'. 
Over dimensional permits introduced.  


1929  Truck axle limits introduced: single axle 16,000 lbs.; double axle 24,000 lbs., 
triple axle 40,000 lbs. GWT increased: tires over 5", 800 lbs.; 3"-5", 600 lbs.; less 
than 3", 400 lbs. Gas and special fuel taxes segregated, both set at 5 cents per 
gallon.  


1931 Gasoline refund for non-highway use.  
1933  Car registrations reduced 14.5 percent. Truck GWT changed to formula, w = 600 


(L+40).  
1935 Introduction of Caravan fees, flat $5.00.  
1937  Truck axle loads increased from 16,000 to 18,000 lbs.; allowable load changed 


from 50,000 to 68,000 lbs.  
1939  Flat vehicle registration fee, $5.00 for autos and pickup trucks. Farm vehicles 


given reduced fees. Truck capacity changed from formula to declared Gross 
Weight. Joint Resolution: Fuel tax dedicated to roads; into law as approved in 
1940 General Election.  


1945  Gasoline tax from 5 to 6 cents per gallon, temporarily. Fuel tax extended to non-
highway use: waterways and aviation (e.g. not refundable). Truck dimension 
changed: single unit, 35'; tractor/semi-trailer, 60'; truck/trailer combinations, 65'. 
Special routes designated for minerals, logs, poles and pilings could be hauled in 
excess of legal limits.  


1949  Gasoline tax of 6 cents per gallon made permanent. Truck weights increased. 
Maximum legal limit, 72,000 lbs. Except trucks with axle spacing between 22 and 
30 feet (short logging trucks): maximum allowable for this group was 56,000 on 
four axles, or 60,000 lbs. on five axles.  


1951  Weight Distance tax; fees scheduled by type of operation, declared GWT, and 
fuel type. Used mil per mile basis.  


1953  Special fuel tax increased from 5 to 6 cents per gallon. Weight distance 
amended. Introduced base GVW registration fee, a special plate fee for vehicles 
excess of 24,000 lbs, and paid the use fee only over 30,000 miles. Forest, mine, 
and farm products operators could choose to pay either the plate fee, or all miles.  


1956 Vehicle registration flat fee increased.  
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1957  Weight distance modified: fees on GVW went to combined weight and; separate 


schedules established for gas and special fuels.  
1967  Longer Combination vehicles allowed, not to exceed 98' in total length. Allowable 


weight increased to 105,500 lbs.  
1968  Reintroduced sliding scale for car registration, now based on vehicle age: $7.50 


to $17.50 range. Gasoline and motor fuels increased from 6 to 7 cents per gallon.  
1972  Gasoline and Special Fuels tax increased from 7 to 8.5 cents per gallon.(Implied) 


Registration schedule adjustment: $7.20 to $18.00.  
1975 Vehicle registration schedule range increased: $12.60 to $29.40  
1976  Gasoline and Special Fuels tax from 8.5 cents to 9.5 cents per gallon.  
1980  Gasohol rebate of 4 cents per gallon.  
1981  Gasoline and Special Fuels tax from 9.5 cents to 11.5 cents per gallon. Gasohol 


tax, 7.5 cents per gallon. Vehicle registration schedule range increased: 15.60 to 
$36.00.  


1982  Gasoline and Special Fuels tax from 11.5 to 12.5 cents per gallon. Gasohol tax 
from 7.5 to 8.5 cents per gallon.  


1983  Gasoline and Special Fuels tax from 12.5 to 14.5 cents per gallon. Gasohol tax 
from 8.5 to 10.5 cents per gallon.  


1987  Vehicle registration schedule range increased: $16.08 to $36.84.  
1988  Gasoline and Special Fuels tax from 14.5 to 18 cents per gallon. Gasohol tax 


from 10.5 to 14 cents per gallon.  
1991 Gasoline and Special Fuels tax from 18 to 21 cents per gallon. Gasohol tax from 


14 to 17 cents per gallon.  
1992 Gasohol tax from 17 to 21 cents per gallon.  
1993 Special Fuels change from quarterly report to tax at the pump.  
1994 Gasohol tax from 21 to 18.5 cents per gallon.  
1996  Gasoline and Special Fuels tax from 21 to 25 cents per gallon, gasohol 22.5 


cents; the additional four cents fuel tax and additional registration fee is 
deposited in new Restricted Highway Fund - distribution 50/50 with local 
government. Vehicle registration range increased: $24.00 to $48.00. 


1998  Restricted Highway Account eliminated, revenue deposited into the Highway 
Distribution Account: 38% to Local Highway Jurisdictions, 57% to ITD; 5% to ISP. 
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Property Tax Authority 


 
 
JURISDICTION  
TYPE TAX IDAHO CODE RATE 
City  Bonds & Interest 50-1019 No Limit 
City  Bonds (other) 50-1026 No Limit 
City  Capital Improvement Fund 50-236 0.0004 
City  General Fund 50-235 0.009 
City  Judgments and Casualties 50-1006 No Limit 
City  Lighting, Oiling & Sprinkling 50-312 No Limit 
City  Local Improvement Guarantee 50-1762 0.0002 
City  Local Improvement Guarantee  
 Warrant 50-1766 0.0002 
City  Reserve Fund 50-1771 No Limit 
City  Insurance Premiums 6-927 No Limit 
City  Claims or Judgement 6-928 No Limit 
County  Bond Redemption  31-1903 See Code 
County  Current Expense  63-805 0.0026 
County  LID Guarantee  50-1762 0.0002 
County  Noxious Weeds  22-2406 0.0006 
County  County Road and Bridge 40-801 1a 0.002 
County  County Road and Bridge  
  Special Tax  40-801 1b 0.00084 
County  County Road and Bridge Joint  
   County Bridges  40-807 0.000024 
County  Insurance Premiums 6-927 No Limit 
County  Claims or Judgement 6-928 No Limit 
County  Warrant Redemption 63-806 0.002 
HIGHWAY DISTRICT  Road/Bridge Maintenance  
 & Construction 40-801 1a 0.002 
HIGHWAY DISTRICT  Special Tax 40-801 1b 0.00084 
HIGHWAY DISTRICT  Insurance Premiums 6-927 No Limit 
HIGHWAY DISTRICT  Claims or Judgement 6-928 No Limit 
HIGHWAY DISTRICT  Bonds 40-1101 See Code 
HIGHWAY DISTRICT  Special District (bond)  40-1103 No Limit 
HIGHWAY DISTRICT  Override  40-819 No Limit 
HIGHWAY DISTRICT  Warrant 40-823 No Limit 
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I. INTRODUCTION  
 


A. OVERVIEW 
 


One of the main concerns of the Local Highway Jurisdictions is properly 
funding their highway system.  Knowing the basics helps put the various 
funding sources into perspective.  This manual provides a general 
overview and contacts for those wanting more detailed information on 
funding. 


 
B. ORGANIZATION OF THE  MANUAL 


 
Section I.  INTRODUCTIONS – provides an overview and brief 


description of each section. 
 
Section II. DEFINITION OF TERMS – contains terms commonly used 


in funding. 
 
Section III. OVERVIEW OF HOW HIGHWAYS ARE FUNDED – 


provides an overview of the basic principles of funding local 
highways. 


 
Section IV. HIGHWAY USER REVENUE – information on the State 


Highway Distribution Account and Federal Highway Trust 
Fund. 


 
Section V. NON-HIGHWAY USER REVENUE - provides an overview of 


property tax, impact fees, and substitute property taxes 
(forest reserve, local option vehicle registration fee, PILT 
funds, and exaction fees). 


 
Section VI. FUNDING PROGRAMS – contains information on various 


federal and state funding programs for highways. 
 
Appendix A   Funding and Finance – Contacts 
 
Appendix B A Brief History of Idaho Highway User Revenue 
 
Appendix C Property Tax Authority 
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II. DEFINITION OF TERMS  
 
 Asset Management — Asset management requires a complete inventory and 


condition assessment; actual local unit costs are assigned to types of repair 
work.  From the data, it is possible to determine the useful life of individual road 
sections or the whole system, and to estimate costs for maintaining or improving 
the system to a certain level. 


 
 Bond — An interest-bearing certificate issued by governments and corporations 


when they borrow money.  The issuer agrees to pay a fixed principal sum on a 
specified data (the maturity date) and at a specified rate of interest.  A bond is a 
security maturing more than one year from issuance; shorter-term obligations are 
usually termed notes or commercial paper. 


 
 Bond Bank — The Idaho Municipal Bond Bank, was created in 2000 to provide 


a unique financing system intended to aid local municipalities in gaining low cost 
financing.  The Bond Bank combines the bonds issued by local municipalities into 
a single large tax-exempt bond to sell on the open market.  Selling this large 
bond attracts buyers who are interested in large purchases, creates a wider 
distribution of fixed costs through economies of scale, and broadens demand on 
a national and state level.  The Bond Bank obtains a high investment grade 
rating from both Standard and Poor’s and Moody’s Investment Service, which will 
allow it to obtain lower interest rates than most local governmental entities can 
obtain independently.  At least twice a year, the Bond Bank will consolidate the 
eligible applicants and sell its bonds on their behalf.  There will be a fee charged 
for those municipalities wishing to use the Bond Bank.  The fee is for any 
incurred administrative costs. 


 
 Corridor (Roadway) Preservation — is basically the purchase of land at today’s 


prices to avoid future costs of land, future relocation of homes or businesses, and 
negative impact to the environment. 


   
Craig/Widen Money — see Rural School & Community Self Determination of 
2000. 
 
Federal Forest Reserve — see Rural School & Community Self Determination 
of 2000. 
 


 Finance — Management or supplying of money, some types can be used to 
avoid costs.  For example, financing a project with bonding is using funds from a 
bond issue today and paying the bond off with future revenues.  The idea is that 
prices or construction costs tend to rise over time; the cost of paying off the 
bonds is less than the rise in construction costs.  (see Funding) 
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Fiscal Year — Local Highway Jurisdiction – October 1 to September 30; State - 
July 1 to June 30; Federal – October 1 to September 30.  Fiscal Years are 
identified by the calendar year in which they end. 
 
Funding — Money or revenue for operations or projects (see Finance).  There 
are two (2) primary types of revenue, user and nonuser.  Local Highway 
Jurisdictions typically create operations and maintenance funds to ensure 
adequate revenue for hard winters and emergencies, they also create a capital 
improvement fund for specific projects. 
 
Functional Classification — All roads provide two functions, access to land and 
a level of mobility or speed.  All roads are classified according to how well these 
functions are served in the “network” of roads.  Roads are either classified as: 
“local” which are for land access and provide little mobility, “collector” which 
provide a balance of access and mobility, or “arterial” which are primarily for 
mobility and provide little access.  The Idaho Transportation Department (ITD) 
has primary responsibility for developing and updating the statewide highway 
functional classification maps in rural and urban areas.  ITD cooperates with 
responsible local officials, or appropriate Federal agencies in the case of areas 
under Federal jurisdiction, in developing and updating the functional 
classifications.  The results of the functional classification are mapped and 
submitted to the Federal Highway Administration (FHWA) for approval, and when 
approved, serve as the official record for Federal-aid highways and the basis for 
designation of the National Highway System (only major collectors and above). 
 
Grant Program — A funding procedure that awards funds prior to work. 
Verification of proper use is done after expenditures are made (see 
Reimbursement Program). 
 
Highway User Revenue — Basically fuel tax (gasoline, diesel, etc.), registration 
fees (automobile, commercial truck, etc.) and other vehicle or highway related 
fees (title, fines, etc).  Highway User Revenue for Idaho is distributed quarterly by 
the State Controller.  Article VII, Section 17 of the  Idaho Constitution states in 
part, that the highway user revenue, “shall be used exclusively for the 
construction, repair, maintenance and traffic supervision of the public highways 
of this state”.  Federal Highway User Revenue for Local Highway Jurisdictions is 
authorized by policies established by Idaho Transportation Board (see Non User 
Revenue). 
 
Impact Fees — Fees are payments required by local governments from new 
development for the purpose of providing new or expanded public capital 
facilities required to serve that development.  Impact fees cannot be used for the 
maintenance and repair of existing streets or assessed against existing 
developments.  
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Inventory Replacement Tax — Revenue distributed annually by the state to 
local governments.  In 1965, the initial acceptance of the state sales tax 
eliminated local authority for a property tax on business inventory; a portion of 
the new sales tax was used to replace the business inventory revenue for those 
entities that levied one, consequently not all Local Highway Jurisdictions receive 
these funds. 
 
Local Highway Jurisdictions — There are 288 cities, counties and highway 
districts that have jurisdictions over roads and are therefore classified as Local 
Highway Jurisdictions: 


• 191 Cities:  Cities have jurisdiction in all but one county (Ada) 
• 33 Counties:  21 solely county administration; 12 counties have county 


and highway district administration. 
• 64 Highway Districts:  11 counties have solely highway district 


administration; 12 counties have county and highway district 
administration. 


 
Local Government Investment Pool — All funds are combined together for 
greater investment power; this means greater earning potential for all pool 
members.  Local agencies have overnight availability and improved earnings.  
The pool also serves as a source of information for local government agencies 
on investment types, market conditions, and risk evaluation.  This pool is 
managed by the State Treasurer’s Office. 
 
Local Option Sales Tax — Only cities and counties have local option taxing 
authority, and local option sales taxes for highways are limited to resort 
communities. 
 
Mineral Leasing Payments — The Mineral Leasing Act of 1920, as amended, 
and the Mineral Leasing Act for Acquired Lands of 1947, as amended, give the 
Bureau of Land Management (BLM) responsibility for minerals, oil and gas 
leasing on BLM, National Forest, and other Federal lands, as well as private 
lands where mineral rights have been retained by the Federal Government.  BLM 
returns to the counties where minerals were extracted 50% of the royalties.  
Idaho Code 57-1306 (Mining Leases Impact Funds to County) directs the state 
treasurer to put 10% of those revenues in the county general fund, for the 
construction and maintenance of public roads or for the support of public schools.  
The remaining ninety percent (90%) is deposited into the public school income 
fund. 
 
Non Highway User Revenue — In Idaho is comprised of:   Property Tax (Ad 
valorem tax), Impact fees, Federal Forest Reserve, Inventory Replacement Tax, 
Bonds, Local Improvement Districts, and local option vehicle registration fee.  
 
Payments in Lieu of Taxes (PILT) — The BLM distributes to units of local 
government (e.g., counties), which contain certain federally owned lands within 
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their boundaries.  The amount of the payments is determined by several codified 
formulas (U.S.C.  6901-07) and is designed to supplement other Federal land 
revenue sharing payments that county governments may be receiving.  PILT may 
be used by the recipients for any governmental purpose. 
 
Property Tax — A tax based on the assessed value of property.  Local Highway 
Jurisdictions are authorized to levy property taxes for highways. 
 
Reimbursement Program — A funding procedure that awards funds after the 
work and proper use of funds is verified.  (see Grant Program). 
 
Resource Advisory Committees (RAC’s) — The Rural School & Community 
Self Determination Act of 2000 mandated the formation of Resource Advisory 
Committees (RAC’s) there are currently five (5) in Idaho.  One of the functions of 
the RAC’s is to recommend projects funded by a 15-20% set-aside of the funds 
sent to counties and highway districts. 
 
Rural School & Community Self Determination Act of 2000 — Bill sponsored 
by Senator Craig, ID and Senator Widen, OR, as a replacement for federal forest 
reserve payments to counties.  It provides approximately $13.5 million annual 
funding for select highway districts and counties through 2006. 
 
Taylor Grazing Act —  In the 1930’s, when overgrazing threatened to reduce 
Western rangelands to a dust bowl, Congress approved the Taylor Grazing Act 
(TGA) of 1934, which for the first time regulated grazing on the public lands 
through the use of permits.  The Taylor Grazing Act provided a way to regulate 
the occupancy and use of the public land, preserve the land from destruction or 
unnecessary injury, and provide for orderly use, improvement, and development.  
In 2003, BLM paid over $185,000 to Idaho.  Payments ranged from $0 in 
Benewah County, to $54,000 in Owyhee County. 
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III. OVERVIEW OF HOW HIGHWAYS ARE FUNDED 
 


A. How Highways Function:  All roads provide two functions, access to land 
and a level of mobility or speed, and are classified according to how well 
these functions are served.   Roads are either classified as: “local” which 
are for land access and provide little mobility, “collector” which provide a 
balance of access and mobility, or “arterial” which are primarily for mobility 
and provide little access.   


 
Generally speaking, arterial roads should be funded only by user revenue, 
collector and local roads are a combination of user and nonuser revenue.   
To assess highway funding it is necessary to understand who uses what 
roads, and who benefits from those roads. 


 
What vehicle types use which functional classification of roads?  Generally 
speaking, commercial vehicles tend to use arterial and collector roads 
more than they do local roads.  Depending on the activity (vacation, work) 
most personal vehicles use a combination of arterial, collector, and local 
roads.  


 
Who benefits from those roads?  Commercial freight business benefits 
more from mobility than land access, therefore they benefit more from 
arterial and collector roads.  As you might suspect, landowners benefit 
more from local roads than they do from arterials.  


 
 B. Cost Responsibility:  An analysis of use and benefits provides a basis 


for determining if highway user revenue or nonuser revenue should be 
used to fund the construction and maintenance of the road.  The 1995 
Idaho Highway Needs Assessment Update indicated that highway 
systems with all functional classification of roads present, such as the 
Local Highway System, should fund their system with approximately 70% 
highway user revenue and 30% nonuser funding.  The Cost Responsibility 
Table 1, below shows the percentage of User and Nonuser funding of the 
Local Highway System in 1995 and 2001. 


 
Table 1 —  Cost Responsibility 


Cost Responsibility 1995 2001 
Highway User Revenue   


Highway Distribution Account, Federal-aid  
Local Rural Highway Investment Program  


$79,508,400 $122,155,202 


User % of current revenues 42.6% 48.9% 
   


Nonuser Revenue   
Property tax, Impact fees, Bonds, Local Improvement 
Districts, Inventory Replacement Tax, Federal Forest 
Reserve 


$107,304,146 $127,587,657 


Nonuser % of current revenues 57.4% 51.1% 
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As shown in Table 1, the current User to Nonuser ratio of revenue for 
Local Highway Jurisdictions (LHJ’s) is approximately 49/51 far better than 
the 70/30 ratio recommended in the 1995 Idaho Highway Needs 
Assessment Update.  But also showing the Local Highway Jurisdictions 
should receive more user fee funding. 
 
LHJ’s receive nonuser revenue from local (property tax), state (inventory 
replacement tax), and federal sources (forest reserve).  Table 2, “2002  
Annual Nonuser Revenue by Source” indicates the number of LHJ’s that 
report annual nonuser revenues from local, state, federal, as well as the 
number of LHJ’s reporting multiple sources. 
 


Table 2 — “2002 Annual Nonuser Revenue by Source” 
 


2002 Annual Nonuser 
Revenue by Source 


 
 


Local 


 
 


State 


 
 


Federal 


 
Local; 
State 


 
Local; 
State; 


Federal 
City (191) 152 46 0 43 0 


County (33) 30 12 25 12 9 
Highway Districts (64) 63 38 37 38 17 


LHJ’s (288) Totals 245 96 62 93 26 
 
As shown in Table 2, very few LHJ’s receive nonuser revenues from all 
three sources (local, state, and federal).  Local sources provide 86% of 
LHJ’s nonuser revenue.  Note that federal nonuser revenue is reported 
only by Highway Districts and Counties.  This is because the Forest 
Reserve payments, the only annual Federal nonuser revenue for 
highways, are by federal and state law allocated only to Counties and 
Highway Districts. 


 
C. How Should Your Highway System Be Funded? 
 


First, analyze your highway system.  That means having a complete 
inventory and condition assessment of the roads, signage, bridges, 
culverts, etc.  Next, establish the costs of maintaining and improving the 
system to your adopted standards.  Keep in mind that some construction 
standards (signage, bridges) are set by federal or state regulations; in 
contrast, others such as roads surface or curbs and sidewalks can be 
determined locally. 
 
From the inventory and condition data it is possible to determine the years 
of useful life of individual road sections or the whole system.  The 
information can be used by officials and citizens to understand what their 
current or additional taxes will accomplish.  Basically, what are they willing 
to pay for?  (This is an asset management approach and is supported by 
LHTAC and your T² program). 
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Next, review Section V and VI of this manual.  Once you have a good 
sense of the potential funding sources and estimated revenues, you will 
be able to move forward.  At this point it is helpful to categorize your 
activities into maintenance or system preservation, and project or capital 
improvements, and to develop specific policies and plans for each 
category. 
 
A typical “system preservation plan”  would state that on-going revenues 
(highway user revenues, property tax) will be used to fund maintenance 
and rehabilitation activities, in order to maintain roads in good condition.  
Policies for system preservation could include snow removal (limited to 
specific routes), minor improvements such as curb and gutter or lighting 
would require formation of local or business improvement districts.  Other 
policies may address roads in very poor condition.  They would be allowed 
to deteriorate and be reconstructed as part of the capital improvement 
plan.  Another option may be that a general property tax increase will be 
used to bring the system up to a standard that cost less over time to 
maintain. 
 
A typical “capital improvement plan” should cover at least 20 years, and 
include cost estimates, funding sources for each project and have projects 
listed by priority.  A capital improvement plan should be reviewed on an 
annual basis to update costs and review opportunities.  Policies could 
state that some portion of on-going revenues would be retained to form a 
capital fund local option registration fees, or bonding would be used to 
fund specific projects, or that one-time funding (federal-aid) would be 
sought for large projects. 
 
Having plans, policies, and processes in place communicates clearly to 
the public what type of service to expect and what the trade-offs are. 
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IV. HIGHWAY USER REVENUE  
 
 


A. Idaho Highway User Revenue: Highway Distribution Account  
 


Idaho has collected highway user revenue since 1913 (see Appendix B).  
In 1941 highway user revenue was restricted to use for the construction, 
repair, maintenance, and traffic supervision of the public highways by an 
amendment to the Idaho Constitution.  This revenue is collected by the 
Idaho Tax Commission and deposited in the Highway Distribution 
Account.  The major sources of the Highway User Revenue are shown in 
Table 3, to illustrate the type and contribution by percent and amount 
(figures may not add due to rounding). 
 


 Table 3 — Idaho Highway User Revenue 
Type of Idaho Highway User Revenue Percent of 


Idaho Highway 
User Revenue 


Approximate 
Revenue 2002


Gasoline Tax [25 cents] 48.86%   $145,306,400 
Passenger Car & Truck Registrations [up to $48] 14.06% $41,807,113
Special Fuel Tax [25 cents diesel; gasohol 22.5 cents] 18.89%     $56,163,042 
Commercial Truck/Bus Registrations & 96 Hour/Single 
Trip Fees 


14.20% $42,237,005


Misc.  3.74% $6,391,770
Approximate  H.D.A. To Distribute   $297,376,192


 
The initial distribution, after off-the-top deductions (bridge inspection, rail 
crossing etc.) is shown in Table 4. 
 


  Table 4 — Highway Distribution Account 
Highway Distribution Account (H.D.A.)  % H.D.A. Approximate amount 2002 
Idaho State Police  5% $14,868,810
Idaho Transportation Department   57% $169,504,429
Local Highway Jurisdiction 38% $113,002,953


 
Of the 38% to Local Highway Jurisdictions, there is an off-the-top 
(0.326%) distribution to the Local Highway Technical Assistance Council 
(approximately $350,000 in 2002), and then distributed in accordance with 
Table 5. 
 


  Table 5 — Highway Distribution Account 
H.D.A to Local Highway Jurisdictions  % H.D.A. Approximate Amount 2002
Cities 30% $33,900,885
Counties and Highway Districts  70% $79,102,067
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Highway Districts and Counties apportionment (referred to as the 10-45-
45 formula) is calculated in the following manner: 


 
1. 10% divided by 44 counties; 
2. 45% based registration revenue raised in the county as a 


percentage of total registration revenue; 
3. 45% based on improved road mileage in the county as a 


percentage of the total improved road mileage. 
 


These amounts are added together for each county.  If there is more than 
one highway districts in the county, then 10% of the sum allocated to that 
county is divided equally between them and steps 2 and 3 are repeated 
using the county total as a base.  Then, the state controller distributes the 
funds quarterly, no later than January 25, April 25, July 25, and October 
25 of each year. 
 
It is important to understand how growth affects the allocation of highway 
user revenue.  Cities should keep in mind that some areas of the state are 
growing faster than others.  This can result in some cities, while growing, 
receiving fewer funds over time because other cities have grown more and 
have a larger percentage.  This phenomenon typically goes unnoticed 
during an economic upswing, such as the 1990’s, because increased fuel 
consumption resulted in continuous increased revenues to all cities, which 
for many masked the reduction in percentage. 
 
Growth has a similar effect on counties and highway districts.  Consider 
10% - 45% - 45% formula, the amount of revenue from the 10% portion 
will rise or fall depending on the growth or loss of revenues in the Highway 
Distribution Account.  Then there is 45% allocated on registration.   
Typically during a growth period, there is an increase in individual vehicle 
and commercial registration revenue, however these increases are usually 
limited to some counties, as opposed to all counties.  Consequentially, the 
“percentage” of registration revenue changes for all counties and highway 
districts, and as is the case in population growth, can be masked during 
an economic upswing.  Registration information is updated annually, so 
upswings or downturns in registration related to business activity will have 
an immediate effect on revenues. 
 
An finally, there is 45% allocated on improved road mileage.  This portion 
of the formula can be affected in a similar fashion by the economy, 
especially in the urban areas where business expansion and subdivisions 
add mileage.  However, there is an effect from annexation.  Once a road is 
under city jurisdiction it no longer counts as mileage for the county or 
highway district.  During the 1990’s, counties and highway districts in 
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growth areas have been losing and gaining improved road mileage at the 
same time.  In rural areas, counties and highway districts have also 
increased in mileage because of growth.  Interestingly, during the 1990’s 
counties and highway districts have had an increase of over 2,400 miles of 
roads.  The increase in mileage have been fairly uniform, consequently 
most of the counties and highway districts percent of miles statewide have 
not changed for allocation based on improved road mileage.  Mileage 
information is updated annually, unlike registration, there is seldom a 
reduction.  Given the financial responsibility of added mileage, it is 
important to understand that adding mileage may not result in a funding 
increase. 
 


B. Federal Highway User Revenue – Highway Trust Fund 
 


Prior to 1956, the Highway Trust Fund (HTF) did not exist.  Funding for 
highway improvement projects came from the general fund.  In 1956, 
Congress enacted the Federal-aid Highway Act that established the HTF, 
supported by the users of the system.  Essentially, the revenues of the 
HTF were intended for financing highways, with taxes dedicated to the 
HTF paid by the users of the highway.  The HTF supports highway 
maintenance and construction, highway and motor carrier safety, 
intermodal, and transit programs. 
 
The HTF is the source of funds for the Federal-aid Highway Program.  The 
amount of contributions to the HTF made by each State, is based on 
estimates made on the amount of taxes paid by the highway user, of each 
State as reported by the State motor-fuel tax agencies.  Highway users in 
some States pay more in user taxes than those States who receive back 
in Federal-aid highway apportionment and allocations.  In an effort to 
compensate for this, the Transportation Equity Act for the 21 Century 
(TEA-21) included a provision called the Minimum Guarantee, which 
results in all states receiving a base amount, regardless of contribution 
received.  Idaho is a “Minimum Guarantee” state.  In Idaho, the Idaho 
Transportation Board (ITBoard) has authority over funding from the 
Federal Highway Administrative (FHWA).  Funding for the HTF is shown 
below: 
 
Fee Type Fee Rate 
Gasoline 18.4 cents per gallon 
Diesel 24.4 cents per gallon 
Gasohol 13.6 cents per gallon 
 
These funds are the source of money for the Local Federal-aid programs 
discussed in Section VI of this manual. 
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V. NON-HIGHWAY USER REVENUE 
 


A. Property Tax 
 


Local Highway Jurisdictions have property tax authority.  Cities and 
Counties have authority to tax for general revenue and revenue dedicated 
for highways.  Highway Districts are limited to authority for revenue 
dedicated for highways.   
 
Idaho Code, 63-802  limits only the property tax portion of your budget to a 
3% increase.  Some levy authority is limited by statute (see Appendix C).  
Some are subject to a “budget cap” and others, such as bonds or 
overrides are not.  Note too, that the portion of your budget based on 
highway user revenue and some nonuser revenue (local option 
registration fee) is not limited.  Contact for tax technical assistance and 
support:  Gary Houde, Technical Records Specialist, Idaho Tax 
Commission at 1-208-344-7541. 
 


B. Local Option Sales Tax  
 


In Idaho, local option sales taxes are limited to resort communities.  Note 
that motor fuel cannot be taxed, §67-3622, Idaho Code.  A resort 
community derives the major portion of its economic well being from 
businesses catering to recreational needs, and meeting needs of people 
traveling to that destination city for an extended period of time.  The basic 
intent of this option is to mitigate the increased cost of city or county 
services resulting from resort activity and thereby providing some property 
tax relief to those communities.  The statutory provisions for cities is in 
Title 50, Chapter 10, Idaho Code; for Counties it is in Title 63, Chapter 26, 
Idaho Code. 
 


C. Impact Fees 
 


Only cities, counties, and single countywide highway districts have 
ordinance authority Ada County Highway District (ACHD) is the only single 
countywide highway district in Idaho).  The authority for cities and counties 
is from Title 67, Chapter 82, Idaho Code.  Highway District authority is 
located in Title 40, Chapter 14, Idaho Code. 
 
Impact fees are payments required by local governments from new 
development for the purpose of providing new or expanded public capital 
facilities required to serve that development.  Impact fees cannot be used 
for the maintenance and repair of existing streets or assessed against 
existing developments. 
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Impact fees are not a forced contribution; a property owner voluntarily 
chooses to build or not to build in a county or city and thus forego the 
assessment.  For instance, if Idaho statutes required that all public 
highway agencies impose an impact fee, it would be considered a tax.  
The fees, typically cash payments prior to completion of development, are 
based on a methodology and calculation derived from the cost of the 
facility and the nature and size of the development. 
 
The methodology and calculation require the public entity to have a capital 
improvement plan (data collection and analysis by a qualified engineer or 
planner & update every 5 years), or evaluation of alternative studies 
supplied by property owner.  Expenditure of fees:  only by entity 
authorized to impose fee; must happen within 5 years (a 3 year extension 
is possible) or if not used they must be refunded.  As a practical matter 
impact fees require sustained economic growth of 3% to 5%. 
 


D. Exactions & Donations: 
 
  Roadway or corridor preservation is basically acquiring land today to avoid 


future costs of land, future relocation of homes or businesses, and 
negative impact to the environment.  LHJ’s can use a variety of methods 
to acquire or preserve land for highway. Those methods include:  property 
exactions; setback ordinances; maps of reservation (identifies where 
major roads will be built in future); options to purchase; development 
easements; and public/private joint development.  These are all methods 
that have worked at one time or another.  The statutory authority is located 
in Title 67, Chapter 65, Idaho Code.  


 
E. Forest Service Payments to Counties: 
 


Schools, counties and highway districts within counties (36 of 44) with 
National Forest land have historically received revenues generated from 
timber sales.  In recent years these revenues dropped off sharply.  In 
2000, a bill (sponsored by Senators Craig and Wyden) was passed, to fix 
county payments based on the high three years of the 1986 – 99 period.  
This bill authorized funding for six years, to provide payments to counties 
with National Forest lands.  Payments to individual counties range from 
near $0 for Jefferson and Lewis Counties to $4,863,900 in Idaho County.  
The total funding amount increased from $7,519,200 received in 1999 to 
$22,540,600 in 2001. 
 
Under the new law, counties that receive more than $100,000 in annual 
payments must set-aside 15-20% of the funds (most limited the set-aside 
to 15%).  The remaining 80-85% is distributed by formula defined in Idaho 
Code §57-1303 (70% - county/highway district roads, 30% - schools).  
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Note that road monies sent to the county directly will be counted as a 
prior-year payment reduction with regard to Payment in Lieu of Taxes. 
 
The 15-20% set-aside portion is split between Title II and Title III Projects.  
Title III monies, approximately $1.1 million, are to be used by individual 
counties for six specific purposes outlined in the law.  Title II, 
approximately $2.2 million, is allocated to projects on National Forests 
approved by citizen Resource Advisory Committees (RAC’s), five have 
been established in Idaho.  The law requires that 50 percent of the set-
aside funds be spent on projects including road maintenance, 
decommissioning roads on the National Forest, or watershed restoration 
activities.   There is an annual project request process where LHJ’s, can 
propose projects to a RAC.  The RAC makes project selection according 
to a set of criteria, which includes “will improve maintenance of existing 
infrastructure.” 
 


F. Local Option Vehicle Registration Fee: 
 
 Idaho Code § 40-827 provides authority for voters to approve an increase 


on the vehicle registration fee.  The voters of any county may authorize 
the board of county commissioners to adopt an ordinance by majority vote 
of the board of county commissioners to implement and collect a motor 
vehicle registration fee not to exceed two (2) times the amount established 
in §49-402, Idaho Code, currently $48.00.  Ada County is the only county 
currently using this option. 


 
 The increased vehicle registration fee shall not become part of the 


highway distribution account.  The local highway jurisdictions within the 
county shall use the funds generated by the increased vehicle registration 
fee exclusively for the construction, repair, maintenance, and traffic 
supervision of their highway system. 


 
 Such funds generated from the optional vehicle registration fee increase 


shall be distributed as provided by written agreement approved by each of 
the local highway jurisdictions in the county.  If no agreement is adopted, 
then the following shall apply:  30% to the cities in the same proportion as 
the population of the city bears to the total population of all the cities in the 
county, as shown by the last regular or special federal census.  The 
remaining 70% shall be apportioned as follows:  20% divided equally 
between the county highway department, where applicable, and each 
highway district in the county; 80% shall be divided between the county 
highway department where applicable, and each highway district in the 
county, where applicable, is based on road mileage in the county or 
highway district as a percentage of the road mileage in the county.                                   
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 Any county adopting an ordinance for a vehicle registration fee increase 
shall contract with ITD for the collection, distribution, and administration of 
the fee.  Each month, following receipt vehicle registration fee increase, 
ITD remits the revenue to the county implementing such fee. 


 
G. Taylor Grazing Act: 
 
 In the 1930’s, when overgrazing threatened to reduce Western rangelands 


to a dust bowl, Congress approved the Taylor Grazing Act of 1934, which 
for the first time regulated grazing on the public lands through the use of 
permits.  The Taylor Grazing Act provided a way to regulate the 
occupancy and use of the public land, preserve the land from destruction 
or unnecessary injury, and provide for orderly use, improvement, and 
development.  In 1964, Congress established the Public Land Law Review 
Commission to make recommendations on how the public lands should be 
managed.  Congress responded to the Commission’s report by enacting 
the Federal Land Policy and Management Act (FLPMA) in 1976. 


 
 Grazing fees are established annually by the Secretary of the Interior.  


Regulations governing grazing fees are found in 43 CFR 4130.8-1 
payment of fees.  The current grazing fee is, $1.35 per animal unit month 
(1999).  Grazing fees are collected in two ways by lease and by permit.  A 
grazing permit is an authorization that permits the grazing of a specified 
number and class of livestock on a “designated area” of grazing lands 
during specified seasons each year (Section 3 of the Taylor Grazing Act).  
The permit fees are distributed:  12.5% to the General Fund of Treasury, 
50% to Range Improvement Fund, BLM; 12.5% for payments for states.  A 
grazing lease is an authorization that permits the grazing of livestock on 
public lands “outside of the grazing district” during a specified period of 
time (Section 15 of the Taylor Grazing Act).  The lease fees are 
distributed: 50% to Range Improvement Fund, 50% to BLM for payments 
to states.  In 2003, BLM paid over $185,000 to Idaho.  Payments ranged 
from $0 in Benewah County, to $54,000 in Owyhee County. 


 
 In Idaho, the money is distributed by the State Treasurer according to 


Idaho Code §57-1201.  The money is either paid to any grazing district 
treasurer or if one does not exist then it is deposited in the range 
improvement fund of a county.  It is to be expended as directed by the 
board of district advisors of such grazing district for range improvements 
and maintenance, predatory animal control, rodent control, poisonous or 
noxious weed extermination, or for any other purpose that is deemed to be 
most beneficial to the permittees from whom the funds are derived and for 
the counties involved in each district.  There are five grazing districts 
established by Idaho Code §57-1204.  Those districts are: District No. 1 or 
Boise District; District No. 2 or Burley District; District No. 3 or Idaho Falls 
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District; District No. 4 or Salmon District; and District No. 5 or Shoshone 
District. 


 
H. Mineral Leasing Act: 
 
 The Mineral Leasing Act of 1920, as amended, and the Mineral Leasing 


Act for Acquired Lands of 1947, as amended, give the Bureau of Land 
Management (BLM) responsibility for minerals, oil and gas leasing on 
BLM, National Forest, and other Federal lands, as well as private lands 
where mineral rights have been retained by the Federal Government.  
BLM returns to the counties where minerals were extracted 50% of the 
royalties.   Idaho Code §57-1306 (Mining Leases Impact Funds to County) 
directs the state treasurer to put 10% of those revenues in the county 
general fund, for the construction and maintenance of public roads or for 
the support  of public schools.  The remaining ninety percent (90%) is 
deposited into the public school income fund. 


 
 In 2003, BLM paid over $15,000,000 to Idaho.  Payments ranged from 


$11,000 to Benewah County and $1,292,673 to Elmore County.   
Where does that revenue come from? 


  Leasable Minerals In Idaho: 
• Phosphate – 86 Federal phosphate leases on about 42,906 


acres of National Forest and public lands produced about 5 
million tons of phosphate ore. 


• Oil and Gas – 5 authorized leases on 5,694 acres of federal 
land. 


• Geothermal Resources – No federal geothermal leases in 
Idaho. 


• Acquired Hardrock Minerals – 1 acquired hardrock 
prospecting permit in effect; 2 acquired hardrock garnet 
leases in effect. 


Salable Minerals —  Pumice, Sand, Gravel, Stone Sales – 361 
sales totaling 108,956 cubic yards and 171,518 tons of pumice, 
sand, gravel and/or stone valued at $103,210. 
Free Use Permits — 363 authorizations under Free use Permits 
provided 450,269 cubic yards and 123,289 tons of material valued 
at $339,700. 
Community Pit and Common Use Area Sales — 3,605 
community pit and common use area sales of 17,882 cubic yards 
and 3,000 tons of mineral material valued at $19,171. 
 


I. Payment In Lieu of Taxes (PILT) 
 
 Payments in Lieu of Taxes (PILT) are Federal payments to local 


governments that may be used for any governmental purpose.  PILT 
payments are computed and disbursed by the Bureau of Land 
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Management on or before September 30th of each year.  The payments 
provide additional support to local governments that have certain Federal 
land within their boundaries.  Examples of how PILT payments have been 
used include the improvements of local school, water, and road systems.  
Payment eligibility is reserved for local governments (usually counties) 
that provide services such as those related to public safety, environment, 
housing, social services, and transportation, and that contain nontaxable 
Federal lands. 


 
 The PILT Act 97-258, as amended, defines three categories of lands that 


are eligible for payments: 
1. Federal lands in the National Forest System and the 


National Park System, lands administered by BLM, lands in 
Federal water resource projects, dredge areas maintained 
by the U.S. Army Corps of Engineers, inactive and semi-
active Army installations, and some lands donated to the 
Federal government (Section 6902 of the Act); 


 
2. Federal lands acquired after December 30, 1970, as 


additions to lands in the National Park System or National 
Forest Wilderness Areas (Section 6904 of the Act; and 


 
3. Federal lands in the Redwood National Park or lands 


acquired in the Lake Tahoe Basin near Lake Tahoe under 
the Act of December 23, 1980, (Section 6905 of the Act). 


 
PILT payments are computed based on the number of acres of 
Federal entitlement land within each county.  The number of this 
qualified land is multiplied by a dollar amount per acre set by law.  
Payments are subject to limitations based on population.  Congress 
sets annual PILT program funding limitations which may also affect 
the amount of the payment under the program. 
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VI.  FUNDING PROGRAMS 
 


A. Federal Funding  – Basic Policy: 
 


Federal law and Federal Highway Administration (FHWA) rules for funding 
highway projects, allow each state a certain amount of procedural 
discretion.  In Idaho, the Idaho Transportation Board (IT Board) has 
authority over funding from FHWA.  The IT Board adopts policies to 
implement those programs, under statutory provisions in Idaho Code.  
 
One of the IT Board policies created the Local Federal-aid Incentive 
Program to use funding from the FHWA Surface Transportation Program.   
The Surface Transportation Program (STP) is the largest source of federal 
funds available to the LHJ’s.  The Local Federal-aid Incentive Program 
identifies LHTAC as the public agency responsible for recommending non-
metropolitan area projects for federal funding under the Surface 
Transportation Program.  LHTAC’s authority to make recommendations 
comes from Title 40 Chapter 24 (4). 
 
In the metropolitan areas of the state, those with population over 50,000, 
all federal-aid projects are recommended for funding by Metropolitan 
Planning Organizations (MPO’s).  Population data for these designations 
comes from the US Census.  With the completion of the 2000 Census, 
three additional communities become MPO’s.  There are now six MPO 
areas in Idaho: Coeur d’Alene/Post Falls, Idaho Falls, Lewiston/Clarkston, 
Pocatello, Nampa/Caldwell/Middleton, and Boise.  Boise metro area, with 
a population greater than 200,000 qualified as a Transportation 
Management area (TMA).  A policy is being developed for the distribution 
of available funds to the five (5) MPO’s and the TMA.  LHTAC represents 
the 15 urban areas (over 5,000 and under 50,000 in population) outside 
the MPO/TMA area. 
 


B. History Of Federal Funding Policy In Idaho: 
 
 In the late 1980’s, the approach to the use of “rural” federal-aid was to 


allow counties and highway districts to apply for a project or to sell federal-
aid authorization to ITD.  This policy was referred to as the Exchange 
(Buy-back) program.  ITD paid 61 cents of their Idaho Highway User 
Revenue funds for every dollar of rural federal-aid authorization.  
Interestingly, the distribution was based on improved road miles, not on 
federal-aid mileage.  If a rural city (under 5,000 population) wanted a 
federal-aid project, the city had to go through a county or highway district 
to apply. 


 
 What were the effects of this policy?  By 1996 not one rural city had a 


project, and the projects proposed by county and highway districts had a 
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70% attrition rate, that is, seven out of every ten federal-aid projects were 
not constructed.  It is estimated that $60 million dollars of federal-aid never 
made it to the Local Highway Jurisdiction roads during the 1990’s.  This is 
significant when one considers that Local Highway Jurisdictions have 
jurisdiction for approximately 50% of the federal-aid mileage in Idaho. 


 
 In 1997, the Legislature and ITD formed the Idaho Transportation 


Planning Task Force to address transportation planning issues; two were 
related to the current ITD policies.  One focused on the need to coordinate 
land use and transportation planning regionally.  The Task Force 
recommended the creation of a Local Federal-aid Incentive Program.  The 
second issue  “Buy out of federal money for local projects” received no 
recommendation. 


 
 Generally speaking over the years the major issues in the discussion on 


highway funding have focused on Idaho highway user revenue and 
federal-aid.  Specific concerns on the merits of the Exchange Program 
have been that small entities found it difficult to provide matching funds for 
federal-aid projects; accountability of the program (is the money dedicated 
to the federal-aid roads), and the need to increase the use of private 
contractors. 


 
In July 1999, LHTAC passed two (2) resolutions:  One, supporting a Local 
Federal-aid Incentive Program, and the other encouraging the IT Board to 
continue the Exchange Program.  Following that, in December 1999, the 
IT Board created the Local Federal-aid Incentive Program (allows 88 cities 
access to federal-aid for the first time), but did not eliminate the Exchange 
Program. 
 
In 2001, the IT Board requested ITD staff and LHTAC develop joint 
recommendations on the phase-out of the Exchange Program.  There 
were four options presented to the IT Board, three to phase-out the 
Exchange Program and one to develop a pooled program.  In April of 
2002, the IT Board approved the Local Rural Highway Investment 
Program.  The main features of the program are that funding comes from 
“pooling” the Exchange Program funds, with project evaluation and 
approval by LHTAC. 
 


C. Funding Program For Local Highways: 
 
 Please review the outline below to locate the program that you qualify for. 


Program descriptions follow the outline and program contacts are listed in  
Appendix A. 


 
 Federal-aid Program Eligibility  for Local Highway Jurisdiction’s is 


determined by whether or not they have jurisdiction over an urban 
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collector, rural major collector, or an arterial.  If a Local Highway 
Jurisdiction has eligible mileage then they can apply for a project. 


 
 Program eligibility and project application 


• Metropolitan areas (50,000 population) is through their MPO.  
(Projects funded with STP Urban Funds, approximately $5.5 
million). 


• Urban cities (over 5,000 and under 50,000 population) apply to the 
Local Federal-aid Incentive Program.  (Projects funded with STP 
Urban Funds, approximately $5.0 million). 


• Rural cities (under 5,000 population), highway districts and counties 
apply to the Local Federal-aid Incentive Program.  (Projects funded 
with STP Rural Funds, approximately $5.5 million). 


 
Eligibility For Local Rural Highway Investment Program (non federal-aid) 


• Rural cities (under 5,000 population), highway districts and 
counties.  (Projects funded with exchanged STP Rural Funds, 
maximum $2.8 million). 


 
1. Surface Transportation Program (STP) Local Rural: 


STP Local Rural funds may be used for new construction, 
reconstruction or rehabilitation of roadways functionally classified 
with FHWA as rural major collectors or higher, with a small 
percentage allowed for minor collectors.  STP funds can also be 
used for activities such as transportation planning, corridor studies 
and the purchase of minimally corrosive anti-icing material for use 
on bridges.  These funds may also be used for enhancement, 
bridge, or safety activities. 
 
The IT Board has designated approximately $10 million annually 
from FY 1999 through FY 2003, the duration of the current Highway 
Act.  ITD offers an Exchange Program of rural federal-aid funds for 
state funds; there is a cap on the exchange program of $2.8 million 
in state funds.  The exchanged funds are pooled and provide 
funding for the Local Rural Highway Investment Program.  The 
remainder of the funds, approximately $5.5 million, are awarded 
through the Local Federal-aid Incentive Program administrated by 
LHTAC. 
 
a) Local Federal-aid Incentive Program: 


• Project evaluated and administered by LHTAC; IT Board 
has final approval of project selection; 


• Available to 33 counties, 62 highway districts, 88 cities 
(those with federal-aid routes); 


• Pooled – funded by federal-aid reimbursement (not a 
grant); 
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• Match required, 7.34% 
• Expenditures and accountability according to state and 


federal-aid guidelines; 
• Application schedule: annual mail-out November; 


submitted March; approval September: 
 


What factors help a Local Federal-aid Incentive Program 
project get a high rating?  Responses to questions, road 
management system, capital improvement plan, 
transportation plans and participation in multi-jurisdictional 
regional transportation planning group can result in 70 
points.  A request for a planning project is worth up to 10 
points. 
 


b) Local Rural Highway Investment Program: 
 
• Projects evaluated and administered by LHTAC; 
• Available to 33 counties, 64 highway districts, 172 cities; 
• LHJ annual budget at least 30% local funds (Annual Road 


and Street Financial Report) 
• Pooled – ITD’s State Highway User Revenue – grant; 
• Accountability:  over $25,000 use private contractors for road 


work and supplies; 
• Limited to construction, reconstruction, planning & matching 


funds for federal-aid projects. 
• Application schedule:  annual mail-out September; submitted 


November; and approval in February. 
 


What factors help a Local Rural Highway Investment 
Program project get a high rating? 
LHJ annual budget at least 30% local funds, submittal of 
Annual Road & Street Financial Report, response to LHTAC 
surveys and questionnaires; other criteria, as determined by 
the Council, will be listed in the application packet. 


 
c) Surface Transportation Program (STP) Local Urban: 


 
STP Local Urban funds may be used for new construction, 
reconstruction or rehabilitation of roadways functionally 
classified with FHWA as urban collectors or higher.  STP 
funds also can be used for activities such as transportation 
planning, corridor studies and the purchase of minimally 
corrosive anti-icing material for use on bridges.  These funds 
may also be used for enhancement, bridge, or safety 
activities.   
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The IT Board has designated approximately $10 million 
annually from FY 1999 through FY 2003, the duration of the 
current Highway Act.  MPO’s will recommend projects within 
the MPO areas.  Projects are placed on the Program within 
the available STP Local Urban funding for that year.  Final 
project selection is by the IT Board. 


 
Outside of MPO’s, urban cities (with 5,000 population) 
projects are identified, prioritized, and requested by local 
agencies through the Local Federal-aid Incentive Program 
(see the details above). 


 
d) Funding Programs for Local Bridges, Safety, and Other: 


 
 Bridge — funds are for the replacement or rehabilitation of 


bridges.  The bridge must be at least 20 feet long and have a 
qualifying “sufficiency rating,” generally 50 or lower.  The IT 
Board makes 35 percent of the Bridge funds available for 
use on local bridge project and the funding is allocated as 
follows: 15% for “off-system” (publicly owned bridges that 
are not on Federal-aid routes) ; 20% for “Local” federal-aid 
system (major collector, urban collector, and arterials).  The 
local match requirement is 20 percent. 


 
 Project Selection:  All projects are prioritized statewide within 


appropriate state or local programs based on bridge 
condition.  State project priorities heavily emphasize bridge 
replacement projects over bridge rehabilitation projects.  The 
Local Highway Technical Assistance Council makes 
recommendations to the IT Board for bridges to be funded.  
Final project selection is by the IT Board. 


 
STP Safety — funds are for projects to reduce crashes at 
identified hazardous locations and for bicycle and pedestrian 
safety improvements, including on-road facilities, public 
trails, and traffic calming activities, or for projects that 
improve motorist protection at railroad crossings.  These 
funds are available for any state or local public road.  The 
local or state match requirement is 7.34 percent. 


 
Project Selection:  Crash reduction projects at hazardous 
locations are identified from a systematic review of high 
crash locations produced from the statewide crash records 
system.  All proposed local or state projects are prioritized 
statewide within available funding levels on  safety benefit to 
project cost ratio which is heavily dependent on crash history 
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and project cost data.  Final project selection is by the IT 
Board. 


 
Forest Highways — funds are for highway improvements 
projects on highways serving the national forests.  These 
highways may be state highways, local roads, or federal 
agency roads.  FHWA funding, project development and 
project contracting is administered by the Western Federal 
Lands Highways Division (WFLHD) of the Federal Highway 
Administration (FHWA) in Vancover, Washington.  There is 
no state or local match requirement on forest highway 
projects. 


 
Project Selection:  Statewide project priority is jointly 
determined by the Tri-agency (ITD, FHWA, and the U.S. 
Forest Service) based primarily on the benefits of the project 
to the management of the Forest Service resources.  The 
Tri-agency makes the final project selection with the 
concurrence of the IT Board and USFS. 


 
Congestion Mitigation and Air Quality Improvement 
(CM/AQ) — funds are aimed at reducing transportation 
related sources and emissions throughout all areas of the 
state.  The primary purpose of Idaho’s CM/AQ Program is to 
fund projects, planning, and programs in air quality non-
attainment and maintenance areas, as well as areas of 
concern for ozone (O3), carbon monoxide (CO), and 
particulate matter (PM) which reduce transportation related 
emissions.  Geographic areas of concern will be identified in 
cooperation with the Idaho Department of Environmental 
Quality as having measured air quality problems or the 
potential for air quality problems.  CM/AQ funds are available 
for construction and non-construction type projects.  The 
local or state match requirement is 7.34 percent. 


 
Project Selection:  Projects are solicited through an annual 
statewide application process targeted to communities with 
an air quality problem (December – March).  A CM/AQ 
Technical Review committee reviews the CM/AQ Program 
applications and recommends high ranking projects to the IT 
Board.  Projects are evaluated and ranked on a statewide 
basis for air quality benefits and cost effectiveness.  Final 
project selection is by the IT Board. 
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STP Enhancement — funds are available to state, local, 
federal agencies, universities and Indian Tribes, for the 
following transportation enhancement activities: 
• Provisions of facilities for pedestrians and bicycles. 
• Provision of safety and educational activities for 


pedestrians and bicycles. 
• Acquisition of scenic easement and scenic or historic 


sites. 
• Scenic or historic highway programs, including the 


provision of tourist or welcome centers. 
• Landscaping and other scenic beautification. 
• Historic preservation. 
• Rehabilitation and operation of historic transportation 


buildings, structures or facilities. 
• Preservation of abandoned railway corridors. 
• Control and removal of outdoor advertising 
• Archaeological planning. 
• Mitigation of water pollution due to highway runoff 
• Mitigation of wildfire mortality caused by vehicles 
• Establishment of Transportation Museums. 


 
Project Selection:   Projects are solicited through and annual 
statewide application process (December – March).  Projects 
are prioritized within available funding levels by the 
Enhancement Advisory Committee established by the Idaho 
Transportation Board.  The Idaho Transportation Board has 
set a $500,000 maximum cap on Federal-aid funds for any 
one project. The local or state match requirement is from 2 
to 10 percent.  Final Project selection is by the Idaho 
Transportation Board. 


 
e) Federal Funds That Are Awarded by the Federal 


Highway Administration (FHWA) or Congress: 
 
 Public Lands (PLD) Discretionary:  PLD funds are 


available for any kind of transportation project eligible for 
assistance under Title 23, United States code, that is within, 
adjacent to, or provides access to pubic lands.  These 
highways may be state highways, local roads or Federal 
agency roads.  All applications for project funding must be 
submitted through the ITD.  There is no state or local match 
requirement on PLD projects. 


 
 Scenic Byways — Funding is available on a nationally 


competitive basis for routes that have been designed as a 
state scenic, historic or back county byways.  The Idaho 
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Transportation Board determines routes that will be 
designated as a Scenic Byway.  Projects can include the 
development of a corridor management plan for a specific 
byway or for road or enhancement work on the corridor once 
a corridor management plan has been completed.  Scenic 
Byway funds are announced and awarded at the Federal 
level and administered, once award, by ITD.  The local or 
state match requirement is 20 percent. 


 
 Project Selection:  All applications for project funding must 


be submitted through the state’s transportation department 
and are prioritized by a Scenic Byway Advisory Committee 
appointed by the Board.  The Board makes a final 
determination as to which projects are submitted to FHWA 
for funding consideration.  Project awards are announced by 
FHWA and Congressional action some time after the 
beginning of the federal fiscal year. 


 
 Demonstration or Highway Priority — project funds are for 


projects designated by Congress.  These funds cannot be 
used for any other purpose without congressional action.  
Generally these projects are designated when Congress 
authorizes a new Highway Act. 


  
 Project Selection:  By congressional action. 


 
f) Federal Funding – Other 


 
1. Community Development Block Grants 


The Department of Commerce, implements the state’s 
administration of Small Cities Community Development 
Block Grant program as authorized by the Housing and 
Community Development Act of 1974.  There are six types 
of grants that are available under the Idaho Community 
Development Block Grant program,  Public Facility or House; 
Economic Development; Community Center, or Senior 
Citizen Center; and Imminent Threat. 


 
The grant type used most often for highways is the 
Economic Development Grant.  There are two types of 
Economic Development projects.  The first is the provision of 
infrastructure, usually sewer, water, or street, to a specific 
business expansion or new location.  Manufacturing or 
processing companies are the more competitive projects.  
The grant funds assist with the public costs for extending 
services in exchange for a commitment from the business to 
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create jobs for low and moderation income persons.  The 
second type of grant is to assist with downtown revitalization.  
The downtown merchants and landowners must organize 
themselves and develop a plan of specific improvement 
actions. The downtown area must meet the slum and blight 
national objective. 


 
Since demand for grants far exceeds available funds, a 
competitive system is used to select projects, except for the 
imminent threat and technical assistance grants.  Contacts 
are listed in Appendix A. 


 
2. Environmental Protection Agency 319 Funds 
 


The Department of Environmental Quality (DEQ) manages 
this program.  What can 319 Non-point source Management 
Program grant funds be used for?  Funding from this 
program can be used for a variety of program purposes if the 
individual project is included in the State’s Non-point Source 
Management Plan (SNSMP).  A great emphasis is being 
placed on Total Maximum Daily Load (TMDL) Assessment 
and Implementation Plans.   


 
The following activities or sectors from the SNSMP are likely 
to be useful for dealing with your highway system.  Ground 
Water Activities and Urban Storm Water Runoff activities are 
eligible except those activities covered by a Nation Pollution 
Discharge Elimination System (NPDES) permit.  Contacts 
are listed in Appendix A. 
 
Section 319 Project grant proposals go through a four-step 
evaluation process to ensure the projects meet the goals 
outlined in the SNSMP, and statewide or regional needs. 


 
The four-step evaluation process includes: 
Technical review conducted by DEQ and designated agency 
staff; 
Sponsor presentations, and ranking by local Basin Advisory 
Groups (BAGs); 
Statewide project ranking and selection by BAG chairman 
and DEQ Water Quality Program for presentation to DEQ 
administration; 
Selection projects reviewed and approved by EPA. 
Contact is listed in Appendix A. 
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3. Rural School & Community Self Determination Act of 
2000 (Forest Reserve): 


 
See section V.  E. Forest Service Payments to Counties for 
an overview of funding for projects; Contacts are listed in 
Appendix A. 
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