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INTRODUCTION 

In November of 1957, the U.S. Bureau of Public Roads and the Texas 

Highway Department authorized the Texas Transportation Institute to conduct 

an economic impact study along sections of the Interstate Highway System in 

Texas. This authorization called for joint financial support by the Bureau 

of Public Roads and the Texas Highway Department. 

The study was to include an analysis of the economic impact on local 

areas of the Interstate Highway System. The specific objectives were to 

measure the changes in land value, land use, business activity, travel habits 

and general community development that could be associated with this new 

highway facility. 

At the time the study was authorized, very little of the Interstate 

System had been constructed within the state. There were, however, several 

sections of expressway-type roadway which had already been constructed and 

which, with minimum alterations, would meet the Interstate construction stand

ards. It was decided to select three sections of expressway-type roadway which 

had been completed for a minimum of two years as the starting point for this 

study. This would allow a "before-and-after" study to be conducted within 

these areas while basic data was being accumulated from other sites. 

With the advice of the Project Advisory Committee, three such sites were 

selected: one each in or near the cities of Austin and Temple, and one in 

Rockwall County. Field work was initiated immediately in order to establish 

base period land value, land use, and business activity information as soon 

as possible. 

At the time the study was authorized, it was requested that a preliminary 

report of findings be submitted to the Bureau of Public Roads by July 1, 1958. 
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These findings were to be used by the Department of Commerce in its report 

to Congress on nonvehicular benefits as required under Section 210 of the 

Highway Revenue Act of 1956. This report includes much of the data included 

in the preliminary report. 
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OBJECTIVES AND PROCEDURES 

Objectives: 

One of the principle objectives of this study was to measure any changes 

in land values that occurred during a specified period of time within given 

areas near the Interstate Highway System. A second part of thi objective 

was to determine the extent to which these changes might be attributed to 

or associated with the construction and operation of that facility. Another 

principle objective was to determine the changes in land use that may have 

occurred within these same areas, and to attempt to explain these changes 

in terms of influence by the facility. Still another objective was to 

determine the relationship of land use to land values, as land in the area 

of the highway facilities progresses through sequential uses. A final 

objective was to determine the effect of the highway facility upon over-all 

business activity in the areas which were served by it. 

Procedures: 

A. The procedures followed in developing and analyzing the land value 

information were as follows: 

1. Area Selection: 

Three general areas were selected for study. The Interstate 

Highway facilities in these areas had in the opinion of the 

Project Advisory Committee, been constructed long enough for 

changes in land use and land values to become apparent and for 

variation in over-all area business activity to be discernible. 
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These areas were: 

a. An area in Austin from the intersection of U.S. 290 north 

to Walnut Creek. 

b. An area in Temple from the intersection of State 36 north 

to near the intersection of old U.S. 81. 

c. An area along new U.S. 67 through Rockwall County. 

2. Boundary Selection: 

a. Exterior boundaries of each area were carefully selected to 

permit the inclusion of the major expected influence area and 

still keep the area to a manageable size. 

b. Interior boundaries were drawn so that properties were 

divided into two classes for analytical purposes--abutting and 

nonabutting. 

c. Such additional interior divisions as seemed feasible were 

made in each area. 

3. Time Periods: 

To measure changes in land value, three time periods were chosen 

for each area. The length of each period was determined by the 

construction schedule for each area. The periods were selected 

as follows: 

a. Study Period - The study period was the length of time 

from the completion of construction through 1957. 

b. Construction Period - The construction period was the time 

from the announcement of location through completion of 

construction. 

c. Base Period - The base period was a 4-8 year period preceding 

the announcement of construction of the facility. The exact 
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length of the base period was partially determined by the 

availability of sales information. 

4. Property Identification: 

Through use of city records, county maps, A.S.C. aerial photos 

and State right-of-way strip maps, each piece of property within 

each study area was identified and the owner recorded. 

S. Land Sales: 

Through the use of ownership maps, each property transaction was 

traced through the deed records in the County Clerk's office. 

Sales prices were recorded from each legitimate sale. In cases 

where the actual consideration was not revealed, the median of 

the range as revealed by Federal Revenue Stamps was used. (These 

stamps are affixed in multiples of$ .55 per $500.) Since most 

of the study area properties were located outside the city limits, 

city tax records, showing evaluations for land and improvements 

separately, were not available for use. This meant that it was 

not possible to deduct improvement valuations from total sales 

prices in most instances. For this reason only unimproved pro

perties were used outside the city limits. Fortunately most of 

the sales had been made without improvements. 

6. Control Areas: 

Specific control areas were selected for both the Austin and 

Temple study areas. These control areas were selected as re

presenting properties similar to those prevalent in the study 

area prior to construction of the Interstate system. Entire 

land surveys were used as control areas, and all land sales 
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within each survey were recorded. In the Rockwall area the ent~~e 

county was used as a control area. All land sales within the 

county were recorded for comparison with study area sales. 

7. Statistical Treatment of Sales: 

a. To remove the effect of general inflation over the large 

number of years studied, each sale was deflated by the Bureau 

of Labor Statistics' Consumer Price Index (1947-1949 = 100). 

This reduced all sales prices to a common dollar value base. 

b. The sales were next converted to a common price per acre so 

that comparisons could be made from a common unit base. 

c. All sales were then grouped according to the various classi

fications being considered. 

d. Changes were shown as both actual and percentage changes. 

B. The procedures followed in the analysis of land use changes were as 

follows: 

1. Land use for the last year in the base period was investigated 

and recorded for each piece of property within the study areas. 

This use was then compared to the present land use as shown by 

determinations for 1957. 

2. Properties were grouped into eight classes according to the 

following system of land uses. 

a. Agricultural Land 

(1) Used primarily for agricultural purposes 

(2) Minimum size 10 acres (Exception: Truck or other 
intensive type farm minimum 
size 2 acres.) 
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b. Land Held for Future Use 

(1) Generally considered to be held for future use rather 
than its utility at present. 

(2) May be farmed or grazed or used for other agricultural 
purposes during interim period. 

(3) May be either inside or outside city limits. 

c. Rural Residence 

d. 

(1) Used primarily as a dwelling place. Hust have occu
piable house but need not necessarily be occupied. 

(2) Outside city limits. 

(3) Maximum size 10 acres: Larger size becomes either a 
orb above, depending on whether farming activity is 
carried on. (Exception: Truck or other intensive type 
farm maximum size 2 acres.) 

Urban Residence 

(1) Dwelling unit inside city limits. 

(2) Subdivisions outside city limits. 

(3) Maximum size S acres (larger plots will be classed as 
b above). 

e. Commercial-Traffic-Serving 

(1) Any commercial firm deriving more than SO percent of 
its income from traffic. 

(2) Primarily nonmanufacturing. 

f. Commercial-Nontraffic-Serving 

(1) Any connnercial firm deriving less than SO percent of 
its income from traffic. 

(2) PrL~arily nonmanufacturing. 

g. Industrial 

(1) Manufacturing firm. 
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h. Institutional-Municipal 

(1) Any publicly owned property (city, county, state or 
federally owned property). 

(2) Any group owned or operated property (churches, schools, 
cemeteries, etc.). 

3. Changes in land use are shown graphically by means of before and 

after land use maps. 

C. The procedures followed in relating changes in land value to changes 

in land use were as follows: 

1. Land use at time of sale was determined according to the classi

fications in B above for each piece of property that sold. Post 

sale use was also dete::mined for each property. 

2. Each sales card was classified in accordance with the changes in 

land use attendant to the sale. 

3. Analyses were run on each land use classification change. All 

sales were grouped by use changes and the analysis was made on 

the basis of relative changes in price. 

4. The relationship between the changes in land use and land value 

are shown both graphically and in tabular form. 

D. The procedures followed in determining the effects of the new facilities 

on retail business activity were as follows: 

1. It was decided to use the gross sales figures of retail businesses 

as the most practical measure of business activity. 

2. A complete inventory of businesses along both the old and new 

routes was made. 

3. All retail businesses located on the old route within the study 

area were personlly interviewed by members of the re~earch staff. 
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A concerted effort was made to obtain gross sales figures for 

both the last year of the study period (1957) and the last year 

prior to opening the new facility. Additional information con

cerning the operation of each business was also obtained. 

4. All retail businesses located on the new route were interviewed 

and a record of 1957 sales was obtained. Since the new routes 

were located on a new location, businesses were not established 

on them until after the new routes had been opened for business. 

S. All businesses were classified into homogeneous groups such as 

service stations, motels, etc. These groups were then classed 

as traffic-serving or nontraffice-serving businesses in accordance 

with their dependence on traffic for their revenue. 

6. In analyzing the effect of the new facility on business activity, 

as many as six combinations of businesses were used for comparison 

of each group of businesses. The number of comparisons used 

depended upon the availability of data in each case. These 

comparisons are: 

a. Business Comparisons 

(1) Cooperating old businesses - old route 

(2) Total old businesses - old route (derived by adding in 
the calculated volumes for noncooperating businesses) 

(3) New businesses - old route (those established after the 
new facility had opened) 

(4) All businesses - old route 

(5) New businesses - new route 

(6) All businesses - both routes 
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b. Business Grouping 

The purpose in grouping the businesses in this manner was 

to allow an inspection of the effects on bus~~esses from 

several viewpoints. We are interested in the influences 

of the new facility from the following standpoints. 

(1) As it influences particular groups of old firms located 
on the old route. 

(2) As it influences traffic-serving as opposed to nontraffic
serving old businesses on the old route. 

(3) As it influences activity of the old route as a whole 
(old plus new firms). 

(4) As it influences the development within the entire area 
under study (both old and new routes). 
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AUSTIN AREA 

Ge11.eral 

Austin, the capitol of Texas, is a city with an estimated population of 

about 185,000 located in Travis County, in sourtheastern-central Texas. The 

city has a diversified economy based on State Government payrolls, educational 

and eleemosynary institutions, industry, agriculture and tourist trade. Since 

its economy is well miversified, the city and its surrounding areas have shown 

a more stable pattern of growth than has been evidenced in many other cities. 

of the State. Its rate of growth, however, has been substantial, as evidenced 

by an estimated population increase of over 50,000 between 1950 and 1957. 

Austin is served by four major U.S. Highways. U.S. 290, carrying traffic 

between Houston and El Paso, traverses the city from east to west. U.S. 183, 

extending from Refugio near the coast through western Oklahoma, runs through 

the city from north to south. U.S. 79 comes from Shreveport, Louisiana, and 

joins with U.S. 81 about 25 miles north of Austin. Interstate Highway 35 

(U.S. 81) is a major traffic artery between Laredo on the Mexican border and 

Texarkana in the extreme northeast. It also serves San Antonio to the south 

and Dallas to the north. U.S. 81 extends through Austin from north to south. 

STUDY AREA 

The Austin study area is located along a 5-mile section of U.S. 81, 

beginning at the intersection with U.S. 290 and extending north to Walnut Creek. 

Because of the irregular nature of the city limits, only the first 1.2 miles of 

this area are wholly within the city. The next 1.6 miles are partially within 

the city, and the most northern 2.2 miles are completely outside the city limits 
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Figure 1. The area included in this study averages slightly over one mile in 

width. The exact boundaries were determined by existing property lines and 

the proximity to Old U.S. 81. A total of 3,250 acres of land are included 

with in the· are.a. 

This section of roadway was not originally constructed as a part of the 

Federal Interstate System. The section near Austin was planned and constructed 

as a relocated four-lane divided expressway-type highway, designed to facilitate 

the movement of north-south traffic into and through the city. Its new location 

was consi4erably east of the old highway. 

Purchases of rights-of··way for the new facility were begun in late 1948. 

The City of Austin furnished all rights-of-way within the city limits, and 

Travis County furnished those outside the city. Rights•of•way purchases were 

largely completed in 1951. The 300-foot, minimum-width right-of-way was acquired 

at an estimated cost of about $500,000 for the 5-mile section included in this 

study. 

Construction was begun in late 1951, and the entire section was officially 

completed in June, 1954. The completed facility consists of four traffic lanes 

divided by a median strip, with two-lane frontage roads along either side. Full 

control of access has not yet been achieved, since several crossovers and at

grade crossings are still in use. Complete control of access will be achieved, 

however, as this section is brought to Interstate standards. 

CONTROL AREAS 

In order to isolate the influence of the new facility on surrounding 

property values from general price appreciation because of the normal expansion 

of the city, it was necessary to select control areas. Ideally, a control area 
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should have all the characteristics of the study area, with the exception :i: ... 

the facility. The differences in price movements between the study and control 

areas would then reflect the net influence of the facility on property values. 

It is, of course, impossible to find a perfect control area. A concerted 

attempt was made, however, to locate control areas with the same general 

characteristics of land ownership, use, quality and accessibility as the 

study area. To do this, it was necessary to select several different sections 

of land--each with slightly differing characteristics. 

Technical considerations in the field made it necessary to select entire 

land surveys as controls. Property transactions are carried in the records of 

abstract companies by surveys, and all sales within a given survey are recorded 

by years. By using these records, it is possible to obtain all the property 

transactions within a given area for a number of years without tracing indi

vidual land owners through the county deed books. 

Six different land surveys were finally selected as a control for the 

Austin study area. These were the Mariquita Castro and William Caldwell survey, 

northeast of the study area; the James Burleson and Phillip McElroy surveys to 

the east and southeast; the William Lewis Sr. survey to the south and the 

Theodore Dissel survey to the southwest (Figure 1:1). These surveys were each 

approximately one Spanish League in size and collectively included over 27,000 

acres of land. 

The land included in these surveys was quite similar to that in the study 

area during the base period. It was all outside the city limits, but fairly 

near the city. Most of the land was open, much of it was being used in agri

cultural production, and very little commercial or industrial development had 

taken place. 
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Land Values 

The comparative method of analysis was used in this part of the report 

to show changes in laud prices between the three periods under study. Pri~es 

within the study area were compared with control area prices, and certain 

interior classifications were compared within the study area proper. The 

interior classifications were devised so as to relate changes in value to 

the proximity of the land to the facility (abutting and nonabutting) and 

proximity to the central business district of Austin (section 1 and section 2). 

As was mentioned previously, the seventeen-year period under study was 

divided into three separate periods. The first period covered the years 1941-

1948 inclusively and served as the base period in determining changes in land 

values. Property values during this period are not considered to be influenced 

by the facility. The second period, years 1949-1953 inclusive, was the period 

during which rights of way were purchased and construction work performed. 

Changes in land values during this period measure, to a large degree, the 

extent to which realtors and land owners within the area expect land values 

to be effectuated as a result of the new facility. Price changes within the 

third period, years 1954-1957 inclusive, reflect changes that have occurred 

since completion of the new facility. 

The tables in this section of the report present the land value data by 

two methods. First, the actual or unadjusted per acre prices and changes in 

prices per acre are shown. Then these per acre prices and changes are adjusted 

and placed upon a common-dollar base. This adjustment has the effect of Neigh

ing each year's sales. The adjusted data will be used primarily in the following 

discussion of changes in land values. 
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All land prices referred to within this section of the report relate to 

unimproved land. In the cases where the sale included the cost of improvements, 

such improvement costs were eliminated, so as to reflect only unimproved land 

values. In most instances the improvement costs or values were segregated by 

application of applicable adjusted tax ·valuation data or by other methods 

deemed applicable under the circumstances. 

TOTAL LAND VALUES 

Table l:; presents the adjusted data relative to period sales within 

the study area and control area. Land within the study area increased an 

average of $1,104 per acre between the first and last periods, as opposed to 

an increase of only $185 per acre for land situated within the control area. 

This leaves an adjusted net change of $919 per acre for the study area over 

the control area. 

Of the $1,104 per acre increase in the study area between the base and 

lsst periods, 56.7 percent occurred between the middle and last periods. 

During this same time period, however, 83.8 percent of the $185 per acre increast 

in the control area occurred. This difference can be partially explained by 

the fact that many realtors and land owners realized or at least surmised that 

land values would in all probability increase within the study area after con

struction of the new facility. As a result there was certain degree of spec

ulative buying involved during the period after the public was informed of the 

new highway. This type of purchasing caused the land prices to increase at a 

greater rate during the 1949-1953 period than they normally would have done in 

the absence of any knowledge that the new expressway was to be constructed. 
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Periods 

1941-48 

1949-53 

1954-57 

1941-48 

1949-53 

1954-57 

Table 1:1 

ADJUSTED TOTAL LAND PRICES FOR STUDY AND CONTROL AREAS IN AUSTIN 
(Adjusted by Consumer Price Index - 1947-49 = 100) 

Price Changes Per Acre Percentage Changes 
Average Between Between :Between Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

STUDY AREA 

110* 2,346 $ 307 
$478 155.7% 

47,~ 1,065 785 $1,104 359. 670 
626 79. 7 

67* 1,282 1,411 

CONTROL AREAS 

217 20,681 64 
30 46.9 

154* 10,824 94 185 289.l 
155 164.9 

95* 3,607 249 

* Does not include nlllDber of sales within subdivisions 
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Table 1: 1-A 

ACTUAL TOTAL LAND PRICES FOR STUDY AND CONTROL AREAS IN AUSTIN 

Price Changes for Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

STUDY AREA 

1941-48 110~·, 2,346 $ 268 
$629 234.7% 

1949-53 47* 1,065 897 $1,415 528.0% 
786 87.6 

1954-57 67* 1,282 'l. 683 

CONTROL AREAS 

1941-48 217 20,681 52 
78 150.0 

1949-53 154'l'c 10,824 130 . , ;241 463.5 
163 125.4 

1954-57 951: 3,607 293 

* Does not include number of sales within subdivisions 
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Apparently the land owners' and realtors' expectations were fulfilled, 

since the land within the study area increased an average of $626 per acre 

during the years 1954-1957, while land within the control areas increased only 

$155 per acre during the same period. 

Table 1:1-A presents the actual or unadjusted increases in price per 

acre between the three periods for both the study area and the control area. 

NONSUBDIVIDED LAND 

The previous section included a discussion of land values for properties 

in nonsubdivided land and in subdivisions. With certain exceptions, the values 

for the subdivisions were computed after deducting all improvement and develop

ment costs from the sales price of the lots. The exceptions were those sub

divisions which were in existence before the year 1949 or before announcement 

of the proposed new facility. Since those subdivisions had established values 

during the base periods, it was not necessary to eliminate or segregate develop~ 

ment costs in order to show a true picture of their percentage appreciation of 

value. Improvement values were deducted from the selling prices of lots within 

these subdivisions, however. 

Since Subdivision value variances are more pronounced between different 

sections, it seemed desirable to segregate subdivided land and make a compariso~ 

between nonsubdivided or "open" land in the study and control areas. 

Table 1:2 shows the influence of the expressway on prices of nonsubdivided 

land within the study area. There is a difference of more than 300 percent 

between the increases of land prices in the study area and control areas. This 

percentage figure relates to an adjusted dollar increase of $960 net. This means 
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Table 1:2 

iG .. :"l!STE;) PRICES OF NONSUBDIVIDED LAND IN STUDY AND CONTROL AREAS IN AUSTIN 
(Adjus~ed by Consumer Price Index - 1947-49 = 100) 

Price Changes Per Acre Percer.tage .'.;hanges 
Average Between Between tetween Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

STUDY AREA ----
1941-48 110 2,001 $ 211 

$381 180.6% 
1949-53 47 675 592 $1,102 522.3% 

721 121.8 
1954-57 67 590 1,313 

CONTROL AREAS --
1941-48 217 20,681 6L~ 

29 45.3 
1949-53 154 10;735 93 142 221.9 

113 121.5 
1954-57 95 3,480 206 
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Table 1:2-A 

~:TUAL PRICES OF NONSUBDIVIDED LAND IN STUDY AND CONTROL AREAS IN AUSTIN 

f!i:£e Changes Per Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent) (Percent) 

STUDY AREA 

1941-48 110 2,001 $ 176 
$484 275.0% 

1949-53 47 675 660 $1,340 761.4% 
856 129.7 

1954-57 67 590 1,516 

CONTROL AREAS 

1941-48 217 20,681 52 
52 100.0 

1949-53 154 10,735 104 190 365.4 
138 132.7 

1954-57 95 3,480 242 
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that nonsuhdivided land values were approximately 300 percent higher in the 

study area than they would have been in the absence of the new facility. The 

greater portion of this increase occurred within the last four year period. 

The percentage increase in nonsubdivided land prices between the second and 

third periods was almost the same for the study area and the control area. 

The land within the study area, howevef, increased an average of $721 per 

acre ccmrarcd to an average increase of $113 per acre for land located in the 

control area. 

COHPARISON OF SECTIONS 1 AND 2 

Two of the interior classifications within the study area relate to 

proximity of the land to the ccutr~l business district of Austin. The study 

area was divided into two sections for this proximity analysis. Section 1 

includes all property from the intersection of U.S. 290 north to R.u..~crg Lane. 

(Figure 1:2). Section 2 includes those properties located north of Rundberg 

Lane and south of Big Walnut Creek. The division line between the two sections 

corresponds approximately with the present most northerly city limit line of 

the city of Austin. 

It is apparent from a review of Table 1: 3 that there were considerable 

differences in lond values between the two sections during the base period of 

1941-1948. One factor attributing to the value difference was the different 

land use in the two sections during that period. Section 1 had 345 acres of 

land that was subdivided during the base years. The values per acre for sub

divided land were naturally greater than for the open land in section 2. The 

second factor involved can be surmised to be the distance factor. There was an 

actual dollar difference of $138 per acre between nonsubdivided lands in the two 
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Table 1:3 

ADJUSTED LAND PRICES FOR SECTIONS l AND 2 IN AUSTIN 

STUDY AREA 
(Consumer Price Index - 1947-49 = 100) 

Price Changes Per Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price .Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

SECTION 1 

1941-48 74* 1,781 $ 375 
$445 ll8.7% 

1949-53 297'c 708 ::.820 $1,180 314.7% 
735 89.6 

1954-57 25* 583 1,555 

SECTION 2_ 

1941-48 36* 565 94 
620 659.6 

1949-53 18* 356 714 1,197 1,273.4 
577 80.8 

1~54-57 427'c 700' ... 1,291 

* Does not include number of sales within subdivisions 
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Periods 

1941-48 

1949-53 

1954-57 

1941-48 

1949-53 

1954-57 

Table 1 :3-A 

ACTUAL LAND PRICES FOR SECTIONS 1 AND 2 IN AUSTIN 

STUDY AREA 

Price Changes Per Acre 
Average Between Between 

Number Number Price Periods 1st & 3rd 
Sales Acres Per Acre Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) 

SECTION 1 

74* 1,781 $ 330 
$561 

29* 708 891 $1,478 
917 

25'1, 583 1,808 

SECTION 2 

36 565 15 
834 

18* 356 909 1,505 
671 

42* 700 1,580 

* Does not include number of sales within subdivisions 
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Percentage Changes 
Between Between 
Periods 1st & 3rd 

Periods 
(Percent)(Percent) 

170.0% 
447. 9~~ 

102.9 

1,112 .o 
2,006.7 

73.8 



sections. Since the nonsubdivided land in both sections was essentiaily the 

same type, and served by the same traffic facility, it may be generally con

cluded that the $138 difference in value was mainly an effect of the proximity 

factor. 

After announcement of the proposed interstate route, land prices in 

general began to increase in the study area, but the prices in section 2 had 

greater increases than did section l land prices. The nonsubdivided land in 

section l increased an average of $184 per acre between the base and second 

periods, whereas prices in section 2 increased $673 per acre during the same 

period. 

The over-all dollar increase in values per acre for all land were about 

the smne for both sections, but the percentage figures show approximately four 

times as much increase for section 2 as for section 1. 

iHth. the placement of the new facility through this area, the distance 

from the central business district of Austin became less important. The travel 

time from many points within section 2 to in-city Austin became less than the 

previous travel time required from points within section 1. Obviously there 

are more factors involved in determining causes for the increased land values, 

but the primary ones seem to be the speed or decreased travel time and ease of 

accessibility furnished by the new highway. The accessibility feature provided 

or at least increased the opportunities available for land use changes and 

resulting land value changes. 

Accepting the 289.l percent increase in land values within the control 

area as a reflection of general land value increases in the Austin area, the 

new facility had a net influence on section l land prices of 25.6 percent and 

a net influence of 984.3 percent on section 2 land prices. 
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ABUTTING AND NONABUTTING PROPERTY 

The proximity of lands within the study area to the new facility dictated 

a comparison on that basis. The separate properties were classified as "abutti.l: 

and "nonabutting" parcels. All parcels of land that touched the frontage roads 

were classified as abutting properties. 

Table 1:4 illustrates the fact that there was a considerable difference 

in the effect on land prices between the abutting and nonabutting property. 

The abutting property increased in value more than twice as much as the non~ 

abutting property. The adjusted results show that the abutting property 

received an increase in value of 705.7 percent, and the nonabutting property 

received an increase of 350.2 percent. This relationship closely paralleled 

the expected pattern of value increases for the two classifications. It is 

understandable and to be expected that property nearer the facility would 

receive maximum benefits in the form of value increases from the facility. 

Because of its accessibility to the motoring public, property fronting on 

an expressway-type facility right of·way understandably has a greater "value 

potential" than does property removed from the facility. Traffic serving 

enterprises need to be located where the motorists can see the establishments; 

therefore, locations on abutting properties are the natural choice for such 

businesses. Other commercial and industrial firms choose such sites because 

of factors such as ease of access for delivery trucks and employees, and the 

advertising that can be obtained by having the firm name displayed to passing 

motorists. 

Since there was no distinction made between abutting and nonabutting 

properties during the base period of 1941-1948, the land values for the total 

area were used as the base period values in both Table 1:4 and Table 1:4-A. 
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Table 1 :4 

AD..:-USTED PRICES OF ABUTTING AND NONABUTTING PROPERTIES IN AUSTIN STUDY AREA 
(Consumer Price Index - 1947-49 = 100) 

Nonsubdivided Land Only 

Price Changes Per Acre Percent.age Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

ABUTTING PROPERTY 

1941-48* 110 2,001 $ 211 
$530 251.2% 

1949-53 28 260 741 $1,489 705. 7% 
959 129.4 

195(-57 53 285 1,700 

NONABUTTING PROPERTY 

1941-48·k llO 2,001 211 
288 136.5 

1949-53 19 414 499 739 350.2 
451 90.4 

1954-57 14 305 950 

* Figures for this period represent the totals for each classification 
since there was no distinction made between abutting and nonabutting 
property during the base period of 1941-48. 
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Table 1 :4-A 

A2TUAL PRICES OF ABUTTING AND NONABUTTING PROPERTIES IN AUSTIN STUDY AREA 

Number Number 
Periods Sales Acres 

(Number) (Acres) 

1941-48* 110 2,001 

1949-53 28 260 

1954-57 53 285 

1941-48* 110 2,001 

1949-53 19 414 

1954-57 14 305 

Nonsubdivided Land Only 

Average 
Price 
Per Acre 

Price Changes Per Acre 
Between Between 
Periods 1st & 3rd 

Periods 
(Dollars) (Dollars) (Dollars) 

ABUTTING PROPERTY 

$ 176 
$ 648 

824 $1,794 
1,146 

1,970 

NONABUTTING PROPERTY 

176 
382 

558 916 
534 

1,092 

Percentage Changes 
Between Between 
Periods 1st & 3rd 

Periods 
(Percent)(Percent) 

368.210 

139.1 

217 .0 

95.7 

1,019.3% 

520.5 

* Figures for this period represent the totals for each classification 
since there was no distinction made between abutting and nonabutting 
property during the base period of 1941-48. 
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The expressway influence on abutting nonsubdivided property is computed 

at 483.8 percent, and the net influence on nonabutting, nonsubdivided property 

is computed at 128.3 per.cent. These net influence figures were determined by 

taking the algebraic difference between the respective percentage increases 

for abutting and nonabutting lands and the percentage increase in nonsubdivided 

land in the control area. 

ABUTTING PROPERTIES IN SECTIONS 1 AND 2 

Since the previous discussion of land values in section 1 as compared to 

land values of section 2 included all land within each section, it was deemed 

~.
1esirable to segregate the classes of land within each section according to 

their proximity to the new facility and make a comparison of land value changes 

in accordance with such segregation. Tables 1:5 and 1:5-A present the adjusted 

and actual data relative to land value changes for abutting nonsubdivided 

properties in section 1, as compared to similar properties in section 2. 

Since there was no distinction between abutting and nonabutting properties 

during the base period of 1941-1948, the totals for each section were used as 

the base period data. 

It is apparent from Table 1:5 that the market prices of abutting land 

soared upward in both sections, The percentage increase, however, was much 

greater for section 2 than for section 1. This can be explained by the fact 

that average land prices were substantially lower for section 2 properties 

during the base period. 

Notice, however, the similarity of the per acre prices for each section 

during the last period. This similarity indicates that there was little actual 

-28-



Table 1:5 

_\.J~~:.':'/1:ED PRICES OF ABUTTING PROPERTIES IN SECTIONS 1 AND 2 OF AUSTIN STUDY AREA 
(Consumer Price Index - 1947-49 = 100) 

Nonsubdivided Land Only 

Price Chan~es Per Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3.:-d Periods 1st & 3rd 
~ds Sales Acres Per Acre Periods Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

ABUTTING PROPERTY - SECTION 1 

1941-48i( 74 1,436 $ 258 
$ 333 129. lt~ 

1949-53 15 172 591 $1,443 559.3% 
1,110 187.8 

1954-57 20 208 1,701 

ABUTTING PROPERTY - SECTION 2 

1941-48i, 36 565 94 
939 998.9 

1949-53 13 88 1,033 1,604 1,706.4 
665 64.4 

1954-57 33 77 1,698 

* Figures for this period reflect the totals for each section since no 
distinction was made between abutting and nonabutting property for the 
l'ase period of 1941-48. 
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Table 1:5-A 

AC:UAL PRICES OF ABUTTING PROPERTIES IN SECTIONS 1 AND 2 OF AUSTIN STUDY AREA 

Nonsubdivided Land Only 

Price Changes Per Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3rd Periods let & 3rd 
Periods Sales Acres Per Acre Periods Periods 
-=..cc.;;..;..;...c...=;;;._..~-_;,(~N~um..;;;..:;..be-r~)~(~A=c~r~e~s~)--:-(~D~o~ll~a=r~s~):;...._--:-(-D-o~l-la_r_s~)~~(~D~o~l7l~ar=s~),--~--,(~P-e-rc-e-n-t~)-(~P-"-ercent)~ 

1941-48·.\' 

1949-53 

195l;.··57 

1941-48,': 

1949-53 

1954- 57 

74 

15 

20 

36 

13 

33 

ABUTTING PROPERTY - SECTION 1. 

1,436 $ 215 
$ 430 

172 645 $1,758 
1,328 

208 1,973 

ABUTTING PROPERTY - SECTION 2. 

565 

88 

77 

75 

1,174 

1,960 

1,099 

786 
1,885 

200.070 

205.9 

1,465.3 

67.0 

817.770 

2,513.3 

* Figures for this period reflect the totals for each section since no 
distinction was made between abutting and nonabutting property for 
the base period of 1941-48. 
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market preference for property closer to the central business district after 

cvmpletion of the new highway than for property further removed from the down

town area. It should be remembered, however, that the sbuth beginning point 

of the study area was a considerable distance from downtawn Austin. This 

helps to explain why an additional mile or so more travel on a good traffic

serving facility is of small influence on market valueG of the land along 

the facility. After completion of t~e new route, abutting land ptlces almost 

equalized along the entire study area strip. The actual aver~ge prices per 

acre were $1,973 and $1,960 respectively for section land section 2 during 

the 1954-1957 period. 

Accepting the 221.9 percent increase in nonsubdivided land prices in 

the control area as representing the general increases in value of similar 

land around Austin, the new expressway-type facility had a net influence of 

337.4 percent on abutting nonsubdivided property in section l of the study 

area and a net influence of 1,484.5 percent on abutting property in section 2. 

NONABUTTING PROPERTIES IN SECTION l AND 2 

The nonabutting, nonsubdivided land prices in section 2 increased 907.4 

percent between the base and last periods compared to a 312.0 percent increase 

in land prices of nonabutting land in section 1. However, it is apparent from 

a glance at Table 1:6 or 1:6-A that the dollar increases in price per acre 

were not too different between the two sections. The nonabutting property in 

section l increased an average of $805 per acre, as compared to an average 

increase of $835 per acre for section 2. The unadjusted price data shows an 

even lower variance between sections---only $4 per acre. 
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Table 1:6 

A!)JlISTED PRICES OF NONABUTTING PRCl?ERTIES IN_.SECTIONS 1 AND 2 OF AUSTIN STUDY AREA 
(Consumer Price Index - 1947-49: 100) 

Nonsu~divided Land Only 

Average 
Number Number Price 

Price Change Per Acre 
Between Between 

~P~e=r=i~o=d~s~~-S~a~l-C.es Acres Per Acre 
Periods 1st & 3rd 

Periods 
(Dollars) (Dollars) (Number) (Acres) (Dollars) 

NONI.BUTTING PROPERTY - SECTION 1 

1%1-48* 74 1,436 $ 258 
$ 48 

1949-53 14 191 306 $805 
757 

1954-57 5 9 1,063 

NONABUTTING PROPERTY - SECTION l 

1941-48·k 36 565 94 
569 

1949-53 5 224 663 853 
284 

1954-57 9 296 947 

Percentage Changes 
Between Between 
Periods 1st & 3rd 

Periods 
(Percent)(Percent) 

18.6% 

247.4 

605,3 

42 .8 

312 .0% 

907.4 

* Figures for this period reflect the totals for each section since no 
distinction was made between abutting and nonahutting property for the 
base period 1941-48, 
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Table 1: 6-A 

ACTUAL PRICES OF NONABUTTING PROPERTIES IN SECTIONS 1 AND 2 OF AUSTIN STUDY AREA 

Nonsubdivided Land Only 

Price Changes Per Acre Percentage Changes 
Average Between Between Between Between 

Number Number Price Periods 1st & 3rd Periods 1st & 3rd 
Periods Sales Acres Per Acre Periods Periods 

(Num:Jer) (Acres) (Dollars) (Dollars) (Dollars) (Percent)(Percent) 

NONABUTTING PROPERTY - SECTION 1 

1941-48'l'~ 74 1,436 $ 215 
$110 51.2% 

1949-53 14 191 325 $1,009 469.3% 
899 276.6 

195,.\ .. 57 5 9 1,224 

NONABUTTING PROPERTY - SECTIOU 1 

1941-48* 36 565 75 
681 908.0 

1949-53 5 224 756 1,013 1,350.7 
332 43.9 

1954-57 9 296 1,088 

* Figures for this period reflect the totals for each section since no 
distinction was made between abutting and nonabutting property for the 
base period 1941-48. 
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The greater increase in section 1 occurred between the middie and last 

periods, whereas the greater increase in section 2 occurred between the first 

two periods. Because of the relatively small number of nonsubdivided land 

sales for these classifications during the lattter two periods, dogmatic con

clusions cannot be drawn as to the reasons for and the significance of the 

increases between periods. It will be noticed, however, that the abutting 

nonsubdivided land in section 2 also increased more between the first two 

peEiods than did the abutting property in section 1. One possible explanation 

for the greater increase in values for section 2 between the base and middle 

periods is that the market overcapitalized values within that section during 

this time period.: If this were the case, the a~.aller increase between the 

second and third periods would be more understandable. If the increased 

values between the first and second periods were premature, it stands to rea

son that such great percentage increases would be dampened until the prices 

paid and utility values came closer to an equalization level. 

Many factors are involved in land value changes; therefore, the preceding 

statement of possible cause can be considered as only a possiblility, not a 

specific conclusive fact. 

This section of the report is devoted to a discussion of land use patterns 

both before construction of relocated U.S. 81 and during a period of time after 

completion of the new facility. A study of land use is beneficial in explaining 

land value changes, and also in developing a picture of the physical changes 

in land use that have occurred within the study area. 
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Th': last year of the base period was chosen as the date for the 11before" 

period. This was the year 1948 for the Austin study. The time used for the 

"after" period was as of the end of 1957, the close of the study p'::i:-iod. 

This gave an interim period of nine years. The new facility had been opened 

to traffic for about three and one-half years of that time. The period of 

time from late 1948 to 1954 was the period of right of way purchasing and 

construction of the facility. 

Information relating to land use in 1948 was obtained f~:om several 

sources, the primary source being interviews with realtors, local residents 

and other individuals who were fmniliar with the study area at tha.t time. 

Land use in 1957 was determined by visual inspection of the land, supplemented 

when necessary by conferences with property owners within the study 2rea. 

Two land use maps were prepared to facilitate the presentation of the 

land use data for the "before" and "after" periods. Each map shows the major 

property division lines as they existed in the respective years. 

LAND USE IN 1948 

During the year 1948, there were only five primary land uses apparent 

within the Austin study area. These included the following land use classi

fications: (1) agr.icultural land; (2) land held for future use; (3) rural 

residential; (4) urban residential; and (5) institutional-municipal land. 

The largest portion of the total study area acreage was cl~ssified as 

"agricultural l.!\nd" in the "before" period. Huch of the lar..d so classified 

was used primarily as pasturage rather than for other more intensified agri

cultu'.!:'al purposes. The second most prevalent land use type in 1948 was "urban 

residential" lands. This classification included the subdivisions located 
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within section 1 of th~ study area and other dwelling units (maximum size 

of five acres) located within the city limits. 

By 1948 there were four subdivisions in the study area.--all located 

within section 1. Two of these subdivisions were relatively low-priced 

areas, with graded streets which lacked surface treatment of any type. The 

improvements within these areas were, for the most part, substandard in both 

appearance and value. The remaining two subdivisions could be classed as 

middle-priced areas, with most improved lot sales being within a $6,000 to 

$9,000 price range. 

Another prevalent land use type within the area was "land held for 

future use." Most of this land was originally agricultural land which was 

now idle. This land was generally considered to be held for future use 

rather than for its utility at the particular time. 

The rural residential land areas were scattered and contained a 

relatively small amount of total acreage. This land type included those 

tracts which were being used primarily as places of dwelling, and were 

located outside the city limits. 

The fifth land use type, "institutional-municipal," included three 

parcels of property in 1948. One parcel, containing more than 360 acres of 

land, was owned by the St. John's Orphans Home. The other two tracts ;,-ere 

relatively small, each containing approximately five acres of land. One of 

these tracts, abutting the old Middle Fiskville Road, was owned by the State 

Department of Public Safety; and the other tract, located east of the Middle 

Fiskville Road, was used as a local cemetery. 
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LAND USE IN 1957 

By the end of 1957 considerable changes in land use pattern~ had occurred 

within the study area. Whereas the "before" land use map (Figure 1:3) shows 

only five major classifications of land use, it will be noticed that eight 

major land use classifications are present on the "after" land use map 

(Figure 1:4). 

The most noticeable change, of course, was the extent to which land pre

viously used for agricultural purposes had decreased through changing to 

other uses. It can be assumed that the agricultural land was converted into 

other uses which had a higher utility value or price potential. Otherwise, 

it is doubtful that the land would have been retired from produetion. Much 

of the land that was previously used for agricultural purposes is now lying 

vacant and idle. The owners of such lands are simply riding the upswing in 

land values, waiting until they think the time is right to sell their properties. 

Other owners of similar properties are also holding the land primarily for 

furture use, but during the interim period they are farming or grazing the lar1d. 

The major percentage of the total acreage in the study area was classified,. 

as "land held for future use" on the 1957 land use map. This indicates that 

many of th~ landholders within this area believe that lnnd values h&ven't yet 

reached their peaks. 

Several new subdivisions have been opened since 1948. The majority of 

these have been located within section 2 of the study area. Section 2 was the 

most logical area for the new subdivisions, since open land values in the~ 

section were lower than in section 1. Two relatively small subdivisions, 

however, were opened in section 1 during the 1948-1957 period. Only one of 
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the newly-opened subdivisions is substandard in appearance and value of improve

ments. The other new subdivisions can broadly be classed as varying from 

"middle" price areas to "upper-middle" price areas. Prices of unimproved lots 

in this group of subdivisions varied between $12 to $27.50 per front foot at 

building set-back line. 

A comparison between the "before" and "after" land use maps also reveals 

that there has been a considerable aoount of land division since the end of 

1948. A large amount of this land division has been for the purpose of pro

viding residential size plots, but several other divisions have also occurred. 

As expected, several coIIIIIlercial traffic-serving establishments have lcceted 

nlong the frontage roads of the new facility. These include service stations, 

motels and cafes. Other businesses, including several commercial nontraffic

serving establishments and one industrial finn, have located on tho. new route. 

Table 1:7 lists the types and number of business establishments located 

within the Austin study area as of January 1, 1958. None of these businesses 

were located within this area prior to 1948. Moot of the concerns listed in 

the table have been established during the past two yea.rs, since the new facilit; 

has been opened to traffic. 

Undoubtedly the next few years will show many more changes in land use 

patterns occurring along this facility. The development of commercial sites 

has just now become active and the rate of establishment of additional commercia: 

establishments is expected to accelerate as the land development ripens. 

RELATIONSHIP BETWEEN CHANGES IN LAND USE AND LAJ."ID VALUES 

Since in theory every parcel of land has a highest and best use at a given 

point in t:!..I!le and under a given set of circumstances, it is obvious that there 
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Table 1:7 

BUSINESSES LOCATED WITHIN THE 
AUSTIN STUDY AREA AT END OF 1957 

Abutting Expressway Nonabutting Expressway 

Type Business Number Type Business 

Traffic-Serving Nontraffic-Serving 

Service Stations 3 Electric Shop 

Cafes 3 Sheet Metal Shop 

Motels 2 Welding and Metalwork Shop 

Used Tire Yard 
Nontraffic-Serving 

Small Office Building 2 

Motor Freight Line 1 

Truck and Machinery Sales 1 
and Service 

Light Manufacturing Concern 1 

Rest Home for Aged Women 1 

Junk Car Yard 1 

Lawn and Ga~den Shop 1 
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is ~. relationship between land use and land value, and that changes in land 

use which progress toward the theoretical highest and best use for any given 

area should be reflected in land values. 

In any area, of course, there are many factors which may be utilized in 

order to determine the highest and best use of a given tract of land. In urban 

and suburban areas, location is frequently a major factor, since, as has been 

indicated, tracts of land in urban or near-urban areas and abutting major 

traffic arteries tend to have higher values for commercial use than do tracts 

w hic.:h are not so located. 

If it can be .assumed that in the majority of land transactions involving 

a change in use, the land transferred is to be put to a higher and better use, 

then it should logically follow that the values of the land transferred should 

rise. It is also logical, then, that the market prices of the property should 

move correspondingly. The purpose of this section of this study is to evaluate 

the changes in land use as these changes are reflected by changes in price. 

An attempt has been made to view the relationship between land use aacl 

land prices from three different standpoints. First, all sales were grouped 

according to the use being made of the property at the time of the sale (sales 

of a,particular class of land to all uses combined). Next, the sales were 

grouped according to the use to be made of the property after it was sold 

(sales from all uses combined to a particular land use). An lastly, sales 

were grouped to show price differences when specific use changes were made 

(sales from a specific use class to another specific use class). 

Sales from specific use classes are shown graphically in Figures 5 and 6. 

These charts show the average adjusted price per acre paid for property within 
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each class. These prices are shown by study periods in order to portray 

c,;rapichally the movements between periods. 

The most striking thing to be seen from Figures 5 and 6 is the almost 

uniform direction of price movements between time periods for each land use 

class. That is, sales of class 1 properties (agricultural land) increased in 

price from the first through the third period. Classes 2 and 3 (land held 

for future use and rural residential land), while differing in the imagnitude 

of their movement, changed in the same direction during each period. Only in 

class 4 properties (rural residences) was this pattern distorted. Rural 

residential sales during period II showed a decline from the first period. 

~his could perhaps be due to the difference in the average size of parcels 

selling in the two periods. Sales in the second period were about five times 

larger and consequently included a greater amount of less desirable land in 

each transaction. 

As to the difference in prices paid for land in different uses, period I 

sales showed a general increase in price as the land was bid away from the 

more intensive uses. Sales from class 4, for instance, averaged $945 per acre, 

while agricultural land sold for $150 per acre. Since values are based largely 

on a combination of present and future utilizations or use potentials, a sub

stantial price differential was to be expected. During period I, fut\.1.re 

development prospects were uninfluenced by the prospect of the new facility. 

Consequently, values were determined largely by present or immediate f~ture 

uses. Since urban residence is a more intensive 0r higher type land use than 

farming, the higher price was to be expected. 

During period II, on the other harid, the location of the facility had 

become known and the anticipated future uses became much more important as a 

-41-



l.aJ 
Q:: 
<..) 

~ 

Q:: 
l.aJ 
~ 

l.aJ 
<..) 
....... 

$ 1600 

1400 

1200 

1000 

SALES OF PROPERTIES FROM CLASS I and FROM CLASS 2 

TO ALL USES COMBINED, BY PERIODS 

SAL ES FROM CLASS I SALES FROM CLASS 2 

1537 

8 55 

Q:: 800-

~ 

~ 
l.aJ 
..... 
Cl) 

:::> 
;) 

~ 
~ 

600· 

400 

200t ,~, 

t 
L;~r~:~ 

$ o. c:::r:1 
Period I 

545 

3 70 

216 

Period II. Period IlI Period I Period JI Period m 

FIGURE I: 5 



~ 
Q: 
(.) 

~ 

Q: 
~ 
Q.. 

~ 
(.) 
..... 
Q:: 
Q.. 

~ 
~ 
...... 
Cl) 

:::::> 
""') 

~ 
q: 

$ I 600 

1400 

1200 

1000 

800 

600 

400 

200 

SALES OF PROPERTIES FROM CLASS 3 and FROM CLASS 4 

TO ALL USES COMBINED, BY PERIODS 

SALES FROM CLASS 3 SALES FROM CLASS 4 

1495 

1019 
945 

852 

735 

266 

$ o I , K<<<<d r .··· ... , I T////J . l:.;.;,,· 'l 1 

Period I Period II I Period JII: Period I Period lI Period m 

FIGURE I :6 



determinant of total value. With the exception of agriculural land, which 

included a much greater proportion of nonabutting and consequently less desir

able land, the use to which a piece of property was devoted at the time of 

sale seemed to have little bearing on its sales price. During the waiting 

period the prices of all lands other than agricultural lands seemed to reach 

a common plateau. In general, these lands were fairly close to the faciltiy 

and probably had quite similar locational potentials. Their price level also 

appears to have been strongly influenced by the prices paid for class 2 lands. 

That is, all lands regardless of their use were competing on the basis of 

potential use as well as their present use. It was during period II that sub

Rtantial changes in use (other than from class 1 or 2) first became prevelant. 

Potential usage became even more important in period III. After the 

facility was constructed, it became possible for prospective buyers to view 

each piece of property in light of location or site potential. The value of 

sites in their old uses were, of course, vastly increased. Present usage 

became meaningful as a price determinant, however, mainly to the extent of 

providing a floor below which the price would not easily fall. This was 

specifically true of the higher type nonhighway oriented uses such as use 

classes 3 and 4. The level of the floor was determined in large part by the 

availability and price of alternative site opportunities in comparable areas 

removed from the expressway. 

For example, a two acre tract classed as a rural residence in period I and 

priced at $500 competed in the land market with similarly located properties 

of similar characteristics throughout Austin. After the expressway was con

structed, this piece of property became more desirable as a rural homesite. 

It no longer competed against its former competition but against rural homesites 
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located in more desirable and higher priced areas in Austin. In addition to 

its' newly acquired desirability as a homesite, it also became desirable for 

alternative uses such as a site for a commercial establishment (class 5) or 

an urban subdivision (class 4). The ultimate price which was paid for the 

property was determined not only by competition within one use class but also 

by competition between alternative uses. 

The grouping of sales in accordance with the use to be made of the pro

perty after the sale, are shown in Figures 7 and 8. Here all parcels of land 

which are to be used for a particular purpose subsequent to the sale are groupel 

together regardless of the use to which they were previously devoted. Again 

the general increase in price between time periods is noted for all classes 

except one - rural residence. This deviation is probably explainable by the 

fact that all these sales were within the class and involved no change in 

use. They could be considered as selling on the present use floor rather 

than for higher type uses. 

This method of viewing the sales highlights the difference in prices 

paid for land for each of the major uses. During period I the tracts of 

land being transferred to, or within, use class 4 sold at a much higher 

average price per acre than did lands in any of the other classes. However, 

the largest number of sales and aareages transferred occurred in use class 2. 

There were over 1,000 acres transferred to this latter class, whereas only 

410 acres were transferred to the urban residential use. 

During periods II and III highest prices were paid for land to be devoted 

to one of the connnercial or industrial uses while urban residential uses 

remained the closest alternative use in each case. Again, the higher prices 

were paid for smaller quantities of land. Only about fourty acres were tran3-
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ferred to the commercial-industrial uses compared to some 1,430 acres tansferred 

to use class 4. 

Figures 9, 10, and 11 show the breakdown of sales from specific uses to 

specific uses. Here the prices reflect market conditfous apply_ing to parcels 

within different uses as they are bid away for either the same or different 

specific uses. No attempt has been made to analyze ~r discuss each of these 

categories individually. Rather the discusstion is confined to general obser

vations regarding the more typical relationship. 

For example, when agricultural land was transferred to the class "land 

held for future use" in both periods I and II, the average price per acre 

1 ·:1s higher than the average price per acre of similar agricultural land which 

was transferred with no change in use (Figure 9). There are two apparently 

related reasons for the increased rate of appreciation of agricultural lands 

which are transferred to the category of land held for future use. First, 

the more desirable tracts of agricultural land (insofar as location with 

respect to the highway facility is concerned) were the first to be transferred 

to the cla5s of lands held for future use. Second, realtors and land speculators 

were aware of the potential for appreciation in values of such tracts of agri-. .J 

cultural land, and were willing to assume the higher costs and the risks inci

dental to the ripening period. Such buyers were willing to pay more than the 

average agricultural based price for desirable agricultural lands in order to 

obtain these parcels for future use. It must also be assumed that the open

market competitive bidding between such speculative purchasers also had some 

effect upon the prices paid for such tracts of agricultural land. 

Actually, these realtors and land speculators acted as middlemen by 

temporarily holding nonproductive lands for future resale. When they sold 
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these lands, they commonly realized a gair. on the transaction. Thus, as 

these land parcels were transferredlto other uses by the middlemen, the prices 

paid for~them tended to vary according to the use to which the land was to be 

put, and according to the economic utility potential of each parcel. 

In Figure 10 it can be seen that the more intensive use of class 2 land 

for urban residential sites (use class 4, primarily urban subdivisions) was 

reflected in the higher prices paid for such land, as compared with similar 

land which was transferred to lower type uses. Further, lands of this class 

being transferred to commercial or industrial uses (class 5, 6, 7, and 8) 

commanded the highest prices per acre of all uses. This result is, of course, 

?artically a normal product of the location and economic potential of the 

particular tracts of land put to such uses. 

Sales from class 3 and 4 are shown in Figure 11. During period I, class 3 

properties were not sold to any other use. In the construction period, however, 

some sales were made to land speculators, but at much lower prices. After the 

facility was completed rural residential properties were still sold to only 

those two uses. Sales to speculators, however, were made only at extremely 

high prices. 

Urban residential properties were not sold to any other use in any of the 

three periods. Perhaps one reason is that this is already a high type land 

use and adequate sites were available from less intensively used properties. 

Another reason may be that the criteria for good sites for even higher type 

uses (class 5, 6, 7, and 8) are not necessarily the same as those for urban 

residences. For instance, most of the urban residence properties do not abut 

the facility and others have poor site distances for the traveling public. 
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If all these relationships are taken c:ogether, perhaps a generalization 

can be drawn - that in this area the price of land was influenced by the use 

to which it was devoted at the time of sale, but that except in the case of 

very high ~ype or .intensive uses, the potential use was an even more important 

factor in determining its ultimate price. The less intensive a property's; 

present use the more its sales price depended on its' potential for a different 

use. 

In an area such as this, where land is plentiful, largely undeveloped, 

and relatively inexpensive, land was bid away from the less intensive uses 

first. That is, the great majority of sales occurred as transfers from less 

intensive to more intensive uses. The exception, of course, is in use class 2 

where the land is not put to a true physical use. In this case speculative 

activity can be considered as an intermediate stage in the movement of higher 

uses. 
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Business Activity 

In addition to the previously discussed impacts upon land values and 

land development, the new interstate highways may also have a marked impact 

upon business activities within local areas. 

The business activity benefits or disbenefits accruing to an area may 

be either a short-term effect or be of a more permanent nature. The short

term effects are primarily those that occur during the construction period. 

The benefits here would usually result from the expenditures of funds for 

construction labor, materials, and other local purchases created as a result 

of the construction process. The disbenefits would arise through constructing 

a new facility along an existing thoroughfare so that the existing route would 

be either closed or partially inaccessible to traffic during part or all of 

the construction period. This would be expected to result in a decrease in 

business activity for the establishments located along the route. 

Since this facility had already been completed for a considerable period 

of time prior to the initiation of this study, no attempt was made to isolate 

and analyze the short-term effects resulting from the construction itself. 

Instead, it was decided to concentrate on categorizing and analyzing the 

longer term economic influences. 

These longer-term effects may be either benefits, disbenefits, or both, 

depending upon the particular circumstances in each case. And, whether the 

construction of a particular facility will result in either a benefit or a 

disbenefit usually depends upon both the scope and point of view of the analyst. 

If one limits his analysis to a particular business, as is usually the 

case with the individual businessman, then the effect can usually be definitely 
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categorized as either good or bad--a benefit or a disbenefit. It this view

point is broadened to include all the similar businesses within an area, such 

as all the service stations or motels along the bypassed road, it becomes mucn 

more difficult to determine both the direction and extent of the effect. 

Different businesses, even within the same class, will be affected differently 

and different business managers will react differently in their attempt to 

adjust to the changed conditions. This usually results in a mixture of 

benefits and disbenefits which must be carefully analyzed before conclusions 

can be drawn. 

The expansion of scope to include similar businesses within the entire 

study area and finally to include all related businesses within the area 

further complicates the problem of analysis. In the first instance, businesses 

along the old roadway are combined with like businesses on the new route to 

determine the area-wide influence and, in the second instance, these groups 

are further combined to permit over-all area analysis. 

In this study, the analysis of individual businesses was largely confined 

to determining the reasons for changes in business activity by each firm. The 

primary reason for this was to try to discover which of the changes were charge

able to the facility and which were chargeable to management practices or other 

exterior conditions. The results of these individual business analyses are 

not reported in detail. For the most part this report deals with the analysis 

of similar types and classes of firms located in the two sections of the study 

areas. 

Businesses located in two separate areas were evaluated, in an effort to 

determine the effects upon business activity of the new highway facility. First, 

a study was made of the businesses located along the old route of U.S. 81. 
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This area began at the intersection of Guadalupe Street and Lamar Boulevard, 

and extended north about nine miles, to that point at which the old route 

joined the new route of U.S. 81. The second study area was the new route of 

U.S. 81, from its intersection with the old route of U.S. 81 (Lamar Boulevard) 

south along new U.S. 81 (Interregional Highway) to the intersection of U.S. 290, 

a distance of Cl)pro~Lt.itely eight miles ( see Figure 1: 12). 

The business activity data was collected during the summer of 1958, by 

personal interview. Volume figures were obtained for two one-year periods, 

with 1953 serving as the period before construction of the new U.S. 81 

facility, and 1957 serving as the comparable after period. It may be noted 

that 1953 was the business year innnediately prior to the opening of the 

new facility, and 1957 the last year of the study for which volume data cover

ing a full year of business operation could be obtained. 

For the purposes of this study, businesses located along both the old 

and new routes of U.S. 81 were divided into two classifications--"traffic

serving" and "nontraffic-serving" businesses. The traffic-serving businesses 

were broadly subdivided into service stations (whose annual dollar volumes of 

business and gasoline gallonages provided a significant indication of the 

effects of traffic flow diversion upon traffic-serving businesses) motel, 

and restaurant and other food service establishments. All other retail business 

firms interviewed were classified as nontraffic-serving enterprises. 

Old Route (U.S. 81)--Businesses Interviewed 

Along the 9.1 miles of study area following the old route of U.S. 81 

there are located 120 businesses of all types. Of these businesses, 43, because 

of the nature of the enterprise (architectural firms, construction companies, 
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ventilating contractors, stone works, storage warehouses, etc.) were felt to be 

disassociated with the study, and were not interviewed. In addition, some 

16 taverns, dance halls, drive-in movies, etc., while classed as retail 

businesses, were considered marginal insofar as this study was concerned 

because of the irregular hours of their operation. Of such establishments, 

those which were open for business during a reasonable number of daylight hours 

were interviewed, but those which opened at 4 p.m. or later were not interviewed 

Of the 120 businesses, a total of 51 were classified as retail establish

ments whose gross operations were considered to reflect the influences of the 

opening of the new highway facility on U.S. 81, and were therefore held to be 

suitable subjects for interviews. Of the 51 businesses, 14 were for various 

reasons (change in management, poor bookkeeping methods, unwillingness to 

cooperate, etc.) unable to furnish all the infonnation requested. However, 

such information as was available from these has been included in the tabular 

data. 

TRAFFIC-SERVING BUSINESSES 

Service Stations (Old Route) 

Of the traffic-serving class of businesses, gasoline service stations are 

felt to reflect very accurately the effects of changes in traffic volumes and 

patterns. For that reason, the comparison of business done by stations along 

the old route in the two periods 1953 and 1957 and the relation of this business 

to that done by stations located along the new route of U.S. 81 was felt to be 

a valuable indicator of the effect of the new highway facility upon the gener.:1.1 

business of the area. 
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There were a total of 21 service stations located along the old route of 

U.S. 81 (North Lamar) within the boundaries of the study area. Three of these 

stations had been built after 1953 while the remaining 18 were in operation 

both in 1953 and 1957. In addition, one new station has been constructed 

since the study was completed. There were no stations in operation in 1953 

which were not in operation in 1957. 

Each of the 21 stations which was in operation in 1957 was personally 

interviewed. Two of the station owners refused to cooperate in the study, 

and the information obtained from one additional station was not considered 

reliable. In addition, 1953 dollar sales volume information was not available 

from three of the stations. Therefore, of the 18 stations which were in 

operation in both 1953 and 1957, all except dollar volume information was 

obtained from 15. The dollar sales volume data was obtained from 12 stations 

!or both years. 

The following observations concerning the economic and operational 

characteristics of the stations along Old U.S. 81 were considered to be of 

importance to the analysis of the economic impact on,the area. Of the 18 

stations in operation during the entire period, 16 were considered as "major 

oil company" affiliates, while 2 were classed as independents. One of the 

major oil company stations was remodeled during 1956. Prior to the remodeling, 

the station had sold gasoline at a 2c per gallon discount to all customers. 

After remodeling, it began selling at the established price for the Austin 

area. Two other major oil company stations sell gasoline at a 2C per gallon 

discount. One has been discounting gasoline prices for many years while the 

other started after the route change. 
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The 19 interviewed stations along the old route have changed hands a 

total of 20 times between 1953 and the end of 1957. These figures are some

what distorted, however, since one station changed hands seven times during 

that time. Only one station changed brands of gasoline during the study 

period. 

Eight of the stations were owned by the operators. Leases on the other 

ranged from 1¢ to 1 1/2¢ per gallon with the exception of two stations which 

paid a flat monthly rental. There were no significant changes in lease or 

rental arrangements observed during the study period. 

Seven of the 19 stations operate some other business in addition to 

their service station front. Five of these seven are grocery store which 

have only limited service station facilities available. Of the remaining two, 

one has a cafe and the other operates a garage in addition to the service 

station. 

During the course of the interview, information was requested regarding 

the dollar volume of business for the two one-year periods (1953-1957) gaso

line gallonage for the two periods (as estimated by station operators and 

later correlated with jobber records) station facilities, hours of operation, 

lease rates, location of the service station relative to the downtown business 

district, aad the direct opinion of station operators as to the effects upon 

their businesses of the new highway facility nearby. 

In the course of analysis, some of these elements were determined to be 

of little or no significance in determining the effects of the new highway 

facility upon general area business. Others when examined in detail, were 

felt to reflect with considerable accuracy the effects which the new facility 

had upon the business of the area. Of the latter group, the most significant 
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are the f~ndings regarding the dollar volumes of business done by the stations, 

and the comparable gasoline gallonages retailed by the stations. 

Dollar Volumes of Business 

Only 12 of the 21 service station operators interviewed were able to suppl: 

dollar volume figures for both the full operational years 1953 and 1957. There 

are no requirements, other than federal income tax regulations (which are not 

available for use in research) which require a station to keep gross sales 

information. As a consequence, whenever a station changes ownership, there 

is usually no way to check back on the previous operators' dollar sales records 

In spite of these restrictions, the comparative dollar volume information 

shown by comparing changes in gross dollar sales volumes permits some inter

esting general conclusions to be drawn. The unadjusted dollar volume of 

business done by the 12 reporting stations shows a gross of $820,000 during 

1953. After traffic had been routed over the new highway, these same 12 firms 

recorded a gross of $730,900 for 1957. The distribution of the over-all 10.9 

percent decrease among firms is shown in Table 1:8. 

The extent of which this loss in business volume can be attributed to the 

decline in traffic volume is not readily discernible. Since this was an older 

section of to~n, many of the commercial establishments were not in the best 

position to compete with newer facilities which would have entered the area 

as a part of the normal competitive actions of a free-choice society. In fact, 

even with the prospect of sharply reduced traffic volumes, three new servic~ 

stations were built within this area after 1953. 
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Table 1:8 

CHANGES IN DOLLAR VOLUME OF TWELVE SERVICE 
STATIONS LOCATED ON OLD U.S. 81 BETWEEN 1953 AND 1957 

Station -I, 1953 1957 
Dollar Percent 
Chane Chanr,e 

(Dollars) (Dollars) (Dollars) (Percent) 

1 $ 84,000 $ 36,500' $ -47,500 -56.5% 

2. 84,000 84,000 o.o 

3 12,000 14,000 + 2,000 +16.7 

4 66,000 48,000 -18,000 -27.3 

5 16,000 24,000 + 8,000 +50.0 

6 99,000 72,000 -27,000 -27.3 

7 54,000 58,000 + 4,000 + 7.4 

8 36,000 63,000 +27,000 +75.0 

9 117,000 86,400 -30,600 -26.2 

10 117,000 90,000 -27,000 -23.1 

11 72,000 108,000 +36,000 +50.0 

12 63,000 47,000 -16,000 -25.4 

Total 
Stations $820,000 $730,900 $·_:-89,100 -10. 9% 

Average Per 
Station 68,334 60,908 - 7,425 

* Numbers are used rather than station names in order to prevent 
identification of individual stations. The number are changed 
from table to table for the same reason. 
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Further study of Table 1:8 also indicates that not all service stations 

along the old route of U.S. 81 suffered business losses after the opening of 

the new facility. Of the 12 stations reporting dollar volume estimates for 

both 1953 and 1957, 5 reported increases in tha gross dollar volume of their 

business for 1957 over that of 1953. Percentage of increases for these 5 

stations ranged from just over 7 percent to 75 percent in dollar volume. 

One station reported no change in dollar volume for the two years in question. 

Six stations reported decreases in dollar volume of business in 1957 as com

pared to 1953, with percentages ranging from23.l percent to 56.5 percent. 

The seven old stations for which dollar volume information was not 

available were closely inspected by field interviewers who called on all 

stations in the Austin study area. In the opinion of the interviewers, these 

stations as a group were not significantly different in size or appearance 

from those from which dollar volume information was obtained. In addition, 

from talking to the present operators and others who were familiar with the 

particular businesses, it was concluded that these stations had suffered no 

greater losses in volume than had the others in the area. In fact, three of 

the station managers indicated that their 1957 dollar volume was better than 

in 1953 while one indicated no change. Information gathered from other sourceE 

indicate that only one of the remaining three stations suffered a severe dollar 

volume decline, while losses at the other two were considered to be only 

moderate. 

Of the three new stations built along the old route, 1957 dollar volume 

information was available from two. The other was able to furnish gallonage 

information only. For purposes of this analysis, dollar volume of this station 

was considered to be equal to the average of the other two new stations. In 
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order to show the over-all effects on all service station activity along the 

old route, the average volume per station was assumed to be the same for both 

;:eporting an.d nonreporting stations. Only in this way was it possible to 

calculate the net changes in total sales volumes for the two periods. Table 1:9 

shows the calculated volumes for all stations in operation in 1953 and 1957 

and the net percentage changes between the two periods. This comparison shows 

that the group of stations wl:.ich were in operation in 1953 lost almost 11 

percent of their business during the period covered. How much of this loss 

was due to the traffic moving to the new route and how much was due to increased 

internal competition from new stations is indeterminable. It can be seen, 

c.owever, that the sales volume lost was more than compensated for by the sales 

of the new stations, and that the area as a whole showed an increase of 3.4 

percent in total service station sales over the period studied. 

It would appear from these figures that other factors besides the diver

sion of traffic to the new route of U.S. 81 entered into the picture of business 

operations of stations along the old route. A study of the hours of operation 

of the reporting stations (Table 1:10) and the relative locations of the statio~s 

from the downtown business area of Austin (Table 1:11) would indicate that 

these factors had no significant effect upon the gross dollar volume figures 

reported. Assuming that this is true, it would seem likely that such factors 

as increased competition, better-than-average management practices, the estab

lishment of a local clientele as opposed to a clientele of primarily transient 

traffic, and discount selling may be reflected in the gross dollar volume 

figures reported by individual stations along the old route of U.S. 8J. during 

the period studied. 
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Table 1: 9 

CHANGE IN CALCULATED DOLLAR VOLUMES OF ALL STATIONS 
ON OLD U.S. 81 FOR PERIOD 1953-1957 

Stations 

12 Reporting Old 
Stations--Actual 

6 Nonreporting Old 
Stations--Calculated * 

Total 18 Old Stations 

i Reporting New 
Jtations--Actual 

1 Nonreporting New 
Station--Calculated * 

Total 3 New Stations 

Total All 21 Statious 

Year 
1953 

(Dollars) 

$ 820,000 

410,000 

1,230.000 

$1,230,000 

Year 
1957 

(Dollars) 

$. 730,.900 

365,450 

1,096.350 

117,000 

58,500 

175,500 

$1,271,850 

Percent 
Change 

(Percent) 

-10.9% 

-10.9 

-10.9 

NA 

NA 

NA 

+ 3 .4"/o 

* As explained previously, for purposes of this comparison the 
average of nonreporting stations was assumed to be equal to 
the average for reporting stations in both 1953 and 1957. 
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Table 1: 10 

COMPARISON OF OPERATING TUIB PERIODS IN RELATION TO CHANGES IN DOLLAR BUSINESS VOLUME 

Days of Percent Cbenge % Change--
Daily Hrs. Operation Annual Hrs. Daily Hrs. Days of Annual Hrs. in Annual Hrs. in Volume 

of Operation Per Week of Operation of Operation Operation of Operation of Operation·. of Business 
St.?tion 1953 1953 1953 1257 1952 1957 1953-1957 1953-1957 

(Hours) (Days) (Hours) (Hours) (Days) (Hours) (Percent) (Perceii'"t) 

1 14 7 5,096 14 7 5,096 
2 17 7 6,188 17 7 6,188 +16.7% 
3 14 7 5,096 14 7 5,096 -27.3 
4 12 6.5 4,056 12 7 4,368 + 7.7io +50.0 
5 16 7 5,824 16 7 5,824 +56.5 
6 16 7 5,824 16 7 5,824 -27.3 
7 15 7 5,460 14 6 4,368 -20.0 + 7.4 
8 16 7 5,824 16 7 5,824 +50.0 
9 24 7 8,736 24 7 8,736 +75.0 

10 14 7 5,096 14 7 5,096 -25.4 
11 16 7 5, 82l~ 16 7 5,824 -26.2 
12 24 7 8,736 16 7 5,824 -33.3 =-:23.1 

Total 12 
Stations 198 83.5 68,460 189 83 68,068 - 0~57 -10.9 
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Distance 

Under 4 Miles 

4-5 Miles 

5-6 Miles 

Over 6 Miles 

Table 1: 11 

DISTANCE FROH DOWNTOWN BUSINESS AREA 
IN RELATION TC CHANGE IN BUSINESS ~OLUME 

Station 
Number 

(Number) 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 
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Change in Dollar 
Business Volume 

1953-1957 
(Percent) 

-56.5% 

+50.0 

+75.0 

-23.1 

-23.3 

o.o 

-25.4 

+16.7 

-26.2 

+ 7.4 

+50.0 

-27.3 



Gasoline Gallonage Sales 

In studying the changes in the economic conditions of service stations, 

it was easier to obtain gasoline gallonage sales data than dollar volumes. 

Most jobbers keep a complete record of the gallons of gasoline delivered to 

each station within their sales territory. It was possible to get comparative 

1953 and 1957 gallonage figures from 15 stations within the olL study area. 

In addition, 1957 gallonage data was obtained from all three of the new firms 

which had been built since.1953. 

The several comparisons of changes in .. ,gasoline gallonage sales are shown 

in Table 1:12. The 15 stations which had records available for both 1953 and 

1957 showed a decrease in gallonage sales of just over 20 percent during the 

study period. This amounted to an average drop of over 33,500 gallons per 

station. 

As was the case with dollar sales, however, the expansion of gallonage 

sales to include all old stations and the addition of the t9ree new stations 

changed the picture considerably. By estimating the volume sold by the three 

nonreporting stations to be equal to the average of the 15 reporting stations, 

a total gallonage figure for the 18 old stations was calculated as shown in 

Table 1:13. Total volume figures for the area were then derived by adding 

in the volumes sold by the three new stations in 1957. Using this basis of 

comparison, which seems to be most appropriate under the circumstances, it is 

shown that the total gasoline gallonage volume for the area increased slightly 

during the study period. 

It also appears evident from a study of Table 1:12 that other factors 

besides the diversion of traffic to the new route operated to affect the business 
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Table 1: 12 

CHANGES IN GASOLINE GALLONAGE SALES OF 15 SERVICE STATIONS 
IN OPERATION ALONG OLD U.S. 81 DURING 1953 AND 1957 

Gasoline Volume Gasoline Volume Gasoline Volume Percent Change 
Station 1953 1957 Cr..ange 1953-57 1953-57 

(Gallons) (Gallons) (G.:.:.llo~)' (Percent) 

1 164,040 148,620 -15,420 - 9.4% 

2. 201,744 247,560 +45,816 +22.7 

3 264,011 220,865 -43,146 -16.3 

4 246,407 185,332 -61,075 -24.8 

5 166,255 134,345 -31,910 -19.2 

6 158,962 167,247 + 8,285 + 5.2 

7 122,785 166,000 +43,215 +26.0 

8 19,655 19,655 o.o 

9 26,323 19,101 - 7,222 -27.4 

10 166,000 78,000 -88,000 -53.0 

11 24,000 208,383 +184,383 +768.0 

12 267,537 241,043 - 26,494 - 9.9 

13 491,000 42,373 -448,627 -91.3 

14 25,310 12,642 - 12,668 -50.1 

15 133,716 84,025 - 49,691 -37.2 

Total 15 
Stations 2,477,745 1,975,191 -502,554 -20.3 

Average Per 
Station 165,183 131,679 -33,504 
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Table 1:13 

CHANGE IN CALCULATED GASOLINE GALLONAGE SALES OF ALL 
STATIONS ON OLD U,S, 81 FOR PERIOD 1953-1957 

Item 

15 Reporting Old 
Stations--Actual 

3 Nonreporting Old 
Stations Calculated 

Total Old Stations 

3 Reporting New 
Stations--Actual 

Total All 21 Stations 

Year 
1953 

(Gallons) 

2,477,745 

495,549 

2,973,294 

2,973,294 
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Year Percent 
1957 Change 

(Gallons) (Percent) 

1,975,191 -20.3% 

395,037 

2,370,228 -20.3 

648,720 

3,018,948 + 1.5 



volume of individual stations. The fact that four of the stations showed 

increases in volume between the two periods and one showed no change, indicates 

the importance of management in adjusting to newly created conditions. Of 

particular significance also is the fact the three of the 18 stations for 

which jobber records of gasoline gallonage sales were available for 1957 

opened for business after the development of new Route 81 was assured. It is 

evident that the operators of these stations did not feel that the existence 

of the new facility would in itself inhibit the successful operation of a 

service station located on Old U.S. 81. 

Service Stations (New Route) 

In the study of the "after" conditions which were in effect in 1957, all 

retail businesses along the Interregional Highway from the intersection of 

U.S. 290 north to intersection with the previous route of U.S. 81 (Lamar 

Boulevard) were interviewed (Figure 1:12). Since this is a new roadway 

location, all these businesses were necessarily built after the new facility 

was completed in 1954. Their business volumes are included in the study in 

order to complete the picture of area-wide influences. 

Three service stations were built within the study area along the new 

facility prior to 1957. The operators of the stations were interviewed and 

all three furnished complete dollar and gallonage volu.-ne data for the year 

1957. 

Except for their newer appearances, the physical facilities of these 

stations were not significantly different from those of stations along the 

route of Old U.S. 8J. Their gross dollar and gasoline gallonage sales 

volumes were also very similar to the stations on the old highway. Each 
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operator indicated, however, that the primary reason for locating on the new 

facility was the anticipation of good traffic volumes and the prospect of 

eventual residential developmant in the area. 

Service Stations (New Route and Old Route) 

Tables 1:14 and 1:15 present a consolidation of the dollar volume and 

gasoline gallonage figures for all service stations along both routes for 

the two years under study. Of significance primarily is the fact that the 

over-all figures indicate a net increase of 21.5 percent in total dollar 

volume of business done, and a corresponding 22.4 pcrcvnt increase in retailed 

gasoline gallonage of all stations in 1957 over 1953. 

These tables indicate that although individual operators along the old 

route may insome cases have been adversely affected by the divergence of 

traffic to the new Interregional, the gross service station business of the 

combined areas has shown a solid growth between 1953 and 1957. lr. addition, 

it is believed that those operators who have located along the new facility 

have not yet reaped the full rewards of thelocation, inasmuch as the antici

pated residential development of the area is still in its infancy. 

The operators of stations along the old route of u.s. 81 have been forced 

by the shift of transient traffic to the new facility to utilize more efficient 

and aggressive management practices, to concentrate on the development of a 

local clientele, and to rely upon the build-up of nearby residential areas 

to compensate for the loss of transient traffic to the new facility. 

Remarks by service station owners during interviews in 1957 support these 

beliefs. Some operators felt that their losses in volume ~as due to the fact 

that 1957 was a poor business year. Others felt that increases in business 
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Table 1: 14 

COMPARISON OF DOLLAR VOLUME SALES FOR ALL 
SERVICE STA~IONS IN AUSTIN STUDY AREA 1953-1957 

Item 

18 Old Stations 
on Old Route 

3 New Stations 
on Old Route 

Total Old Route 

2 New Stations 
on New Route 

Total All 24 Stations 
Within Study Area 

Year 
J.953 

(Dollars) 

$1,230,000 

1,230,000 

$1,230,000 
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Year 
1957 

(Dollars) 

$1,096,350 

175,500 

1,271,850 

222,000 

$1,493,850 

Change From 
1953 to 1957 

(Percent) 

-10. 9% 

+ 3.4 

+21.5 



Table 1:15 

COMPARISON OF GASOLINE GALLONAGE VOLUMES FOR ALL 
SERVICE STATIONS IN AUSTIN STUDY AREA, 1953-1957 

Year Year Change From 
___ I_t.;;;_e ..... m __________ --:;;1.:-9 ".=:.3_,--__ _:;:lc.::,9.::.5-=-7-------1~9c..::5;...3'---"t;..,.o--:;;l..:;;.9.;;..;...5 7 

(Dollars) (Dollars) (Percent) 

18 Old Stations 
on Old Route 

3 New Stations 
on Old Route 

Total Old Route 

3 New Stations 
on New Route 

Total All 24 Stations 

$2,973,294 

2,973,294 

Within Study Ares $2,973,294 
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$2,370,228 -·20.3% 

648,720 

3,018,948 + 1.5 

618,Y39 

$3,637,937 +22.4 



volume for 1957 over 1953 reflected improved management and bookkeeping pract~cc 

Some made a point of the fact that there is probably more traffic on North 

Lamar Boulevard now than during 1953, but said that the traffic is now com

posed primarily of local people living in nearby residential areas. 

Complaints regarding the new facility dealt mainly with the approach t0 

old route 81 from the Interregional. Some operators felt that this approach 

was unappealing, not marked properly, and was often overlooked by traffic, 

some of which originally intended to use the old route. 
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Motels (Old Route) 

Like service stations, motels are a type of traffic-serving escablishment 

which is very sensitive to chaages in traffic volmnes and patterns. Bcrce 

changes in dollar volume of annual motel business, and increases or decreases 

in property values exculsive of improvement or addition values, tend to reflect 

very accurately the effect of the new highway facility upon the areas under 

study. 

A total of 13 motels are located along the old route of U.S. 81. All 

were called on for interviews, but of the 13 calls, only 10 yielded usable 

interviews. One of the smaller motels had gone out of business some time 

before, one had been recently closed by the State Health Depart~ent ( after 

1957) and one had just changed hands and no information was available. All 

of the 10 motels on which data was gathered were constructed prior to the 

completion of the new route of U.S. 81. 

Of the 10 motel operators interviewed, 9 supplied dollar voltn:ie figur~s, 

7 supplied property value figures, and 8 supplied data regarding average 

nightly occupancy and type of occupancy ( i.e. local, tourist, commercial, 

etc.). Of the motels themselves, 7 of the 13 along the old route of U.S. 81 

are classified as average,,4 as modest, and 2 as poor. None is classified 

as a luxury type motel. Present moom rentals for a single room range from 

$2.50 to $4.00 per night. One rents rooms at present on a monthly basis, 

rather than overnight, but it is considered to be legitimately clasiified 

as a motel. 
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Dollar Volume of Business (1953 and 1957) 

Nine motels located on the old route of U.S. 81 (Lamar Boulevard) reported 

dollar volumes of business for the years 1953 and 1957. These figures are 

tabulated in Table l:l6. The nine motels reported a gross volume of $183,500 

in 1953, and of $125,800 in 1957, a net decrease in gross volume of business 

of 31.4 percent over the period studied. 

A study of Table 1:16 indicates that the diversion of transient traffic 

to the new facility has had a serious negative effect on motels along the old 

route of U.S. 81. Percentages of change in dollar volume of business reported 

by the nine motels ranged from no change in one instance to a maximum of 60.8 

percent decrease. No motel reported an increase in dollar volume of business 

for 1957 over 1953. 

The fact that all motels reporting dollar volume of business showed a 

decrease in 1957 over 1953, and that the average decrease in dollar volume of 

business per motel was over 31 percent, would indicate that factors such as 

management or motel quality as such had relatively little influence on dollar 

volume of business as compared to the more vital factor of traffic volume in 

the area. Three of the motel operators indicated that they had lowered both 

rates and staudards in order to stay in business after the route change. 

Whether improvements of the luxury type would have counteracted tne negative 

effects of traffic loss owing to the divergence of transient traffic to new 

U.S. 81 is open to question. 

It is also possible, however, that without substantial iraprovements the 

motels in question would have experienced a decline in volume even without the 

new facility. This possibility is indicated by the fact that new luxury 
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Motel 
Number 

1 

2 

3 

4 

5 

6 

7 

8 

9 

Total 

Table 1: 16 

CHANGES IN DOLLAR VOLUME OF NINE MOTELS ALONG OLD 
U.S. 81 DURING PERIOD 1953-1957 

Dollar Dollar Change in Dollar 
Volume Volume Volume 

1953 1957 1953-1957 
(Dollars) (Dollars) (Percent) 

$ 4,000 $ 4,000 0 • 0'7o 

40,000 35,000 -12.5 

38,000 27,000 -28.9 

14,500 13,000 -10.3 

20,400 8,000 -60.8 

21,600 9,00!) -58.3 

14,000 10,000 -28.6 

22,000 14,000 -36.3 

9,000 5,800 -35.6 

$183,500 $125,800 -31.4% 
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motels which were in competitive locations were attracting more than their 

proportionate share of total customers even before the new facility was 

opened. This conforms also to the national trend of upgr.ading motel accomo

dations--a practice conformed to by only one cf the 13 motels. 

Property Values (1953 and 1957) 

Seven of the motels along the old route of U.S. 81 reported changes in 

estimated property values (see Table 1:17). Of the seven motels reporting, 

only one indicated an increase in property values in 1957 as compared to 1953~ 

and this reported increase included estimates made of the value of considerable 

i1:iprovements and remodeling. A second motel owner reported no change in the 

property value of his motel. Over-all, the seven motels reported estimates of 

total gross property value of $850,000 in 1953, as opposed to a total gross 

property value of $690,000 in 1957, a net decrease of 18.8 percent during the 

period under study. 

~stimated dollar losses in property value reported by the five motels 

estimating losses ranged from $10,000 to $60,000, and percentage losses in 

property values estimated by these five motel operators ranged from 13.3 

percent to 54.S percent. 

It is clear that motels, as a group, suffered much more from the divergence 

of traffic from old U.S. 81 to the new Interregional expressway than did service~ 

stations. This appears to be due largely to the fact that motels are more 

dependent proportionately on transient traffic than are service stations, whose 

operators may concentrate on the development of a local clientele in the absence 

of transient trade. 
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Motel 
Number 

.. 1 

2 

3 

4 

5 

6 

7 

Total 

Table 1 :17 

CHANGES IN ESTIMATED PROPERTY VALUE OF SEVEN MOTELS 
LOCATED ALONG OLD U.S. 81 DURING PERIOD 1953-1957 

Property Property Changes in 
Value Value Property Value 

1953 1957 1953-1952 
(Dollars) (Dollars) (Percent) 

$ll0,000 $ 50,000 -54.5% 

175,000 200,000 +14.3 

175,000 125,000 -28.6 

100,000 85,000 -15.0 

ll5,000 115,000 o.o 

100,000 50,000 -50.0 

75,000 65,000 -13.3 

$850,000 $690,000 -18.8% 
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Occupancy (Types and Comparative Averages) 

The importance of transient traffic to motel operations is borne out 

by the reports of the eight motels along old :route U.S. 81 which were able 

to supply data concerning occupancy (see Table 1:18). 

A stn:ioy· of this table indicates a total loss in average nightly occupancy 

of 102 individuals by the eight reporting motels. This represents a percentage 

decrease in average nightly occupancy of 34.2 percent between 1953 and 1957. 

As the reporting motels were operating at an average of 89.9 percent capacity 

in 1953, this decrease lowered the entire base of operation in 1957 to 59.2 

percent of capacity. 

Not only did the motels suffer an o·,;er-all loss of business in 1957 as 

compared to the business of 1953, but the type of occupancy varied considerably, 

indicating the effect of the divergence in transient traffic to new U.S. 81. 

As may be seen from Figure 1:18, tourist or transient trade made up 41.3 percent 

of all occup2ncy in 1953, but only 23.3 percent in 1957. TbP.re was little 

variance in local type patrons (semi-permanent residents, weekly patrons, etc.) 

as to relative percentage of total occupancy in 1953 and 1957, but the motels 

showed some slight gain in the percentage of total occupancy of commercial 

customers (salesmen, agency representatives, etc.). In 1953, commercial 

patrons comprised 40 percent of the total occupancy of the reporting motels, 

while in 1957 they comprised 55.6 percent. This is an apparent gain 0£ 15.6 

percent in total occupancy for cotmnercial type patrons. This, however, is 

misleading in that the base (total occupancy) in 1957 represented only 59.2 

percent of total motel capacities, whereas the base in 1953 represented 89.8 

percent of total motel capacities. Since the total capacities did r10t change 
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Normal 
~Trl!llber. i C?_P.acit 

(Number) 

1 49 

2 47 

3 36 

4 30 

5 33 

6 49 

7 54 

8 35 

Total 333 

Table 1: 18 

CHANGES IN OCCUPANCY OF EIGHT MOTELS ALONG 
OLD U.S. 81 DURING P~~l09 1953-1957 

1953 I 1957 
Avg. Nig~tly Avg. Nightly Avg. N!ghtly Avg •. Nightly 

Occupancy Occupancy Occupancy Occupancy 
Rate Rate Rt'. e Rete 

(Percent) (Number) (Percent) (Number) 

95 io 1+6. 6 60 i. 29.4 

95 44.7 60 28.2 

87 31.3 40 14.4 

85 25.5 75 22.5 

95 31.4 65 21.5 

92 45.1 40 19.6 

90 48.6 75 40.5 

75 26.2 60 21.0 

-- --:'II--
89.9i. 299.4 59 .2i. 197 .. l 
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\ 1953-1957 

I Change From 
1953-1957 
(Percent) 

-3.5 '7. 

.. 35 

-47 

-10 

-30. 

-52 

-25 

-15 

--
-34. 27. 



between 1953 and 1957, the apparent percentage gain in c01mnercial-type motel 

patrons represented an actual numerical loss of such patrons! 

Motels (New Route) 

At the time of the survey in 1957, two motels were located within t:1.e 

limits of the study area of the new route of U.S. 81 (Interregional expressway). 

One of these motels, while new and modern with respect to facilities, is 

of the "good"--but not "luxury" classification. It was built on the lntr,::re

gional highway in anticipation of heavy traffic and ready access to the 

travelling public. This particular site was originally chosenhpytl:1-~ebbuia.der. 

oecause the preliminary plans had indicated that a crossover would be built 

near that point on the Interregional. However when the high,vay was constructed, 

the crossover was located some 400 yards south. The owner indicat2.d th3.t in 

his opinion the motel had not done as well in 1957 as had been anticipated 

because of the change in crossover location plus the fact that traffi" W:l.S 

somewhat lighter than had been anticipated. No other cite was considered for 

the construction of the motel. 

The second motel is of the "luxury" class, and the operator holds the 

Austin area franchise for use of the trade name of a nationally-known mo~el 

chain. This motel is located on the Interregional highway just north of its 

intersection with U.S. 290. The location was chosen because of the mo~ern 

highway facility and the type and anticipated volume of traffic. A crcssovc~ 

is located in front of the motel, and the site was delit-':er:-a\:_el:y chosen for 

its close proximity to the U.S. 290 intersection. The motel is felt by the 

manager to have done as well in 1957 as was anticipated. This motel is much 
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larger than any other within the study area and had the largest doilar 

volume of business reported by any of the motels surveyed. 

Motels (New Route and Old Route) 

Motels along the old route of U.S. 81, as has been noted, showed a net 

decrease of 18.8 percent in gross property values in 1957, as compared to 

1953 property values. It was not possible to obtain property value for one 

of the motels located on new U.S. 81. Consequently, no combine<l valuatin~ 

figures are available. It is believed, however, that if the information were 

available, it would show the valuation figures following the income data. 

'..:a.ble 1: 19 pres~nts a consolidation of the dollar volume of business of all 

motels for the years under study, 1953 and 1957. Of primary interest here 

is the fact that even though motels along the old route of U.S. 81 showed a 

loss in dollar volume of 31 percent from 1953 to 1957, when figures from the 

two motels on the new route of U.S. 81 were added, the combined dollar volum2 

showed an increase of 34.4 percent during the period. 

This simply means that although those motels on old U.S. 81 did suffer 

general and often severe losses through the shift in traffic patterns and 

volumes caused by the opening of the new facility, the Interregional stimu

lated sufficient new motel business to bring about a large over-all gain for 

the combined study areas, insofar as motel business was concerned. It is 

obvious that in this type of traffic-serving establishment, a relatively heavy 

volume of transient-type traffic is essential to successful business operation. 

Comments by motel operators on both routes bear out this observation. 

The chief complaints of the operators of motels on old U.S. 81 had to do with 
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Table 1: 19 

COMPARISON OF DOLLAR VOLUMES FOR ALL MOTELS 
IN AUSTIN STUDY AREA, 1953-1957 

Item 

9 Reporting Motels 
On Old Route--Actual 

4 Nonreporting Motels 
On Old Route--Calculated* 

Total All 13 Motels 
On Old Route 

2 Hotels on New Route 

Total All 15 Motels 
Within Study Area 

Year Year 
1953 1957 

(Dollars) (Dollars) 

$183,500 $125,800 

64,500 . 45,300 

248,000 171,100 

162,200 

$248,000 $333,300 

Change From 
1953 to 1957 

(Percent) 

-31.4% 

-29.8 

-31.0 

+34.4% 

* Dollar volumes for nonreporting motels were calculated as 
follows: 

1. Number of units were determined for each and 1953 volume 
per unit was assumed to be equal to the average of re
porting motels, 

2. 1957 volume of one motel was estimated by owner as unchange 
from 1953. One motel was out of business, so had no volume 
in 1957. The other two were estimated to have per uait 
volumes equal to the reporting stations in 1957. 
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the approach to the old route from the Interregional highway. Like some 

service station operators, several of the motel operators felt that the approach 

was poorly marked, and was therefore often overlooked by traffic which had 

originally intended to follow the old route. It was felt also that marking 

the old route as the most direct approach to the Department of ~ublic Safety 

and in particular to the State Hospitals would secure some business for the 

motels along the old route. By and large, however, the deciding factor in 

determining growth or decline of the dollar volumes of the motels' businesses 

appears W.i):houtquestion to be the flow and volume of transient-type traffic. 

Restaurants and Food Service Establishments (Old Route) 

Restaurants and food service establishements, like service stations and 

motels, may be expected to be relatively sensitive to changes in traffic 

volumes and patterns. 

A total of 11 such establishments are located within the study ar.ea 

along the old route of U.S. 81. All were called on for interviews, but only 

five offered much useful information. Of the 11 establishments, four are 

primarily restaurants, two are drive-in restaurants, four are drive-in taverns, 

and one is primarily a tavern. Of those reporting, two are primarily restaurants 

one is drive-in restaurant and two are drive-in taverns. 

Of the six establishments for which data were not available, one, located 

in the same building as a service station, was closed before 1957. One res tau·· 

rant owner refused to cooperate in the study and information concerning the 

operation in either 1953, 1957, or both was either insufficient or nonexistent 

for the other four. 
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In the interviews of those restaurant and food service establishment 

owners who provided information, data were taken regarding the dollar volumes 

of business for 1953 and 1957, and changes in type of clientele (classified 

as "local" or "transient") served in the establishments in 1953 and 1957. 

Dollar Voluoe of Business (1953 and 1957) 

Table 1:20 indicates that the five reporting establishments presented 

as estimated dollar volume of business of $594,600 for 1953, and of $392,800 

for 1957, an over-all decrease in dollar volume of business of 34 percent, 

An examination of these losses would indicate that the restaurant and 

food service establishments were se~iously affected by the route change. 

However, several of the operators of these establishments were of the opinion 

that not all of the loss cou!d be directly attributed to the change in traffic 

flow and patterns. Other factors such as "a bad business year for the Austin 

area, 11 uchange in customer habits," and "poop management" were suggesred as 

explanations for a portion of the decrease in dollar volumes of business. 

In the light of the fact that dollar volume losses were common to all 

restaurants along the old route of U.S. 81, as well as to other traffic

serving businesses such as service stations and motels, it is debatable as 

to the degree that traffic based losses are arg,.1U1.entedhby the· factors'.":'i!P.n

tioned above. It is certainly true, of course, that such factors as "poor 

management," etc., are worth consideration. Sooe explanation such as this 

is needed to explain the loss in local patronage. Logically, the highway 

relocation itself should not affect local trade. 
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Restaurant 
Number 

1 

2 

3 

4 

5 

Total 

CHANGES 

Table 1:20 

IN DOLLAR VOLUHE OF RESTAURANTS 
OLD U.S. 81, 1953-1957 

Year Year 
1953 1957 

(Dollars) (Dollars) 

~ * 

* * 
* * 

* * 
-;': ,~ 

$595,600 $392,800 

ON 

Change From 
1953 to 1957 

(Percent) 

-30.4 

-44.4 

-l~5. 7 

- 8.2 

-14.9 

-34.0 

* Individual volumes are not shewn in order to reserve the a 
anonymity of individual firms. 
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Changes in Clientele (1953 anrl 1957) 

Changes in the type of clientele served by the restaurants and food 

service establishments may be of some significance in evaluating the effect 

of the reloc.ation on such businesses. Table l:'21 indicates that of approxi

mately 10,300 customers served per week by the reporting establishments in 

1953, 73.7 percent were felt by owners to be "local" customers, while the 

remaining 26.3 percent were considered "transients." 

In 1957, on the other hand, after the construction of the new Interregional 

expressway, the reporting establishments indicated that of an estimated 7,550 

r.•1stomers served per week, only 712, or 9.4 percent could be classified as 

transients. The decrease from 2,712 transient customers served weekly in 

1953 to 712 such customers served weekly in 1957 amounts to a 77.4 percent 

decrease in this type of customer. The corresponding change in local customer:, 

was only 9.9 percent. 

It would appear that restaurants and food service establishments along 

old U.S. 81 did receive negative effects from the route change, particularly 

to the degree that through and tourist traffic was diverted to the new facility. 

Restaurants and Food Service Establishments (New Route) 

Only two establishments of this classification were located within the 

study area along the new route of U.S. 81 by 1957. Both were restaurants. 

Of these, one was located in the "luxury" type motel previously described, and 

the other was:·located next to a truck stop. The two establishments reported 

a gross dollar volume of business for 1957 of $234,000. No other data of 

significance was taken. 
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Table 1:21 

CHANGES IN PROPORTION OF LOCAL AND TRANSIENT CUSTOMERS SERVED 
BY STUDY AREA RESTAURANTS IN 1953 AND 1957 

~~-~-~- I 1953 19!22 I Change E~cm ]253 to l25Z 
~ 

Number of Number of ---·--· -.... , ... _ _..., 

I Total Weekly Restaurant ! Total Weekly Percent Percent . Total Weekly Percent Percent Local Transient 
Number ! Customers Local Transient} Customers Local Transient ! Customers Customers Customers 

(Number) (Percent) (Percent) 1 (Number) (Percent) (Percent) I (Percent) (Percent) (Percent) 
~ 

1 3,500 7CJ'/o 30'7o 
! 2,550 85i'o 15% I -28 .2i'o -12.8% -64.1% 
! 

2 1,800 75 25 1,000 90 10 ' -44.4 -33.3 -77.B l 

3 750 75 25 600 90 10 -20.0 - 4.1 -67 .9 

4 2,500 80 20 i 2,000 95 5 -20.0 - 5.0 -80.0 
' i 
I I 5 1,700 70 30 i 1,400 95 5 -17 .6 +11.8 -86.3 
i 
I 

Total 10,300 73.7 26.3 I 7,550 90.6 9.4 I -26. 7 - 9.9 -73.8 I 
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Restaurants and Food Service Establishments (New Route and Old Route) 

Table 1:22 presents a consolidation of the dollar volume of business 

of all reporting restaurants and food service establishments in the two 

study areas along the old and new routes of U .s. 81 for the years 1953 a,1 ... E57. 

The five reporting establishments along the old route of U.S. 81 showed 

a net dollar loss of $202,800 for the period under study, or a net decre?.se 

of 34 percent. The six nonreporting businesses were assumed to have hed 

volumes comparable to reporting businesses in both pe::-:Lods. Therefore, the 

total loss for all of this class business along the old route is esti~ated 

to have been $446,160 or the same 34 percent. However, the dollar volume 

of business reported by the two new establishments on the new route of U.S. 3l 

acded $234,000 to the combined 1957 dollar volume for the two study areas. 

This reduces the loss for the area as a whole to $212,160 or some 16.2 perce~t. 

This percentage loss in the reported dollar volume of busin~:JR o-: these 

restaurants and food service establishments might well be felt to indicate 

a gross negative effect of the ro1Jte change on such businesses in the area. 

The probability is, however, that although there has indeed been a negative 

effect upon those establishments along the old route of U.S. 81, the new 

route has not been in existence long enough to develop its potential in this 

line. An.other survey in five to seven years might well develop altogeth~r 

different c.ata. 

In general, owner comments tend to bear out this thinking, at least 

that concerning the negative effects of the route change on those restaure.nts 

and food service establishments along old U.S. 81. One owner of a restaurant 

which suffered a very substantial decrease in dollar voltnne between 1953 and 
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Table 1:22 

C.Ai.CDLATED CHANGES IN DOLLAR VOLUMES OF ALL RESTAURANTS 
IN THE AUSTIN STUDY AREA IN 1953 AND 1957 

Item 

5 Reporting Old 
Restaurants--Actual 

6 Nonreporting Old 
Restaurants--Calculated* 

Total Old Restaurants 

?. New Restaurants 
On New Route 

Total All 13 
Restaurants 
In S.:udy Area 

Year 
1953 

(Dollars) 

$ 595,600 

714,720 

1,310,320 

$1,310,320 

Year 
1957 

(Dollars) 

$ 392,800 

471.360 

864,160 

234,000 

$1,098,160 

Percent 
Change 

(Percent) 

-34.0% 

-34.0 

-34.0 

1 ') 
- .:.. 1,..r ,_ 

-------------------------------·---
-I, Nonreporting firms are estimated to have volumes equivalent 

to reporting firms in both 1953 and 1957. 
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1957 attributed only one-fourth of his losses to the route change. Another, 

whose business loss was almost as great, attributed only one-fifth of his 

losses to the route change. Both of these and a large part of the other 

restaurant owners on the old route expect to regain a large part of thc~r 

losses within the immediate future. 

Complaints of restaurant and food service establishment owners, like 

those of service station and motel owners, centered around the maintenance 

of the old route, the approach from new U.S. 81, and unsatisfactory marking 

of the approach to old U.S. 81 from its intersection with the new Interregional 

expressway. 

_Traffic-Serving Establishments (New Route and Old Route) 

It will be noted from a survey of Table 1:23 that along the old route 

of U.S. 81, all traffic-serving establishments showed decreases of varying 

degrees in dollar volume of business in 1957, as compared to their dollar 

volumes of business of 1953. Restaurants and food service establishments 

along the old route showed the greatest decrease (34 percent); motels showed 

a considerable percentage of decrease (31 percent); and service stations 

showed a small increase (3.4 percent). Grouped together, all types of traffic

serving businesses along the old route of u.s. 81 showed a 17.3 percent decrea~e 

in dollar volume of business in 1957, as compared to 1953. This decrease of 

over one-sixth of the total dollar volume of business must in all probability 

be attributed primarily to the change in traffic volume and traffic patterns 

brought about by the route change on U.S. 81. 

This conclusion is substantiated by the consideration that of the three 

groups of traffic-serving establishments, those types which are most dependent 
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Table 1:23 

CHANGES IN TOTAL DOLLAR VOLUME OF ALL TRAFFIC-SERVING 
BUSINESSES IN THE AUSTIN STUDY AREA IN 1953 AND 1957 

Year Year Change From 
Item 1953 1957 1953 to 1957 

(Dollars) (Dollars) (Percent) 

Service Stations: 

Old Route $1,230,000 $1,271,850 + 3.4% 
New Route 222,000 

Total 1,230,000 1,493,850 +21.5 

Motels: 

Old Route 248,000 171,100 -31.0 
New Route: 162,200 

Total 248,000 333,300 +34.4 

Restaurants: 

Old Route 1,310,320 864,160 -34.0 
New Route 234,000 

Total 1,310,320 1,098,160 -16.2 

Total Traffic-Serving 
Businesses: 

Old Route 2,788,320 2,307,110 -17.3 
New Route 618,200 

GRAND TOTAL $2,788,320 $2,925,310 + 4.9% 
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for business on transient traffic ("motels" and "restaurants and food service 

establishments'.,') showed substantial decreases in dollar volumes of business. 

The service stations, which received a larger share of local trade, and which 

were positively affected by local residential area buildup (as opposed, for 

exar.iple, to motels), actually increased. 

When the influences of new traffic-serving establishments on the new 

route of U.S. 81 are considered, it is seen that in the combined areas, traffic

serving establishments as a whole showed a small total increase in dolle.r 

volumes of business for 1957 over 1953 (Table 1:23). This increase of 4.9 

percent compares quite .favoriililyto the increase of 4.3 percent in total 

~etail sales in Austin during the same period.(Table 1:24). 

Of the three types of establishments, motels showed the largest percent~s~ 

of increase (34.4 percent) in 1957 over 1953. This may be at least partialiy 

explained by the existence in 1957 of the large luxury type motel on the new 

route -- a business frankly attracted by the existence of the new highway 

facility. The service stations in the combined areas showed a gross increas~ 

in dollar volume of business of 21.5 percent in 1957 over 1953. Their increaf.l:.' 

was at least assisted by the build-up of residential areas in the vicinity. 

Restaurants and food service establishments, on the other hand, showed a net 

loss in dollar volume of some 16.2 percent. This may be attributed in part 

to the fact that to date only two restaurants have been located on the new 

facility. As the area continues to develop, additional new restaurants will 

probably be located along with the other developments on the new route. 

Of primary significance, however, is the fact that when all the traffic

serving establishments along both routes within the study areas are taken 

together, they experienced a gross increase of 4.9 percent in dollar volume. 
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Year 

1953 

1954 

1955 

1956 

1957 

Table 1:24 

INDEX OF RETAIL SALES* AUSTIN, 1953 THROUGH 1957 

Percent Change 
Index From 1953 

100.00 -0-

100.00 -0-

110.00 +10.00 

102.30 + 2.30 

104.35 + 4.35 

* Constructed from data supplied by the Bureau of Business 
Research, Austin, Texas 
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From the broad point of view, this fact would indicate that the negative eiiects 

of the new highway facility upon the traffic-serving establishments of old 

route U.S. 81 were offse.t by the po3itive effects of the development of new 

businesses along the new facility. For the whole area, traffic-serving 

establishments showed a slight increase in total dollar volume of business 

done, and this increase took place within four years a~ter the development 

of the new facility. 

NONTRAFFIC-SERVING BUSIUESSES 

Nontraffic-Serving Businesses (Old Route) 

Along the old route of U.S. 81 there are 22 businesses which were class~.~'.·_,, 

as nontraffic-serving retail businesses. These businesses were interviewed, 

but with only limited success. Dollar volumes of business for 1953 8.nd 195"7 

were available from only four of the businesses interviewed. Therefo~e, inter

pretations of the effect of the new highway facility on nontraffic-serving 

businesses along the old route of U.S. 81 must be made from a small number 

of firms. To be most meaningful, this data should be compareci. to s 5.milar 

data obtained from nontraffic-serving businesses along the new route, The 

total dollar volume of business reported by these four nontraffic-servin; 

businesses was $981,000 in 1953 and $1,728,000 in 1957, a gain of 76.1 perce;_,:-

Although field interviewers could discern no significant differences 

between those businesses which furnished dollar volume information and those 

which did not, it is felt that the number of responding firms is too small 

to be used as a true sample. It is the feeling of the researchers ~oncernec 

that, if available, nontraffic-serving retail sales figures would follow the 
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pattern established by these four firms rather closely. That is, that sa:es 

would have increased significantly during the study period. Because of the 

lack of factual information, however, the data from these firms is not expanded 

to a total for the nontraffic-serving retail group. 

However, a number of pertinent owner-comments may be reported. In only 

two cases did an owner or operator of a nontraffic-ser7ing business associate 

a change in his business with the route change. One operator of a drive-in 

grocery estimated a 15 percent loss in dollar volume attributable to the =oute 

change, and one drugstore owner felt that the route change had hurt the volume 

of his business, but could not accurately judge the extent of the damage. 

Since this operator had changed location during the study period, however, :.t 

was felt that he could not present accurate date -- particularly since the 

dollar volume of his business showed an estimated net increase of over 47 p8T."' 

cent during the period. 

Most operators and owners of nontraffic-serving businesses seemed ind.i:'.·:·?· 

rent toward the route change. They attributed changes· in dollar volumes of 

their businesses primarily to such factors as increases in stock, change in 

location, increased residential build-up in the area, and increased competit~r 

If the opinions of the owner-operators of these businesses as to the 

effects of the route change on their businesses are assumed to be reasonably 

sound, and if the limited data available as to dollar volume changes is ind:'.-. r.·· 

tive of over-all nontraffic-serving business patterns, then it appears tha.t ir::. 

the aggregate the route change had little or no adverse effect on the business 

activities of nontraffic-serving establishments. In fact, this change would 

have to be considered as an economic stimulant to these businesses. This 
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conclusion is supported in logic by the fact that most establishments of th~s 

sort depend on local trade and prosper with the general growth of the community. 

The only complaint relative tc traffic made by owner-operators of nontraffi 

serving establishments along the old route of U.S. 81 had to do with pa:::~~:-:g 

facilities •. Relatively heavy taaffic along Lamar Boulevard, limited entry 

spaces, and inadequate depth in parking areas made cus":omer parking difficult 

and the over-all parking ,1f!ttfe.tion hazardous. No statistical data other than 

the reported dollar volume changes of the four businesses here discussed were 

taken. 

Nontraffic-Serving Businesses (New Route) 

In the study area along the new route of U.S. 81 only three retail 

businesses of the nontraffic-serving type were located prior to 1957. All 

had been previously located at other points in Austin; one was formerly 

located on the old route of U.S. 81. All moved to their present locations 

on the new route of U.S. 81 in order to obtain more space, better parking 

facilities, easier access for truck transportation, etc. One had moved to 

its location because of industrial zoning requirements in its previous locat:.c.':. 

All of the operators of these businesses reported that the location on the new 

route was proving to be as favorable as had been anticipated. 

Dollar volume of business figures were available from only two of the 

three nontraffic-serving businesses interviewed. Since these figures will nol 

be compared to sales on the old route or developed into gross estimates, the 

actual figures will not be revealed. It is sufficient to say that the 

average per firm is quite close to that of the firm on the old route. 
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Nontraffic-Servin_g Busin~ (New Route and Old Route) 

Because of the paucity of data, estimates of total combined dollar 

volume changes are not presented in tabular form. Of particular signii~c~r.ce, 

however, is the fact that all the available evidence indicat~s that nontraiiic

serving retail sales increased in both the old and new Bections of the study 

area. Granting that the data is limited, the indication is nevertheless cle~r 

that the route change had no adverse effects on nontraffic-serving b:isj.nesse~. 

along the old route of U.S. 81, and actually stimulated such business ac.tiv:Lty 

along the new route. 
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TEMPLE AREA 

General 

Temple is located about 65 miles north and slightly east of Austin in the 

Blackland Prairies of Central Texas. It is an industrial and distribution 

center of approximately 35,000 population. The economy of the city is well 

balanced by farm income from surrounding crop and livestock areas and the 

growth of light industry within the city. In addition, Temple serves as the 

distribution center for a large area of central Texas, and is a major medical 

hospital center. The City of Te~ple has had a period of rapid growth within 

the last few years, with an estimated population increase of around 40 percent 

from 1950 to 1957. Some of this increase may be accounted for, however, by the 

fact that the city limits have been expanded considerably within recent years. 

Temple is adequately served by a network of U.S. and State Highways. 

U.S. 190 carries east-west traffic through the city, while U.S. 81 serves the 

north-sou~h traffic. In addition, State Highway 36 and 53 car~y a large 

amount of traffic to and from nearby points. The major traffic artery, however 

is U.S. 81. It is one of Texas major north-south highways, and has been 

designated as a part of the Interstate System of Highways. 

STUDY AREA 

The Temple study area consists of almost the entire U.S. 81 bypass are,-, 

around the main business district of Temple. It is a section of land S!.)proici· 

mately 3 miles long and from 1 to 1 3/4 miles in width. It extends from the 

intersection with State Highway 36 on the south to near the rejoinder with 

old U.S. 81 on the north (see Figure 2:1). The Eastern boundary of the study 
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area was determined by the city limits which were in effect during the ba:...e 

and construction periods. The western boundary was a county road about a 

mile from the facility. Thet,;! are about 2,380 acres of land includ~d wiL_ 1 

this area. 

Until the new bypass was opened in early 1955, U.S. 81 went through the 

main business dis~rict of Temple. Traffic congestion became quit~ heavy in 

the downtown area, and it was decided to relocate that section of the highway 

Th~s new location was to be north and west of the main business district. 

The City of Temple began acquiring rights of way for this section in 

1948. Purchases of rights of-way were completed in 1952, and construction 

began in 1954. The 300-feet minimum width right of way was pruchased at an 

estimated cost of $195,000 by Bell County. Construction was completed and 

the facility was opened to traffic in April, 1955. 

With the exception of one at-grade crossing near the north end, the 

facility meets all the Interstate construction standards. It has four divid~d 

traffic lanes over the entire length, and full frontage roads over all but 

one short stretch near the north end. Construction costs for the three-mil~ 

section were as follows: 

Engineering Costs (T.H.D.) 

Grading, Base and Structures 

Il 1 umina tion 

Total 

CONTROL AREAS 

$ 62,631 

987,057 

92,503 

$1,142,191 

The control area was selected for the Temple study by the same me~h.J:1. 

that was used in Austin. That is, entire land surveys were selected. T~P.se, 

in the opinion of the research staff, contained properities t.1ith base pe.::l.od 
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characteristics similar to those in the study area. To assure a sufficient 

number of sales of comparabl~ property, it was necessary to select ten rather 

small surveys. The surveys selected and the number of acres of land in eaci 

are listed below: 

Survey 

Henry Millard 
William Gilmore 
P. M. Mercer 
C. s. Masters 
Cris Adams, Jr. 
Alex Smith 
Sarah Christopher 
Garnett s. Hardcastle 
I & G N Railroad Co. 
Walter W. Davis 

Total 

Acres 

2,402 
2,392 
1,497 

498 
635 
331 
496 
372 
674 

1,721 

11,018 

The location of these surveys in relation to the City of Temple and the 

study area are shown in Figure 2:1. Since the land in the study area was 

outside the city limits until the last period of the study, the control areas 

were selected from surveys which were also outside the city limits. As a 

whole, however, the control areas are further removed from the city than 

would be desired. This selection was dictated by the fact that most of the 

land closer in to the city was in one large survey which included the city 

itself. While control sections closer in to the city would have been pref err, 

these control areas are considered to reflect accurately the general land 

appreciation in the vicinity of Temple. 
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Land Value 

The comparative method of analysis was used to measure the changes in 

land prices between the three designated time periods for both the study and 

conlr:>l areas. This method r~rmits an analysis of both gross and net va~,.e 

changes between the periods. 

The three tLne periods include a total of fourtee.:. year::. The first 

period, 1943-1948 inclusive, is used as the ba.se period in cletermin-tc.g 

subsequent changes in land values. The second period, years 1949-1954 inclusiv, 

is the period du=ing which the right of way for the fa~ility was acquired and 

the actual construction of the facility was performed. The ~hird and last 

period, years 1955-1957, is regarded as the study period. This per:i.od covers 

the time that has lapsed since the bypass was first opened to through traffic 

movement. Changes in prices between the first and second periods largely 

measures the amou:i.t of early speculative interest int he area, while tota!. 

changes through the third period will more nearly reflect changes in land 

utility after completion of the facility. 

The study area near Temple is divided into only two general classificR~: 

'!abutting" pro?erties and "nonabutting" properties. Since the entire. sec t~.cm 

is only about three miles in length and curves around the main business dis

trict of Temple, distance from the downtown area was no~ consid~red to be a 

major influencing factor. For this reason no attempt was made to divide th: 

area into separate sections, as was done in the Austin study. 

Two methods were employed in the analysis of the land value changes. Tht' 

actual or unadjusted sales data was collected and presented in tabular fot'tll. 

Then, in order to remove the effect of the general price inflation during 
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the fourteen-year period, the actual prices were adjusted to a common do~lr~ 

base by application of the Bureau of Labor Statistic's Consumer Price Index 

(1947-49 = 100). 

~OTi.~. LAND VALUES 

The influence of the new highway on land prices near t~:? faci1.ity is 

reflected by comparing real estate sales prices in the study area to those 

in the control area. Table 2:1 presents the adjusted land prices per acre 

for each of the three time periods used in the study and control areas. 

Table 2:1-A shows the actual land prices for the three periods. The per-acre 

prices are based upon fifty property transactions in the study area and ninety

four transactions in.the control area. 

Land within the study area increased from an average of $58 per acre in 

the base period to $822 per acre in the last period--an increase of $764 per 

acre--while the control area land prices increased only $31 per acre. In 

terms of percentage change, land prices in the study area increased 1317 per

cent as compared to a 40 percent increase in the control area. 

Most of the $764 per acre increase in land prices within the study ar~a 

occurred between the last two periods. The increases between the first two 

periods, while less dramatic than those that followed were still substantial 

Land values increased 168 percent during this time. This increase, since it 

occurred before construction of the new facility was completed, must ba 

largely attributed to speculative interest by realtors and landowners. It wa,, 

generally anticipated within the area that land would become more valuable 

after the facility was completed. Those expectations appear to have been fully 

justified by the additional 430 percent increase in la:1d prices that occu-rred 

between the lset two periods. 

-97-



Table 2:1 

ADJUSTED LAND PRICES FCR TEMPLE AREA, ST'LIDY MD COJ:nROL AREA 

Price Changes Per Acre Percentage CL.:::- -
A-1era?e Between Between Between Ee cvo1\:..·- .. ~ 

Number Number Price Periods 1st & 3rd Periods 1st & 3r~l 
P._-...rj ods Sales Acres Per Acre Periods Periods 

(Number) (Ac~~s) (Dollars) (Dollars) (Dollar&) (Pf:".'cen•: ·:, (Percent) 

STUDY AREA 

i9l:-l-48 16 1,594 $.58 
$ 97 168% 

19!: 9-54 22 460 155 $764 1,317% 
667 430 

1955-57 12 72 822 

CONTROL AREA 

1941-48 53 4,809 77 
35 45 

1949-54 29 2,170 112 31 40% 
-4 -4 

1955-57 12 1,035 108 

-98-



Table 2:1-A 

ACTUAL LAND PRICES FOR TEMPLE STUDY AND CONTROL AREA 

Price Changes Per Acre Percentage C!in:::~·.es 
Average Between Between Between :Ue t\iC.::., 

Number Number Price Periods 1st & 3rd Periods 1st & 3rs..'. 
P.::~iods Sales Acres Per Ac,:e Periods Periods 

(Number) (Acree). (Dollars) (Dollars) (Dollars) (Percent) (Percent) 

STUDY AREA 

lSL;.i-48 16 1,594 $ 45 
$122 271% 

1949-54 22 460 167 $906 2 ,013% 
784 469 

1955-57 12 72 951 

CONTROL~ 

1941-48 53 4,809 64 
60 94 

1949-54 29 2,170 124 63 98 
3 2 

1955-57 12 1,085 127 
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ABUTTING AND NONABUTTING LAND 

Land i,ithin the study a:o:ea was cla::sified as either "abutting" or ,.non

abutting" properties. P_ll parcels of lane! that touched the frontage roads of 

the facility were clas:;:;.fied as abutting proper::ies, and th".! land not t~·..:cnin-; 

the facility right of way was classified as nonabutting. The dep~h to whict 

the abutting property "'!Xtended depended primarily upon exis!::i.ng p .. :-1perty lir·,:.::. 

The prices of abu'.:ting land increased substantiaHy bec&use c~ the rek· 

cations of the new facility. The ttonabutting land prices increasad also, but 

at a much slower rate than did the prices of the abutting properties. As 

shown in Table 2:2, the abutting property pric~s increased from an average of 

$58 per a~re in the base period to $290 per acre in the last perioci--a net 

increase of $862. The prices of nonabutting land increased on $156 per acre 

during the same period. In terms of percentage increase, the abutting pro

perties showed a price gain of 1486 percent as opposed to a 286 percent increase 

for the nonabutting land. Assuming that the 40 percent price increase in the 

control area lands reflects the general increase in land prices arcund Tem?le, 

it may be assumed that the new facility had an influence of 1446 percent on 

abutting property values within the study area, and a 229 percent in£lc~ncz 

on nonabutting properties. 

Table 2 :2-A, showing the unadjusted data, presents an even more dramat:.:: 

picture. Abutting land had a price increase of 2284 percent between th~ base 

and last periods. Such spectacular increases illustrate the combined effects 

of changes in basic land utility and the speculative interest that accompanie •. 

the construction of a new expressway-type facility. 
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Table 2:2 

ADJUS~ED LAND PRICES FOR ABUTTING AND NONABUTTING PROPERTY IN TEMPLE STUDY AREA 

Price Chan~e Per Acre Percentage Chan~es 
Average Between Between Between 

Number Number Price Periods 1st & 3rd Periods 
Periods Sales Acres Per Acre Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent) 

ABUTTING~ PRICES 

1%3-48 "i': 161, 1,594 $ 58 
$382 659% 

1949-54 9 85 440 $862 
480 109 

1955-57 9 62 920 

NONABUTTING LAND PRICES 

1943-48 * 16* 1,594 50 
33 57 

1949-54 13 375 91 156 
123 135 

1955-57 3 10 214 

* Base period sales were not divided into abutting and nonabutting 
properties. 
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Table 2:2-A 

ACTUAL LAND PRICES FOR ABUTTING AND NONABUTTING PROPERTY IN TENPLE STUDY AREA 

Price Changes Per Acre Percentase C~a~ges 
k,rerage Between Between Between 

Number Number Price Periods 1st & 3rd Periods 
Periods Sales Acres Per Acre Periods 

(Number) (Acres) (Dollars) (Dollars) (Dollars) (Percent) 

ABUTTING LA..~ PRICES 

1943-48 -!; 16,'• 1,594 $ 45 
$433 96% 

1949-54 9 85 478 $1,021 
588 123 

1955-57 9 62 1,066 

NONABUTTING LAND PRICES 

1943-48 * 16* 1,594 45 
52 116 

1949-54 13 85 97 200 
148 153 

1955-57 3 10 245 

* Base period sales were not divided into abutting and nonabutting 
properties. 
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Land Use 

The analysis of land use chanze along the three-mile section of U.S.81 

near Temle was undertaken to supplement findings regarding changes in land 

values and to present a picture of land use changes within this study i.r.-.:.. 

Land use maps are used to depict land use within the study area as of certain 

selected years. The "before" land use map shows the 12.nd use patterns as of: 

1948, the last year of the base period. The "after" map shows th~ larici use 

pattern at the end of 1957. 

The information used in determining land use in 1948 was obtained through 

interviews with local residents and realtors who were familiar with the study 

area in 1948. Visual inspection and interviews with property owners within 

the study area furnished the necessary information relative to land use pattern: 

at the end of 1957. 

LAND USE IN 1948 

The major portion of the total acreage lying within the study area 

boundaries was being used for agricultural purposes in 1948. The soil in 

this area is rich and fertile, thereby making it highly suitable for agricul

tural production in the absence of demands for more intensive use. 

Even though the residential area of the City of Temple had expanded 

westward to the eastern boundary of the study area, the railroad line seemed 

to act as a curb to further expansion in that direction. The residentiai axcas 

were expanding primarily to the north and south with some eastward expansion. 

However, there seemed to be no great tendency for these areas to expand wer.t 

beyond the railroad. As a consequence, the land in the study area had little 

utility except for agricultural activity. 
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During 1948 there were only a few scattered tracts of land classifiable 

as "rural residential" land. These rural residences were located near the 

western bonndary of the study area near a county road. The majority of the 

improvements on the farms within this area were below average in both a7~ear

ance and condition. 

The American Legion owned the tract of land shown on the "before" map 

as the "institution-municipal'" land. 

LAND USE IN 1957 

Agricultural activity was still the most prevalent land use in the Temple 

otudy area as late as 1957. Practically none of the nonabutting properties had 

changed land uses except for a small number of residential plots. 

The most significant changes in land use patterns occurred within & 

relatively narrow strip on either side of the expressway. Much of this land 

changed to "land held for future use" or "commercial" land. A comparison of 

the two land use maps shows the various land use changes as well as the pro

perty divisions that occurred during the 1948-1957 period. 

New construction activity within the study area has been fairly limited. 

The precise reason or reasons for this limited activity are difficult to 

determine. Perhaps the study was made too soon since the facility had been 

opened for only a two-year period. 

Another possible explanation for the limited nl.Uilber of traffic-serving 

establishments locating along the new bypass is the fact that U .s. 81 follm,·::; 

its old location for a considerable distance just south of the study area. 

Numerous traffic-serving establishments located along the old route were ~lrea~y 

in existence before construction of the new bypass. It is possible that the 
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local businessmen f?.el that the area is alreac:1.y saturated with such ;:irev _c·. s_.y 

established businesses. The next few years should reveal more conclusive 

evidence rege.rding the cause of the limited development of traffic- sc .:r:.,~g 

businesses. 

It will be noticed on the "after" land use map (Figure 2:3) that several 

nontraffic-serving enterprises have begun to move into the area. These include 

one air conditioning firm, one general wholesale firm, two softdrink beverage 

warehouses, one grain storage firm with several large storage buildings, a.nd 

one general merchandise warehcuse. 

In terms of frontage area, the abutting land along the bypass has a good 

potential for land use changes during the future. Activity during the first 

half of 1958 revealed additional commercial establishments locating within 

this area. 

RELATIONSHIP BETWEEN CHANGES IN LAND USE AND LAND VALUES 

The methods used in gathering and assembling data to show the relatio~5hip 

between changes in land use and land value were essentially the same as tho,;e 

used in the Austin study. 

The study of land value in relation to its use in the Temple study are:i 

is based on 50 property transactions involving sales from three major land 

use classes. These major land use classes were: (1) agricultural land, 

(2) land held for future use, and (3) rural residential land. During the 

period under study all properties that sold within this area were classerl. 

in one of these three categories at the time of sale. Their use subsequent 

to sale could have remained unchanged or have changed to any one of the ~ight 

use classes listed below: 
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1. AgriculturFl land 

2. Land held for future use 

3. Rural residential 

4. Urban residential 

S. Commercial - traffic-serving 

6. Commercial - nontraffic-serving 

7. Industrial 

8. Municipal 

Perhaps the most significant information to be seen by compering prices 

paid for land in different use classes by periods (as shown in Figures 4, S, 

5, and 7) is that as the area as a whole ripened, prices for all types of uses 

of land advanced materially. The differences in the timing and extent cf the 

advances are also revealed to a certain extent. Prices of land in use for 

agricultural purposes, for example, advanced by only $65 per acre between the 

base and construction periods and then jumped over $1,400 after the facility 

was completed. Class 2 land (that being held for future use) on the other 

hand, revealed significant speculative increases at a much earlier date. The 

increases here were almost evenly split between the different time periods. 

Rural residential lands (Class 3) had a much slower turnover and more sedate 

price advances than did either of the other two classes. 

Not al}. land sales were transfers into a "higher and better11 use class. 

For example, of the 27 transactions involving agricultural le::id during the 

15-year study period, only 10 parcels were transferred to "higher and bett~r11 

land use classes. The 17 remaining sales of agricultural land were merely 

transfers in ownership which involved no change in basic use. It is also 

5-nteresting to note, however, that all of these land sales occurrec during 

-106-



l4J 
~ 
~ 
~ 

~ 
Q.. 

le.I 
~ 
...... 
~ 
Q.. 

~ 
le.I ..... 
Cr) 
::::, 
~ 

~ 
~ 

$ 

SALES OF PROPERTIES FROM THREE MAJOR L,i\ND 

TO ALL USES COMBINED, BY PERIODS 

.... ~ A~ sc:·• r::5 VL.c. ..,,,, ..... I-

SALES FROM CLASS 1 

1600 1559 

1400 

1200 

1000 

800 

600 

400 

200 

I 47 
112 

$ 
' ' 

SALES FROM CLASS 2 

851 

171 

SALES FROM CLA;;"·;--i 

- ,------- - i 

!60 

2 9 7. 

I 

1 

I 
I 
I 

~7.-1 

,([,!}";! I 

Period I I rr m I .II m I 
' "'"" l • " j_J 

.TI I m J 

F ! G l' - ~ 2: 4 



the first and second periods (1944-43 and 1949-51). All agricultural lan~. 

tracts selling in the third study period (1952-54) were transferred to a 

"higher" use class. This would seem to indicate that the ripening prc:::es.s .aJ 

reached the point where agricultural use had been forced out of the market 

as an active participant in land purchases. 

Of the sales of agricultural land to other use classes, the transfers to 

rural residential uses (Class 3) were most common. During the study periods, 

sales of seven such parcels of land were recorded. The prices paid for land 

destined for this use, while considerably higher than those paid for land 

for agricultural purposes, were modest when compared to priced paid for other 

Jses (Figure 2:5). Each parcel of this class of land is, by definition, 

destined for a rural home site. As such, it is basically nonproductive in 

nature and must complete price wise, with other rural and, to some extent, 

urban sites, which in most areas of Texas are still plentiful. Consequently, 

rural residential uses are able to compete for land during the later stages 

when higher alternative uses begin to appear. 

Since the land in the Temple study area is good farm land, some of tae 

owners continue to farm the laad until such time as they can sell it directly 

for commercial or industrial uses. This is not true in all cases, however, 

since a few parcels of agricultural land have been sold to speculators and 

land developing firms with a resulting change in its use to Class 2. As can 

be seen, the highest price paid for agricultural land in each of the last two 

time periods was for this purpose (Figure 2:5). 

In many cases, too, land does not necessarily have to change ownership 

in order to change in use. This fact is reflected in tracts of land which 

have been retired from agricultural production by the orginal owners. Such acts. 
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according to the definitions on which these studies are based, autowa~i--::.::.:.ly 

transfer these tracts to the class of land "held for future use." In most 

instances, such properties abut the facility and are desirable loca~ions. 

One owner, for instance, has erected a "for sale" sign on his originallv 

farmed land abutting the facility. He offered small tracts of land for sale 

as connnercial or industrial sites. When these tracts are sold, they will be 

recorded as sales from Class 2. 

In one instance, a tract of agricultural land was transferred direc~ly 

to a commercial use. This sale resulted in a much higher price per acre 

than was the case for the agricultural lands sold for rural residential 

purposes (the only other direct use to which agricultural land was put). 

However, this particular tract happened to abut the new facility. Because 

of its economic potential such land is therefore ideally suited to commerci~l 

use and may be expected to connuand a premium price when assigned to this use. 

Had it been sold for a rural residence, it would have had practically no 

economic potential in a productive sense, and would probably have brought 

a much lower price. 

Sales prices of "land held for future use" (Class 2) increased sub

stantially during the 15-year period (Figure 2:6). It is also very interest

ing to notice the development and distribution of sales from Class 2 during 

the different periods. In the period before news of the location of the new 

facility was released, the economic development of this area :progresse..i a:: a 

very slow rate. As a consequence, there was little incentive to take land 

out of agricultural production in the hopes of later selling it for a different 

use. The only sales of Class 2 land occurring in the first period were sales 

for institution-municipal use. 
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During the second study period interest in land developing quickened 

considerably. Because the area was still relatively inaccessible during this 

period, however, sales to industrial or commercial firms were still non

existent. All of the sales of Class 2 land during this period were to ot: .. f,r 

realtors or speculators and resulted in no change in land use. It is ass.umed 

that these sales were between speculators or realtors who were aware of the 

potential for appreciation of these tracts. This also assumes that the buyers 

were willlng to assume the risks incidental to the waiting or "ripening" 

period, while the sellers were satisfied with the gains they had earned as 

their part of the holding and developing process. 

Only in the last period did the sales of Class 2 land result in change 

in use. During this period sales resulted in changes to three other land 

use classes in addition to the sales within use Class 2. This reflects, to 

a certain extent, the stage of development present within the area during 

this period. Land that had been bought or otherwise acquired earlier and 

held for future use was now being sold to its final use. These sales were 

also made at a much higher price per acre than were any other sales. It is 

difficult ot draw conclusions from the limited number of sales available 

here, but from these data it appears that land sold for industrial use 

brought a substantial premium over that sold for c~·ical purposes. 

Futhermore, land use for traffic-serving commercial purposes appeared to 

demand a higher price than that used for nontraffic-serving establishments. 

This could be explained by the practical necessity for a traffic-serving 

business being located adjacent to the facility. 

Figure 2:6 also shows sales from Class 3-rural residential land to other uses. 

This was the only reamining land use from which sales were made in the Temple 
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study. It is also interesting to note that all rural residences that sold 

retained their original land use. Through 1957, no rural residences had been 

sold to a higher use class. This would ·mrem to indicate that the demand .r:. ~ .. 
J.. V .L 

land, or sites, had not developed to the point that rural home sites were 

being bid out of the market. Or, to put it another way, that the demands for 

land by higher type uses were still being adequately filled by properties of 

an even lower use class. This too, would infer that the development of this 

particular area is still in its early stages. 

In addition to the sales from specific uses to other uses, the shift to 

specific uses was also examined. Figure 2:7 shows a summary of the sales 

from all use classes to each specific use class by time periods. Two general 

conclusions can be drawn from these comparisons. First, that the price per 

acre increased consistently and substantially from one time period to the 

next within the same use class. Secondly, it can be concluded that as the 

land is put :11:>more intensive uses, the price increases accordingly. 

From the standpoint of the over-all analysis, it is perhaps unfortunate 

that sales were not made to each land use during each time period of the st·,x.y. 

On the other hand, the fact that sales were made to certain uses only during 

certain time periods is in itself indicative of the development of land use. 

For instance, the fact that no land was sold for agricultural use during the 

last period is evidence that the demand from other uses was pricing agriculLu~e 

out of the land use market. The same type of reasoning can be applied to 

sales to Class 2. The fact that no sales were made during the first period 

to buyers whose only purpose was to hold the property for use at a later dat:~, 

is a strong indication of the lack of land development during that period. 

Not until after the location of the new facility had been announced was there 
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evidence of buying land only with the purpose of reselling it at a later da~e. 

And, not until the facility was completed was there interest in the newly 

created si.tes. ·for ·-comm.ercial . ...md industrial purposes. 

In order to learn as much as possible about the factors which might 

influence retail sales of study area £rims in Temple, information was sou£ht 

pertaining to total retail sales for the city. The Bureau of Business Research 

in Austin gathers retail sales information from a large number of cities in 

Texas. While this information was sketchy, an index constructed from it 

indicated a decline in sales of over 11 percent for the period 1954-1957 

(see table 2:15). 

One of the most concrete factor which could be considered as contributing 

to this loss in sales is the reduction of manpower at nearby Ft. Hood. Over 

the past 4-yearperiod their manpower has fluctuated as shown below: 

Percent Change 
Year Military Civilian Total From 1954 

1954 21,820 1,759 23,579 -0-

1955 35,590 2,037 37,627 +59.6 

1956 24,658 2,103 26,761 +13.5 

1957 17,385 1,882 19,267 -18.3 

The 18.3 percent decrease in manpower between 1954 and 1957 should not 

be considered as the only or even major factor responsible for the 11 percent 

decline in sales. It is, however, probably a contributing factor and s1',:,uld 

be kept in mind as the reports from study area businesses are ar.alyzed. 
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Business Activity 

As was the case in the Austin study, an attempt was made to determine 

the effects of the Ten!ple bypass on Temple area businesses. 

Procedures were essentially the same as those used in the Austin study. 

Business data for the year 1954, the year 11bef.:n:e 11 the opening of the bypass 

to traffic, was cor:::pared with similar data for the year 1957, the "nfter" 

period. Comparative findings were then related to the general busir..ess index 

for the Temple area. 

The two areas used in the survey of business activity were the old and 

new routes of U.S. 81 through Temple. More specifically, businesses along 

the new route (General Bruce Drive) from its intersection with Avenue H 

south of Highway 36 to its intersection with North Third Street, north of 

Highway 36 were considered to be in the new area. Those abutting the old 

route were considered to be in the old study area. The old route proceeds 

east along Avenue H from its intersection with General Bruce Drive south of 

Highway 36, thence north along South Twenty-fifth Street to its intersection 

with West Adams Avenue, thence east along West Adams Avenue to its intersectio 

with North Third Street, thence north along North Third Street to rejoin 

General Bruce Drive (Figure 8). 

Businesses in the two areas of study were classified, as in the Austin 

study, as 11 traffic-serving businesses" and "nontraffic-serving businesses." 

Changes in business activity was largely measured by changes in dollar volumes 

of sales for the years 1954 and 1957. Other factors were evaluated for some 

of the sub-classifications of businesses when data was sufficient to warrant 

such evaluations. 
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Businesses Interviewed 

As can be seen from Figure 8, the old route of U.S. 81 went through the 

main down.town business area of Temple. There were, therefore, a considerable 

number of business establishments located on this route. Within the p~ev~ously 

outlined limits of the study area there were a total of 123 businesses abutt

ing old U.S. 81. Of these, 39 were considered to be outside the. scope of this 

study because of the nonretailing nature of the business carried on. They were 

not included in the group of businesses to be interviewed. An additional 13 

businesses were considered "marginal" to the study because of the divergent 

natures of their businesses (late hour taverns, frozen food lockers, etc.). 

They were not interviewed. 

A total of 71 businesses along the old route of U.S. 81 were considered 

to be suitable for inclusion in a stu<¥ of retail businesses and e.1ch of these 

businesses was called on by a staff member. In 18 cases, however, it was 

impossible to conduct an interview due to the uncooperativeness of the owner 

or the lack of sufficient data. 

A total of 53 interviews were actually conducted. Most were relatively 

complete, but a few yielded only partially complete data because of lack of 

available information, unwillingness of owners to release data, etc. All data 

judged to be relatively complete is included in the tabular presentations. 

Along the new route of U.S. 81 there are ten businesses located within 

the study area. All of these businesses were called on for interviews, but 

in 2 instances interviews could not be made. Of the 8 interviews completed, 

only 1 was of a traffic-serving establishment. Data from these 8 completed 

interviews is included in the tabular presentations; however, it might be 

noted that only 3 establishments of the 8 interviewed could f.urnish complete 

dollar volume figures for 1957. 
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TRAFFIC-SERVING DUS:NtSSES 

Service St?:tion~ (Old Route)_ 

A total of 23 service stations are located on old route U.S. 81. 0f t:,.2::-,c 

4 were closed at the time of the survey, and 5 had been cor.structed alo·,g 

old U.S. 81 since the opening of the new highway facility in 1955. Of the 

4 stations not in operation at the time of the survey, 2 had been constructe.:~ 

since the opening of the new facility. This may be s~en more clearly aJ 

follows: 

Old Stations (Built Prior to 1954) 

Operating at end of 1957 

Closed at end of 1957 

Total Old Stations 

New Stations (Built after 1954) 

Operating at end of 1957 

Closed at end of 1957 

Total New Stations 

Total Stations Operating 
at end of 1953 

Total Stations 

16 

18 

3 

2 

5 

19 

23 

A total of 19 interviews were made with service station or~rators betw.c•~n 

June 4 and July 10, 1958. Dollar volume of business figures were repor~~d 

by 15 of the operators, 13 of whom were able to report dollar volume figt,:-:es 

for both 1954 and 1957. Dollar volume of business figures for 1957 only were 

reported by the operators of the 2 reporting stations which had besn ~onPtructerl 

since 1955. 
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Gasoline gallonage figures were reported by 18 of the 19 operators inte~

viewed. These figures, as in the Austin study, were checked against jobber 

records, and sharp discrepancies were noted. For purposes of the s!°::(J, 

jobber records of gasoline gallonage for 1954 and 1957 were utilized as basic 

data, rather than the operators' estimates of gasoline gallonages retailed. 

Dollar Volume of Business (1954 and 1957) 

Table 2: 3 presents the dollar volume of business figures reported l.·J the 

13 service station operators who had data available for both the years 1954 

and 1957. 

It may be noted that, as in the Austin study, most of the reporting 

operators indicated decreases in dollar volumes of business in 1957, as 

compared with the volumes of business done in 1954. Ten of the 13 reporting 

operators reported such decreases. Percentage of decreases ranged from 4.4 

percent to 83.3 percent. 

As in the Austin study, however, not all operators reported decreases in 

over-all dollar volumes of business. Three operators who were in business 

during both of the years under study reported increases in dollar volumes 

of business ranging from a low of 5.7 percent to a high of 204 percent. Th~ 

operator of this station, it may be noted, attributed this sharp incre.;1se 

partly to a new building and partly to more aggressive management methods. 

Of primary significance is the fact that in 1954 the dollar volume o~ 

the 13 reporting service stations located on the old route. In 1957, the dollar 

volume of business for these same stations along the same route was $637,900. 

A comparison of these figures reveals an over-all decrease of 27.2 percent in 

dollar volume of business done by these 13 service stations in 1957, as compared 

to the total dollar volmne of business done in 1954. 

-115-



Table 2:3 

CHANGES IN REPORTED DOLLAR VOLUME OF 13 SERVICE 
STATIONS LOCATED ON OLD U.S. 81 IN TEMPLE BETWEEN 1954 Afill 1957 

Dollar Perce .. t 
E' .: '.'.:ions ~·: 1954 1957 Change Cha .. ,;;e 

(Dollars) (Dollars) (Dollars) (Percent; 

1 $140,900 $ 72,300 $- 68,600 -48.7% 

2 81,000 34,000 - 47,000 -ss.c 

3 97,500 81,000 - 16,500 -16.9 

4 27,000 14,000 - 13,000 -48.1 

5 45,000 36,000 9,000 -20.0 

6 108,000 54,000 - 54,000 -50.0 

7 25,000 76,000 + 51,000 +204.0 

8 35,000 37,000 + 2,000 + 5. 7 

9 45,000 43,000 2,000 - 4.4 

10 72,000 12,000 - 60,000 -83,3 

11 25,000 16,600 8,400 -33.6 

12 72,000 39,000 + 17,000 +23.6 

13 103,000 73,000 - 30,000 -29.1 

Total 13 
Stations $876,400 $637,900 $-238,500 

Average Per 
Station $ 67,415 $ 49,069 $- 18,346 -27.2% 

* Numbers are used rather than station names in order to prevent 
identification of individual stations. The numbers are chang~d 
from table to table for the same reason. 
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When this comparison is extended to cover ell 23 service statior,s ·,fr i.r.:.• 

were located along the old route, the picture changes somewhat. Five of the 

stations that were in operation in 1954 could not furnish dollar sales informa

tion for 1957. Two were closed during the year of 1957 and the other 3 :1ot 

have reliable data available. In order to compare the changes in these stat~o~s 

as a group, dollar volumes were estimated for these five stations as shown in 

Table 2 :4. The estimated volumes for these stations s·howed a considerably lar.ser 

decline over the study period than did the group as a whole. The volume cf th·.: 

3 nonreporting old businesses declined by over 50 percent while that of the 

2 old stations which closed during 1957, dropped almost 88 percent. The 18 

:·-.d. stations as a whole lost about 32 percent of their gross dollar sales during 

the three-year study period. 

During this period, however, five new stations were built along this route. 

Three of these were still in operation at the end of 1957, while two, because 

of insufficient volumes closed before the year was over. When their vol1Jme 

is added to that of the stations already established, the total should represent 

the over-all effect on service station business along the old route. The nei.: 

effect of the five new stations was to add some $233,300 to the 1957 gross 

sales·:of the area. This in turn reduced the decline shown for all service 

stations along the old route to less than 11 percent. As will be explained in 

more detail later, the retail sales for all Temple retail business declined by 

about this same amount from 1954 to 1957. 

Various explanations for the decrease in dollar volume of business were 

offered by service station operators, but in almost all instances the existence 

of the new bypass facility (General Bruce Drive) was mentioned as a significant 

factor. They felt that its diversion of much of the pre"ious flow of traffic 
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Table 2:4 

CHANGE IN CALCULATED DOLLAR VOLUMES OF ALL 
STATIONS ON OLD U.S. 81 IN TEMPLE FOR PERIOD 1954-57 

~ear Year 
S ::at ions 195!'.i: l25Z 

(Dollars) (Dollars) 

13 Reporting Old 
Stations - Actual $ . 876,400 $637,900 

3 Nonreporting Old 
Stations - Calculated '.,'; ll;7, coo 72,200 

2 Old Stations that 
closed during 1957 *ir 402300 4,900 

:'otal 18 0 ld Stations $1,063,700 $715,000 

3 Operating New 
Stations id.-.'. -0- 208,100 

2 New Stations that 
Closed during 1957 -tc'dd: -0- 25,200 

Total 5 New Stations 
on Old Route -0- $233,300 

Total 23 Stations 
on Old Route $ l, 063, 700 $948,300 

-PercenL 
Change 

(Percent) 

-27.2% 

-50.9 

-87.8 

-32 .87. 

-10.8% 

* Estimates based on volumes of gasoline sold by these three stations and 
the average dollar return per gallon of gasoline sold for all reporting 
stations during 1954 and 1957. 

** Estimates based on jobber records of gasoline volume and average return~ 
per gallon as above. 

*"l~k Dollar sale figures were not available for one station. EstimRte based 
on gasoline volume and average return per gallon for 1957. 

***"~ Estimates for both stations based on gasoline volume and average return 
per gallon for 1957. Both stations were in operation during a part _,f 
1~57. 
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from the old route of U.S. 81 was one of the major reasons for their :~s3 

of business. Several operators complained of loss of truck traffic because 

of the bypass facility. On the other hand, some indicated that local tra£~~~ 

had replaced the traffic diverted to the bypass to some extent, and that ~e~_er 

management methods might balance out losses attributable to the loss of throush 

traffic. A few operators mentioned other factors, such as the loss of trade 

incidental to a reduction in personnel at nearby Fort Hodd, and "a bad year 

for business in Temple" (1957). 

Both Tables 2:3, and 2:4, however, would seem to indicate that the diver

sion of traffic to the new bypass had a definite negative effect on th~ dolla~ 

,/Olume of business done by the service stations along the old route of L' .s. 81. 

Table 2:5, on the other hand, sho~s that the loss in volume has been 

accompanied by corresponding decreases in the hours of operation of most of 

the stations. The significance of these reductions in operational times 

is twofold; First they corroborate and confirm the previously shown dollar 

and gallonage sales data which shows a general decline in service station 

business. Secondly, they show the manner in which the operators have been 

meeting or adjusting to the losses in their business operations. It is ou~3" c 

the scope of this study to attempt to determine the possible effect on saleG 

if such reductions in working hours had not been made. It is obvioue, however 

that the majority of operators in this group have considered that the possi

bilities for cost savings through reduced working hours outweigh the poaa:L·· 

bilities for greater sales volumes that may be brought about through longer 

operational hours. 
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Table 2:5 

COMPARISON OF 02ERATING TIME FERIODS IN RELATION TO CHANGES IN BUSINESS VOLUME 

Days of Days of Percent Pereen~..: 
Daily Hrs. Operation Operation Charge in Clu:.q); io 

of Operation Per Week Annual Hrs. of Daily Hrs. of Per Week Annual Hrs. of Annual Hrs. Volu!'1e of 
§!_;1tion 1954 1954 Operation 1954 012eration 1957 1952 OQeration 1957 of 012eration Hc.s.195:',-57 

(Hours) (Days) (Hours) (Hours) (Daysl (Hours) (Percent) (Percent) 

1 24 7 8,736 13 7 4,732 -45.8% .. 16. Bio 
2 15 7 5,460 12 6 3,744 -31.4 -87.5 
3 24 7 8,736 14 7 5,096 -41. 7 -30.8 
4 14 7 5,096 13 7 4,732 - 7.1 -6?.. 6 
5 14 7 5,096 ll• 7 5,096 +89.3 
6 16 7 5,824 13 7 4,732 -18.8 - 1.2 
7 18 7 6,552 14 7 5,096 -22.2 -26.9 
8 24 7 8,736 15 7 5,460 -37.5 -10. 2 
9 24 7 8,736 14 7 5,096 -41. 7 -55.1 

10 13 6 4,056 13 6 4,056 + 9.1 
~ 1 16 7 5,824 13 6 4,056 , .~ -30.4 -79.1 
12 15 7 5,460 14 7 5,096 - 6.7 - 1.4 
13 24 7 8,736 24 7 8,736 -28.8 
'!+ 14 6 4,368 14 6 4,368 -14. 7 
15 14 7 5,096 13 7 4,732 - 7.1 -34.5 
}.6 15 7 5,460 12 6 3, 741+ -31.4 -40.0 
17 16 7 5,824 16 7 5,824 -46.7 
18 15 7 5,460 16 7 5, 82l, + 6. 7 -67. 5 

'J'Otr!l 18 
S.: · tions 113,256 90,222 -20 o 3io -10.Sio 
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Table 2:6 

CHANGES IN GASOLINE GALLONAGE SALES OF 18 SERVICE STATIONS 
IN OPERATION ALONG OLD U.S. 81 IN TEMPLE DURING 1954 AND 1957 

2 .:-<:tion 

1 

2 

3 

4 

5 

V 

7 

8 

9 

10 

11 

12 

13 

15 

16 

17 

18 

Total 18 

Gasoline Volume 
1954 

(Gallons) 

228,156 

93,000 

84,566 

144,000 

87,095 

180,600 

187,172 

103,680 

6,658 

264,595 

231,771 

411,672 

203,052 

128,675 

171,884 

105,734 

76,832 

113,658 

Stations 2,822,800 

Av~rage Per 
Station 156,822 

Gasoline Volume 
1957 

(Gallons) 

157,956 

34,797 

70,363 

18,000 

9,513 

131,388 

184,995 

196,344 

1,429 

188,395 

208,193 

184,968 

200,148 

109,736 

35,961 

115,310 

50,310 

72,785 

1,970,551 

109,475 
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Gasoline Volume 
Change 1954 to 1957 

(Gallons) 

- 70,200 

- 58,203 

- 14,203 

-126,000 

77,582 

49,212 

- 2,177 

+ 92,664 

- 5,229 

- 76,200 

- 23,578 

-226, 704 

- 2,904 

- 18,939 

.,.135, 923 

+ 9,576 

- 26,522 

- 40,873 

-852,209 

- 47,347 

Percent Change 
1954-E:_l_ 
(Perce~,t) 

-30.870 

-62. 6 

-16.8 

-87.5 

-88.9 

-22.7 

- 1.2 

+89.3 

-78.5 

-28.8 

-10.2 

-55.1 

- 1.4 

-14. 7 

-79.1 

+ 9.1 

-34.5 

-40.:) 

-30.2% 

-30.2 



Gasoline Gallonages Retailed 

The possible negative effect of the new bypass facility on the business 

done by service stations on old route U.S. 81 is apparently borne ouc by a 

study of Table 2:5. It presents data concerning the gasoline gallonages 

retailed by these stations during the years 1954 and 1957. The data presented 

is based on jobber records of gasoline sales and is considered to be an 

accurate measure of the actual business level of the particular businesses. 

Of 18 stations in operation in both 1954 and 1957 along the old rocte 

of U.S. 81, 16 showed decreases in the amount of gasoline retailed in 1957 

as compared to 1954. Percentages of decrease ranged from 1.2 percent to 

88.9 percent, with an average decrease for the 18 stations of 30.2 percent 

over the study period. Of the 18 stations, however, 2 showed increases of 

9.1 percent and 89.3 percent in 1957 over 1954. 

About two-thirds of the volume lost by the 18 old firms can be accounted 

for by internal competition from new businesses. The five new stations whi~h 

were opened between 1954 and 1957 sold a total of 560,839 gallons of gasoline 

in 1957. This meant that the total sales along the old route were brought 

up to over 2 1/2 million gallons during 1957. This was about 10.3 percent 

less than the total sales for 1954 (see Table 2:7). 

This loss in total gasoline gallonages retailed compares very w~ll with 

the percentage loss in gross dollar volume of business (10.8 percent) previo~sly 

presented. It also indicates that the new bypass facility, through its 

diversion of traffic from old route U.S. 81, has probably produced a aeiinite 

negative effect on the service station beusiness done along the old route. 
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Table 2:7 

CHANGE IN CALCULATED GASOLINE GALLONAGE, Sb.LES OF ALL 
STATIONS ON OLD U.S. 81 FOR PERIOD 1954-1957 

Item Year 1953 Y~ar 1957 Percent c:,a: . ...,e 

18 Old Stations 

5 New Stations 

Total 23 Stations 

(Gallons) 

2,822,800 

2,822,800 
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(Gallons) 

1,970,551 

560,839 

2,531,390 

(Percent) 

-.30.2% 

-10.37. 



Service Stations (New Route) 

Only one service station was established oa the new bypass facility on 

U.S. 81 within the study area by the end of 195'1. This station was bu::.lt 

in anticipation of a b.eavy traffic flow along the n,3w facility. The operator 

of this station furnished an estimatP of the dollar volume of his business, 

but in order to preserve individu~l information it will not be revP.~led. It 

was felt by the operator that if a orossover were located in front of tt:e 

present site of the station, tht~ volume of business might be doubled. 

Service Stations (New Route &nd Old Route) 

Since only one setv:lr.e station has been constructed on the new route, and 

since a comparison of the net effect of the bypass on the area as a whole 

would entail revealing this figure, such a comparison will not be made. A 

few general stateme~ts, however, may be in order. 

One of the major problems in a study such as this is to assign the proper 

causal factors in the proper amounts to the measured changes that have been 

isolated. T~i~ study is no exception. For example, the factors which have 

affected tb.a over-all retail sales activity of Temple could be expected to 

:Lnfluencr. the service station operators along old u.s. 81 as well, Whether 

these factors would affect these stations to a greater or lesser degree thau 

other retail businesses of the city, however, ie very difficult to determine. 

It i~ perhaps significant, however, that in the face of steadily rising travel, 

automobile sales and gasoline sales over the rest of the State, gasoline sales 

along both routes of U.S. 81 in Temple declined about 10 percent. Total ~etail 

-124-



sales in the city declined about 11 percent during the same period* ,see 

Table 2:15). 

It must be remembered, however, that 10 of the 13 stations along the o:d 

route of U.S. 81 did report definite losses in business after the construction 

of the bypass. Some loss must, obviously, be attributed to the diversion of 

traffic to the facility. Operator opinion, as has been noted, hold to this 

line of reasoning. 

* Based on information supplied by Bureau of Business Research, University 
of Texas, Austin, Texas. 
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Motels (Old Route) 

Five motels were located within the study area or. old route U .s. 81. All 

were called upon for icterviews, b~t complete data was &vailable from only 

four of these. Of the 4 motels, 1 might be classified as "average-;'' and 3 

as "below average." None of the motels located within the study area could 

be considered a "luxury" type motel. It may be generalized tbat loJging 

:facilities along old route U.S. 81 are somewhat lower in quality than tte 

general public has come to expect, with current rates ranging from $2.50 to 

$4.00 for a single room. 

During the interviews, statistical data regarding dollar volumes of 

business for 1954 and 1957, change (if any) in relative property values for 

the two years under st,.!dy, and change in clientele and occupancy rate were 

requested. 

Dollar Volume of Business (1954 and 1957) 

Table 2 :8 presents comparisons of the dollar volumes of business repartee. 

by the four motel operators from whom data was available. Of significance is 

the fact that, as in the Austin area, the motels alons old route U.S. 81 

suffered a very sharp decrease in over-all dollar volume of business in 1957 

following the opening of the new bypass facility. 

In 1954, the four reporting opftrntcr.s reported gross motel business of 

$53,900, or an average of $13,475 per motel. The same four operators repc:.ted 

for 1957 only $24,600, an average of $6,150 per motel. These figur.es indicate 

a decrease of 54.4 percent in dollar volume of business in 1957, as opposed 

to 1954. 
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Motel 
Number 

l 

2 

3 

4 

Total 

Average 
Per Motel 

Table 2:8 

CHANGES IN DOLLAR VOLUME OF FOUR MOTELS ALONG 
OLD U.S. 81 IN TEMPLE DURING PERIOD 1954-1957 

Dollar Dollar 
Volume Volume 

1954 1957 
(Dollars) (Dollars) 

o.,1: ,-: 

;': * 
* * 
"I; * 

$53,900 $24,600 

$13,475 $ 6,150 
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Change in uu~:ar 
Volume 

1953-1957 
(Percent) 

-44.3% 

-72.4 

-57.1 

-28.8 

-54.4% 



As has been noted, moteis, unlike service stations, have little or no 

opportunity to make up losses caused by diversion of transient traffic through 

increased 11 local" trade. Hence the diversion of transient traffic caused by 

the construction of the new bypass facility on new route U.S. 81 evident~y 

had a very significant effect upon area motel business. This conclusion is 

borne out of the fact that of the three classes of traffic-serving establish

ments (service stations, motels, and restaurant ·and food service facilities) 

studied in both the Austin and Temple areas, motels suffered the greate:::t 

relative losses in dollar volumes of business in each instance. 

Property Values (1954 and 1957) 

As might be expected, the property values of these motels also declined 

sharply between 1954 and 1957. The four reporting motel operators estimated 

the gross over-all value of their properties at $232,000 in 1954 (see Table 

2:9), but at only $128,000 in 1951. These figures represent a drop in a~erage 

estimated property value of from $58,000 per motel in 1954 to $32,000 per 

motel in 1957, or a gross decline of 44.8 percent. 

Such operator opinion as was obtainable from the operators of the motels 

along old route U.S. 81 held the bypass directly responsible for the sharp 

decrease in tourist trade. They also held that the decrease ir. business was 

directly responsible for the decline in the estimated value of their properLies. 

Occupancy 

Table 2:10 indicates a 61 percent drop in the relative occupan~y rate 

of the motel units in 1957 as co~pared with occupancy in 1954. This bears 

-128-



Table 2:9 

CHANGES IN ESTll'1ATED PROPERTY VALUE OF FOUR 
MOTELS LOCATED ALONG OLD U.S. 31 IN TEMPLE DURING THE PERIOD 1954-1957 

Property Property Changes in Property 
Motel Value Valua Value 
Number 1954 1957 1954-1957 

(Dollars) (Dollars) (Percent) 

l -le "J'( -50.0% 

2 ,'. -/: -50.0 

3 * * -45.0 

4 -le * -18 .2 

Total $232,000 $128,000 -44.870 

Average 
Per Motel $ 58,000 !;, 32,000 
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Table 2 :10 

CHANSES IN OCCUPANCY OF FIVE MJTELS ALONG OLD U.S. 81 
IN TEMPLE DURING PERIOD 1954-1957 

- -
!2.54 - 1957 1954-1957 

Avg. Nightly Avg. Nightly Avg. Nightly Avg. Nightly 
Hotel Normal Occupancy Occupancy Normal Occupancy Occupancy Change From 
!:lu~]2.er ~a..,acjt~ Rate Rate Capacity Rate Rate 195l~-1957 

(Nu:.iber) (Percent) (Number) (Number) (Percent) (Number) (Percent) 

1 18 85% 15 18 60'7o 11 -26.7% 

2 36 90 32 36 60 22 -43.8 

3 36 100 36 36 50 18 -so.a 

4 J.6 90 14 16 25 4 -71.4 

5 t.s 90 43 18 50 24 -1•4. 2 
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out the picture presented by the decrease in business volume of the motels, 

and corresponds with the decline in their property values. 

Motels (New Route) 

No motels were located within the study area along the new route of 

u.s. 81. 

It should be noted, however, that several motels have been coustruc~ed 

on new route U.S. 81 south of the study area. Some of these were in ope~a

tion before and during 1957, and without doubt attracted a good portion of 

the overnight transient traffic which might otherwise hm,e done businesz 

·J1ith the four reporting motels along old U.S. 81. 

Restaura~ ~nd ~ Service Establishments (Old Route) 

Thirteen restaurant and food service establishments were located wit.hiu 

the study area on old U.S. 81. Two of these were closed at tha time of inter-

view and the interviewer was unable to contact the operator. Cpe:-ators of 

the remaining 11 establishments were interviewed, but 2 refused to coope~ate 

and 3 were unable, because of recent changes in manageme~t. to furnish much 

useful information. No new restaurants had been established in this area 

aiter 1954. 

Of the 11 establishments interviewed, 4 were primarily restaurants, 

6 combined restaurant and drive-in service and 1 combined drive-in food 

service and tavern facilities. Two of the 6 completed interviews were of 

restaurants, while the other 4 were of restaurant-drive-in comoinatious. 

In the interviews data was requested concerning both the dollar volume of 

business for 1954 and i957 and variations in clientele for the sa:ne perioc. 
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Resi.:i;;.urant 
Number 

1 

2 

3 

4 

5 

6 

Total 

Table 2: 11 

CHANGES IN DOLLAR VOLUME OF RESTAURANTS ON 
OLD U.S. 81 IN TEHPLE 1954-1957 

Year Year 
1954 1957 

(Dollars) (Dollars) 

'"I'( * 
.,,.. 

* 

* * 
't( * 
* ~·c 

* * 

$369,500 $315,500 
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Change F,.-om 
1954-1957 

(Percent) 

- 1.5% 

-55.6 

- 2.1 

-16.9 

- 1.8 

-10.0 

-14. 6% 



Dollar Volume of Business (1?53 and 1957) 

Table 2:11 presents comparisons of the changes in dollar volumes of 

business reported by the six operators of restaurants and food service establisl 

ments who furnished dnta. It will be noted that all operators indicated losses 

in business in 1957, as compared to business done in 1954. These losses ranged 

from $1,000 to $30,000 dollar wise and from 1.5 percent to 55.6 percent. Over

all dollar volumes of buoiness were reported as $369,500 in 1954, and $315,500 

in 1957, representing an over-all decline in business of 14.6 pe~cent in 1957, 

as compared wi'i:h business done in 1954. 

Operator opinion in general held the construction of the new bypass and 

the movement of a large number of troops out of Fort Hood to be the two factors 

most directly responsible for the decline in their dollar volumes of business. 

It is of significance that a restaurant which was a major center of attraction 

for troops from Fort Hood suffered one of the sharpest decline in dollar volume 

of business. The operator of this resteurant believed that the troop movem~nt 

and the bypass construction, were jointly responsible for the sharp decline 

in ·:his business. He was unable to estimate, however, '\-/hich of th~ fac:tors 

had the greater effe~t. One of the establishments showing a minimum d~clina 

relied heavily on local trade. Its operator reported that he was "glad to se;e 

the heavy tr.affic on the old route relieved." 

From the information gathered from these operators, it seems reasona9le 

to conclude that the bypass on new route u.s. 81 had the greatest negative 

effect upon those restaurants and food service establishments which relied 

primarily on heavey traffic flow, or tourist trade, and least upon the~e wh~r.b 

relied primarily on local trade. '.this conclusion correlates satbfactor:i_,_y 
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with findings concerning the same types of establishments along the old route 

of U.S. 81 in the Austin area, and with the information shown in Table 2:12. 

Changes in Clientele (1953 and 1957) 

Table 2:12 presents information concerning variations in type of cl~ente:e 

reported by operators of the six restaurants and food service establishments 

furnishing data. 

Of chief significance is the fact that the average weekly patronage of 

the seven reporting establishments declined 24.8 percen~ in 1957, as opposed 

to 1954. This figure, of course, is substantially in line with the correspond

ing drop in dollar volume of over-all business over the same period. 

The change in type of clientele from transient to local clients was 

marked, as was the gross decline in clientele. In 1954, the percentage of 

weekly patrons was estimated by oi,erators to be approximately 77 percent local 

and 23 percent transient. In 1957, the percentage estimated by operators 
~~ l. ' .. 

was almost 96 percent local and l~ss than 5 percent transient. If the operators 

are correct in their estimates, these figures would clearly indicate the 

negative effect that the diversion of traffic to the bypass has had on the 

restaurants and focd service establishments along old route U.S.81. 

Restaurants and Food Service Establishments (New Route) 

No res~aurants and food service establishmeuts were located within 

the study area along the new route of U.S.81. 
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RE:, !:.aurant 
Nuu,ber 

l 

·~ 

1 

!; 

.) 

6 

TO.;'.i\L 

Table 2:12 

CHANGES Ill PROPORTION OF LOCAL A1'ID TRAUSIENT CUSTOlIERS SER·:ED IlY 
'!'.l:!MPLE STUDY AREA RESTAURANTS IN 1954 AND 1957 

--·---A--
195_4 ___ . ___ 19_51 __ Change From 1954 to 1957 

N~mber of N,:..Jb~c:i.: c.;i 
Total Weekly Percent Percent Total Weekly Percent Percent Total Weekly Local Trailsiem: 
Customer.s Local Transient Customers Local Transient Customers Cu~tomers Cus~c=:1~t-, 
(Nt.'mber) (Percent)(Percent) (Number) (Percent)(Percent) (Number) (;i'ercent) (P~i:;· 

1,150 7 ff/. 30% 800 90% 10% -30.4 -10. 6% ·-It.,~-~}~ 

1,500 70 30 900 95 5 -40.0 -18.6 -90.0 

1,200 75 25 1,050 95 5 -i2.S +10.8 -82.7 

1,300 65 35 700 95 5 -46.2 -21.3 -92 .3 

1,500 98 2 1,500 99 l - o.o + 1.0 -so.a 
660 80 20 550 99 l -16.6 + 3.2 -96 .2 

7,JlO 76.6% 23.4% 5,500 95 .87. 4.2% -24.8 - 5.9% -86 .4~'. 
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NONTRAFFIC-SERVING BUSINESS 

Nontraffic-Serving Business (Old Route) 

All of the nontraffic-serving retail businesses along the old route 

of u.s. 81 through Temple were contracted. Only 15 interviews were cc~pleted, 

however, and of these only 11 wera able to furnish complete dollur volume 

information for both 1954 and 1957. Operator un~ooperativeness, inability to 

contact past owners, and lack of adequate records kept the rate of response 

low. One firm was just recently established and had no'.. record of sales for 

1954. 

Table 2:13 presents the business volume information obtained from the 11 

cpoperating businesses. Since the businesses within this area are quite 

heterogeneous, no attempt has been made to estimate either business volume 

or changes in volt.nne from this nonrepresentative sample of firms. Rather, the 

data in Table 2:13 is presented as being representative on:y of the firms 

included. 

It is interesting to note, however, that of these 11 firms, 6 lost business 

while 5 showed an increase. It is also intere&ting to see tbat the losses 

and gain were almost exactly offset dollar wise. The net change for the 11 

firms was a small 1.3 percent increase. This increase, though small, 'i:akes 

on greater significance in view of the fact that total estimated retail sale;; 

in the Temple area declined over 11 percent during the same period. And, i ~-

of no other import, this small increase in volume done by the nontraffic-servin6 

businesses would indicate that these businesses, liUe those in the Austin area, 

were unaffected by the construction of the new facility. In fact, it is quite 

possible that they received a slight stim~lation. 
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Table 2: 13 

CHANGE IN DOLLAR VOLUME OF 11 .SONTRAFFIC-SERVING BUSINESSES 
LC0ATED ALONG THE OLD ROUTE OF U.S. 81 IN TEHPLE FROM 1954 to 1957 

Dol:!.ar Dollar Perce::it 
Volume Volume Change 

Business 1954 1957 1954-1957 
(Dollars) (Dollars) (Percent) 

1 $ 100,000 $ 150,000 +50.0% 

2 300,000 250,000 -16.7 

3 140,000 167,000 +19.3 

4 87,400 55,800 -36.2 

s 203,000 186,000 - 8.4 

6 142,000 143,000 + .7 

7 400,000 500,000 +25.0 

0 130,500 90,200 -30.9 0 

9 142,000 94,200 -33.7 

10 550,000 675,000 +22.7 

11 150,000 65,000 -56.7 

Total $ 2,344,900 $2,376,200 + 1.3% 

Average 
Per Business 213,173 216,018 
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Operator opinion would Lend to bear out this belief. The opinions exp~cse 

by operators of the uontraffic-serving businesses toward the new route general!~ 

indicated either indifference o:.: fr:;,~::. Several felt that the new facility 

had no particular effect on their operations or on the vol\.Ulle of business done 

by their firms. A number of the operators reported that they were glad to see 

the heavy truck traffic rerouted. Still others mentioned relief of traffic 

congestion as a desirable result of the new route. In only one case did an 

operator of a nontraffic-serving enterprise feel that his business had been 

hurt by the new route, and this operator could offer no relation between the 

drop in his business vol\.Ulle (a drop of 5 percent) and the existence of the 

n.ew facility. Nethods of business operation and lease terms which were also 

obtained, were felt to have no particular significance in the study. 

Nontraffic-Scrving Busi!!_~ (Ne"N Rout.~) 

By the end of 1957 some 10 nontraffic-5erving businesses had located 

on the bypass within the liraits of the study area. These were interviewed, 

but on~y 2 could furnish complete dollar vol\.Ulle of business figu~es for 1957. 

Of the 8 operating businesses, 2 have been in their present locutions for 

less than one year, 5 have been in thei~ locations for from 1 to 2 years, 

and 1 ha.s been established in its location for 8 years. Two of ~he building3 

are being used for storage, and no construction data was oLtaineJ. 

Operator opinion as to the desirability of the location on the Interregiooa 

was relatively consistent. Among the factors mentio&ed were the relative price 

and availability of large size tracts, the accessibility to heavy trucks, th~ 

accessibility to customers and employees, the probability of increased comme.:-cfa. 
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development with <!or.respondir,g increases in property values, and the ease o'!: 

direct routing to other major cities and towns. No particular complaints about 

the location were made b~, an}' or:,era~or on the r..ew route. Host of the operatcrs 

felt that the sites were as good or better than they had expected them to be. 

Area Businass 

Since the data on nontraffic-serving firms were not considere<l to be 

adequate samples, it is impossible to combine them -9ith traffic-serving 

businesses into an area total. Table 2:14 shows all the traffic-serving 

businesses in the area combined into such a total, however. Perhaps the most 

hportant figure in this table is the percentage change of total traffic-serving 

business from 1954 to 1957. This shows a decline of 11.8 percent. 

Of the thlee types of traffic-serving establishmet:.ts studied, motels with 

a drop of 54 percent, suffered the greatest proportionate decline in over-all 

dollar volume of business. Restaurruits and food service es·i:ablishments were 

next harder,t hit with an indicated over-all de=line of 14.6 affect~d. The 

nontraffic-serving establishments as a whole did not appaar to be greatly 

affected by the new bypass facility dul·ing the :;itu<ly per:i.od. The ones inte!:'

viewed showed an over-all increase in do:!..lar volume of 1.3 :::,ercent. 

These facts are all of more significance if considered in re!atio~ to th~ 

Temple area retail sales index for the years 1954-1957. Over-all Temple retail 

sales, based on total dol:!..ar volumes, showed a decline of 11.45 percent in :9Ji 

as compared to 1954 (see Table 2:15). Thus the over-all traffic-serving 

business within the study areas would appear to have been affected no more th3n 

the City of Temple as a whole. Noctr~.ffic-serving businesses, on t~e other hand, 
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Item 

Service Stations ~~ 

Motels ,h': 

Restaurants m~·k 

TOTAL 

Table 2:14 

CHANGES IN TOTAL DOLLAR VOLUME OF ALL TRAFFIC 
SERVING BUSINESSES IN THE TEMPLE STUDY AREA 

1954-1957 

Year Year 
1954 1957 

(Dollars) (Dollars) 

$1,063,700 $ 989,500 

67,375 30,750 

800,613 683,583 

$1,931,668 $1,703,833 

Change F:.:-om 
1954 to 1957 

(P~rcent) 

- 7.0% 

-54.0 

-14.6 

-ll.6io 

* To avoid revealing individual data, the station on the new route was 
estimated at the sar.:e volume level as the average for all other stations 
during 195i. 

*-1, Expanded to include one motel for which data was unavailable. 
Percentege change remain i:onstant. 

*** Nonreporting Restaurants \lerc estimat<:!d to be operating at ~am~ level 
as the average for reporting restaurants in both 195l~ and 1957. 
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may have fared much better than Temple retail sales as a whole. This would 

seem to indicate that the new bypass facility had no large measurable over

all effect upon the total business of its ai·ea. 
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Table 2:15 

INDEX OF RE'IAIL SALES*, TEMPLE, 1954 THROUGH 1957 

Percent c: . .::.: 0 2 

Ye;:,.r Index From 1954 

1954 100.00 

1955 104.00 + 4.00 

1956 D9 .l~5 -10.55 

1957 88.55 -11.45 

* Constructed from data supplied by the Bureau of Business Research, 
Auctin, Te:xas. 
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ROCKil.,-~·.;_J, :.:.:(l;JNTY 

General 

The three studies includ~d in this report deal with the econ,1rnic 

impact of new sections of the Interstate Highway System on suburban and 

rural areas. With respect to Austin and Temple, the projects are con

cerned with selected study areas related to urban or metropolitan areas. 

In the Rockwall Co, .. mty project, an entire rural county is includ.2d as 

either study area or ccntrol area, with an adjacent metropolitau county 

st~pplying the urban influ.:mce" Changes in land value provi.ce the pri.nc:::.

pal subject of the following preliminary analysis, although the changes 

in 1.?.n.d use and busineEs activity are discussed in as much detail as 

pract:i.cal. 

Rockwall County, the smallest county in the State, is in the Blackland 

Prairi..es of North Central Texas. It is adjacent and to the northeast of 

Dallas county and has an area of 147 square miles. The City of Dallas, 

with its more then 240 square miles, is the nearest metropolitan ar.ea. From 

t.he courthouse in the town of Rockwall to the edge of the Dallas urban area 

(at the intersection of new U.S. 67 and Loop 12) is a distance of 17.2 miles, 

6.3 of which are in Rockwall County. The town of Rockwall is about 24 miles 

from the Dallas central business district, via new Highway 67 (Interstate 40). 

In conformity with the trend of most of the agricultural areas throughout 

the Stute, Rockwall County experienced a decline in population between 1940 

and 1950, dropping from 7,051 to 6,156. Since 1950, however, the town of 

Rockwall has grown from a population of 1,500 to its presently estimated 

2,500 bringing the county population back to its 1940 level. Other principal 

towns in the county are Royse City, population esti~ated at 1,400 (1,266 in 

1950), a~ci Fat~, ~opulation 150. 
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The ecor..omy of the county ~-s based on cott0n, grain, and lives'.:oc\ 

s·.ippl~mented by ino.sutry and cc1r.:nerce. An &lun,inum extrusion plant estab-

::. : .. hed in 1953 (employment, 185) is the only large industrial e:l'terpr5 e. 

general classification of agricultural soil groups in the county is shcn .... 

Figure 3: 1. 

NEW INTERSTATE HIGHWAY 67 

Since both the route ~nd thz roadway cf old Highway 67 throug~ Rockwall 

County were inadequate by modern standards, the new highway was surveyed 

through bottom land and £arm land well to the south of the former locatiJn. 

The county voted a $65,000 bond issue for the purchase of right of way. 

At 2.bout the same time, State Highway 205, running north and south through 

the county was improved and became, from its interchange with new U.S. 67, 

the major access road serving the town of Rockwall. 

The first section of new U.S. 67, from its jure tion with U.S. 80 and Loop 

12 in Dallas to the Rockwall interchange (intersection with Route 205), was 

opened in July, 1951. This interchange is 1.9 miles from the ccurthouse in 

Rockwail. The second section, from the Rockwall interchange to t~e Roy3e 

City interchange 1 was opened to traffic more than five years later, in D2cer::·0E.:i:-, 

1956. A third section, fr.om Royse City to the Hunt County iine (2.3 m5.les), 

has been completed but was not open in 1957, pending construction of the 

route through Hunt County. Construction costs for the l2a7 miles open to 

traffic in Rockwall County were as follows: 

Grading and Structures 
Base and Surfacing 
Bridges and Overpasses 
Engineering (T.H.D.) 

Total 
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H.:tght 0 ·of-way ,.us: w.::s $83, 53.5. Service roads al01.:.g the ne,., facility ;iave 

... ae., .:;rr.f'l<i!te~ L,r only?. m[ 1.-:.:. of the area u.1-:.,:;_· s·::udy. Several fc-:--,.':~ 

,'Jads cross the highway, although there are no major highway grade r-T~;si 

la these respects, therefore, the highway is not yet up to the full standards 

of the Int~rstate Sy,..:;,2;.n,, 

STUDY AND CONTROL AREAS 

The area selected for primary analysis was a band 1.5 miles wide 

along each side of the new facility from the Dallas County line to Rpyse City 

(Figure 3:2). This gives a strip some 12.5 miles long and 3 miles wide, or an 

".:Cea of about 24,000 acres, consisting largely of agricultural and overflow 

bottom land. Due to the 5-year time lag between opening dates of the two sec

tions of road;.,ay, there are actually two study areas involved: the First 

Section, 4.4 miles in length, lying west of the Rockwall interchange, opened 

in 1951; a~d the Second Section, 8.3 miles of roadway, lying east of the 

Rockwall interchange, opened to traffic in 1956. Each section is further di

·vitfod<4:dto'~2 sub areas: Zone A, which includes the area within 0. 5 miles of 

the facility; and Zone B, which includes the area between O. 5 to 1. 5 :nil es 

of the facili::y. Abutting properties in Zone A were identified sepa::-ately, 

but land sales within this group were too few in number for significa:i.t 

analysis at this time. Urban properties in the towns and connnunities in the 

county were excluded from consideration in the land value phase of the study" 

Field data regarding transactions that involved less than 10 acres is con

sidered inadequate at this time, and most tracts of such size were likewise 

excluded from the land value analysis. 
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The compa..tb . .:.'...vc 0,: cont:i.:·ol area inclu<l£s tile remaining agricultural 

and buttom land c<.1tsicle the t~11:c2·-mile-wide stu .. p. In a sense, bo'.::h tne 

s'.::udy areas and the control area may be considered to be subdivided c~~ors~1~ 

to the soil types shown in Figure 3:1 and according to the location of sanple 

plots on either dirt roads or surfaced roads. 

METHODS 

The collection of field data fpr the Rockwall project followed csF!entfaJ.ly 

the same procedures set forth in the introductory section of this report., In

formation relative to land sales was obtained from county deed records. The 

~racing of ownership and the locating of properties depended upon the use of 

these reco::ds, in conjunction with owners~lip and survey maps and aerial photos, 

The Soil Conservation and A.S.C. offices of the U.S.D.A. in Rockwall were es

pecially helpful locating exactly the various properties in the s~~Jy area. 

Rockwall County has been included in a ten-year study of F.J.1::n end Ranch 

Real Estate Sa1.es conducted by the Department of Agricultural Economics of the 

Texas Agricultural Experiment Station, College Station, Texas. This program 

was also based on county deed records. Through the cooperation of this agency, 

field cards covering a ten-yeur period, 1945-54, uere made ava.ilabe. With 

respect to farm transactions involving ten or more acres, the csrds gave names, 

acreage, price, survey and deed index. Although it was frequently neces3ary 

to consult the deed records for a more exact location of properties wit:iin ti.1e 

three-mile strip, the use of these cards saved much time in the prelirn:.n:.:,.r.y 

fieid work. 

The organization of data for purposes of analysis was also siT.ilar to L~e 

Austin and Teople procedures, tne principal difference being the use 0£ four 

study periods rather than three. Due to the recent completion of th~ S2conc! 
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Section (ending at Royse City) only the relatively few transactions dtlrin;; 

1957 would have been available for an "after-completion" study period. There~ 

fore, it was decided to organize the material around the opening date of the 

First Section (ending at the Rockwall interchange). The general "before" a:id 

"after" periods were then divided into three-year groups to facilitate trf'nd 

and analysis. 

In addition to information derived from deed records and ownership maps, 

the following factors were determined for each property: soil area, type of 

road (dirt or surfaced), acreage size group, and county map coordinates. A 

series of data based on different road types was also examined in considerable 

~:etail. The soil areas and their combinations yielded nine classifications. 

Since a preliminary inspection revealed few unexpected price variances between 

soil types, only one table in the present report deals with these classes. 

Tabulations regarding acreage size groups and map-grid classifications have 

been examined, but the lack of sufficient data has dictated that these compari

sons be deferred until a later report. It is hoped that these latter classes 

will yield information of value in determining the extent of variation according 

to distance from the old and new routes of Highway 67, and distances from 

business districts, interchanges, county lines, etc. 

Number of Transactions 

From the outset it was recognized that a study of this type might be 

handicapped by a shortage of property sales during given periods. This possi

bility contributed to the decision to include the entire county as a study area. 
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Voluntary farm sales in Texas ueclined from 53.5 per 1,000 farms in 1946 

to 27 .1 in 1957 )J Had l{ockwall County not resisted t~is trend, there would 

i.1deed have been a serious problem concerning number of sales during r :ce,,~. 

years. Hhile a larger number of transactions is to be desired, the inforr.ia

tion summarized below indicates an acceptable number for each major period 

and shows no significant decline between periods. 

NUMBER OF ITEMS 

Befo:re After 
(1944-1951) ---(1952-1957) 

Study Area 93 97 

Control Area 149 129 

Sub-Totals 242 226 

R-0-W Sales 31 43 

TOTALS 273 269 

Since the "before" period is two years longer than the "after" period, 

the 25 sales occurriag in 1944-45 could be subtracted from the sub-total of 

242 "before" sales. This gives 217 sales for 1946-51 compared to 226 for 

1952-57, an actual increase of nine sales for the later period. These 

totals, when distributed between study and control areas, show the following 

relationships: 

ll Information appearing in this report pert&ining to farm sales and prices 
for the state as a whole is obtained from one or both of the followi~g 
sources: Fe.£!!! Land Market Situation in the Southwestern States, 1946-54, 
Bulletin 797, Texas Agricultural Experiment Station, College Station, Texas, 
March 1955;and "The Farm Real Estate Market," May 1958, AgriC'.1ltural 
Research Service, U.S.D.A.,Washington 25, D.C. 
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iitudv Area --·--First Section 

Ecfore 
(1946-51) 

45 

Second Section 3: 

TOTAL 76 

Control Area 141 

mJMr,ER OF SALES 

After 
(1952-57) 

62 

35 

97 

129 

Percent 
Change 

+37.8 

+12.9 

+27. 6 

- 8.5 

Between the two periods the number of sales increased 27.6 percent 

in the three-mile-wide study area, while decreasing 8.5 percent in the 

control area. Moreover, the shorter First Section (4.4 miles), which is 

nearer to the Dallas city limits, had a greater number of sales in both 

periods than did the Second Section (8.3 miles), The First Section also 

had a much greater percentage increase in sales between periods, although some 

of this difference may be sttributed to the time lag between the opening 

dates of the two sections of roadway. 

On the basis of this preliminary analysis, there appears ~o be justifi

cation for the conclusion that Rockwall County's reversal of the sta~ewide 

downtrend in farm sales between 1946 and 1957 deserves to be considered one 

aspect of the over-all economic impact attributable to the new U.S. Highway 67. 

CHANGES IN LAND VALUES 

The changes in land values that have occurred in the Rockwall County 

study areas do not approach the magnitude of those generally observed in the 

land-value phases of urban and suburban highway-impact studies. This is not 

surprising, since the subject area is rural in nature and begins about 

eleven miles from the eastern rim of the City of Dallas. Nevertheless the 
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changr~s in farm 1:eai estate prices appear to be significant, particularly in 

relation to the rel2.tive dist&nce of the land £,:om the fa.ci.lity. 

Land prices in the two sections and four zones of the study area b:ive 

generally increased from the 1944-48 base period, through the 1949-51 const~uc

tion stage, and on into the later periods) with a very marked increase d1.:r.:.ng 

the final (1955-57) period. In contrast to this trend, the control area pr!cc: 

remained relatively stable until the 1955-57 period, when they likewise turned 

up sharply. In both cases the prices were adjusted to constant dollars using 

the BLS Consumer Price Index. 

Comparisons between the two study area sections are given in Table 3:1. 

'."he table reveals that the very marked increase in price per acre between the 

last two periods is in th3 study area, a phenomenon characteristic primarily 

of First Section properties. Although not shown here, it has been determined 

that by excluding certain Zone B properties which were subject to a special 

influence, the First Section increase for the 1955-57 period would have been 

a modest 20 to 30 percent instead of the 99.6 shown in the table. The speci3.l 

influence was the subdivision of rural acreage near a small lake into residentia~ 

lots, and the subsequent trading of large tracts in the vicinity a number of 

times during the period, with the last trade topping $500 an acre in de£lat(·'d 

dollars. 

The lake is only a short distance south of the highway and about four 

miles from the Dallas County line. No residences have been built in this 

subdivision, and there appears to be much doubt locally as to the success o:: 

the venture. It is certain, however, that the new facility provided the 

ready access necessary to the development of the lakeside property, and ther~ 

appears to be little Jt.:sti:!:ication for excluding the transactions fr..;m the 
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SUH1v'.ARY OF CHAJ.lCES IN ADJUSTED LAND PRICES 
IN ROCKWALL COUNTY, 1944-19:..:7 

Propertie,=; Within 1.5 Miles of New Highway 67 
Compared With Control Area Properties 

No. of No. of Price Prjce Cnenges 
Sections 

.f.irst Section 
Hif:,h,way 67 

De.llas County 
line to Rockwall 

Periods Sales Ac=es 

J.944-48 
194':-.i-51 

(Number) (Ar.res) 

26 
29 

l., 537 
2,398 

Per Acre Dollars Percent 
(Dollnrs) (Dollars) (Percent) 

$ 75 
92 $ 17 23 .17o 

interchange; 1952··54 35 2,384 110 18 19.1 
4.4 miles 1955-57 -------------- __ 2_7 ___ 2..._,_:}_22 ______ 2_?._0 ____ 1_1_0 _____ 9_9--'.'-6 __ 

Total "Before" 
Total "After" 

55 
62 

3,~)35 
5,206 

-- ·-----------------Se(::::.,_J(i Section -----~ig!)wa~ 
Rocl;wall 
interGhange to 
Royse City 
interchange; 
3 .3 miles 

Total "Before" 
Total 11After11 

1944-48 
1949-51 

1952-5[:. 
1955-57 

19 
19 

20 
15 

38 
35 

1,131 
1,490 

1,596 
1,139 

2,621 
2,735 

86 
169 

118 
133 

114 
141 

126 
125 

83 

15 

-19 
27 

-1 

·-------·----·--- ---------------------
Both Section 
Higt,_way 67 
Dallas County 
J.be to 
Royse City 

1944-48 
1949-51 

45 
48 

2,669 
3,888 

93 
1C8 15 

98.0 

27.0 

-11+.0 
23.3 

- 0.8 

15,8 

interchange; 1952-54 55 3,977 112 4 3. 6 
2.:.a..7 _______ ...::1=9=5:::..5--=5 .... 7 ___ _,t.:-=·2 __ ..:.3_._, :...96=.,l=-----=l'-"'9 . .._7 ____ ..::8::..:::5'-----.1.£.~ 

Total "Before" 
Total "After" 

-------------Con::rol Area 1944-48 

Total "Before'.' 
Total "After" 

1949-51 

1952-54 
1955-57 

93 
97 

52 
97 

63 
66 

149 
129 

~---------··-~--~---

6,557 
7,938 

4,134 
10,127 

6,210 
6,468 

14,261 
12,678 

102 
154 

73 
70 

70 
135 

71 
101 

52 

-3 

0 
65 

30 

51.4 

- 4.7 

- 0.1 
93.5 

42.3 

--------------------·- .. ·-· ------------------·----------··--------
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1955-57 totals, ,::spec::..ally si.ne:e most of the acreage that was traded rema.:..:s 

in agricultural use. 

An explanation for the similar rise (93.5 percent) in control area 

prices between the last two periods is not so readily available. A r~vi.e~1 

of summa~y tables prepared in the ten-year study of Farm and Ranch sales, 

mentioned previously, reveals a somewhat more gradual rise for all Rockwa}.l 

County fa.rm properties. This would be expected since these de.ta did not 

exclude property transactions in the three-mile-wide strip. Even so, there 

is also a marked increase evident in the Farm and Ranch series, beginning in 

the third quarter of 1954. 

Table 3:2 and those following show the increase occurring in all control 

area prope~ties. Inspection of tabulations relating to the soil groups (r.ot 

inclucl.ed in tnis report) reveals that the rise in control area property values 

occurred in the better farm soil areas (black land, shallow black land, and 

cultivated hottom land), rather than in the other areas. 

Turning to a cowparison with the State as a whole we find the followin3: 

1944-48 

1%6-48 

1949-51 

1952-54 

1955-57 

STATE OF TEXAS 
(Index of Value of 
Farm Real Estate 
~er Acre; Percent 
of 1947-49 Avg. 

93 

109 

134 
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CONTROU!_~

(Price per Acre, 
deflated to 

19l~7-l;9 dollarn) 

$73 

70 

70 

135 



Periods 

1944-48 

1949-51 

CHANGES IN ADJUSTED LAND PRICES BEFORE AND AFTER 
ClJtlFLI:'l'ION ON NE~J HIGHWAY 67 IN ,:WCI<:;~\LL COU:-1'1:i 

First Section - Zone A (Abutting or Within 0.5 Mi!e) 

Number 
of f:des 

(Number) 

19 

12 

Number 
of Acres 
(Acres) 

1,248 

4,728 

Price Price Ch~mge From Earlier Per:':.:A 
Per A"~-r~e,:._ __ ....;::P . .=.e=-r_,A:.:.:c::.:r:.:E'::..-___ ::.P.;:;.e=-r_,A""'c;;;.::r:..::e;a.._ __ 
(Dollars) (Dollars) (Percent) 

$ :12 

110 $ 38 52.8% 

Tcu,~. "Eef.cren 31 5,976 102 

19S.'>5.'~ 24 1,157 118 8 7.3 

1955-57 14 6,566 131 13 11.0 

Total 11After11 38 7,723 129 27 20.6 

-----
CONTROL AREA 

1944-43 52 4,134 73 

1%9-51 97 10,128 70 -3 -b, . • 1 

Total 11Before11 149 14,262 71 

1952-54 63 7,106 70 0 o.o 

1955-57 66 6,468 135 65 92.8 

'.!':it~ll 11Af ter11 129 13,574 101 30 42.2 

-153-



Table 3:2-A 

CHANGES IN ACTUAL LAND PRICES BEFORE AND AFTER 
COUPLEIION ON NEW P..IGin-JAY 67 IN ROCT<HALL COlmTY 

First Section - Zone A (Abutting or Within 0.5 Mile) 

Number Number Price Pr!._c~~:91!6.e From Ea:1:U.e:?'.' ?c:~ .~ .: · 
.fg!~ds of S.£:,les of Acres 

(Number) (Acres) 

1944-48 19 1,248 

1949-51 12 4,728 

Total "Before" 31 5,976 

1952-5l~ 24 1,157 

F:iS-57 14 6,566 

Total "After." 38 7,723 

19l1.l.-l~8 52 4, 13/• 

lSL: 9-51 97 10,128 

Total "Before" 149 14,262 

1952-54 63 7,106 

19:35-57 66 6,468 

Total "After" 129 13,574 

Per Acre 
(Dollars) 

STUDY A..'!ffiA 

$ 62 

116 

105 

135 

153 

150 

CONTROL t]EA 

63 

74 

71 

80 

158 

i · 117 
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Per Act:e 
(Dollars) 

$ 54 

19 

18 

45 

11 

6 

78 

46 

Per Acre 
(Per~ent) 

87 .1% 

16.'• 

13.3 

42.9 

17 .5 

8.1 

97.5 

64"8 



Table '.):3 

CHA.NGES T"l P.DJUSTF!l LAND PP.ICES BEFC'R.E AND AFT?R 
CCHPLL~:ON OU NEV: hi(:-:liW!,Y 67 I!.~ 1::_JCD~ALL CO:.ETY 

First Section - Zon~ B (F~oru 0.5 to 1.5 Milen) 

Periods 
Number 
of Sales 

(Number) 

:!.944-48 7 

1'}!:.J-51 17 

i\;f.: :'.1 "Zefore" 24 

1~5.>5,'.i, 11 

1955-57 13 

Tot~l "After" 24-

---·----·---··&• 

lS/~4-48 52 

1949-51 97 

Total "Before" J.49 

195;~-54 ES 

E.55··57 66 

'r,'Jt!!l "1.f t:er" l?.9 

Number 
of Acres 

(Acres) 

289 

1,926 

2,215 

1,225 

2,165 

3,390 

Price 
Pe·.c Acre 
(Dollars) 

STUDY AREA 

$ 88 

88 

88 

102 

246 

1~4 

.9.0_lf~ROL ~ 

4,134 73 

10,128 70 

14,262 71 

7,106 70 

6,468 135 

13,574 101 
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Pr:.1.c5=....fha~.ge F:-m:nE-3.rJ.ier P8r -
Per Acre Per Acre 
(Dollars) (Percent) 

0 o.o 
--

·--------
14 15.9 

142 141.2 

106 I.20.4 

- -' .._.._,_.,.,..., .-.. .. ,-.---·· .. ··-

-3 - 4 .• J. 

--

--·---
0 c&o 

65 92.8 

30 42.2 
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CHANGES IN ACTUAL LA.."'ID PRICES BEFORE AND AFTER 
CCMP~LTION CJ?! NEl~ HI1~1.IWAY 67 IN ROCKv:.\.LL CGu'!'ITY 

?irst Secti.on - ZonB B (From 0.5 to 1.5 Miles) 

----Number N\Ifilber Price Price Chan~rom Earlier Per.-)~-
Periods of Sales o[ A-::res Per Acre Per Acre Per Acre 

(Number) (Acres) (Dollars) (Dollars) (Percent) 

STUDY AREA -----
1944-48 7 289 $ 76 

19l: S'-·51 17 1,926 93 $ 17 22 .l;.% 

To:.::i.l "Before" 24 2,215 91 

lO"'r,-c:1 -·- ,. -··+ 11 1,225 117 24 25.8 

1955-57 13 2,165 288 171 146.2 

Tot;;i.l 11After" 24 3,390 226 135 1~8.4 

CONT!IDb AREA 

19!.l•-48 52 4,134 63 

1949-51 97 10,128 74 11 17.5 

Total "Before" 149 14,262 71 

----
1952-54 63 7,106 80 6 :'.8~1 

1955-57 66 6,468 158 78 97.5 

'!'otal "After" 129 13,574 117 /.6 64.8 

---
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The relationshir,s shown above indicate that the control area in Roci'-..;:::.11 r _ ·:·1ty 

did not conform to the btatewide upt-rend in farm real e<1tate pricea ·ue:i:or::: 

:;55, although the ev2ntual pe~:centage increase recorded for the cc:;+:rJ1. ;;·· - · 

greatly exceeded the statewide increase. In the light of these evideLces, 

,:e can only surmise at this time that the factors determining the Texc .. ,_, 

in farm real esta.te prices were not fulJ.y operative in the Rockwall control a;.:~

until after 1954. Of course, the study urea properties may lJ.qve ebsor:,c.i 

some of t::e market demand for higher··priccd land before thLt time. 

Referring again to Table 3:1, it is seen that the prices of Second 

Section properties remained almost constant dur:Lng the study pe:cj_od. liowever, 

there has not been sufficient time for an adequate after-completion .::1.v~:t'-".ge, 

There were only 15 farm sales recorded in this section during the 1955-57 

period and the roadway was not opened to traffic until late 1956. Hhen 

the two zones within the Second Section are tabulated separately, as in 

Tables 3:4 and 3:5, it is shown that in Zone A (abutting or within 0.5 nile~~ 

the farms had a net increase of 33.6 perc.'=nt in price per acre, whereas in 

Zone B (O. 5 to 1. 5 miles) they decreased 11. 6 percent in value. In the 

1952-54 period, the combined Second Section zones show a net of 14.0 percer.'. 

decrease from the preceding period (Table 3: 1); separagely, Zone A p:-ices :=<,:'."' 

acre incre.::1.sed 42e 3 percent during this pe:dod (Table 3: 4), wherec.s Zone B 

farm prices decreased 20.9 percent (Table 3:5). 

The differences observed to date within and between the zones of both 

sections of the study area me.y be surrroarized as follows: In the First Section 

both zones (Tables 3: 2 and 3: 3) demonstrate increases in real prices··per-a.cre, 

but Zone B out-performs Zone A i.n th:i.s respect. In the Secoi1d Section, Zone A 

(nearest to the facility) increases (Table 3 :4) wl:-.ile Zone B dec:r.easec 
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Table 3 :4 

CHANGES m ADJUSTED LAND PRICES BEFORE AND AFTER 
66J:1PLBTION ON NEW HIGHHAY 67 IN RIJCKWL.LL COUNTY 

Second Section - Zone A (Abutting or Within 0.5 Mile) 

Number 
of Sales 

Number 
of Acres 

Price 
Per Acre 

Price Change From Earlier Per~-~-: 
Periods 

(Number) (Acres) 

1944-48 9 557 

1949-51 8 342 

Total "Before" 17 899 

19~'.'.'.· :::;4 5 140 

1955-57 5 453 

Total "After11 10 593 

1944-48 52 4,134 

1949-51 97 10,128 

Total"Before" 149 14,262 

1952-54 63 7,106 

1955-57 66 6,468 

Total "After11 129 13,574 

(Dollars) 

STUDY AREA 

$ 99 

111 

104 

153 

133 

139 

CONTROL AREA 

73 

70 

71 

70 

135 

101 
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Per Acre 
(Dollars) 

$ 12 

47 

-25 

35 

-3 

0 

65 

30 

Per Acre 
(Percent) 

12.1% 

42.3 

-15.8 

33.6 

-4 .1 

0.0 

92.8 

l~2 .2 



Tab~e 3:4-A 

CHANGcS IN ACTUAL LAND PRICES BEFORE AND AFTER 
COMPLE':ION ON NEW HIGHWAY 67 IN ROCKWALL COUNTY 

Second Section - Zone A (Abutting or Within O. 5 Mile) 

Number Number Price Price Change From Earlier Pe:::'.od 
Periods of Sales of Acres Per Acre Per Acre Per Acre 

(Numbe1:) (Acres) (Dollars) (Dollars) (Percent) 

STUDY AREA 

1944-48 9 557 $ 86 

19~9-51 8 342 117 $ 31 36.0 

Total 11Before" 17 399 98 

1~·~~·-54 5 140 mo 63 53.8 

1955-57 5 453 156 -24 -13.3 

Total ·1After11 10 593 162 64 65.3 

CONTROL AREA 

_944-48 52 4,134 63 

1949-51 97 10,128 74 11 17.5 

Total "Before11 149 14,262 71 

1952-54 63 7,106 80 6 8.1 

1955-57 66 6,468 158 78 97.5 

Total "After" 129 13,574 117 46 64.8 
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Table 3:5 

CHANGES IN ADJUSTED LAND PRICES BEFORE AND AF~ER 
COZ.!PLETION ON NEW HIGHWAY 67 IN ROCKWALL COUNTY 

Second Section - Zon--= B (From 0.5 to 1.5 Niles) 

---Number Number Price Price Change From Earlier Pe:c: .:,d 
:?eriods of Sales of: Acres Per Acre Per Acre Per Acre 

(Number) (Acres) (Dollars) (Dollars) (Percent) 

STUDY AREA ----
1944-43 10 572 $136 

1949-51 11 1,147 139 $ 3 2.2% 

Total 11Before11 21 1,719 138 

195': .54 15 1,457 110 -29 -20.9 

1955-57 10 685 146 36 32.7 

Total "After" 25 2,142 122 -16 -11.6 

CONTROL AREA 

1%4-48 52 4,134 73 

1949-51 97 10,128 70 -3 -4.1 

Total 11Before11 149 14,262 71 

1952-54 63 7,106 70 0 0.0 

1955-57 66 6,468 135 65 92.8 

Total ''After" 129 13,574 101 JO 42.2 
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Periods 

Table 3:5-A 

CHANGES rn ACTUAL LAND PRICES BEFORE AND AFTER 
COMPLETION ON NEW HIG:!HAY 67 IN ROCKWALL COUNTY 

Second Section - Zone B (From 0.5 to 1.5 Miles) 

Number Number Price Price Change From Earlier Pe::\)~~ 
of Sales of Acres Per Acre Per Acre Per Acre 

(Number) (Acres) (Dollars) (Dollars) (Percent) 

STUDY AREA 

1944-48 10 572 $118 

1949-51 11 1,147 146 28 23.7 

Total "Before" 21 1,719 137 

19::2-.54 15 1,457 126 -20 -13. 7 

1955-57 10 685 171 45 35.7 

Total "After" '25 2,142 140 3 2.2 

CONTROL AREA 

1944-48 52 4,134 63 

1949-51 97 10,128 74 11 17.5 

Total "Before 11 

149 14,262 71 

1952-54 63 7,106 80 6 8.1 

1955-57 66 6,468 158 78 97.5 

--
Total ''After" 129 13,574 117 46 64.8 
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PERCENTAGE CHANGE IN LAND VALUES BY STUDY SECTIONS 

ROCKWALL AREA 

CONTROL AREA + 4 2. 3 °/o 



(Table 3:5). Zone A's percentage increases exceeo those of the control area 

in all except the final (195S-57) period, whereas Zone B exceeds control area 

price increases in only the 1949-51 period. These relationships can ~e ~o·· 

easily seen in the summary chart Figure 2:3. 

RIGHT OF WAY SALES 

Right of way sa::.es were not included in study or control areas, and 

the gathering of data on right-of ·way transactions was incidental to the 

field procedures. In many cases the deed records were incomplete with 

respect to the sales price, and such ite~s were omitted from the sample. In 

Table 3:6 the information is organized to show the price per-acre change 

between two periods, with each period's sales being classified according to 

soil typ~. A 38.6 percentage increase in price per acre is shown for 1953-54 

sales over those of 1948-49. The control area consisted of nonright of·way 

sales in the three-mile-,,;ide strip that occurred during the same years. 

These show only a five percent price increase, as compared with the 38.61 percen: 

right of way increase. The apparent 13.3 percent decline between the periods 

in the value of black land properties in the control area is based on only 

seven transactions, and more investigation will be necessary in order to det8r·· 

mine the significance of this observation. 

CHANGES IN LAND USE 

Land uses have not changed to any great extent along the route of new 

U.S. 67. Those that have occurred along the route or in its vicinity since 

the opening of t:1:te new highway are indicated on the accompanying me.p (Figure 3 :4: 

Most of the comnercial traffic-serving es=ablishments shown on the map are quite 
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Table 3:6 

PRICES OF RIGHT OF WAY TFANSACTIONS IN ROCKWALL COUNTY 

By Soil Typ{;S 1%13-49 and 1953-54., as Reflected in Deed Records 

(Control Area Data in Parentheses) 1/ 

Number Acres Price~'- l'rice Change 
Periods and Soil T~e of Sales Pei: ·sale :ee:i:: Ac:i::e ___ Betwe.~n Per. ioc'i ___ 

( Nurr.!>er) · (Ac t<ee) (Do liars) (Dollars) 

1%8-49 Tc1:~! 31 (42) 5. 77 (66.3) 132.61 (119.25) 

(1) Shallow Black Land 9 (25) 7.70 (53. 2) 123.73 (107.67) 
(!.:.) Black Land 17 (13) 4.88 (79.9) 138.23 (145 .02) 
(8) Combin.f!.tion of 5 ( 4) 5.32 (104.2) 138.17 ( 89.47) 

(1_) aud (4) 

19l3-54 Total 43 (37) 3.21 (76.2) 183.79 (125.23) 38.6 ( 5. 0) 

(1) 
(4) 
(3) 

Shallow Black Land 19 (29) 2.61 (59.4) 130.16 (129.25) 5.2 ( ?.O.O) 
Black Land 22 ( 7) 3.79 (139, 9) 187.13 (126.59) 35.4 (-13.3) 
Combination of 2 ( 1) 2. 57 (120.5) 166.14 ( 56.61) 20.2 (-36.7) 

(1) and (4) 

'i~ Prices given here are adjusted to constant dollars ( 1947-1%9 == 100). 

!/ Control area sales for this table are non-ROW transaction within study 
zones A and B applying to the specified years. 
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small; they appea:.- to have bee-::-t esta~li:hed to se..'.'vc lccal ..-::.:a:~ . .:-.:.c .... (,. - .~' .... J-

than thrcugh traffic. The larger and more complete traffic-serving enter

prises in nearby Dallas would obviously have more appeal to the majurL.y of 

through traffic. The industrial establishment shown on the map is the 

aluminum plant mentioned previously; the nontraffic-serving establishment is 

an automobile agency. 

At the beginning of this study. it was hypothesized that L1e new fo.ci.ii'.:°.,' 

would assist in creating a large number of new home sites for people presently 

living and working in Dallas. And, while in a few instances Dallas people have 

moved out to Rockwall County, the movement has not been substantial. It is 

Tlite probable that the time period covered in this study is too short to catcl:. 

this movem~nt. It is believed, however, that the potential is present and 

that changes in land use from agricultural to residential uses will be accele:<:·· 

ated in the ne}:t few years. The area in Zone 1 A is particularly suited to 

residential development. 

It is believed that some additional commercial uses will develop in 

the "A" zone of the study area; particularly around the planned intc::change. 

There is also reason to believe that the development of additional industrial 

establishments will be likely. Sites are available, and many other industr~al 

location fsctors such as labor, supply, water, transportation facilities, etc. 

are favo1able. The fact is, however, that such development has not yet occu,rcd 

in any marked degree. 

The black area on the map outlines the general boundaries of overflow 

bottom land. The land-use classification of this wooded and largely non

productive land is that of "Land Held for Future Use." After the completion, 

in 1955, of Lavon Dam, just to the north of Rockwall County, this lan~ was I!O 
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longer subject to periodic overflow. However, most of it is poorly drained 

ana ~nere have been no large-scale changes in its land use. Land sales in 

this area, while tabulated separately, were eventually grouped with the other 

soil classifications for purposes of this report. 
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Business Activity 

As was the case in both the Austin and Temple studies, an attempt was 

made in the Rocl~all Coun-::y study area to dete1:mine the effects on bus'.· .• 1ess 

of the new Interregional Highway. 

Procedures we:,e essentially the same as those used in the Austin a.nd 

Temple study areas. Business data from two general clasf::,es of busin~sses, 

traffic-serving and nontraffi~-serving, were taken for consider1tion and 

analysis. The Before and After approach was also used, with the year 1955 

representing the Before period and 1957 the After. The year 19S5 was selected 

since, up to this time, improvements on UoS. 67 ha.d no effect on general traffic 

flow east of the Rockwall interchange (see Figure 3:5) where U.S. 67 interse~ts 

Highway 205~ The year 1957 represents the After period, since in December, 1956, 

the second improved section of U.S. 67, from the Rockwall interchange to the 

Royse City interchange, was opened to general traffic, thus diverting a large 

amount of the traffic flow from the Rockwall area. 

The investigations into the effects of the construction of the Interstate 

Route on business activity in Rockwall County have been seriously hindf,red ~:? 

two factors. These were (1) the reluctance of business personnel in the arc.·, 

under investigation to provide full dollar volume data on their operations, 

and (2) the fact that the general traffic on U.S. 67 i11 1957 did not bypass 

certain business locations in Royse City, even though these locations are 

property along the old route of U.S. 67 (see Map). When the third section of 

the Interstate Route, from the Royse City interchange to the Hunt County line, 

is opened to traffic, the general flow of through traffic will comp!.P.tzly bypass 

both Rockwall and Royse City, and a true old route will be available for study. 
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As of this date, however, data is comparatively inconclusive because o! :h~ 

temporary routing of U.S. 67 traffic along a portion of the normal "old route" 

U.S. 67. 

In this section, an effort will be tnade to present such data as is 

presently available, and to interpret this data within reasonable limits, with 

the understanding that further study will be necessary to p:.-ovidc full c01::robo:-

ation of interpretations made. 

Businesses Interviewed 

A total of 24 interviews of operators of businesses located along the 

old route of U.S. 67 were made. As defined for this study, the old route of 

U.S. 67 is that route established in 1952. It begins at the intersection 

of the Interregional and Highway 205, proceeds north along Highway 205 to 

Rockwall, thence east along F.M. 7 to its intersection with Highway 548 in 

Royse City (see Map). That portion of F.M. 7 east of this point was still being 

used by U.S. 67 general traffic at the time of the business interviews, and 

hence could not at that time be legitimately considered to be a part of the 

"old route" of U.S. 67. In later studies, business located along this portion 

of F.M. 7 in the Royse City area will, of course, contribute to "old route" 

data. 

Of the businesses studied, 12 were service stations located along old 

route, and 4 were service stations located along the new Interregional. Three 

were restaurants and food service establishments located along the old route and 

seven were nontraffic-serving businesses along the old route. No motels were 

located within the study area along either the old or new routes. 
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TRAFFIC-SERVING BDSINESSES 

Service Stations (Old Route) 

Eleven interviews provided data concerning gasoline gallonages re~~ile~ 

during 1955 and 1957 by service stations along the old route. Additic ·., _;:..:a 

was obtained for similar gasoline gallonage of one station not intervieued at the 

time of the study. Thus for comparative purposes data on g~soline g~llonages 

was obtained for a total of twelve stations located along the old route. DoL'..::,.r 

volume of business figures were available for only two of the stations inter

viewed. The hesitancy of these operators to provide the interviewer with 

dollar volume figures for the years in question is unfortunate in that it robs 

the study of a valuable measure of economic activity. 

A study of Table 3:7, however, would indicate that if gasoline gallonage 

retailed ~s a satinfact9ry indicator of service station business carried on, 

the diversion of through traffic to the new route of U.S. 67 had a definite 

negative effect on those service stations located along the old rou~e. The 

twelve reporting stations indicated gross sales of 1,115,000 gallons of gaso

line in 1955, as opposed to only 863,000 gallons retailed in 1957. Thi~ is 

a decrease of 252,000 gallons of 22.6 percent. 

Operator opinion tended to bear out the picture indicated by the gasoline 

gallonage figures. Jne operator reported that his gross ~usiness dropped 35 

percent after the change in route. Another felt that the route change had 

reduced traffic flow near his station by 75 percent, anc had cut his gross 

business by at least 50 percent. Still another reported that he intended to 

move his business to the Interregional, to take advantage of the diverted flow 

of traffic. Several operators reported reductions in personnel anQ hours of 

operation. 
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Table 3:7 

CHANGE IN GASOLINE SALES OF THIRTEEN SERVICE STATIONS 
In OPEi..:ATICJN ALONG THE ULD ROUTE OF U.S. 67 DURING 1955 Al® 1957 

Gasline Gasoline Change From 
Volume Volume 1955-1957 

Station Nl.'Ulber 1955 1957 Gallons Per~ 
'~-- - --

(Gallcns) (Gallons) (Gallons) (Percent) 

1 132,000 108,000 - 24,000 -18 .2 .L 

2 90,000 60,000 - 30,0:)0 -33.3 

3 35,000 36,000 -~- 1,000 + 2.9 

4 83,000 85,000 + 2,000 + 2.4 

5 136,000 92,000 - 44,000 -32.3 

6 14,000 7,000 7,000 -50.0 

7 144,000 111,000 - 33,000 -22.9 

8 87,000 68,000 - 19,000 -21.8 

9 118,000 62,000 - 56,000 -47.2 

10 84,000 37,000 - 47,000 -56.0 

11 135,000 155,000 + 20,000 +14.3 

12 57,000 42,000 - 15,000 -26.3 

Total 1,115,000 863,000 -252,000 -22.6 
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Not ever.y operator, however, held that the new facility had serious!~' 

affected his business. One operator reported a growth in local trade which 

had, at the time of interview, offset the loss attributable to the divarsion 

of through traffic to the new route. Another reported having done re::.at:!.-·JE.:'..:r 

little highway business at any time; he therefore felt that his business uas 

unaffected oy the traffic diversion. 

In general, however, service station operators doing bus::.ne::;s along ·:::l;.;; 

old route were definitely of the opinion that the new facility had a strong 

negative effect on their businesses. 

Service Stations (New~) 

Four service stations were located along the n~w route-within the limits 

of the study area. Of the four operators interviewed, only one could provide 

a year's record of sales and none could provide dollar volume of business 

figures. For this reason no attempt has been made to estimate total sales 

for station on the new route. 

Although reluctant to provide specific business data, the oper~tors 

of these stations were relatively consistent in their broad general op!nions 

concerning their locations on the new Interregional. All agreed that their 

locations were as satisfactory as had been anticipated. Two indicated that they 

had purchased their locations partly as speculative venture in anticipation cf 

large increases in property values. All indicated that traffic flow along the 

new Interregional was as great or greater than they had anticipated. 
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Service Stat~ons <Nf.?. Route and Old~~) 

Gasoline gallonage sales by all reporting stations on the old route 

suffered a gross decrease of over 2: percent. Since figures are not civai:~ -~ 

for stattons on the new route~ it was not possible to develop area-wide :!.1::::or

mation. 

Whether the old route gallonage data may be considered a satisfactory 

base from which t1:Je business activity of the entire area car.. be r.1easured ia 

open to question. It may be again noted that the failure of stati.on operators 

to provide dollar volume figures for tht:: years in question eliminates reasonable 

opportunity for corroboration of the picture presented by the gasoline gallon~ge 

data. On the other hand, the picture presented by the gasoline gallonage sales 

is broadly comparable to that presented by the gasoline gallonage x1gure~ 

tabulated in the Austin and Temple study areas. 

It can probably be safely concluded that the opening to traffic of the 

new InterrP.gional had a negative effect upon those service statior.s doing 

business along the old route of U.S. 67. The extent to which this was 

offset by gains from businesses located on the Interregional is imposaibl2 to 

determine from available data. 

Restat!rants and Food Service EstabliE"hments ------· -- --- ---- --~--

The:re were a total of six restaursnts or food service establisht':-.2nts 

located within the boundaries of the entire study area. Four of these were 

located on what is now the Old Route in Rockwall while the other two are 

located on a section that is ?resently considered as part of the new ~oute. 

The opening of the remaining section east of Royse City will cause these two 

to be bypassed. They might move properly, then be considered aa being on a 

-171-



temporary routeo There were no restaurant facilities located along the 

I~terregional at the time of this study. 

Of the four restaurants located on the old route in Rockwall, completi:rl 

interviews were obtained from only two. One of the remaining two was.:.: 

and the other had been under new management for a period of only a fe,:,; ~ie·:::.:c:; 

consequently no interview was completed. The operators of the other two 

businesses were able to furnish sales volume information for both 1955 and 

1957. Their records indicated that their businesses had suffered substantial 

losses during the study period. One reported a loss of over 60 percent anri 

the other a loss of over 50 percent in gross sales. 

The two restaurants along the temporary route had a much better performance 

record for the same period. Together their sales increased oy almost a third 

£rem 1955 to 1957. They were, of course, still available to all U.S. 67 traffic. 

These changes in volumes are largely substantiated by the changes in 

clientele over the same period. The two bypassed establishments in Rockwall 

showed a drop in total customers of almost two-thirds. About 98 percent of 

this total customer loss, howeve~was due to the sharp drop in transient 

customers. According to the operators, transient business was practically 

eliminated by the route change while local trade was only lightly affected. 

The two businesses had an estimated 70 percent transient trade prior to the 

route change. Since over 97 percent of this group of customers were elimina::ed 

by the route change, a severe impact on overall customer volume would have 

been expected. 

The two businesses on the teoporary route showed quite different changes 

in their clientele. Over-all, they showed a net increase of 19 percent in 

total customers served. Their local customers increased by over 40 pe~cent 
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and the loss in tra~sient trade was held to about 23 percent. In 1955 the 

composition of their clientele was only 60 percent local and 40 pe:rs:ent 

t:::-ansient. By contrast, in 1957 the local trade hnd increased in ir.:po,~i::.,.c·, 

to the point where it constituted 75 percent of the total business. '.i::-ansi~~it: 

trade, in spite of the continued availability to route 67 traffic, haa 

declined to only 25 percent of the total. 

If the changes in both total customers and the local tr.ansient ratios 

are correct, it would appear that some factor other than the higI1.wa.y traffic 

is influencing general restaurant business in this area since the businesses 

on Route 67 have lost in both absolute and proportionate share of traff:i.c busi

ness. Changes in management practices are probably responsible for a large 

part of this change. One of the restaurants--the one showing the large gain 

in local c!~f:le-·had instigated several new practices specifically designed 

to attract local trade. According to other businessmen in the area this busi

ness was exceptionally well managed. 

Although it is not possible to estimate with any degree of accuracy tr.~ 

extent of the effect of the new facility on the rest~.ur.ar.ts and food servic" 

establishments which were bypassed, the direction of such impact is clearly 

negative. Of tI1e four establishments in operation on the old route in 1955, 

one is now closed and two of the others have suffered substantial losses 

(over 50 percent). The two quite comparable establishments which are still 

served by U.S. 67 indicated an increase in sale8 of about 33 percent, bu~ with 

a decline in transient trade. 
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Total Traffic Se~vin~ Businesses 

Since there were no ra,tels located on either the old or new routes, 

the analysis of total effect of the new facility on traffic-servi.ng bu3i

nesses is limited to service stations and restaurants. In each of these 

business groups the impact appeared to be definitely negative in nature" 

Service stations on the old route lost over 22 percent of their 

gallonage sales--a net loss in sales of some 252,000 gallons of gasoline 

pumped. And, while there is strong indications that some of these losses 

are being recouped by new stations along thenew route, it is cle~r that 

all of these losses have not been fully regained as yet. 

Restaurants appeared to have been even more seriously affected. Those 

that have been bypassed have suffered severe decreases in total sales. 

The ones on the tereporary route have increased total sales, but not by 

enough to offset these decreased. The total impact on these cannot be 

determined accurately until traffic has been routed over the Interregional 

and completes the bypassing of Koyse City. From the local transient ratio 

of their clientele, however, it would appear that bypassing would not 

seriously affect their total business. 

Since the area included in this study is basically rural, the towns 

involved are small ~nd agriculturally oriented, the area is located only 

a short distance from Dallas, and tourist or travel service faciliti~s 

are not impressive, it could be expected that any change which would make 

service facilities less accessable to the t~aveling public would have a 

negative effect on business dependant upon the traveling public. 
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The new Interregional Highway has certainly made the facilities on th<. .:. >' 

route less accessable. In addition it has brought the more impressive tn.vcl 

t~~ilities in Dallas closer through reducing the travel time to Dallas. 

NONTr.AFFIC-SEr.VI~lG BUSINESSES 

Of the nontraffic-serving businesses interviewed, onJ.y six we;:e able 

to furnish dollar volume information conceraing their operation in 1955 

ar.d 1957. Three of these businesses were located along the old route in 

Rockwall and three were located alor.g the temporary route in Royse City. 

This is not considered to be an adequate number for a sample of the 

nontraffic-serving retail business within the area. Some remarks concern

ing the information found would appear to be in order, however. 

The three businesses located in Rockwall reported a total dollar volume 

of sales of $268,000 in 1955 and a volume of $296,000 in 1957. This was an 

increase of $28,000 or 10.4 percent. The businesses in Royse City reported 

sales of $270,000 in 1955 and $321,000 in 1957. This was an increase of 

$51,000 or 18.9 percent 

The busine-s·G(?s in Rockwall were quite similar to those in Royse City in 

both type of business and in operation. As can be seen, they were also 

very similar in sales volumes during the base year. 

It is at least of interest, if not of major analytical significance 

to note that the sales volumes of both groups increased during the study 

period. The greater increase by the stores still being served by the 

temporary route of U.S. 67 may have been due in part to the greater through 

traffic stream. Hore than lii-:ely, however, it was not. As was the case 
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with the restaurants, the stores showing the greatest increase was co::-~si - _. "'r.: 

to have had better than average management during this period. 

The manager of only one of the Royse City stores felt that his volur..e ,.•;-' 

influenced by passing traffic. His estimate of total influence, however, 

was less than two percent of the total three store volume. The ot~1er t-_..._, 

stores did not feel that their volume was related to traffic. One of the 

Rockwall operators considered that his business was affected indirectly as 

a residual influence through reduced buying power of the traffic-serving 

businesses. The other two did not consider their sales affected by the 

road change. 

It can probably be state, then, that if these responses are indicitative 

of other stores of a like nature, the nontraffic-serving t:etail establish

ments have not been significantly effected by the new facility. A study 

covering a greater number of stores and a longer period of time would be 

necessary however, before ~cfi~ite conclusions as to either the direction 

or extent of actual impact could be made. 
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