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Foreword 

T HIS report contains the results of highway traffic studies of 
the trunk-line, State-aid and town-road systems of New 
Hampshire conducted during 1926 under a cooperative re­

search agreement between the Bureau of Public Roads, United 
States Department of Agriculture, and the New Hampshire State 
Highway Department. 

The investigation was undel'taken in order to obtain essential 
facts concerning traffic on N eYf Hampshire highways, and the 
condition 'of present highway improvements as a basis for planning 
the development of the State highway system to serve present 
and future traffic. 

The conclusions are based upon the present density, type, load­
ing and distribution of traffic, traffic units, and traffic classification 
of State highways, upon present population and population trends, 
upon predicted future traffic. and upon an economic and physical 
analysis of other factors influencing the planning of a program of 
highway improvement. 

The first part of the report contains a summary of the principal 
conclusions, the second the detailed data of the survey upon which 
the findings of the report are based and the third the proposed plan 
of State highway improvement. 

The researches were conducted under the joint supervision of 
Thos. H. MacDonald, Chief of the Bureau of Public Roads, and 
F. E. Everett" New Hampshire State Highway Commissioner. 
J. Gordon McKay, Chief of the Division of Highway Economics, 
Bureau of Public Roads, directed the work of the survey and prepa­
ration of the report, assisted by O. M. Elvehjem, Highway 
Economist, E. T. Stein, J. F. Hehir, and L. E. Peabody, Associate 
Highway Econpmists, all of the Division of Highway Economics, 
and C. P. Riford, Construction Engineer, J. W. Childs, Bridge 
Engineer, J. H. Johnson, Office Engineer and F. A. Gardner, Pub­
lic Relations Engineer of the New Hampshire State Highway 
DeparJment .. 
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NEW HAMPSHIRE HIGHWAY TRANSPORTATION 
SURVEY 

T HE location. and to a considerable extent 
the improvement, of the trunk-line highway 
system in New Hampshire has been influ­

enced by its extensive mountainous area and lakes 
and by the industrial development of the south­
eastern part of the State. The location of the 
principal highways follows ,the natural routes of 
travel. particularly in the northern and western 
sections. 

For many years the State had no control over 
the development of its highway system. AU road 
work was carried on under the supervision of 
county and town authorities. and. in consequence. 
there was no satisfactory improvement of a con­
nected system of State roads. Endeavoring to 
correct this defect the legislature, in 1905, author­
ized the construction and maintenance of high­
ways with State funds under the supervision of 
the State highway engineer, and in the follow­
ing Io-year period the first effective steps were 
taken toward the development of a State system. 
In those ten years the trunk-line system was 
designated, its mileage was extended by successive 
legislatures, and fair progress was made in its 
improvement, chiefly by the construction of 
gravel surfaces and of bridges. 

In 1915 the State -highway department was 
placed in charge of a State highway commis­
sioner. He was vested with complete control of 

5 

all funds provided by the legislature for con­
struction and maintenance of the trunk-line sys­
tem, and this organization has remained un­
changed. 

The development of the State system from 
1915 to 1926 has been marked by the extension 
of the mileage of the trunk-line system. the con­
struction of a comparatively small mileage of 
surfaces superior to gravel, the reconstruction of 
a limited mileage of worn-out surfaces. and the 
surface treatment of gravel surfaces on the main 
traveled routes. Of the 1,435 miles of trunk-line 
highways in 1926, approximately 800 miles were 
improved with surface-treated gravel and 220 
miles with surfaces superior to gravel. The im­
provement of so large a portion of the system 
with gravel surfaces has not been consistent with 
the requirements of traffic; but has been unavoid­
able in view of the rapid extension of the mileage 
of the system by the legislature and the relatively 
small funds provided for improvement-a con­
dition which has been aggravated by the financial 
inability of the towns to meet State-aid funds 
necessary for proper surfaces in the poorer areas 
of the State. 

The balanced development of a system of State­
aid roads other than trunk-line routes has been 
limited in ~e same mann~r. It has been further 
complicated by the authority given local highway 
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administrators to approve or disapprove the loca­
tion of roads of this class. 

Funds available for highway improvement have 
not been increased in proportion to the need for 
highway improvement; and the steady increase 
in traffic has necessitated the expenditure of a 
proportionately larger amount for the mainte-

eo".".o. ot:e."~.c.. 411 
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nance of the gravel surfaces and left a smaller 
proportion of the total highway funds for the 
construction of surfaces superior to gravel. Al­
though motor vehicle registration increased 9.2 
per cent between 1925 and 1926 the increase in 
motor vehicle revenues was only 2.7 per cent; 
and the amount of revenue per motor vehicle. in­
cluding gasoline taxation, decreased from $28.10 
in 1924 to $26.79 in .1926. 

Recognizing the need for an orderly plan of 
highway improvement in accordance with the 
present and expected future traffic importance of 
the various sections of the State highway system. 
the New Hampshire Highway Department en­
tered into an agreement with the United States 
Bureau of Public Roads to conduct a cooperative 
survey of transportation requirements on the 
highways of the State during the period from 
July 16 to October 15. 1926. 

The Results of the Survey 

The results of the survey show that during the 
five-year period from 1927 to 1931 the State 
should construct 76 miles of gravel surfaces. 380 
miles of surfaces superior to gravel and recon-

struct 122 miles of the trunk~line system; and 
that during the five-year period from 1931 to 
1936 it should construct approximately 69 miles 
of gravel surfaces. 340 miles of surface superior 
to gravel and reconstruct 24 miles, a total of 866 
miles of trunk~1ine highways requiring new con­
struction or reconstruction with surfaces superior 
to gravel during the ten-year period. Approxi­
mately 30 per cent of the system is improved 
with surfaces adequate for present traffic and that 
which may be expected between 192 7 and 1936. 

The highways comprising the trunk-line system 
-the most important traffic routes of the State-­
constitute 11.3 per cent of the total rural mileage. 
In 1926 they carried 69.4 per cent of the total 
rural traffic; whereas, the State-aid system. which 
includes 13.7 per cent of the total highway mile­
age, carried only 16.8 per cent of the traffic; and 
town roads, 75 per cent of the rural mileage, 
carried but 13.8 per cent of the traffic. 

The average daily traffic density on these three 
highway systems was 916 on the trunk-line. 18z 
on the State-aid and 27 on the town roads. 

The Federal-aid system. which embraces ap­
proximately 68 per cent of the trunk-line mileage 
carried Bo.8 per cent of the total trunk-line traffic; 
and the U. S. numbered routes which make up 
approximately one-fourth of trunk-line mileage 
carried 38.1 per cent of the total traffic on the 
larger system. The average daily traffic density 
on the U. S. numbered routes was J,496, and on 
the Federal-aid system. 1,088. 

Of the 1454 miles of the trunk-line system, . 
166 miles carried 1,500 or more vehicles per day, ; 
in 1926; 897 miles between 500 and J .SOO. and . 
39i miles less than 500 motor vehicles daily. 

Practically all routes carrying J .500 or more 
motor vehicles daily are located in that part of the 
southeastern section of the State which, because 
of its traffic importance. has been designated as 
traffic section I (Fig. 9). Included in this sec­
tion are parts of Rockingham. Strafford, Hills­
borough, Merrimack. and Belknap Counties, 
which are more highly developed industrially and 
more densely populated than any other portion 
of the State. 

Sections of the State-aid system carrying more 
than 500 daily vehicles are re1atively few in num­
ber and short in mileage. 
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Approximately half of the passenger car traffic 
and one-tenth of the truck traffic on the trunk­
line system was of foreign ' origin. Ninety-six 
miles of the system carried 1;000 or more foreign 
passenger cars daily, 192 miles between 600 and 
I,opo, 771 miles between 200 and 600 and 395 
miles less than 200. 

This foreign traffic, in many cases, increases 
the total traffic beyond the economic capacity of 
present surfaces where it would not otherwise be 
exceeded and increases maintenance costs and 
makes necessary earlier reconstruction. 

From the standpoint of motor truck traffic, 

traffic sections I and 2 (Fig.' 9) are the most im­
portant motor trucking areas of the State, the 
former having a daily density of 94 trucks per 
mile of trunk-line highway; the latter 57. In 
traffic sections 3. 4 and 5. truck density per mile 
of trunk-line highway was from 39 to 30. 

9£ the 1.454 miles of the trunk-line system, 
50 miles carried 200 or more trucks per day; 
ISO ~iles 100 or mor~ 350 miles from So to 99. 
405 miles from 25 to 49, and 548 miles less than 
25. Approximately two-thirds of the trunk-line 
system carried less than 50 trucks daily. 

Of the ISO miles carrying 100 or more truck~ 
per day 139 miles are located in traffic section I. 

There were 2'.21 miles of trunk .. 1ine highways on 
which there was a daily density of five or, more 
3 to 7~ ton trucks. of which approximately 35 
miles carried an average of 25 or more and ap-

• 
proximately 77 miles carried between 10 and 25 
such vehicles; 86.9 per cent of the 221 miles are 
located in the traffic section I. 

Farm~wned passenger cars comprised 6.1 per 
cent and city-owned passenger cars 93.9 per cent 
of total passenger car traffic on the trunk-line 
system. .Farm-owned trucks comprised 1 1.4 per 
cent and city-owned trucks 88.6 per cent of truck 
traffic on the trunk-line system. 

Traffi,c section I is the most important traffic ~ 
section of New Hampshire, with over half the 
popUlation and registered motor vehicles of the 
State in less than one-fifth of the area. Local 

traffic originating in this area is large and is 
increased by the large volume of through tra.ffi~ 
on the principal routes. Populatiori is increasing 
slowly in the area and local traffic may therefore 
be expected to continue to increase, The prin­
cipal need for high-type surfaces ' superior to 
gravel to meet traffic requirements will continue 
to be largely in this section. 

Traffic section 2 is somewhat similar to sec-' 
tion I, but is smaller in area and less highly de­
veloped industrially. It is increasing in , popUla­
tion more rapidly than any other section, and the 
need for highway improvement may therefore be 
expected to increase more rapidly during the im­
mediate future. 

Traffic section 3 is dec;reasing in population and ' 
has a present low level of traffic. Local traffic 
will increase slowly, the principal need for high:;. 
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way improvement being on the routes carrying 
through traffic and the improvement of present 
unimproved gaps' of the trunk-line system. 

Traffic section 4 is small in area and its popula­
tion is low and decreasing more rapidly than any 
other section of the State. This section is trav­
ersed by few through routes and its traffic re­
quirements are limited. 

/' Traffic section 5, although low in population 
and only slowly increasing, is an important tour­
ist traffic area. Tourist traffic on the trunk-line 
system is of major importance and it will continue 
to increase with the further development of 

trend of this ratio to 1936 it is estimated there 
will then be one vehicle for each 2.5 persons. As 
the yearly increase in motor vehicle traffic on the 
State highways has been found to be practically 
in direct proportion to the growth of motor ve­
hicle registration, it may be expected that traffic 
on the State highways will increase 52.1 per cent 
between 1926 and 1931 and 37.5 per cent between 
1931 and 1936, or 109.1 per cent for the ten-year 
period. 

As a basis for the plan of improvement. the 
trunk-line highways have been classified in three 
groups designated as major, medium and minor 

A. trapel road eo,ulrucletl with Federal mtl on ROllI. 107 "ear Tllflo"boro 

recreational resorts. A considerable part of the 
trunk-line system of this area will require sur­
faces superior to gravel. but not of the same nrt>e 
of . construction as in traffic section 1 because of 
the relatively minor importance of motor truck 
traffic. 

The Forecast of Future Traffic 

The present density of traffic on the various 
sections of the trunk-line system is used as the 
basis for an estimate of traffic on these sections in 
1931 and 1936, applying for this purpose the 
relation between increase in registration and in­
crease in traffic on the highways as observed in 
several States, and the probable ratio of popula­
tion to motor vehicles as determined from ob­
servations in New Hampshire and other States. 
In 1926 there was one motor vehicle for each 5-07 
persons in New Hampshire. Extending the past 

routes according to their average daily present 
and estimated future traffic. Major . routes in­
clude those sections carrying 1,500 or more motor 
vehicles daily; medium routes, sections carrying 
from 500 to 1,500 daily; and minor routes, sec­
tions carrying less than 500 daily. This classifica­
tion has been made on the basis of observed 1926 
traffic, and the estimated traffic ii\ 1931 and 1936 
is employed to indicate the probable classification 
in those years. 

Experience in New Hampshire indicates that 
when traffic exceeds approximately 500 vehicles 
per day, under average physical conditions, or- · 
dinary untreated gravel and similar surfaces can 
not be economically maintained so as to provide 
satisfactory service for traffic. Above that den­
sity the type and design is largely a function of 
the volume and characteristics of traffic, partic-
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ularly the frequency of heavy wheel loads, the 
choice of types including bituminous treated 
types for the lower traffic densities and the several 
pavement types for the sections with denser 
traffic. 

If, on the basis of this experience, those sec­
tions of the trunk-line system which carried in 
excess of 500 daily vehicles in 1926 be considered 
as requiring a _type of surface superior to ordi­
nary gravel, approximately 1,000 miles, or 68.8 
per cent of the trunk-line system require such 
surfaces. 

The principal highway problems confronting 
the State are, first, the provision of adequate high­
way revenues to insure the proper improvement 

of the State highway system; second, the estab­
lishment of complete control by the State over 
the development of the trunk-line system, involv- • 
ing the financing of its improvement solely from 
State funds; third, the replacement of surface­
treated gravel sections on heavy traffic routes with 
higher types and the completion ol .unimproved 
gaps in this system; fourth, the reconstruction of 
present inadequate, worn-out surfaces on the 
trunk-line system; and, fifth, establishment of 
State control over the principal traffic routes of 
the secondary system, the so-called principal State­
aid roads and probable connections, to insure de­
velopment in accordance wi~ traffic require­
ments. 

INFLUENCE OF GEOGRAPHIC FEATURES UPON 
HIGHWAYS AND TRAFFIC 

T HE location of highways in New Hamp­
. shire has been influenced to a great extent 
by mountains and lakes. This is particu­

larly true of the northern and western parts of 
the State, where the location of the trunk-Itne 
highways was largely determined by the natural 
routes of travel through the mountainous sec­
tions. The influence of topography upon the 
location of the tr\~nk-line highway system is 
shown. in Figure I. 

The White Mountains, covering an .area of ap­
proximately 1,270 square miles and containing 86 
mountain pe=lks, forests, intervales, lakes, and 
mountain streams, not only determine the loca­
tion of highways, but also have a tremendous in­
tluence upon the movement and volume of traffic. 
Highway traffic has been increased to a marked 
degree by the development 6£ the seashore resorts 
and the recreational areas surrounding Lakes' 
Winnepesaukee, Sunapee, Squam. Webster, New 
Found, and Canobie. 

The southeastern part of the State is the prin­
cipal center of manufacturing. Manchester, the 
largest city in the State, is the center of industrial 
activity. Nashua, Concord, Portsmouth, Dover, 
and Rochester are other centers of population and 
industry in southeastern New Hampshire. The 
concentration of industrial centers in this section 
in close proximity to the important manufactur-

ing cities of northeastern .Massachusetts has 
caused it to become the principal traffic area of 
New Hampshire. 

D;$WIl. No Ie'. To~ograpAie fell'.res 't",. "lItl co_­
sitlnable i_/l • ."c. o. , •• locatio. of J.ig"f'ltl~$ 
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Fi~. I.- Relief map af New Hampshire showing the 
trunk-lin e sys t e m. repr(}{/Ilced from HiUh cac k' s re­

lit' f m"p in Ih " Stale Hall st' at C9ncord 



DEVELOPMENT OF STATE CONTROL OVER HIGHWAY 
IMPROVEMENT 

O
RGANIZED efforts to improve the high­

ways of New Hampshire began in 1796, 
when the first turnpike company was ip­

corporated by the State legislature. Between 
1796 and 1893, 82 turnpike companies were in­
corporated in the State and 51 turnpikes con­
structed. Figure 2 shows the roads that had been 
thus improved by private initiative in 1853. 

Tolls collected were applied to the maintenance 
of the turnpikes, but the scarcity of traffic and 
the limited tol1s collected made it impossible for 
the early proprietors to properly maintain their 
roadways. This final1y resulted in the revocation 
of the turnpike companies' charters. The pres-

. ent State highways in many instances follow the 
location of the old turnpikes. 

In 1903 the State legislature created the office 
of State highway engineer. Prior to 1905 there 
was no centralized control over highway develop';' 
ment and improvements were made under the 

supervision of town and county 9fficials, with 
the resulting lack of improvement of a connected 
system of roads of Statewide importance. In 
1905 the construction and maintenance of high .. 
ways in · whole or in part with State funds was 
authorized. 

II 

During the first four years of State-aid con­
struction-from 1905 to 1908-local influence 
in many cases caused the expenditure of State 
funds for roads of local rather than State im­
portance. This was partially remedied by the 
law of 1909 designating a system of trunk-line 
highways. Cities and towns located on trun~­
line routes were required to spend their State­
aid appropriations in completing the . improve­
ment of these routes before they could receive 
State aid for the improvement of local, city or 
town roads. A bond issue of $1,000,000 was 
authorized to complete construction of the desig­
nated trunk-line highways, of which $750,000 
was issued between 1910 and 1912. 

Puring the ten-year period from 1905 to 1915 
development of State highways consisted pri­
marily of the establishment of the trunk-line sys­
tem, extension of the system by the legislature, 
i~provement of trunk-line roads chiefly with 
gravel surfaces, and the improvement of un­
connected sections of State-aid highways. Bridge 
construction prior to 1915 was not an important 
part <?f the program of highway improvement. 

In 1915 the office of State highway engineer 
was abolished and the State highway department 
was placed in charge of a highway commissioner. 
The commissioner was made responsible for high­
way policies with respect to the location, con­
struction, and maintenance of all roads con­
structed in part or wholly with State funds. 

Trunk-Line Highway System and State-Aid 
. Roads 

The three original trunk-line routes shown in 
Figure 3 were the Merrimack Valley Road, now 
U. S. 3; the east side road, now State Routes I-A 
and 16; and the west side road, now State Route 
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10. The total mileage included in these three 
routes in 1910 was 476 miles. · Trunk-line mile­
age had been increased to 989.5 miles in 1916, 
1,3°7.6 miles in 1921. and IA35.3 miles by 1926. 
as shown by Figure 4. Approximately 1 I per 
cent of the total rural road mileage in the State is 
now included in the trunk-line system. 

The condition of improvement of the trunk­
line and State-aid roads in 1926 is shown in 
Figure 5. The trunk-line system consists of the 
main through routes connecting important centers 
of population and industry and connecting with 
the principal highways of Maine, Massachusetts; 
and Vermont. State-aid roads serve the rural 

districts. are local in character. and consist 
mainly of many short unconnected sections ' of 
improved highways. 

Prior to 1916 improvement of the trunk-line 
roads was largely with plain gravel surfaces, of 
which 499.3 miles had been constructed while 128.2 
miles had been surfaced with waterbound maca­
dam, 25.1 miles with bituminous macadam and 1.9 
miles with modified asphalt. Figure 6 shows the 
state of improvement of the trunk-liDe highways 
in 1916. 1921, and 1926. 

Plain gravel was in the main found to be satis­
factory during the early period of development 
prior to 1916, but increases in traffic finally made 
it impossible to provide satisfactory service on 

principal routes without the application of sur­
face treatment. Between 1916 and 1921 a con­
siderable mileage of plain gravel surfaces on the 
trunk-line system was treated with tar and 
asphaltic oil. In 1921 there were 571.2 miles of 
this type on the trunk-line system. 

Surface-treated gravel has continued to be the 
principal type of surface on trunk-line roads. In 
1926. of ~e 1.435.3 miles of trunk-line~ighway, 
801.0 miles were of the surface-treated gravel 
type, 134.3 miles of bitumino~s macadam, 67-4 
miles of modified asphalt, and 16.1 miles of con­
crete. 

The State-aid system, at the present time, con;. 
sists chiefly of scattered al1d unconnected sections 
of improved road. The legislature has not desig­
nated a connected system and development de­
pends essentially upon the selection by the towns 
of important highways for improvement . and 
upon the ability of the towns to raise funds to 
take advantage of State aid. Inability to raise 
sufficient revenue and the lack of agreement be­
tween town officials in the selection of highways 
for improvement have hampered the development 
of a connected system of improved State-aid 
roads. 

There were, on July I. 1926, 764.6 miles of 
improved State-aid roads, as shown in Table I. 
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Control by State Highway Department Over 
Trunk-Line· and State-Aid Roads 

The commissioner of highways has general 
supervision, control and direction, on behalf of 
the State, over all matters pertaining to the loca­
tion, construction, maintenance and abandon­
ment of highways built or maintained either 
wholly or in part with money appropriated from 
the State treasury. He has the power to fix the 
location of any route authorized to he so built, 
the method of construction to be employed, the 
kind and quality of materials to be used, the 

.. manner in which such highway shall be main­
tained, and all other matters pertinent thereto. 

Highways built or maintained wholly or in 
part with money appropriated from the State 
treasury are divided into two principal classes: 
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STATE HIGHWAY SYSTEM OF NEW HAMPSHIRE IS 

I. Trunk lines, which are highways designated 
as such, or as cross-state roads to be per­
manently improved, by the legislature or 
by the highway commissioner under author­
ity conferred by the legislature. 

Table I.-Type of improvement of State-aid 
roads, July 1. 1926 

Type 

Plain gravel ..... . ..... . ............. . 
Surface-treated graveL ....... . .... . •... 
Surface-treated waterbound macadam . •. • 
Other waterbound macadam .. ' .. . . .. .. . . 
Bituminous macadam .. .. • .. . .. . . ..•. .. 
Modified asphalt . ...•........ . ... . - . . . 
Cement concrete . ....... . .... .. ...... . 

Total ......... . .. .. ........... . 

Miles 

421.5 
313.0 

16.6 
7.2 
5.8 

.4 

.1 

164.6 

2 . State-aid roads not designated as trunk 
lines. 

State roads are constructed and maintained 
wholly by the State. 

900 

700 

1--------------~ '1916 

c::::J 1921 

I"'" - -, 1926 
L_ ..... 

Trunk-line highways are constructed by the 
.t State and town, city or place in which they are. 

located by contract or by force account. The city, 
town or place receives from the State one-half the 
cost of the improvement, and in towns unable to 
pay that proportion, such further sums, as in 
the opinion of the commissioner is equitable. In 
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16 SURVEY OF TRANSPORTATION 

case a city or town neglects to raise their 
share of funds necessary for highway improve- ~ 
ments as requested by the commissioner such im­
provements can be made :at the expense of the 
State and one-half of the cost or less if deemed 

A." old cOfJered bridte. MQII~ 0/ th. old" brid,es 
ore "0 lo",er aJeqlUlle and .nil hafJe 10 be rep/Deed 

equitable by the commissioner is added to the 
State tax of the city or town. Such tax. how­
ever. is limited to one-fourth of one per cent of 
the ratable estate on which other taxes are as­
sessed. Trunk lines in any c~ty or town must be 
improved before State aid can be granted for 
State-aid roads not designated as trunk Jines. 

Trunk-line highways are maintained by the 
State and the city or town in which they are 
located. to the satisfaction of the commissioner 
of highways. In case the town or city fails to 
raise their share of maintenance funds. mainte­
nance is performed by the State and the cost added 
to the State tax of the city or town. 

State-aid highways other than trunk lines are 
constructed in accordance with specifications pro­
vided by the commissioner of highways. 

Each town must set up a fund for permanent 
improvement based upon the valuation of the 
town and if State-aid funds are requested, the 
town must raise an additional sum (,<1ua1 to 50 
per cent of the permanent improvement fund. 
This fund. together with aid furnished by the 
State. becomes a joint fund for improvement 
of such highways as the commissioner of high­
ways and local highway officials may designate. 
Such roads must also be maintained by the town 
or city in which they are located. 

Net revenues from motor vehicle fees and 
gasoline taxation in excess of the funds used for 
construction of State and State-aid highways and 
trunk lines are used to assist the local units in 
the maintenance of these roads. 

The highway commissioner therefore has com­
plete legal control over the construction and 
maintenance of the trunk-line system within the 
limits of funds provided for the State highway 
department by the legislature. The limitation of 
these funds and also the lack of adequate funds 
available to meet State aid in many towns fre· 
quently forms a very definite barrier to the 
proper development of the trunk-line system. 

The balanced development of a system of 
State-aid roads other than trunk line is limited 
in the same manner and is further complicated 
by the provision that the location of such im­
provements must have the approval of the local 
highway administrators as well as of the highway 
commissioner. 



HiGHWAY REVENUES AND EXPENDITURES 

M OTOR vehicle registratio~ and license 
..L fees form the principal source of high-

way revenue as shown in Table 2. Ap­
proximately 60 per cent of the revenues of the 
State highway department was derived from these 
fees during the .five-year period from 1921 to 
1925. A decrease in this revenue in 1924 as 
compared with 1923 was due to a change in the 
basis 01 determining the amount of license fee 
per vehicle. A reduction in the new rates was 
made effective in 1926. 

A gasoline tax of one cent per gallon was im­
posed in 1923. increased to two cents in 1924 
and further increased to three cents per gallon 
on May I. 1927. This tax has furnished a ·sub­
stantial part of revenues for highway develop­
men~ In 1925 the ta."t was responsible for 25 
per cent of the total highway revenues. . . 

Funds received from the Federal Govern­
ment for the construction of Federal-aid roads 
amounted to 16.2 per cent of the total revenues 
for the five-year period. These funds are only 
avaiJable for expenditure in connection with funds 
under the full control of the State highway de­
partment and on the Federal-aid system of the 
State. which includes 989 miles. 

Special appropriations in 1921 included $125,-
000 for State-aid construction, $30,000 for 
bri~ges, and $200,000 for reconstruction of roads 

which had been neglected during and immediately 
after the war. In 1922 this fund included $125.-
000 for' State-aid construction and $30,000 f-or 
bridges. In 1923 and 1924 the appropriation 

. was limited to $35,000 for bridges only. . 

Expenditures of the State highway department, 
including Federal-aid funds. for the five-year 
period from 1921 to 1925, are shown in Table 3. 
The largest item of expenditure wa.s for trunk­
line construction,jnvolving mostly gravel sur­
faces, for which 35.7 per cent of the . total funds 
'were expelided. Trunk-line maintenance 'and re­
construction expenditures, amouriting to 32.4 per 
cent of the total, was the second largest item. 

Table 2.-Revenues of the State highway department. February 1~' 1921 to February. 1. 1926' 

Source of revenue 1921 1922 1923 1924 1925 Total 

-
Motor vehicle fees I ••••••..•••••• $802.348 $1,111,125 $1,520,.475 $1,427,176 $1,622,787 $6,483,911 
Federal reimbursements on Federal-

aid roads •••••...•.•..•••..... 267,649 306,462 327,678 490,529 381,365 11,773,683 
Gasoline tax I •••••••.••••.•••••• ................ . . .. . . . . . . . . . 181,028 586,895 729,904 1,497,827 
Special appropriations ........•.... 355,000 155,000 35,000 35,000 ............. 580,000 
Income to accounts I .•.....••••.• 85.740 80,010 84,643 154,729 155.044 560,166 

Total ....•............•.. $1.510,737 $1,652,591 $2,148,824 $2,694,329 $2,889,100 $10.895,587 

I Net amount applicable to road wo~k. 
• Includes $4,291 Federal funds for forest roads. 
a Consists mainly of 'income from the nmtal of trucks and equipment in the garage account. 

17 
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The construction and maintenance of trunk-line 
roads accounted for 68.1 per cent of total State 
expenditures. 

State-~id road construction was 3.1 per cent 
and State-aid road maintenance and reconstruc­
tion was 10.5 per cent of total expenditures. 

Maintenance charges on gravel roads due to in­
creased traffic and the necessity of reconstructing 
wornout surfaces on heavy traffic routes were 
responsible for 42.9 per cent of the total State 
highway expenditures during the five-year period. 
In 1925 maintenance and reconstruction charges 

amounted to 45.3 per cent of the total expendi­
tures of the State highway department. Ap­
proximately 67 per cent of these maintenance and 
reconstruction costs were for maintenance alone. 
The greater part of the nlaintenance costs can be 
attributed to gravel sudaces which become in­
creasingly expensive to maintain as traffic in­
creases. It can be reasonably concluded that, 
unless durable surfaces are substituted for gravel 
and similar surfaces on heavy-traffic highways 
during the next few years, maintenance charges 
will become even more excessive and a still 
greater amount of money needed for permanent 
improvement will be diverted for maintenance. 

The gasoline tax was instituted in 1923 to raise 
additional revenue for necessary highway im­
provements, but decreases in registration and 
license fees have offset this revenue to a large 
extent. The average fee 1 per vehic1e for regis­
tration and license has decreased from $24.56 in 
1923 to $18.15 in 1926. a decrease of $6.41 per 
vehicle. Average gasoline tax revenue per vehicle 
was $2.71 in 1923 and $8.64 in 1926, an increase 
of $5.93 per vehicle as compared with a decrease 

MtIi.'",ae. __ Irepllri.t 10 lou ",,,'nilll Iro", " 
"ocll Ii'" I Based upon the amount applicable to road work. 

Table 3.-Expenditures of the State highway department February 1, 1921 to February 1, 1926 

E"penditure 1921 1922 1923 1924 1925 Total 

p., 
General engineering and unI 

administration ........ $82,327 $86,896 $85,465 1108,343 1133,814 $496,845 4.8 
Trunk-line construction 1. 370,865 321,265 1,078,204 l,l1l,947 819,010 3,701,291 35.7 
State-aid construction .... 83,155 63,356 54,478 58,568 62,159 321,716 3.1 
Trunk-line maintenance 

and reconstruction ..•.. 546,608 690,377 514,719 710,755 897,066 3,359,525 32.4 
State-aid maintenance and 

reconstruction ....•.... 140,991 172,526 162,252 298,850 311,145 1,085,7601 10.5 
State roads, construction 

and maintenance ...... 77,834 75 ,203 83,075 102,269 135,213 473,594- 4.6 
State-aid bridge construc-

tion .. •.•............ 2S.717 27,613 30,408 27,742 35,936 147,416 1.4 
Garage and equipment ... 79,013 140,245 126,743 126,668 123,237 595,906 5.8 
Miscellaneous I ••.•••..•• . -................ 4,545 7,321 14,703 149,043 175,612 1.7 

Tota1. ........... 11,406,510 11,582,026 12,142,665 12,559,845 12,666,623 ~10,JS7 ,669 100.0 

I Includes Federal reimblll"llements on Federal-aid roads. 
I Iodudes legislative specials, forest-road construction, and upenditures (or memorial bridge. Geological Sutwy, and 

buildings. 

.. 
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of $641 per registration and license fee. Table 
4 shows motor vehicle registration and revenues 
for the ten-year period from 1917 to 1926, in­
clusive. 

A decrease in the average revenue per vehicle 
is noted in 1926 as compared with 1925. Al­
though motor vehicle re~stration had increased 
9.2 per cent between 1925 and 1926. the increase 
in motor vehicle revenues was only 2.7 per cent. 

New Hampshire rulS reached a stage in high­
way development where economy demands the 
replacement of gravel surfaces with more durable 
types on a considerable mil~e of heavy-traffic 
roads~ Motor vehicle registrations and the re­
sulting traffic have increased greatly and foreign 
traffic has increased at a slightly more rapid rilte 
than local traffic. During the period 1921 to 
1926. inclusive, motor vehicle fees and gasoline 
taxation have produced almost three-fourths of 
the revenue of the State highway department. 
Road improvements have not kept pace with 
traffic requirements and it seems evident that the 

• 

Table 4.-Motor vehicle registration and rev~ 
DUes, 1917 to 1926 

. Motor vehicle revenues 
applicable to road work 

Year 
. Motor 
vehicles 

Average 
Total per 

vehicle 

1917 ..... . .. .. . . . 22,261 $376,774 $16.92 
1918 . .... . .. . .... 24,817 455,372 18. 35 
1919 . . .. . .. . . . .. . 31,625 538,621 17.03 
1920 •. .... . . .. . . . 34,680 580,342 16.73 
1921 .. . . . . .. .... . 42,039 790,129 18. 80 
1922 . .. . . . . ...... 48,406 1,145,602 23.67 
1923 ... .. .. ..... . 59,604 11,625,920 127.28 
1924 .•.. . . . . ... . . 71,149 11,999,639 128 . 10 
1925 . .. .... .... . , 81,498 12,320,376 128.47 
1926 ... .. . . ...... 89,001 12,383,932 126.79 

1 Includes gasoline tax. 

total revenue is not commensurate with the need 
for highway improvement . 

ORGANIZATION OF THE STATE HIGHWAY 
DEPARTMENT 

T HE New Hampshire State highway de­
. partment was created by the State legisla­

ture in 1905 for the purpose of locating, 
co~tructing and maintaining State highways. 

Figure 7 shows the present organization of the 
department. The commissioner appoints his as­
sistants, consisting of construction, bridge, ma­
terials, office and public relations engineers, who 
report directly to him. 

!,.... The State is divided into ten districts, each 
under a division engineer. Each division en­
gineer has complete charge of the construction 
and maintenance of all highways upon which 
State funds are expended in his particular dis­
trict. These division engineers also report di­
rectly to the commissioner. 

The inspectors, maintenance superintendents, 
and patrolmen come under the direct supervision 
of the division engineers. 
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THE TRANSPORTATION SURVEY 

T HE importance of highway transportation 
resulting from the rapid increase in motor 
vehicle use during the past two decades 

has made the development of highway systems in 
all States an industry of the first rank. Motor 
vehicle registration in New Hampshire has in­
creased from 8,200 in 1913 to 89,000 in 1926, or 
one motor vehicle for each five persons in the 
State. The demand for highway service has in­
creased proportionately. 

The true measure. of highway progress is the 
provision of the maximum highway transporta­
tion service with available revenues, labor, equip­
ment and materials. Such progress cannot be 
measured in terms of miles of highway construc­
tion or of sums of money expended. Highway 
development is closely related to the general de­
velopment of the State, its industrial, agricul­
tural and social progress, and the well-being of 
its people. 

State highway officials as executives of this 
industry are responsible for the efficient direction 
of the State's highway development. Successful 
management of this public industry is funda-

mentally similar to the management of private 
business and requires, (I) sound analysis of the 
demand for highway service, (2) efficient produc. 
tion methods, and (3) proper financing. 

The purpose of a highway transportation sur­
vey is to provide for the highway executive a 
reliable analysis of the present and future de­
mand for highway service. This demand can be 
measured only by an accurate and comprehensive 
study of the volume and type of present traffic 

D_i.l W.b&tttr Hit"""', Tlli$ fDlU botll 
fDftt'Ji.t $tlllio. 

:II 

upon which to base an estimate of expected future 
traffic on highway systems and routes. 

The efficient utilization of available funds, ma­
terials and labor supply in the deVelopment of a 
highway system to meet traffic de~ands requires 
the establishment of an improvement plan for 
a period of several years. The provision of 
necessary funds i5 the responsibility of the State 
legislature. However, it is the duty of the State 
highway commissioner as a director of the high­
way business of the State to determine the funds 
necessary for the proper development of the high­
ways of the State. 

The New Hampshire traffic sU{Vt:y was u"nder-
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taken to provide accurate information regarding 
traffic on the highways of the State and to estab­
lish, on the basis of this knowledge of traffic and 
its trends, a plan of highway improvement which 
will satisfactorily and economically meet traffic 
;oequirements. 

V' To meet this purpose the following specific in­
formation has been provided: 

I. The traffic importance of the highway sys­
tems of the State. This information pro­
vides a basis for determination of the need 
for their improvement and the distribution 
of highway funds among the systems. 

2. A classification of the routes and sections of 
routes of the trunk-line system on the basis 
of the volume and composition of present 
and expected future traffic, involving (a) 
average, maximum and future total traffic, 
and truck traffic, (b) present and future 
number of small. medium, and large-capacity 
trucks, (c) present and expected future 
maximum loading and frequency of heavy 
gross loads and wheel loads, and (d) pres­
ent and expected flltllre special traffic move­
ments. 

3. The establishment of a plan of highway im­
provement f or a period of several years. 

Methods of the Survey 

The highway traffic survey cooperatively con­
ducted by the Bureau of Public Roads, U. S. De­
partment of Agriculture, and the New Hampshire 
Highway Department was begun on July 16, 1926, 
and continued for a period of three months. 

During this period traffic data were recorded 
at 147 points on the New Hampshire highway 

system as shown in Figure 8. These survey 
stations were located at approximately Is-mile 
intervals on the trunk-line system, in sllch man­
ner as to enable close observation of variations 
in traffic on the several routes. On the State-aid 
and town-road systems traffic was recorded at a 
sufficient number of points to determine the varia­
tions in traffic on these systems. In selecting 
the observation points, the location of principal 
industries, population of cities and towns, recrea­
tional areas and other economic factors which 
affect highway traffic were given careful con-
sideration. ' 

Counts of motor trucks, passenger cars, motor 
busses and horse-drawn vehicles, and detailed 
motor truck and passenger car data were re­
corded at all stations. Motor truck data included 
the capacity of the truck, State of registration, 
place of ownership, origin, destination, type of 
origin and destination, commodity carried, and 
tire equipment. Gross and rear axle weights of 
motor trucks were measured by means of port­
able scales. 

Passenger car data include State of registra­
tion, place of ownership, purpose of trip, origin. 
destination, and number of passengers. 

A carefully planned schedule provided for the 
operation of each station six times during the 
period of the survey. Each operation consisted 
of a Io-hour observation period alternating be­
tween 6 a. m. to 4 p. m. and 10 a. m. to 8 p. m. 
Night traffic (between 8 p. m. and 6 a. m.) was 
recorded by special observers. Traffic observa­
tions for week-periods were made at selected 
stations to determine variations in traffic by days 
of the week. 
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DENSITY OF HIGHWAY TRAFFIC 
AVERAGE daily traffic and maximum daily 
~ traffic both for the present and estimates 

for the ·future are among the more im­
portant factors in determining the proper classi­
fication of highways into systems and in deter­
mining the proper class of improvement for 

I 
various highways. Highway traffic now consists 
almost exclusively of motor vehicles. The vol­
ume of horse-drawn traffic was so small as to 
warrant no consideration. Motor vehicle traffic 
is segregated into traffic of passenger cars, motor 

New Hampshire has approximately 12,912 

miles of rural highways. On the basis of the ap­
portionment of revenue for construction pur­
poses, these roads have been classified as State­
aid roads, State roads and town roads. State­
aid roads include aU of the more important high­
ways in the State and are built through the joint 
contributions of the State and the local units. 
The State roads are built entirely with State 
funds and consist of a relatively small mileage of 
roads located in areas where the local govem-

Trwek trtzf/ie o. NftIII H_,.,,;,.., iiK'"JlltI7s is eo,.,.s"J UtTKel, _/ Ut" ..J .eJ;_.­
etJ/NICi" trtleiu 

,~ trucks, aRd motor busses. As is general through­
out the country, passenger cars predominate on 
aU routes. Motor trucks constitute a relatively 
small part of the total traffic, but are of con­
siderable importance, particularly on routes which 
carry large-capacity trucks. 

Motor bus traffic, although relatively small in 
numbers, is ~ing an jmpo~lJ~£Wr in 
planning the princJpal traflic routes. The volume 
of motor bus traffic on any route is dependent 
upon several factors which have little in1Iuence 
upon the volume of passenger cars and motor 
trucks, and is, therefore, considered in a separate 
discussion. The following discussion of traffic 
density on highway systems and routes refers 
exclusively to traffic of passenger cars and motor 
trucks. 

mental units are unable to contribute toward road 
construction. All other rural highways are town 
roads built with local funds. 

The more important highways have been offi­
cially designated as trunk-line highways and form 
a continuous highway system of IA3S miles. 
The Federal-aid system. with the exception of 19 
miles, foJlows routes of the trunk-line system. 
For purposes of comparison with other highways 
the tnmk-line syst~ together with the sections 
of the Federal-aid system which are not on the 
trunk-line system, a total of 1.454 miles, is dis­
cussed in this report, as the trunk-ioe system. 

There are in the State i'6s miles of State-aid 
roads which are not included in the trunk-line 
system. This mileage is made np. for the most 
part. of a large number of short, disconnected. 
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improved sections, some of which are short feeder 
roads connecting with trunk-line routes, and 
others are short isolated sections of a few miles 
built in or near sma1l villages. To connect the 
improved State-aid sections into a continuous 
system, secondary in traffic importance and serv­
ing as a fee~er system to the trunk-line system, 
requires the improvement of approximately 1,005 

miles. The 765 miles of existing State-aid roads 
and the 1,005 miles of unimproved roads required 
to make up a secondary system, a total of 1,770 
miles, is discussed in this report as the State-aid 
system of highways. All remaining rural roads 
in the State, approximately 9,688 miles, are 
classed as town roads. The location of the trunk­
line system and the system of State-aid routes 
and' probable traffic connections together with the 
present improvements on these highways is 
shown in Figure 5. • 

Distribution of Traffic 

The relative importance of the three systems 
of highways is shown by a comparison of their 
daily traffic' use, as shown in Table 5. 

The trunk-line highways, embracing II.3 per 
cent of total rural highway mileage, carry 694 
per cent of the total traffic measured in vehicle­
miles. Town highways, 75.0 per cent of the total 

I In this report certain terms, frequently used. have 
invariably the same meaning. These terms and their 
definitions are as follows:. . 

Vehicles refers only to motor vehicles (passenger 
cars and trucks) exclusive of horse-drawn conveyances. 

Traffic is defined as the movement to and fro of ve­
hicles over a highway. 

Dnosilll of Ira/fi< is defined as the number of motor 
vehicles passing any given point on a highway in a 
unit of tim.. For example on Route U. S. 3 between 
N .. hua and the Massaehusetts State line the average 
daily density of traffic was 4,188 vehicles. This means 
that during an average 24~hour period 4,188 vehicles 
passed any given point OIl this 3.5 miles of highway. 
Unless a different unit of time is specifically stated 
density of traffic refers to the number of vehicles passing 
any given point on a highway during a day of 24 hours. 

The accuracy of the determination of density of traffic 
is influenced by the distance between the survey stations. 
Exactness of method would require a density record 
for each point 00 the highway system where traffic 
varies. The cost involved in proportion to the rela­
tively small gain in accuracy does not justify location 
of traffic observation points at close intervals. The 
density computed for each station on the New Hamp­
shire highway system is applied to the short sections 
of highway reasonably adjacent to each station on which 
there is but little variation in traffic. In discussing 
utilization of the highway system. where it is desired 
to discriminate between the use of the highway by 

mileage, carry only 13.8 per cent of the total 
traffic. 

Traffic varies greatly on various sections of each t 
highway system, as well as by systems. Average 
daily traffic on the trunk-line highways varied J 

from 6,000 vehicles on U. S •. .1 south of Seabrook 
to less than 100 vehicles on some of the minor 
routes. Average traffic on the improved sections 
of the State-aid system in the relatively densely 
populated southeastern part of the State was 369 
vehicles per day, in the southwestern part, 356 
vehicles per day, and in the sparsely populated 
northern and central parts of the State, 171 ve­
hicles per day. Traffic on the unimproved sec­
tions of the State-aid system, comprising the 
probable traffic connections between present im­
provements, averaged 146 vehicles per day in the 
southeastern and southwestern parts, and 84 ve­
hicles per day in the northern and central parts. 

Less than 40 vehicles per day were observed at 
several points on the State-aid system. Traffic 
on the town roads was found to be very low, 
except on a few short sections near large villages, 
averaging 27 per day on all town roads. Appen­
dix II shows the average daily density of passen­
ger cars and motor. trucks, the normal maximwn 
traffic in 1926, and the estimated average traffic 
in 1931, at each of the stations at which traffic 
was observed. 

vehicles and the volume of traffic. the term fI~hicl'-mil~s 
,~,. mile is used in the former connection. Numerically. 
fI,h;cl,~miles 'e,. mil~ are equivalent to density of traffic. 

Yehicle-mil, is defined as the movement of a motor 
vehicle ODe mile. 

Average daily vehicle-miles on the highway system 
are calculated by multiplying the average daily density 
of traffic on eaeh section of highway by the length of 
the section in miles and adding the products. For ex­
ample, the daily vehicle-miles on U. S. Route 3 between 
Nashua and the Massaehusetts State line. ·was 14,658 
(40188 (average daily density) x 3.5 (highway mileage) ). 

Daily refers to a day of 24 hours. 
AfI~rag, Daily refers to an average day during the 

period of the survey (July 16 to October IS, 1926). 
Ton-mil, is defined as the movement of a ton one 

mile. 
N tI tonnage refers to the net weight of the motor­

truck cargo. 
Gross to1tfl4g, or gross load refers to the weight of 

the motor truck cargo and vehicle. 
Foreign traffic or vehicles refers to vehicles having 

other than New Hampshire license tags. Foreign ve­
hicle-miles are calculated by applying the per cent of 
foreign vehicles at eaeh station to the total f';:c1e-miles 
on the sections of highway adjacent to eaCh station 
and adding to obtain total foreign vehicle~miles. Simi~ 
lar procedure is used in calculation of farm and city. 
business and non~business and touring traffic. and truck~ 
ing for hire. 
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• Table S.-Motor vehicle utilization and mileage of New Hampshire highways by systems 

High:way mileage Daily ve.hicle-mileage Average daily 
Highway system 

. '. Miles 

Trunk-line ... . .................. . . 1,454 
State-aid ... . .... . ............ . ..... 1,770 
Town . ........ . .......... . •. . .. . .. 9,688 

TotaL ........... . ....... . .. 12,912 

Principal Traffic Routes 

. Figure 9, the basic traffic map of the report, 
shows average daily motor vehicle and motor 
truck traffic in 1926 and the estimated average 
daily motor vehicle traffic in 1931 and 1936 for 
each route on which traffic was observed. Classi­
fication of the trunk-line system as major, me­
dium and minor routes and density of population 
is also shown. Concentration of traffic is appar­
ent near the large centers of population-Man­
chester, Nashua, Concord, Berlin, Portsmouth. 
Dover, Keene. Laconia and Rochester, and near 
the principal recreational centers and on the 
principal through routes. The largest volume of 
traffic is found on the main through routes in 
the southeastern section of the State. where a 
large volume of local traffic is added to the pro­
portionally large volume of through traffic. The 
most important of the through routes are U. S. I. 

crossing the southeastern corner of the State 

density of 
traffic 

Per cent Vehicle-miles .' Per cent 

11.3 1,332,000 69 .4 916 
13.7 322,000 16.8 182 
75.0 265,000 13.8 27 

100.0 1,919,000 100.0 149 

f rom the Massachusetts line to Portsmouth, and 
.connecting the populous area of eastern Massa­
chusetts with the resort and vacation area of 
southeastern New Hampshire and Maine, .and 
U. S. 3, from the Massachusetts line through ... 
Nashua, Manchester and Concord, to the Lake ' 
Winnepesaukee area, the White Mountains. and ;: 
the northern part of the State. ~ 

Other important through routes serving north- ~ 
south traffic are Route I-A, paralleling U. S. I . 

in southeastern New Hampshire; Route 16 on the ;' 
eastern side of the State from Portsmouth. ; 
through Berlin to Errol; and Route 10 on the :~ 
western side of the State from the Massachusetts ;.: 
line via Keene, Newp~rt, Lebanon, Hanover, ~ 
Haverhill and Littleton to Twin Mountain. j 

Through routes serving east~west traffic, which j 
is secondary in importance to north-south traffic, I 
are Route 101 crossing the southern part of the I 

State from Portsmouth through Manchester and ' 
Keene to the Vermont line at Bellows Falls; : 
tJ. S. 4 crossing the central part of the State from : 
Portsmouth through Dover, Concord. Franklin, 
Danbury, Canaan and Lebanon to the Vermont 
line; and U. S. 2 cro~sing the northern part of the 
State from the Maine line through Gorham and 
Lancaster to the N ermont line. 

Average daily motor vehicle traffic density in 
J926 and estimated traffic in 1931 on the sections 
of these routes are shoWtl · in Table 6. 

Traffic varies greatly on different sections of 
these routes. In the vicinity of the larger centers 
of population the local and through traffic com­
bined makes a large volume: . On other sections the 
local traffic does not greatly augment the through 
traffic. This variation is evident on U. S. 3. 
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Table 6.-Average Daily Traffic in 1926 and Estimated Traffic in 1931 on the Principal 
, Through Traffic Routes 

Average daily Estimated 
average daily Route Highway section Mil .. motor vehicle 
motor vehicle traffic 1926 

traffic 1931 

U.S. 1 Massachusetts State line to Portsmouth ••................. 14.7 5,800 9,050 
1 A-I0l C Hampton to Portsmouth ............................... , 16.3 1,925 3,000 

U.S. 2 Vermont State line to Lancaster ........ , , .. , ' ... ' ... , .... 1.7 567 840 
Lancaster to Jefferson Highlands .. , , ....... , ... , ... , ..... 10.1 478 710 
Jefferson Highlands to Gorham ..... ,. , ............ , ..... 13.0 656 980 
Gorham to Maine State line ...................... , ... , .. 9.4 619 920 

U.S.3 Massachusetta State line to Nashua .......... , , .......... 3.5, 4,188 6,540 
Nashua to Manchester ..................... , , .. , ....... , 16.4 3,533 5,520 
Manchester to Concord •. , , ... , ................ ' ........ 16.2 3,906 6,100 
Concord to Franklin ............................... , ... ' 14.0 2,784 4,350 
Franklin to Laconia ....... , .. , ......................... 10.4 2,188 3,420 
Laconia to Meredith ..... , ... , , ........... , ....... , ..... 9.8 1,932 3,020 
Meredith to Plymouth ........... , .... , .. , .... , ...... ,., 16.9 1,043 1,630 
Plymouth to Profile House .••••....... , .. , .............. 32.1 1,331 1,980 
Profile House to Twin Mountain .. , ...... , ... , , .......... 12.6 693 1,030 
Twin Mountain to White6eld •••...• , ' .. , ... ' .... , ... , .. , 8.7 592 880 
White6eld to Lancaster to Groveton .................... . 17.1 834 1,240 
Groveton to Colebrook . ................................. 26.2 498 690 
Colebrook to West Stewartstown, . , , .. , ....... ' ....... , .. 9,6 54 75 

U.S.4 Portsmouth to Dover . .................................. 9.3 1,665 2,600 
Dover to point 6 mi. W .................. ~ ............. 6.0 1,040 1,620 
Point 6 mi. W. of Dover to jet. with 28 E. of Concord .. , ... 21.1 557 830 
Jet. with 28 E. of Concord to Concord ................. , .. 9.9 1,097 1,710 
Franklin to Franklin W. town line' ... , ...... , ......... , .. 2.6 1,264 1,970 
Franklin W. town line to Potter Plaoe ..... , , .. , ... , ' ..... 9.3 1,135 1,690 
Potter Place to Danbury .•... , ... , .. ,',., ... , ........... 7.4 265 400 
Danbury to Canaan ............ , ........... , ....... ' ... 14.0 355 530 
Canaan to jet. E. of Lebanon ........ , .. , ........ , ....... 12.0 948 1,410 

... Jet. E. of Lebanon to Lebanon ........ , .................. 1.5 1,354 2,110 
Lebanon to West Lebanon ....................... , ....... 2.6 1,459 2,280 

10 Massachusetts State line to Wmchester .•.. , .• , .. , ... , , ... 10,8 869 1,290 
Winchester to Keene .... ................................ 12.7 1,425 2,120 
Keene to Gilsum N. town line . .......................... 11.0 829 1,230 
Gilsum N. town line to Newport .•............•........ '. 22.7 581 860 
Newport to jet. with town road to Northville .•.....••••..• 1.6 809 1,200 
Jet. with road to Northville to jet. with U. S. 4 E. of Lebanon .. 20.7 598 890 
West Lebanon to Hanover , .............. , ..•... , , ....... 4.2 1,111 1,650 
Hanover to jet. with 25 ....... , ............ , ... , ........ 30.1 643 960 
Jet. with 2S to Woodsville .. , , .. , ........................ 7.8 867 1,290 
Woodsville to Lisbon ••••.. " .................. "' ....... 10.6 7\17 1,100 
Lisbon to jet. with S. A. road to Sugar Hill ................ 1.5 930 1,380 
Jet. with S. A. road to Sugar Hill to Littleton .......... , ... 7.7 653 970 
Littleton to Twin Mountain ............................. 12.8 1,069 1,590 

16 Dover to Rochester ..................................... 9.8 2,1121 3,160 
Rochester to Sanbornville ............ : .................. 18.5 910 1,360 
Sanbornville to jet. with town road N. of Conway ••........ 42.0 766 1,140 
Jet. of town road N. of Conway to Glen ................... 8.4. 1,385 '.~~ 

, U. S. 4 lape U. S. 3 from Concord to Franklin. 
, Route 10 lape U. S. 4 from junction east of Lebanon to West Lebanon. 
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Route Highway section Mil .. 
Average daily Estimated 
motor vehicle average dail) 
traffic 1926 motor vehicl. 

traffic 1931 

16 Glen to Jackson ....................................... . 
Jackson to Gorham .................................... . 
Gorham to Berlin . .................................... . 
Berlin to Milan . ...................................... . 
Milan to Errol. ....................................... . 

101 Portsmouth to jct. with 108 at Stratham ................. . 
Jet. with 108 at Stratham to Exeter ..................... . 
Exeter to Manchester E. town line . ..................... . 
Manchester E. town line to Manchester . ................. . 
Manchester to Milford ................................. . 
Milford to Wilton Center ............................... . 

I Wilton Center to jet. with town road to Ipswich .......... . 
Jet. with town road to Ipswich to Peterboro .............. . 
Peterboro to jet. with S. A. road to Chesham ............. . 
Jet. with S. A. road to Chesham to Keene ................ . 
Jet. with 10 to jct. with S. A. road to Alstead a ............ . 
Jct. with S. A. road to Alstead to jet. with 12 .•............ 

2.7 
20.3 
5.9 
6.6 

22.3 
8.7 
3.2 

27.1 
2.5 

13.6 
5.0 

10.4 
1.5 

11.7 
7.3 

10.4 
5.0 

895 
515 

1,457 
739 
379 
747 

1,067 
1,213 
1,741 

799 
1,334 

676 
757 
816 

1,070 
135 
413 

• Route 1011aps Route 10 from Keene to the junction of Routes 10 and 101 at the town of Marlow. 

1,330 
720 

2,270 
1,030 

530 
1,110 
1,590 
1,890 
2,720 
1,190 
1,990 
1,010 
1,130 
1,220 
1,590 

190 
570 

where average traffic south of Laconia is over 
2,000 vehicles per day, but from this point north­
ward it decreases until beyond Profile House it 
does not exceed 1,000 per day. Similar condi­
tions are noted on U. S. 4 in the vicinity of 
Portsmouth, Concord, Franklin, and 'Lebanon; 
on Route 10 in the vicinity of Keene, Lebanon, 
and Littleton; on Route 16 in the vicinity of 
Dover, Conway, Gorham and Berlin; and on 
Route 101 in the vicinity of Manchester and 
Keene. 

1000 ,--------_______ --, 

In several instances these routes lap each other 
or other routes for short distances resulting in 
heavier traffic than on adjoining sections. 

Other routes in the State also carry compara­
tively large volumes of traffic, particularly those 
in the relatively densely populated area of south­
eastern New Hampshire, but three-fourths of the 
trunk-line mileage carrying over 1,500 vehicles 
per day is located on the above mentioned routes. 
The distribution of trunk-line mileage by traffic 
density classes is shown in Figure 10. Only 114 

per cent of this mileage carried over 1,500 ve­
hicles per day and more than one-fourth carried 
less than 500 vehicles per day. 
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State Divided Into Five Traffic Sec.ons 

The State has been divided into five traffic sec­
tions according to distinguishing traffic charac­
teristics. These sections are shown in Figure 9. 
Traffic section I includes the principal industrial 
and densely populated area of the State occupy­
ing southeastern New I1ampshire and an area 
in the central part of the State' including the ter­
ritory adjacent to Concord, Franklin and Laconia 
extending northward to Lake Winnepesaukee. 
This section includes parts of Rockingham, Straf­
ford, Hillsborough, Merrimack, and Belknap 
Counties.' . 

Traffic section 2 forms the secondary industrial 
and population area of the State, including the 
western part of Cheshire and Sullivan Counties 
and an area in the central part of Cheshire County 
extending eastward to include Peterboro in Hills­
borough County. 

Traffic section 3 comprises the area located be­
tween traffic sections I and 2, including parts of 
Hillsborough, Merrimack, Cheshire, and Sullivan 
Counties. 

Traffic section 4 comprises the largely unde­
veloped area located directly south of Lake Win­
nepesaukee and· bounded on the east, south and 
west by traffic section I, including parts of Bel­
knap, Merrimack and Strafford Counties and a 
small section of Rockingham County. 

Traffic section 5 comprises the northern part 
of the .state, including Carroll, Coos and Grafton 
Counties. 

The principal heavy-traffic routes are in the 
more densely populated areas, although excep­
tions are noted on the through routes through 

• The various sections include the following towns and 
cities: 

Traffic Section I.-Allenstown, Amherst, Atkinson, 
Auburn, Bedford, Belmont, Boscawen. Brentwood, 
Brookline, Candia, Center Harbor, Chester, Concord 
city, Danville, Dover city, Derry, Durham, East Kings­
ton, Epping, Exeter, Farmington, Franklin city, Fre­
mont, Goffstown, Greenland, Hampstead, Hampton 
Hampton Falls, Hollis, Hooksett, Hudson, Kensington: 
Kingston, Laconia city, Litchfield, Londonderry, Mad­
bury, Manchester city, Meredith, Merrimack, Milford, 
Milton, Nashua city, New Castle, Newfields, New Hamp­
ton, Newington, Newmarl<et, Newton, Northfield, North 
Hampton, Pelham, Pembroke, Plaistow, Portsmouth 
city, Raymond, Rochester city, Rollinsford, Rye, Salem, 
Sanbornton, Sandown. Seabrook, Somersworth city 
South Hampton, Stratham, Tilton, Windham. ' 

Traffic ~ion. 2.-CharlestoWD, Chesterfield, Clare­
mont, Dubhn, Hmsdale, Jaflrey, Keene city, Langdon, 

sparsely populated areas, particularly in the north­
ern part of the State. 

The· area, population, and density of popula­
tion per square mile in each of the traffic sec­
tions is shown in Table 7. 

Table 8 is a summary of the mileage of trunk­
line highways by traffic classes in the five s~c­

tions of the State. 
All routes carrying over 1,500 vehicles per day 

in 1926 are located in traffic section I, with one 
minor exception. In this section, 1634 miles 
or 44.1 per cent of the total trunk-line mileage 
carries an average of over 1,500 vehicles per 
day. The routes included in this traffic class are 
U. S. I, U. S. 3 from the Massachusetts line to 
Meredith; U. S. 4 from Portsmouth to Dover; 
Route 4-A from Durham to Dover; Route 9 from 
Concord to the west city line of Concord; Route 
16 from Dover to Rochester; Route 28 from 
Manchester to the Massachusetts line; Route I-A 
fr01ll Hampton to Portsmouth; Route 101 from 
Manchester to the east Manchester city line and 
Route IOI-A from Nashau to Milford-the 
routes adjacent to and connecting the larger cen­
ters of popUlation in the area. 

Traffic section 3 has 2.6 miles carrying over 
1,500 vehicles per day. This section exterids 
from the Concord city line to Hopkinton. 

Sections carrying between 1,000 and 1:500 

vehicles per day form approximately one-fifth of 
the trunk-line mileage in traffic sections I, 2 and 
5, and less than one-tenth of the trunk-line mile­
age in traffic sections 3 and 4. In traffic section 
I, routes of this classification are made up of con­
tinuations of the routes carrying over 1,500 ve-

• Marlboro, Newport, Peterboro, Swanzey, Trey, Walpole, 
Westmoreland, Winchester. 

Traffic Section 3.-Acworth, Alstead, Andover, An­
trim, Bow, Bennington, Bradford, Cornish, Croydon, 
Danbury, Deering, Dunbarton, Fitzwilliam, Frances­
town, Gilsum, Goshen, Grantham, Greenfield, Green­
ville, Hancock, Harrisville, Henniker, Hill, Hillsboro. 
Hopkinton, Lempster, Lyndeboro, Marlow, Mason, 
Mont Vernon, Nelson, New Boston, Newbury, New 
Ipswich, New London, Plainfield, Richmond, Rindge, 
Roxbury, Salisbury, Sharon, Springfield, Stoddard, 
Sullivan, Sunapee, Surry, Sutton, Temple, Unity, War­
ner, Washington, Weare, Webster, Wilmot, Wilton, 
Windsor. t . 

Traffic Section 4--AltOD, Barnstead, BarrmttOD, Can­
terbury, Chichester, Deerfield, Epsom, Gilford, Gilman­
ton, Lee, Loudon, Middleton, New Durham, North­
wood, Nottingham, Pittsfield, Strafford. 
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hicles, and the secondary routes in the densely 
populated areas. In traffic section 2 they are the 
principal routes radiating from Keene and the 
through east-west route through Claremont. In 
traffic section 5 this classification includes parts 
of the principal through routes, such as U. S. 3, 
U. S. 4, and Routes 10, 16 and 18. 

Sections carrying between 500 and 1,000 ve­
hicles per day are distributed throughout the 
State. They comprise 16.7 per cent of the trunk­
line mileage in traffic section I, approximately 
65.0 per cent in traffic sections 2 and 3, approxi­
mately 40 per cent in traffic section 4, and al­
most 50 per cent in traffic section S. 

Trunk-line highways carrying less than 500 

vehicles. per day include 391.4 miles or 26.9 pel 
cent of the total trunk-line highways in the State. 
This mileage is distributed over all sections of the 
State varying from 12.2 per cent in traffic sec· 
tion 2 to 52.7 per cent in traffic section 4. The 
routes and sections of routes in this traffic class 
are generally those traversing the very sparsely 
populated areas, which are not a part of the 
through-traffic routes. 

Sections of the State-aid system and the town­
road system carrying more than 500 vehicles per 
day are relatively few in number and short in 
mileage. On the State-aid system there are ap­
proximately 55 miles which carry over 500 ve­
hicle per day, of which only one short section 

Table 7.-Area, popUlation, and population density per square mile in the five traffic sections 

Traffic section 

I ................................ . 
2 ................................ . 
3 ................................ . 
4 ................................ . 
5 ................................ . 

Total.. .................... . 

Areal 

Square miles 

1,500.4 
540.2 

1,708.5 
669.1 

4,403.6 

8,821.8 

Per cent 

17.0 
6.1 

19.4 
7.6 

49.9 

100.0 

1 Computed from land area by towns as compiled by New Hampsbire State Forestry Department, 1924. 
I United States Census, 1920. 

Table S.-Mileage of trunk-line highways by traffic classes in the five trallic sections of 
the State 

Trunk-line Over 1,500 vehicles 1,000 to 1,500 vehicles 500 to 1,000 vehicles Leoe than 500 
Traffic bighways per day per day per day vehicles per day 
section 

Mil .. 
Miles Per cent Mil .. Percent Mil .. Per...,t Mil .. Per cent 

1 ........... 371.0 163.4 44.1 74.2 20.0 62.1' 16.7 71.3 19.2 
2 ........... 158.9 .......... .......... 36.1 22.7 103.4 65.1 19.4 12.2 
3 ........... 227.1 2.6 1.2 17.7 7.8 146.1 64.3 60.7 26.7 
4 ........... 120.6 . ......... .......... 6.8 5.6 50.3 ,41. 7 63.5 52.7 
5 ....... , ... 576,7 . . . . . . . . . . .......... 121.5 21.1 278,7 ,48,3 176,5 30,6 

TotaL .•.. 1,454.3 166.0 11.4 256.3 17.6 640.6 44.1 391.4 26.9 
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has a traffic of over 1,500 vehicles per day, On 
the to\VIl,,:,road system, sections carrying over 500 

vehicles per day are even smaller in mileage and 
are limited to a few short sections . connecting 
trunk-line or State-aid roads with villages or rail­
way stations located a short-distance from the 
main road. 

Foreign Traffic Large in Volume Ir 

Foreign traffic forms a very important part of 
total traffic on the trunk-line system throughout 
the entire State. During the period of the sur­
vey~ foreign passenger car traffic made up slightly 

Portsmouth and averaged over 4,000 foreign pas­
senger cars per day. This highway forms part 
of a through interstate route and the traffic was 
approximately 75 per cent foreign. Foreign pas­
senger car traffic on Route I-A from Hampton 
to Portsmouth, which is an alternate route to 
U. S. I, ranged from 1,000 to over 1,600 per day. 
On route U~ S. 3 foreign passenger car traffic was 
over 2,600 per day from the Massachusetts line 
to Nashua, between 2,200 and 1,500 from Nashua 
to Concord, and over 1,000 per day from Concord 
to Franklin. 

Other routes which carried over 1,000 foreign 

o",dai" NaI;o"al FO"~$I. Traffic to r.so,., tlr.tJS rils.lts 
ill co.sitl.,..'. ;IfC,..as. i" tIS. 01 Ih. .ai" lair"fI1llJ1s 

over 50 per cent of the total passenger car traffic 
on the trunk-line system. Foreign truck traffic 
is of less importance, forming slightly over 10 

per cent of the total, and diminishing with in­
creased distance from the State line. Foreign 
passenger car traffic also . diminishes but not to 
the same extent and is important in all sections 
of the State. 

The distribution of foreign passenger car traffic 
on the trunk-line highways is shown in Figure I I 

and the daily number of foreign passenger cars 
and motor trucks passing each survey station is 
shown in Appendix III. 

The largest volume of foreign passenger . car 
traffic was found on U. S. 1 from Seabrook to 

passenger cars per day were Route 28 from the 
Massachusetts line to Derry, averaging from 
1,087 at Derry to 1.728 at the State ~ine, and a 
short section of Route 101 from the interstate 
bridge at Bellows Falls to the junction of Route 
12, averaging 1,136 per day. 

On other through routes traffic of foreign pas­
senger · cars forms an important part of total 
traffic. On U. S.3 from Franklin to its junction 
with Route 25 at Meredith the average was be­
tween 800 and 1,000 per day, from Meredith to 
Plymouth between 500 and 600, fromf l'lymouth 
to Profile House between 800 and 1,000, from 
Profile House to Lancaster approximately 500 and 
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from Lancaster to Colebrook between 200 and 
400 per day. 

On Route 10, average daily traffic of foreign 
passenger cars was between 470 and 680 from the 
Massachusetts line to Keene, between 200 and 
400 from Keene to the junction with U. S. 4 
near Lebanon, over 500 from this junction to 
West Lebanon where these two routes lap, and 
between 300 and 400 from this point to Littleton. 

Route 16 carried over 500 foreign passenger 
cars from Dover to Jackson, except on the sec­
tion from Sanbornville to Ossipee where the av­
erage was 420, and carried almost 1,000 near 
Dover. From Jackson to Berlin the average was 
approximately 300 and from Berlin to Errol ap­
proximately 175 per day. The principal east­
west through routes also carry a large volume of 
foreign passenger car traffic. On Route 101 the 
average from Portsmouth to Manchester was ap­
proximately 300 and it remained ovel" 200 almost 
the entire distance to its western terminus. 

On U. S. 4 foreign passenger car traffic varied 
,from over 800 near Portsmouth and 450 west of 
Franklin to approximately 120 near Canaan and 
140 near Northwood. Route 18 carried over 600 
foreign passenger cars from the Maine line to 
Littleton and approximately 500 from Littleton 
to its western terminus. Foreign passenger car 
traffic on U. S. 2 varied from approximately 160 
to 300 per day. 

Of the trunk-line mileage in the State, 96 
miles carried more than 1,000 foreign passenger 
cars per day, 192 miles between 600 and 1,000, 

77 I mUes between 200 and 600. and 395 miles 
less than 200 per day as shown in Figure J2. 

This large volume of foreign traffic, in many 

eoo 
771 
..-

700 • . 
! 

eoo 

f---- 395 
..-

200 19% 
. ..-

96 --r--100 

o 
LESS THAN 20C'- 600 600 -1000 1000 AND 

200 ovrll 

FOREIGN CARS PER DAY 

F;Z. 12~ltlSsifiealio. 0/ "."".11., A;",.,.,. _­
eortU., I. tin,.." ./ IfI'';,. ,.,,,,,,,, e .. 

cases subjects road surfaces to wear which is be­
yond their economic capacity where they would 
be adequate for local traffic. In such cases the 
foreign traffic increases maintenance costs and 
makes necessary the earlier reconstruction of 
these routes with higher types of surfaces. The 
additional cost of providing highway service for 
foreign traffic undoubtedly exceeds by a consider­
able amount the present contribution of foreign 
cars to New Hampshire highway revenues. 
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MOTOR TRUCK prRAFFIC 
Distribution of Motor Truck Traffic 

T HE motor truck produces a comparatively 
small but important part of total motor 
vehicle traffic on rural highways. Truck 

traffic was only 6.5 per cent of the total motor 
vehicle traffic on all highways measured in vehicle­
miles. The loading and equipment of motor 
trucks, however. is such as to necessitate a careful 
analysis of the distribution of such traffic in plan­
ning highways. Passenger cars and motor trucks 
differ greatly in gross weight and particularly in 
the concentration of loading on the rear wheels. 
The average gross weight of passenger cars is 
approximately 2,500 pounds, while that of motor 
trucks is slightly over 6,000 pounds. Large 
trucks when heavily loaded exceed 20,000 pounds 
in gross weight, with as much as 8,000 to 9.000 
pounds upon one rear wheel. On U. S. 3, be­
tween the Massachusetts line and Nashua. ap­
proximately 37 per cen,t of the trucks observed 
were equipped with solid or cushion tires on their 
rear wheels. These features in present-day motor 
truck equipment and loading are important con­
siderations in the selection and design of improve­
ments on the principal trucking highways of the 
State. 

Motor truck traffic all the trunk-line highway 
system is shown in Figure 13. The density of 
motor trucks varies considerably in different parts 
of the State. Such variations are most easily 
compared by means of the five _ traffic sections, 
shown in Figure 9. 

From the standpoint of motor truck density, 
traffic section I is the most important area of the 
State with an average density of 94 trucks per 
day on the trunk-line highways. Traffic section 
.2 is next in importance with an average density 
of 57 trucks per day. A comparison of the sev­
eral sections is shown in Table 9. 

The high Dlotor truck density in section I is 
due largely to the fact that it is the principal in­
dustrial section of the· State .. Comprising only 
17 per cent of the total area, it includes half the 
cities and towns of over 2.500 population~ In it 
are located the three largest cities of the State. 

Manchester, Nashua and Concord. There are 
3.4 trucks registered in this seetion for each 
square inile of area, !1early twice as many per 
square mile as in traffic section 2 and from "5 to. 8 

" times as many per square mile-as in traffic sections 
3, 4 and S. Traffic section I also has the greatest 
volume of foreign truck traffic, resulting from 
its proximity to the industrial sections of Massa­
chusetts. 

3J 

StD". lWcl. brid,. at Hillsboro, r_construc'edi" 1925 

Traffic section 5 is least important in motor 
truck transportation with an average of only 30 
trucks per day on its trunk-line .roads. This sec­
tion, which includes half of the total area of the 
State, has only 40 per cent of the trunk-line road 
mileage. Its motor truck registration averages 
only 0.4 truck per square mile of area. Only a 
small part o£ the total mileage of trunk-line roads 
in this section carried over 50 trucks per day, as 
shown in Figure 13. _ 

Of the 1,454 miles of trunk-line highways ill 
the State, 50 miles carried 200 or ",more trucks 
per day; ISO miles carried 100 or more; 350 miles 
carried from So to 99; 405 miles carried from 25 
to 49; 548 miles carried less " than 25," and 953 
miles, representine- approximately two-thirds of 
the trunk-line mileage, carried less than 50 trucks, 
as shown in Figure 14. A small daily truck 
traffic is usually composed largely of small-capac­
ity trucks equipped with pneumatic tires, and this 
traffic is of relatively little importa~e in the 
planning elf highway improvements. J 
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Table 9.':"'Motor truck density on the trunk­
line system; percentage of total trunk-line 
mileage. percentage of total State area. and 
truck registration per square mile in the five 
traffic sections. 

Truck Percentage Truck 

density on of total Percentage registra-
Traffic trunk-line trunk-line of total tion per 
section roads mileage area of square 

(1926) in the the State mile 
State (1925) 

-------------------
I 94 25 17 3.4 
2 57 11 6 1.8 
3 39 16 19 0.6 
4 32 8 8 0.7 
5 30 40 50 0.4 

Total. . 51 100 100 I 1.1 

Important Trucking Routes 

The sections of trunk-line highway which car­
ried more than 100 trucks per day are listed in 
Table 10. The most important trucking route is 
U. S. 3, from the Massachusetts line to Concord. 
Between the Massachusetts line and Nashua the 
daily truck density was 317, between Nashua and 
Manchester 246, and between Manchester and 
Concord 228. It is estimated that the density on 
these sections will increase to SOD, 380. and ,360 
respectively in 1931. 

U. S. 3 continues as an important trucking 
route north to Laconia. Between Concord and 
Penacook the average truck density was 218, 
between Penacook and Franklin 133, and between 
Franklin and Laconia 118. Of the total tntnk­
line mileage which carried over 100 trucks per 
'day 42 per cent or 62.5 miles was on U. S. 3. 

Route 9. from Concord to the Concord west 
city line. a distance of 4.0 miles, carried an 
average density of 218 trucks per day. Next in 
importance is U. S. I, from the Massachusetts 
line to Hampton, on which the average daily 
truck density was 208. The remainder of U. S. I, 

from Hampton to Portsmouth, averaged 138 
trucks. 

These important trucking routes are all in 
traffic section I. The relative importance of the 
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trunk-line highways in this section as compared 
with those in other sections is also indicated by 
the fact that 139.3 miles of the 150.0 miles in the 
State carrying over 100 trucks per day are located 
in this section. Of the remaining 10.7 miles 
carrying over 100 trucks per day 7.0 miles are 
located in traffic section 2, 2.6 miles in traffic 
section 3, and 1.1 miles in traffic section 5. 

There is a comparatively small mileage of 
State-aid or town roads which can be considered 
heavy trucking routes. Appendix IV shows the 
number of trucks daily by capacity classes at 
traffic survey stations. 

Truck Capacities and Loading 

In planning future highway improvements, 
careful consideration" must be given to large­
capacity trucks using. the highways. These trucks 
are equipped with cushion or solid tires, carry 
heavy loads, and a proportionately greater part 
of the load on the rear axle. 
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Table 10.-Sections of the trunk-line highway system on which the density of motor trucks 
in 1926 was over 100 per day 

Highway section 

. Nashua to Massachusetts line ........................... . 
Nashua to Manchester ................................. . 
Manchester to Concord ................................. . 
Penacook to Concord ................................... . 
Concord to Concord west city line . ...................... . 
Massachusetts line to Hampton . ....................... : .. 
Manchester to Manchester east city line . ... : ............. . 
Massachusetts line to Salem Depot ...................... . 
Keene west to jet. of Routes 9 and 12 ................... . 
Portsmouth to Hampto~ •................................ 
Claremont to ruad to C1aremont Jet ...................... . 
Franklin to Penacook .................................. . 
Nashua to Milford ..................................... . 
Keene north to jet. of 9 and 10 ......................... . 
Manchester to West Derry .............................. . 
N. Walpole southeast to jet. of 12 and 101 ................ . 
Franklin to 1.aconia . ................................... . 
Portsmouth to Dover . .................................. . 
Dover to Rochester .................................... . 
Keene south to jet. with T. R. to W. Swanzey ............. . 
Manchester east city line to Four Corners . ................ . 
Concord to jet. with 106 ............................... .. 
Laconia to jet. with 11 ................................. . 
Franklin to Franklin west city line . ...................... . 
Hopkinton to Concord west town line . ................. ~ .. 
Jet. with 16 to Gorham ................................ .. 

Route l 

U.S.3 
U.S.3 
U.S. 3 

U. S. 3 & U. S. 4 
9& 103 
U.S. I 

101 
28 

9 & 12 
U.S. I 
11 & 12 

U. S. 3& U. S. 4 
101 A 
9 & 10 

28 
12 & 101 

U. S. 3 & 11 
U.S.4 

16 
12 

101 
U. S. 4& 9 

U. S. 3 & II 
U.S.4 
9 & 103 
U.S.2 

Mil .. 

3.5 
16.4 
16.2 
5.0 
4.0 
5.3 
2.5 
3.4 
1.6 
9.4 
0.5 
9.0 
9:5 
1.6 

11.4 
1.6 

10.4 
9.3 
9.8 
1.7 
5.7 
3.9 
2.0 
2.6 
2.6 
1.1 

Truck density 

317 
246 
228 
218 
218 
208 
168 
142 
138 
138 
137 
133 
132 
128 
122 
122 
118 
114 
113 
112 
110 
109 
108 
106 
105 
101 

Total mil ........................................ -I- ..... : .......... . 150.0 

1 Where the letters U. S. do not precede the route number it is a State route. 

Of the loaded trucks observed, 7.8 per cent 
were of 3-ton rated capacity or larger and 1.8 
per cent of 5-ton or larger capacity, as shown in 
Figure 15. 

The average weight of loaded trucks is shown 
in Table II. For the most part, these weights 
represeRt motor truck loading on the principal 
highways of the State, and are not representative' 
of motor truck loading on the light-traffic State­
aid and town roads. The average weight by 
capacity classes of loaded trucks is shown in Ap­
pendix V. 

Although the maximum gross weight permitted 
on State highways is 20,000 pounds, the average 
gross weight of loaded 5 to 7Yl-ton trucks was 
22,520 pounds. Gross loads of 20,000 pounds 
or more were observed for 4.3 per cent of the 

Table n.-Motor truck average weights by 
capacity classes 

Loaded Average Average 
Capacity class trucks net gross 

weight weight 
~ ----

Tons Pounds Pounds 
)TI~ ............ 2,783 1,710 4,940 

2 -2~ ............ 836 5;570 13,090 
3 -4 ............ 184 7,230 17,170 
5 -7~ ............ 103 10,590 22,520 

Total. ....... 3,906 .......... . . . . . . . . . . 

trucks weighed, as shown in Table 12. 
An analysis of gross !oads on U. S. 3,Cl~tween 

the Massachusetts line and Nashua (Table 13), 
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the heaviest trucking route in the State, indicates eo 
that trucks with heavy gross loads carry a larger 
proportion of their weight upon the rear axle. 

New Hampshire trucks with gross loads of 

74.1 
..-

less than 10,000 pounds carry approximately two- 70 

thirds of the weight on the rear axle. Trucks 

D"nm;,Ii"t IrueR fIIeit'" "';1" II ,or,abl. fIIfttlli"t 
J.pjc. 

Table 12.-Distribution of loaded motor trucks 
. , by gross weight 

Loaded trucks Average Average 
Gross weight net gr088 

Number Per cent 
weight weight 

1.000 pounds Pounds Pounds 
Less than 5 .. ~ 1,591 40.7 750 3,400 
5- 9 .•...... 1,303 33.4 2,460 6,780 
1~14 . ....... 515 13.2 4,950 12,230 
15-19 . ••.•••. 329 8.4 8,460 17,480 
20 and over ... 168 4 .3 12,540 23,150 

Total .... 3,906 100.0 ........ .. ..... ............... .. 

having a gross weight of over 15,000 pounds 
average approximately 73 per cent on the rear 
axle. Comparatively few rear-wheel loads in ex­
cess of 9,000 pounds were recorded on this sec­
tion of U. S. 3. 

The use of large-capacity trucks varies con­
siderably in the several sections of the State, ~ 
shown by Figure 16' and TabJe 14. In traffic 
section I, there was an average density of only 
two 5 to 7~-ton trucks. In the remaining sec-

60 

~ so 
u 
~ « 
~ 

Q .... 
c 

9 40 
.... 
o .... 
z 
w 
c.,) 

« 
~ 30 

20 

10 

o 

I!:I 

6 .0 
..-

1.8 

n 

CAPACITY GROUP-TONS 

Fit. lSr-Distrib"lSo. 0/ lolMleti _0101' WIIe"_ 67 
etl,lIeit, "'0.'. 

tions there was less than one per day of this 
capacity. The number of 3 to 4-ton trucks 'Yas 
also greatest in traffic section I, where the density 
was six. In traffic section z the corresponding 
density of 3 to 4-ton trucks was three, while in 

: 'the other traffic areas of the State it was only one. 
The same relationship is also apparent for z to 

z ~-ton trucks. 
It is evident from Table 14 that the trunk-line 

highways jn traffic section I carry not only a 
greater number of trucks. but also a much greater 
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number of trucks of the larger capacities and 
heavier loads. 

There were 221.2 miles of the trunk-line high­
ways on which there was an average density of 5 
or more 3 to 7Y.-ton trucks, as shown in Table IS 
and Figure 17. Of this mileage 34.6 miles car­
ried an average of 25 or more such trucks and 
76.9 miles carried between 10 and 25. 

U. S. 3, from the Massachusetts line to Con­
cord, and U. S. I, from Portsmouth to the Mas­
sachusetts line, are the most important trucking 
routes from the standpoint of large-capacity 
trucks and loading. From Nashua to the Mas­
sachusetts line on U. S.3 there was a daily aver­
age of 48 trucks in the 3 to 7Y.-ton class, of which 
20 were of 5-ton capacity or larger. Between 
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Table 13.-Relation between motor truck gross 
loading and rear axle loading on U. S. 3 be­
tween the Massachusetts line and Nashua 

Average Average Proportion 
Gross Loaded grosa rear axle of grosa 

weightcl ... trucks weight weight weight on 
rear axle 

----
1,OOOpound Pounds Pound. Per cent 
Less than 5. 88 3,340 2,220 66.5 
5- 9 ...... 106 6,970 4,710 67.5 

1()-14 .•.... 79 12,270 8,670 70.7 
15-19 ...... 65 17,640 12,920 73.3 
20 and over. 22 21,650 15,680 72.4 

----
Total. •.. 360 .......... .......... .......... 

EEEEEB TRAFFIC SECTION I 

I2'ZZI .. .. • 
~ .. .. 3 
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CJ .. .. 5 
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Fit. 16.-Distributio" of "'tlcks by Ctllflci', ela.ss., i. ,,,. lip. traffic s6ctions 
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Table H.-Motor truck density by capacity 
classes in the five traffic sectiolls 

Daily truck density on trunk~Iine roads 
Traffic 
section 

Total J1 to IJ1 2 to 2J1 3 to 4 5 to 7J1 
tons tons tons tons 

- ---------I-----
1 94 70 16 6 2 
2 57 44 10 3 ........ 
3 39 31 7 1 ........ 
4 32 27 4 1 ........ 
5 30 25 4 1 ........ 

Nashua and Manchester the density of 3 to 7)1;.­
ton trucks was 33, and between Manchester and 
Concord it was 22. The density of 5-ton trucks 
or larger was II on the Nashua-Manchester sec­
tion and 5 on the Manchester-Concord section. 
Between Portsmouth and the Massachusetts line 
on U. S. I there were 26 trucks of the 3 to 7)1;.­
ton class, of which 10 were 5-ton or larger. . 

Of the mileage of trunk-line roads which car­
ried 5 or more 3 to 7)1;.-ton trucks per day, 86.9 
per cent was in traffic section I, 8.1 per cent in 
traffic section 2, 3.4 per cent in traffic section 3, 
and traffic section 4 had 1.6 per cent. None of 
this mileage was located in the northern section. 
By far the greater part of the use of 3 to 7)1;.-ton 
trucks occurred in traffic section 1. The use of 
trucks of 5-ton capacity or larger is also greatest 
in this section. There were 85.8 miles of trunk­
line highway ill the State on which there was a 
daily average of 3 or more trucks of 5-ton capac-

~ ;: 
:< 
C> 
i 
OJ 
Z 
=:; 
,:, 
z 
:> .. ... 
~ 

'" ~ 
~ 

1300 

. 123'3.1 

1200 f--

1100 I---

1000 I---

900 I---

800 I---

700 I---

600 I---

500 I---

400 I---

300 I---

200 I---
109.7 

100 

0 

I---

II 
7" n n 

LESS THAN 5 5-9 10-2. ZSANDoYER 

3-7i TON TRue", PER DAY 

Fig. 17.-Tr",,"-li., /';gl"111116 eltu.etl tl&co,tli", 10 
d.,.';I, ., 3 I. 7\12·1 •• '""" 

ity or greater. All of this mileage was in traffic 
section I. 

A comparatively small mileage of the State-aid 
and tawn roads were found to have a density of 
5 or more 3 to 7)1;.-ton trucks. 
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Table IS.-Sections of the trunk-line highway system on which the density of 3 to 7Yz­
ton trucks in 1920 was 5 or more per .day 

Highway section 

Massachusetts line to Nashua .. . .... . .. . .. ....... .. . ... . 
Nashua to Manchester .........•.......... . ..... . .. .... .. 
Portsmouth to Massachusetts line .. ..... . .... ........... . 
Manchester to Concord ........ _ ' . ............ . ... .. .... . 
Concord to Concord west city line _ . . ... .. . . .. . .. . .. .. . . 
Keene to Gilsum ..... _ ..•.... .. . . . .. . .... .. . .. .. . ...... 
Portsmouth to Dover . .. ....•.. . ..... . .. . .. .. ........... 
Hopkinton to Concord west 'city line ... .... . . .......... . 
Manchester to Massachusetts line .... . .. ..... , . ..... .. .. . 
Portsmouth to Exeter ... . ..... . ... .. . ...... .. ... ... .. . . 
Dover to Rochester ............... .. . . .. ..... : ... . .. .. . 
Concord to Franklin . .. ........ .. ....... . .. . ....... .... . 
Concord to jet. with Route 106 .. ... .. ...... .. . .. . . . . .. . 
Dover to Durham .................. . ............... ~ .. . 
Milford to Wilton Center .. ...... . ..... ........ . .. .... . . 
Franklin to Laconia ........ ..... ..... _ .. ..... .. .. . . . . . . 
Nashua to Milford . . ... . •.................. .. . ... .... . . 
Keene to jet. of S. A. road at Chesham ... .. . . . ..... . . . .. . 
Winchester to Hinsdale ...... ........ . . . ..... . . . . . ' ..... . 
Exeter to.Hampton ..................... . .... , ......... . 
Manchester to Milford .•....•..•. . _ ...................... . 
Manchester to Four Corners ...... .. . .. " .. . ... . , . . . .. . . 
Loudon to jet. with U. S. 4 . ... ..... .... ... ....... .. .. .. . 
Massachusetts line to East Kingston .. . . . ............... . 

Route 

U.S.3 
U.S.3 
U.S. 1 
U. S. 3 

9 & 103 
10 

U.S.4 
U . S.4 

28 
101 
16 

U. S. 3 & U. S. 4 
U. S. 4 

4 A& 108 
101 

U. S. 3 & 11 
101 A 

101 
10 

101 C 
101 
101 
106 
108 

TotaL ..... . , . .. .. . . ... .. ... .. . .. ..... ....... ' " .... .. ..... . ... . 

Miles 

3.5 
16.4 
14.7 
16.2 
4 .0 
9.8 
9 .3 
2.6 

23 . 1 
11.9 
9.8 

14.0 
3.9 
3.9 
5 .0 

10.4 
9 . 5 
7.3 
5 . 7 
5.8 

13.6 
8.2 
3.6 
9.0 

221.2 

3 to 7 *ton trucks per day 

3 to 4- 5to7~ 
Total ton ton 

48 28 20 
33 22 11 
2.6 16 10 
22 17 5 
21 20 1 
20 20 ........... .. 
19 17 2 
14 14 ......... ... 
12 9 3 
11 8 3 
9 8 1 
9 8 ~ 
9 9 ... " .... ..... 
9 8 1 
9 7' 2 
8 7 1 
8 7 1 
7 6 1 
6 4 2 
6 4 2 
6 6 ............ 
6 5 1 
5 5 ............. 
5 4 ~ 



MOTOR BUS TRAFFIC 

MOTOR bus traffic. although small in total 
volume, is important on certain trunk­
lines and in a few cases on State-aid 

roads in the vicinity of the larger cities and the 
more important recreational areas. 

Passenger bus traffic is divided into several dis­
tinct types of service as follows: ( I) Common 
carriers, licensed by the New Hampshire Public 
Service Commission, and operating on regular 
schedules over fixed routes; (2) ' common car-

riers operating on regular schedules over fixed 
routes in interstate traffic; (3) special tour 
busses; (4) school busses. During 1926. 34 com­
panies were licensed by the Public Service Com­
mission to engage in the transportation of pas­
'sengers by motor bus in the State. Routes cov­
ered by these operators include approximately 
393 miles of trunk-line highways and approxi­
mately 100 miles of State-aid route~. This does 
not include interstate common carriers, which are 

not subject to regulation by the State Public 
Service Commission, and which operate over sev­
eral routes, particularly in the vicinity of the 
State boundaries. 

Special chartered tourist busses are found in 
the recreational resort areas and on the routes 
leading to these areas. Such busses frequently 
make trips of several days' duration. 

School busses are local in operation and are not 
significant in numbers ~n any route. 

The busses vary in size from those carrying 
five to seven passengers, and similar in all re­
spects to the passenger automobile, to those with 
a capacity of 20 to 30 passengers. Where the 
large busses are found in considerable numbers, 
they are factors in determining the proper width 
and type of highway surface. 

The bus Jines in general follow the main routes 
and a highway adequate to carry other traffic 
on the route will, with few exceptions, be ade-. r, 
quate for the motor bus traffic. 



HIGHWAY UTILIZATION 
Traffic Importance of the Three Systems 

DURING the period of the survey, July 16 
to October IS, 1926, motor vehicle traffic 
on the 12,912 miles of rural highway in 

the State was approximately 176,548,000 vehicle­
miles, an average of 1,919,000 vehicle-miles per 
day. The distribution of this traffic by classes 
of highway on the trunk-line, State-aid, and town­
road systems is shown in Figure 18. The 1.454 
miles of trunk-line highway, constituting II.3 per 
cent of the total highway mileage,. carried a daily 
average of 1,332,000 vehicle-miles, or 6g.4 per 
cent of total vehicle-miles; the State-aid system 
embracing 1,77~ miles, or 13.7 per cent of total 
highway mileage, carried 322,000 vehicle-miles, or 
16.8 per cent of the total, and the towncroad 
system with 9,688 miles, or 75.0 per cent of total 
highway mileage, carried 265,000 vehicle-miles, 
which was only 13.8 per cent of the total daily 
vehicle-miles. 

Average daily traffic per mile on the trunk-line 
system was 916 vehicles, on the State-aid system 
182 vehicles, and on the town-road system 27 
vehicles, as shown in Figure 19. 

The predominating importa;'ce of 'the trunk­
line system is evident from the fact that it carries 
approximately 70 per cent of the total traffic, and 
that average daily traffic is over 900 vehicles per 
mile. Traffic on this system is concentrated 
largely on a relatively small part of the system. 
The traffic in vehicle-miles on the trunk-line sys­
tem, in accordance with three different methods of 
dividing the entire system, is shown in Table I6. 
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Table 16.-Traffic in vehicle-miles on divisions of trunk-line system in accordance with 
different methods of dividing the entire system 

Section 

U. S. highways .............................. 
Other trunk lin .............................. 

FederaJ-aid highways ..... '~"" ............... 
Other trunk lines . ...... ,0 ,,:.' ........ , ' ••••••••• 

Selected heavy-traffic rout'es .... . :.. ............. 

~'::'::""""""':""'"'' 
To uok linea ... .. J: ... ..................... 

,''< , 

Mil .. 

340 
1,114 

989 
465 

134· 
1,320 

1,454 

41 

Per cent 
of total 
mileage 

23.4 
76.6 

68.0 
32.0 

9.2 
90.8 

100.0 

Vehicle­
miles 

508,000 
824,000 

1,076,000 
256,000 

379,000 
953,000 

1,332,000 

Per cent 
of total 
vehicle­
miles 

38.1 
61.9 

80.8 
19.2 

28.4 
71.6 

100.0 

Average 
daily 

traffic, 
vehicles 

1,496 
740 

1,088 
551 

a 2,825 
712 

916 
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The routes selected for uniform numbering by 
the American Association of State Highway Offi­
cials include 340 miles, or 23.4 per cent of the 
trunk·line mileage, and carry 38.1 per cent of 
the trunk-line traffic. These routes are U. S. I, 

from the Massachusetts line to Portsmouth; 
U. S. 2, from the Maine line east of Gorham to 
the Vermont line west of Lancaster; U. S. 3, 
from the Massachusetts line south of Nashua to 
West Stewartstown; and U. S. 4, from Ports­
mouth to West Lebanon. 

The Federal-aid system of 989 miles (includ­
ing approximately II miles near cities not actually 
on this system), constituting 68.0 per cent of the 
tnmk-line mileage, carried 80.8 per cent of the 
trunk-line traffic, as shown in Figure 20. A 
comparison of the traffic density on the U. S. 
routes, the Federal-aid, and the trunk-line system 
is shown in Figure 21. 

Twenty-eight and four-tenths per cent of the 
trunk-line traffic was found on 134 miles of 
selected heavy-traffic routes, including U. S. I, 
U. S. 3, from the Massachusetts line to Meredith, 
Route J6 from Dover to Rochester, Route 28 
from Manchester to the Massachusetts line and 
Route I-A from Hampton to Portsmouth. These 
routes include only 9.2 per cent of the trunk-line 
mileage. 

The highway mileage and the use of the trunk­
line system, the State-aid system and the town­
road system by traffic sections are ShOWD in Table 
17. For purpose of comparison, the percentage 
of land area and of population in each section 
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are also shown in this table. Figure 9 shows the 
area of the State included in each section. 

Motor Vehicle Utilization in the Five Traffic 
Sections 

A comparison of trunk-line mileage and motor 
vehicle mileage in the five sections is shown in 
Figure 22. and the traffic density on the trunk-line 
system in each section is shown in Figure 23. 

Traffic section 1 has 45.2 per cent of the use 
of the trunk-line system. with only 25.5 per cent 
of the trunk-line mileage and 17.0 per cent of the 
area. This section. however. includes .the princi­
pal industrial area of the State and has 58.9 per 

. cent of the total population. 
Traffic section 2 has 10.9 per cent of the trunk­

line mileage. IO.5 per cent of the trunk-line use. 
10.0 per cent of the population and 6.1 per cent 

Table 17.-Motor vehicle utilization and mileage of highways in the five traffic sections 

Highway mileage Vehicle-mileage ·Per cent Per cent Average 
Highway system of total of total daily 

Miles Per cent Miles Per cent 
area population traffic 

Trunk-line system 
Traffic section! 

1. ................... 371.0 25.5 602.000 45.2 17.0 58.9 1.620 
2 ..................... 158.9 10.9 140.000 10.5 6.1 10.0 880 
3 ..................... 227.1 15.6 133.000 10.0 19.4 7.5 580 
4 ..................... 120.6 8.3 56.000 4.2 7.6 2.9 460 
5 ..................... 576.7 39.7 401.000 30.1 49.9 20.7 690 

Total. .............. 1.454.3 100.0 1.332.000 100.0 100.0 100.0 916 

State-aid system 
Traffic section: 

1. .................... 453.1 25.6 129.000 40.1 17.0 58.9 285 
2 ..................... 78.9 4.4 23.000 7.1 6.1 10.0 292 
3 ..................... 393.2 22.3 66.000 20.5 19.4 7.5 168 
4 ..................... 154.6 8.7 17.000 5.3 7.6 2.9 110 

·5 ..................... 690.3 39.0 87.000 27.0 49.9 20.7 126 

Total ............... 1.770.1 100.0 322.000 100.0 100.0 100.0 182 

Town-road system 
Traffic section: 

1 ..................... 2.723 28.1 109.000 41.1 17.0 58.9 40 
2 ..................... 842 8.7 34.000 12.8 6.1 10.0 40 
3 ..................... 2.777 28.7 55.000 20.8 19.4 7.5 20 
4 ..................... 692 7.1 14.000 5.3 7.6 2.P 20 
5 ..................... 2.654 27.4 53.000 20.0 49.9 20.7 20 

Total.. ............. 9.688 100.0 265.000 100.0 100.0 100.0 27 

All rura1 highwaya 
Traffic section: 

1 ..................... 3.547 27.5 840.000 43.8 17.0 58.9 237 
2 ..................... 1,080 8.3 197,000 10.3 6.1 10.0 182 
3 ..................... 3,397 26.3 254,000 13.2 19.4 7.5 75 
4 ..................... 967 7.5 87,000 4. 7.6 2.9 90 
5 ..................... 3,921 30.4 541,000 28.2 49.9 20.7 138 

Total ............... 12,912 100.0 1,919,000 100.0 100.0 100.0 149 
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of the area. In the remaining sections highway 
use is not in proportion to highway mileage. 
Section 3 has 15.6 per cent of the trunk-line 
mileage, . 10.0 per cent of the traffic, 19-4 per 
cent of the area and 7.5 per cent of the popula­
tion. Section 4 has B.3 per cent of the trunk-line· 
mileage, only 4.2 per cent of the traffic, 7.6 per 
cent of the area and 2.9 per cent of the popula­
tion. Section 5, with 39.7 per cent of the trunk­
line mileage, has 30.1 per cent of the traffic, almost 
one-half of the area of the State and 20.7 per 
cent of the population. 

The mileage and traffic on the State-aid and 
town-road systems in traffic section I, when com­
pared with the totals for these systems for the 
State are in approximately the same ratio as is 
foutid for the trunk-line system. Traffic section 
2 has only 4-4 per cent of State-aid mileage and 
7.1 per cent of the traffic on the State-aid system, 
as compared with 10.9 per cent' and 10.5 per cent 
respectively on the trunk-line system. In traffic 
section 5 the mileage and traffic on the town-road 
system is considerably below the proportions of 
the trunk-line and State-aid systems found in this 
section. 

The lower percentages of town roads and town­
road traffic in this section is explained by the 
large undeveloped areas with no town roads. The 
trunk-line roads in this section carry a large vol­
ume of foreign traffic and traffic originating in 
other' sections of the State. 

The State-aid system as shown in Table 17 
includes the present improved State-aid roads not 
on the trunk-line system and a comparatively 
large mileage of present unimproved roads which 
connect these State-aid sections and form a con­
tinuous highway system. 

, . The traffic on the improved sections of this 
system was considerably greater than on the un­
improved sections. In traffic section I, average 
traffic on the imprOVed sections was 369 vehicles 
per day and in section 2, 356 vehicles per day, 
while on the unimproved mileage it was only 146 
vehicles per day. In the remaining sections, 
traffic on the improved mileage averaged 171 ve­
hicles per day and on the unimpro.,d sections B4 
vehicles per day. The selected connections of the 
State-aid system greatly exceed the roads of the 
town system in traffic. In traffic sections I and 2, 
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where average traffic on the State-aid connections 
was 171 per day, traffic on the town-road system 
was 40 per day. In sections 3, 4 and 5, the 
average traffic on State-aid connections was B4 
vehicles per day, and traffic on the town-road 
system was 20. 

The distribution of vehicle-miles on the three 
highway systems by truck-miles and passenger 
car-miles is shown in Table lB. 

The proportion of motor-truck and passenger­
car traffic varies considerably in different sections 
of the State. These \'ariations for the trunk-line 
and State-aid systems a~e shown in Table 19. 
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Table lB.-Motor truck and passenger car utilization of the three highway systems 

Vehicle-miles Percentage of total Percentage of vehicle-
vehicle--miles miles on system 

System 

Motor Passenger Total Motor Passenger Total Motor Passenger Total 
trucks cars trucks cars trucks cars 

'------------
Trunk-line ..•.. 73,500 1,258,500 1,332,000 59.3 70.1 69.4 5.5 94.5 100.0 
State-aid ....... 27,700 294,300 322,000 22.4 16.4 16.8 8.6 91.4 100.0 
Town-road .... . 22,700 242,300 265,000 18.3 13.5 13.8 8.6 91.4 100.0 

Total.. ...... 123,900 1,795,100 1,919,000 100.0 100.0 100.0 6.5 93.5 100.0 

Table 19;-Passenger car-miles and ·motor truck-miles on the trunk-line and State-aid highway 
systems in the five traffic. sections 

Per cent of total Per cent of vehicle-
Motor Passenger Total vehicle-miles miles on system 

Traffic oectioo truck- car- vehicle-. miles miles mil .. 

Motor '1 passengei Motor I Passenger I Total Total 
trucks cars trucks cars 

Trunk-line system 

1. ...... : ..... 35,000 567,000 602,000 47.6 45.1 45.2 5.8 94.2 100.0 
2 ...•......... 9,000 131,000 140,000 12.3 10.4 10.5 6.4 93.6 100.0 
3 ............. 8,700 124,300 133,000 11.8 9.9 10.0 6.5 93.5 100.0 
4 ...........•. 3,800 52,200 56,000 5.2 4.1 4.2 6.8 93.2 100.0 
5 ............. 17,000 384,000 401,000 23.1 30.5 30.1 4.2 95.8 100.0 

Total.. ...... 73,500 1,258,500 1,332,000 100.0 100.0 100.0 5.S 94.5 
.-

100.0 .. 
State-aid system 

I. ............ 10,800 118,200 129,000 39.0 40.1 40.1 8.4 91.6 100.0 
2 ...........•. 1,900 21,100 23,000 6.9 7.2 7.1 8.3 91. 7 100.0 
3 ............. 5,800 60,200 66,000 20.9 20.5 20.5 8.8 91.2 100.0 
4 ............. 1,800 15,200 17,000 6.5 5.2 5.3 10.6 89.4 100.0 
5 .......•..... 7,400 79,600 87,000 26.7 27.0 27.0 8.5 91.5 100.0 

-----------I-----
Total. ....... 27,700 294,300 322,000 100.0 100.0 100.0 8.6 91.4 100.0 

(l'--
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The trunk-line system. carrying 69.4 per cent 
of the total traffic on rural highways, carried 70 . 1 

per cent of the passenger car mileage, but only 
59·3 per cent of the truck mileage. On the other 
systems the proportion of truck-mileage is cor­
respondingly higher than the passenger car-mile­
age. This variation reflects the use of the trunk­
line system by pleasure traffic and by foreign 
traffic. Traffic on the State-aid and town systems 
is more local in nature. On the trunk-line sys­
tem motor truck traffic composed only 5.5 per cent 
of the total traffic. On the State-aid and the 
town-road systems, 8.6 per cent was motor truck 
traffic. This approximates closely the proportion 
of truck traffic found on roads in other States 
which do not have an abnormal volume of long 
distance and foreign passenger car traffic, and the 
difference in the proportions between the trunk­
line system and other systems rim therefore be 
attributed to such traffic. 

Traffic section 5, with 30. I per cent of total 
traffic, had only 23.1 per cent of the motor truck 

Whil. Hors. L.dg. anti Mirror Lak., Nor'" Co,ulla:1 

traffic of the trunk-line system, and in this section 
only 4.2 per cent of total traffic was truck traffic. 
This section, because of its resort areas and small 
local population and traffic, has the largest propor­
tion of long-distance and foreign passenger car 
traffic. In comparison, the traffic on the State-aid 
system is more representative of local conditions 
and the truck traffic forms twice as great a per­
centage of the total on the system as is the cese 
on the trunk-Hne. system. Traffic section I is 
traversed by a large part of the traffic from the 
area south of New Hampshire destined to the 
mountain section, and 5.8 per cent of the traffic 
on the trunk lines in the section was composed 
of trucks. This section is the principal jndustrial 
area of the State and the trucking developed 
locally offsets to some extent the large volume of 
through passenger car traffic on its main routes. 

There is a large volume of traffic using the 
trunk-line highways in the low population areas 
of New Hampshire which originates outside of 
these areas. This presents a difficult problem in 
financing the ~equired improvement of highways, 
particularly in the northern part of the State 
(traffic section 5). The State-aid method of 
financing involves comparatively large contribu­
tions from the local units and places a heavy 
burden on areas of low population and small 
wealth. The improvement of the principal traffic 
routes in these areas, because of the large volume 
of non-local traffic. is a function of the State. 



COMPOSITION OF HIGHWAY TRAFFIC .~ 
Passenger Cars 

THE comparative use of the trunk-line sys­
tem by vehicles of New Hampshire and for­
eigo registration, by dty and farm-owned 

vehicles, and by various other classes of vehicle 
use can be expressed accuratdy in ~ehicle-miles.· 

The total passenger car use of the trunk-line 
highway system on an average day during the 
traffic survey was 1,258,500 passenger car-miles~ 
The comparative use of the system by New 
Hampshire and foreign cars, dty and farm­
owned cars, cars on touring or non-touring trips, 
and by cars used primarily for either business or 
pleasure purposes, is shown 'in 'fable 20. 

Traffic of foreigo passenger cars" amounted to 
634,100 vehicle-miles per day, or 51.1 per cent of 
the total passenger car use of the trunk-line sys­
tem, as shown in Figu"e 24. 

Traffic of farm-owned passenger cars com­
prised 6.1 per cent, and city-owned passenger car 
traffic 93.9 per cent of the total passenger car 
traffic on the trunk-line system as shown in Fig­
lire 25. 

Farm-owned passenger car traffic forms a very 
small part of the total traffic on the principal 
traffic routes. On light-traffic routes not adja­
cent to centers of population this class forms a 
larger part 'of the total traffic as would be expected. 

f The various types of traffic as used in this and the 
following section arc defined as follows: 

State of registration. 
New Hampshire includes traffic of all vehicles regis~ 
ter~ iJ? New Hampshire. 

FlWetgn mcludes traffic of all motor vehicles not 
registered in New Hampshire. 

Place of ownership. 
Farm includes traffic of all motor vehicles owned 

. by ,persons residing on farms. . 
Clly lDcludes traffic of all m'otor vehicles owned by 

persons residing in cities. villages or urban areas. 
Type of usage. 

Business ,indicates that the car on the trip recorded 
was bel!1g ,used for business purposes. 

Pleasure .mdicates that the car on the trip recorded 
;o~~s~emg used for pleasure or recreational pur-

Type of trip. 
Tonrinf{ includes al~ tril?s of more than one day's 
duratl~ taken prlRlaflly for recreation. 

N on-tou"ng includes all other trips 
Type of trucking. . 

F or h;r~ includes il;ll trucks engaged in hauling com-
I moc;htles ,on a contract or tariff basis. 

For diSCUSSIOn of distribution of foreign passenger 
car traffic see pages 31 and 32 and Figure II. 

Touring traffic was 8.6 per cent of total passen­
ger car traffic on the trunk-line highways~ It is 
largely of foreigo registraiion and is found princi­
pally on the main through routes and routes lead­
ing to points of historic and scenic interest. 

Approximately three-fourths of the passenger 
car traffic on the trunk-line highways is made up 
of cars used for pleasure and recreational pur­
poses. The major part of this traffic is found on 
the main through routes of travel, the scenic 
routes, and the rOlltes in the resort areas. 

The different types of passenger car traffic 
vary greatly in length of trip. The distribution 
of each type of traffic by length of trip is shown 
in Table 21. 

Of total passenger car traffic, approximately 
one-third is made up of cars traveling less than 
20 miles per trip, one-half of cars traveling less 
than 50 miles per trip, and one-tenth of cars 
traveling over 200 miles per trip. 

Of trafljc composed of New Hampshire cars, 
over 50 per cent is made up of cars traveling less 
than 20 miles per trip, and more than threc­
fourths of cars traveling less than 50 miles per 
trip. 

Foreign traffic on New Hampshire highways is 

Table 20.-Composition of passenger car traffic 
on the trunk-line system' 

Type of 
passenger car traffic 

State of registration: 
New Hampshire."., , 
Foreign ... ,.,', .. ,' . 

Place of ownership: 
City .............. .. 
Farm .............. . 

Type of trip: 
Touring ............ . 
Non-touring . ....... . 

Type of usage: 
Business ........... . 
Pleasure. ' .......... . 

Daily 
passenger 
car-miles 

615,400 
643,100 

1,181,700 
76,800 

108,200 
1,150,300 

309,600 
948,900 

Per cent 
of daily 

passenger 
car-miles 

.< 
48.9 
51.1 

93.9 
6.1 

8.6 
91.4 

24.6 

iJ4 
AU types .•...... 

1 

1,258,500 100.0 
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principally long-distance travel. Only 12.3 per 
cent of fqreign traffic is made up of cars travel­

-ing less than 20 miles per trip. 17.5 per cent of 
cars traveling over 200 miles per trip. and over 
So per cent of cars traveling over 100 miles per 
trip. 

Traffic of farm-owned cars is primarily local 
in movement as almost 90 per cent is made up of 
cars traveling less than 20 miles per trip. and 70 

per cent of cars traveling less than 10 miles per 
trip. . 

Business traffic is also primarily short-trip 
traffic. as over So per cent travel less than 20 

miles. and almost three-fourt\!s travel less than 
50 miles. 

The distribution by length of trip as shown in 
Table 21 represents total trip mileage from point 
of origin to point of destination. which. particu­
larly for long distance traffic. includes a consider­
able mileage on highways of adjacent States. 
The average total trip-mileage and trip-mileage 
on highways of New Hampshire for each type of 
passenger car traffic are shown in Table 22. 

The average number of miles traveled on 
New Hampshire highways per trip by cars of 
foreign registration is more than double that of 

'" ~ 
~ 
::3 
eo: 
'-" 
i5 . '" '" <f 
~ 
0-
:z 
~ 
:5 
"-

90 90 
sal o NEW HAMPSHIRE 

75 7S 

i - -, FOREIGN L_...J 

80 80 

51.1 ••• r, 
4S - r-1f--

I 
4, 

I 
I 

30 - --1~ 
I 

30 

I 

IS 

I 
I----- ~j-- 10.9 

IS 

I r, 
I I I 
I I I 

0 0 
~SSEHGER CARS MOTOR TRuCKS 

Fit. 24.-cOMl'tJri$O. 01 N"" H"""slll, • .. 4 lor';,. 
trQffie •• II,. ". •• It·Ii •• IIit"tlHqs 

~ 
;0 

'" ~ 
'" ~ 
::; 
~ 
0 
0-
Z .., 
u 

:5 
"-

New Hampshire cars. The average use of New 
Hampshire highways per trip by city-owned cars 
is four times that of farm-owned cars. and that of 
cars used for pleasure or recreational purposes 
double that of cars used for business purposes. 
Cars used for pleasure or recreational purposes 
also ca";y a larger number of passengers per car. 

Motor Trucks 
Motor truck traffic on the trunk-line system 

amounted to 73.500 truck-miles daily during the 
period of the survey. The distribution of this 
traffic according to New Hampshire and foreign 
registration. type of trucking. and place of truck 
ownership is shown in Table 23. The proportion 
of foreign truck traffic is much lower than that of 
foreign passenger car traffic. As shown in Table 
23 and Figure 24. the daily traffic of foreign 
trucks was 10.9 per cent of the total truck traffic. 

Foreign trucks operate principally on the main 
routes of travel near the southern State boundary. 
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Table 21.-Distribution of passenger car traffic by length of trip' 

Type of _gel' car tralIic 

TripI miles 

Total New Foreign City Farm Touring Non- Busin... Pleasure 
Hampshire • touring 

-------)----------------' -.------
Per cent Per cent Per cent Per cent Per cent Per cent Per cent Per cent Per cent 

Less than 10 .......... 18.7 32.1 6.3 
10- 19 .............. 14.4 23.5 6.0 
20- 29 .............. 6.4 8.8 4.1 
30- 39 .............. 6.1 7.3 4.9 
40- 49 .............. 4.5 5.2 3.9 
SO- 59 .............. 5.0 5.4 4.6 
60- 69 .............. 4.5 4.2 4.8 
70- 79 .............. 3.6 2.3 4.8 
80- 89 .............. 3.7 2.5 4.8 
90- 99 .............. 2.8' 1.8 3.8 

100-149 .............. 14.5 4.6 23.7' 
150-199 .............. 6.3 1.5 10.8 
200-299 .............. 4.5 0.6 8.1 
300 and over ......... 5.0 0.2 9.4 

Total .......... 100.0 100.0 100.0 

• Based upon a total of 9,089 cars. 

Table 22.-Average mileage per trip and aver­
age passenger per car for various types of 
passenger car traffic 

Type of traffic 

State of registration: 
New Hampshire •.. 
Foreign ........... 

Place or ownership: 
City ............. 
Farm ............ 

Type of trip: 
Touring ......... . 
Non-touring . ..... 

Type of usage: 
Business ......... . 
Pleasure ......... . 

Average mileage 
per trip' Average 

I----,----Inumher of 

On New passengers 
Total Hampshire per car 

highways 

34 27 2.8 
137 64 3.0 

89 48 2.9 
13 12 2.3 

370 112 . 3.3 
68 39 2.9 

40 27 \ 1.9 
106 52 3.2 

1 Averages shown are the arithmetic mean of trip-mileage 
of cars observed. 

17.6 70.3 0.0 20.0 32.3 13.4 
14.3 18.5 0.0 15.4 21.6 11.6 
6.5 2.0 0.0 6.8 6.0 6.5 
6.1 2.0 0.0 6.5 7.7 5.4 
4.6 0.5 0.0 4.8 5.7 4.1 
5.0 2.1 2.3 5.1 4.5 5.1 
4.6 1.0 1.2 4.7 3.7 4.8 
3.7 0.0 1.8 3.7 2.2 4.1 
3.8 .(1.0 1.0 3.9 2.6 4.2 
2.9 0.0 2.5 2.9 1.4 3.4 

14.8 3.6 12.3 14.6 8.5 16.9 
6.4 0.0 11.2 6.0 2.4 7.8 
4.6 0.0 17.0 3.7 1.1 5.9 
5.1 0.0 50.7 1.9 0.3 6.8 

100.0 100.0 100.0 100.0 100.0 100.0 

Table 23.-Composition of motor truck traffic 
on the trunk-line highway system 

Type of 
truck traffic 

State of registration: 
New Hampshire ...... 
Foreign ............ . 

Type' of trucking: 
For hire ............. 
Other than for hire ... 

Place of ownership: 
City •.•...........•. 
Farm ............... 

Total ........... 

Average 
daily 

truck-miles 

65,500 
8,000 

12,700 
60,800 

65,100 
8,400 

73,500 

Per cent of 
total dail)' 
truck-miles 

89.1 
10.9 

17.3 
82.7 

88.6 
11.4 

100.0 

Except in this area, foreign trucking is largely 
limited to long-distance transportation of house­
hold goods. 

The use of the trunk-line highways by trucks 
operated for hire totals 12,700 truck-miles per 
day or 17.3 per cent of the total truck(f'ffic on 
these highways. Of the traffic of trucks operated 
for hire, 69 per cent is produced by trucks hired 
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on a contract basis and 3 I per cent by trucks 
transporting commodities on a tariff basis. 

The daily traffic of farm-owned trucks on the 
trunk-line system is 8,400 truck-miles, of 11.4 per 
cent of the total truck traffic on these highways, 
as shown iii Figure 25. 

Table 24 shows that motor truck traffic is pri­
marily a local and short-haul movement. 

Over one-half of the total motor truck traffic 
on the trunk-line highways is made up of trucks 

Table 24.-Distribution of motor truck traffic 
by length of trip' 

Trip-miles 

Less than 10 ............ .. 
1(}-19 .................... . 
2(}-29 .................... . 
3(}-39 ................... .. 
40-49 .................... . 
5(}-59 .................... . 
60-69 ................... .. 
7(}-79 .................... . 
8(}-89 .................... . 
9(}-99 ................... .. 
100 or ov~r ............... . 

Total. ............. . 

Motor trucks 

Per cent 
28.5 
24.7 
10.5 
7.2 
5.4 
8.1 
4.1 
2.3 
2.4 
1.5 
5.3 

Net tons 

Per cent 
25.6 
21. 7 
9.4 
6.2 
6.6 

10.7 
6.1 
3.1 
2.5 
2.2 
5.9 

1----1----
100.0 100.0 

1 Based on 3,906 loaded trucks. 

traveling less than 20 miles per trip, and' over 
three-fourths of trucks traveling less than So 
miles. Only 5 per cent is made up of trucks 
traveling 100 or more miles per trip. 

Of the total net tonnage transported by motor 
trucks, 47.3 per cent is hauled less than 20 miles 

. and 62.9 per cent less than 40 miles. The fact 
that 70.9 per cent of the truck traffic moving less 
than 40 miles per trip includes only 62.9 per cent 
of the net tonnage indicates smaller capacities and 
lighter loading for the short hauls. Trips of So 
miles or more include 23.7 per cent of the truck 
traffic and 30.5 per cent of the net tonnage. 

The distribution by length of trip, as shown 
in Table 24, represents total trip from point of 
origin to point of destination, which, particularly 
for the longer trips, includes the mileage traveled 
on highways of adjacent States. The average 
total trip-mileage and trip-mileage on highways 

of New Hampshire, together with average gross 
weight and average weight of cargo per truck, is 
shown in Table 25. 

The average mileage on New Hampshire high­
ways per trip by foreign trucks is almost double 
that of New Hampshire trucks. Foreign trucks 
are, on the average, considerably heavier than 
trucks registered in New Hampshire and carry a 
larger average cargo. 

Table 25.-Average mileage per trip and 
average weights per loaded truck 

Average mileage Average weight 
per trip 1 

Type of truck traffic 
New 

Total Hampshire Cargo Gross 
highwaya 

I---

Pouoda Pounda 
State of registration: 

New Hampshire ... 23 18 2,790 7,310 
Foreign ......... . 67 32 4,210 9,760 

Type of trucking: 
For hire .......... 40 23 5,470 11,840 
Other thaD for hir •. 28 20 2,540 6,910 

Place of ownership: 
City ............. 32 22 3,170 8,030 
Farm ............ 14 11 1,430 4,290 

I Averages are the arithmetic mean of trip-mileage of 
trucks observed. This average is influenced by the reJaM 

tive1y small number of long trips, but provides a reliable 
basis for comparing the various types of traffic. 

There is no considerable difference in the trip 
mileage on New Hampshire highways by trucks 
operated for hire and other trucks. The average 
gross weight of the trucks operated for hire is 
greater than that of other trucks and the weight 
of cargo is more than double that of other trucks. 
These variations indicate the use of larger ca­
pacity trucks by operators for hire and also load­
ing more nearly to capacity in this type of truck­
ing. 

Traffic of farm-owned trucks is made up of 
short-haul movements of small-capacity trucks. 
The average trip-mileage of farm-owned trucks 
is only half that of city-owned trucks, and the 
aVerage cargo weight is less than half that of city­
owned trucks. 



HIGHWAY TRAFFIC ,AND POPULATION 

H IGHWAY traffic is primarily the result I 
of local' transportation. However, on 
routes se~ng a large volume of through 

traffic, the proportion of local traffic is correspond­
ingly lower, and on the main routes in unde­
veloped areas of low population local traffic be:" 
comeS secondary to foreign traffic. On the trunk­
line system of New Hampshire 63.7 per cent of 
the truck traffic is composed of trucks traveling 
less than 30 miles per trip. Of the traffic of pas­
senger cars registered in New Hampshire, 64.4 . 
per cent is made up of cars traveling less than 30 
miles per trip. Including passenger car traffic of 
foreign registration, whic.-h comprises slightly over 
50 per cent of the total passenger car traffic, 39.S 
per cent is made up of cars traveling less than 30 
miles per trip. Over 60 per cent of the truck 
traffic and of traffic of passenger cars registered 
in New Hamps~re is produced within 30 miles 
of the highway used by such traffic. Traffic may, 
therefore, be expected to vary closely with popu­
lation and motor vehicle ownership in the area. 
In the areas where foreign traffic is predominant 
the correlation between traffic and population will . 
be less pronounced. 

The five traffic sections into which the State 
has been divided according to distinguishing 
characteristics have already been described.6 

Traffic section I includes the relatively densely 
populated and industrial area of southeastern 
New Hampshire. Section 2 includes the second­
ary industrial section of the State located along 
the Connecticut River valley and extending east­
ward to include Keene and Peterboro. Section 3 
includes ' the area lying between the Merrimack 
and Connecticut River valleys. Section 4 . in­
cludes the sparsely populated and undeveloped 
area located south of Lake Winnepesaukee,:. Sec­
tion 5 includes the counties of Carroll, Coos, and 
Grafton. With the exception of the cities and 
villages of lJerlin, Conway, Gorham, Hanover, 
Haverhill, Lancaster, Lebanon and Littleton, this 
area is largely undeveloped and' very sparsely 
populated. 

• See Figure 9 and page 29. 
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The relationship between traffic and population 
is shown in Figure 9· The greater density of 1 
traffic in and adjacent to the area of d'ensest popu­
lation is evident. · The distribution of population ' 
as shown in Figure 9 is summarized in Table 26. 

Rout. U. S. 3 liefif' Laconia. MoJi'ultl asphall 
. const,.uction 

Only 7.4 per cent of the area of the State has 
a popUlation of over 100 per square mile, and 
59.8 per cent of the poulation resides in this area. 
Two-thirds of the area of the State has a popUla­
tion of less than 25 persons per square mile and 
in this area only 14.4 per cent of the population 
resides. ' 

In traffic section I, 30 per cent of the area has 
a popUlation of 100 or more per square mile, and 
in this area 83.9 per cent of the pO'p'~lation re­
sides. Less than one per cent of the population 
is included in areas of less than 25 persons per 
square mile. In 'traffic section 2, popUlation in 
areas of less than 25 per square mile is also 
small. 

Traffic section 4 has no area with 100 or more 
persons per square mile. and 90 per cent of the 
area has less than 25 persons per square mile. 

A comparison of area, population. rnotor vehicle 
registration, highway rnileage and high.£iy traffic 
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Table 26.-Area' and population of the five traffic sections of the State classified by density of 
population per square mile in 1920 

Per cent of area having population in 1920 
per square mile of 

Per cent of population residing in areas having 
a population in 1920 per square mile of 

Traffic section 

Oto24 25 to 99 100 and over o to 24 25 to 99 100 and over 

I .................. 9.2 60.5 30.3 0.9 15.2 83.9 
2 .................. 22.6 62.9 14.5 4.3 48.8 46.9 
3 .................. 77.4 22.2 0.4 54.7 41.2 4.1 
4 .................. 90.0 10.0 ............... 74.2 25.8 . ............. 
5 .................. 83.4 14.1 2.5 35.0 39.3 25.7 

Total. ....... 66.4 26.2 7.4 14.4 25.8 59.8 

'Area computed from fand area by towns as compiled by New Hampsbire State Forestry Department, 1924. 

in the five traffic sections of the State is shown 
in Table 27. 

Traffic section I, with 17.0 per cent of the area 
of the State, approximately one-fourth of the 
road mileage, nearly 60 per cent of the population 
and over 50 per cent of the ·motor vehicle regis­
tration, has approximately 45 per cent of total 
highway traffic. In contrast with this area, traffic 
section 5 has approximately 50 per cent of the 
area of the State, 30 per cent of total highway 
mileage, 40 per cent of trunk-line mileage, 20 

per ce'1t of the population, 22 per cent of the 
motor vehicles, and 28 per cent of the total 
traffic. The relatively small mileage of highways 
in this section is apparent. Traffic sections I, 2 

and 3 have approximately two miles of highway 
per square mile of area, while section 5 has less 
than one mile of highway per square mile of 
area. 

The traffic characteristics of these sections as 
indicated by the data shown in Table 27 is sum­
marized as follows: 

I. Traffic section I, with over one-half of the 
population and motor vehicles of the State 
in 17.0 per cent of the area, forms the most 
important traffic area of the State. The 
local traffic originating in the area is large, 

. and to this is added the through traffic on 
the main routes. Loca1 traffic on these 
routes is large in volume and through traffic 

does not therefore increase the cost of high­
way service to the same degree as it does 
in the sections having a small volume of 
local traffic. This section is increasing 
slowly in population and local traffic may 
therefore be expected to continue to in­
crease. The principal demand for high·type 
improvements to meet traffic requirements i. 
and will continue to be largely in this section. 

2. Traffic section 2 is somewhat similar to sec­
tion I, but is smaller in area and less highly 
developed industrially. It is increasing in 
population more rapidly than any other sec­
tion, and the demand for highway improve­
ments may, therefore, be expected to in­
crease more rapidly during the immediate 
future. 

3. Traffic section 3 is decreasing in population 
and has a present low level of traffic. Local 
traffic will increase "ery slowly and the prin­
cipal need for improvements will.be on 
routes carrying through traffic between other 
sections and the connection of the present 
improved sections. 

4- Traffic section 4 is small in area, low in 
present population, and decreasing in popu­
lation more rapidly than any other section. 
This section is traversed by few through 
routes and traffic will continue to be rela­
tively small. 
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5. Traffic section 5 has a low present popula­
tion which is increasing slowly, but the in­
crease is limited to a very few towns and 
cities. Approximately 5S per cent "of the 
entire population of the area is located in 
Berlin city and the II largest towns in the 
section. Except in the immediate vicinity 
of these towns local traffic is very smal1 and 

will continue to remain proportionately 
small in volume. Through traffic is of great 
importance on the trunk-line system and 
will increase with the further development 
of recreational resorts in this area. These 
routes will require higher type improve­
merrts as traffic increases. 

FORECAST OF HIGHWAY TRAFFIC 

S· INCE no adequate historical series of traffic 
records are available in New Hampshire. 
it is impossible to forecast traffic directly 

upon past highway traffic trends. Traffic counts 
were made by the New Hampshire Highway De­
partment in 1918 and I922. but the location of 
observation points was not in dose enough agree­
ment with those of the 1926 survey to permit an 
accurate comparison of traffic increase. 

In States where historical series of traffic rec­
ords are available, highway traffic and motor 
vehicle registration have been found to increase 
at equal rates. A comparison of highway traffic 
and motor vehicle registration in Maine, Mary­
land, Massachusetts, Michigan, and Wisconsin 
is shown in Figure 26.' 

In these States highway traffic ",and motor 
vehicle registration have increased at approxi­
mately equal rates. despite variations in geo­
graphic location, industrial development, popula­
tion density, and rates of population increase. 
New Hampshire varies from these States with 
respect to traffic growth principally in the volume 
of foreign traffic on the more important high­
ways. The proportion of foreign traffic on New 
Hampshire highways was recorded during the 
traffic counts of 1918 and 1922. A comparison 
of these data with traffic records on the same 
routes obtained during the 1926 survey indicates 
that foreign traffic was 41 per cent of the total 

r For detailed presentation of highway traffic and 
motor vehicle registration data in these · States see "Re­
port of a Survey of Transportation on the State High­
way System of Connecticut," 1926; "The Maine Highway 
Transportation Survey," Public Roads, vol. 6, No. J, 
May, 1925; and "Report of a Survey of Transportation 
on the State Highway System of Ohio," 1927. 

in 1918, 40 per cent of the total in 1922, amI 
48 per cent of the total in 1926.8 

Bird', •• y. me. of B".U,., ,,,, .Oflre, 
IDeal ITal/ic iff "D""eNI N ftII H lim p,";r, 

These data indicate that foreign traffic is in­
creasing slightly more rapidly than local traffic, 
and that a forecast of total traffic based on motor 
vehicle registration in the State would be con­
servative, and for a short period of years would 
represent total traffic with reasonable accuracy. 
. Motor vehicle registration can be predicted on 
the basis of exact records available since 1913. 
The increase in motor vehicle registration is a 
function of two \'ariabJ~s, (I) the increase in 
popUlation, and (2) the increase in ownership 
and ~e of motor vehicles in proportion to popu­
lation, measured by the number of persons per 
motor vehicle. 

• In Vermant. which abo has a large volume of foreign 
traffic. such traffic at J2 comparable points was found 
to be ,18.1 per cent of the total in 19Z4. and 38.6 per 
cent of the total in 1926. 
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IU6I4WAV TRAFFIC 

"GTOR vtHICI.E R[GISTIIA.TlON 

IID1"[ ' SINCE 'IlIE t1ASIUTUDE$ IIIVOLVED IN THE 
OAT;' VARY GREATLY, TIlEY "AVE 8EEM PLOTT~D 
011 1.06MIllIMIC SCAI.ES. TKE RESULTlIIG 
CURVES "AVE 8tEli MOVED VERTICALLV 
TO P[RHrf EASY COMPARISON OF TMt 
RATtS OF INCREASE OF TRAfFIC 
AND RE&STRATION IN THE 
SEVERAL STARa. 

'tEARS 

Fig. 26.-Tr""th of llighflfltty tra{fie tmd motor 'D~h;eie 
"~gilStrDlU)l' i. MassaehrUBl'$, Mar'Y/tlffd, Mol"e, Wis~ 
cOIISi. lIfId MkJ.igtlll. . 

Population, motor vehicle registration and per­
sons per car from i913 to 1926, and extensions to 
1936, are shown in Table 28. The persons per 
car for each year from 1913 to 1926, and the ex­
tension of the trend to 1936, are shown in .Fig­
ure 27. 

The trend of motorvehide registration in New 
Hampshire from 1913 to 1926. inclusive, indi-
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cates an increase in registration of 52.1 per cent 
between 1926 and 1931, and of 37.5 per cent be­
tween 1931 and 1936. or an increase of 109.1 per 
cent for the ten-year period from 1926 to 1936.0 

Reinforced co"cI'.'e bridge al P.mbrolrll 10"'. Ii". 
0" Route U. S. 3 

These rates of increase will apply to the State 
as a whole. In sections of the State the rate of 
increase. will vary with the local rate of popula­
tion change and with the tate of change in per­
sons per car. 

• Based on actual registration in 1926, which 'is the 
measure of traffic' for this year, and estimated registra­
tion in 1931 and 1936. 

ACTUAl PERSONS PER CAR 
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Table 28.-Comparison of population and the number of motor vehicles in the State of New 
Hampshire 

Registration of motor vehicles PersoDs per car 
Population 1 

(hundreds) 
Year (hundreds) 

Actual Estimated Actual Estimated 

1913 ................ 4,347 82 81 52.8 53.5 
1914. ............ 4,360 96 104 45.6 41.7 
1915 ............. 4,373 134 132 32.5 33.1 
1916 .. ............... 4,386 175 166 25.0 26.4 
1917 .. ............ 4,399 223 206 19.8 21.3 
1918 .. ................... 4,412 248 252 17.8 17.5 
1919 .. ................... , 4,424 316 305 14.0 14.5 
1920. .. , .............. 4,437 347 366 12.8 12.1 
1921 , ...................... 4,450 420 435 10.6 10.2 
1922. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4,463 484 512 9.22 8.73 
1923_ ....................... 4,476 596 597 7.51 7.50 
1924. ••••••••••••• r.' ••• 4,489 709 690 6.33 6.50 
1925 .. ..................... 4,502 815 793 5.52 5.68 
1926. 4,515 890 904 5.07 5.00 
1927 ......... ............. 4,527 989 4.58 
1928 .. 4,540 1,077 4.22 
1929 .. .................. 4,553 ,., ........... 1,168 .............. 3.90 
1930. ." .......... 4,566 1,261 3.62 
1931. . . . . . . . . . . . . . . . 4,579 1,354 3.38 
1936 .. ..................... 4,643 1,861 2;50 

1 Population as of July 1, each year. For the years 1913 to 1923, inclusive, the populations given are Bureau of CeIllU. 

estimates. Those for the years 1924 to 1936, inclusive, are extensions by method used by the Bureau of the Census. 

To determine the relative rate of change in 
persons per car in areas of varying population 
density and varying rates of population change, 
an analysis was made of motor vehicle registra­
tion by towns for the years 1922 to 1925, inclu­
sive. A summary of this analysis is shown in 
Table 29. 
. Despite variations in population density, popu­
lation trends and present persons per motor ve­
hicle, the rate of decrease in persons per motor 
vehicle remains practically unifonn. Variations 
in the rate of motor. vehicle increase in different 
sections of the State are, therefore, produced by 
variations in the rate of population change. 

Consideration of the rates of population change 
in the town groups shown in Table 29 in con­
junction with the anticipated decrease in persons 
per motor vehicle results in estimated rates of in-

crease in motor vehicle registration, as shown in 
Table 30. 

The rates of motor vehicle increase as shown 
in Table 30 may be expected to measure the rate 
of increase in local traffic on the routes in these 
areas. On routes which carry relatively large 
volumes of traffic originating outside the local 
area, the increase in traffic may. be expected to be 
greater than the increase in local motor vehicle 

registration. 
These rates of increase ill registrations have 

been applied to the traffic 011 routes within each 
area, except in cases of routes carrying a large 
volume of through traffic. In such cases the rate 
of increase applicable to a larger. area which in­
cludes the principal sources of traffic on such a 

route, has been used. 
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Table 29.-Comparison of the rate of decrease in persons per car by sections of the State, 
1922 to 1925 

Town group 
Populatiop per 

square mil. 
1920 

1....................... 6-24 
11...................... 25-99 
Ill..................... 100 and over 
State .................................. . 

Population 
increase 

1910 to 1920 

-11.7 
-1.4 

9.3. 
2.9 

Table 30.-Estimated rates of increase in 
motor vehicle registration in sections of the 
State • 

Town group 

Estimated increase in 
registration, per ceot 

1926 to 1931 1926 to 1936 

I ........................ . 
11 ....................... . 
111. ..................... . 
State .•...•............... 

39.1 
48.9 
56.1 
52.1 

73.5 
99.9 

119.2 
109.1 

Persons per motor vehicle Ratio of persons 
1------....,.-----1 per motor vehicle 

1922 

7.17 
7.54 

10.96 
9.22 

1925 

4.18 
4.45 
6.63 

. 5.52 

1925 to 1922 

0.583 
0.590 
0.605 
0.599 

The estimated traffic in I93I at each traffic 
survey station is shown in Appenejix U. 

Industrial and recreational resort development, 
as well as changes affecting the present highway 
system as to location of routes, routing of traffic, 
and condition of improvement,. will influence 
traffic on short sections of highway, and it is not 
expected that the estimates of traffic in I93I and 
I936 will' in all cases reflect the actual traffic on 
each section of highway in these years, but it is 
believed that the estimates will reflect with rea­
sonable accuracy highway traffic on the trunk­
line highway system. 

TRAFFIC CLASSIFICATION OF THE TRUNK-LINE 
HIGHWAYS 

THE fundamental purpose of any highway 
improyement'is the provision of adequate 
. service for the volume and type of traffic 

which is using and will use each section of high­
way, and the guiding economic principle in the 
determination of the proper improvement for any 
section of highway is the selection of the type of 
improvement which will provide maximum traffic 
service at a minimum total cost, including capital 
costs, maintenance and repair costs, salvage value, 
and vehicle operating costs. 

The serviceability of a given type of improve­
ment is influenced greatly by soil, subgrade 
drainage, climatic and other physical conditions; 
and by design, quality of materials and construc­
tion methods; as well as by the volume and type 
of traffic and intensity of wheel loads. The de-

sign and type of surface selected for a given im­
provement should be that which will most eco­
nomically serve present and expected traffic under 
existing soil, subgrade, drainage, climatic and 
other physical conditions. 

To provide a basis for the establi§llment of a 
balanced program of highway improvement to 
meet traffic demands in New Hampshire a traffic 
classification of the trunk-line highways has been' 
established. In this classification consideration 
has been given to total present motor vehicle 
traffic and estimated traffic in I93I and I936, 
total truck traffic, and traffic of large capacity 
trucks. On the basis of these traffic data the 
trunk-line highways have been classifie<t;n three 
groups designated as major, medium and minor 
traffic routes. 
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Major traffic' routes include sections of high­
way carrying 1,500 or more motor vehicles, me­
dium traffic routes ~ose sections carrying be­
tween 500 and 1,500 motor vehicles, and minor 
traffic routes those sections carrying less than 500 
motor vehicles, except in the case of sections car­
rying an abnonnally large or small proportion of 
total trucks and large capacity trucks. In . these 
cases the classification has been modified to meet 
these abnormal traffic conditions. 

Bih,,,,i.oU$ ",actUlam sur/ac. Oil Roal. 10. Nol. 
D(I1'lmo"'" Colleg. rotUl ",,,,11"'$ 

The classification has · been made on the basis 
of observed traffic in 1926, and the estimated 
traffic in 1931 and 1936 is employed to indicate 
the probable classification in those years. 

Sections carrying more than 1,500 vehicles in 
1926 are classed as Major I sections, sections 
carrying less than 1,500 vehicles in 1926, but ex­
pected to carryover 1,500 vehicles in 1931, are 
classed as Major 2 sections, and sections carrying 
less than 1,500 vehicles in 1926 and 1931, but ex­
pected to carry more than 1,500 vehicles in 1936 
are classed as Major 3 sections. The latter 
groups, Major 2 and Major 3. are included in 
the major classification on the theory that pro-

. posed improvements on these sections may be 
. expected to carry in excess of i,500 vehicles dur­

ing all or a substantial part of the expected life of 
the improvement. 

The Medium I classification includes all sec­
tions carrying between 500 and 1,500 motor ve-

. hicles in 1926, exclusive of the sections included 
in the Major 2 and Major 3 cmssifications. The 
Medium 2 classification includes thoSe sections 
carrying less than 500 :vehicles in 1926 which are 

expected to carry more than 500 vehicles in 1931. 
This latter group is included in the medium 
classification on the theory that proposed im­
provements on these routes should be constructed 
to carry in excess of 500 vehicles, since the im­
provement will ' be required to carry this volume 
of traffic during a substantial part of its life pe­
t:iod. 

The minor classification includes aU routes 
carrying less than 500 vehicles in 1931. 'fhe 
sections of this group which are expected to 
carry in excess of 500 vehicles by 1936 are classed 
as Minor 1, and the remaining sections as Minor 
2. This differentiation is made principally to in­
dicate the more important of the minor-traffic 
routes and the routes which are potential traffic 
routes of some importance. These clas5es and the 
traffic Hmits of each class are summarized in the 
.following tabulation: 

. 

Average daily motor vehicles 
Traffic . 

classification 
1926 1931 1936 

Major 1 • • . • .. 1,SOOorover 1,500 or over I,SOO or over 
Major 2 ...... 5~1,500 1,500 or over 1,500 or over 
Major 3 ••••.. 500-1,SOO SOO-I,500 1,500 or over 
Medium 1 ..•• 500-1,500 500-1,500 500-1,500 
Medium 2 •••• lees than 500 S00-1,5OO 500-1,500 
Minor 1 •..•.. lees than 500 Ieee than 500 500-1,500 
Minor 2 .••.•. lees than 500 Ieee than 500 lees than 500 

The traffic classification for each section of the 
trunk-line system based upon these class limits is 
shown in Figure 28 and Appendix VI. 
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TRAFFIC 
CLASSIFICATION 

MaJo, - -MaJo, 

Medlum _ 

Mlnor - .. -

AVERAGE OAIL Y MOTOR VEHICLES 

1926 1931 1936 

1600 or over 1600 0' ove, 16000' ove, 
600-1600 16000' over 1600 or Over 
600-1600 600-1500 1600 or over 
600-1600 600-1600 600-1600 

Less than 600 600-1600 600-1600 
Less tha n 600 Less tha n 600 600-1600 
Less than 500 Less tha n 600 Less than 600 . 

TRAffiC DENSITY AND POPULATION SECTIONS 
(BOUNOARtES IN GRAY) 
1. Southeastern ' 

2. Southwest.rn 

3. Southwest.,n 

~. Southeastern 

6. Northern 

HIGHWAY SYSTEM 

Trunk line 

State aid 

State aid probable traffic connections 
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03 U S. Highway numb", 
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TRAFFIC CLASSIFICATION OF THE TRUNK-LINE SYSTEM 
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Major traffic' routes include sections of high­
way carrying 1,500 or more motor vehicles, me­
dium traffic routes those sections carrying be­
tween 500 and 1,500 motor vehicles, and minor 
traffic routes those sections carrying less than 500 
motor vehicles, except in the case of sections car­
rying an abnormally large or small proportion of 

. total trucks and large capacity trucks. In . these 
cases the classification has been modified to meet 
these abnormal traffic conditions. 

Bit"mi"o," maeaJtun surfae. o. Ro.t. 10. Not. 
Dartm"u,h Collet. rolMl marltn's 

The classification has been made on the basis 
of observed traffic in 1926, and the estimated 
traffic in 1931 and 1936 is employed to indicate 
the probable classification in those years. 

Sections carrying more than 1,500 vehicles in 
1926 are classed as Major I sections, sections 
carrying less than 1,500 vehicles in 1926, but ex­
pected to carryover 1,500 vehicles in 1931, are 
classed as Major 2 sections, and sections carrying 
less than 1,500 vehicles in 1926 and 1931, but ex­
pected to carry more than 1,500 vehicles in 1936 
·are classed as Major 3 sections. The latter 
groups, Major 2 and Major 3. are included in 
the major classification on the theory that pro-

. posed improvements on these sections may be 
. expected to carry in excess of i,soo vehicles dur­

ing all or a substantial part of the expected life of 
the improvement. 

The Medium 1 classification ineludes all sec­
tions carrying between 500 and 1,500 motor ve-

. hicles in 192<>. exclusive of the sections included 
in the Major 2 and Major 3 classifications. The 
Medium 2 cIassification includes thoSe sections 
carrying less than 500 !ehicles in 1926 which are 

expected to Carry more than 500 vehicles in 1931. 
This latter group is included in the medium 
classification on the theory that proposed im­
provements on these routes should be constructed 
t6 carry in excess of 500 vehicles, since the im­
provement will · be required to carry this volume 
of traffic during a substantial part of its life pe­
s:iod. 

The minor classification includes all routes 
carrying less than 500 vehicles in 1931. The 
sections of this group which are expected to 
carry in excess of 500 vehicles by 1936 are classed 
as Minor I, and the remaining sections as Minor 
2. This differentiation is made principally to in· 
dicate the more important of the minor-traffic 
routes and the routes which are potential traffic 
routes of some importance. These c1as~es and the 
traffic limits of each class are summarized in the 
.following tabula~ion: 

Average daily motor vehicles 
Traffic . 

classification 
1926 1931 1936 

Major 1. ..... 1,500 or over 1,500 or over 1.S00orover 
lvlajor 2 ••.••• S~1,500 1,500 or over 1,500 or over 
Major 3 •••••• SOO-I,500 500-1,500 1,SOOorover 
Medium I ••.• S~l,SOO ~1,SOO 500-1,500 
Medium 2 ••.. lese than 500 500-1,500 500-1,500 
Minor 1. ..... lese than 500 Ieee than 500 500-1,500 
M inor 2 ..•••. Ieee than 500 lese than 500 leM than 500 

The traffic classification for each section of the 
trunk-line system based upon these class limits is 
shown in Figure 28 and Appendix VI. 
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The mileage in each class is shown in Table 31 
and Figure 29. 

The distribution of these classification groups 
according to the five traffic sections of the State 
is shown in Table J2 and Figures 30, 31 and 32. 

Table 3l.-Traffic classification of New Hamp­
shire trunk-line highway system 

Traffic cIassilication Mil .. 

Major 1. ••••.•.•.••.••... 179.8 
Major 2 .......••...•..•... 102.4 
Maior3 .•.•••...•....•.•.. 319.9 

Total major ......... 602.1 

Medium 1. ..••..••........ 398.4 
Medium 2 .•.•......•...... 196.6 

Total medium ....... 595.0 

Minor 1 ................... 128.5 
Minor 2 ...••.............. 128.7 

Total minor .. ....... 257.2 

Total trunk-line highways ..• 1,454.3 

Per cent of 
total mil .. 

12.4 
7.0 

22.0 

41.4 

27.4 
13.5 

40,9 

8.8 
8.9 

17.7 

100.0 

The Major I classification includes 179.8 miles, 
or 12.4 per cent, of the total trunk-line mileage 
in the State. Of this mileage, ISS miles is loca\l!d 
in traffic section I. Over 40 per cent of the 
trunk-line highways in this section are in the 
Major I classification. 

The Major 2 classification includes 102.4 miles, 
or 7.0 per cent, of the total and the Major 3 classi­
fication 319.9 mileS, or 22.0 per cent, of the total. 
Approximately 600 miles, or 41.4 per cent, of the 
total trunk-line mileage, is expected to carry more 
than 1,500 vehicles per day by 1936. This mile­
age will include approximately seven-tenths of 
the trunk-line mileage in traffic section I, over 
six-tenths in section 2, three-tenths in section 5 
and two-tenths in sections 3 and 4. 

The Medium I group includes 398-4 miles, or 
27-4 per cent, of the total trunk-line mileage, and 
the Medium 2 group 196.6 miles, or 13.5 per cent, 
of the total. . 

The total trunk-line mileage carrying more 
than 500 vehicles per day in 1926 is, therefore, ap-

proximately 1,000 miles and the nrlleage expected 
to carry more than 500 vehicles per day in 1931 
is approximately 1,200 miles. The highways 
carrying more than 500 vehicles per dliy in 1926 
include approximately 80 per cent of the trunk­
line mileage in traffic section I, 85 per cent in sec­
tion 2, 65' per cent in section 3, 63 per cent in 
section 5, and 47 per cent in section 4. 

Of the mileage carrying in excess of 500 ve­
hicles in 1926, approximately 600 miles are carry­
ing more than 800 vehicles per day and approxi­
mately 400 miles between 500 and 800 vehicles 
per day. Of the 1,200 miles expected to carry 
more than 500 vehicles per day in.I931, approxi­
mately 175 miles will be'carrying between 500 
and 800 vehicles, and 1,025 miles over 800 ve­
hicles. 

Experience in New Hampshire indicates that 
when traffic exceeds approximately 500 vehicles 
per day, l1nder average physical. conditions or­
dinary gravel (without surface treatment) anct 
similar surfaces can not be economically main-· 
tained. Above that traffic density the type and; 
design requir~d is largely a function of th~ vol­
ume and type of traffic and the frequency of 
heavy wheel loads, the choice of types including 
bituminous treated types for the lower densities 
and the several. pavement types for the greater 
densities. 

If, on the basis of this experience, those sec­
tions of the trunk-line system which carried in 
excess of 500 vehicles per day in 1926 be consid­
ered as requiring a type of surface superior to 
untreated gravel, approximately 1,000 miles, or 
68.8 per cent, of the trunk-line system requires 
such surfaces. 

Comparison of this mileage with present im­
provements superior to gravel indicate the need! 
for an extensive improvement program. On July 
1, 1926, 217.8 miles of trunk-line highways were­
improved with surfaces of concrete, bituminous. 
macadam or modified asphalt, 87.2' miles: with 
waterbound macadam, 801 miles with surface­
treated gravel, and 103.2 miles with untreated 
gravel. 

Adequate traffic service requires the improve­
ment of the routes carrying more tha~oo ve­
hicles per day with surfaces superior to untreated 
gr~vel as soon as possible. The routes carryin~ 



60 SCRVEY OF TRANSPORTATION 

Table 32.-Traffic classification of the New Hampshire trunk-line highway system in the five 
traffic sections 

Traffic c1assi6cation Traffic section Total 

4 
Miles Miles Miles Miles Miles Miles 

M~ml ............................. 155.0 2.6 22.2 179.8 
Major 2 .............................. 50.3 28.8 10.9 5.3 7.1 102.4 
Major 3 .............................. 57.4 70.8 34.5 18.2 139.0 319.9 

Total major ..................... 262.7 99.6 48.0 23.5 168.3 602.1 

Medium!. .................. 37.0 35.4 99.0 33.6 193.4 398.4 
Medium 2 ............................ 22.5 8.0 20.9 14.0 131.2 196.6 

Total medium ................... 59.5 43.4 119.9 47.6 324.6 595.0 

Minor 1 ....... " ...... ,', ............. 14.3 13.6 39.5 19.6 41.5 128 . .5 
Minor 2 .............................. 34.5 2.3 19.7 29.9 42.3 128.7 

Total minor ..................... 48.8 15.9 59.2 49.5 83.8 257.2 

Total trunk-line system ......•... 371.0 158.9 227.1 120.6 576.7 1.454.3 

Per cent of mileage of eection 

Major!. ............................. 41.8 ........... 1.1 3.9 12.4 
Major 2 .............................. 13.5 18. I 4.8 4.4 1.2 7.0 
Major 3 .............................. 15.5 44.6 15.2 15.1 24.1 22.0 

Total major ..................... 70.8 62.7 21. I 19.5 29.2 41.4 

Medium 1: ........................... 10.0 22.3 43.6 27.9 33.5 27.4 
Medium 2 ............................ 6.0 5.0 9.2 11.6 22.8 13.5 

Total medium ........... : ....... 16.0 27.3 52.8 39.5 56.3 40.9 

Minor 1." ................. " ........ 3.9 8.6 17.4 16.2 7.2 8.8 
Minor 2 .............................. 9.3 1.4 8.7 24.8 7.3 8.9 

Total minor ..... , ........ , ...... 13.2 10.0 26.1 41.0 14.5 17.7 

Total trunk~line system, .... , .... 100.0 100.0 100.0 100.0 100.0 100.0 

Per cent of total mileage in each class 

Major 1 ........ , ......... ,', ......... 86.2 . . . . . . . ' . . . 1.4 . . . . . . . . . . . 12.4 100.0 
'Major 2 .. , .. , ... , .... ,., ............. 49.1 28.1 10.7 5.2 6.9 100.0 
Major J ...... , .. , ....... ,.,., ........ 17.9 22. I 10.8 5.7 43.5 100.0 

Total major ........ , . , ..... , , ... 43.6 16.5 8.0 3.9 28.0 100.0 

Medium I. ........................... 9.3 8.9 24.9 8.4 48.5 100.0 
Medium 2 ............................ !! .5 4.1 10.6 7. I 66.7 100.0 

Total medium .... , . , , ...... , .... 10.0 7.3 20.1 8.0 54.6 100.0 

Minor 1 .......... , .... , ... , ,'" ....... 1I. I 10.6 30.7 15.3 32.3 100.0 
Minor 2 .............• , ....... ,., ..... 26.8 1.8 15.3 23.2 32.9 100.0 

Total minor .... , . , .............. 19.0 6.2 23.0 19.2 

~ 
100.0 

Total trunk~line system ........ ' .. 25.5 10.9 15.6 8.3 39.7 100.0 
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the greater density of traffic, or over 800 vehicles 
"per day, should be given first consideration in the 
improvement program. All routes carrying more 
than 500 vehicles in 1926 will, however, carry 

more than 800 vehicles by 1931, and all these 
routes, approximately 1,000 miles, should, there­
fore, be improved with surfaces superior to 
gravel. • " 
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THE PLAN OF HIGHWAY IMPROVEMENT 

T HE proposed plan of improvement for the 
trunk-line highway system, based on the 
mileage and condition of present improve­

ments and upon present and expected future 
traffic, shows that 1,010.8 miles of new construc­
tion and reconstruction will be necessary to meet 
traffic requirements during the ten-year period 
from January I, 1927, to December 31, 1936.'. 

A classification of this mileage by classes of 
improvement and urgency o( need for improve­
ment is shown in Table 33. 

The location of projects on the improvement 
program, together with present improvements on 
the trunk-line system, are shown in Figure 33. 

The new constructi~n program of 864.5 miles 
includes 719.5 miles of surfaces superior to un­
treated gravel and 145.0 miles of gravel or similar 
surfaces. Of the proposed new construction pro- . 
gram of surfaces superior to gravel, 587.5 miles 
are now· improved with gravel surfaces, but will 
require improvement with superior types to ade­
quately serve present and expected traffic; 132.0 
miles are at present unimproved, or sections on 
wpich present improvements cannot be salvaged 
and which require surfaces superior to gravel. 
This latter group require complete new construc­
tion. In the former group present gravel sur-

10 The proposed plan for construction of surfaces su. 
perior to gravel does not include 196.6 miles now carry. 
iog less than. SOD vehicles which are expected to carry 
over 500 vehicles by 1931, or 128.5 miles now carrying 
less than SOD vehicles which are expected to carry more 
!han 500 veh;icles by 1936. These sections are at present 
Improved WIth gravel surfaces or are included in the 
immediate gravel construction program. It is believed 
that regular maintenance and surface treatment when 
required will provide adequate service on these routes 
until 1936. 

faces will in many cases provide a satisfactory 
base for higher-type surfaces. 

The program of new construction of gravel or 
similar surfaces includes unimprOVed gaps on the. 
trunk-line system on routes carrying less than 
500 vehicles per day. These gaps hamper the­
free movement of traffic and decrease consider­
ably the highway service value of the improvedt 
sections. 

The reconstruction program includes sections. 
now improved with concrete, modified asphalt or 
macadam which require reconstruction within, 
the period of the improvement program. 

The ten-year program has been divided into. 
two five-year programs on the basis of the ur-· 
gency of the need for improvement. The pro­
gram for new construction of surfaces superior' 
to gravel and for reconstruction during the period: 
1927 to 1931, inclusive, includes all routes requir-. 

Table 33.-Proposed ten-year program of new· 
construction and reconstruction 

1927 to 1932 to Total 
Class or improvement 1931; 1936. improve-. 

•• 
inclusive inclusive meot 

-------1--1---. 
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r 
PROPOSED 1M PROVEM ENTS 

..... New construction 

superior to gravel 

• • • Reconstruction 

• • • •• Gravel or similar conrtructio('\ 

PAVEMENT TYPES 1926 

_ Concrete 

_ Modified asphalt 

Bituminous macadam and 5urface-
treated waterbound macadam 

Surface-treated gravel 

Untreated gravel 

Earth or unimproved 

BRIDGE PLAN 

.& Bridges of less than 10-ton capacity. less 
than 18 feet In width 

... Bridges of less than 10-ton capacity and 
less than 18 feet In width, and approach­
Ing Immediate failure 

HIGHWAY SYSTEM 

Trunk-fine 

State-aid 

State-aid probable traffic connections 

25 State Highway numb",. 
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PROPOSED IMPROVEMENTS 

. Ne. oonat.ructloft 
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ReconRPuotlDn 
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= earth or unlmproy" 
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ing improvement which are 'carrying more than 
800 vehicles per day. The program for 1932 to 

. 1936, inclusive. includes routes now carrying 
between 500 and 800 v~hicles per day. 

The program for new construction of gravel or 
siinilar surfaces during the period 1927 to . 1931, 
inclusive, includes unimproved sections on the 
trunk-line system carrying less than 500 vehicles 
per day which are expected to carry more than 
500 by 1936, and the program for the period 

present and expected future traffic constitutes 
the major and immediate highway problem of the 
State. The mileage of · proposed new construc­
tion a.nd reconstruction in the five traffic sections 
of the State is shown in Table 34. 

The improvement plan is distributed through­
out the entire State. including from 62.8 per cent 
of the trunk-line mileage in traffic .section 5 to 

. 80.2 per cent in traffic section 2. 
The new construction program is relatively 

M:Z:~:IP1::It;r:I!"r '$ 10 btl trQ",,' $"rflll!,d. "ear N fIfIIburt 

1932 t9 1936. inclusive. includes ·those sections smallest in traffic section! and relatively greatest 
expected to Carry less than 500 vehicles per day in traffic section 4, reflecting the greater propor-
in .1936. tion of unimproved sections in the latter area at 

The new construction . and reconstruction pro- the present time. , 
gram includes 69.5 per cent of the trunk-line Approximately two-thirds of the entire recon-
mileage. of which 59.4 per cent will be new con- struction program is located in traffic section I, 

struction and IO.! per cent J"econstruction. Of in which 26.5 per cent of the trunk-line mileage 
the new constructi()O, J93.6 miles are at present must be reconstructed. This section also re-
unimproved. quires the · greatest amount of major-type im-

Of the trunk-line highways, 443.5 miles, or provements. Reconstruction and · hew construc-
30.5 per cent of the total, are at present improved tion of surfaces superior to gravel in the remain-
with surfaces adequate for present and expected ing sections will consist principally of medium-
traffic during the ten-year period. type improvements. 

The improvement plan has been limited to the The production of adequate structures on the 
trunk-line highway system, ·since" less than 60 trunk-line. system is an essential part of the de-
miles of other rural highways carry more than velopment program. Figure 33 shows the loca-
500 vehicles per day~ . , tion of 56 bridges on the trunk-line system which 

The completion. of the improvement of . the are approaching . failure and pf 97 other bridges 
trunk-line system with surfaces adequate for which are of less than .100ton capacity and less 
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than 18 feet in width. A balanced program of 
highway development which will provide ade­
quate service to the traffic using the highways of 
the State must include the replacement or recon­
struction of these bridges. 

A third problem of highway development in­
volves the elimination of dangerous railroad 
grade crossings. A considerable number of these 
crossings can be eliminated by relocating short 
sections of highway; others will require the sep­
aration of grades. Railroad grade crossings jue 
distinct traffic hazards and decrease the traffic 
capacity of highways. The elimination 'of such 
crossings must be coordinated with the develop" 
ment of adequate highway surfaces and bridges. 

The past development of the New Hampshire 
trunk-line highway system during the period of 
rapid expansion of the trunk-line mileage as 
designated by the legislature, and the early period 
of traffic growth, has been under the conservative 
policy of "stage construction" as best suited to 
provide highway surfaces adequate for the then 
relatively small volume of traffic. The relatively 
large mileage in the total plan of improvement 
and the considerable mileage to be reconstructed 
is the natural result' of the "stage construction" 
method of deVelopment when insufficient revenue 
is provided for its improvement. 

New Hampshire has reached the period in its 
highway development that requires a change from 
the policy of gradual development of the entire 
trunk-line system to one of improvement of the 
principal traffic route~ with surfaces superior to 
gravel. . 

It is believed that the proposed plan of high­
way improvement will provide satisfactory serv­
ice for the increasing volume of traffic using New 
Hampshire highways and is at the same time 
commensurate with the dictates of financial econ­
omy which must always govern the expenditure 
of public funds. 

It is also belie~ed that an improvement pro- • 
gram 'more limited in scope than the plan sug­
gested will result in increased total highway ex­
penditures, due to higher maintenance costs re­
sulting from the postponement of permanent im­
provements, as well as inadequate highway serv­
ice and increased motor vehicle operating costs. 

The execution of this plan will require high­
way expenditures considerably in excess of pres­
ent revenues available for improvement of the 
trunk-line system, but will result in more advan­
tageous utilization of these funds by permitting 
a larger proportion to be expended for perm!lnent 
improvements. 

For the most economical accomplishment of 
the proposed impr~vement plan, it is recom­
mended that no additional mileage be added to 
the trunk-line system and that the present trunk­
line system be placed under the complete juris­
diction of the State highway department, all im­
provements to be constructed and maintained by 
the department and financed with State and Fed­
eral funds. It is also recommended that the 
secondary or connecting State-aid roads be estab­
lished by the legislature and that the construc­
tion and maintenance of this secondary system be 
financed jointly by the State and towns. • 

Table 34.-Proposed new construction and reconstnlction program in the five traffic sections 

Proposed improvement New construction Reconstruction program Mileage 01 program program 
Section trunk-line 

highways 
Miles Per cent MU .. Per cent Mil .. Per cent 

1. .......... 371.0 273.0 73.6 174.8 47.1 98.2 26.5 
2 ........... 158.9 127.5 80.2 112.5 70.8 15.0 9.4 
3 ........... 227.1 155.8 68.6 147.7 65.0 8.1 3.6 
4 ........... 120.6 92.2 76.4 92.2 76.4 ............. ............. 
5 ........... 576.7 362.3 62.8 337.3 58.5 25.0 4.3 

Total ..... 1,454.3 1,010.8 69.5 8M.5 59.4 146.3 10.1 



APPENDIX I 
MOTOR TRUCK TRANSPORTATION OF COMMODITIES 

M ANUFACTURED products constitute 
the principal class of commodities 

hauled by motor trucks on the main 
trucking routes of the State. Of .the loaded 
trucks reCorded, 58.6 pet cent were engaged in 
the transportation of manufactured products and 
these trucks bauled 52. I per cent of the total net 
tonnage transported, with an average length of 
haul of 35 miles. 

A comparison of the several classes of com­
modities with respect to the number of trucks in­
volved, tonnage of commQdities transported and 
average length of haul is shown in Table I. 

Table l.~lasses of commodities transported 
over the principal highways of the State1 

Commodity daas Loaded Commodity 
trucks tonnaae 

P.,. cen' P" .... 
ProdUctll of manufacturel ...• 58,6 52.1 
Produeu of foreata .......•.. 12.7 15.4 

~~=:i='~::::::: ... 9 .• 
7.6 5.6 

Productll of mibel .•....•.... '.6 11.6 
MiacellaDeOUl •• ' ...••••••••• '.2 . .. 

Total .•.............• 100.0 100.0 

J Bued upon 3,906 commodity loads, 

Average 
length 
of haul 

·Milu 
35 .8 '8 .< .0 .. 
.2 

Products of manufactures, the most important 
class,. includes a great number of differ~t com­
modities. Among the most imPortant are bread 
and bakery goods, gasoline, mixed groceries, and 
used household goods. These four items consti­
tuted the cargo on 38 per cent of the trucks baul­
ing products of manufactures. 

Products of forests are ~e second most im­
portant class. Twelve and seven-tenths per cent 
of the loaded trucks observed were engaged in 
the movement of this class of commodities. Cord 
and kindling wood, rough lumbet, and dressed 
lumber were the principal commodities in this 
class and accounted for 94 per cent of the trucks 
transporting products of forests. The average 
length of baul for this class of commodities was 
18 miles.' 

Products of agriculture make up 9.0 per cent 

of the total tonnage transported by motor trucks, 
with fresh fruits and vegetables as the principal 
commodities. . 

Products of aninJals were bauled by 7.6 per 
cent .of the loaded trucks. Milk, meat and pack­
ing house products were the principal loads re­
corded in this class, amounting to 51 per cent of 
the number of trucks observed. 

Productso{ mines, although bauled by only 
4.6 per cent of the loaded trucks, constitute Il.6 
per cent ~f the total commodity tonnage. Trucks 
engaged in this movement are, for the most part, 
large-capacity trucks hauling heavy loads. They 
are engaged principally in the movement of gravel, 
sand and stone to construction jobs, with an aver­
age baul of 10 miles. On any particular route the 
movement varies with fluctuations in the con­
struction industry such as the construction of 
buildings, roads' and bridges. A reduction in the 
capacity of trucks bauling materials to construc~ 
tion jobs would, except on a small mileage of 
heavy-traffic routes, largely eliminate the Iarge­
capacity and heavy gross loads from the high­
ways. 

The miscellaneous class of commodities shown 
in Table· I and comprising 7.2 per cent of the 
loaded trucks consists mainly of general freight 

Table Z.-Principal commodities transported· 
by motor truck over New Hampshire high­
waysl 

CommocUty Load@d Commodity 1:raJ 
uucka tollllaP of haul 

--------1-------
Bread and bakery I00<I1, ..••. 
Gaeoline .••....••.••••••••• 

=f~·.:::::::::::: 
Lumber. rough .•••.••••••••• 
Furniture (uled) ........... . 
Wood. cord. and Idndlinc ••••• 
Gravel. -.nd. and et.one •••••• 
General freight •••••••••••••• 
Lumber. finished •.•. " ••••.•• 
BotUee •.•••..•••••••.••.•.. 
Fresh vegetables •••••••••.•• 
Miac:eUaneoUli ••••••••••••••• 

PtIII' Clent 
•. 6 
5.' 
5.6 
5.0 
5.0 
<.S 
'.1 ... 
S.S 
2 .• 
2.B ... 

".6 
Total................ 100.0 

... Baeed upoa 3.906 commodity load .. 

P ...... 
1.8 
•. B 
9.' ... 
'.0 ... ... 
'.9 
'.7 '.2 
I.' 1.5 

38.2 

100.0 

Mi'" 
26 ,. 
•• SO .8 •• ,. 
• .. 2. ,. ., .. 

•• 
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and laundry. These two items are hauled by 66 
per cent of the loaded trucks in this class. 

A. summary of the principal individual com­
modities transported by motor truck is shown in 
Table 2. 

Considering the number of loaded trucks and 
the tonnage of each commodity, groceries, gaso­
line, gravel, sand and stone, lumber, and fresh 
fruits are the most important commodities trans­
ported on New Hampshire highways. 

Wholesale establishments and manufacturing 
companies are the principal types of origin and 
retail establishments the principal types of des­
tination of loaded trucks using the rural high­
ways. As shown in Table 3, 55.8 per cent of 
the loaded trucks originate at manufacturing 
companies and wholesale and retail establishments 
while 53.3 per cent are destined to them. 

Consumers, including residences, institutions, 
hotels and restaurants, are the origin of 8.3 per 
cent of the loads and the destination of 18.3 per 
cent. Approximately one-half of the loads origi­
nating with consumers are loads of used furni­
ture and household goods being moved from one 
place of residence to another. 

Table 3.-Type of orlgm and destination of 
loaded trucks1 

Type of orilla or destInation 

p., unt p., c.m 
Wbol~sa1eeetablishmenUJ. •••••...• 20.9 6.5 

~e~'t:~~r.t~'::'~~~:::::::::: ~~:~ ~~:~ 
Con8Umert....................... 8 . .1 18.3 
Original BOurcee of supply. • . • . • . • • • 1.5 0.1 
Farma.......... .... ... ...... .... 5.5 5.'" 
Terminall ........ ' .......••.... ,. 4.5 2.3 
StoralIe ................ "........ 3.8 2.2 
Construction and repair job.. . . . • . . 1.7 11,9 
Miac:ellaneou8.................... 12.9 6.5 

Total ••••.....•••.•••.••••• I--I"OOC:--:. o--I·--:-IOO:::-C. 00--

1 Baaed upon 3,906 loaded trUcka. 

Original sources of supply, which include 
mines, quarries, pits and forests, are the origin 
of 7.5 per cent and the destination of 0.1 per cent 
of the loaded trucks. 

Miscellaneous types account for the origin of 
12.9 per cent of the trucks and the destination 
of 6.5 per cent as shown in Table 3. These in­
clude such items as garages, dumps, supply yards 
and the movement of trucks picking up and de­
livering freight at a series of two or more types 
of origin and destination. 



Route 
Stallon' DIrectIon' number' 

a. ... N U.9.1 
S U.9.\ 
W MdI.ll0 

2 .... N U.S. 1 
S U.S. I 
E T.R. 
W T.R. 

5 .... N IA 
S T.R. 
E IA 

4 .... N T. R. 
E U.9.' 
W U.9.2 

5 .... N 16 
S U.S.2 
W U.9.2 

6 .... N 9.A. 
E U.9.2 
W U.S.2 

7 .... N U.9.' 
S U.9.' 
W. T. R. 

8 .... N U.S.3 
S U.9.5 

9 .... N U.s. .. 
S U.S.3 
W T.R. 

10 •••• N U.9.3 
S U.9.3 
'E 101 B 

11 .... N U.9.' 
S U.s. .. 

12 .... N U.9.5 
S U.9.3 

13 .... N U.S.3 
S U.9.3 
W 9.A. 

14 •••• N T.R. 
E U.9.5 
W U.9.' 

IS .... N U.S.8 
S U.9.' 
W S.A. 

16., •• N U.S.3 
S U.9.8 
E II 

17 .... N U.S.5 
S U.9.3 
E S.A. 

18 .... N U.S.5 
S U.S.3 
W T.R. 

j 19 .... N U.S.3 
S U.9.3 

APPENDIX II 
Motor Vehicle Traffic at New Hampshire Traffic Survey Stations 

(Average Daily.' 1926. Normal Maximum. 1926. and Average Daily. 1931) 

Average dally trafBc In 1926 Mulmum A ...... 

~ 
AveraJe dally Lraffic In 1926 

daily Route 
uaffic. In 1931, Station' Dln!c:tIon' number' 
total 

Truckl _naer Total veblclet total Truck. _nw Total 
can ~clCIII veblcl .. can vehiclel 

---------
208 5,192 6.000 10,460 9,370 19 •• o. E 9. A, U 132 ,,7 
182 5.067 5,24.9 9,150 8,190 20 .••• N lo.! 10 462 .72 

27 788 815 1,'20 1.:nO S U.S.3 9 1,079 l.~ 
U8 5,556 5,694- 10,020 8,890 E U.S.~ 5 688 

0 
U8 5,553 5.691 10,010 8,880 21. ... N S.A. 16 314 330 

3 51 54 90 80 S U.S.3 20 752 772 
3 51 54 90 80 W U.S.5 17 522 539 

94 2.895 2,989 5,230 4,670 22 .• o. N U.S.5 21 808 829 .. 1.194 1.280 2 •• 70 1,910 S U.9.5 18 803 821 
22 1.807 1,829 3,250 2,s:g W T.R. • 8 11 
11 .. 59 90 23 .... N U.S. 3 38 832 870 
26 466 4.2 840 730 S U.9.5 40 831 87\ 
18 453 471 820 700 

24 ••• : 
E T.R. 2 13 15 

9. 1,339 1.438 2,_ 2.240 N U.S.5 57 '1151 908 
101 1,508 1,609 2,140 2,510 S S.A. 8 45 53 
42 614 656 1,120 .80 E 9.A. 12 141 153 
6 70 76 130 110 W U.9.5 45 758 BOI 

2S ... 509 880 760 25 .... N U,9.5 55 m 478 
29 528 557 .60 830 S U.S.5 34 ... 523 

517 3.871 4.188 7.050 6.540 W T.R. 2. 187 210 
.317 3.811 4,188. 7,050 6,540 26 .... N .A II' 1.378 1,491 . S 5A It:, 1.483 1,598 
216 3,117 · .. ,;:393" . '''5;770'' "'5:300" w 4B 307 325 
216 ,s,177 3,393 5,710 5,300 27 .... S 52t • 681 68. 
510 3,536 tf: 6,450 t::l8 E 18 900 918 
303 ".484 6,350 W 25 16 551 567 

8 100 108 lBO 160 28 .... S T.R. 14 201 215 
215 3,362 3,575 6.100 5,5SO E U.9.4 75 1.384- 1,459 
226 3,'16 3,6n 6,200 5,690 W U.9.' 95 1.514 1.609 
16 61 110 110 29 .... S 10 21 524 54S 

244 4.tt6 •• 560 7 • .4,70 6.810. E U.9.' 78 870 9 .. 
244 ".116 4.360 7,.4,70 6,810 W U.9.4 9' 1.260 1,35, 
218 3,986 .,2ot 7,220 6,560 30 •.•• N U.9.4 17 538 355 
218 3.986 ',2ot 7,220 6.560 S U.9.' l~ 338 355 
125 2,346 2.471 ',250 3.'" 81. ... N U.S •• ... 265 
140 2,539 2,679 4.600 4,ISO E U.S. 4 33 692 725 
20 214 234 390 350 W 11 29 526 IJ:: ' 15 98 1I3 lBO 180 32. I I. E U.S •• 106 1.158 

136 2,204 2.340 4.000 3,650 W U.S.4 106 1,158 1.2601 
145 2.253 2,396 4,090 3,740 ...... N 106 51 2.2 545 
109 1,891 2,000 3,430 3.120 E U.S •• 5. 949 1.008 
118 1.980 2·r..: 3.590 3.270· W U.S.4 109 1.234 1,343 
18 128 240 230 34 •••• S. 4A 2. 178 202 
8f 2,175 2,259 3.930 3,530 E U.s. 4 35 456 471 

108 2'n~ 2,515 4._ 4,020 W U.S., 36 582 618 
27 741 1,290 1.100 55 .... S T.R. 2. 207 236 
.8 .62 1.000 1.740 1,560 E U.9.' 83 957 1.040 
59 9 .. 987 1,710 . 1,540 W U.S.4 56 818 874 
12 1.8 . 210 360 510 56 .... N U.8.' 115 1.610 1.725 
52 1,08t. 1,133 1,960 1,770 S U.S., 113 1,454 1.567 

: 51 1,04'; 1.100 1,900 1.720 W 9.A. 4 184 188 
1 46 80 70 37 .... N 9 28 540 568 

22 1.'1' 1.436 2.550 2.140 8 T.R. . 7 7 
26 1,'25 1,-4.51 2,510 2,160 E T.R. I 17 22 

Mulmum Averaae 
dally ::~ uaffic. In 1931, to .. \ 

veblclGl to .. \ 
vehh:lu ---

240 220 
830 700 

1,940 1,620 

1.~~ 1.030 
490 

1,360 1.150 
940 800 

1,460 1,230 
1.450 1,220 

20 20 
1.510 1.300 
1,500 1,300 

20 20 
1.550 1 •• 150 

80 80 
260 230 

1,.170 1.190 
810 660 
8'0 730 
840 310 

2,510 2,220 
2,700 2,389 

560 480 
1,220 1,030 
1,620 1,310 

990 790 
370 540 

2.510 2,280 
2,750 2.510 

950 810 
1.590 1,410 
2.290 2,110 

610 5.0 
610 530 
450 390 

1,250 1.080 
950 830 

2.110 1.970 
2.110 1.910 

540 480 
1.720 1.570 
2,250 2.\00 

330 500 
700 700 

1,060 920 
580 570 

1.7tO 1,620 
1.490 1,360 
2.930 2.690 
2,650 2."0 

380 2BO 
980 850 

10 10 
50 50 



~otor Vehicle Traffic at New Hampshire Traffic Survey Stations-Continued 

Average daily traffic in 1926 Maximum Average 
Averaa:e daily traffic in 1926 Maximum Average 

Route daily ~:nlc Route daily t~~c StaUon t OirecLiool traffic, Stallon' Direction' Dumber' traffic. number' total in 1931, 
Total tota' in 1931, 

Truckl Paueoler Total velUclea total 
Truckl Pal8enxtr 

vehicl~ "'ta' can vehicles vebiclee can vehicles vehicll!s ---------------------f--------------------------
37 ... W 9 3' .09 645 1,100 oro 60 .... N \I 113 1.256 1,369 2,290 1,000 38 .. N 12 66 81' 885 1,490 1,380 S T.R. 2. 266 2'2 490 400 E 9 &. t2 138 1,37\1 .,517 2,520 2,370 E 11 &: 1M 175 1,723 1,898 3,150 2,8.10 W • 72 57. ., . 1,050 960 W 104 52 32. 378 600 530 39, . N 10 88 741 82. 1,360 1,230 61.. o. N 12 3. 762 798 1,380 1,190 S 9 &. 10 128 1.133 1 1261 2,070 1.880 S 12 37 766 803 1,390 1,200 E 9 41 422 403 770 .90 E T.R. 2 • • 10 10 40 .. -. N S.A •. ,. 359 385 6'0 570 62 .•.. N 12 112 1,306 1,418 2,380 2,110 S T.R, 5 95 100 170 ISO S 12 61 9" 986 1,':'08 1,"70 E 9 .0 • 73 713 1,220 1,_ W T.R . 58 ... 540 810 W 9 15 Jl6 331 570 490 63 .•.• N 12 &: 101 122 1,627 .,749 2,960 2,600 41. . .. N 9 &: 32 37 53. 571 970 850 S 12 72 1,280 1,352 2,320 2,110 S 9 &: 32 48 573 621 1,,,, 920 E 101 5. 357 413 660 570 W T.R. 12 54 66 100 100 64 .... N T.R. 19 28. 303 520 470 42 •. .. E 9 &: 103 218 2.208 2.426 4,030 3,790 S 12 52 1.107 1,159 2.000 1,730 W 9" 103 "8 2.208 2,426 4,030 3,790 W 12 35 760 795 1.380 1,180 43 .. .. N 10 36 918 9,. 1,660 1,420 65 .••• N 16 122 1,948 2,070 3,540 3,230 S 10 3. 918 954 1,660 1,420 S I'A 20 lOB 128 200 190 ... .. E 10 52 ". 8,. 1,410 1,230 E . 16 103 1,857 1,960 3,370 3,060 W 10 52 ". 8,. 1,410 1,230 W T. R. 1 11 12 20 20 <S • ... N 10 ,. 1,346 1,424 2 .... 2,120 66 •••. N I. 40 8,. 920 1,580 1,370 S 10 75 1,351 1,426 2,450 2,120 S I. .. 857 905 1,550 1,350 W T.R. 7 28 35 50 50 E S.A. 24 218 242 400 360 40 . ... N 10 18 541 "9 980 830 67 .••• N I. 15 607 .22 1,090 930 S lOa: 101 21 59. .15 1.070 920 S 16 1. 604 620 1,090 920 W 101 8 127 135 230 190 E T.R. • 18 20 30 30 47 .... N 10 36 .. 9 675 1,160 .,010 W T.R. . 1 I .. 'i:j4i»"" . "i;ioo" s 10 51 758 809 1,380 1,200 ...... N 16 a: 25 .. 736 780 W T.R. 17 126 143 230 210 S 16" 28 39 780 819 .,410 1,220 48 .... N 10 70 1,041 1,111 1,896 1,650 E S.A. 3. 316 352 580 520 S 10 70 1,041 1.111 1,890 1,650 69 .••• N. 16 Be 28 19 "I 000 1,590 1,340 49 .... N 10 37 646 68J 1,170 1,020 S 16 &: 28 15 ... "9 •• 470 1,230 S 10 <S 670 715 1,:no I.'" E T. R. 3 101 104 180 150 E T.R, 11 30 41 60 60 70., .• N I. 25 170 8.5 1,570 1,330 50 .... N 10 27 623 650 1,130 970 E I. 38 •• 347 1,385 2,430 2._ S 10 21 562 583 1,020 .70 W 18 J3 934 967 1,690 I .... E 111 10 126 13. 210 190 71 ••.• N 16 23 565 528 910 710 St .... N 10 &: 25 33 83' • 67 1,,510 1,290 S I • 23 482 565 870 700 S 10 27 56. 591 1,020 "0 W T.R. I 67 .. 120 .. E ,. 17 401 ... 730 580 72 •••• N I • •• ... 65. 1,120 910 52 .... N 10 " 704 ". 1,270 1,090 S I. '9 .90 73. 1,250 1,030 S S. A, 17 109 126 200 lao E T.R. • 103 107 190 150 W 10 32 713 7<S 1,290 1.110 W T.R. 12 97 109 180 ISO 53 ...• N 10 .. 609 653 1,110 970 73 .... S I. 17 3.2 379 660 530 S 10 •• .66 930 1,570 1.380 E S.A. 20 295 315 540 «0 E S.A. 21 3'0 341 580 510 W 2. 13 430 ... 780 620 54 ... S 165 I. <s. ." 830 710 ,. .... N T.R. • 8 10 10 10 E 10& til 47 96J 1,010 1,7fO 1,500 E 18 3. 646 ... 1,170 1,010 W 10 tit 18 63 LNl 1,354 2,340 2.020 W 18 32 651 68J 1,180 1.020 55. ... N 11&12 137 1,532 . I,M9 2,790 2,490 75 .••• E 18 20 1,202 1,222 2,160 1,8l0 S 11&.12 58 ... 86, I._ 1,280 

76: ... 
W 18 20 1,202 1,222 2.160 1.820 W T.R. 116 "6 842 l,l40 l,ll0 N ,. 21 •• 5 516 900 720 56 ...• S S.A. 19 1.5 21, 360 320 S 25 23 ,." 5" 990 800 E II 7. l,l14 1,390 2,380 2.070 W til II 85 96 160 130 W II 60 1.129 1.189 2,050 1,770 77 .... N T.R. , 23 25 .. 40 57 .... N II " 1,217 1,194 1,210 1.930 S ,. .. "38 1,036 1.710 1,620 S 52" 103 . 53 6 .. 667 1,120 ... E " 102 91 • I,OlO I.'" 1.590 W II &: 32 53 1,316 1,369 2,380 2 .... 78 .... N 25 10 500 510 900 710 58 .... S lOlA 15 lOB 123 200 180 S 25 17 531 548 960 760 E II 25 583 608 1,050 9'0 E 107 II 23' 2<S 420 340 W II 3' 6 .. "9 . 1,250 1.090 79 ••. 0 E 26 .. 57 • ... 1.050 950 59. ... N 11 at: l' 32 101 833 1,450 1,160 W ,. 66 ". ... 1,050 .SO S 2. • 23) '38 420 330 SO •• 00 N 28 '42 2.161 2.303 3,920 3.590 E II '8 709 737 1.1ao 1,03Q s '8 141 2.166 2.307 3.930 3.600 



Average daUy traffic In 1926 
Maximum Averq:e Averaae daUy I.rafIic In 1926 Maximum Average 

daily :::ill. Route ..:::I?; tC::~c 
Station I Direction' Route trnJIic, Station' Dln!CtIon

' 
c, 

number' tola! In 1931. number' total In 1931. 

Trucka Pa.eenger Tola! vebiclel total Truck. PallleDler Tola! veb1<:1et total .... vehiclet vebi.<:I9 .... vehlclet vehicle. ._----------------------------------
SO •••• E T. R. • 51 •• 90 90 100. , •• W .02 33 282 315 .20 470 

W T. R. " •• M .00 .00 101 •.•• N .09 3. 39' '27 720 '90 

81. ... N 28 71 1,897 ',968 3,430 .1,070 E .09 28 32. 35. 590 .90 

• T. R. • 60 64 110 .00 W .02 5 7. 81 .40 120 

E 28 72 1.862 1.93' 3,370 3,020 '02 ... , N .03 •• 817 878 1,490 1.310 

W T.R. • 47 51 90 80 • 103 6. 817 878 1,490 1,.110 

82,. ,. N 28 135 1,1 .. 1.889 3,190 2.950 '03 •• " N 106 .. 467 516 850 720 

• S.A. 17 .85 202 ... 300 S .06 20 300 320 540 430 

E' 28 .09 1,607 1,716 2,920 2,680 I: T.R. 33 2'8 25. 400 370 m ...... N 28 4 • 525 5M ... 840 lOt .... N .08 .. 1,160 1,244 2,110 1,850 

S 28 40 517 557 .40 830 S .08 84 1.160 I,:;: 2,110 1,850 >-l 

W T.R. 
0 

2 28 30 50 40 .IOS .... N 108 64 6 .. 1,120 1,010 > 
84 .... N 28 44 . ·215 25' 400 3" S '08 .2 435 .97 "0 740 >-l 

• 28 44 215 ... 400 360 I: S.A. 23 .64 '87 300 280 l'l 

85 .. " N 28 .5 308 323 560 .. 0 106 •••• N '08 .5 1,675 1,770 3,040 2.760 

§ • T.R. 3 68 71 .20 110 • .08 
., 1.628 1,719 2.950 2,680 

W 28 .. 2 .. 26. 430 390 I: T,R. S 39 42 70 70 

86 .... JI 2. •• ... ... 800 680 W T.R, I 33 3' 60 50 II: • 28 28 6.0 638 1.100 950 107 •..• , I: 110 8. 3'8 .29 650 600 

E S.A. •• 362 376 650 560 W 110 81 3 .. .29 650 600 ~ 
W T.R. • •• 15 30 20 '08 .. " N IA 65 2,263 2,328 '.080 3,630 > 

87 .... N 32 20 395 •• 5 720 620 • .A 67 2,207 2,274 3,980 3,550 >< 
S 32 20 393 .,3 710 •• 0 W S.A, .8 .. , 3'0 530 .. 0 

E T.R. . • • 10 .0 109 •• o. N 3A 60 1,049 1,109 1,900 1,650 (Jl 

88 .••. N 32 •• 263 2.2 480 390 S 3A 60 I,m 1,109 1,900 1,650 >< 
• 32 35 '7' 511 870 710 lt~ .... N T. R. .8 843 1,"90 1,260 (Jl 

E T.R. 17 247 2M 430 • 390 E IS& 28 .. 980 I,OU 1,770 1,510 >-l 
89, ... N J2 24 265 289 480 400 W 28 •• 387 406 700 600 

~ • 3' .9 .92 5 .. '00 750 111.. ~. N S.A, .0 164 17. 300 240 

W S. A. 2' 23. 260 .20 390 S S.A. II 19. 205 350 290 

90 •.•. • 32 22 317 339 580 500 W T.R. • 43 .5 80 ·60 0 
E 103 28 570 598 ',030 890 112 •••• N S.A. 20 .151 171 280 240 

W 32 &: 103 so 8.2 .32 1,600 1,390 S •• A. .0 .51 171 280 240 "l 

91 •••• N S.A. 25 273 298 500 ... 113." • N T.R. 12 ., 103 170 .40 2! 
E 101 ·5' 7.2 81. 1,390 1.220 S T. R. • 71 80 130 110 l'l 
w '0' 75 .. 5 1,070 1,810 1,590 I: T.R. • 40 .. 70 60 

92 .... N T. R. • 53 57 100 80 W T.R. 7 os 72 120 .00 ~ 
S T. R. 13 103 116 .90 170 NW T.R. 5 .. .. 80 70 II: 
I: lOt 3. 640 .76 1,160 1,010 II' .... N 8.Ao 30 . .. 244 390 340 

W 10. .. 711 757 1,290 1,130 S S.A. 20 .00 120 .90 170 > 
93 •• 0. E 101 " 1,2U 1,33' 2,260 1,990 E S. A. ,. 21. 238 390 330 I!:: 

W 10. ., 1,.243 1,334 2.,260 ',990 115 •••• N T.R. 5 55 .0 100 80 

9".0 .. N 101 75 ". 7 .. 1,320 1,190 I: S. A. 10 127 137 230 tOO 'tI 

S .01 .. 75. ... 1,380 1,250 W T. R. 6 75 81 140 UO 
m 

E lR. .6 64 80 .20 120 116 •••• N T. R. , 15 .. 20 .0 II: 
95 .• 0. N .R. 2 17 I. 30 30 8 T.R. , 18 ,. 30 30 ~ S S.A. 3. S •• 432 720 640 E T.R. & &8 .. 70 60 

E tOI 142 1,239 1.381 2,270 2,160 W S.A. 3 3. 42 70 60 

W .01 .68 1,573 1,741 ',880 2,720 117 .... N S.A. 15 . 11' 12. 210 .80 ...... N T.R. t • 5 10 10 E S.A. 14 82 .. ISO 130 

I: .01 55 ... t,047 ::~ .1,630 W T.R, • 50 .. 90 80 

W 101 54 '8. 1.043 1,630 118 .... N S.A. 6 .8 .. SO 50 
97 .... N 108 .. 5 •• '" ',040 .20 • S.A. IS . , s • 80 80 

S 101 &: 108 " .. 5 1,~~ 1,810 1,590 E S.A. II 20 31 40 40 

E 101 51 696 1,270 1,110 W S.A. • 5 6 10 '0 
9B .... N T.R. , 46 .7 80 70 II ..... N S.A. 12 81 .3 ISO '40 

S T. R. . 7 7 10 10 S S.A. .5 8.· .. 150 .40 
E lOlA • 132 1,450 1,582 2,640 2.470 E T.R. I • 5 10 .0 
W lOlA ~ 132 1,"24 1,556 2,600 2,430 120 •.•• N S.A. • 37. 388 680 580 

J ...... S S.A. .. 273 297 500 ... S T. R. 7 t., 168 290 250 
I: 101C 77 1,101 1,178 2,000 t,'" W T.R. 5 253 258 ... 380 
W 10lC 87 1,369 1,456 2,490 2,270 121 •••. N T.R. 17 13' lSI 250 210 

100 •••. S T.R. 2 5 7 10 10 S T.R. 20 ". • •• 500 "0 
E 10. 3. . .. 318 520 .70 It T.R. • 172 181 310 250 o. 

'D 



Motor Vehicle Traffic at New Hampshire Traffic Survey Stations-Continued 

Averaae dally traffic In 1926 Maximum Avetale AVU8ae dally traffic In 1926 
Route dally ·t."ilrc Route Station I DIrecUon' number4 tnoffic, 

In 1931. StaUonl Direction' Dumber total 
Truck. Pa_ ..... Total vehiclel. total Truw Pallena:er Total 

can vehicle. vehiclet cars vehicle. ------ --- ------------
122 •• o. N T. R. • 49 54 90 .80 135 •• o. W 8. A. 50 271 321 

S 8. A, 7 78 85 140 120 136, ••. N 8.A. 2. 346 375 
II: T,R. 2 40 42 70 60 S S.A, 28 28. .12 

123 •••• N T. R, · 8 8 10 10 II: T.R. • 88 '1 II: T,R. • 7' 75 130 100 137 .•.• S S.A. .. 548 608 W T. R. • 65 68 120 .. II: S.A. 86 690 776 
12' .... N T. R. 22 1Jl 153 .40 230 W T.R. 57 347 ... 

S S. A. 70 '61 1.031 1,750 1,540 138 .... N S.A. 37 293 330 
W 8.A. .7 ',038 1.135 1,890 1,690 S S.A. .7 •• 3 .30 

125 •••• N T.R. • lOS 117 200 160 W T.R. 2 26 28 S S.A. • 5' 64 110 90 139 •• o. N 8.A. 32 '1. "8 II: 8.A. 5 115 120 210 170 S 8.A. 32 216 248 
W 8.A. 6 77 83 140 120 140 •. o. N S.A. I. 26. 288 126 •• o. N T.R. I .9 30 50 40 S 8.A. 12 226 238 S T. R. I 21 2, 50 40 II: T. R. • ." 54 
II: T.R. • • 2 " .. ··40·· ...... 30 .. w T.R. • 11 13 127 ••.• N S,A. 4 20 24 141 .... N 8.A. 21 11. 140 
~ T.R. 10 77 87 140 120 S 8. A. 21 11. I .. II: 8.A. 7 70 77 130 110 ,.2 .... N 8.A. 16 13. 148 12 ••• ,. II: 8.A. 10 428 438 770 610 S 8.A. 8 '" 106 W 8.A. 10 428 438 770 610 W T.R. 8 38 46 129 •••• S T.R. 13 175 188 320 280 14.1 •.•. N 8.A. 83 877 ... II: 8.A. 66 68. 755 1.260 1.120 II: S.A. 13' 1,576 1,708 W 8.A. 77 780 857 1,.20 1.280 W 8.A. 55 735 790 130 •• o. N S. A. .7 '31 368 610 570 144 ..•• N T.R. 7. 717 78, 
S 8.A. .6 511 3.7 570 540 S T.R. 8 37 45 W T. R. I 36 37 60 60 II: 8.A. 12 138 150 131. ... N 8.A. I 38 •• 70 50 W 8.A. .8 .90 328 S B.A. · I 40 .1 70 60 SW 8.A. 45 576 621 II: T.R. • • 10 loIS ••.• N T.R . 8 123 131 1.U •••• N T.R. • 71 76 130 '''''jio'' S T.R. • 127 13. S T. R. 13 137 ISO '50 220 II: T.R. 17 148 165 II: 8. A. 74 728 80, 1.330 1.190 W T.R. 17 128 145 W 8.A. 61 621 68. 1,130 1,020 146 .••• N S.A. '6 312 338 lU •..• N 8.A. 15 110 125 '00 .00 S 8.A. •• 318 344 S 8.A. 15 110 125 '00 '00 II: T.R. . 10 10 Ut ..•. N T.R. 11 166 177 300 .50 W T.R. . I I 6 8.A. 16 • 53 .6 • 4 .. 370 t47 .... N T.R. 4 5. .. II: T.R. 5 '8 103 180 I .. S T.R. I 10 11 W B.A. 8 183 1.1 330 270 II: T.R. 10 60 76 SW T. R. 5 II 23 30 30 W T.R. 11 123 134 135 .... II: 8.A. 50 27J 321 500 480 

Muimum 
daily 

traffic, 
total 

vehicles 

I--
500 
030 
520 
160 

1,000 
1,270 ... 

540 
540 

50 
.00 ... 
..0 
410 
90 
20 

220 
220 
2 .. 
180 
70 

1,600 
2,870 
1,340 
1,.110 

70 
.50 
530 

1,050 
220 
.30 
'70 ... 
570 
580 
.0 

. ····jOO·· 
20 

120 
220 

AVI!l'8a:e 

t~ 
In 1931, 

total 
vehicle. 

480 
590 
•• 0 
140 
'50 

1,210 
030 
'90 
'90 

40 
370 
'70 
430 
350 
80 
20 

210 
210 
210 
150 
60 

1.500 
2,670 
',230 
1.230 

70 
230 
510 
'70 
'00 
200 
'50 
220 
530 
540 
'0 

.. ····80· . 
.0 

110 
190 

" o 



APPENDIX III 
Foreign Motor Vehicle Traffic at New Hampshire Traffic Survey Stations1 

Average Daily Passenger Cars and Trucks, July 16 to October 15, 1926 

Motor t.rucka 

station' 

~-rr... A ....... A...,... A_ Per cent 
Total· daily New daily f ....... Total· daily 

Hampol>ft f= ......, Hampol>ft f= ......, ......, 
1 ......................... 5,824 .1,532 4.292 73.7 • 08 I •• .. 
2 ••...•..•••••••••••••.••. 5._ 1.166 '.- 79.2 ,., III •• .......................... 2._ 1,253 1,695 57.S ,., .7 • 4 ..•....•.•..•••.••.•.•... ... ... 17, 33.5 .8 .7 I 
5 ••..•.•.•.•.•.•••.••.•••• 1.730 1,284 ... 25.8 121 II. II •.................... : .... 5<1 .40 .., 55.6 3D 2' • 7 •..•.••••••...•••••.••••. 3,871 I .... 2,628 67.9 317 •• 2 75 
8 ......................... 3,177 l:~~ 1.738 54.7 .,. 178 •• 9 ..•..•.••••••.••••••••.•• 3,560 1.6M 47.3 31. 268 .. 

10 .•.••.•.•..•••..•.•.•••.• 3,420 1.830 1,590 - ".5 ,2. .. , 21 
11 •••..•...•••••••••.•.•... 4,116 1.976 2,140 S2.0 ... 21. 28 
12 •••...•••....••.•••••.••• 3,986 ..... 1,682 42.2 218 21. • ~t:::::::~:·:::::::::::::: 2,550 1,2M 1,346 52.8 142 131 II 

2,278 1,360 • ,8 .... ,.7 140 7 
15 ••.••••.•.•••••••...•.•.. 2.ODD 1,134 866 .... 122 U7 5 
16 ......................... 2,678 1,596 1,082 40.' U. 108 2 
17 •...••••.••••.....•...... I ..... .99 555 52.7 .. .. I 
18 •..•...•.••••.••••...••.. 1.088 512 57. 52.9 52 •• 3 
19 .....•••.••..••.••••••••• 1.- .. 5 1,021 68.7 3' •• 2 
20 ......................... 1,114 2.5 869 78.0 12 12 ···· .... r .. 21 ......................... 7 •• 25. 5 .. 68.5 2. 25 
22 ......................... 81. 31. 500 61.7 21 ,. 2 
23 ......................... 838 ... 3.2 .... 40 37 3 
24 ••..•••••••.••••.•••••.•• 8 •• 577 321 33.7 60 58 2 
25 ......................... 560 275 .85 50.9 .. <I 5 
26 ••••••.•••••••••••••.•••• 1,584 855 72. .... 12 • U8 5 
27 •...•••••••••••.••••••••. 1._ 5., 485 45.5 21 I. • 28 ......................... 1,550 .25 •• 5 40.3 92 71 21 
29 ......................... 1,327 7.2 545 41.1" 96 82 " 30 ...••••.•••.•.•.•••..•••• 33. 217 121 35.7 17 I. I 
31. •••••..••.••.••.•••••.•• 734 311 ... 57.6 3. .5 4 
32 ..•..••••••••..••••••.••• 1,153 706 .. 7 38.8 106 103 3 
33 ..•.•.•••.•.••••••..••••. 1,238 .73 265 21.4 II. lOS 5 
34 ......................... 5 •• 405 I •• 32.2 .. .. 2 
35 •••.•••••.. .............. 991 11. 275 21.7 8< 8. 2 
36 .••••..•.•.•••••.••..••.. 1,624 7.7 857 52.8 "' 102 " 37 ......................... 586 2" 342 58.' 3. 22 12 
38 •.•.•••••••.•.•.•••.•..•• I.'" 815 511 41.2 13. 12. " 39 ..•••••.•••••••••.••.•.•. 1,148 .73 475 41." "8 12. • 40 ......................... 722 51. 204 28.2 .. .. ········i· .. 41 •••.•••••••.••••.••••••.• 580 401 17. 30.9 .. • 7 
42 ......................... 2,208 1,5SO 65. 29.8 '218 211 7 
43 ......................... .,. 2.5 ... 74.4 .. I • 22 
44 •••••••••••••••••••••••.• 77. .04 472 60.8 52 .. If 
45 •••••••••.•••••••••••••..• 1,362 786 57. 42.' 80 .. II 
46 ......................... 631 253. 378 59.9 .. 1 • • 47 •.••• : ••••••••••.•••••••• 7.2 3.2 '80' 49.9 52 .. • 48 .•••••••.•••••••• 1 

•••••••• 1'~A 45. 583 56.0 7. 54 I. 
49 ......................... 2., •• 2 56.8 .. .2 4 
50 ......................... 65. 213 ... 67.6 2. 25 • 51 ......................... 900 456 ... ".3 •• 33 • 52 ..•••.••••••••••••••••••. 763 ... 41. 54.4 .7 35 2 
53 ••••••••••••••••••••••••• 8 •• 477 .21 .... .. 60 • 54 •••••••••••••••••••••.••• 1,356 ... 868 .... .. 60 • 55 •.•••.•.••••••.•••••••••• 1,531 1,014 • 17 .... 15 • 1.7 • 56 ••••••••••••••••••••.•••• 1,319 860 45. 34.' 78 71 7 
57 ••.••••.••.•••••••••••••. 1.574 801 773 ".1 .2 86 • 58 .......................... .90 240 45. 65.2 40 37 • . 59 •••••••.••••••••••••••••• • 74 5 .. '2' 37.5 54 .. I 
60 ••••••••••••••••••••••••• 1.~= t,229 •• 7 31.2 183 174 • 61 ••••••••••••••••••••••••• 20S 5., 73.2 •• 17 21 
62 ......................... 1 .... .,. 442 32.5 II. 112 • 63 .••••.•••••••••••••.•..•• 1.632 ••• 1.139 .... "5 ,., .. 
M ......................... 1,076 55. 52. .... 53 40 13 
65 •••••••••••.••••••••••••. 1.962 967 995 50.7 ". 112 II 
66 ••••••••••••••••••••••• ~. . ,. ••• 5 •• 59.A 5. 52 7 
67 •••••.••••••••••••••••••• .,5 18. '2. .... I • If 2 
68 ......................... . ,. ••• ." 68.5 60 53 7 
69 ......................... 8.8 ." 686 76.' I. I. 2 
70 •••••••••••••••••••••.••• 1.676 580 1._ 65.' .. .. 2 
71 •••••.••••••••••••••••••• ." 214 .13 59." •• 2 • 2 

~}::: ::: ::::::::::::::::::: 752 55. 194 25.8 5. 51 3 ... 282 2.2 ".2 25 2. 2 
74 ••••••••••••••••••••••••• 65' 155 ..7 76.2 •• 3D • 75 ......................... 1.202 21. '8< 81.9 2. I. I 
76 ••••••••••••••••••••••••• ... 283 ,., .... 2 • .7 I 
77 ......................... ... ... .. , 52.2 ,., .. 3 
18 ••••••••••••••••••••••••• 63. • 2. ... ".8 I. I. . ........... 

1 ForeI&n traftic illcludtl traffic of all mat.oI" ftbiclee DDt. ftIdttered In New' Hampehire. 
I For locatJon of ItatioDl lee Figure 8. 
I Total l'ePfttleD.\8 aw:rap dally pa8leDaer can aad. averqe dan,. motor trudaI paadq ltation OIl aD routes. 

Percent 
forejp ......, 

22.1 
21.1 . .. ... 
8.7 

21.6 
23.8 
17.7 
13.6 
11.7 
11.3 
3.8 
7.' 
'.5 
4 •• 
2.1 
2 .• 
5.2 
5 .• 
2 .• . .. 

10.1 . .. 
3.' 

11.3 ... 
12.8 
22." 
140.6 ... 
..7 
2.4 ... ... ... 

12.5 
".1 
•• 7 
'.2 ... 
I .• 
3.' 

62.0 
27.5 
13.3 
2 •• 5 . .. 
23.0 ... 
1S.5 
7.' 
'.7 
5.5 
5 .• ... . .. . .. 
7.1 
2.' 
5 .• 

56.1 . .. 
19.0 
23.7 
'.7 

12.' 
12.1 
11.9 
11.3 
'.7 
7.' ... 
7.2 

10.7 
5 •• 
3.0 

'-.'" 2.5 
2.' 



SURVEY OF TRANSPORTATION 

Foreign Motor Vehicle Traffic at New Hampshire Traffic Survey Stations'-Continued 

Passenger care Motor trucks 

Station I 
Average Average Per cent d~r:ry~ Average Per Cf:nt 

Total' daily New daily foreign Total' 
dally 

f~:ae~ Hampshire r~:ili ,noffic Hampshire f~::/l: tnoffic traffic 
---------------------------------

79 .•..• ....... .... ... .. 514 334 240 41.8 •• .2 • 5.' 
80 ... ... ..... ... ... . .. 2,216 ... 1,768 19.8 150 .. 60 40.0 
81. •. ... ........... . .. 1,933 '25 1,108 51.3 7. 55 21 27.6 
82 .•..... ....... ....... 1,773 .5. 917 51.7 .30 ... • • 12.2 
83, ..... .... ..... .. 535 425 110 20.6 ., , . • 3.5 
84 ..•.. ..... ... .. . . 215 .60 55 25.5 44 •• 3 0.2 
85 ...... .. , ... ..... 312 ... 120 40.4 •• • • .., ... "i'" 3.' 
86 •..... ..... ....... ... 715 42' 2.7 40.' 30 29 3.' 
87 ...... .... .... ... ..... 3'. .0 300 75.8 20 8 12 58.9 
88 •...... ....... .... '93 359 .3. 27.1 30 32 , 10.6 
89 •.. , ... ...... .. ... ..... 4., 322 172 34.8 S. .. 2 3.5 
90 •......... , ... .... ...... 88' 545 339 38.4 50 ., 3 0.2 
91 ••.•........... ... .," 1.015 OS. 359 35.4 77 74 3 4.3 
92 •..• , •... .. ....... 754 405 ... 46.3 50 46 • 8.' 
93 ••....... ... ..... 1,243 .75 508 45.7 9' 82 9 0.9 
94 •.... .... ..... ... .. . ... 77l 549 222 28.8 88 85 3 3.' 
95 •••..... ...... ....... ... .,612 1,270 342 21.2 17' 171 3 ..8 
96 ..•..... ... ........ ..... 9.2 595 397 40.0 55 52 3 '.3 
97 •........ ... ........... 1,130 547 583 51.6 85 77 8 9.3 
98 ..•....... ....... 1,464 742 722 49.3 132 123 9 0.8 
99 .......... .... ..... ..... 1,372 944 ..8 31.2 ., .. 8 8.2 

100 •.•....... ........... .... 28. 217 O • 24.0 3' 32 2 5.3 
101 ......................... 398 237 ••• 40.5 32 28 4 11.2 
102 •.........•.•.•...• ..... 817 458 359 44.0 O. 5. • 7.5 
103 .................... ..... 492 ... .. 9.0 5. S • .... ' . '.1.1' 0.0 
104 .........•........ ...... 1,160 280 880 75.9 .. 5. 39.3 
105 ....•............. ...... 0.0 28 • 332 53.9 .. 58 0 10.0 
106 .... ........ ...... .. ... 1,688 1,242 ... 26.4 95 9 • • '.3 
107 ............ ........... 348 333 15 .. , 81 81 .. ,.,. ·2.··· 0.0 
108 .........•... ........... 2,381 317 2 .... 86.7 . 75 5 • 31.4 
109 ..•.. ...... 1,049 588 46' 4J.' 60 55 5 S.2 
110 ........ :::: .. : .. , . ..... 1,097 341 750 68.9 3' 32 3 9.' 
Ill ......................... 200 .60 40 20.0 12 12 ........... 0.0 
112 ......... ........ ...... .5. .38 13 8.8 20 20 ............ 0.0 
113 ..•... .. .......... .... .5. 13' 22 14.2 .. 18 ........... 2.7 
114 •..... .. ............... 20. •• 248 93.9 37 37 ............ 0.0 
115 •.•..... . . . . . , . . . . . . . . . . 128 85 4J 33.6 10 .0 ............ 2.' 
116 •....... ....... , ...... 54 3. .. 32.9 • , . .. ... '2'" 5.0 
117 ....... .......... ...... 123 77 46 37.8 .0 .. 9.S 
118 ..... .. ............... 47 OJ • 8.5 •• •• ............ ..0 
119 ......................... 8J .. '9 22.9 .. 14 .. ......... ... 
120 ......•...•...... , ...•... 390 208 .88 47.S 10 '0 ............ ,.S 
121 .••...•.......••.... ..... 29' .. 8 143 ".3 23 23 ........... ..0 
122 ...........••..........•• .. 70 .. 16.1 7 7 ........ 7.' 
123 ..•.....•.......•...••... 73 50 23 31.4 2 2 .... "'",,'" 0.0 
124 •...•.......•....... , ...• 1,065 337 728 68.4 9' 50 46.' 
125 ..... ................... '80 118 .2 34.6 12 '0 2 12.5 
126 ..... ................... 30 24 0 20.0 • • ............ 33.3 
127 .•... ............ ....... .. 45 39 46.0 '0 '0 ............ 0.0 
128 ...... ......... ....... '28 .30 298 .... .0 .0 ....... ... 0.0 
129 .... , ..... ..... . ...... 822 566 250 31.1 78 74 , '.8 
130 ... , . ......... .... . ... 339 279 60 17.8 37 37 ............ 0.0 
131. .... , . ..... ...... ... 40 28 12 29.0 • • .. ......... 0.0 
132 ....... ....... ... 778 608 170 21.8 70 73 3 '.2 
133 ...•..•.... ...... ...... ItO. 9 • .9 17.3 IS .. • 3.' 
134 ..•.•...•...... ..... ... 359 21 • 145 40.3 22 20 2 10.0 
135 ....•.......•. ..... ... 271 '99 72 26.7 50 46 , S.O 
136 ••..•............ ....... 359 260 99 27.5 30 27 3 10.9 
137 ............... ... ..... 792 4JO 3.2 45.1 102 95 1 7.' 
138 .••........... ....... ... 306 71 235 76.8 38 30 S 21.' 
139 ••••.••...•.•.. ........ 210 OS 15. 70.1 32 '8 .. 45.' 
140 ....•.••.......•........• "8 254 24 8.7 •• .9 ............ 0.0 
141 •..•..•.....•..•.......•. 119 .7 22 18,1 21 21 ........... 0.0 
142 •........................ '34 "' 20 14.8 .0 .0 ... .. ·.1i .. · ... 
143 .••.•...........•.•.....• 1,594 598 ... 62.5 135 .03 23.9 
144 •...........•••..•••.•••. 879 .. 8 421 47.9 58 79 9 10.7 
145 ......•...•..•.... : •..•.. 263 • 99 .. 24.S 26 25 • 2.0 
146 .•••.•••....•.•••.....••• 320 207 53 16.7 2. 25 t ... 
1 ... 7 ..........•.•.•.•...•.•.. 128 M .. 26.4 13 13 . 0.0 



At't't.NUIX IV 
Motor Truck Traffic at New Hampshire Traffic Survey Stations 

(Average Daily Traffic, July 16 to October 15, 1926 and Distribution of Loaded Trucks by Ca­
pacity Classes) 

Averqt daily motor Lruckl Averaee dally molOr truekl 

D! .... Route Load~ trocka Sta- Dh...,- Route Loaded Lr'uckl 
Sta-
lionf tion' number' lionl, tion' number' 

Total Empty Ji-'Ji '-2Ji H 5-7Ji Total Empty Ji-'Ji 2-2Ji H 
Total ton. ton. toDB ton. Total toni ton. ton. 

capacity capacity capacity capacity capacity capacity capacity 

----------------- ------I--------------------r-----
I .... N U.S. 1 208 .f ." 77 31 10 6 19 ••. , It S.A. 15 • 7 7 .... j ... ........ 

S U.S. I ,.2 , 72 110 68 2. 9 5 :l0 •. o. N 105 10 6 f 3 ····i .. · 
W Mass.tlO 27 12 15 9 f 1 1 S U.S., • 5 f 3 ........ 

2 .•.. N U.8.1 13. •• 6' 3. 22 5 6 It U.S . .1 5 • 2 2 ........ ........ 
S U.s. I 138 •• •• '.5 22 6 6 21 •• 0. N S.A. 1. 9 7 7 ····i··· . ....... 
It T.R. 3 1 2 2 . . . . . . . . ........ ........ S U.8.3 20 11 • • ........ 
W T.R. 3 2 1 1 .... iI· .. ... 'j':' .... j ... W U.S.3 17 11 6 5 1 ........ 

3 .... N '-A 9f .. .. .. 22 .• 0. N U.S., 21 12 • 7 2 ........ 
S T.R. ... f2 1~' 3f • 3 1 S U.S.3 I • 10 • 6 2 . . . . . . . . 
It I-A 22 12 • 2 ."' ...... ........ W T.R. 3 2 1 1 . ....... ........ 

4 .. o. N T.R. 11 • 5 5 ····i··· . ....... ........ 23 .... N U.S.3 •• 21 17 15 2 ........ 
It U.S.2 2. 11 15 ,. ........ ........ S U.S.3 .. 22 •• 16 2 ........ 
W U.8.2 I. 7 11 10 I ........ ........ E T.R. 2 2 '"3i''' '"iil''' '''T'' ........ 5 .... N ,. .9 57 .. 37 5 ........ ........ 24 .... N U.S.3 57 26 . ....... 
S U.8.2 10' 5. <3 39 • ........ ........ S S.A. • • 5 5 ........ ........ 
W U.s. 2 .2 " 17 1. 1 ........ ........ It S.A. 12 5 1 7 '''T'' ........ 6 .... N S.A. 6 • 2 2 .... i· .. .. ...... ........ W U.S.3 f3 21 22 •• . ....... 
E U.S.2 • 5 11 'f 13 . . . . . . . . ........ 25 .... N U.S . .1 .5 I • 17 15 2 ........ 
W U.S.2 29 ,. .5 14 1 '''if'' '''is'' . S U.S.3 34 17 17 15 2 .. ...... 

7 .... N U.S . .1 .17 121 , .. 9. M W T.R. 23 IZ 11 9 2 .... i .. · 
S U.8..1 31! 121 196 •• M 17 15 26 .... N ....A 113 M .. .. 2 
W T.R. '"ili''' "i3S" , S .-A 115 68 .. ., 3 2 

8._ .. N-S U.S.3 216 '''OJ'' . '"30''' "'i3' .. '"io''' W .. 8 " 12 6 • .... j' .. 2 
9 .... N U.8..1 310 111 , .. 123 55 " • 27 .... S '-A • f' • 2 1 

S U.S . .1 303 107 , .. 120 55 I. • It 25 I. 10 • 5 1 2 
W T.R. • f f • 1 "''1''' .... i· .. W 25 1 • 9 7 5 1 1 

10 .... N U.S . .1 21. .. 121 88 ,. 28 .... S T.R. .. • • • 2 .... i .. · 
S U.S.3 22" .7 ". 9f " • 2 E U.s., 75 3. 3. 27 7 
It 101-B 16 7 9 7 2 . "is'" .... , ... W U.S.f .5 50 <5 31 12 2 

11 .... N-S U.8.3 2 .. 11. 12. 83 2. 29 .... S 10 21 • 12 9 2 1 
12 ...• N-S U.S.3 21' •• 120 .3 20 , 6 1 It U.S.f 7. 35 <3 •• • 1 
13 •.•• N U.S . .1 125 59 66 f1 " 7 W U.S •• .f .. Sf .. 6 1 

S U.S.& '" M 1. 53 .. 7 
.... j' .. 

~O .... NoS U.S., 17 10 7 6 1 ........ 
W S.A. 20 11 • 7 2 ........ ........ 31 •••• N U.s.. 16 6 10 • 1 ........ 

I' .... N T.R. 15 10 5 5 '"i2''' .... 6· .. .... i· .. It U.s. , .. 12 21 20 1 ........ 
It U.S.3 136 •• 67 •• W 11 2. .. 16 .. 2 
W U.S . .1 1<3 71 72 53 12 • 1 32 .. _. E-W U.S.'" 106 55 51 42 6 '''T'' 

15 .... N U.S.3 10\1 .. 62 50 9 3 ........ .1.1 .... N 106 51 25 26 •• f 3 
S U.S.3 11. 51 67 55 0 3 ........ It U.s. .. 59 2. ., 27 • I 
W S.A. •• • 9 9 .. "9'" ';"i'" ........ W u.s.. 109 51 5' .7 7 • 16 .... N U.S.3 •• .. .. .f ........ 340 •• •• S ..A ,. 14 10 • 1 .. ...... 
S U.S.3 108 52 5. .. 11 1 ........ E U.s.. 35 17 " .. 3 .. .. j ... 
It 11 27 15 12 10 2 .... i .. · ........ W U.s. ... 36 17 19 16 2 

17 .... N U.8.3 •• 16 22 17 • ""i'" 35 .... S T. R. 29 15 .. 13 1 ........ 
S U.S . .1 30 I. 21 16 3 1 It U.S .• .. ... .. .. • ......... 
It S.A. 12 6 6 6 .... " ... .... i· .. ........ W u.s .• 5. , 27 2 • 27 2 "'io'" 18 .... N U.S.3 52 22 30 2S ........ 36 •• ,. N U.s. 4 115 •• M .. 15 
S U.S.3 51 )2 2. ,. • 1 ........ S U.S .• 11' .. 65 •• 14 10 
W T.R. 1 1 '"ji''' .... 9· .. ........ .... i· .. .. ...... W s.A. • 2 2 1 1 .. ...... 

.19 .... N U.S.3 22 10 2 ........ 37 .... N • 2. 11 17 15 2 . ....... 
S U.S . .1 2. 13 13 10 2 1 ........ S T.R. · .. ...... ........ ........ ........ ........ 

r. 

I For location of stations see FIIUI'l! 8., t DIreCUon of route from atatlon. 
• AU numhered rouLe8 are trunkpline biSbwsy8. The United States routel are ddiJPl8.ted by the: {DiUat. U. 8., State--aid routel by S. A" and town road. by T. R • 
• Leu than one truck per day. 

.!-7Ji 
ton. 

capacity ---
. ....... ........ . ....... . ....... ........ ........ ........ ........ ........ . ....... ........ ........ ........ ........ . ....... . . . . . . . . .. ...... .. ...... ........ 
"'T" 

1 

. . . . . . . . ........ ........ ........ ........ ........ ........ 

.... j' .. 

........ .. ...... . ....... 

.... j ... 

. ....... .. ...... ........ 

.... i· .. 

. ....... ........ ........ 

.... i .. · 
2 ........ ........ ........ 



Motor Truck Traffic at New Hampshire Traffic Survey Stations-Continued 

Average dally motor tl'Uek. Average daDy motor trucks 

Sta- 01...,. Route Loaded trow Sta- Dire<:- Route Loaded trucks 
UOOI tlon' number' tionl lionl Dumbet' 

Total Empty 
li-lli 2-2li 3-4 5-7li Total Empty li-lli 2-2li 3-4 5-7li 

Total lon. lon. lono lon. Total tODa toni tonI tODa 
capacity capacity capacity capacity capacity capacit.y capacity capacity ----I----I----------------I-- -- ---------------------

37." . E T.R. 5 2 3 3 . ,. '2'" ........ ........ 59 ••.. N 11 at 28 32 I' 18 15 2 I . ....... 
W 9 3. 14 22 20 .... j ... ........ S 28 8 3 5 5 . .. '2'" .... j ... . ....... 

38 .•.• N 12 .. 2. 40 29 10 ........ E II 28 12 I • 13 "'T' E 9& 12 138 5V 79 5V 18 2 ........ .0 •••. N II 113 OJ SO 31 I. 2 
W 9 72 33 3V 31 8 .. OjO··· " ...... S T.R. 2. 17 V 8 I . "'7'" . ....... 

39 •••. N 10 88 34 50 27 17 ........ E 11 &. 1M 175 VV 7. 52 17 . ....... 
S 9& 10 128 53 75 43 21 II ........ W 100 52 31 21 10 1 • . ....... E 9 f1 21 20 16 • '''T'' ........ 61 .•• , N 12 30 IS 21 II 8 2 .. ...... 40 •• o. N S.A. 2. V 17 13 3 ........ S 12 37 15 22 II 9 2 . ....... 
S T. R. 5 2 3 3 ........ '''T'' ........ E T.R. 2 1 1 I '''T'' . ... j ..• ........ E 9 40 15 25 19 ........ 62 .... N 12 112 57 55 .. . ....... 
W 9 15 5 10 I 1 1 ........ S 12 61 31 30 23 • 1 . ....... ,1. ... N 9.32 37 13 24 20 3 1 " ...... W T.R. 58 31 27 24 2 1 . ... j ... S 9 &. 32 48 18 30 2. 3 1 ........ 63 .••. N 12&101 122 40 82 52 23 6 
W T.R. 12 5 7 7 .. 'i9'" "'io'" ........ s 12 72 21 51 32 13 5 I f:l •••• E-W 9& 103 218 V7 121 92 ........ E 101 50 21 35 22 11 2 . ....... 

43 .... N-S 10 3. 13 23 10 5 2 "'T" 64 .•. , N T.R. IV 10 9 8 1 ........ "j'" 4 ...... E-W 10 52 18 34 25 • 2 S 12 52 22 30 25 • ........ 45. , •. N 10 78 33 45 35 8 2 .... j ... W 12 35 14 21 18 2 . .. '5'" I s 10 75 31 .. 33 8 2 65, .0. N 10 122 40 7. 59 12 ........ W T.R. 7 • 3 3 ... '4'" "'T" ........ s Io-A 20 9 11 8 3 .. "4'" ........ ...... N 10 II 7 II • ........ E I. IOJ 37 60 51 11 . ...... 
S to&: 101 21 8 13 9 4 · . . . . . . . ........ W T.R. I I .. '30'" .. '28'" .. "z'" . ....... . ....... W 101 8 3 5 • I '''T'' ........ ...... N I. .. I. . ....... ........ <7 •••• N 10 .6 1< 22 15 6 ........ S 10 48 17 31 29 2 . ....... ........ 
S 10 51 2. 27 .. • . " ..... ........ E 8.A. 24 10 14 13 1 . ... j ... ........ W T.R. 17 9 8 7 I .... j ... ........ 67 •• 0, N I. 15 5 10 7 2 . ....... 48 .••• NoS 10 70 35 35 2. 10 ........ S 16 16 5 11 8 2 1 . ....... 

419 •• o. N 10 37 .. IJ 11 2 · . . . . . . . ........ E T.R. l 1 1 1 ........ . ....... . ....... S 10 .. 27 18 15 3 . ; ...... ........ W T.R. ........ E T.R. 11 7 • • .. ··2··· ........ . ....... 68 •.•. N 16 &: 2S .. . ·'2.S··· .. 'ig'" .. 'is'" ... '3'" .... j ... ........ so .. o. N 10 27 13 1< 12 ........ ........ S 16&28 39 17 22 18 • ........ .. ...... S 10 21 10 11 9 2 ........ ........ E S.A. 30 20 I. 12 • . ....... ........ E III 10 5 5 • 1 .... j ... ........ 69 .... N 16 &: 28 19 11 8 6 2 . ....... . ....... 51 •••• N 10 &: 25 •• 15 II 15 2 ........ S 16 &: 28 15 9 6 5 1 .. ...... ........ S 10 27 12 15 13 2 ........ ........ E T.R. 3 2 I 1 .... i· .. . ....... ........ E 25 17 10 7 6 1 · . . . . . . , " ...... 70 •••. N 16 25 12 13 12 ........ ........ 52 ••.. N 10 25 12 13 12 1 '''T'' ........ E I. 38 17 21 18 3 ........ ........ S 8.A. 17 7 10 7 1 ........ W 18 33 I. 17 IS 2 ........ . ....... W 10 32 15 17 12 • 2 ........ 71. ... N I. 23 16 7 • 1 . ....... ........ 5 ••••• N 10 .. 28 I. 15 .... i· .. 1 ........ S 16 23 16 7 • 1 . ....... . ....... 
S 10 •• 35 2 •. a7 1 ........ W T.R • I I '"i5''' '"22''' .... 3 .. · . ....... ........ E S. A. 21 10 11 11 ........ .... i .. · ........ 72 ••.. N I. .2 17 ........ .. ...... Sf. .•• S 105 IV 10 V I .... 2 .. · ........ s I. 4V 20 29 25 • . ....... ........ E 10& II <7 27 20 17 I ........ E T. R. 4 2 2 2 · .. ·i .. · ........ . ....... W 10& 18 63 •• 2. 2. 2 I ........ W T.R. 12 5 7 • . ....... ........ 55 ••.• N 116:12 137. 75 .2 57 3 2 ........ 73 .... S 10 17 V 8 7 1 .. ...... ........ S 11 a:. 12 58 1. 'V 3J 4 2 ........ E S. A. 20 II 9 7 2 .. ...... ........ W T.R. 11. 13 43 ., I ........ ........ W 20 IJ 7 • 5 I . ....... ........ 56 •••. S S.A. IV • 13 12 1 ........ . ""'" 74 .... N T.R. 2 . "ii'" 2 I I ........ ........ E 11 7. '1 .. 37 8 ........ ........ E 18 34 IJ V 4 . ....... ........ W 11 60 26 3. 2. 8 ""j'" ........ W 18 32 20 12 V 3 .. ...... ........ 57 •••• N 11 77 27 50 39 10 ........ 75 .... E-W 18 20 11 V 8 1 ····2 .. · . ....... s 32. tu.s 53 23 JO 2f • ........ ........ 76 ••.• N 25 21 II 10 6 2 . ....... W 11 a: 32 53 I. 37 28 V ........ ........ S 25 23 13 10 V 1 . ... j ... ........ 51 ••.• S IOJ-A 15 6 V 8 1 ........ ........ W 111 11 5 6 • 1 . ....... E 11 25 I 17 15 2 ........ ........ 77 ••.. N T.R. 2 1 I I .... , ... ····i· .. .. ...... W II 'V IJ 26 23 • ........ ........ S 25 va .. 52 <7 .. ...... 



Average dally motor t.ruckl Average dally motor Lruckl 

Sta· Ol_ Route Loaded t.rUcki Sln· Ol_ Route Loaded uuekl 
tlonl Lion' numbert tlonl Lion' numbert 

Total Empt.y Total Empty 
Ji-IJi 2-2Ji 3-4 5-7Ji Ji-IJi 2-2Ji 3-4 5-7Ji 

Total ton. toni toni tons Total ton. ton. ton. ton. 
a.paclty capacity capacit.y capacity capacity capacitY capaclt.y capacity 

---------------- e---------------------------
77 •••• E 25 10' .. 5' ~O • I ........ 98 •••• S T.R. • "'6"" . "68'" ···55"· '"io''' ···T·· ........ 
78 •••• N 25 10 6 , 3 I ........ . ....... ~ IOl-A 132 .. ...... 

S 25 17 II 6 5 1 ........ ........ lOI·A 132 6< 68 55 10 I ···T·· 
E 107 II 0 2 2 ·· .. i· .. ........ ........ 99 ..•• S S.A. .. II 13 10 I 1 

19 .••• E-W 2. 60 20 37 35 ····S·· . ""2'" 
E 101·C 77 '6 31 28 1 2 ·· .. i· .. 

SO •••• N 28 142 M 77 53 " W 101·C .7 SO 37 32 1 3 

S 2. 141 6< 77 53 14 • 2 100 •.• S T. R. 2 '"i9''' 2 2 ···T·· ···T·· ........ 
E T.R. 5 3 2 2 ........ ........ · . . . , . . . It 102 •• 15 13 ........ 
W T.R. 12 10 2 2 '" ii'" '"io''' .. "i'" W 102 33 19 14 13 1 ........ ........ 

81 •••• N 2. 71 26 45 " 101. .• N 109 3' 16 16 13 • ........ ........ 
S T.R. • , I • I 1 I .. "2'" It 109 2. ". 1. 12 2 ........ ........ 
It 28 72 29 .. 22 II • W 102 5 2 • 2 1· ···T·· ........ 
W T.R. 4 2 2 2 ... is"'' ... ·s··· ... T" . 102 ... .N·S 103 61 28 33 26 6 ........ 

82 •••• N 28 135 55 SO 56 103 ... N 106 49 22 27 16 I 6 .. ...... 
S S.A. 17 • 9 9 '"icS''' ···T· .... i· .. s 106 20 10 10 8 2 ···T·· ........ 
It 28 109 .. M .. It T. R. 33 15 I • 10 0 ···T·· 

83 •••. N 2. " .. 17 14 3 ........ ........ 1M .•• N-S 10. .4 .. .. 32 • 3 

S 28 .. .. 16 13 3 ........ ........ lOS .•• N 108 6< 37 27 21 • 2 ........ 
W T.R. 2 I I 1 .... j ... ........ ........ S 108 42 .. 18 13 I 2 ........ 

M .... N·S 2. .. 19 25 22 ........ ........ It S.A. 23 14 9 • 1 ···T·· ···T·· 
BS .... N 2. 15 7 8 • ........ ........ .. ...... 106 ..• N 108 OS 51 .. 30 8 

S T.R. 3 I 2 2 ........ ........ ........ S 10. 01 '0 42 28 8 I 1 

W 28 14 I 0 0 ... T" . ........ ........ It T. R. • 2 1 1 ........ ........ ........ 
86 •••• N 28 16 0 7 6 .... j ... ........ W T.R. 1 1 . "i2' " "'is'" ... jj ... ···T·· .. .. .. 

S 28 28 12 16 13 2 · . . . . . . . 107 ... E-W 110 81 .. .. ...... 
It S.A. 14 5 0 • 1 ......... ........ 108 ... N ·1·A 65 '7 28 19 7 2 .. ...... 
W T.R. I 1 "'ii'" ····9··· .... i· .. ... T". ........ S I-A 67 36 31 23 6 2 ........ 

81 .... N 32 20 0 ' . . . . . . . W S.A. 18 10 8 7 1 ···T·· .. ...... 
S 32 2f 0 II 0 1 I ........ 109 .•. N-S 3-A .0 26 3' 28 5 . ....... 
It T. R. · .. ·i··· ........ ........ 110 .•• N 18 &: 28 18 0 0 8 1 ........ ........ ...... N 32 10 

.... g ... '"io''' ... '9'" ........ ........ It 18 &: 28 33 16 17 " I ........ ........ 
S 32 35 16 10 n 2 ........ ......... W T.R. 10 8 11 9 2 ........ . ....... 
It T.R. 17 0 • 7 I ... T". ........ 111. .. N S.A. 10 • , , ···T·· .. ...... ........ 

89 •••• N 32 .. 10 14 10 3 ........ S S.A. II • 5 , ........ ........ 
S 32 .0 23 2. 21 • I ........ W T.R. 2 I 1 1 ···T·· ........ ........ 
W S.A. 20 14 15 14 1 ........ ........ 112 ..• N·S S.A. 20 II 9 1 ···T·· ........ 

90 •••• S 32 22 0 13 II 2 ... T". ........ 113 ... N T.R. 12 7 5 • .. ...... .. ...... 
It 103 2. 10 18 15 2 ........ S T.R. 0 I , • ........ ........ ........ 
W 32&103 SO 10 31 2. 4 I · . . . . . . . It T.R. , 2 2 2 ........ ........ .. ...... 

01. ••• N S. A. 25 12 13 0 3 1 ........ W T.R. 7 • 5 3 ........ .. ...... ........ 
It 101 54 10 35 20 S 3 ........ NW T.R. 5 • 2 2 ···r· ···T·· ........ 
W 101 75 20 .. 36 • • ........ 114 ..• N S.A. 30 9 21 17 .. ...... 

92 .... N T.R. , 3 I I ... 'i'" ........ ........ S S.A. 20 8 12 II 1 .. .. i· .. ........ 
s T.R. 13 • 5 • ... T". ........ It S.A. 24 9 15 10 0 . ....... 
~. 101 3. 18 18 IS 2 ........ 115 ... N T.R. 5 3 2 2 ........ . ....... ........ 

101 .. 22 .. 10 • 1 ........ It S.A. 10 4 • 6 ........ .. ...... ........ 
93 •••• E-W 101 01 .. .. 32 9 • ........ .W T.R. 6 2 • • ... :r .. .. ...... ........ 
94 •••• N 101 75 37 •• 25 0 4 ........ 116 ... N T.R. 1 ......... 1 . .. T" . .. ...... ........ 

S 101 .. .. .. .0 0 5 ........ S T.R. 1 .. .. i· .. 1 ........ ···T·· .. ...... 
It T.R. I. 10 ·6 • ........ ........ ........ E T.R. I 2 1 .. ...... .. ...... 

95 •••• N T.R. 2 I 1 1 .... i· .. ........ . ....... W S.A. 3 1 2 I .. ...... 1 .. ...... 
S S.A. •• 10 17 I' ·· .. i· .. ........ 117 ••• N S. A. 15 7 .: • ........ . ....... . ....... 
It 101 142 6< 78 58 17 ........ It S. A. " • • . ....... ........ 
W 101 168 77 01 70 17 • ........ W T.R. , 1 • 3 ........ . ....... . ....... ...... N T.R. I I "'21" "'23'" ···r· .. ··i· .. ........ 118 ... N S.A. • • 2 2 .••. j ... ........ ........ 
It 101 55 

~! 
........ S S.A. '15 6 9 8 .. ...... ........ 

W 101 54 27 23 3 1 ... T". It S.A. 11 , 7 • 1 . ....... ........ 
1~7 .... N 108 <7 21 15 3 2 W S. A. 1 1 .... , ... -··T·· ........ ........ 

S 101&:108 72 3. •• 25 5 5 1 119 ••• N S.A. n 5 ···T·· ........ ........ 
It 101 51 .. 27 I •. • • 2 " S.A. 15 7 • 1 ........ ........ 

98 .••• N T.R. I ........ 1 I .. ...... ........ E T.R. 1 .. ...... 1 1 ........ . ....... .. ...... 



Motor Truck Traffic at New Hampshire Traffic Survey Stations-Continued 

Averaa:e daily motor truckl Average daily motor truckl 

Sta· DI...,. Route Loaded trueD Sta· Ditee- Route Loaded trucks 
tlonl Llonl numberl tionl UODI Dumber' 

Total Empty ~-I)S 2-2~ 34 5-7~ Total Empty ~-1~ 2-2~ 34 5-7~ 
Total ton. ton. ton. tOni Total tons tonI tonI tona 

capacity capacity capacU.y capacity capacity capacity capacity capacity ----- --------- ---f---- ---------------------
17 •••. E T.R. 5 2 3 • ........ ........ ........ 59 ••.• N 11&:28 32 .. 18 15 2 1 ........ 

W • .6 .. 22 20 2 ····i··· ........ S 28 8 3 5 5 ... '2'" .... r .. ........ '8 .... N 12 66 26 40 2' 10 ........ E 11 28 12 16 13 .. .. j ... E 9&: 12 138 5. 7. 5. 18 2 . ....... 60 .••. N 11 113 63 50 31 16 2 W • 72 33 •• 31 8 "'io'" ........ S T.R. 26 17 9 8 1 . .. '.,' .. ........ 39 .... N 10 88 3. 5. 27 17 ........ E 11 &: 104 175 .. 76 52 17 ........ 
S P&: 10 128 53 75 .. 21 11 ........ W 1M 52 31 21 16 1 • . ....... E 9 '1 21 20 16 • ····i··· ........ 61 .... N 12 .6 IS 21 11 8 2 ........ 

40 .... N S.A. 26 9 17 I' 3 ........ S 12 37 15 22 11 9 2 ........ 
S T.R. 5 2 3 3 ... ','" .... :i: ... ........ E T.R. 2 1 1 I . ··'s'·· ····i··· ........ E • 40 15 25 19 ........ 62 .••• N 12 112 57 55 .6 ........ W 9 IS 5 10 8 I I ........ S 12 61 31 30 23 6 I ........ fI .... N 9& 32 37 13 ,. 20 3 I " ...... W T.R. 58 31 27 24 2 I ····i··· S 911132 .. 18 30 26 3 I ........ 63 .... N 12&101 122 40 82 52 23 6 W T.R. 12 5 7 7 ... ig'" "'ii," ........ S 12 72 21 51 32 13 5 1 42 .••. E-W 91: 103 218 97 121 92 ........ E 101 56 21 35 22 11 2 ... .... 43 .... N·S 10 36 U 23 16 5 2 .. ··i· .. 64 .... N T.R. 19 10 9 8 I ........ .. 'i'" t4 •..• E-W 10 52 18 3. 25 6 2 S 12 52 22 30 2S • . ....... t5 .... N 10 78 •• 4S 35 8 2 · .. ·i· .. W 12 35 14 21 18 2 .. "s"· I S 10 75 31 .. 33 8 2 65 .... N 16 122 .6 76 59 12 ........ W T.R. 7 • 3 3 ... '4'" .. ··i .. · ........ S 16-A 20 • II 8 3 .. .. 4 ... . . . . . . . . .... " N 10 \8 7 II 0 ........ E 16 103 37 66 51 11 ........ S 101: 101 21 8 U • • ........ ........ W T.R. I I '''3i,'' '"2S''' .. "z'" ........ ........ W 101 8 3 5 • I .... j". 66 ..•. N 16 .6 16 ........ ........ 

'7 .... N 10 36 14 22 IS 6 ........ S 16 '8 17 31 2. 2 .. ...... ........ S 10 51 ,. 27 ,. 3 ........ ........ E S.A. 2. 10 I' U I .... i .. · .. ...... W T.R. 17 9 8 7 1 · .. ·i· .. ........ 67 .... N 16 IS 5 10 7 2 ........ ...... N-S 10 70 35 .5 ,. 10 ........ S 16 16 5 11 8 2 I .. ...... 49 •.•• N 10 37 2. 13 11 2 ........ ........ E T.R. ~ I I I .. ...... ........ ........ S 10 4S 27 18 IS 3 . : ...... ........ W T.R. ........ E T.R. 11 7 • • .. "2'" ........ ........ 68"" N 16 &: 25 .. . "2.5'" .. 'ig'" "'is'" .... 3 .. · .... i· .. ........ 50 .... N 10 27 13 14 12 ........ ........ S 16&: 28 3' 17 22 18 • .. ...... ........ S 10 21 10 11 • 2 ........ ........ E S.A. 36 20 16 12 • . ....... ........ E III 10 5 5 • I .... j ... ........ 69 .... N 16 St 28 1. 11 8 6 2 . ....... . ....... 51 ••.• N 10 St 25 3. IS 18 15 2 ........ S 16 &. 28 IS 9 6 5 I ........ . ....... S 10 27 12 15 13 2 ........ ........ E T. R. 3 2 I I .. .. i· .. ........ ........ E 25 17 10 7 6 I ........ ........ 70 .... N 16 25 12 13 12 ........ .. ...... 52 ..•• N 10 25 12 13 12 I ... '2'" . . . . . . . . E I' 38 17 21 18 3 ........ ........ S S.A. 17 7 10 7 I ........ W 18 33 16 17 15 2 ........ .. ...... W 10 32 15 17 12 3 2 ........ 71 •..• N 16 23 16 7 6 I ........ .. ...... 5 ..... N 10 .. 28 16 15 .... i· .. I ........ S I' 23 10 7 6 1 ........ .. ...... S 10 M 35 2 •. 27 I ........ W T.R. I 1 . "2S'" '''if'' .. "3'" ........ ........ E S.A. 21 10 11 11 ........ · .. ·i· .. ........ 72 •••. N 16 42 17 ........ .. ...... 54 .••• S 105 I' 10 • 8 .. "2'" ........ S 16 •• 20 2. 25 • ........ ........ E 10 St 18 ,7 27 20 17 I ........ K T.R. • 2 2 2 .. .. i· .. ........ . ....... W 10& 18 OJ 3. 2' 26 2 I ........ W T.R. 12 5 7 6 .. ...... ........ 55 .... N 111:12 137. 75 62 57 3 2 ........ 73 .... S 16 17 9 8 7 I .. ...... ........ S 111:12 58 19 3. 33 • 2 ........ E S.A. 20 11 • 7 2 .. ...... ........ W T.R. U6 7J .. 42 I ........ ........ W 26 13 7 6 5 1 .. ...... ........ 56 .... S S.A. I' 0 U 12 I ........ ........ 74 •••• N T.R. 2 "'ii'" 2 1 I ........ . ....... E It 76 31 4S 37 8 ........ ........ E 18 3. U • • ........ .. ...... W II 60 26 3. 26 8 .... r" ........ W 18 32 20 12 • 3 ........ ........ 57 .... N U 77 27 SO 3. 10 ........ 15 .... E-W 18 20 11 9 8 I .... i· .. .. ...... S 32& 103 53 2. 30 ,. 6 ........ ....... 16 .... N 25 21 II 10 6 2 . ....... W 11 II: 32 53 16 37 28 9 ........ ........ S 25 23 13 10 9 1 ····i· .. .. ...... 58 .... s 103-A 15 6 9 8 I ........ ........ W IU II 5 0 • I .. ...... E 11 25 8 17 15 2 ........ ........ 71 ••.. N T. R. 2 I I I .. .. , ... .... i· .. .. ...... W II 39 13 2. 23 3 ........ ........ S 25 .8 .. 52 '7 .. ...... 



Avemie dally motor truckl A verBle dally motor trucka 

Sta- Direo- Route Loaded trucka SIa- Di ..... Route Loaded truck! 

Uonl tion' numbe'- - Uonl lion' Dumber' 
Total Empty Total Empty "-.,, 2-2" .... 5--7" "-.,, 2--2" .... 5--7" 

Total tons to .. ton. ton. Total to .. ton. ton. to .. 
capacity capacity capacity alpacity capacity capaclty capacity capacity 

--I-----------------------------------------------------
77 •••• E 2. .02 .. ., 49 • 1 ........ 98 •••• S T.R. • . "64'" . "68'" . "jS' " '"io''' ... .,. .. ........ 
78 •• o. N 25 .0 • , 3 • ........ . ....... ~ 101 .. A 132 .. ...... 

S 25 .7 " • • 1 . . . . . . . . ........ IOl~A '32 ., 68 55 .0 • .•.. j ... 
E .07 " • 2 2 ... '2'" ........ ........ 99 •• " S S.A . .. " U .0 1 • 

79 .... £OW 2. .. 2. 57 35 ... ·s··· "'T' E IOl~C 77 .. 3' 28 1 2 .... j ... 
SO •••• N 28 142 .5 77 '3 I' W 101-C 8~ .0 37 32 1 3 

S 28 .41 o. 77 .3 .. 8 2 100 ..• S T. R. ... ig'" 2 2 .... i· .. "'T' . ....... 
E T.R. • 3 2 2 ........ ........ ........ E 102 3' I • U . ....... 
W T.R. 12 10 2 2 '"jj''' "'jO'" .... :i ... W 102 33 I. .. U 1 ........ ........ 

8t •••• N 28 71 2. .. 22 101. .• N .09 32 I. I. U 5 ........ .. ...... 
S T.R. 4 I 5 .. • • .... 2 .. · E .09 28 ... It 12 2 ........ ........ 
E 28 72 2. .... .. " 8 W 102 • 2 5 2 1· "'T" ........ 
W' T. R. , 2 2 2 "'is'" "'T"' .... j ... 102 ... • NoS 103 O. 28 53 20 • ........ 

82 •••• N 28 U. •• 80 •• 103 •.• N 106 ,. 22 27 I. 5 0 ........ 
S S.A. 17 8 • • ... itS'" .. "5'" .. ··i· .. S .06 20 10 10 8 2 "'T" ........ 
E 28 109 .. •• .... E T.R. 33 IS 18 10 , 

"'T" 
83 •••• N 28 41 24 17 .. 3 ........ ........ 104 ..• NoS '08 8' 40 .. 32 8 3 

S 28 40 .. I. Il 3 ........ ........ lOS • .. N 108 o. 37 27 .. , 2 .. ...... 
W T.R. 2 • • • . "'3'" ........ ........ S '08 42 .. 18 13 3 2 ........ 

84 .••• NoS 28 .. I. 25 22 ........ ........ E S.A • 23 .. • 8 1 "'T" "'T" 
85 •••• N 28 IS 7 8 8 ........ ........ .. ...... 106 •.. N 108 •• •• .. 30 8 

S T.R. 3 I 2 2 ........ ........ .. ...... S 108 •• , . 42 28 8 5 1 

86 ••• : 
W 28 It • • • .... j ... ........ ........ E T.R. S 2 I 1 ........ . ....... ........ 
N 28 •• • 7 • .... i· .. ........ W T.R. I I "'i2'" "'is'" '"ii''' "'T" .... .. 
S 28 28 12 I. 13 2 ........ 107 ... £OW 110 8. 49 
E S.A. 14 5 • 8 I ......... ........ lOB ... N . I-A OS , 37 28 I. 7 2 . ....... 
W T.R. • 1 '''if'' .... g ... .... i .. · ........ .. ...... S I-A 67 3. 31 .. • 2 ........ 

87~ ... N 32 20 • • ........ W S.A. 18 10 8 7 I .. ··i· .. ........ 
s 32 2." • 11 • I I ........ 109 ..• NoS .... A 60 2. 54 28 S .. ...... 
E T.R. ........ ........ 110 ... N 18 &. 28 18 • • 8 I .. ...... . ....... 

88 ••.. N 32 •• .... g ... . "io'" .... g ... .... i .. · ........ " ...... E 18 &: 28 35 .6 17 .. 3 ........ .. ...... 
S 32 35 • 6 I • 17 2 ........ ........ W T.R. I. 8 \I • 2 ........ ........ 
E T.R. 17 • 8 7 • .... i .. · ........ 111. .. N S.A. 10 0 4 , .... i'~' ........ .. ...... 

89 •••• N 32 .. 10 .. 10 3 ........ S S.A. \I • S 4 . ....... ........ 
S 32 49 .. 20 21 • 1 ........ W T.R. 2 I 1 1 . ... j ... ........ ........ 
W S.A. 2. 14 15 It • ........ ........ 112 ••• NoS S.A. 20 \I • 7 "'T" ........ 

90 •••. S 32 22 • .3 11 2 · .. ·i· .. ........ 113 ... N T.R. 12 7 5 • ........ .. ...... 
E 103 28 10 18 IS 2 ........ S T.R. • 5 • • ........ ....... , .. ...... 
W 32 It 103 50 

,. 3. 2. • 1 ........ E T.R. , 2 2 2 ........ . ....... ........ 
91 •••• N S.A. 25 12 .3 • 3 • ........ W T.R. 7 , 3 3 ........ .. ...... ........ 

E 101 •• •• 3' 29 3 3 ........ NW T.R. S 3 2 2 "'T" "'T" . ....... 
W 101 7. 29 .. 3 • • , ........ 114 ••• N S.A. 30 • 21 17 . ....... 

92 •••• N T.R. • 3 1 1 .... 2 .. · ........ ........ S S.A. 20 8 12 11 1 "'T' . ....... S T.R. I. 8 5 3 "'T' ........ E S.A. .. • 15 10 • . ....... 
E 10. 36 18 18 15 2 ........ 115 •.• N T.R. 5 • 2 2 ........ .. ...... .. ...... 
W 101 .. 22 .. I. • I ........ E S.A. 10 • • • ........ . ....... . ....... 

93. , •• £OW 10. ., .. .. 32 • , ........ .W T.R. • 2 • • .. ...... ........ 
M .•.. N 10. 75 37 38 2S • • ........ 116 ••• N T.R. 1 ......... I "'T" ........ ........ 

S '01 84 40 .. 30 • • ........ S T.R. I ·· .. i··· I "'T" ........ . ....... 
E T. R. 10 10 • 0 • ........ ........ ........ E T.R. 3 2 1 . ....... ·· .. i .. · .. ...... 

95 •• •• N T.R. 2 1 I I ····i .. · ........ ........ W S.A. • I 2 1 ........ 1 . ....... 
S S.A. 36 1. 17 •• "'T" ........ 117 ... N S.A. 15 7 .: 8 ........ . ....... . ....... 
E 10' 142 .o. 78 •• 17 ........ E S. A. It • 8 . ....... ........ 
W 10. 168 ·77 91 70 17 , ........ W T.R. • 1 3 3 .. ...... ........ . ....... " •.... N T.R. I I . "i," 01 . "23'" "'T"' "'T' ........ 118 ••• N S.A. • • 2 2 . ....... ........ 
E 10. 5. 28 ........ S S.A. 15 • • 8 

.. ··i .. · . ....... ........ 
W 10' ., 27 27 23 3 1 · .. ·i .. · E S.A. \I • 7 6 1 ........ ........ 

97 •••• N lOS 47 26 21 15 3 2 W S.A. • 1 
S 101 & lOB 72 3. 36 2. 5 • I 119 ••• N S. A. 12 5 "'T" ····7··· ........ ........ ........ ........ 
E 10. 5. .. 27 18 . 3 4 2 S S.A. 15 7 8 7 "'T" ........ ........ 

• 8 .••• N T.R. I ........ • 1 ........ . ....... E T.R. I . ....... 1 1 ........ . ....... . ....... 



Sta· 
tiona 

120 ... 

121. .• 

122 ... 

123 ..• 

124 ... 

125 .. 

126 ... 

117. 

128. 
!lV. 

130 ... 

131. .. 

..,2 ... 

Ill., . 
134 ... 

Dlrec- Route 
tion' Dumbe'" 

N 
S 
W 
N 
S 
E 
N 
S 
E 
N 
E 
W 
N 
S 
W 
N 
S 
E 
W 
N 
S 
E 
N 
S 
E 

I£.W 
S 
E 
W 
N 
S 
W 
N 
S 
E 
N 
S 
E 
W 

N-S 
N 
S 

S.A. 
T.R. 
T.R. 
T.R. 
T.R. 
T.R. 
T.R. 
S,A. 
T.R. 
T.R. 
T.R. 
T.R. 
T.R. 
S.A. 
S.A. 
T. R. 
SoA. 
S.A. 
S.A. 
T.R. 
T.R. 
T. R. 
S.A. 
T.R. 
8.A. 
S.A. 
T.R. 
s. A. 
S.A. 
S.A. 
S.A. 
T.R. 
S.A. 
S.A. 
T.R. 
T.R. 
T.R. 
S.A. 
S.A. 
S.A. 
T.R. 
S.A. 

Total 

9 
7 
5 

17 
20 

9 
5 
7 

: 
2 
3 

22 
70 
97 

9 
5 • 6 
1 
1 · • 10 
7 

10 
Il .. 
77 
37 
36 

1 
1 

.1 

• Il ,. 
61 .. 
11 
16 

Motor Truck Traffic at New Hampshire Traffic Survey Stations-Continued 

Empty 

AVerale dally motor trucks 

• 3 

Loaded truck8 Sta­
tion' 

13 •..• • • 3 
7 

10 

2 
10 
10 
5 
2 

.... i'" ............ , ... 135 .. . 

1 ....••.....•.... 136 •.. • 3 
3 • 2 
'j" ····i··· I 
1 2 2 
7 IS 13 

27 43 39 
36 61 5S • • • 3 2 1 

3 , 2 , . . 
1 1 
1 1 

J37 ••• 

138 ... 

139 .•. 
140. 

141 ... 
14Z •.• 

2 'f 1 '" 'j'" . 143 ... 
6 • 7 
6 

35 .. 
20 
20 

1 

2 
6 

29 
24 

5 
3 
6 

• 3 
1 

3 3 
3 3 1« ... 
7 7 

31 26 '.j"' 
35 JO 
17 9 ~ ""r'" 
16 • 6 2 145 .•• 

.. "j'" ....... . 
1 · .. ·f ...... f·· ::::i:" ............... . 146 ... 

4S .. 5 
37 31 5 •• 7, •. 
10 7 2 
8 7 1 

10 9 1 

Dif'eCoo Route 
tionl number' 

E 
W 
SW 
E-W 

N 
S 
E 
S 
E 
W 
N 
S 
W 

N-S 
N 
S 
E 
W 

N-S 
N 
S 
W 
N 
E 
W 
N 
S 
E 
W 
.~v 

S 
E 
W 
N 
S 
E 
W 
N 
S 
E 
W 

T.R. 
S.A. 
T.R. 
S.A. 
S.A. 
S.A. 
T.R. 
S.A. 
S.A. 
T.R. 
S.A. 
S.A. 
T.R. 
S.A. 
S.A. 
S.A. 
T.R. 
T.R. 
S.A. 
S.A. 
S.A. 
T.R. 
S.A. 
S.A. 
S.A. 
T.R. 
T.R. 
S.A . 
S.A. 
S.A. 
T.R. 
T.R. 
T.R. 
T.R. 
S.A. 
S.A. 
T.R. 
T.R. 
T.R. 
T.R . 
T.R. 
T.R. 

Total 

5 
8 
5 

.0 
29 2. 

3 
60 .6 
57 
37 
37 

2 
32 
19 
12 
5 
2 

21 
16 
8 • 83 

132 
55 
72 • 12 ,R 
4S • 9 
17 
17 
26 2: . 
• 1 

10 
11 

2 • 1 
21 1. 
16 

1 3. •• 33 
20 
20 

. .. iii'" 
13 
8 
3 
1 .. 
7 
3 • 4S .1 

20 3. 
5 
7 

19 
22 • 5 
10· • • 10 

Average daily motor true" 

Loaded trucks 

3 • • 29 
13 
12 

2 
22 
38 
2. 
17 
17 

2 
16 • • 2 

1 
9 
9 
5 • •• 71 

35 
37 
3 • 19 

23 
3 • 7 • 17 

1. 

2 
4 • 17 
9 
8 
2 

17 
28 
17 
13 
13 

2 
15 
5 • 1 
1 • 8 
5 
3 

32 
52 
22 
29 
3 • IS 

18 • 4 
7 • 12 

11 

.. "'2' ..... , ... 

.. "6' .... ','" 
• . 8 

. "ii'" 
·· .. i .. 

~ .... i 

·· .. r 
• 15 

11 
7 

.... " ....... 
• 

2 

• 2 
1 
1 



APPENDIX V 
~v~rage Gross Weight of Loaded Motor Trucks by Capacity Classes 

Traffic Survey Weight Stations 

~lK ton trucks 2-2K ton trocka 

Station1 Direction' Number Number Number Number 
of A'ftl'8.ge of Aftt'llge of Average of Avuqe 

!:~ ::::ht ~~ .::I;bt. ~k! :'t ~~ :'t. 
----~----~---f------I-------~-~---~-·-~------J.-~--·~---·.f_--~-~-~~-~-.-~ ______ I-"'~i~~~--·.I------

Pounda Pouiul. Pounda Pound. 
145 ..... 82 13,810 16,580 19,230 
136 5.110 7. 1l.98O 16,580 19,230 

11 5,240 3 11.030 ····i6···· "i6;iso' . ... '2i,": "2o;iiO" ,., 5,430 143 13,840 ,., . 5.430 143 13,SfO 16 16,180 •• 20,180 

I. ..... N U.8.1 
S U.s. 1 
W Maas.IIO 

7 ... o. N U.8.3 
S U.S.3 
W T.R. 

9 ..... N U.s. 3 
S U.S. 3 
W T.R. 

10 ..... N U.8.3. 
S U.8.3 
E 101 B 

12 .... N-S U.8.3 
15." N U.s. 3 

S U.s. 3 
W S.A. 

18 .. N U.8.3 
S U.S.! 
W T.R. 

29 •. S 10 
E U.s. 4 
W U.S.4 

31 •.• N' U.S.4 
E U.S.4 
W 11 

35 ..... S T.R. 
E U.S. 4' 
Vi' U.8.4 

36 .. N U.s. 4 
S U.S.4 
W S.A. 

42 .......•. E-W 91:103 
45 .. " .. N 10 

S 10 
W T. R. 

46 .•... N 10· 
S to&: 101 
W 101 

62 .• ..... ,. N 12 
S 12 
W T.R. 

64 .. N T.R. 
S 12 
W 12 

65 .. N 16 
S 16A 
E 16 
W T. R. 

66 .... N 16. 
S 16 
E 8.A. 

68, ... N 16 It 25 
S 16&28 
E 8.A. 

77 .... N T.R. 
S •• '2 .. " E 25 
N 2. 
S' S.A. 

92 •• 
E 2. 
N T.R. 
S T.R. 
E 101 

95 .• 
W 101 
N T.R. 
S S. A. 
E 101 

91 .. 
W 101 
N 108 
S 101 &: 108 

98 ..... 
E 101 
N T. R. 
S T.R .. 
E lOlA 

) .......... W lOlA 
N 8.A. 
E S.A. 
W 8.A. 

'" iiSs···· "'5; iio" ... iiO' ..... i3:68iJ" .... i9' " ... i5:400" .... is' ..... ii;390" 
265 . 5,110 129 13,670 19 15,400 18 18,390 

11~ ~:m 3~. It=: ..... , .... "i9:090" ··· .. i·· .. "ii;soo" 
118 5,170 36 13,120 7 19,090 1 21,800 

1~ ~:~W- J l~:m · .. ·ii .. ·· "i6;260" ·····r .. · "io;3IiO" 
111 4,740 19 12,050 4 15,950 .. " ............ " .. 
116 4,720 20 12,340 4 15,950 ................... . 

1~ ~:~ 1~ H:::: ..... 2" .... "ii;ioo" :::::::::: :::::::::: 
46 5,050 10 11,960 2 12,800 ...... " ........... . 

1 4,300 
16 5,140 
81 4,870 
91 5,050 
10 4.160 
44 4.410 
34 4.490 
15 3,970 
77 4,500 
62 ",,630 
69 -4,710 
64 4,810 

3 4,370 
193 4,920 
72 5,100 
72 5,100 

· .... 5· .. · ''is:320'' .... ·:ZO: .. "20:,50" :::::::::: :::::::::: 
7 12,560 1 15,500 1 19,900 

12 13,710. 3 19,130 1 19,900 

.. ···r· .. '''i:::'' .... ·r· .. "i::i:" :::::::::: .:::::.::::: 
3 ~m 1 ~~ ................... . 
8 10,880 1 14,700 .......•.....••.. ,' .. 
5 l1,f20 

36 12,670 
35 12.500 

1 18,500 
47 15,660 
16 13,070 
16 1S,070 

.... i," .... i,: i50" ..... 3 ...... ii;Ho" 

.... ~~ ...... ~~:~~? ....... ~ ...... ~~:~~? .. \ 
21 17,950 .....•.........•...• 

5 16,020 1 22,900 
.3 17,200 3.·~ 17,130 

.... io ....... 5:090" ..... i':" . ",;620" ..... i ...... i':500" ..... i ...... i6;500" 
15 4.860 6 .,980 1 ".500 1 16,500 

8~ :::g Ii lA:~g .... ·3· .. · ·~i6:5.ro .. :::::::::: :::::::::: 
f2 4,180 16 10,860 3 16,530 .................. .. 
37 4.730 4 9.680 .•.•..••.. l •. _ .................•.•.••... 

8 7,500 3 11,230 
55 f.470 8 11,440 
47 3,950 5 11,560 

108 5,090 30 13,490 
9 4,730 5 13,740 

99 5.130 2S 13,460 

........ , ................... ~ .......... . 

. •••...••• ....•.••.. 4 21,220 

............... "... 4 21,220 
19,350 ...•..••............ 
19.230 .................... . 
19,470 ....... " .......... . 

.... 59 .... '''5;340'' .. ·:·2 .... "',:4.50" :::::::::: :::::::::: :::::::::: :::::::::: 
53 f,98O 1 t2,ooo ....................................... . 
26 6.420 3 10,300 ....•.. '" .................... '. ' ..•...... 
21 4,120 3 8,100 2 15.000 ................... . 

~~ ::~~ t 1:::gg ..... ~ ...... ~~:??? .. :::::::::: :::::::::: 
1 3,700 ....................•.......... ~ ..............••••..........• 

104 4.510 11 14,320 3 13.500 1 20,100 
107 4.550 11 of 14,320 3 13,500 1 20,100 
107 4,440 33 11,320 8 15,380 1 28.100 

~~ lie ::~:~~:::: :~~~:~~~:: :~:::~:::: ::~~:~~:: :::~:(::: ~:~~:~~:: 
2; ~:1;g ~ g:lgg ..... 2'.' .. "ioi;ioo" :::::::::: :'::::::::: 
3: ~:A~ ; :t:~ ..... ~ ...... ~~:~~ .. :::::::;:: :::::::::: 
1~ t:i;g 4~ 1~:;gg .... io .. ·· "i.i.:940" .. · .. i .... "',:300" 
157 5,260 40 11,890 10 1 •• 940 1 9,300 
26 4.070 9 14,140 4- 19,050 .................. .. 
.9 3.960 14 If.250 15 19,820 .... " ............. . 
35 3,710 7 13,570 13 19,500, .................. . 
M ~m ................................................. . 

"" 57" .. "'5:650" .... ii .... .. i3: i60" ..... 7· .. · .. ii:soo" ...... " .... i2;350" 
110 f,740 18 13,120 7 18.800 . 22.350 

70 f.130 5 11,640 3 17.730 2 •• 600 
117 .,300 25 10,080 3 17.'130 18,%0 
" 4.5-'0 ,au 9,7oW 1 13,300 ...........•.....•... 

! t~~~~ :u-::~:: =~~re 8. 
I All Qumbem! roUtel are trunk·llne highways. The United Stat.ee routa are Ihown by the iniUa.I. U. 8., StaLe-ai.d roUlC:by S. k.-; .. nd ~Q roads by T. R . 
.. Total number of loaded LnlCD on each roULe duriq t.Ilrft to-hour ObRrvatlODL 



SURVEY OF TRANSPORTATION 

APPENDIX VI 
Traffic Classification of the New Hampshire Trunk-line Highway System 

Average dally Averall! dally 
traffic 1926' traffic 19311 

Highway 
Highway aecllon .. route Miles Total Total 

:number! Total TOtal trUck. Total Total ,"" .. 
motor motor of 3 to motor motor of 3 to 

vehicles truck. vehicle. '"', .. 7J.i'-Lon 7J.i·ton 
capacity' capacity 

Portsmouth to MallSllC:bueetta Une •••.... 1:]. S. I (F) 14.7 5.800 162 26 
Nashua to Maeeachuaetta line ..........• U.S. 3 (F) 3.5 '.188 317 .. 
Manchester to Concord .•.......•..•••. Hj:~~:::l 16.2 3._ 228 22 
Nashua to Manchester .•.••••.••......• 16.4 3,533 246 33 
Concord to Franklin ••••........•••.... lj.~Ni1~:::l 14.0 2,184 14' • Franklin to Laconia •••••••.••.......... 10.4 2,188 118 8 
Dover to Rochester ...• , ..........•...• ~g ~:::l •. 8 2,021 113 II 
Manchester to Malllachuaett.s line ....... 23.1 1.951 108 12 
Laconia to Meredith .•..........•... , , , U.S.J.ll(F) •. 8 1,932 73 .... "7' 
Hampton to Port8l1lOutb ' ..•..•........ IA~IOt C 16.3 1,925 28 
Dllrham to Dover ...•..............•.. "A-I08 (F) 3 .• 1.747 .3 • Manchester to Manchetlter east cily line ..• 101 (F) 2.5 1.741 168 6 
Hopkinton to Concord .............•• , . 9-t03 (F) 6.6 1,697 152 14 
Portsmouth to Dover .....•...•........ U.S., (F) •. 3 1.665 II. 1. 
Nashua to Milford ..•..........•..•.•.. 101 A (F) •. 5 1,567 132 8 
Bristol to Easl Hebron ' ................ 3A (F) •. 0 1,491 113 
Lebanon to Weel Lebanon ' ........ , .... U.S .... lO(F) 2.6 1,459 75 
Berlin to Gorham ' ....•..•.. , .......•.. 16 (F) 5 .• 1,457 •• Winchester to Keene. , .............. , .. 10 12.7 1,425 76 
Keene to Swanzey north lown line ....••. 12 (F) 1.1 1.418 112 
Glen to jet. with town road north of Con-

16-18 (F) 8 .• 1,385 38 way' ......... 
Frankli.n to Brilllol.. ................... 3A (F) 12.0 1.370 .1 

. i1i~Fo~~n~~?tio'!' te~~~~~:.·.:::::::: 
U.S .... lO(F) I.S 1,354 •• ... "9' lOt (F) 5.0 1.334 .1 

Plymouth to Profile Houae t ............. U. S. 3 (FJ 32.1 1,331 I. 
Franklin to Franklin town line .......... U'~o:-tMF) 2.6 1.264 106 .... '.S' line· ... , .. ..0 1.244 8. 

101 C 5.8 1,219 78 6 
11. 12-32 (F) 17.3 1,216 5. 

101 eF) 27.1 1.213 .8 
U.S.4-II(F) •. 3 1,135 8. 

10 (FJ •. 2 1.111 70 .. '6' 
Concord to jet. with 28 and U. S. 4 ...... U. S. 4-9 (F) ... 1,097 72 
Keene to jet. with S. A. Cheaham' ....... 101 (F) 7.3 1,070 75 7 
Uttleton to Twin Mountain' .......••.. 10-18 (F) 12.8 I._ 50 
Exeter to Sb'atham .........••......... 101-108 (F) 3.2 1,067 72 12 
Glen to Twin Mountain', .......••..•.. 18 29.9 I._ ". Meredith to Plymouth· ............ ~ . , . g:~.~:~ 16,9 1,043 .3 
Dover to point 6 mi. Wi" ..•... ,,: .... 6.0 I,"", 83 
Center Harbor to Meredith t .......•.•.. 25 (FJ '.7 1.030 .. 

'Canaan to jet. E. of Lebanon' .......... U. S. 4(F) 12.0 ... 78 
Keene to jet. of 101 and 12 west ......... 12(F) 18.2 ..8 67 
Claremont to jet. with 101 ...•.......... 11-12 ' 19.0 .... Of 
Lisbon to jCl. S. A. east .......•........ tOeF) 1.5 .30 Of 
Plymouth to Weal Plymouth ............ 3 A-2S (F) 3.0 .18 18 
Rochester to Sanbornville ..•••.......... 16 (F} 18.5 .10 47 
Jet. 16 Conway to jet. with T. R.I •.•.... ~: ~~ 2.6 900 I. 
Glen to Jacit80nt •...••. , .............. 2.7 895 25 
Mll88a.ehuaet.18linetoSwanzeyN. town line. IZ(F) 17.6 87. 47 
Hopkinton to Lower Village .....•.....•. 103 (F) •. 0 878 61 
Winchester to Maaaachusetta Hne ......... 10 10.8 86. .7 
Woodsville to jet.. with 25 S. Haverhill ... 1().25 (F) 7.8 867 33 
Whitefield to Lancuter to Groveton ..•.. U.S.3 (F) 17.1 834 30 .. ,,, i9' 
Gilsum N. town . h9N.Keene 10-101 U:~ 82. 88 
Peterboro to S. 

·N·~rit·I~:: 
101 (F) 816 54 

Newport to jet. 10 1.6 1!09 51 
Manchester to 10. 13.6 7 .. 75 
Maine line 18-28 (F). ... 7 .. 28 

I The United States routes are .bown by the Initials U. S .. (F) Indicate8 Federal .. id II)"II.em.. 
J Average daily motor vehicle traffie for the period July 16 to October IS of each year. 
1 TotAl daily motor trucks of 3 to 1}of ton capacity not. shown where Ie. than 5 pel'day • 
• Claalli6caUoD bued. on following cIa. Umite e:wept lUI lDdicated in footnote 5. 

9,.00 250 
6,500 500 
6,100 360 
5,500 3110 
4.300 220 
3,_ 1110 
3,200 1110 
3.000 170 
3,000 110 
3,000 40 
2,700 150 
2.700 260 
2.600 20W 
2.600 1110 
2._ 210 
2,200 170 
2,300 120 
2,300 160 
2,100 110 
2,100 170 

2.100 60 
2.000 loW 
2.100 ISO 
2,000 loW 
2,000 30 
2.000 160 
1.900 120 
1,000 120 
1.800 90 
1,900 150 
1.700 IlO 
1.700 100 
1,700 110 
1.600 110 
1.600 70 
1,600 110 
1,600 oW 
1.600 70 
1.600 130 
1.600 160 
1.- 120 
1.500 '00 
I.- 100 
1,- 100 
1,- 30 
1,- 70 
1.300 30 
1,300 .. 
1,300 70 
• ,300 90 
1.300 70 
1.300 SO 
1,200 oW 
1.200 130 
1.200 10 
1.200 80 
1.200 110 
1,200 oW 

Claaaific:atioa Averqe daD,. motor fthicles 
1926 1931 1936 

A-Major 1. .... ...... .....•... over l.soo over 1.500 over l..soo 
B-Ma!OI' 2.................... 500-1..soo over 1.500:- ewer 1.500 

%=~~%!-i:::::::::::::::::: ~l:= ==~1~ 5'00-::= 
:'=H:!!~t~:::::-::::::::::::: :==:~ ':-u.!;.~ :::::= 

43 
76 
33 

." 13 
13 
17 
18 

..... io' 
I. • 22 
'1 
13 

jj' 

10 • .... ·if 

'· .. ·io· 
..... .10. 

.... 'ii, 

A~el:jl7 

Total Total 
motor motor 

vehlclet trow 

12,100 360 
9,200 700 
8,600 500 
7.700 50W 
6.100 310 
.,Il00 260 .. - 250 
•• 300 20W 
4,200 160 
4,200 60 
3.800 . 200 
3,800 .7. 
3,700 330 
3.600 250 
3._ 290 
3.000 230 
3.200 160 
3,200 220 
2.800 150 
2,Il00 220 

2.800 80 
2.700 1110 
3.000 210 
2.700 1110 
2.700 oW 
2.Il00 230 
2.500 170 
2,700 170 
2,_ 120 
2,700 220 
2,300 180 
2.200 ,40 
2,_ 160 
2.100 ISO 
2.100 100 
1.100 .oW 
2,100 60 
1.300 90 
2.300 180 
2.300 220 
I._ 160 
2.100 ISO 
I._ 130 I._ 130 
1.800 oW 
1.Il00 90 
1.Il00 oW 
1.Il00 50 
1.Il00 90 
1.Il00 120 
1,700 90 
1.700 70 
1.700 60 
1,700 170 
1.600 110 
1.600 100 
1.600 ISO 
1.600 60 

C 
t , 

G-Minor 'E. • • • . • . • • • . . • • • . . • •• I.- than soo te. than 500 le.I tban 500 
• Classlficatiod of these IIf!Ctiona on which traffic as abcnm i.a lower t.baa or in ezce.I of c:laMfic:ation Dmll. 11. t..ed upon c:DMideratJon cI " 

traffic. total motor t.ruct tra.ffic. nlllD.beroi Jarae-eapracity LtUcka,. conaectloawit.h other rouc.ee. &ad abDOr1Da.lit.,. 01 1926 t.raJIic clue to coaeruet 
detoura. or condition of hichway. . 

• Est.imat.edtraffic. 
, FedenJ.-&id route from jUDCtion of 12 aDd 101 to Vermont line at BeUmn FaIlL 
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HIGHWA'Y TRAFFIC ' StlR 
oF'THE 

STATE OF NEW 
MOTOR VEHICLE TRAFFIC ON THE SiATE HIGH­

WAY SYSTEM WITH TRAFFIC CLASSIFICATION 
I 

AND POPULATION DISTRIBUTION 

HIGHWAY SYSTEM 
==:r--r=r-- Federal-aid 

Trunk-hne 

State-aid 

State-aid probable traffic connections 

25 State Highway number 

03 U. S. H ighway number 

POPULATION PER SQUARE MILE. 1920 
C-----l 0- 2-4 

_ 25-99 

_ 100 and over 

TRAFFIC CLASSIFICATION 
____ Major traffic highways 

____ Medium traffic highways 

____ Minor traffic highways 

TRAFFIC FLOW 

A. Average daily tota l of all veh icles 

!>-T ti,-7§ nl e. s ... ',,.wo, 
H T . Trucks. t otal pe r average day 

t::.::- =-= - - ~'3~ F. Forecast of 1931 traffic 

F. Forecast of 1936 traffic 
.,. 

AVERAGE DAILY MOTOR VEHI CLE TRAFFIC 
II N CLUDING TRUCKS) 

4 5 6 7 
! ..,., _E-----==r 

I I inch"'4OQO ~icle9 

8000 Moto r vehicle s 
per day 

All traffic above ~O vehic les platted to sca le with road line 

as center. From 250 to 500 platted as 375, less than 250 
platted as 125. both on one side, exclusive of road width. 

T rucks above 100 platted to scale, From 30 to 100 platted 
as 75. Less than 30 not shown. 

Forcasts of 1931 and 1936 traffic same scale as total 
vehicles. 

SCALE OF MII£'('l 

6 8 = -=C~~=="'3316 M I LE S 

TRAFFIC DENS ITY AND POPULATION SECTIONS 
IEOUNDAAIES IN GnAY) 

1. Southeaster" 

2. Southwestern 

3. Southw.st.rn 

4. Southeastern 

5. NOrth.rn 
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Fig.9 
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