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county bridges, 359 
miles of subsurface 
and open drainage 
ditches and 323 miles 
of public highways. 
The county engineer 
inspects 20 bridges 
located in municipali-
ties, but maintenance 
and replacement of 
those bridges is the 
responsibility of the 
municipality.
 “It’s constant main-
tenance,” Baumer 
said. “It’s challenging 
to do all that as effec-
tively as possible and 
stretch funding as far as 
possible.”
 Baumer said he 
believes the county’s 
bridges are in good 
shape overall. Bridge 
technician Marshall 
Miller said the county 
has 322 bridges rated in 
good condition, 45 rated 
in fair condition and 
only one rated as poor. 
Miller said the single 
county bridge in poor 
condition is on a dirt, 
dead-end road that is not 
traveled on by the pub-
lic. The bridge is up for 
replacement next year.
 “We are fortunate to 
have such good bridge 
infrastructure in Aug-
laize County,” Miller 
said.
 Like Mercer County, 
the Auglaize County 
engineer’s office is 
capable of designing, 
planning, pre-fabricat-
ing and constructing 
most of its own bridges. 
Auglaize County can 
pre-casting its own 
concrete bridge beams, 
which they usually make 
in the winter before a 
project starts.
 Baumer said he and 

his coworkers are able 
to build bridges up to 60 
feet long. His office typi-
cally repairs or recon-
structs between 10-12 
bridges each year.
 Also like Mercer 
County, Baumer said 
agricultural equipment 
has to be taken into 
consideration when-
ever planning new road, 
bridge or culvert project.
 Baumer said if money 
were no object, it would 
likely cost about $10 
million in materials and 
labor and $5 million in 
planning to bring every 
bridge in the county up 
to new conditions and 
today’s standards.

The future of funding
 Funding for transpor-
tation projects comes 
from several revenue 
streams, Baumer and 
Wiechart said. Funds 
are derived from taxes, 
both federal and state 
on gasoline and diesel 
fuels, permissive license 
tag fees and other 
sources.
 The primary revenue 
source is gas tax rev-
enues, they said. Ohio 
per-gallon tax rates are 
38.5 cents for gasoline 
and 47 cents for diesel. 
In 2019, Ohio House Bill 
62 increased the per-
gallon gas and diesel 
rates by  10.5 cents and 
19.0 cents per gallon, 
respectively, for the first 
time since 2006. ODOT 
receives the majority 
of those funds, Baumer 
said, while the remain-
ing money is allo-
cated among Ohio’s 88 
counties.
 Wiechart said the 
2019 gas tax adjustment 

was overdue for the 
infrastructure needs at 
hand and was phased 
in late 2019. As a result, 
revenue for roads and 
bridges were well 
below what the General 
Assembly intended for 
2020 and 2021, Wiechart 
said.
 The federal motor 
fuel tax of 18.4 cents 
per gallon has not been 
increased since 1993. 
This tax is used to sup-
port the Highway Trust 
Fund, the major source 
of federal surface trans-
portation funding.
 “The tax was also 
not indexed for infla-
tion and only has 60% of 
the purchasing power it 
had when first enacted,” 
the ASCE’s Ohio infra-
structure report card 
notes. “Because of this, 
Congress has resorted 
to transferring general 
revenues to the Highway 
Trust Fund since 2008. 
Continued general fund 
transfers to support 
highway projects are not 
a long-term solution to 
transportation funding 
needs.”
 Ohio also is con-
sidered a donor state, 
meaning it receives 
less in gas tax receipts 
than it collects from the 
Highway Trust Fund. 
In fiscal year 2019, Ohio 
collected $2.06 billion in 
federal fuel receipts but 
only received $1.78 bil-
lion in ODOT’s annual 
budget, according to 
ASCE.
 At the same time, 
Baumer and Wiechart 
said the increase in 
electric vehicles and the 
impact of the COVID-19 
pandemic have high-

lighted cracks in a fund-
ing formula dependent 
on gas consumption.
 The pandemic signifi-
cantly reduced travel, 
which has lowered the 
amount of funds each 
Ohio county received 
from the fuel tax. Baum-
er said Auglaize County 
lost about $280,000 in 
anticipated funding 
because of the gas tax 
loss.
 “We got a gas tax 
increase a couple years 
ago for the first time 
since 2006, that’s been 
a nice shot in the arm 
to help with some of our 
road improvements,” 
Baumer said. “But we’re 
still not at a cycle where 
we want to be as far as 
maintaining our roads 
as well or as often as 
we’d like.”
 “Bridges are a simi-
lar animal,” Baumer 
continued. “Material 
and construction infla-
tion has continued to 
rise. Something like this 
(Wapakoneta-Fisher 
Road improvement 
project) that started six 
years ago … because 
of the inflation, by the 
time you actually get 
to construction, that 
project cost a lot more 
than what you thought it 
would.”
 Wiechart said his 
office also has been 
affected by the loss of 
gas tax revenue. The 
year-to-date gas tax 
revenue for Mercer 
County was down by 
approximately $442,547 
because of the gas tax 
loss, Wiechart said.
 Wiechart said his 
office has applied for 
two projects with the 
county commissioners 
that would be funded in 
part by American Res-
cue Plan funds. He said 
his office and the county 
commissioners would 
use the revenue reduc-
tion and stormwater 

provisions of the Ameri-
can Rescue Plan to 
offset the reduction in 
funds roads and bridges 
have experienced.
 “There is a lot of 
federal money being 
injected into the local 
government but no 
certainty that any of it 
will go into roads and 
bridges, as the (county) 
commissioners have 
great latitude with these 
funds,” Wiechart said. 
“I have not been given 
any indication if either 
of these two projects 
will be funded, but it 
is important that roads 
and bridges be fairly 
considered.”
 While recent increas-
es in revenue from addi-
tional motor fuel taxes 
and license plate fees 
help reduce the funding 
gap, it won’t be enough 
to meet future needs, 
Baumer and Wiechart  
said.
 Revenue from motor 
fuel taxes are antici-
pated to remain steady 
or decline over time due 
to a variety of factors, 
including increases in 
fuel efficiency, advances 
in vehicle technology, 
more alternative fuel 
vehicles, ride sharing 
and autonomous vehi-
cles. Policy makers will 
need to will find new 
ways to generate funds 
for road improvements, 
the two engineers agree.
 Some states, such 
as Oregon and Utah, 
have launched vehicle 
miles traveled taxes, 
which charge drivers a 
penny or two for each 
mile behind the wheel. 
Although such a sys-
tem would bring in tax 
dollars for local roads 
and bridges, Wiechart 
and Baumer said it also 
would present a new set 
of challenges. The pair 
said personal privacy 
was an important con-
cern, as well as how to 

verify how many miles a 
person drove.
 While Wiechart 
and Baumer said they 
can’t offer a solution 
to the funding formula 
issue, they agreed that 
infrastructure is a 
worthy and necessary 
investment.

Failure to act
 Wiechart argues that 
the most beneficial and 
efficient tax dollars 
spent for the public are 
those the entire public 
can use — roads and 
bridges.
 “It’s easy to take it 
for granted,” Wiechart 
said. “But we’re in the 
process of remaking 
and improving our rural 
county for the better.”
 Wiechart and Bau-
mer both said failure 
to improve local roads 
and bridges will result 
in dire consequences. 
Shortfalls may not seem 
immediate, but they can 
pile up, Wiechart said. 
For example, travel and 
trips can still happen 
with degrading roads 
and bridges. However, 
that travel would likely 
take longer, be less 
reliable and less safe, 
Wiechart said.
 An ASCE analysis 
of the economic effects 
of maintaining status 
quo infrastructure 
investments concurs 
with Wiechart’s assess-
ment. Based on the 
2019 national economy, 
the analysis said that 
over the next 20 years, 
America’s overdue 
infrastructure bill will 
cost the average Ameri-
can household $3,300 a 
year.
 By 2039, the U.S. is 
expected to lose $10.3 
trillion in gross domes-
tic product from 2020-
2039, or nearly half of 
the annual U.S. GDP 
in 2019, if action isn’t 
taken.
 The analysis also 
states that overall, if the 
investment gap is not 
addressed throughout 
the nation’s infrastruc-
ture sectors, by 2039 the 
economy is expected 
to lose more than $2.4 
trillion in exports, while 
imports into the U.S. 
economy will decrease 
by about $1.8 trillion, 
resulting in a $4 tril-
lion loss of trade and 
a further loss of $626 
billion in the national 
trade deficit. As a result, 
the U.S. is predicted to 
lose more than 3 million 
jobs.
 As politicians in 
Washington argue over 
how the $1.7 trillion 
infrastructure bill will 
be paid for, Wiechart 
has said infrastructure 
is something people 
should be able to reach 
across the aisle to agree 
upon.
 “There are some 
in public office that 
are more concerned 
about what some in the 
public will say about 
any change we may 
make to infrastructure,” 
Wiechart wrote in his 
2020 annual report. 
“What we know here 
is that any time we 
improve infrastructure 
and make progress 
through public works, 
some may object to 
the change. This office 
holder will not let 
that narrowly focused 
mentality impede the 
progress that our public 
expects and deserves.”

Crews work at U.S. 33 and Wapakoneta-Fisher Road in Auglaize County to fix the county’s most dangerous intersection.
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MER-CO21B-0477. Chips flake off a rusty beam on the bridge.
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Siegrist Jutte Bridge. Workers tear down the old, narrow bridge and replace it.
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A truck drives over the recently finished bridge on Townline-Lima Road in 
Auglaize County.
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A finished box culvert on Townline-Lima Road in 
Auglaize County.
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