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Ingle’s office was the only Clerk’s office in the 
state to meet every performance measure set 
by the Clerk of Court Operations Corporation. 

Mr. Speaker, on behalf of the United States 
Congress, it is my privilege to recognize Ms. 
Martha Ingle for her dedication and thank her 
for her service to Northwest Florida. My wife 
Vicki and I wish Ms. Ingle, her daughters 
Donna and Melissa, and grandchildren Luke, 
Laura, Graham and Emma, all the best. 
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INTRODUCTION OF A BILL TO DI-
RECT THE SECRETARY TO ES-
TABLISH A ROAD USER FEE 
PILOT PROJECT 

HON. EARL BLUMENAUER 
OF OREGON 

IN THE HOUSE OF REPRESENTATIVES 
Thursday, December 13, 2012 

Mr. BLUMENAUER. Mr. Speaker, as vehi-
cles become more fuel efficient, they increase 
the demand on our transportation system with-
out contributing as much to its maintenance. 
The Congressional Budget Office analysis 
shows that the newest fuel economy stand-
ards for automobiles will result in a 21 percent 
reduction in Highway Trust Fund revenue by 
2040, based on current driving patterns. Al-
ready, during the past four years, Congress 
has transferred over $48 billion from the Gen-
eral Fund into the Highway Trust Fund. Esti-
mates suggest that when current transpor-
tation authorization expires, the Highway Trust 
Fund will require almost $15 billion a year in 
addition to current gas tax receipts, simply to 
maintain 2009 funding levels. Until we tie our 
transportation revenues to our transportation 
demands, this situation will worsen. 

Failure to adequately fund transportation in-
frastructure imposes huge costs on American 
citizens and businesses: 

Congestion costs urban Americans 4.2 bil-
lion hours and 2.8 billion unnecessary gallons 
of fuel each year; expressed in dollar terms 
this is $87.2 billion, or $750 per traveler. By 
2015, this cost is expected to increase to 
more than $900 per traveler. 

Roughly 40,000 people every year are killed 
on our streets and highways, with 2.5 million 
more injured, at a staggering annual economic 
cost to society. 

Higher transportation costs and higher in-
ventory carrying costs—partially attributable to 
an unreliable transportation system—have 
pushed logistics costs to nearly 10% of GDP. 

Analysis by the American Society of Civil 
Engineers suggests that the cost of our failing 
transportation system could result in the loss 
of 876,000 jobs by 2020. 

We must find innovative solutions to these 
challenging revenue problems. 

A number of states, including Nevada, Min-
nesota, Iowa, Texas, and New York have test-
ed small pilot projects where they charged 
drivers for the number of miles they traveled 
rather than the fuel they consumed. The tests 
have proved convenient for drivers, protected 
personal privacy, and been easily admin-
istrable. The Oregon Department of Transpor-
tation is now embarking on a second phase of 
their pilot project, which will expand the pool 
of users and test alternative different collection 
methods to address questions raised by their 
first pilot. 

Two blue ribbon commissions established in 
the prior transportation authorization 

SAFETEA-LU, as well as numerous other pol-
icy experts, have suggested that transitioning 
to a vehicle miles travelled system, rather than 
a gas tax, will provide the most stability to the 
Highway Trust Fund, and will most accurately 
reflect the user fee concept it is based upon. 
The National Surface Transportation Policy 
and Revenue Study Commission noted that a 
vehicle miles traveled charge is the ‘‘the most 
promising alternative revenue measure’’ to our 
existing gas tax, while the National Surface 
Transportation Infrastructure Financing Com-
mission reported that ‘‘a charge for each mile 
driven . . . has emerged as the consensus 
choice for the future.’’ Both commissions 
found that this system was efficient at raising 
revenue, closely linked system demand to rev-
enues, and could win broad public support. 

The legislation I am introducing today calls 
on the Department of the Treasury to study 
the viability of this revenue source in every 
State. While evaluating mileage based rev-
enue sources, Treasury will ensure the system 
protects privacy and is simple to administer. It 
will also convene working groups to address 
the most complex aspects of this transition, in-
cluding road use, demand management, cli-
mate change, and technological needs. The 
bill also creates a grant program to ensure the 
necessary technology is available. I look for-
ward to working with stakeholders to advance 
and refine this proposal. 

The condition of our national highway and 
transit systems and the maintenance of our in-
frastructure, and the investments that we 
make in these systems, touches the life of 
every American. Improving those systems 
strengthens our economy, expands personal 
freedom and mobility, and can help protect our 
environment. I look forward to stakeholder 
feedback on this proposal, and am eager to 
work with my colleagues to support a vehicle 
miles travelled user fee, and explore other al-
ternatives to ensure that the Highway Trust 
Fund is adequately funded. 
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COMMEMORATING THE CHARTER 
TOWNSHIP OF ROYAL OAK 

HON. SANDER M. LEVIN 
OF MICHIGAN 

IN THE HOUSE OF REPRESENTATIVES 

Thursday, December 13, 2012 

Mr. LEVIN. Mr. Speaker, I rise to com-
memorate the Charter Township of Royal Oak, 
and express my gratitude to the residents who 
have provided me with the honor of rep-
resenting them in Congress for 30 years. The 
Township represents an important place in the 
history of the racial and economic struggles 
our nation and state have confronted. It is not 
a history that should be forgotten. 

I want to submit segments of this history 
from the Township’s website. 

‘‘The Eight Mile segment of the Township 
is imprinted with the social history of the 
country. It reflects the social status and the 
physical segregation of African-Americans 
throughout the country’s history. 

‘‘African-American families had settled in 
Detroit prior to 1763, when the British took 
possession of the city and found them in resi-
dence. Aided by the Underground Railroad, 
which used Detroit because of its proximity 
to Canada as a dispersal point, growth of the 
African-American population was fairly 
rapid. By 1860, the African-American popu-

lation in Detroit had grown to 1,403 people, 
with a few of such families settling on scat-
tered farm locations throughout the region. 
These farmland holdings later were sold to 
White families, with the exception of an area 
spanning Eight Mile, centered around Wyo-
ming Road. 

‘‘Families in advance of Detroit’s outward 
growth settled the Eight Mile area. Its ini-
tial development represented a hopeful 
‘‘leapfrog’’ movement of African-American 
families from the inner city to outlying 
areas beyond the normal growth area of De-
troit. Because of the effectiveness of restric-
tive covenants and other discriminatory 
practices, African-Americans seeking less 
dense areas were constrained from relocating 
to the immediate surrounding areas of city, 
as then defined. The Wyoming/Eight Mile 
Road area was a feasible and desirable option 
for African-American families seeking an es-
cape from crowded areas of the City. 

‘‘The African-American population within 
the City increased dramatically in three dif-
ferent waves before World War I, with indus-
trial expansion following both World Wars. 
Coming from the rural south, many African- 
American families seeking escape were at-
tracted to the Eight Mile area because of 
their desire to replicate an open rural envi-
ronment, which they had left. Many of the 
homes were built with sweat equity on a 
payday-to-payday basis, resulting in what 
might have been described as a ‘‘shack 
town.’’ Many homes were constructed of 
makeshift materials. Around 1925, the por-
tion of this area lying south of Eight Mile 
Road was annexed by the City of Detroit and 
became subject to the housing and building 
controls enforced by the City. The area 
north of 8 mile within the Township, subse-
quently felt the housing pressures exerted on 
African-American families seeking other res-
idential options than those offered by the 
City of Detroit. 

‘‘With the need for emergency housing dur-
ing World War II, the federal government for 
temporary wartime housing acquired much 
of the available land in this part of Royal 
Oak Township. 

‘‘The dramatic increase in population cre-
ated burdens for the Township including bur-
dens on the existing housing stock. Because 
of the war effort, many of the homes were 
overused with families doubling up. Garages, 
sheds and attics were also pressed into use as 
housing. In 1944, the population of this seg-
ment of the Township was only 2,989 persons. 
Temporary housing added 1,464 families by 
1945 or an increase of 5,500 persons. In 1950, 
the population rose to 10,508 and a special 
census in 1956 indicated a population of 
11,000, which appeared to be the saturation 
point for the one-half square mile area. By 
1959, 1,708 or 75 percent of the approximately 
2,300 units in the Township were adjudged di-
lapidated. 

‘‘Beginning in the 1940’s while the Town-
ship was feeling the deterioration pressures, 
the surrounding areas were being built up by 
an affluent white population whose exodus 
from the City of Detroit had grown to the 
Township’s border. The African-American 
segment of Royal Oak Township thereby ef-
fectively became an isolated and deterio-
rated community in the midst of an affluent 
white area. 

‘‘Taking advantage of the Housing Act of 
1954, the Township in 1959, finally approved 
an urban renewal project covering most of 
the Eight Mile Segment. The project area, 
encompassed all of the area east and west of 
Wyoming, north of the north end, plus a cou-
ple of adjacent blocks. Activities were car-
ried out over a 16-year period in accordance 
with the officially adopted urban renewal 
plan. The project (which had been officially 
amended for the seventh time by 1972) was 
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