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PART I 

GOVERNOR'S SUMMARY 

The State of Michigan derived substantial benefit through 

participation in the 1974 National Transportation Study. We 

initially viewed this Study as an opportunity for improving the 

procedures for defining State transportation goals and establishing 

lines-of-communication requisite to the identification of multi-

modal transportation planning elements and processes. These 

objectives have been met at a level consistent with the dimensions 

of the Study, the state-of-the-art, and the natural impedances 

inherent in a developmental program of this scope. 

Review of this document as well as the internal support 

documentation, will indicate our concern with ensuring that the 

Study results were not limited to sets of technical, performance 

and cost data. We strove, with what we consider significant 

success to dedicate those resources necessary to develop and 

submit: 1) well considered responses to the DOT Policy Issue 

questions, and 2) ~evelop a procedure for the development of a 

reasonable 1990 Transportation Plan vis-a-vis the requirements 

of the Study. I believe that a thorough review of this Report 

will make clear the emphasis my office has placed on these two 

areas. 

With respect to the DOT charter to continue the National 

Transportation Study, a few observations are in order. Although 

I totally endorse the objectives and spirit inherent in these 

studies, I feel compelled to indicate that the design of future 

-1-
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studies should be constrained to adhere to schedule and tasks 

which encourage and foster participation as opposed to being 

considered an obligation. This objective may be achieved 

through participation of State Transportation Planning personnel 

in the design and/or review of the study scope and dimensions. 

It will be noted, in the appropriate section of this Report, that 

our 1974 NTS Coordinating Committee has some strong feelings on 

how we may cooperatively improve this important national effort. 

The required summary table (Exhibit I.l) has been prepared 

and is included within this section. Although the purpose of 

a single summary table is evident, I would urge reviewers and 

interested parties to become fu,niliar with the dimensions of 

the Study as provided by the no·r and review thoroughly Part II 

of this Report which presents specific information necessary 

for the appreciation of the Study results. 

-2-
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EXHIBIT I.l 
~ 

COST SU~1MARY TABLE FOR THE CAPITAL AND 
ANNUAL EXPENDITURES OF THE 1972 INVENTORY 

1980 PROGRA~l AND 1990 PLAN 

CAPITAL EXPENDITURES I ANNUAL EXPENDITURES 
PROGRAM 

. 
1971 _ _l 

-·----· 

I 1980 PROGRAi!j 1990 PlAN : 1979 
-~ 

AREA .t t h b u s a n d s o £ d o 1 1 a r s ) 

HIGH\.JAYS 4,184,930 10,401,231 293,288 372,680 

URBAN PUBLIC 
TRANSPORTATION 1,069,604 2,800,824 49,892 143,866 

'.'i 
AIRPORTS 377,924 801 ,211 24,743 53,031 

PARKING (NON~FRINGE) 4,793 154,530 4,873 5,679 

MARINE TERMINALS 0 0 0 0 

OTHER POOQ~4Mi 1,600 4,000 5 1,467 

TOTAL 5,638,851 14,161,796 372 ,801 576,723 
. 

-3~ 
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I 
I 

I 

' ' 

1989 

486,385 

217,221 

48,775 

6,635 

0 

2,000 

761,016 

-

I 

' 
! 

I 
I 
i 

I 
I 
' 

' !, 
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PART 2 

REPORT OF THE GOVERNOR'S REPRESENTATIVE 
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2-1 INTRODUCTION 

This section of the 1974 National Transportation Study has been pre

pared in response to the Narrative requirement established by the DOT for 

all State participants. The results and discussion included within this 

section are assembled as a collateral document which is supportive 

to the data developed throughout the study within the State of Michigan and 

submitted to the DOT.: The reader is recommended to review the entire docu

ment (Parts I through Part IV) vis-a-vis the DOT Instruction Manuals to 

develup ar. appreciation for the entire dimension of the study and the co

operative interfaces which were developed and expanded to ensure the results 

in this second national effort. For those readers interested in particular 

geographic, system, State, performance resources or cost data line item 

categories, it is recommended that reference be made to the data file avail

able within the local jurisdiction and the Michigan State Department of 

Highways and Transportation. 

Summaries of the.capital costs and operations and maintenance cost 

data, developed over the period of the State's participation in the 1974 

National Transportation Study, are presented in Exhibits 2-1.1 through 2-1-5. 

It must be remembered that the capital projection limitations set forth in 

the DOT study operational guidelines as well as other study-internal instruc

tions and directives, influenced significantly the cost data provided herein. 

In no way should the data presented be considered as representative of trans

portation needs and or definite allocation policies and/or commitments. The 

cost data, physical state and performance measures reflect vigorously 

the directives of this study in terms of dimension and objectives which are 

by definition planning projections within definite limits, and not the results 

of a needs study. 

-5-
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1971 OPERATIONS AND MAINTENANCE COSTS* 

Urban 
Pub 1 i c Trans-

Highway portation Aviation 

3 966 469 115'1 

1 733 0 ?<; 

103 014 45 841 19.h3Q 

8,589 639 498 

9,301 911 1,036 

1,566 166 62 

3,635 813 228 

4,172 320 415 

2,372 352 175 

2,625 69 498 

589 0 20 

214 0 20 

141,776 49,580 22,734 

11 <;?<=: n il25 

8,017 312 545 

131,969 0 639 

293,288 49,892 24,743 

Parking Other Total 

.. ll ~~· 

" 1 . 7h< 

IL?OR 17?. 70? 

336 10 062 

329 - 11,577 

1,794 

4,676 -

4 907 

2,899 

3,192 

609 

234 

4,873 5 . 218,968 

1? <C:1 

8 874 

132 608 

4,873 5 372.801 
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EXHIBIT 2-1.2 

1990 PLAN SUMMARY - CAPITAL COSTS* 

H' h 19 way 

150 567 

64,891 

3,817,187 

445,591 

350,082 

70,851 

138,235 

240,531 

109,583 

142,927 

38,571 

28,864 

5,597,880 

1R~ R7Q 

329 974 

4,087,498 

10,401,231 
- -

Urban 
Pub 1 i c Trans- . 

t t' A por a 1.Pn · v1ation 

1 005 3.998 

.750 818 

~67!l_.208 4J8.lZll 

6,968 28 122 

61,599 16 660 

360 2,827 
. 

4,000 29,674 

9,450 26,826 

1,630 6,574 

706 21,417 

350 2,515 

8,734 1,315 

2_,?73 '760 578 916 

_13 .911 .l02....!J22. 

13 153 I 2J...A8~ 
0 92,386 

2,800,824 801,211 

p k' ar 1nq Oth er T t l o a 

4.000 15.9_.52( 

__fi6_._45S 

138.312 17 .071..BI.; 

12 .81!3 4g'L'i? 

3 375 431. 7H 

74.03 
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EXHIBIT 2-1.3 

1989 OPERATIONS AND MAINTENANCE COSTS* 

Urban. 
Publ.ic Trans-

Highway portation Aviation 

A n?ll 500 275 

3 368 589 80 

179 091 169 587 33,949 

20,598 11,014 1,400 

14,476 9,481 1,677 

3,331 348 155 

7,172 4,200 1,179 

10,350 4,687 1,395 

4,957 950 307 

6,321 709 1,103 

1,236 195 275 

1,522 1,637 80 

260 446 203 897 41 875 

1 A~ 'iiiR li.RIIq ?_gqq 

ls_gflll 6.475 1 .191 

191,407 0 2,810 

486,385 217,221 48,775 

Parking Other Total 

. 2,000 ~10,799 

4,037 

5,847 388,474 

413 33,425 -
375 . 26,009 

3,834 

12,551 

16,432 
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EXHIBIT 2-1.4 

1980 PROGRAM SUMMARY - CAPITAL COSTS* 

H" h 1q wav 

61,080 

31,720 
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2-2 STATE TRANSPORTATION POLICIES 

This section includes a discussion of State goals and objectives in 

transportation and responses to the specific poling questions included 

within the 1974 NTS Narrative requirements as stipulated by the DOT. 

2-2.1 STATE GOALS AND OBJECTIVES 

The following goals have been formally stipulated by the Michigan 

State Department of 
1

Highways and Transportation. 

0 

0 

0 

The Commission will approve programs to allow the Department to 
continuously plan, coordinate, construct and operate and maintain 
an adequate and integrated transportation system for the State as 
provided by law. 

All efforts of the Department will be directed toward implementing 
this objective (above) with the most effective and efficient use of 
resources available for those purposes. Within this policy, the 
Department will strive to the fullest extent possible to maintain the 
environment by providing for the minimum interference w"ith existing 
ecologic systems. 

The continuing transportation needs and the anticipated transpor
tation revenues of the State shall be identified continuously. The 
Governor, the legislature and the citizens of the State shall be in
formed of the financial capacity of the Department to meet the long 
range transportation needs with anticipated revenues. 

When developing, monitoring and controlling transportation work pro
grams and allocating manpower, material and equipment resources, the 
Director shall see that the Department's efforts are directed toward 
meeting the State's immediate and long range transportation needs. 

o The State Trunkline System will be maintained and operated to preserve 
the investment in highway facilities, to accommodate highway users 
with safe and reasonable convenience and to conserve aesthetic values. 
These objectives will be accomplished by placing continuing emphasis 
on the economic utilization of resources. 

o The Commission, through the Director, will ensure that the State 
Trunkline System will be planned, developed, operated and maintained 
in a manner which provides maximum safety to the user commensurate 
with available resources. 
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o The Commission, being fully aware of the past and future impacts of 
its activities on the human environment and ecology of the land, 
water, and atmosphere of the State of Michigan and its' neighboring 
states, is in full agreement and supports the goals of the State and 
National Environmental Legislation. 

The Department, in the planning, construction, and operation of an 
adequate and integrated system of Trunkline Highways for the people 
of Michigan will, to the fullest extent possible, maintain or improve 
the present environment and provide for the minimal interference with 
existing ecologic systems 
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2-2.2 SPECIFIC POLICY RESPONSES 

The fol'lowinq questions and replies represent the view of the Goven10r's 

representative with respect to the specific questions presented by the DOT 

as part of the 1974 National Transportation Study. 

1. a) Is the present division of responsibility between State and Local 
Government,with respect to transportation planning, programming, 
and develo~ment authority adequate? 

No: Underithe present system, it is possible for local parochial 
interests to exercise nearly absolute veto power over needed trans
portation improvements of statewide, regional or metropolitan 
significance. While it is essential that local communities be 
able to participate in and contribute to the planning, programming 
and development process, present autonomy often makes it difficult 
to develop effective state prog'rams for highways, airports and 
public transportation. 

b) If (a) is no, what changes would be desirable? 

A mechanism is needed to better address and reso·l ve differences 
which may arise as a result of opposing local and state interests. 
This mechanism must provide for local participation while not inter
fering with the broader state interests. A solution, in part, may 
result through regional planning agencies presently being developed 
which could have comprehensive transportation planning respon
sibilities and overriding program review and approval powers for 
transportation projects of more than local significance. 

2. a) Are you in favor of complete modal flexibility in the use of Federal 
Transportation Funds at the State level with a single matching 
requirement and under the assumption that the total level of funding 
is approximately equal to the total entering the State from present 
categorical programs? 

Yes: Complete modal felxibility would be desirable to permit the 
state to implement the best solutions to transportation problems 
regardless of mode. However, there are certain conditions that 
constrain flexibility. For instance, transportation systems trans
cend state lines and fulfillment of national system programs is 
necessary. We would favor a single matching requirement for all 
modes. 

b) Are you in favor of a direct apportionment of Federal Funds to 
the urban areas within the State? 

No: The newly created Department of State Highways and Trans
portation has responsibility for the comprehensive direction for 
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total transportation functions. A major purpose of reorganization 
was to provide a state capability to systematically evaluate trans
portation plans and programs developed at both the state and local 
level for consistency with, and support of, the long term develop
ment of a balanced transportation system. This requires a central 
state role in distributing transportation funds based upon need, 
criteria and program benefits. Such a determination may be pre
empted when a distribution formula to local jurisdictions is man
dated at the federal level. In addition, maintaining a strong 
administrative role for the state is important in view of the pre
dominance of planning and engineering capability at the state level. 

"D" c) If (b) is no, how would the State allocate Federal Urban Trans
portation Funds among the urban areas within the State? 

Allocation of urban Federal Funds by the state would be accom
plished by developing a formula which would include: population, 
miles of arterial highways (both adequate and inadequate), ade
quacy of public transportation systems (as identified by planning 
or needs studies), miles of public transit in operation, etc. 

d) Has the State Administration initiated activity directed at the 
establishment of a single statewide transportation trust fund? 

Yes: State efforts directed at the establishment of a statewide 
transportation fund have been initiated. 

''D'' e) If (d) is yes, briefly describe the nature and status of such 
activity. 

Act 327 of the Public Acts of 1972 has provided for the funding 
of public transportation, railroads, non-motorized transportation 
(including development of bicycle paths) and waterways, as well as 
highways from the State Motor Vehicle Highway Fund. However, the 
highway and airport development program remain funded from ded
icated fund sources. 

3. The following question is asked to determine which programs have 
the highest priorities, regardless of financing difficulties related 
to paresent institutional constraints. If the overall amount of 
Federal-aid made available to the State with no passthrough re
quirement were increased by 20% for the 1980 Program, and if this 
20% increase (but not the rest of the Federal Funds) were avail
able for either capital or operating expenses, for any mode of 
transportation, and without matching requirements, in approximately 
what proportions would these extra funds be spent? 

A table should be completed as illustrated in Exhibit 2-2.2.2, and 
inserted in the Narrative Report along with any appropriate ex
planatory text. The discussion in the text should address the 
question as to whether the additional funds would be used to 
supplement or substitute for the funds from State and local sources 
as reported in the 1980 Program. Assume no increases in user taxes 
imposed by the Federal Government to finance the additional funding. 



EXHIBIT 2-2.1.1 

INDEX OF STATE POLICY QUESTIONS 

QUESTION SUB-ELEMENT 

SUBJECT NO. (a) (b) (c) (d) 
i 
i (e) Paae 

Plannina RF>sJLorrsibilitv 1 N 
I 
I· 

Fundina Flexibility 2 y N y 

Proqram Priorities 3 
...... 

Coordinated PlanninG 4 N y 

Energy Resources 5 N y 

Federal Programs 6 y y 

Planning Grants 7 N 

General Revenue Sharing 8 N 

Federal Standards 9 N y 

EPA Air Quality Standards 10 N N 

Operating Subsidy 11 y y 

Railroad and Intercity Bus 12 y N/A y y y 

Multimodal Terminals 13 y 

Rural Public Transoort~tion 14 y ' y 

Transportation Safetv 15 y y 

Bicycle Programs 16 y y y N 

Technology Evaluation 17 y y 

lr.,~nlinp y,, rhrinnoc 18 y y I 



------ ------------ ------ -- ----- ---- --- ---- -------------- -------il 

EXHIBIT 2-2.2.2 

PRIORITIES FOR EXPENDITURE 
OF AN ADDITIONAL 20% OF FEDERAL FUNDS 

PERCENT OF PERCENT OF 
1980 PROGRAM ADDITIONAL 

PROGRAM AREA FUNDING.!/ FUNDS* 

HIGHWAYS AND HIGHWAY 
RELATED ACTIVITIES 

URBAN 40.33 40.33 

RURAL 34.57 34.57 
URBAN PUBLIC TRANSPORTATION --

CAPITAL IMPROVEMENTS 11.16 11.16 

OPERATING COSTS 5.93 5.93 --

AIRPORTS 7.60 7.60 
PARKING (NON-FRINGE) 

0.33 0.33 
MARINE TERMINALS 

0 0 

OTHRR RAIL, BUS OR TRUCK 
TERMINALS 0 0 

INTERCITY RAIL PASSENGER 0 0 

OTHER (Specify) 0.08 0.08 

TOTAL 100 100 

]) This column should be based on the 1980 Program data 
submitted on Form Y, and should not include the 

additional 20% in Federal Funds. Include fringe 
parking. under urban public transportation. The 
\H'rct!n tage s shouLd be based upon Llw capi.tal. costs 

i.n an eHLimat.e of the rL!porte_d tlw .. 1980 Program, plus 

total annual costs for the period 1971 tht_ough 1979. 

*In the advent of 20% additional funds, a distribution function 
would be developed for more refined allocation - Refer #3 
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3. a) A 20% increase in this manner would be used to supplement, not 
substitute, for state and local funds. Such funds would be dis
tributed between modes by an appropriate formula that would have 
to be devised. In most cases, it is expected that these funds 
would be used for capital expenses, but because of the unique 
circumstances in aviation, and public transportation, it may be 
appropriate to distribute some of these funds for operational 
expenses. 

4. a) Are transportation planning and development decisions presently 
coordinated with comprehensive State planning and/or a State de
velopment plan?. 

No: Altho[ugh Michigan does not have an overall State development 
plan, trnasportation planning and development decisions are being 
coordinated with other State and regional planning agencies. 

b) If (4a) i~ no, do you ~e the need for such a relationship in 
the future? 

Yes. 

"D" c) If the answer to either (a) or (b) is yes, describe what pro
cedures are followed or are consid.ered desirable to foster such 
coordination. 

The appropriate mechanism for comprehensive state planning and 
for integrating planning with the budgeting process is presently 
under study. 

5. a) Have concern about future energy resources been considered by 
the State in the development of the 1980 Program and 1990 Plan? 

No. 

b) If (a) is no, does the State expect to apply such considerations 
in future planning? 

Yes: It is expected that concerns for energy resources will be 
one of the most important aspects of future planning, and State 
efforts toward energy conservation are currently underway. 

6. a) Are there existing Federal Transportation Programs which you 
believe are of marginal value to the State and should be severely 
modified or eliminated? 

"D" b) 

Yes. 

If (a) is yes, identify such programs and describe the nature of 
the recommended alternations. 

Fragmented Federal programs often do not meet the most critical 
needs of a given state or region. More flexibility in the use 
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of categorical grants should be provided to the states. This 
applies to nearly every existing Federal program. 

c) Are there new Federal Programs which you believe should be im
plemented in the near future? 

Yes: However, an adequate response to this question would require 
a thorough evaluation of existing programs and needs. 

7. a) Do existing Federal Transportation Planning Grant Programs support 
and encourage the kind of transportation planning which the State 
desires to implement? 

-- --~--- ----------:.1 

No: Transportation planning supported by programs such as Highway 
Planning and Research and Section 138 provide sufficient flex
ibility for adequate transportation planning. However, many project· 
related transportation planning programs have been inadequately 
conceptualized and managed and have little chance for implementation. 
This is primarily due to program administration at local, state 
and federal levels. 

''D'' b) If (a) is no, what changes are needed of an institutional, technical, 
and financial nature? 

Each planning grant should require the endorsement of the state 
Transportation agency, with a well defined procedure for monitoring 
to insure that each study is necessary, timely and directly related 
to the state's transportation program. 

8. a) Will any of the State level general revenue sharing funds which 
have been described to your state be used for transportation 
purposes? 

No. ·However, State general fund - general purpose financing is 
being proposed for fiscal year 1974-75 to support public trans
portation improvements. 

"D" b) If (a) is yes, will they substitute for or supplement present 
transportation expenditures? 

Not applicable. 

c) If the answer to (a) is yes, in which program areas and in what 
amounts will the General Revenue Sharing funds be used? 

Not applicable. 

"D" d) What is the long term policy with respect to the useof General 
Revenue Sharing Funds for transportation purposes? 

It is not anticipated that General Revenue Sharing funds will be 
available for transportation purposes. These funds have, in part, 
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made possible the enactment of measures designed to improve the 
equity of the Michigan tax structure. 

9. a) Do you favor the use of uniform Federal level of service standards 
(exclusive of design standards for safety or physical adequacy), 
for future transportation facility development? 

No. Comment: Each area has unique problems and uniform federal 
service levels are not necessarily appropriate for all areas. 

b) Not Applicable. 

c) Should present AASHO highway design standards continue to be used 
by the Federal Highway Administration for project approval on 
Federal-Aid highways? 

Yes; however, such standards should not be considered to be in
flexible. It should be easier to modify the standards when such 
modification is justified by local conditions. 

10. a) Have any of the urban areas' plans in the State been evaluated as 
to whether the EPA air quality standards will not be violated by 
the total area-wide pollutant outputs, including those associated 
with the travel levels and system usage estimates reported in the 
1980 Program? 

No: The plans have not been evaluated on a plan by plan basis, 
however, the air quality control regions have been evaluated as 
part of Michigan's Air Quality Implementation Plan. At present 
no air quality regions in Michigan are anticipated to be in vio
lation of EPA air quality standards. 

b) If (a) is no, will such evaluations be conducted by June 1974? 

It is the intention of the Department to conduct area-wide eval
uations as part of our on-going planning process. These will 
not necessarily be completed by June 1974. 

"D" c) Not Applicable. 

11. a) Does the State favor the use of Federal transportation funds for 
the purposes of defraying operating losses on urban or intercity 
public transportation systems? 

Yes: While the major use of federal transportation funds would 
likely be for construction purposes, Michigan favors having suf
ficient flexibility to utilize these funds to subsidize operations. 
The transportation of urban citizens in a balanced transportation 
system is one of the key elements in solving the urban crises and 
restoring the vitality of urban cities. To make such a balance 
a reality, the emphasis of public transportation services must be 
on providing a service to the people. Thus, while there must, 
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of course, be sound management of public transit services, there 
must also be a recognition that transit will have to be sub- . 
sidized as is presently being done through state funding. 

b) Does that State favor or currently apply State funds for such 
purposes? 

Yes: The State initiated such subsidies in 1973 for public.trans
portation systems. Previous state efforts to prevent, or offset, 
operating losses were in the form of tax relief measures. 

c) If (b) is yes, what criteria or formula would or does the State 
apply in granting such assistance? 

Amount of assistance is determined by the ratio of population 
and transit vehicle miles to the total for all eligible agencies, 
with a. subsidy limitation of 1/3 of the total operating costs. 

12. a) Does the State presently address railroad and bus intercity trans
portation as part of its statewide planning process? 

Yes: An interagency Railroad Task Force and an Intercity Bus Task 
Force have been established within the Michigan Department of 
State Highways & Transportation to address the problems and con
cerns of these modal systems. 

b) Not applicable. 

c) Are.questions of railroad service abandonment or discontinuance 
being studies as a possibility? 

Yes: The Michigan Department of State Highways & Transportation 
and the Public Service Commission review, comment and approve/ 
disapprove requests for railroad service, abandonment or dis
continuance. Review and action will be in accordance with the 
railroad systems plan framework currently being developed. 

d) Can or will the State participate in support of railroad develop
ment or operations? 

Yes: Programs are being implemented to expand rail road passenger 
service in Michigan. Programs to provide further support to 
railroads are currently under study. 

e) Have the legal questions of such participation by the State been 
investigated? 

Yes. 

13. a) Ha·s the State participated in or supported the development of pas
senger or freight intermodal transportation terminals, such as 
a joint rail and truck piggyback facility? 
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Yes: The State is actively promoting the concept of inter-modal 
transportation terminals. Joint terminals for railroads-intercity 
buses are expected to be implemented in the immediate future. 

14. a) Has the State studies the question of the adequacy of local and 
intercity public transportation service within and to the rural 
areas of the State? 

Yes - These studies have recently been initiated. 

b) Is the State currently participating in any programs directed at 
improving luch service in rural areas? 

Several prpjects have recently been programmed as part of the 
State's public transportation program. One such program currently 
being developed is directed at public transportation service to 
senior citizens in rural counties. Other programs to provide for 
public transportation systems in rural counties are being developed, 
and a study is being initiated to determine the adequacy of inter
city bus service. A state-local program and an airport loan pro
gram now exists to assist rural areas of the State in attracting 
economic development by offering air service to other parts of the 
State. 

c) What should the Federal Government do to further research and 
alleviate rural transportation problems? 

Section 147 of the Federal Highway Act of 1973 and the previously 
sited state programs adequately provide for local-state initiatives 
in this area. However, relaxation of entrance requirements for 
the National Airport System Plan would be a major step in alle
viating rural air transportation problems. 

15. a) Does the State have an explicit policy with regard to transportation 
safety (including pipelines)? 

Yes. 

b) Are current Federal transportation safety programs adequate? 

Yes. 

16. a) Does the State presently have or plan on having a program devoted 
to the planning and development of bicycle ways and other non
motor vehicle and pedestrian facilities? 

D" b) 

Yes. 

If (a) is yes, what agency within State government is responsible? 

Michigan Department of State Highways and Transportation; as well 
as each unit of local government. 
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c) Have estimates been made concerning the future levels of usage 
and the level of investment needed to develop adequate facilities? 

Now being studies. 

d) Is current State Legislation adequate for the initiation of a 
bicycle or other non-motor vehicle system program by the State 
and local governments? 

Yes. 

e) Would changes in existing Federal Legislation be advantageous 
in this regard? 

No. 

17. a) Are new transportation technologies explicitly considered and eval
uated by the State as part of the development of future plans for 
solving transportation deficiencies? 

Yes: The State is sponsoring a "New Trans" design contest which 
provides funding for planning and engineering of new technologies 
public transportation systems. Consideration of new aviation 
technologies has been undertaken as part of the State Airport 
System Plan. 

b) Has the dissemination of information describing new transportation 
technologies been adequate? 

Yes; in terms of volume. However, much of the material has been 
so promotional that it blends fact with fantasy, resulting in 
considerable misinformation. 

c) How can the Federal government be more useful in this regard? 

The Federal Government can be more useful in dissemination of 
information describing new technologies, including the publication 
of special reports and the sponsoring of seminars with Federal, 
State and Local Governments as well as with industry personnel. 
In another direction, the Federal Government could be more useful 
by adopting policies of not funding planning studies concerning 
local application of new technologies until the technology is readily 
available for implementation. 

18. As the Interstate Program is completed, a major use of the Federal 
Highway Trust Fund monies will be phased out. 

a) If the Fed era 1 gaso 1 i ne tax were reduced from 4 to 2 cents 
per gallon as a consequence, would you recommend that the 
State increase its gasoline tax to maintain the same overall 
tax level? 
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b) Would you be in favor of the Federal gasoline tax rema1n1ng at 

The 

The 

4 cents per gallon, but that one-half of the funds collected be 
returned directly to the State to which it is attributable (i.e., 
on the basis of 2 cents per gallon of gasoline consumed)? These 
funds would be available for transportation capital or operating 
expendutures, with no matching or project approval requirements. 

Yes. 

five highest priority policy areas are as follows: 

1. #2 

2. #4 

3. #18 

4. #11 

5. #5 

entire 1974 NTS Coordinating Committee participated '. the pre-1n 

paration of the policy question responses. In addition, the Governor Repre-

sentative, Dr. John Dempsey, and the Director of the Michigan Department 

of State Highways, and Transportation, Mr. John Woodford, r.eviewed and 

participated in the final statements. 
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2-3 THE STATE TRANSPORTATION SYSTEM TODAY 

This section provides the information requested and stipulated by 

the DOT as the narrative requirements. The section has been organized to 

include Highways (2-3.1), Urban Public Transportation (2-3.2), Airports 

(2-3.3) and other Form Z Discussion (2-3.5) Port Development Discussion 

(2-3.4) is included in this section as an overview of the states respon

sibilities. Further discussions of ports are not relevant to the other 

sections of the report since the state does not operate and/or contribute 

directly to any port facilities development and/or operation. 
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2-3.1 EVALUATION OF THE 1972 HIGHWAY INVENTORY 

The purpose of this section is to present an evaluation of the 1972 

Inventory for highways in Michigan. The evaluation discussed in this section 

is based upon the 1972 Inventory data forms prepared by the Michigan Depart

ment of State Highways and Transportation, utilizing data files from the 1972 

National Transportation Study as a starting point and updating reported 

Inventory informatiot to reflect both projects completed between 1970 and 1972 

and also to develop other information requested for 1974 NTS reporting 

purposes. 

This section is oriented toward a discussion of the physical state and 

performance of Michigan's highway system in 1972 in terms of selected compari-

sons between urban areas, rural areas, and those portions of the system .which 

are predominantly oriented toward intercity traffic movement. This relevant 

background status of the Michigan highway system in 1972 will form the back

drop for comparisons with the 1990 Plan and the 1980 Program in succeeding 

sections of this Narrative Report. 

Michigan, with a land area of 57,022 square miles, ranks 23rd among the 

states in total land area, but 8th in total mileage of roads and streets, 

indicating a far more extensive highway network than the national average. 

As shown in Table 2-3.1.1, approximately two thirds of Michigan's roads 

mileage is comprised of local roads, approximately 23% Collectors, 7% Minor 

Arterials, 3% Principal Arterials, and the remainder Interstate. Table 2-3.1.2 

depicts the composition of this road and street mileage, by 1990 functional 

classification, between urban areas and the rest of state as reported on the 

1972 NTS forms. 
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TABLE Z-3 .1.1 
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TABlE 2-3.1.2 

URBAN AND RURAL MILEAGES BY 1990 FUNCTIONAL CLASSIFICATION 

1972 INVENTORY 

Urban Rural Total 

Miles % Miles---% Miles % 

Interstate 352 1.6 640 .7 992 .9 

Principal Arterial 2,203 9.0 1 ,201 1.3 3,404 3.0 

I 
N 

" Minor Arterial 3,138 12.8 4,354 4.8 7,537 6.6 I 

Collectors 2,740 11.1 23,490 26.1 26,230 22.9 

Local 16,085 65.5 60 '149 67.1 76,234 66.6 

TOTALS 24,563 100.0 89,834 100.0 114,397. 100.0 



- --------------------------------------- ------------ ------~ 

As this table shows, the higher functional classifications are of increased 

importance in the urban areas due to the differences in trip purposes served 

by a given functional classification between urban and rural areas. 

Although the 1974 National Transportation Study does not require reporting 

with respect to the condition of the system with respect to surface types and 

surface widths, it is appropriate to note here that a recent study performed 

for the State of Michigan showed that many of the existing road facilities fall 

quite short of being adequate with respect to structural deterioration or 

functional obsolescense, based upon the standards utilized in the conduct of 

the Needs Study. These inadequacies in the system have formed the basis for 

the determination of the so-called backlog needs necessary to meet present 

design standards. This observation with respect to highway deficiencies is 

particularly important to the evaluation of all of the highway data submitted 

for the 1974 National Transportation Study. 

The failure to include deficiency related data in the 1974 National Trans

portation Study has necessitated that this Narrative Report, with respect to 

the Inventory, Plan and Program for this portion of the Study, be structured 

around comparisons between identified needs and the data requested by the U.S. 

Department of Transportation which has been developed around funding constraints 

imposed on the Michigan Highway Program for study purposes. 

The importance of meeting these needs is further underscored by observa

tions relating to the number of vehicle miles of travel on each of the 

functional classifications. The vehicle miles of travel constitute a measure 

of the relative importance and service value of a given functional classification. 

Table 2-3.1.3 shows the percentage of total vehicle miles trave.led on each of 

the identified functional classifications and Table 2-3.1.4 shows urban and 

rural components of this categorization of vehicle miles traveled. 
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TABLE 2-3.1.3 

VEHICLE MILES TRAVELED BY FUNCTIONAL CLASS 

/ 
~ 

/ 

···"-. Local 

~'" 

Interstate 
13.8% 

-~" 

Collectors 
18.5% 

I 
I 

Minor Arterial 
23.6% 

-----', 

Principal Arterial 
30.5% 



TABLE 2-3.1.4 

URBAN AND RURAL VEHICLE MILES 
BY 1990 FUNCTIONAL CLASSIFICATION - 1972 INVENTORY* 

Urban Rural Total 

Vehicle Vehicle Vehicle 
Miles % Miles _!_ Miles _!_ 

Interstate 4,888 13.8 2,778 13.7 7,666 13.8 

I 
Principal Arterial w 14,790 41.9 2 '161 10.7 16 '951 30.5 0 

' 
Minor Arteria 1 8,628 24.4 4,522 22.3 13 '150 23.6 

Collectors 3,161 .8.9 7' 128 35.1 10,289 18.5 

Local 3,873 11.0 3,689 18.2 7;562 13.6 

Totals 35.,340 100.0 20,278 100.0 55,618 100.0 

*Annual vehicle miles in millions 
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As these tables show, of the 55.6 million vehicle miles of highway .use 

in 1972, approximately 13.8% was on the Interstate system, 30.5% on Principal 

Arterials, 23.6% on Minor Arterials, 18.5% on Collectors, and 13.6% on Local 

roads. A comparison of Table 2-3.1.3 with Table 2-3.1.1 reveals that, in the 

aggregate, Principal Arterials, which constitute a very small portion of the 

total mileage, account for nearly one-third of the total highway use in terms 

of vehicle miles. As Table 2 3 1 4 shows the arterial system is of major ! - • . , 

importance in the urban areas with respect to traffic carrying capacity. A 

comparison of vehicle miles with total miles for the arterial system shows that 

the arterial system comprises only approximately 23% of urban highway mileage, 

and yet carries over 80% of the urban traffic as measured in vehicle miles. It 

is important to note here that deficiencies in the arterial system with respect 

to capacity, as will be discussed in succeeding sections of this Narrative Re-

port, result in serious traffic impedances as of 1972, which further lead to 

excessively high door to door travel times for some trip purposes. This is 

particularly true in the urban areas and constitutes one of the major highway 

related problems to be addressed by the State's highway program. 

It is also to be noted here that traffic volumes in Michigan are consid

erably above national averages. Unfortunately, data requested for the purposes 

of the 1972 Inventory does not allow meaningful comparisons between travel 

times on various portions of the system from which an insight into the magni-

tude of capacity deficiencies for the 1972 Inventory can be determined. 

Table 2-3.1.5 shows average speeds, by functional classification, for urban 

and rural areas for the 1972 Inventory. This Table has been developed based 

upon calculating average speeds by dividing vehicle miles by vehicle hours as 

reported in the 1972 Inventory. As this Table shows, average speeds are in 

general considerably lower than design speed for each functional classification. 
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TABLE 2-3 .1. 5 

AVERAGE SPEEDS BY FUNCTIONAL CLASSIFICATION 

URBAN RURAL 

INTERSTATE 51.5 68.1 

PRINCIPAL ARTERIAL 38.1 57.0 

MINOR ARTERIAL 35.0 48.0 
I 
w 
N 
I COLLECTORS 31.0 40,0 

LOCAL 25.0 25.0 
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This disparity is clearly most pronounced in urban areas, where peak hour 

congestion tends to considerably reduce effective travel speeds and thus 

increases travel times. 

It is important to observe at this point that these overview observations 

have been developed on a statewide basis for urban and rural areas. As will 

be discussed in succeeding sections of this report, there are considerable 

variations among th~ urban areas with respect to the status and performance 
I 

of the highway system in 1972. These variations are due to differences in 

demographic characteristics of the urban areas. Table 2.3.1.1 .6 shows that 

there. are substantial differences between urban areas with respect to 

population densities. Detroit, of course, is observed to have the highest 

population density- 2,140 people per square mile. Low population densities 

are observed in the small urban aggregates, as well as the Michigan portions 

of the Toledo and South Bend urbanized areas. When these demographic obser

vations are compared with the physical status of the highway system in 1972, 

it is observed that there are considerable differences between urban areas 

with respect to the highway system which serves the area. Table 2.3.1.1.7, 

for example, shows a summary of the population per highway mile for each urban 

area and for the rest of state. This table has been developed based upon 

aggregating all functional classifications. Here, the areas with the highest 

population densities, particularly Detroit, are also observed to have the 

lowest number of highway miles per capita. These variations between urban 

areas are largely due to historical factors associated with highway planning 

and development processes, as well as the unique highway needs of each area. 

Table 2.3.1.1.8 shows the number of annual vehicle miles per capita for each 

of the urban areas. As this table shows, the variations between urban areas 

with respect to automobile usage are considerably less than the variations 
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Ann Arbor 

Bay CitY 

Detroit 

Flint 

Grand Rapids 

Jackson 

Ka 1 amazoo 

Lansing 
. . 

Muskegon 

Saginaw 

South Bend 

Toledo 

Small Urban A 

Small Urban B 

· Rest of State 

--- --

TABLE 2-3.1.6 

POPULATION DENSITY - 1972 INVENTORY 

POPULATION 
( ) THOUSANDS 

185 

81 

4,116 

352 

366 

81 

157 

270 

110 

152 

25 

15 

443 

267 

2.450 

. 

-

- ------ -·· 

9,040 
L. -----L-- ··----

LAND AREA 
l<;n MT ) 

1nn. 

43 

1 710 

231 

204 

43 

98 

138 

82 

77 

16 . 

30 

303 

214 

53,528 
1---· -- --

--·--- - -------

POPULATION/ 
DENSITY 

IT~nl ;;<;n MT \ 

1 Rt; 

l.R8 

2.41 

1.52 

1. 79 

1.88 

1.60 

1. 74 

1.34 

1.97 

1.56 

0.50 

1.46 

1.25 

. 

0.05 

·-- -------·-
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-

- - ---. - ------· ··--
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TABLE 2-3 .1. 7 

POPULATION PER HIGHWAY MILE 
1972 INVENTORY 

Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo 

lansinq . 
Muskeqon 

Saginaw 

South Bend 

Toledo 

Small Urban A 

Small Urban B 

Rest of State 

POPULATION/ 
MILE 

?in_:=~ 

200.5 

333.4 

238.2 

197.1 

241.5 

250.8 

176.8 

261.6 

284.1 

76.9--

158.8 

144.1 

27.3 

J 
'•- -------;-o;;:: 
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TABLE 2-3.1.8 

VEHICLE MILES PER CAPITA 

Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo 

Lansing 
' 

Muskegon 

Saginaw 

South Bend 

Toledo 

Small Urban A 

Small Urban B 

Rest of State --

. 

VEHICLE MILES/ 
CAPITA 

5 225.9 

4 528.4 

5 516;6 

5,840.1 

5,024.6 

5,732.1 

5,273.2 

5,741. 7 

5,556.4:_ 

4,496.1 

4,444.0 

6.666.7 

3,476.1 

6,325.8 

8,276.8 
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with respect to the size of the highway network in the urban area on a per 

capita basis. 

This observation inevitably leads to the conclusion that there are 

significant variations among urban areas with respect to needed improvements 

in the highway system. Unfortunately, the type of information requested to 

·be collected during the course of the 1974 National Transportation Study has 

not been oriented toward the acquisition of information which would be requi

site to making an evaluation of the performance of the highway system as of 

1972 with respect to backlog needs represented by variations of the physical 

state and performance of the in-place highway network. 

One potential indicator of system performance or deficiency would be the 

capacity mile information requested for the Inventory. Table 2-3.1.9 shows 

vehicle miles per capacity miles for the arterial highway network for urban and 

rural areas. Although comparisons of this type are admittedly crude with respect 

to an evaluation of system performance, the substantial variations shown between 

geographic areas within the State clearly show that there are again significant 

variations in the ability of the system to handle traffic demands. Th·is 

rough measure related to volume/capacity ratios cannot, however, be utilized 

to approximate the volume/capacity ratio and thus, is of limited value with 

respect to its ability to be used as a basis for observations with respect to 

the performance of the system on an absolute basis, but do serve to underscore 

the difference between needs and the funding constrained Program and Plan 

developed for this study. 

Table 2-3.1.10 summarizes pollutant emissions for the 1972 Inventory 

for the entire state for both urban and rural areas. This Table also shows, 

for each of the three major atmospheric pollutants covered by the study, the 

number of pounds per vehicle mile traveled, the number of miles per passenger 

mile traveled and the number of pounds per capita. As is the case with other 
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TABLE 2-3.1.9 

ANNUAL VEHICLE MILES PER CAPACITY MILE (THOUSANDS) 
1972 INVENTORY 

INTERSTATE 

PRINCIPAL ARTERIAL 

MINOR ARTERIAL 

URBAN 

3.2 . 

5.0 

3.8 

RURAL 

1.3 

0.5 

1.3 
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TABLE 2-3.1.10 

SUMMARY OF HIGHWAY RELATED POLLUTANTS 
1972 INVENTORY 

POUNDS POUNDS/ POUNDS/ 
(MILLIONS) VMT PMT 

OXIDES OF NITROGEN 820 0.0147 0.0106 

-. 

HYDROCARBONS 588 0.0106 .0076 

CARBON MONOXIDE 5001 0.090 0.064 

POUNDS/ 
CAPITA 

90.7 

65.0 

553.2 

--- -- ·0: 
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portions of the data requested for this study, it is very difficult to evaluate 

these pollutant emissions based upon absolute criteria. It is well known that 

most adverse effects of atmospheric pollutants, particularly epitomological 

effects, are correlated with atmospheric concentrations of the pollutant. With 

the data summarized in this table, as derived from the Inventory data, it is 

virtually impossible to make even rough cut approximations to resulting ground 

level concentrations of these pollutants. However, as will be discussed in the 

following section, there are indeed variations among urban areas with respect 

to the annual pounds per capita of the reported pollutants. With respect to 

these reported pollutants,then, the most significant observations are those 

resulting from comparisons between levels in the 1972 Inventory, 1990 Plan and 

1980 Program. 

Table 2-3.1.11 summarizes fatalities and injuries, which are highway 

related, for the 1972 Inventory, both in absolute terms and in terms of 

fatalities and injuries per vehicle mile traveled. Here again it is difficult 

to draw substantive conclusions with respect to the performance of the highway 

system in Michigan in terms of safety for the 1972 Inventory. In comparison 

with national injury and fatality statistics, however, Michigan compares quite 

favorably. 

The total annual cost for highway operations and maintenance in 1972 

amounted to 293.3 million dollars, for all functional classifications for 

both urban and rural areas, which represents an annual cost per mile of 

$2,560 per mile. This includes all maintenance performed by the State High

way Department, the County Road Commission, and cities and villages in the 

State, as well as an allocation of highway patrol and traffic police costs. 

To the extent possible, stop-gap and minor replacement costs which have been 

included as maintenance costs in annual reports required under the terms of 

Act 51 have been exlcuded for study reporting purposes. 

-40-

L-: 



I ..,_ 
1-' 
I 

TABLE 2-3.1.11 

SUMMARY OF HIGHWAY RELATED FATALITIES AND INJURIES 
1972 INVENTORY 

URBAN RURAL 

FATALITIES - TOTAL 1,028 1,114 

FATALITIES - PER VMT 2.9 5.5 

INJURIES - TOTAL 82,349 75,315 

INJURIES - PER VMT 233.9 371.4 

·.,··,. ___ ._ •• 
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2-3.2 URBAN PUBLIC TRANSPORTATION 

This section describes the transit systems in the 10 major urban areas 

in Michigan and those portions of the State which are included in urban 

areas of other states, namely: 

o South Bend, Indiana 
o Toledo, Ohio 

It is not possible to discuss this as a State Urban Transit System, but 

rather as a set of individual systems operating within the State. Thus, 

each urban area will be dealt with separately. Exhibit 2-3.2.1 presents 

those physical and performance measures of each urban area which best des

cribe the system in operational terms. 

o Ann Arbor: Fixed route - fixed schedule service with 21 medium 

sized buses operating over 75 miles of route --- average fare 30 cents/trip. 

Good transit access for residences, moderate access for job opportunities. 

Average headways during peak service is 30 minutes. A complete system re-

organization is currently being designed into an express service and demand 

responsive express feeder and local service system. 

Within the Ann Arbor Urbanized Area, the University of Michigan operates 

its privately administered bus system for University students and personnel. 

The University bus system provides free transportation to its employees and 

students. The University bus network is overlapping with the city transit 

network, since the activity centers of the University and student living 

units are spread throughout the city with higher concentration in down-

town and the northern part of Ann Arbor. As this is a public supported 

institution, the data associated with this system was to be reported as 

well. However, the data was not made available to the 1974 National Trans-

portation Study Ann Arbor Urbanized Area Coordinating Agency and is not 

reported for the 1972 Inventory. 
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o Bay City: Bay City currently has a very 1 imited inventory of 

public transportation. The last scheduled transportation system discontinued 

service on March 12, 1971, due to financing problems. Intra-city transit 

service is now limited to two taxicab companies and a handful of other limited 

operations, which will be described below. 

The operations of taxicabs in Bay City are detailed in the accompanying 

material. The two companies servicing the' Bay City area are: Radio Cab 

Company, 1012 Saginaw Street; and Checker Cab Company, 919 East Midland 

Street. 

The other transportation system described on Form Z is a jitney-type 

operation for senior citizens. It is a non-profit system supported by a 

$5,000 yearly grant from the City Commission. It operates two cars with 

volunteer drivers and carries 25 to 40 passengers daily on a Monday through 

Friday basis. Senior citizens are the only persons eligible. They are 

allowed two trips per week and must call a day in advance to make a trip. 

The great majority of passengers are residents of the Bay City Housing 

Commissions' two housing for the elderly projects, although anyone over 

60 in the City is eligible for service. 

The Bay County Department of Social Services operates a similar system 

on a more limited basis for welfare clients. 

The other very limited operations are available to the general public 

in the Bay City Area. The first is operated by the Deltabus Company from 

Saginaw. It is a limousine vehicle which runs once in the morning through 

Bay City to Delta College and then makes a return run in the afternoon. 

The vehicle is in intercity use during the rest of the day. On the Delta 

College run, it carries three or four people each way. 
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The other service is an airport limousine operated by the Radio Cab 

Company. This service meets each incoming flight at Tri-City Airport and 

returns to downtown Bay City. Ridership is quite variable and unpredictable. 

In conclusion, Bay City has no regularly routed and scheduled public 

transportation. Further, it has no system of bicycle paths or pedestrian 

ways, no pedestrian bridges over major streets, and no transportation ser

vices or amenities available to handicapped people. 

o Detroit: A major urban transit system with about 2,300 miles of 

route and 1,300 vehicles to cover those routes. Over 400 miles of street 

and roads have bus service, but only 37% of the metropolitan population 

has access. ~ess than 1/4 of the job opportunities in the metropolitan 

area. This low coverage is due to the large suburban areas with their 

high auto and low transit usage environment. There are some high travel 

density corridors which could support rail transit services. 

o Flint: The City has recently reorganized its transit system 

after the private operation stopped all service. The City has twenty-six, 

45-passenger buses remaining from an UMTA sponsored job transportation 

demonstration (MAXICAB). The buses provide limited service over 131 route 

miles. The buses provide access to over half of the population and 20% 

of the job opportunities. Average is 30 cents/trip. 

o Grand Rapids: System has 35, mostly older, large buses operating 

on about 100 miles of street and road. Almost 2/3 of the population and 

close to 90% employment opportunities have good access to transit. Average 

trip cost is 30 cents. 

o Jacksorr: Area has a small system of 11 relatively new, medium 

sized buses operating on about'l8 miles of route. Almost 1/2 of the popu

lation has access to transit and 80% of the jobs are accessible by public 

transit. Average fare is 30 cents. 
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o Kalamazoo: Service is operated over 78 miles of street with 

about 70 somewhat older buses. The service provides good coverage (85% 

population, 80% jobs) although peak-hour headways are generally far apart 

(40 minutes average). The 10 cents fare is now underwritten by the City 

in order to improve patronage. This should have a significant positive 

impact if gas shortages and price increases continue. 

( ; A portion of the Kalamazoo transit sti!tistics are accounted for by 

,--.:) 

i 
contract service provided by the authority' for Western Michigan University 

and the Public School System. Roughly 40 miles of route are operated for 

W.M.U. and 750 (on a twice daily basis) for the Public School System. Since 

the 750 miles of route are on a charter basis and not equivalent to the 

scheduled transit service route miles, they were not included in the physical 

State description .as this would inappropriately inflate the overan number 

of route miles. All other system characteristics were included, however. 

The W.M.U. headways·are peak-hour 10-minute and average week day 15 minutes. 

A total of one million passenger trips are carried by the W.M.U. service 

with l/2 million trips annually being carried by the school charter service. 

o Lansing: The Capitol Area Transit Authority serves the cities of 

Lansing and East Lansing with 18 large buses over 32 miles of street. The 

30 cents fare is underwritten by the two cities. Currently less than 40% 

of the population has access to transit and about 60% of the jobs have 

good accessibility. A major technical study is underway which should result 

in service improvements. 

The data presented herein reflects calendar year 1971 local bus system 

operations. These data represent only that portion of the year during which 

the local bus system was in operation. Due to a strike, the system was oper-

ated for a period of 155 days extending over a 9-month period, April -

December 1971. 
-45-
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Within the Lansing Urbanized Area, Michigan State University operates 

its privately administered bus system for University students and per

sonnel only. As the University is a State supported institution, the data 

associated with that system was to be reported as well. However, the data 

was not made available to the 1974 National Transportation Study Lansing 

Urbani zed Area Coordinating Agency. 

o Muskegon-Muskegon Heights: Bus service in the Muskegon area was 

terminated on February 20, 1972, due to a lack of operating revenue. There

fore, the data reported for the 1972 Inventory has been estimated to the 

best possible degree of validity and completeness. Muskegon is currently 

in the process of assessing the county transportation needs in expectation 

of re-establishing bus service in the area. No date has been designated, 

however, for when service will be available. 

During 1971, 13 medium sized buses provided service over about 50 street 

miles at a fare of 40 cents/trip. Almost 3/4 of the population and almost 

2/3 of the jobs were within 1/4 mile of the routes, although the buses 

operated at 50-minute headways during peak hours. 

o Saginaw: The City has only 4 large buses operating over 22 street 

mi"les - at a 40 cents/trip fare. ·Additional service is provided by private 

operators. Although about 3/4 of the population and 2/3 of the jobs are 

within walking distance of the bus routes, the buses operate on 60-minute 

headways during the peak hours. 

o South Bend, Indiana: No current service. 

o Toledo, Ohio: No current service. 
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EXHIBIT 2-3.2.1 

1972 INVENTORY - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT 

! Annual Transit Ac- Average I 

Pas- cessibil it1 Peak Hour I . senger % Within 1!4 Performance i 
~1i1e Mi 1 e of Route Oper- Aver- ' 

Miles Miles Vehicles Per Pop- 1 Em- ating Head- age 
of of I Avg Avg Seat ula- ploy- S~eed way_ Fare 

AREA NAME Route Line .No. I Age Seats Mile tion 1 ment MPH MIN Cents 
' 

ANN ARBOR 75 46 21 4 32 - 90 60 15 30.0 30 

BAY CITY - - - - - - - - - - -
DETROIT. 2,297 410 1,272 11 49 0.15 37 22 14 10.0 

FLINT 131 131 26 5 45 0.08 56 70 14 35.0 30 

GRAND RAPIDS 193 97 35 17 51 0.09 64 88 14 34.5 33 

JACKSON 18 18 11 4 33 0.10 45 80 12 30.0 30 
I 

KALAMAZbO . 159 78 69 10 50 0.11 85 80 13 40.0 10 

LANSING 65 32 18 6 44 0.05 38 60 15 18.0 30 

MUSKEGON 
Musk/Heights 94 47 14 5 30 ? ? ? 20 50.0 35 

SAGINAW 51 22 4 2 43 0.16 72 65 13 60.0 40 

SOUTH B.END - - - - - - - - - - -. 
TOLEDO - -

11 ,46~ 
- - - - - - - -

STATE TOTAL 3,083 881 10 48 0.14 43 34 14 10.5 26 
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2-3.3 AIRPORTS 

The data submitted in the 1972 Inventory was, in most part, compiled 

from existing reports and publications, and in particular from the Michigan 

Airport System Plan. Because of the availability of this current data base, 

·information submitted in the Inventory is as up-to-date and accurate as pos

sible. Exhibit 2-3.3.1 presents a·tabulation of significant parameters with 

respect to the Airport 1972 Inventory data submitted to the DOT as part of 

this Study. Operations, based aircraft and passengers enplaned are presented 

in the comparative evaluation Section 2-6. 

To provide an overall view of the total aviation activity in Michigan, 

the following data has been compiled. This data is also included in the 

sections for 1980 and 1990 time periods. 

It should be noted that the tables referenced to within this short dis

cussion are included within the comparison of the inventory, plan and proqram 

presented in Subsection 2-6. 

Operations 

Operations for the Inventory were derived from tower counts, airline 

records, which are recorded monthly, and estimates based on our airport 

traffic counter program. 

For this period, there was a total of 5.1 million operations (Exhibit 

2-6.3.1). General aviation accounted for 4.8 million or 93 percent. Of 

these operations, 45 percent were generated by the 12 urban areas, with 56 

percent of the urban total in the Detroit area. 

Air carrier operations are predominantly generated by the urban facilities 

as they account for 87 percent of the total. The Detroit area plays a domi

nate role as it accounts for 58 percent of the air carrier operations. 
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Enplaned Passengers 

Of the total, 813 million enplaned passengers in 1971, they were almost 

evenly divided between the general aviation and air carrier categories 

(Exhibit 2-6.3.2). General aviation enplanements in the urban areas accounted 

for 35 percent of the total, with 19 percent in the Detroit area. 

As would be expected, 95 percent of the air carrier enplanements were in 

the large urban areas. The Detroit area enplaned 91 percent of the State total 

and 86 percent or the urban enplanements. 

Based Aircraft 

From registration records, Michigan had 6,162 based aircraft in 1971 

(Exhibit 2-6.3.3). Approximately half of these aircraft based in the urban 

areas, with 61 percent of them located in Detroit. 

Operating and Maintenance Costs 

To develop data relating to annual costs, information was requested from 

,.. all airports. Responses were received from all air carrier and approximately 

half of the general aviation facilities. An attempt was made to contact the 

remaining airports by telephone, which unfortunately produced little additional 

data. Therefore, estimates were developed from the cost data collected. These 

estimates were based on the following classifications: basic utility - stages 

I and II, general utility, basic transport and general transport. These 

classifications are directly related to based aircraft, annual operations, and 

type of aircraft accommodated. Therefore, these estimates are considered to 

be reasonably accurate. 
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Ann n~hn 

BaLCitv 
Detroit 

FJinJ: 

Grand Raoids 

Jackson 
Kill~mil700 

L.<msing 
~~uskegon 

Mu~kF>aon/Heiohts 

Saainaw 

South Bend 
To1F>rlo 

Subtotal 

Small Urban A 
Sm~ 11 llrhiln ll 

Rest nf State 

~otal 

Numb. r in 'ASP 
A/C Rel G/A 

0 0 1 

0 0 1 

1 7 1 
1 0 0 

1 0 1 

1 0 0 

2 0 0 
1 0 0 

1 0 0 

1 0 1 
0 0 1 

0 0 1 

9 7 7 

7 0 26 

2 0 3 
2 0 64 

20 7 100 

EXHIBIT 2-3.3.1 

1972 INVENTORY - AIRPORT SYSTEM 

A/C En-
plane- G/A 
ments Oper- Pollutants- Percent of PoEuiation Within 
Per ations Lbs. per A/C & 30 60 30 . . 
Oper- Per G/A I pera ions Min I Min I Min I 60 Min 
at ion Caoita CfO NO HC Anv A/P Scheduled Service 

0 0.00 0.0 0.0 0.0 0 0 0 0 
0 0.39 6.0 0.0 0.1 0 0 0 0 

21 0.21 10.6 2.4 9.2 100 100 91 100 
10 0.40 6.1 0.5 1.5 100 100 100 100 

10 0.44 6.0 1.0 3.5 100 100 100 100 

0 0.00 0.0 0.0 0.0 0 0 0 0 

6 1.22 5.7 0.2 0.4 0 0 0 0 
10 0.55 6.1 0.7 2.3 0 0 0 0 

0 0.00 0.0 0.0 0.0 0 0 0 0 

14 0.50 8.9 1.1 4.3 0 0 0 0 
0 0.00 0.0 0.0 0.0 100 100 100 100 
0 0.00 0.0 0.0 0.0 100 100 100 100 

18 0.30 8.7 1.6 6.1 100 100 92 100 
0 0.00 0.0 0.0 0.0 N/A N/A N/A N/A 

0 0.00 0.0 0.0 0.0 N/A N/A N/A N/A 

0 0.00 0.0 0.0 0.0 N/A N/A N/A N/A 

18 0.30 8.7 1.6 6.1 97 100 72 94 



2-3.4 TERMINALS - PORT DEVELOPMENT 

The basic responsibilities of the Port Development Program are estab

lished by Act 251 of the Public Acts of 1966 which is "An Act relating 

to declare certain policies of the State of Michigan; to designate the 

Department (State Highways and Transportation) as the agency of this State 

to cooperate and negotiate with port districts and other; to provide for 

the making of grants to port districts and the administration thereof; to 

authorize studies to assist in stimulating traffic; to authorize the Depart

ment to represent the State before other governmental units; and to provide 

other powers, rights and duties of the Department. 

Specifically, to cooperate and negotiate with port agencies concerning 

the planning, acquisition, development, operation, maintenance and admin

istration of port and commercial harbor facilities. Principal program elements 

include the development of local administrative capability to address local 

port needs; assist in the development of project proposals for channel and 

harbor deepening; organiza and participate in public hearings on maintenance 

dredging requirements arid dredged spoil disposal; and recommend State position 

on specific projects based on favorab 1 e benefit/ cost analysis and environ

mental considerations. 

To evaluate requests from local port agencies for matching grants for 

planning, acquisition or development; recommend funding sources and admin

ister projects authorized by the legislature. A current matching grant to 

Monroe provides for an economic feasibility study to investigate industrial 

development potentials and projections for waterborne commerce that would 

justify harbor and channel improvements. 

To cooperate and enter into agreements with federal agencies in the 

conduct of studies, research programs and related investigation designed 
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to develop information to assist in developing waterborne commerce. Studies 

currently in progress or proposed by the U. S. Maritime Administration -

waterborne commoqity projections and ferry and passenger vessel design; the 

U. S. Department of Transportation Seaway Development Corporation and Pilot

age Administration - toll levels and policy, pilotage rates and services; and 

U. S. Army Corps of Engineers - extended navigation season and modification 

to locks and channels, require input and participation of the port develop

ment program. 

To conduct investigations of transportation rates and services and 

represent the State before federal regulatory agencies when such rates and 

services affect ports or shipping operations on the navigable waters of the 

State. An investigation of railroad rates indicated evidence of prejudice 

to Michigan ports and preference to coastal ports. Proceedings were in

stituted before the Interstate Commerce Commission for relief and resolu

tion of inequities. 

2-3.5 

0 

0 

OTHER TRANSPORTATION 

Ann Arbor Dial-A-Ride: Not yet in operation. 

Bay City: Senior Citizen Jitney Service: See discussion in 

2-3.2 for description. 
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2-4 THE STATE PLAN 

This section includes discussion of all modes as identified with 

respect to format by the DOT. In addition, a self-contained section on 

the "Demonstration of Reasonableness" is included as Section 2-4.1. Certain 

sections of the "Reasonableness" discussion are included in both the modal 

discussions and the reasonableness sub-section by necessity. The presen

tation of the material in this format facilitates the highlighting of the 

State's interest in the Reasonableness i-ssue in a se'lf-contained manner. 

It will be noted that the format of Section 2-4.1 exhibits the fact that it 

was prepared and submitted to the DOT as a separate document under a 

separate cover in February 1974. 
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2-4.1 

2-4.1.1 

DEMONSTRATION OF REASONABLENESS 

Introduction 

The purpose of this subsection is to present the results 

and supportive information to satisfy the DOT's requirement that 

the 1990 Plan element of the 1974 NTS submittal be analyzed with 

respect to "reasonableness." 

The modal sections of this summary have been structured to reflect 

the intense concern and commitment of the State to adhere rigorously to the 

spirit of the DOT memorandum and manual instructions with respect to plan 

reasonableness. The Michigan 1974 NTS Coordinating Committee has devoted 

a substantial amount of resources to developing and insuring the development 

of this 1990 Plan. There are a significant number of support documents and 

Highway Plan analysis supportive data which cannot be presented in this 

summary. This information is however available to the DOT on request for 

their review as to the steps necessary to develop a highway plan which is 

exactly consistent (within the limits of projection) with the financial projec

tions and stipulations within this study. 

In the review of the DOT guidelines, it became clear that there 

was no one single definition of reasonableness which would satisfactorily 

detail the feasibility of implementing the plan wlthout developlng a program. 
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It also became especially clear that the "needs" as determined in the 

197 4 NTS were not reasonable from the standpoint of the ability to generate 

requisite funding under current levels of funding assumptions. 

The primary issues in the development of the 1990 Plan resolved to 

1) employing effectively the plan data base that was currently available, 2) 

analyzing and projecting all sources of funds for Plan implementation, and 

3) development of alternative procedures which might be employed to insure 

that the plans and the funds were compatible. 

A major activity preparatory to Plan development was devoted to a 

thorough analysis of three alternative approaches to the issues of Plan 

reasonableness. A working paper was developed which enabled the Coordi

nating Committee to establish operational policy on critical plan development 

procedures, data base issues and fund projection questions. 

The first approach which was developed was referred to as the 

Administration approach. This approach was basically the approach suggested 

by the DOT in Manual II. The procedure outlined in Manual II suggested 

analyzing the taxpayer burden of the Plan, as well as suggested consideration 

of other factors which would be considered relevant. It became clear however 

that the taxpayer financing/burden is only part of the picture since transpor

tation facilities are such a vital ingredient in the achievement of social and 

economic well-being of the State. This fact required an emphasis on the 

performance of the transportation system as well as its direct cost implications 

and mitigated toward a focus on the reasonableness of funding projections and 

-55-



the use of funding projections as the constraints for Plan development 

through the rationing of available needs data. 

The justification of reasonableness of the Plan .based only upon 

implied "taxpayer burden" vis -a-vis historical expenditures is certainly 

important; however, the modal aggregation of funds for the reasonableness 

assessment suggested by DOT in Manual II in and of itself did not appear 

to be too reasonable. There are some indications of cross mode use of 

,certain funding categories, particularly for urban transportation, however, 

the overwhelming institutional factor which led to these federal funding 

programs in the first place cannot be easily disregarded. This modal disag

gregation left open to question the "taxpayer burden" approach suggested 

by DOT. 

The second approach, the so-called Functionalized approach, was 

classified as an analysis of reasonableness based upon pro-rated adjustments 

of stated needs for allocation of Federal and State funds and the possible 

combinations of these factors in a formula, or function, basis. The third 

approach defined was a process oriented approach, wherein both funding and 

performance factors could be examined with justification of reasonableness at 

the level of granularity possible. The level of granularity would, of necessity, 

vary considerably between modes and geographic areas. 

The three developed approaches differed not so much by the analytical 

procedures employed to evaluate reasonableness as they did with mspect to 

the factors which would be emphasized. Indeod, olornents of tho first two 

approaches were inherent in the third. In the final analysis, an approach 
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which included elements of all three approaches was approved for use in 

the 1990 Plan development and analysis. The experience provided not only 

a framework for appreciation of the study dimensions and implications, but 

provided a backdrop for the resolution of all participant projections of funds. 

As part of these analyses, a subactivity was concentrated on funds 

analysis at the Federal, State and Local levels. The State and Local funds 

analyses are presented within the appropriate modal sections of this summary. 

A short discussion of the Federal funds is required at this juncture to focus 

on the fact that Appendix L Targets were approached as inviolate within the 

study requirements. Since the Federal funds element of the total funds 

available through 1990 was a significant element with regards to reasonable

ness of capital cost estimates within a State, it was determined that thorough 

evaluation of the Federal targets in terms of their modal or major program sub

elements should be conducted. 

In the process of reviewing the Appendix L Total Federal Funds 

available to the States, it was determined that Appendix L included only 

those funds for highway and aviation, and did not include urban mass transit. 

This initial observation led to a further investigation into the procedure 

employed by the DOT in developing these Federal targets for Michigan. In 

the process, a comparison was made between the Appendix L figure covering 

an eighteen year period and the 1972 National Transportation Federal targets 

employed in the Capital Improvement Program II from the 1972 NTNS. This 

comparison was conducted based primarily on the fact that the Department 

of Transportation indicated that the high level funding of CIP II was indeed 
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the basis upon which the Appendix L figures had been developed, exclusive 

of the urban mass transit element. A comparison of the Federal funds provided 

in the 1972 NTNS test exercise, referred to as CIP case II, and the Federal 

targets included in Appendix L indicated a major discrepancy in terms of 

total funds available for the highway an? aviation element. On further 

' 

examination, it became clear that the targets provided in the 197 2 NTNS, 

although stated to have been based on 1969 constant dollars, were in actuality 

in current dollars. The Appendix L descriptions provided by the DOT indicated 

that the stream of future funds flows was discounted to 1971 at a rate of 2. 4% 

J 

compounded annually. It was assumed initially, based on documentation for 

the 1972 NTNS, that the 1969 base year dollars as stated were similarly 

discounted at 2. 4% rate per year. Subsequent investigation uncovered this 

was not the case. The first task, therefore, was to 1) adjust the Appendix L 

dollars to include the urban mass transit element which was excluded, and 

2) develop an understanding of the sensitivity of the projected Federal funds 
' ' 

in relation to various assumptions on consumer price index behavior. The 

purpose of the latter analysis was to develop an understanding of the potential 

variance of the Federal target as impacted by a single assumption employed in 

the 197 4 study which is not employed in the 1972 study, namely the consumer 

price index effect on the total Federal funds available to the State. 

The process of reconciling the 1972 NTS Federal targets with the 1974 

Appendix L Federal targets included a projection of the anticipated Appendix L 

targets based on the assumptions inherent ln the 1972 NTS tarqets, by modo, 
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which required an analysis of the growth rates of each of the modal elements 

of total target funds and an adjustment for an additional year which is 

included in the 197 4 study. 

This comparison was based on the highway and aviation major 

program elements, since Appendix L included those two elements. The actual 

Appendix L target for the State of Michigan, exclusive of urban mass transit, 

was calculated by the Federal government to be 3. 686 billion dollars over the 

eighteen year period. It was observed that this figure varied significantly 

from the 1972 NTS target fundamentally because of the fact that the consumer 

price index adjustment which was employed in the 197 4 study was not 

employed in the 1972 study. This major discrepancy of approximately one 

billion dollars is attributable almost exclusively to the consumer price index 

effect. A number of alternative consumer price indices were assumed over a 

range from the base 2. 4% up to and including 5% per year, to determine the 

CIP assumption impact on the Federal target available funds. The results 

indicated that a change from a 2. 4% inflation rate to a 5% inflation rate has 

the effect of reducing the total Federal available funds over the eighteen 

year period by approximately a billion dollars or approximately 25%. 

The results of these analyses were employed by the Coordinating 

Committee in meetings devoted to considering the possibility of developing 

the State's own projection of Federal funds for the purposes of this study. 

It was determined, however, that the Appendix L Federal Targets would be 

employed as a fixed element of funding sources and levels for Highways and 

Aviation and that the guidelines on UMTA funding provided in Manual II 
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would be employed for calculating the potential for Federal funds to the 

State for Urban Public Transportation. 

Summary Sections (2-4.1.2 through 2-4.1.4) present the 

individual 1990 Plan modal discussions and data with respect to 

Plan development and Plan reasonableness. Section 2-4.1.2 Plan 

summary is included as a condensed recapitulation of 1990 Plan 

capital costs and 1989 Operations Cost for DOT review. 
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2-4.1.2 1990 NTS PLAN SUMMARY 

This section presents a summary overview of the 1990 Plan and 

1989 Operations and Maintenance Costs by mode as submitted to the DOT. 

Subsequent sections in the reasonableness summary present detailed 

information as to the sources of funds. Evaluation of the 1990 Plan and 

comparisons of the 1990 Plan with the 1972 Inventory and 1980 Program is 

included within the appropriate DOT stipulated sections of the Narrative 

Report 

The enclosed exhibits, 2-4.1 and 2-4.2, present the 1990 Plan 

data by area and mode in 1971 dollars and in accordance with the procedures 

required by the DOT as part of the 1974 NTS. 
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EXHIBIT 2-4.1 

1990 PLAN SUMMARY 

CAPITAL COSTS 
(in thousands of dollars) 

URBAN PUBLIC 
AREA HIGHWAYS TRANSPORTATION* AVIATION TOTAL 

Ann Arbor 150,567 5,005 3,998 159,570 

Bay City 64,891 750 818 66,459 

Detroit 3,817,187 2,816,520 438,170 7,071 ,871 

Flint 445,591 19,811 28,122 493,524 

Grand Rapids 350,082 64,974 16,660 431,716 

Jackson 70,851 360 2,827 74,038 

Kalamazoo 138,235 4,000 29,674 171,909 

Lansing 240,531 9,450 26,826 276,807 

Muskegon 109,583 1,630 6,574 117,787 

Saginaw 142,927 706 21,417 165,050 

South Bend 38,571 350 2,515 41,436 

Toledo 28,864 8,734 1,315 38,913 

Urban Total 5,597,880 2,932,290 578,916 9 '109 ,086 

Sma 11 Urban A 385,879 13,911 102,422 502,212 

Small Urban·~ 329,974 13,153 27,487 370,614 

Rest of State 4,087,498 0 92,386 4,179,884 

Total 10,401,231 2,959,354 801,211 14,161,796 

*Includes "Parking" and ''Other" 
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AREA 

Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo 

Lansing 

Muskegon 

Saginaw 

South Bend 

Toledo 

Urban Total 

Small Urban A 

Small Urban B 

Rest of State 

Total 

EXHIBIT 2-4.2 

1990 PLAN SUMMARY 

1989 OPERATIONS AND MAINTENANCE COSTS 
(in thousands of dollars) 

URBAN PUBLIC 
HIGHWAYS TRANSPORTATION* AVIATION 

8,024 2,500 275 

3,368 589 80 

179,091 175,434 33,949 

20,598 11,427 1,400 

14,476 9,481 1,677 

3,331 348 155 

7,172 4,200 1,179 

10,350 4,687 1,395 

4,957 950 307 

6,321 709 1,103 

1,236 195 275 

1,522 1,637 80 

260,446 212,532 41,875 

18,548 6,849 2,899 

15,984 6,475 1,191 

191,407 0 2,810 

486,385 225,856 48,775 

*Includes "Parking" and "Other" 
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TOTAL 

10;799 

4,037 

388,474 

33,425 

26,009 

3,834 

12,551 

16,432 

6,214 

8,133 

1,706 

3,239 

514,853 

28,296 

23,650 

194,217 

761,016 



2-4.1.3 Highways 

2-4.1.3.1 Introduction 

The fundamental issue addressed during the 1990 Plan phase of 

the 197 4 NTS was the preparation of a 1990 Highway Plan which, while con

strained by limited available resources, continued recognition of the State's 

real 1990 Highway Transportation Needs. As a necessity, it was determined 

that Michigan would submit two sets of highway data in satisfaction of the 

State's commitment to forward a 1990 Highway Plan to the DOT as part of 

our State's participation. 'l'he first set of forms for each urban area, small. 

urban aggregates, and the rest of state adhered strictly to 1990 Highway 

Needs. These needs estimates were based on a thorough assessment of 

state highway needs which was performed for the 1972 NTNS. The results 

of the completed needs estimates were adjusted to the 1971 base dollar 

requirements of this study and further reduced to be consistent with the 

time frame of this study -namely 1972 through 1990. The use of this data 

base as part of our State's submittal was considered critical as an indicator 

of Michigan's actual highway needs. These needs, as compared with the 

submitted 1990 Highway Plan, make evident the obvious disparity between 

needs and available funding inherent within the 1974 NTS structure. 
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The second set of highway (1990 Plan) data adheres to strict 

funding projections as provided by the DOT and developed internally in 

accordance with the exact stipulations of the study, and policy positions 

of the State, 

In general, it was determined that a set of available funds from 

Federal, State and Local sources would be developed and applied against 

the highway needs of the State, by area and functional class, based on 

legislative constraints as a first approximation. A second perturbation 

was made as appropriate in light of changing priorities resulting from 

funding limitations analyses. 

The following section presents an overview of the process by which 

available funds were estimated, the constraints or ground rule3 employed in 

their projection and the procedure through which the constrained 1990 

Highway Plan was developed and delivered from actual 1990 Needs data. 

2-4.1.3.2 Procedures ~nd Approach 

The starting point for the development of the 1990 Highway Plan was 

a comprehensive assessment of sources of funds and their distribution to 

urban areas and the rest of the state. The basic source of funds included 

were all Federal Aid categories, including Interstate, A, B, C and D funds; 

Michigan Motor Vehicle Highway Fund receipts; locally raised revenues; 

and private revenues. The Motor Vehicle Highway Fund projections for 1972-

199 0 were developed based on projected fuel sales and other fees. Deductions 

from these on a year by year basis were projected and subtracted from total 

collections. The resulting funds available for distribution were discounted, 
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per DOT study instructions, at 2.4% per year to account for general inflation. 

The funds thus discounted over the eighteen year period were distributed per 

existing legislative requirements - 44.5% State Trunkline, 35.7% to counties 

and 19. 8% to cities and villages. The resulting funds were then allocated to 

urban areas and to the rest of the state, by functional classification, in 

accordance with legislative requirements and historic funding patterns. The 

funds thus allocated from all funding sources, including Federal funding 

projections stipulated by DOT to be used for study purposes, were far short 

of 1972 NTNS Needs. 

In order to finalize development of the 1990 Plan, it was thus 

necessary to constrain highway needs by available funds, in order that 

physical state data and performance measures reported for the 1990 Plan for 

the 197 4 NTS correspond to those which would be realized via the expendi

ture of available funding rather than the funding levels which would be 

necessary to achieve 1990 Needs as reported in the 1972 NTNS. 

The starting point for this analysis was the 1990 Needs. The first 

step was the determination of 1990 Needs, by improvement type and by 1990 

functional classification, for each urban area, small urban aggregates, and 

the rest of the state. The major improvement types considered were: 1) new 

location construction and right-of-way, 2) major widening, 3) minor widening, 

4) resurfacing with shoulder, 5) resurfacing, 6) structures, and 7) reconstruction. 

For each cell in this matrix, needs cost estimates were adjusted to account for 

increases in the FHWA construction cost index and historical increases in 
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right-of-way acquisition costs in order to update the status as of January l, 

1972. Adjustments were also made to reflect project completion up to this 

point. 

After these needs had been updated, percent needs represented by 

each improvement type for each functional classification for each urban area 

were determined. Based upon this distribution of reported needs, funds were 

allocated by improvement type, in accordance with its relationship to other 

needs by improvement type, and final funding allocations by functional 

classification thus developed. 

The 1974 NTS required that reported construction costs reflect the 

effects of differential changes between consumer price index increases and 

construction and right-of-way cost increases. Data furnished by DOT for 

study purposes indicated that this rate was 2% per year increase for construe-

tion related expenditures. Data developed from Michigan right-of-way 

acquisition cost data indicated that right-of-way costs have increased 

historically at a rate of 7% per year, or for projection purposes, a 4. 6% per 

year increase relative to study general inflation assumptions. 

The inclusion of these cost adjustment factors necessarily required 

that some assumptions be made with respect to project implementation 

schedules for each improvement. Clearly study time and resource limitations 

did not permit an assessment of each improvement on a project by project 

basis, and the subsequent scheduling of each project. In light of this, the 

most reasonable approach available was to segment the eighteen year study 

span and develop several spending profiles during each segment. These 
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profiles thus developed inherently assume equal rates of activity completion, 

e.g. equal number of miles of new construction annually for a given improve

ment type/functional classification combination. The three segments selected 

are for 1972-1981, 1981-1990 and 1972-1990 time periods. Principal project 

activities were allocated to the appropriate study segment. For example, all 

Interstate new construction was assumed to occur during the first segment. 

The assumption of equal annualleve1s of project activity results in a non

linear pattern of annual expenditures, thus compensating for the increasing 

receipt of funds from Federal, Motor Vehicle Highway Fund, and local sources. 

The resulting construction profiles were used to adjust expenditures 

based upon funding allocations by improvement type and functional classifica

tion. These adjustments have the net effect of reducing allocated funds to 

1971 dollars and 1971 construction cost index values. Thus they are directly 

comparable with the 1971 dollar stated needs, since they reflect project costs 

which would have been incurred were the project completed in 1971. 

Percent needs met were again recomputed in a manner which reflected 

the true percentage of stated needs which were met by projected funding 

availability in the 1972-1990 time period. 

Adjustments to physical state data have been made on the basis of 

the percentage of change between the needs and the 1972 Inventory which can 

be met by available funding, and thus all 1990 Plan inputs reflect the status 

of the Michigan highway system which would result from expenditure of 

projected funds as stipulated by DOT study requirements. 
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2~4.1.3.3 Plan Development 

The Plan developed in the first step of the process was reviewed 

with Transportation Planning Directors or their representatives for each of 

the urban areas. During this series of meetings several anomalies were 

noted and subsequently used as a basis for refinement of the Plan. 

Funding was reallocated, primarily within a given urban area, in 

order to reflect two key considerations. First of all, funds were reallocated 

in order to insure the completion of Michigan's portion of the Interstate 

system. Secondly, from the meetings with the urban areas, it was observed 

that the reduced levels of funding available would require considerably more 

resources for projects of a "stop-gap" nature, primarily resurfacing. Funds 

were thus reallocated, primarily from reconstruction, to cover the cost of 

requisite measures of this type. The first step in the reallocation of funds 

for the Interstate system was a calculation of Interstate new construction 

completion costs based upon study assumptions regarding relative price 

changes in construction and right-of-way acquisition costs. If sufficient 

funds for Interstate had already been allocated to a given urban area and the 

new location allocation was not sufficient, funds were taken from other 

Interstate improvement types and allocated to new location. If this was still 

not sufficient to insure Interstate completion; the required difference was 

reallocated from other urban or rural areas out of funds allocated for non-new 

location Interstate projects . 

Thus the reallocation of funds for resurfacing activities allowed for 

meeting an even lower percentage of constructi.on needs which would be 

-69-

~-'j 



necessary to adding both mileage and capacity to the system. It was there

fore necessary to make adjustments in the majority of the physical state and 

design type information by functional classification for each of the urban 

areas as well as the calculation of resulting changes in performance measures 

and capital costs. 

The starting point for the determination of the physical state which 

would be realized in the 1990 Plan was the determination of total mileages by 

1990 functional classification, and by 1990 design type for non-local classi

fications. The basis of the procedure used tor these adjustments was first of 

all a calculation of construction costs on a per mile basis, and secondly, 

information available on the needs printout by improvement type. The needs 

printout for new location was assumed to have two principal components: 

1) the needs required for new location which would add mileage to the system, 

and 2) the needs for major construction projects of a relocation nature which 

would not add mileage to the system. Based upon the reallocation of funds to 

the new location improvement type by functional classification, the number of 

miles which could be added to the system based on the needs per mile cost, as 

adjusted for differential price changes, was computed. If the resulting new 

mileage was greater than the new mileage reflected in the difference between 

the 1972 Inventory and the 1990 Needs, only that portion of the mileage 

reported for the Needs was added to the system. The remaining funds were 

assumed to be relocation improvements which would add capacity and design 

type upgrades without new mileage. 
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The next step in the adjustment of the physical state was the 

adjustment of capacity miles for Interstate, principal arterials and minor 

arterials. There are four basic improvement types which added capacity 

for the Needs. These are new location, relocation, major widening and 

reconstruction. Based upon the funding reallocation and the assumption that 

equal construction dollars for each improvement type will add equal capacity, 

the capacity miles were recomputed. Capacity miles added by 1990 for the 

Needs were determined by taking the capacity miles for the Needs and sub

tracting Inventory capacity miles for each of these functional classifications. 

The capacity miles which could be added with available funds were determined 

by factoring these capacity miles by the percent of needs met for each improve

ment type which adds capacity. Capacity mile increases due to new location 

construction were determined separately based on standard capacity mile per 

mile ratios and added to capacity mile additions from major widening, etc. 

The next adjustment to be made in the physical state was the 

determination of annual vehicle hours to be reported for the 1990 Plan. The 

starting point for this analysis was the determination of average speed and 

volume capacity relationships for each functional classification. Average 

speed, by functional classification, was determined for the Inventory and 

for the Needs by dividing annual vehicle miles by annual vehicle hours 

reported. In addition, volume capacity ratio estimates were derived for 

1) the Inventory, 2) the Needs, 3) an assumption of no capacity improvement, 

and 4) the 1990 Plan. These ratios were obtained by dividing annual vehicle 

miles by capacity miles. While this ratio does not represent the actual 
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volume capacity ratio since it is not based on one way peak hour estimates 

of vehicle miles and directional splits, it is nevertheless indicative of 

relative percentage changes in the volume capacity ratio based upon a 

constant relationship between the percentage of annual vehicle miles and 

peak hour one way vehicle miles. 

It was assumed that vehicle mile assignments by functional classi

fication (but not by design type) would remain valid for both the Needs and 

the 1990 Plan since vehicle mile estimates were presumably based upon an 

assignment of projected 1990 trips in each urban area and the resulting 

assignment of these trips to a highway network which was substantially the 

same in terms of location for both the Needs and the Plan. 

A comparison of the volume capacity estimates was made and resulting 

average speeds by functional classification was determined, For example, if 

the volume capacity estimate for the Plan was substantially the same as that 

for the Needs, the average speed as determined from the Needs was used for 

the Plan. If the volume capacity relationship for the Plan was closer to that 

reported in the Inventory, the average speed as determined from the Inventory 

was used for the Plan. If the volume capacity estimate for the Plan approached 

the serious degradation represented by no capacity improvements by 1990 

(i.e. 1990 projected vehicle miles/1972 capacity), a downward adjustment in 

the average speed was made for the glven functional classification. Volume 

capacity estimates could not be made for collectors and local roads with 

information available in the Plan and the Needs. Since the majority of all 

new local road mileage was assumed to be completed by 1990 and there was 
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very little capacity related improvement reported in the Needs for local roads, 

average local road speeds remained constant from the Needs to the Plan. 

Average speed for collectors for the 1990 Plan were based upon a 

comparison of average speeds in the Inventory and in the Needs vis-·a-vls 

average percent completion of collector Needs which were related to capacity 

improvements for this functional classification. 

After the determination of average speeds by functional classification 

for the 1990 Plan, vehicle hours for the Plan were calculated by dividing the 

annual vehicle miles by the adjusted average speed for each functional 

classification. 

The next step in the refinement of the 1990 Plan was to make all 

requisite changes necessary for reporting mileage, vehicle miles, vehicle 

hours and capacity miles by 1990 design type for non-local functional classi-· 

fications. The starting point for this analysis was the reporting by design 

type for the 1972 Inventory. New mileages added by functional classification 

in the Plan as previously determined were assigned to the appropriate 1990 

design type. It was assumed that, if possible, all freeway mileage would be 

completed. Thus, all Interstate new location was assigned to freeways and 

remaining freeway mileage obtained from principal arterials. The remaining 

new location arterials were assigned to the four or more lane category. 

Collectors were assigned to the less than four lane category. In addition to 

design type changes resulting from new construction, it was recognized that 

many of the projects reported in the Needs were oriented toward upgrading 

existing principal and minor arterials from less than four lanes to four or more. 
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lanes. The starting point for the determination of these upgraded mileages 

was the printout of Needs by improvement type. From this printout it was 

possible to determine upgrading reflected in the Needs by design type for 

reconstruction, major widening and relocation improvements. The number of 

miles to be upgraded to four or more lanes from relocation projects, if any, 

was calculated by using average per mile costs reported in the Ne.eds and 

assigning the remainder of new location funds after all new location was com

pleted to retiring relocation Needs. The number of miles to be upgraded in 

major widening and reconstruction projects for principal and minor arterials 

was determined from the number of miles of upgrading represented in the Needs 

factored by the needs which could be met with the allocation of available 

funding for these functional classifications and improvement types. The 1990 

Plan mileage by design type was then computed by taking the net additions 

since 1972 for freeways and other four or more lane roads and subtracting from 

the less than four lane category upgraded mileage. 

Vehicle mile assignments by 1990 design type were determined by 

factoring 1990 vehicle mile projections by the ratio of 1990 Plan to 1990 Needs 

mileages. Vehicle hours by design type for the Plan were determined by 

assigning all Interstate vehicle hours to freeways and by determining the 

number of other principal arterial vehicle hours assignable to freeways. 

Vehicle hours for other four or more lane roads were determined by dividing 

the number of vehicle miles assigned to this design type by the average speed 

for other principal arterials which was determined in a manner previously 

discussed. Remaining vehicle hours for non-local functional classifications 
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were assl.gned to the less than four lane category. Freeway capacity miles 

were determined by adding Interstate capacity m1les for the Plan to the 

number of capacity m1les of other principal arterials included in the freeway 

category. It was assumed that all principal arterial capacity improvements 

were made with freeway capacity improvements receiving the highest priority. 

Thus, in most cases where 1990 Needs freeway mileage could be completed 

with available funding, the funding was also sufficient to cover capacity 

additions on other principal arterial freeways. Therefore, the majority of 

capacity miles which could not be added in the 1990 Plan were due to 

unavailability of funding for projects such as Interstate major widening. 

The adjustments in the physical state data reported for the 1990 Plan 

required that many of the performance measures (Items 7-20) be recalculated 

to reflect the Plan physical state rather than the 1990 Needs. It was assumed 

that the changes for the Plan would not result in any changes in car occupancy 

factors, average trip lengths, or passenger trips since these were based upon 

0-D trip assignments and other studies performed for each urbanize.d area and 

the rest of the state. 

Items which were recomputed for the Plan included freeway capacity 

miles per capita, freeway capacity miles per square mile, freeway vehicle 

miles per capita, vehicle miles/vehicle hours and percent arterial vehicle 

miles on freeways. Each of these items was recomputed per DOT instructions 

contained in Manual II. It was also necessary to recompute freeway vehicle 

miles/freeway capacity miles for each of the urban areas and for the rest of 

the state. This was done by assuming that there would be no change between 
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the peak hour one way vehicle miles and total annual vehicle miles between 

the Needs and the Plan. The computational procedure was as follows: 

Let: 

V/Cn = freeway volume capacity ratio determined for Needs 

V/Cp = freeway volume capacity ratio for Plan 

R = peak hour one way freeway vehicle miles/average 
annual vehicle miles for Needs 

CMn = Needs capacity miles 

VMn = Needs freeway annual vehicle miles 

CMp = Plan freeway capacity miles 

VMp = Plan freeway annual vehicle miles 

Then: 

and thus: 

V/Cp = R (VMP/CMP) 

= V/Cn (CMn/VMn) (VMp/CMp) 

The resulting 1990 Plan volume capacity ratios for the urban areas 

in many cases shows a serious degradation of highway system performance 

occurring between 1972 and 1990. This is due predominantly, of course, to 

the lack of capability to fund projects which would add needed capacity to 

the arterial functional classification. 

Because of the increased congestion resulting from the 1990 Plan, 

it was assumed that annual injury and fatality rates per 100 million vehicle 
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miles would be increased by 5% over the rates projected for the 1990 Needs. 

Because of the nature of the 1974 NTS reporting requirements for pollutants 

(CO, NOx, HC), it was decided that the primary parameters for pollutant 

calculations were vehicle age distributions and other factors related to annual 

vehicle miles. Effects due to slight variations in average vehicle speed 

would not significantly affect pollutant calculations. Hence, pollutants 

reported for the 1990 Needs as developed by procedures documented elsewhere 

were used for the Plan. 



2-4. 1. 3. 4 Plan Summary 

This section presents summary exhibits of Capital Needs and 

Capital Costs for the 1990 Highway Plan submissions and the 1989 Operations 

and Maintenance Cost tabulation by urbanized area and the other areal 

categories stipulated by the DOT. In the development of the Plan for each 

area a full complement of analysis exhibits were prepared at the improvement 

type category level. This in-depth documentation will be maintained by the 

appropriate urban agencies and the Michigan State Department of Highways 

and Transportation for future use and may be made available to the DOT upon 

request. 

Exhibit 2-4.3 presents a summary of the State's 1990 Highway Needs 

by functional classification adjusted to a 1971 dollar base with adjustment for 

needs additions and retirements since the 1972 National Transportation Study. 

Exhibit 2-4.4 presents the 1990 Highway Plan or allocation of funds 

which were employed against the 199 0 State Highway Plan as part of this study. 

Capital costs were reported as a total for each of the five functional classifi

cations. These capital costs are exactly equal to the funding allocation by 

functional classification, since it is assumed that each dollar allocated will 

be spent. Federal aid eligible costs for the Plan were assumed to be all costs 

for non-local functional classifications which would be incurred for all 

improvements except resurfacing. It is to be noted that this NTS data item 

does not represent Federal Aid which would be received but rather the total 

of all projects whose costs would be eligible for SOI!le form of Federal Aid. 

Capital costs developed and reported for the total capital costs over all 
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EXHIBIT 2-4.3 

ADJUSTED 1990 HIGHWAY NEEDS 

CAPITAL COSTS 
(thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial Collector Sub-Total Local Total 

Ann Arbor 40,498 377,943 91,967 23,687 534,095 186 '160 720,255 

Bay City 21,839 70,770 45' 672 18,435 156,71€; 183,758 340,474 

Detroit 1,088,943 7,498,298 2, 775,189 1,175,184 12,537.614 4,688,786 17,226,400 

Flint 170' 684 792,937 323,450 71,682 1,358,753 646,158 2,004,911 

I 
Grand Rapids ...., 

39 '117 209,337 244,953 70,869 564,276 564,737 1,129' 013 
"' I 

Jackson 11,379 81,571 55' 813 15' 021 163,784 145' 005 308,789 

Kalamazoo 13 '441 295,400 117,308 29,977 456,126 266,447 722,573 

Lansing 42' 082 329,593 167,454 3 7 '2 67 576,396 324 '149 900,545 

Muskegon 3' 881 96,639 69' 454 . 26,357 196,331 233,001 429,332 

Saginaw 86,253 172,424 76,093 24,429 359,199 216,502 575,701 

South Bend 48' 323 4' 695 5,848 58,866 40,276 99' 142 

Toledo 17' 05 6 38,474 2 0' 82 9 76,359 79,242 155,601 

Small Urban A 51' 062 553,430 12 8' 018 179,383 911' 893 1,267,049 2 '17 8' 942 

Small Urban B 95,274 437,044 2 65 '709 60,570 858,597 745,268 1,603,865 

Rest of State 425' 097 2,539,248 1,862,964 2,601,264 7,428,573 7,835,707 15,264,280 

Total 2,089,550 13,520,013 6,267,213 4,360,802 26,237,578 17,422,245 43,659,823 



EXHIBIT 2-4.4 

1990 HIGHWAY PLAN 
(in thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial Collector Sub-Total Local Total 

Ann Arbor 30,433 74,999 8' 241 l' 545 115,218 35,349 150,567 

Bay City 8,322 31,964 9' 062 2 '012 51,360 13' 5 31 64,891 

Detroit 843' 391 1,730,630 288,679 63,852 2,926,552 890,635 3,817,187 

Flint 142 '112 149,725 2 8' 450 4,417 324,704 120,887 445,591 

Grand Rapids 32,369 121,923 72 '371 2 0' 432 247,095 102,987 350,082 

Jackson 8,210 29,305 10,957 4,383 52' 855 17' 99 6 7 0' 851 
I 

(X) 
0 Kalamazoo 13 '441 71,470 13' 82 0 4, 605 103,336 34,899 138,235 4 

Lansing 19 '576 112' 607 27,774 5,757 165,714 74' 817 240,531 

Muskegon 2 '301 46,426 18,250 5,493 72,470 37 '113 109 '583 

Saginaw 53' 215 25,339 10' 2 02 3,279 92,035 50,892 142 '927 

South Bend 17' 863 940 582 19' 385 19 '186 38,571 

Toledo 6,976 10,369 2,571 19' 916 8,948 28,864 

Small Urban A 35,560 180' 758 26,308 2 6' 305 268,931 116' 948 385,879 

Small Urban B 45,932 128,116 40,222 8,937 223,207 106,767 329,974 

Rest of State 312,196 1,359,108 676,481 583,888 2,931,673 1,155,825 4,087,498 

Totals 1,547,058 4,087,209 l' 2 42 '12 6 738,058 7,614,451 2,786,780 10,401,231 



functional classifications were broken into five categories: right of way, 

new location construction, existing location construction modification, and 

other existing location capital costs. In addition, traffic control costs for 

non-local functional classifications were not available. Right of way capital 

costs were developed as previously discus sed, taking into account relative 

changes between right of way acquisition costs and the consumer price index. 

New location construction costs were obtained from previously described 

funding allocations to new location construction less right of way acquisition 

costs. Existing location improvements were split between construction and 

modification and other costs in the same manner that these costs were 

distributed for the 199 0 Needs. 

Exhibit 2-4.5 presents a summary of the results of hi.ghway funds 

allocations through 19 89 on the Highway Needs of the State. This summary 

is therefore the effective net 1990 State Highway Plan subsequent to the 

application of all sources of funding under appropriate implementation schedules 

and construction cost indices. These capital costs represent the actual 1971 

dollars of capital improvements which can be developed from the resources 

projected. Obviously, the physical state and the corres pending performance 

measures on the forms were generated from, and correspond to, the net 

capital funds projected for construction. 

Exhibit 2-4,6 presents a summary of the 1989 Operations and 

Maintenance costs as reported on the 1974 NTS forms. Maintenance and 

administrative costs were developed for non-local functional classifications 

on a per mile cost basis for the 1990 Needs. These costs were adjusted to 

-81-



EXHffiiT 2-4.5 

SUMMARY OF NEEDS RETIRED 
1990 HIGHWAY PLAN 

(in thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial Collector Sub-Total Local Total 

Ann Arbor 23,038 53,809 6,745 l, 224 84' 816 26,999 lll' 815 

Bay City 6,299 24,456 6,975 1,660 39,390 10' 319 49,709 

Detroit 630,641 1,272,597 224,797 52' 5 01 2,180,536 681,394 2,861,9.30 

Flint 84,527 109,564 22,587 3. 62 6 220,304 92,485 312 '789 

Grand Rapids 2 6 '12 8 100,694 59' 561 16,496 202,879 7 8' 821 281,700 

l . Jackson 6' 215 22' 07 0 8,732 3, 541 40,558 13' 7 00 54' 258 
CfJ 
N 
l 

Kalamazoo 11' 469 54,420 11,019 3,785 80,693 26,663 107,356 

Lansing 14' 819 85,833 22,049 4, 712 12 7 '413 57,271 184' 684 

Muskegon 1,742 34,840 14,956 4,507 56,045 2 8' 395 84,440 

Saginaw 43' 517 19,550 8,292 2,695 74,054 38,930 112 '984 

South Bend 13' 346 711 479 14,536 15 '184 29,720 

Toledo 5' 812 8,548 2 ,120 16,480 6,843• 23,323 

Small Urban A 2 9' 018 135 '171 21' 018 21' 65 7 206,864 89,253 296,117 

Small Urban B 35,530 96,466 32 '758 7,307 172 '061 81' 606 253,667 

Rest of State 342,785 1,074,286 533,396 464' 091 2,414,558 924,776 3,339,334 

Total 1,255,728 3,102,914 982,144 590,401 5,931,187 2,172,639 8,103,826 

-··········'-''-."''' --- -· ---= 
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EXHIBIT 2-4.6 

1989 OPERATIONS AND MAINTENANCE COSTS 
(thousands of dollars) 

Total 
Adjusted Reported 

Adjusted Highway Highway Maintenance 
Adjusted Plan Patrol & Patrol & & Admin 

Adjusted Local Adjusted Total Maintenance Traffic Traffic Costs 
Non-Local Non-Local $71 Local (4+2) Total Police Police (6 + 8) 

(l) (2) (3) (4) (5) (6) (7l (8) (9) 

Ann Arbor 3,063 3,663 1, 018 l ,196 4,859 5,345 2 '061 2,679 8,024 
Bay City 1' 019 1,219 650 764 1, 983 2' 181 913 1,187 3,368 
Detroit 68,066 81' 407 21' 501 25,264 106' 671 117 '338 47,502 61,753 179,091 
Flint 8' 321 9,952 2 '601 3' 056 13, 008 14, 3 09 4,838 6,289 20,598 

I 
00 Grand Rapids 4,197 5' 02 0 2,664 3,130 8,150 8,965 4,239 5 '511 14' 476 w 
I Jackson 1,009 l, 207 642 754 1' 961 2,157 903 1' 17 4 3, 331 

Kalamazoo 2 '719 3,252 1,044 1, 22 7 4,479 4,927 1, 727 2,245 7,172 
Lansing 3,550 4, 246 1, 492 1' 753 5,999 6,599 2,885 3,751 10' 35 0 
Muskegon 1,559 1,865 1, 014 1,191 3' 05 6 3, 362 1' 22 7 1,595 4,957 
Saginaw 2,135 2,553 1' 089 1, 280 3,833 4,216 1, 619 2,105 6,321 
South Bend 347 415 2 67 314 729 802 334 434 l, 236 
Toledo 455 544 320 376 920 1' 012 392 510 1' 522 

Small Urban A 4,696 5' 616 4,655 5,470 11, 086 12 '195 4,887 6,353 18,548 
Small Urban B 5,072 6,066 3,178 3,734 9,800 10,780 4,003 5,204 15' 984 

Rest of State 88,317 105' 62 7 37,489 44,050 149,677 164,645 20,586 2 6' 7 62 191,407 

Totals 232' 652 93,559 326,211 358,833 127,552 486,385 



account for three factors. First of all, they were adjusted to account for 

the increase in maintenance costs in 1971 dollars from the 1969 dollar figure 

developed for the Needs. Secondly, they were adjusted for differential 

increases in maintenance costs of 0.9% per year as described in Manual II. 

Thirdly, they were adjusted for Needs mileages which could not be funded 

under the 1990 Plan. Local road maintenance costs were developed based 

upon 1971 per mile local road maintenance expenditures as reported in the 

annual report. These per mile costs were then extended to a total by using 

the 1990 Plan local road mileages. The resulting local road maintenance and 

administrative costs were then adjusted for differential maintenance cost/CPI 

changes for the year 1989. For each urban area local and non -local functional 

classification maintenance and administrative costs were added. As described 

in a previous section, it was recognized that the reduced funding available for 

the 1990 Plan would result in increases in required maintenance activity. 

Consistent with the assumption used in the projection of funds available for 

capital costs from state and local sources, resulting maintenance and admini

strative costs were increased by 10% for each urban area. The state total for 

maintenance and administration costs for all functional classifications amounted 

to approximately 1/16 of the total projected state funds for 1972 to 1990 available 

for covering administrative and maintenance costs. With the assumed year by 

year profile of gas tax revenues, this amount is almost exactly the projected 

figure for 1989, and thus the reasonableness of 1989 maintenance and admini

stration costs for highways is totally consistent with 1990 Plan funding 

projections. Capital cost ratios (Items 40-42) were computed per Manual II 

instructions. 
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2'-4 .1. 3. 5 Reasonableness Discussion and Conclusion 

The core approach to the development of the 1990 Highway Plan as 

indicated above was the 1) development of the sources of funds for highways, 

and 2) allocation of the funds by improvement type and functional classifi-

cation such that the 1990 Highway Plan reflects exactly the funds available 

within the guidelines of the 1974 NTS. 

This section presents summary exhibits of the funding sources and 

applications of funding sources employed in the development of the 1990 

Plan. The following table and Exhibit 2-4.7 present summaries of the sources 

of funds. 

TABLE 2-4.7 

SOURCE OF FUNDS SUMMARY 

- CAPITAL COSTS -

Thousands of 
Dollars % 

Federal Funds $3,470,000 33.36 

State Gas Tax 4,304,214 41.38 

Local Revenues: 

County 356,400 
City 399,600 756,000 7.27 

Private Funds - Subdivision Street 1,871,017 17.99 
Construction 

TOTAL $10,401,231 100.00 
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Exhibit 2~4. 8 presents a summary of the State Trunkline Construction 

Funds and Federal-Aid Highway Funds. The distribution of the Motor Vehicle 

Highway Fund is presented as Exhibit 2-4.9. 

The distribution of funds by area and functional classification which 

summarizes allocations for all types of improvements is presented as Exhibit 

1-4...10. The total allocation of $10,401,231,000 equals the total projected 

sources of funds. These funds by area and functional classification were 

allocated to the improvement type needs included within the functional 

classification needs as presented in summary Exhibit 1!-4.3. 

The resultant net needs retired through the 1990 planned allocation 

of approximately 10.4 billion dollars is approximately 8.1 billion dollars 

(refer Exhibit 2-4.4.) or approximately 27% of the State's total 1990 Highway 

Needs. 



STATE TRUNKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHWAY CONSTRUCTION FUNDS 

' co 
" 1 State Highway Program 

1972-1990 

Other 

Totals 

STL Constr 
Fund 

(thousands of dollars) 

Rural FAS Primary 
Primary FAS State County Urban Urban 

Interstate ItA II liB II "Bu Ext "C" liD II 
Total 

FA 

----------------·----------FEDERAL AID ------------------------

Total 

2,201,220 1,318,393 705,096 108,012 319,284 290,328 2,741,113 4,942,333 

216,979 511,908 728.887 728,887 

3,470,000 

EXHIBIT 2-4.8 



I 
» 18 Year Totals 
"' I 

% Maintenance 

Amount Available 
for Construction 

M. V.H. 
Fund 

9,893,124 

4' 304' 214 

1990 PLAN 

DISTRIBUTION OF MOTOR VEHICLE HIGHWAY FUND 

(Thousands of Dollars) 

35.7% Counties 

44.5% 10% 75% 
STL Total Urban 1\emainder Co. Pri. 

4,402,440 3,531,845 
353,185 3,178,660 2 '383' 995 

50 50 60 

2,201,220 76,593 953,598 

EXHIBIT 2-4.9 

19.8% Cities & Villages 

25% 25% 
County 75% City 
Local Total City Maj. Local 

1,958,839 
794,665 1,469,129 489' 71( 

70 60 70 

238,400 587,652 146,751 



EA.rLu1IT "-"'.10 

DISTRIBUTION OF FUNDS 
1990 PIAN 

(thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial Collector Sub-Total Local Total 

Ann Arbor 30,433 74,999 8,241 l' 545 115,218 35,349 150,567 

Bay City 8,322 31,9 64 9, 062 2 '012 51,360 13 '531 64,891 

Detroit 768,692 1,730,630 288,679 63,852 2' 851,853 890,635 3,742,488 

Flint 102,866 149,725 2 8 '450 4,417 285 '458 120,887 406,345 

Grand Rapids 32,369 121,923 72,371 2 0, 432 247,095 102,987 350,082 

Jackson 8,210 29,305 10,957 4,383 52,855 17 '996 7 0' 851 

' "' Kalamazoo 15 '150 71,470 13' 82 0 4,605 105,045. 34,899 139,944 
"' l 

Lansing 19 '576 112,607 27,774 5,757 165,714 7 4' 817 240,531 

Muskegon 2 '301 46' 42 6 18,250 5,493 72,470 37,113 109,583 

Saginaw 53' 215 25,339 10' 2 02 3,279 92,035 50,892 142,927 

South Bend 17' 863 940 582 19,385 19' 186 38,571 

Toledo 6,976 10' 369 2 '571 19, 916 8,948 2 8, 864 

Small Urban A 35,560 180,758 26,308 26,305 268,931 116,948 385,879 

Small Urban B 45 '9.32 12 8' 116 40,222 8,937 223,207 106,767 329,974 

Rest of State 424,432 1,359,108 676' 481 583,888 3,043,909 1,155,825 4,199, 734 

Total 1,547,058 4,087,209 1,242,126 738,058 7,614,4512,786,780 10,401,231 



2-4.1.4 Urban Public Transportation 

2-4.1.4.1 Introduction 

The urban public transportation element of the 1990 NTS Plan was 

developed from technical and cost data provided by the Urban Area partici

pants and the Urban Public Transportation planning section within the 

Michigan Department of State Highways and Transportation. Although this 

relatively new state responsibility is in its developmental phase of 

institutionalization, the importance of the 1974 NTS was recognized and 

employed as an opportunity for examining key elements of urban public 

transportation planning - specifically, 1) assuring all cost projections are 

on a consistent basis, and 2) analyzing and evaluating the adequacy of 

currently observable funding potentials. As indicated in Section L 0, consid

erable effort was expended in the early phases of this study to determine 

urban mass transit federal fund potentials through an evaluation of the 1972 

NTS high level allocations vis-a-vis Appendix L benchmarks for highways 

and aviation. This approach did not compare consistently with the guidelines 

provided by the DOT subsequent to the passage of the 1973 legislation. Thus, 

a projection of federal funds availability was developed through the period 

December 31, 1989 under the assumption that Michigan could qualify for an 

allocation of 14% of the total Federal Urban Mass Funds. The approach 
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employed for the evaluation of funding source comparisons with the 

aggregate urban plans currently available permitted full analysis of the 

impacts of the recently passed Michigan General Transportation Fund. 

As introduced in Section 2:/f.l, anestimate was developed for -total 

UMTA Federal Funds availability through December l, 1989 by the State. 

This estimate of $13.18 billion was developed through an adjustment of the 

federal funds cited on II-43 of Manual II to compensate for the period January l, 

1973 through December 31, 1973 plus an extrapolation of the $872 million annual 

rate through December 31, 1989. For the purposes of the State's Urban Public 

Transportation input to the 1974 NTS, an allocation of approximately 14% of 

these funds to Michigan was assumed yielding a Federal Target Funds for the 

Urban Public Transportation section of $1.845 billion over the eighteen year 

period. This allocation rate of 14% was determined through a calculation of the 

capital funds projected as available, the total State urban public transit plan 

requirements of $2.803 billion and under the 70% Federal and 30% state/local 

match assumptions, Under the earlier DOT UMTA Fund projections (prior to 

last revisions), the State projected application for 15% of a projected UMTA 

Federal Funds projection of $12.201 billion. For the period June 30, 1973 

(passage of General Transportation Fund) through December 31, 1989, the 
' 

' State funds available within the State are estimated at $418,528,000. This 

estimate is based on the assumption that there will be no increase in the gas 

tax rate over the eighteen year period - either in real terms or in response to 

the consumer price index. The General Transportation Fund includes yearly 

approved stipulations for Capital Assistance, Operations Cost Assistance, 
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Demonstration Program Funds and Administration, The Capital Assistance 

portion of the fund was assumed at a rate of 40% per year for a total of 

$167,411,000. Given a 70% Federal, 30% State/local match, the State and 

local share required additional resources of approximately $791 million over 

the eighteen year period to fund the entire projected Urban Public Transpor

tation Plan at the acquisition/implementation schedule employed in the Plan. 

The main thrust of the plan analysis which is summarized in this 

document focused on the availability of funds in the future and their relation

ship to the Plan. The short history of utilizing the UMTA Funds and the non

uniformity of plans among urbanized areas made evident the non-applicability 

of the suggested DOT procedure for modal per capita expenditure summarizations. 

In addition, the recent passage of the General Transportation Fund precluded 

even more so comparative per capita expenditures between the 1990 Plan and 

recent historic expenditures as a meaningful exercise. 

Thus, the remaining sections highlight 1) the results of the capital 

and operations cost projections of the planned faciliUes development, 2) the 

projected level and sources of funds, and 3) a discussion of uncertainties 

and assumptions which may impact the potential levels and sources of funds. 
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2-4.1.4.2 Plan Summary 

The following summary, Table 2-4.11, of the State's Urban Public 

Transportation Plan has been prepared to be consistent with the DOT areal 

and service type categories presented with the study guidelines and forms. 

The costs of the facilities and rolling stock were based on the acquisition 

implementation schedule for or by each participant and translated to 1971 

base year dollars. Similar adjustments were made to the O&M cost projec-

tions as required by the DOT in Section II.4. 

TABLE 2-4.11 

URBAN PUBLIC TRANSIT CAPITAL COSTS 

Urbanized Area 
Small Urban A 
Small Urban B 
Rest of State 

Total 

(Thousands of 
Rapid I 

Bus Transit 

Dollars) 
Commuter 

Rail 

537,172 2,228,208 0 
13' 911 0 0 
13,153 0 0 

0 0 _o 

564,236 2,228,208 0 

8,734 2,774,114 
0 13,911 
0 13,153 

_Q__ 0 

8,734 2,801,178 

In compliance with the study requirements, an analysis of operating 

subsidy requirements for the period June 30, 1973 through December 31, 1989 

was conducted. The operations and maintenance cost projections are presented 

below as Table 2-4.12. The analysis of the projected O&M costs through the 

17. 5 year operations period indicates an operations deficit of $451, 500, 000 ~ 

this figure is the difference between projected operating costs and estimated 

farebox revenues, Over this period, approximately 45% of the General 

Transportation Fund, or $188 million, is projected to be available for 
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operating subsidies. The net result is a projected shortfall under 

study fare-structure assumptions of approximately $263 million over 

the 17.5 year time frame. Uncertainties in private automobile petroleum 

product availability and Federal, State and Local reactions to public 

transportation requirements may modify this program substantially, 

TABLE 2-4.12 

URBAN PUBLIC TRANSIT O&M COST PROJECTIONS 

Projected 17~-year operating deficit 

Estimated General Transportation Fund 
operating assistance 

Projected shortfall 

$451,500,000 

188,000,000 
' . 

$263,500,000 

It is anticipated that as the General Transportation Fund matures 

within the State, increased emphasis will be placed on Urban Public 

Transportation planning and capital and O&M cost analyses and programming. 
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2-4.1.4.3 Reasonableness Discussion and Conclusion 

As indicated in Section 2-4.1, the State attempted to adhere strictly 

to the guidelines and directives of the DOT with respect to the reasonableness 

or realism of its modal plan submissions. As indicated in Table 2~4.11, a 

significant portion of the Urban Public Transit plan is represented by the Detroit 

rapid rail system. Although there is every indication that there are a number of 

feasible options for financing this system in the analysis phase, it is premature 

to present any of them as part of this study. In-depth review of this urban 

system does however indicate that more refined capital cost estimates and 

funds and implementation analyses will be available in the near term for use 

in subsequent State NTS activities and internal studies. 

The recently enacted passage of the State's General Transportation 

Fund and commitment to develop responsive Urban Public Transportation 

planning capability is viewed as the benchmark for continuing reassessment of 

transportation financing analyses in the State. It is also anticipated that 

recent events in the energy area will have a significant impact on Federal legis-

lation and act as a stimulus for State and local jurisdictional reassessment of 

urban public transit capital improvement program requirements. 

In summary, the unidentified level of funds required to meet the costs 

presented in the 1990 Plan are estimated at $791 million without local participa-

tion. This short fall is not considered significant when: l) reviewing the distri-

bution of the 1990 Plan resource requirements, 2) reviewing the public sources of 

additional State and local funds, specifically the Detroit Urban Area, and 3) 

appreciating the potential for rapidly changing attitudes and legislation with 

respect to urban transit development. 
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2-4.1.5 AVIATION 

2-4.1.5.1 Introduction 

The Aviation Plan through the period 1990 was based on and employed 

extensively the results of the State of Michigan's recently completed Michigan 

Aviation Systems Plan (MASP). The basic facilities requirements, cost data 

and implementation schedules served as the basis for the physical state data 

requirement and the base data for developing the adjusted capital and operations 

costs data files on the appropriate aviation forms. The fundamental task 

necessary to the completion of the 1974 NTS Aviation Plan, given the Michigan 

Aviation Systems Plan, resolved therefore to 1) an analysis of projected funding 

by total and by source of funds, and 2) evaluation and comparison of the 

projected profile of funds vis-a-vis the anticipated or planned implementation/ 

development schedule as included within the MASP. 

This short preview of the aviation plan evaluation addresses only the 

evaluation of total funds for the completion of those facilities identified as 

applicable through December 31, 1989. The implications and the results of the 

evaluation of the irregular schedule of expenditures and changes in significant 

performance measures over the eighteen year period will be addressed in the 

Narrative Report under the appropriate sections - 1980 Program Evaluation 
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f. ' 

(Section 2.5) and Program and Plan Comparisons (Section 2.6). The detailed 

sources of funds analysis is an integral part of the 1980 Program requirements 

and as such are addressed in the appropriate section of the Narrative Report -

Program Evaluation (Section 2.5). 
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2~4.1.5.2 Plan Summary 

This section presents a summary tabulation of the 1990 Aviation Plan 

with respect to capital costs and operations costs as they appear on the 

appropriate individual and summary forms as corrected subsequent to data 

submittal. These cost estimates, in thousands of 1971 dollars, are identified 

by the major geographic or areal designation consistent with the 197 4 NTS 

guidelines. 

TABLE 2-4.13 

CAPITAL COST ESTIMATE 

Total Aviation Plan 

Dollars 
(in thousands) 

Urbani zed Areas $578,916 
Sma 11 Urban A 102,422 
Sma 11 Urban B 27,487 
Rest of State 92,386 

Total $801 ,211 
-------

% 

72.26% 
12.78 
3.43 

11.53 

100.00 

The Plan capital costs presented above include the cost of terminal, 

hangars, public parking and cargo complex developments not covered by the 

Airport Development Acceleration Act of 1973. As such, the following table 

is included to indicate only those facilities to be funded with Federal, State 

and Local funds consistent with the current Federal legislation. It has been 

assumed that terminal, cargo complex facilities, etc, will be funded to the 

extent they remain active elements of the aviation plan as determined by appro-

priate developers and/or sponsors. The cost the the development of the Axial 
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Freeway at Detroit Metropolitan Airport has been included within the 1990 

State Highway Systems Plan. 
TABLE 2-4.14 

CAPITAL COST ESTIMATE 

Adjusted Aviation Plan 

Dollars 
(in thousands) 

Urbanized Areas $334,785 
Small Urban A 89,685 
Small Urban B 21,133 
Rest of State 81 313 

Total $526,916 

TABLE 2-4.15 

OPERATIONS COST ESTIMATE 

Urbanized Areas 
Small Urban A 
Small Urban B 
Rest of State 

Total 

1989 

Dollars 
(in thousands) 

$41,875 
2,899 
1,191 
2,810 

$48,775 

% 

63.54 
17. 02 

4. 01 
15.43 

100.00 

The costs cited above have been rigorously adjusted to 1971 dollars per the 

instructions of the DOT. The construction index and internally developed land 

acquisition cost index were applied against the individual facilities development 
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schedule included in the Michigan Aviation Systems Plan. In appreciation 

of the DOT's interest in indices developed by the States for use in this study, 

the State Narrative Report will include a documentation of the land cost index 

employed in the development of adjusted 1971 dollar airport land cost estimation. 
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2-4.1.5.3 Reasonableness Discussion and Conclusions 

Given the total cost of the 1990 Michigan Aviation Systems Plan in 

1971 dollars, the second phase of the analysis was to determine the aggregate 

source of funds estimated to be available for actual obligation toward the 

facilities identified in the Plan, The sources of capital funds against which 

the reasonableness ,of the Plan was analyzed was composed of Federal, State 

and Local funds over the eighteen year period, It was determined through an 

examination of the past profiles over the last five years that recent (5 year) 

historic comparisons were unrealistic as a basis of comparison and future 

evaluation since the application and use of the Federal aviation development 

assistance program was evident as an operational programmed source of funds 

in the last two years - 1971 and 1972. Thus it was determined to employ 1971 

and 1972 actual Federal funds receipts as the base point and project Federal 

funds availability and State and local ability with respect to the 1971-72 

mature patters and for determination of that portion of Appendix L Federal 

planning targets as supplied by the DOT (refer Section L 0) which would be 

available for Aviation System development. 

An analysis of the DOT 1990 PlanJ1ppendi:x; __ L benchmark funds yielded 

an anticipated Federal funding availability for aviation of $214,776,000 in 1971 

dollars over the period January l, 1972 through December 31, 1989. Although 

current events in the air service projection and Federal Sources and Levels of 

Funds may or may not modify this projection, a considered judgement had to be 

made as to the portion of the Federal Targets to be employed in the study. The 

projection of State and local funds availability which' was based on 1972 revenue 
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doJl.an;, State and .local revenuEJ projEJct:i.ons were developed from a thorough 

analysi::; of sources of funds for each year an.d dtscoun.ted to 1971 per the 

gui.deHnes of tlw .study, A thorough comparison of annual. operati.ons and 

rnaintenance costs betvveEH!. th.e 7l an.d 1989 data. vts ~a ·=vis operations and 

service levels wUl be ~w·esE~nted in the Clpprop:d.crte section. of the Narrative., 

The capital cost rc-?.asona.bleness a:o.alysis of the 1990 Aviation Plan 

has provicled va.ludbh:: in.s:lqht requlsite to the effective cornpletion of the 1980 

Av:Lati.on Progra.m and ho.s provlded valua.ble cu:1.d observations necessary 

to the E:Yxpanded evaJ.uatlon. an.d comparative analyses required for the Narrative 

Report, Through thi.s pha.se of the study, J:t vvas deter:mined that approximately 

DOT .l-\ppendix L :fun.ds a.viat:ion. portion. a.nd Stnte and Loca..l match on an 

to 1) uncertcd.nties associated v11ith future 

fur1din.q pn)f:iJElS provtck:d :ln. J\ppendbc L 1 2) c;h.anges in the m.atchJ.n9 requtrerner:d~;;:-; 

subsequent to plan dev(:-:loprae:rd: { 3) uncertaint.i.(3S i.n avia.tion servtce developm.ent 

a.s impacted by petrolr:rum p.roduct a. vo.HabjJ:Uy ~ and 4) d{21grec~s of .freedorn in cost 

projections in tenns of costs" the projectton of retirin.g m.% of tho 

State J\via:tion Systern Pla.n undc0r tb.e guidelines of the study is considered as a 

reasorwb1e av:Lation plan. Jnptrt to the A974: NTS ~ Information as to speciHc 

:30tirce:;s of funds by area ff tho n.on·---lu:d.form:i.ty of tho planned construction ond 

imp.Ucatlons of fede:ral fund ].nvels vvJth \fllJi:hout dJscretionary sources vvtH 

be addressed 1n tl:1e 19BO Prograx:n d.iscunni.on sections of th(~J Narrative Heport~ 



2.4.2 EVALUATION OF THE 1990 HIGHWAY PLAN 

The purpose of this section is to present an evaluation of the 1990 Plan 

for Highways in Michigan. The evaluation discussed in this section is based 

upon the 1990 highway data forms prepared by the Michigan Department of State 

Highways and Transportation and the study consultant. Because of the con

straints imposed on this study with respect to the availability of Federal 

funding, and the ground rules requiring that the "reasonableness" of the 

resulting plan be established, the State of Michigan chose to utilize the 1972 

Highway Needs as t'he bas ·is for the deve 1 opment of the 1990 P1 an. As wi 11 be 

discussed in this section, these needs were examined in detail in order to 

provide a framework for prioritization and allocation of funds on an urban area 

and functional classification basis. 

Thus, the fundamental issue addressed in this evaluation of the 1990 

Highway Plan is with respect to the ab·llity of the State of Michigan to meet 

its 1990 highway transportation needs in light of the constraints imposed by 

limited available resources. The reasonableness of the 1990 Highway Plan is 

discussed in Section 2.4.1. 

In satisfaction of the DOT requ·irement for the 1990 Plan submission, it 

was determined that Michigan would submit two sets of Highway Plans to the DOT 

in conjunction with Michigan's participation in the study. 

The first set of forms for each urban area, small urban aggregates, and 

the rest of state adhered strictly to 1990 highway Needs. These needs esti

mates were based on a thorough assessment of state highway needs which was 

performed for the 1972 NTNS. The results of the completed needs estimates 

were adjusted to the 1971 base dollar requirements of this study and further 
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reduced to be consistent with the time fv·ame of th·is study - namely 1972 

through 1990. The use of th"is data base as part of our· state's submittal was 

considered critical as an indkator of Michigan's actual highway needs. These 

needs, by virtue of the fact that they were not adjusted to anticipated changes 

in construction costs re·lative to the rather unpredictable consumer price 

index, made it evident that the fundh1g constra h1ts explicitly inherent withh1 

th·is study's structure highl·ighted the obvious d·ispiH'ity between needs and 

available funding. 

The second set of data adhered to strict funding projections as provided 

by the DOT and developed ·inter·nal1y in accordancr" with the exact stipulations 

of the study, and policy posit·ions of the State 

Section 2.4.2.1 discusses the funding projections made for the development 

of the 1990 Plan per DOT requirements, and pr·esents an evaluation of these 

funding projections. Section 2A.2.2 presents a discussion of 1990 highway 

Needs, as adjusted for appropr·i ate cost index changes, which ·is used as a 

benchmark for 1990 Plan evaluation. Section 2.4.2.3 discusses the deve·lopment 

of the 1990 highway Plan based upon the 1990 Needs and the funding consb·ahrts. 

Section 2.4.2.4 presents an evaluation of the physical state and performance of 

Michigan's highway system as of 1990 as reported on the data forms for the 1990 

Plan as well as an evaluation of the Plan with respect to costs, pollutants, 

accident, and other related measures required for 1974 NTS reporting. 

2.4.2.1 Evaluation of Funding Projections 
·--"---~- .. ··---~----·---- --~----· --· -- ---

In the development of the 1990 P'lan, it was determined that funding 

pro;iect'lons would be made for Federal, State and Loca·l sources, by area and by 

functiona·l classification, based upon legislative constraints and upon realistic 

leve·ls of anticipated h·ighway revenues. These funding projections were utilized 

8.5 the starting point for the 1990 Plan development. 
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The starting point for the deve"lopment of funding projections was the 

projection of available Federal funding based upon Appendix L of Manual II. 

This Appendix, which was developed by the U. S. DOT, projected that for the 

eighteen years between FY 73 and FY 90., the total available Federal funding 

for the State of Michigan would be $3,686 billion dollars. These funds had 

been discounted by DOT to be on the basis of a zero rate of general inflation. 

It was determined that, of this total, under current legislative constraints, 

3.47 billion dollars would be available for highway related purposes. The 

breakdown of these funds, shown in Table 2.4.2.1 was developed based upon 

the current Federal-Aid highway program. 

The next step in the development of the funding available for the 1990 

Plan was the development of Motor Vehicle Highway Fund projections for 1972 

through 1990. These funds were deve·l oped based upon projected State receipts 

from fuel sales and other fees. Deductions from these projections on a year-by

year basis were projected and subtracted from total collections. Table 

2.4.2.2 shows the projection of funds available for highway purposes from 

; i State sources, before discounting for effects of general inflation. 

The funds available for highway purposes, shown in this table as available 

for distribution, were then discounted, per DOT instructions, at 2.4% per year 

to account for general inflation. On this discounted basis, there was a total 

of 9.9 billion dollars available for distribution from the Motor Vehicle 

Highway Fund. These funds were then distributed to the State Trunknne Fund, 

counties, and cities and villages per current Michigan legislative requirements. 

Table 2.4.2.3 shows this distribution of the discounted funds between the 

various categories. Maintenance and administrative expenses were estimated for 

the State Highway Program, County Road Commissions, and cities and villages 

based upon a review of Act 51 Annual Reports for recent years. Based upon 
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TABLE 2.4.2.1 

FEDERAL AID HIGHWAY FUNDS FOR THE 1990 PLAN 

(Thousands of Dollars) 

Interstate $1,318,393 

Rura 1 Primary "A" 705,096 

FAS State "B" 108' 012 

Ft\S County "B" 216,979 

Pdmary Urban Ext. "C" 319,284 

Urban "D" 

Total Federal-Aid $3,470,000 
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,970 

.971 

.972 

l973 

~975 

~976 

.977 

~978 

~979 

.980 

l981 

l9S2' 

l98l 

l984 

:985 

l~S6 

l987 

l988 

l9S9 

CASOLI~E 
& !..P.C. 

266,572 

323.119 

397 ~557 

417.435 

507,395 

.186,535 

614,982 

644.501 

675,114. 

706.844 

739~ 712 

773~ 73$~ 

803,943 

845.345 

·D!.ESEL 

13.945 

17,981 

18.880 

19,824 

20.815 

21,.856 

22,.949 

24,085 

25,265 

26,490 

27~762 

29.081 

30,448 

31 ~8·54. 

33.330 

34,847 

36,415 

TOTAL tiC:::\SE 
Ft.:J::L PLt\TE 
.1•.'-::Xi:.§. ill.L_ 

270~161 122,667 

280,517 126,681 

297.845 13~.991 

339,619 138.500 

414,682 141,892 

435.416 146,716 

457,187 151.704 

480,046 156.862 

S04,048 162,195 

529,251 167.710 

555.714 173.412 

583,222 179,308 

ati,aoo 165,404 

641.472 191~708 

704,195 204,966 

737,292 211~935 

771~576 219,141 

507,068 226,592 

843~790 234,296 

SS1,760 242,262 

TABLE 2.4.2.2 
PROJECTION OF ESTIMATED REVENUE 

MOTOR VEHICLE HIGHWAY FUND 
THOUSANDS OF DOLLARS 

Tli!..E 
FEES & 
~ 

'I ~127 

7,953 

8,977 

9&741. 

11~.050 

11.426 

ll,S14 

12,216 

13,060 

u.so4 

13,963 

14,438 

TOTAL 
~'S 

593,558 

620,705 

649.124 

678,874 

710,021 

776,49:1 

an.642 

15,962 925,123 

16,505 965,732 

17,066 1.007,783 

18.246 1.096,332 

18,866 1,142,ses 

WXti:: '-:1 { 

.£2::~~~ 

6,98~ 

7~327 

s 0! 1 

8,404 

8,830 

9 ,2-i.l 

9,656 

10,1.)5 

1c ,5.:;.o 

LEGlS:_-\TTVE 

.\P??.O?"-IA7:C~ 

4,991 

4.341 

4,459 

5·.391 

S,490 

s.S1S 

S,62S 

5,850' 

5,925 

6,000 

6,150 

6.225 

6;300 

69375 

6,450 

6,525 

COLLECTION 
COSTS 

10.879 

12,735 

12,573 

16,166 

15,671 

16 p610 

19,406 

18,662 

19,782 

22,991 

22,227 

23,561 

2.7,247 

26.493 

26,061 

32,296 

31,529 

33,421 

38,294 

37,553 

39.806 

CE:XER.AL 
'IRA!\S?ORT.A-::'IO~ 

FUXD 

21,803 

25.240 

26.502 

:n ~827 

29,218 

30,609 

32,168 

33,728 

35,347 

37,025 

38,766 

40,569 

42,435 

44.365 

':07At. 
t:IE~L"CT!8::s 

2.1,072 

21,259 

32,937 

47,930 

54,495 

55,277 

63,875 

67a005 

72,667 

73~904 

17.534 

83,905 

65,350 

89,531 

9$,473 

103,253 

rc=-. 
DIST?.:;::·;:::,:~ 

566.210 

774,2:05 

808,392 

880,332 

954,53-6 

997,359 

1,039,635 

{Otor fuet tAxes ~ere increased at an ennual rate of 5% through 1980. Decreased annually1 t~ercafter by 0.05% to 4.5% in 1990. License plate fees were increased at an a~n~al r~:e of J.4-
lase year "' l974o 

10thcr Re/enu0! 11 includes nev end t:ranafer title ~eesD Gpecial plste fees end in 1973. $77f 0 COO in interest earningc; for 1974 and thereafter $2,000,000. 

'Legisl.!l.tlv~ A??ropri.sti.o:u;01 inClude tr.e gr~t to the Mackinac Bridge ($3.500,00!)) .s.pprop1 ittions to the t.r~.o-nkline fundt and in 1973. and annually thereafter, $1,000,000 for the cricicd 
•ridg.,;: pnz;ra::. 

'Cotlaction Costs" vere 

{!.. 
10 
'-J 
,f 

De?art:ent of State Riz~~ay5 
Fina~cial Pla~inz a~d E~~zet Sec: 
l/10/73 

---- ·_.g 



I 
1-" 
0 

'f 18 Year Totals 

% Maintenance 

Amount Available 
For Construction 

rLV.H. 
Fund 

• 

9,893,124 

4,304,214 

TABLE 2A.2.3 

1990 PLAN 

DISTRIBUTION OF MOTOR VEHICLE HIGH\~iW FUND 

(Thousands of Dollars) 

DISTRIBUTION OF 
I 

II ~;:; 7o/ 
._),__ ~ l "" 

44~5% I 
Counties 

STL 1 Total 

I I 

!VJOTOR VEH I Ci E HI GHlPJA Y FUND 

75% 1 
Co. Pri . I 

I I 
I~ A83 go~ il ,<:,J ' _,o 

I I 
i 60 

County ! 
Loca 1 I Tota 1 

I 
!1:~958;)839 

794,665 ' 
I 

70 

953,598 238,400 II',· 

Cities & 
75% 

city r,1taj Q 

1,469,129 

60 

Vi11aqe~ 
! 25% 
!city Lee 

489,710 

70 

587,652 146,751 



~ State Highway Program 
~ 1972-1990 
I 

Other 

Totals 

TABLE 2.4.2.4 · 

STATE TRUNKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHMAY CONSTRUCTION FUNDS 

STL Constr 
Fund Interstate 

(thousands of dollars) 

Rural 
Primary FAS State 

IIAII IIBil 

FAS 
County 

liB II 

Primary 
Urban 

Ext "C" 
Urban 

liD II 
Total 

FA 

t--------------------------- FEDERAL AID -----------------------------1 

Total 

2,201,220 1,318,393 705,096 108,012 319,284 290,328 2,741,113 4,942,333 

216,979 511 '908 728,887 728,887 

3,470,000 



State Highway Program 

Local Revenues 

County 
City 

CRC Urban Prima,ry 

CRC Urban Loca 1 

CRC Primary 

CRC Local 

Municipa'l - Major 

Municipal - Local 

FA Urban "D" 

FA "B" 

Sub-Total 

TABLE 2.4.2S --- -----"- -~·--

SOURCE OF FUNDS SUMMARY· 

1990 PLAN· 

(Thousands of Dollars) 

356,400 
399,600 

Private Funds - Subdivision Streets 

Total Projected Funds 
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4,942,333 

756,000 

132,445 

44,148 

953,598 

238,400 

587,652 

146,75'1 

511,908 

216,979 

8,530,214 

1 ,871 ,0'17 

10,401,231 



these estimates, funds for each category which would be available for constv·uc

tion, on a discounted basis, were developed. These funds are also shown in 

Table 2.4.2.3. The funds thus discounted over the eighteen year period wh·i ch 

would be available for capital costs were distributed per the existing legisla

tive requirements- 44.5% to the State Trunkline Fund, 35.7% to county road 

commissions, and 19.8% to cities and villages. 
-- --~ -- -·-'-- --- ---..-- - - ----- -- ··--··-· 

Table 2.4.2.4 shows the total allocation of available State Trunkline 

Construction funds and Federal-Aid funds to the State Highway Program for the 

1972-1990 time period. The remaining source of funds at the aggregate level 

which were projected include locally raised revenues which could be applied to 

capital costs by county road commissions and Michigan's cities and villages, 

as well as private funds which were required by DOT as part of the study. 

Locally raised revenues were projected over the period to total $756,000. 

Of this total, $356,400 was projected to be raised by county road commiss·ions, 

and the remainder by cities and villages. These projections of locally raised 

revenues were based upon historical analysis of the revenues generated by these 

sources as reported in the Annual Act 51 Reports. Private funds were projected 

based upon the assumpt·ion that all new subdivision streets during the reporting 

period would be funded by contractors and thus the total capital costs associated 

with subdivision streets were utilized as the total for this source of funds. 

Table 2.4.2.5 summarizes the complete source of funds utilized for the 

development of the 1990 Plan. As this table shows, the 10.4 billion dollars 

projected to be available under study ground rules falls far short of 1\lichigan's 

highway needs as reported in the 1972 National Transportation Study. 

The next step in the projection of funds available for highway purposes 

consisted of the allocation of the total 10.4 billion dollars to the urban areas 

as required for study reporting purposes. 
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This process entailed considerable difficulty because of the inherent 

disparities between 1974 NTS reporting requirements and the legal basis in 

the State of Michigan for the allocation and distribution of these funds. 

Initial attempts were made during the course of this study to determine if 

there could be a sound basis for the distribution of these funds based upon 

either adjusted needs or upon a refinement of the present program, budgeting 

and evaluation system for the State of Michigan. It was determined during the 

course of the study that although potentially desirable any allocation scheme 

other than those provided under current public laws of the State of Michigan 

would not represent a realistic basis for the development of the 1990 Plan. 

The first step in the allocation process to the urban areas, small urban 

aggregates and the rest of state was the distribution of General Transportation 

Fund revenue projections to the county road commissions and cities and· villages 

based upon current allocation formulae. After these allocations were made, it 

was necessary to perform a detailed analysis of the entire State to determine 

the portion of the funds which had been allocated to each of the hundreds of 

county road commissions and cities and villages which would be available for 

use within the urban areas defined by the 1990 urban area boundaries as required 

by DOT study reporting requirements. 

The next step consisted of a detailed review of State Trunkline Fund expen, 

ditures and the allocation of the State Trunl<1ine Funds over the eighteen year 

period to individual urbanized areas and to the rest of state. This was 

based upon an examination of the major State Trtmkl ine projects to be compi 

during the study time period. 

The final step in the allocation process consisted of the allocation of 

these projected funds by functional classification. 
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This a'llocation process entailed considev·able uncertainty for two primai"y 

reasons. First of all, the DOT 1974 NTS requirements provided that the 1990 

Plan be developed prior to the "1980 Progl"am. Curl'ent state highway planning 

was available in considerable detail, with Y'espect to pY'incipal projects to be 

performed dui"ing the 1972-1990 t"ime pei"iod for each of the three highway pi"o

gl'am jurisdictions in most urban areas and for the rest of state. However, 

because of the 1 itera11y thousands o,f highway construction projects to be under

taken in the short range program, it was not possible to make a project by 

project evaluation for the 1990 Plan development. Thus, the allocation of 

non-Interstate funds between geographic ai"eas for the 1990 Plan was developed 

on an historical basis. 

Table 2.4.2.6 shows the resulting distribution of the 10.4 billion 

dollars available for highway capital costs bet~Jeen ur·b<m areas by functional 

classification. These allocations were utilized as the basis for the develop·

ment of the 1990 highway Plan. 

2.4.2.2 1990 Highway Needs 

The 1990 Needs for highways, as developed for the 1972 National Transpor

tation Study, are believed by the State of Michigan to form the only realistic 

basis for the evaluation of the 1990 Plan from the standpoint of existing State 

ti"ansportation planning goals and policies. 

The 1990 Highway Needs were developed based upon the 1972 Study results 

at the most highly aggregated level by a thi"ee step process. The first portion 

of this consisted of obtaining computer printouts of the 1990 Needs by urban 

area and by functional classification. This included the development of cost, 

physical state, and performance data. The second step of the process consisted 
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Ann Arbor 

Bay City 

Detroit 

f1 int 

Grand Rapids 

Jackson 

Kalamazoo 

lansinq 
~ 

Muskegon 

Saginaw 

South Bend . 

Toledo 
Sub Tota 1 

Small Urban A 

1 
Smail Urban B 

I Rest of State J --- ·-·~ -.. -_-. ·-
! 
j 
I Tot0.·1 , 
-~ --

TABLE 2.4.2.6 

DISTRIBUTION OF FUNDS 

1990 PLAN 

(thousands of dollars) 
Principal Minor 

Interstate Arterial Arterial 

30 433 74 999 8 241 

8,322 31,964 9,062 

768,692 1,730,630 288,679 

~ 102,866 149,725 28,450 

32,369 121 ,923 72,371 

8,210 29,305 10,957 

15 '150 71 ,470 13,820 

19,576 112,607 27,774 

2,301 46,426 ·18,250 

53,215 25,339 10,202 

17,863 940 

6,976 10,369 
1 ,041 '134 2,419,227 499,115 

35 560 180 758 26 308 

45.932 128 116 40 222 

I 424 432 1 _ _,_359' 1_()8 1 ··- 676_,4?1 
~-~ 

11 ,547_~Q58 
I 

J ~~ ,242 .._ 1_26 -4,087,209 

Collectors Sub-Total Local Total 

1 545 ll<;~?lA '<~ '<L!C 1 <>n ~ ""7 

2,012 51 ,360 1"3,531 64,891 

63,852 2,851,853 890,635 3,742,488 

4,417 285,458 120,887 406,345 

.20,432 247,095 102,987 350,082 

4,383 52,855 17' 996 70,851 

4,605 105,045 34,899 139,944 

5,757 165,714 74,817 240,531 
--

5,493 72;470 37,113 109,583 

3,279 92,035 50,892 142' 927 

582 19,385 19,186 38,571 

2,571 19,916 8,948 28,864 
1113,928 4,078,404 1 ,407,240 5,485,644 

26 305 268 931 ]16~ Ql!!l 185.879 

8 937 223 207 106 767 329 974 

583,888 3,043,909 1 152..825 4 ,199_,1_3~4__ 

738,058 7,614,451 __ 2_,786, 780 ;1 o A.Ql ,211.· 



of adjusting these needs to reflect projects reported in the Needs which had 

been completed since the 1972 Study. Table 2.4.2.7 shows the unadjusted 

1990 Needs. The third step of the process consisted of adjusting these Needs, 

which had been reported in the 1969 base year dollars, for two factors. First of 

all, the 1969 base year dollars were converted to 1971 base year dollars re

quired for 1974 NTS reporting purposes. Secondly, the capital costs of these 

Needs were adjusted per NTS assumptions with respect to anticipated changes in 

; relevant construction cost and right-of-way acquisition cost indices. 

Table 2.4.2.8 presents a state summary of the capital costs required to 

meet 1990 Needs after requisite adjustments have been made. This table shows 

the capital cost req-uirements on a geographic basis and on the basis of high

way functional classification. For purposes of later comparisons, Table 

2.4.2.9 presents these costs on the basis of expenditure category, and 

Table 2.4.2.10 shows these costs on a per capita basis. 

Clearly, the 10.4 billion dollars in funding projected to be available 

during the reporting period is insufficient to meet the 43.7 billion dollars 

of highway Needs in Michigan in the 1972-1990 time period. The adjusted 

distribution of funds available for the 1990 Plan is shown in Table 2.4.2.11. 

Based upon this distribution of 1990 Plan funds, Table 2.4.2.12 shows a 

summary of the Needs which can be retired during the 1912~1990 time period 

utilizing the available funding. This table shows that only 8.2 billion dollars 

of the total 43.7 billion dollars of Needs can be retired utilizing available 

funding. The 8.1 billion dollars of Needs retired is less than the 10.4 billion 

dollars available for highway construction because of adjustments made in the 

Needs to reflect construction cost indice changes with respect to general 

inflation over this time period. Table 2.4.2.13 shows a summary of the percent 

needs retired over the time period. This table shows that, with the funding 
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Ann Arbor 

Bay City 

Detroit 
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Grand Rapids 

Jackson 

Kalamazoo 

lansinq 
~ 
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Saginaw 

South Bend 

Toledo 
·.Sub-Total 
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-~ 

---~---

~ Total I --- ----

TABLE 2.4.2.7 

1990 NEEDS 
1971 Dollars 

(thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial 

30 657 256 896 58 525 

16,532 51,638 32,185 

891,954 5_,258 ,573 1,829,983 

-140,084 551,585 209,938 

31,452 154,739 155,882 

8,614 57' 170 36,660 

10,175 218,180 78,850 

31,856 237,334 110,475 

2,938 68,414 44,311 

70,281 126,149 49,200 

33,808 3,217 

n, 195 24,428 

1 ,234,543 7,025,681 2,633,654 
41 ,568 394,933 83 361 

13,566 312,591 170 315 

! 
' 341,536 1,_995,~_5§_ t-1,453,2~2 
t ,, 

h ~213 " 9 7~8 A "'40 582 1~--" . ·I 9 E £. __ , _ _ __ 7 s-_,)_2.... __ 
--~---

Collectors Sub-Total local Total 

15,230 _3fil.3flR ~50 732 512 040 

11,705 112_,060 116672 228 732 

747,467 8,727,977 2_,_977_,007 1 704 984 

45,621 947,228 41 0_,_259 1_,_357 487 

46,287 388,360 358,563 746 923 

9,735 112,179 92,067 204,246 

19 '129 326,334 169,173 495,507 

23,833 403,498 205,809 609,~QZ_ 

16,799 132,462 147,937 380,399 

15,586 261 ,216 13i',462 398,678 

3,713 40,738 25,572 66,310 

13,225 48,848 50,312 99,160 

968,330 11 ,862,208 4,841,565 16,703,773 
114 013 63h875 801L47f'i 1 A":lQ ~<;r 

3l.h705 595,177 _All._l_86_ ~ .!!_6.8_,.3.6.3 

1 948,760 5 738 90_3_ l4_ ,.9_7 5_, Q52_ _OJ.U.9.55 

~ '5 f'l~Q nns 
_i; ~ :7 'J.-··J; ..,. C; CU 1_~,8~Q. 163__] 1_,_094 228_ !a.9.24,44J_ 



Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

oi-ltlLE <::.<t.2.b 

1990 NEEDS CAPITAL COSTS 

Adjusted 
(Thousands of Dollars) 

Principal Minor 
Interstate Arterial Arterial 

40,498 377,943 91__,_967 

21,839 70,770 45,672 

1,088,943 7,498,298 2,775,189 

170,684 792,937 323,450 

39,117 209,337 244,953 

Collectors Sub-Total local Total 

23_,_687 534 095 186.16( 720.:?<;<; 

18,435 156 716 

1,175,184 12537614 468878€7226400 

71,682 1,358 753 646 158 2 004 911 

70,869 564,276 564 737 1 129 013 

Jackson · 11,379 81,571 55,813 15,021 163,784 145,005 308 789 
~~~~----------------+-~~~~--~~~--~~~~--~~{---~~~t-~~~~~~q 

Kalamazoo 13,441 295,400 117,308 29,977 456,126 266,447 722,573 

~-=l~an"""s'-'-i :.:..ng,_ __________ +-__ 4_2_ '-' 0_8_2 --+--329, 593 167,454- 37,267 57 6, 396 324, 149 900, §_I]§_ 

Muskegon 3,881 96,639 69,454 26,357 196,331 233,001 429,332 

Saqinaw 86,253 172,424 76,093 24,429 359,199 216,502 575,701 
! 

South Bend 48,323 4,695 5,848 58,866 40,2761 99,142 

Toledo 17,056 i 38,474 20,829 76,359 79,2421 155,601 

Sma11 Urban A 51,062 553,430 128,018 179,383 911,893 1,267,049 2,178,942 

Sma 11 Urban B 95,274 437,044 265,709 60,570 858,597 745,268 1,603,865 

1 
I T_OTA_L~ 

Rest of sta.te 4-25,097 2,539,248 1,862,964 2,601,264 7,428,573 7,835,707 15,264,28( 
~- r- --~-------1 

----------- ~ 1,08~~-~-- 13~_5:;-01~ - 6,-~~67~2}3 J __ 4_,3_6_0_,8_0_2__,_ ___ 2_6_~237 ,578_117 ,422,24~43,_659,8~~ 



1 ,_. 
..... 
00 

' 

' 
I 
l 
I 
' ' ' l 
I 
' ~ 

Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kaiamazoo 

Lansing 

r'1Usl<egon 

Saginaw 

South Bend 

Toledo 

Small Urban A 

Small Urban B 

Rest of State 
~=.- .. --,~~~--

TABLE 2.4.2.9 

CAPITAL COSTS - 1990 NEEDS 
(Thousands of dollars) 

CONSTR CONSTR 
NEW & MODIF 

R.O.W. LOCA EXIST LOCA 

248,704 74,929 296,542 

46,895 -52,785 140 013 

5 141 924 3,258,781 5,590,816 

585,953 338,268 704,842 

77,329 105,901 680,497 

47,719 38,896 135,929 

131,335 191 '693 213,442 

167,443 170,622 361,145 

56,954 48,576 212 793 

95,915 122,795 231,165 

23,800 28,927 . 23,045 . 

4,826 4,221 100,269 

358 724 ?42 •. 880 956._.075 -
257,691 191.684 771.829 

b, 145,015 
. 

4,275,862 6_.,600_,_281 

I 
J:-: .-.,,.-"n • ?_, In "fir ·'"~ '7 f'lHLhA-::t __ . JO -.o.dH2.-L-..J.;t_. I ··-~-b{J,_,.~--- -1 , 

=-7>''<'"-=----=-~·-r.~ . ..-"'~-~=~------~==-=""·- -~~- • 

. 

. 

OTHER 
CONTROL 

14,405 

6.016 

324 287 

37,309 

20,142 

5,550 

13,301 

16,612 

7 581 

. 10 579 

1,809 

2,770 

10 n~~ 

111,1!311 

67 3?7 

I 

-

OTHER 
COSTS 

100~080 

61.118 

2,222,825 

236 378 

143,390 

54,946 

128,592 

131,368 

60.717 

79.095 

14 676 

. 29~181 

347 776 

??1. 7QA 

.. 1 .1!44 329 

5.6.1,,1_~ 

TOTAL 
CAPITAL 

COSTS 

734 660 

306.827 

6.538 633 

~02_,750 

1 f)27 ,259 

283,040 

678,363 

847,190 

386.621 

5~ 549 

92.257 

lAJ 26i' 

L9?LJ. .510 

11 ll~7 ll'l? 

13 !'i::l2 814 

-

EILN3. 172 
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TABLE 2.4.2.10 

CAPITAL COST PER CAPITA - 1990 NEEDS 
(Thousands of dollars) 

Ann Arbor 

Bav Citv 

Detroit 

Flint 
. 

Grand Rapids 

Jackson 

Kalamazoo 

Lansing 

Muskegon 

Saginaw 

South Bend 

Toledo 

Small Urban A 

Sma 11 Urban B 

Rest of State I 

TOTAL 
CAP COSTS/ 

CAPITA 

3 113 

2 950 

3 051 

3 447 

2,122 

2,748 

3,443 

2,575 

2,762 

2,916 

2,428 

3,139 

3 525 

3_,_260 

8,453 

l 

TOTAL 
CAP COSTS/ 

VMT 

0.49 

0.59 

0.46 

0.53 

0.40 

0.41 

0.51 

0.37 

0.43 

0.50 

0.63 

0.88 

0_. 94 

0.57 

0.39 - I 

TOTAL 
CAP/COSTS 

PMT 

_l:U_5 

0 35 

0.33 

0.35 

0.27 

0.27 

0.42 

0.26 

0.28 

0.33 

0.39 

0.49 

0.55 

0.34 

0.18 

I 

I 

! 

I 

I 
I 

I 
! 

J 
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Detroit 
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Muskeqon 
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TABLE 2.4.2.11 

ADJUSTED DISTRIBUTION OF FUNDS 
(Thousands of dollars) 

1990 PLAN 

Principal Minor 
Interstate Arterial Arterial 

30,433 74,999 8 241 

8,322 31 ,964 9,062 

843,391 1,730,630 288,679 

. 142,112 149,725 28,450 

32,369 121 ,923 72,371 

8,210 29,305 10,957 

13,441 71 ,470 13,820 

19,576 112,607 27,774 

2,301 46,426 18,250 

53,215 25,339 10,202 

17,863 940 

6,976 10,369 
. 

35,560 180,758 26,308 

45,932 128,116 40,222 

I 312,196 1,359,108 676,481 

Collectors 

1 545 

2,012 

63,852 

4,417 

20,432 

4,383 

4,605 

5,757 

5,493 

3,279 

582 

2,571 

' 

26,305 

8,937 

583,888 
1-- ·-· --------

11 ,242~1_26 -. 738,q58 
I 

14,087,209 
l 
n 9058 ' .• !l ··- -----· -· 

Sub-Total local 

115.2lil 3'i 3L!Q 

51,360 1 j '531 

2,926,552 890,635 

324,704 120,887 

247,095 102,987 

52,855 17,996 

103,336 34,899 

165,714 74;817 

72,470 37' 113 

92,035 5&,892 

19,385 19' 186 

19,916 8,948 

26a,931 116 94R 

223_.207 1 06,1J57 

2,931,673 1, 155,11?~. 

_z,6l~,451 2,786,780 

Total 

1 ~(l ~h7 

64,891 

3,817,187 

445,591 

350,082 

70,851 

138,235 

240,_?1! 

109,583 

142,927 

38,571 

28,864 

3R5.R7CJ 

32CJ.CJ74 

4 ,08£.._11:98_ 

10,4_01 ,2J1 

' !: ., 
l: 
' :-
1 
' i 
I 

I 
I 
I 
! 
! 
I 
I 
I 
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-,-_----- ·TAr 2.4- .2 

SUMMARY OF NEEDS RETIRED 

1990 PLAN 

(thousands of dollars) 

Principal Minor 
Interstate Arterial Arterial Collectors Sub-Total Local Total 

Ann Arbor 23,038 53 809 6 745 1 224 84.B16 26.QQQ 111 .R15 

Bay City 6,299 24,456 6,975 1,660 39,_390 10 319 49 709 

Detroit 630,641 1,272,597 224,797 52,501 2 180,536 681,394 2 861 930 
-

Flint 84,527 109,564 22,587 3,626 220,304 92 485 312 789 

Grand Ri'lpids 26,128 100,694 . 59,561 16,496 202,879 78 821 281 700 

Jackson 6,215 22,070 8,732 3,541 40,558 13,700 54,258 

Kalamazoo 11 ,469 54,420 11 , 019 3,785 80,693 26,663 107,356 

Lansing 14,819 85,833 22,049 4,712 127,413 57,271 184,684 --. 
Muskegon 1,742 34,840 14,956 4,507 56,045 28,395 84,440 

Saginaw 43,517 19,550 8,292 2,695 74,054 38,930 112,984 

South Bend 13,346 m 479 14,536 15,184 29,720 

Toledo 5,812 8,548 2,120 16,480 6,843 23,323 

Sma 11 Urban A 29,018 135 171 21 018 21 657 206 864 89.253 296.117_ 

Sma 11 Urban B 35,530 96,466 32,758 7,307 172 061 81 606 253 66l 

Rest of State 342' 785 1 ,O"Z_'0_?13~ L533 '~96 ! 464,091 2,414 558 924,ZJ6 ~.,31~33~-

Total I - I J _590,491 5 '~1, 18? __ jg, 172' 6391,103 ,82§.._ --- ]_,255_,_~28 ___ .:5,10g_,_914 j_ 982,1_4fl 
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Detroit 
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Jackson 
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lansing 
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Muskegon 
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Toledo 
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Rest of State 
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TABLE 2.4.2.13 
SUMMARY OF NEEDS RETIRED 

1990 PLAN 

(%) 
Principal Minor 

Interstate Arterial Arterial 

75.15 20.95 11.52 

38.10 47.36 21.67 

70.70 24.20 12.28 

60.34 19.86 10.76 

83.07 65.07 38.21 

72.15 38.60 23.82 

112.72 24.94 13.97 

46.52 36.17 19.96 

59.29 50.40 33.75 

61.92 15.50 16.85 

--- 39.48 22.10 

--- 51.92 34.99 

69.81 34.23 25.21 

48.30 30.86 19.23 

100.37 53.84 36.70 
------- +----

~25 31.89 22.62 
'-- . ------'---- -- -- - -----

Collectors Sub-Total Local Total 

. 

8.04 23.47 17.qo 21.83 

14. 18 35.15 8.84 21.73 

7.02 24.98 22.88 24.45 

8.08 23.26 22.54 23.04 

35.64 52.24 21.98 37.71 

36.37 36.15 14.88 26.56 

19.79 24.73 15.76 21.66 

19.77 31.58 27.82- 30.~l-

26.83 42.31 19.19 30.11 

17.29 28.35 28~32 28.33 

12.90 35.68 59.37 44.81 

16.03 33.74 13.60 23.52 
. 

. 

19.00 32.63 11.09 20.58 

18.88 28.91 17.24 23.74 

23.81 42.07 18.58 31 . 16 ---- - ·---------

19.23 31.49 19 0 58 27.08 ___I 
_!_ ----- ---· -

-- --------
·. -- "' 



constraints assumed for the 1990 Plan, that only 27% of Michigan's highway 

Needs can be met. As this table shows, the percent of needs met for the lower 

functional classifications for most geographic areas is considerably smaller. 

For example, local roads would have only 19.6% of the needs met. As was 

previously mentioned, it was assumed that 100% of the local roads new construc

tion costs would be met by private funding sources, however, the very small 

amount of funds available for widening, resurfacing and reconstruction required 

during the time period led to the small total percent of needs met. It will be 

noticed in this table that two of the geographic areas show needs met of some

what over 100%. This apparent anomaly is due to the fact that this table 

reflects the prelimihary allocation of funds presented in the preceding tables, 

and does not reflect minor adjustments which were made in succeeding steps of 

the Plan development as wi 11 be discussed in the succeeding section. 
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2.4.2.3 1990 Plan Development Summary - Highways 

In order to finalize development of the 1990 Plan, it was thus 

necessary to constrain highway needs by available funds, in order that 

physical state data and performance measures reported for the 1990 Plan 

for the 1974 NTS correspond to those which would be realized via the 

expenditure of available funding rather than the funding levels which 

would be necessary to achieve 1990 Needs as reported in the 1972 NTNS. 

The starting point for this analysis was, because of time and resource 

limitations, the 1990 Needs. The first step was the determination of 1990 

needs, by improvement type and by 1990 functional classification, for 

each urban area, small urban aggregates, and the rest of state. The major 

improvement types considered were: 1) new location construction and right

of-way, 2) major widening, 3) minor widening, 4) resurfacing with shoulder, 

5) resurfacing, 6} structures, and 7) reconstruction. For each cell in 

this matrix, needs costs estimates were adjusted to account for increases 

in the FHWA construction cost index and historical increases in right-of

way acquisition costs in order to update the status as of January 1, 1972. 

Adjustments were also made to reflect project completion up to this point. 

After these needs had been updated, percent needs represented by each 

improvement type for each functional classification for each urban area 

were determined. Based upon this distribution of reported needs, funds 

were allocated by improvement type, in accordance with its relationship to 

other needs by improvement type, and final funding allocations by 

functional classification thus developed. 

The 1974 NTS requires that construction costs reported reflect the 

effects of differential changes between consumer price index increases 
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::-



! .. ;! 

J_' 

and construction and right-of-way cost increases. Data furnished by DOT 

for study purposes indicated that this rate was 2% per year increase for 

construction related expenditures. Data developed from Michigan right-of

way acquisition cost data indicated that right-of-way costs have increased 

historically at a rate of 7% per year, or for projection purposes, a 4.6% 

per year increase relative to study general inflation assumptions. 

The inclusion of these cost adjustment factors necessarily requires 

that some assumptions be made with respect to project implementation 

schedules for each improvement. Clearly study time and resource limitations 

did not permit an assessment of each improvement on a project by project 

basis, and the subsequent scheduling of each project. In light of this, it 

seemed that the most reasonable approach available was to segment the 

eighteen year study span and develop several spending profiles which would 

be reflective of improvement spending profiles during each segment. These 

profiles thus developed inherently assume equal rates of activity completion, 

e.g. equal number of miles of new construction annually for a given 

improvement type/functional classification combination. The three segments 

selected are for 1972-1981, 1981-1990 and 1972-1990 time periods. Principal 

project activities were allocated to the appropriate study segment. For 

example, all interstate new construction was assumed to occur during the 

first segment. The assumption of equal annual levels of project activity 

results in a non-linear pattern of annual expenditures, thus compensating 

for the increasing receipt of funds from Federal, Motor Vehicle Highway 

Fund, and local sources. 

The resulting construction profiles were used to adjust expenditures 

based upon funding allocations by improvement type and functional classifi

cation. These adjustments have the net effect of reducing allocated funds 
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to 1971 dollars and 1971 construction cost index values. Thus they are 

directly comparable with the 1971 dollar stated needs, since they reflect 

project costs which would have been incurred were the project completed in 

1971. 

Percent needs met were again recomputed in a manner which reflects 

the true percentage of stated needs which are met by projected funding 

availability in the 1972-1990 time period. 

Adjustments to physical state data have been made on the basis of 

the percentage of change between the needs and the 1972 Inventory which 

can be met by available funding, and thus all 1990 Plan inputs reflect 

the status of the Michigan highway system which would result from 

expenditure of projected funds as stipulated by DOT study requirements. 
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PLAN REFINEMENT 

The Plan developed in the first step of this process was reviewed 

with Transportation Planning Directors or their representatives for each 

of the urban areas. During this series of meetings several anomalies 

were noted and subsequently used as a basis for refinement of the Plan. 

Funding was reallocated, primarily within a given urban area, in 

order to reflect two key considerations. First of all, funds were real

located in order to insure the completion of Michigan's portion of the 

Interstate system. Secondly, from the meetings with the urban areas, 

it was observed that the reduced levels of funding available would 

require considerably more resources for projects of a "stop-gap" nature, 

primarily resurfacing. Funds were thus reallocated, primarily from 

reconstruction, to cover the cost of requisite measures of this type. 

The first step in the reallocation of funds for the Interstate system was 

a calculation of Interstate new construction completion costs based upon 

study assumptions regarding relative price changes in construction and 

right of way acquisition costs. If sufficient funds for Interstate had 

already been allocated to a given urban area and the new location allo

cation was not sufficient, funds were taken from other Interstate improve

ment types and allocated to new location. If this was still not sufficient 

to ensure Interstate completion, the required difference was reallocated 

from other urban or rural areas out of funds allocated for non-new location 

Interstate projects. 
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Thus the reallocation of funds for resurfacing activities allowed 

for meeting an even lower percentage of construction needs which would be 

necessary to adding both mileage and capacity to the system. It was 

therefore necessary to make adjustments in the majority of the physical 

state and design type information by functional classification for each of 

the urban areas as well as the calculation of resulting changes in 

performance measures and capital costs. 

The starting point for the determination of the physical state which 

would be realized in the 1990 Plan was the determination of total mileages 

by 1990 functional classification, and by 1990 design type for non-local 

classifications. The basis of the procedure used for these adjustments 

was first of all a calculation of construction costs on a per mile basis, 

and secondly, information avai 1 able on the needs printout by improvement 

type. The needs printout for new location was assumed to have two 

principal components: (1) the needs required for new location which would 

add mileage to the system, and (2) the needs for major construction 

projects of a relocation nature which would not add mileage to the system. 

Based upon the reallocation of funds to the new location improvement type 

by functional classification, the number of miles which could be added to 

the system based on the needs per mile cost, as adjusted for differential 

price changes, was computed. If the resulting new mileage was greater 

than the new mileage reflected in the difference beb1een the 1972 Inventm"y 

and the 1990 Needs, only that portion of the mileage reported for the 

Needs was added to the system. The remaining funds were assumed to be 

relocation improvements which would add capacity and design type upgrades 

without new mileage. 
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The next step in the adjustment of the physical state was the 

adjustment of capacity miles for Interstate, principal arterials and 

minor arterials. There are four basic improvement types which added 

capacity for the Needs. These are new locat·ion, relocation, major 

widening and reconstruction. Based upon the funding reallocation and the 

assumption that equal construction dollars for each improvement type will 

add equal capacity, the capacity miles were recomputed. Capacity miles 

added by 1990 for the Needs were determined by taking the capacity miles 

for the Needs and subtracting Inventory capacity miles for each of these 

functional classifications. The capacity miles which could be added with 

available funds were determined by factoring these capacity miles by the 

percent of needs met for each improvement type which adds capacity. 

Capacity mile increases due to new location construction were determined 

separately based on standard capacity mile per mile ratios and added to 

capacity mile additions from major widening, etc. 

The next adjustment to be made in the physical state was the deter

mination of annual vehicle hours to be reported for the 1990 Plan. The 

starting point for this analysis was the determination of average speed 

and volume capacity relationships for each functional classification. 

Average speed, by functional classification, was determined for the 

Inventory and for the Needs by dividing annual vehicle miles by annual 

vehicle hours reported. In addition, volume capacity ratio estimates 

were derived for (a) the Inventory, (b) the Needs, (c) an assumption of 

no capacity improvement, and (d) the 1990 Plan. These ratios were 

obtained by dividing annual vehicle miles by capacity miles. While 

this ratio does not represent the actual volume capacity ratio since it 
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is not based on one way peak hour estimates of vehicle miles and directional 

splits, it is nevertheless indicative of relative percentage changes in the 

volume capacity ratio based upon a constant relationship between the per

centage of annual vehicle miles and peak hour one way vehicle miles. 

It was assumed that vehicle mile assignments by functional classifi

cation (but not by design type) would remain valid for both the Needs and 

the 1990 Plan since vehicle mile estimates were presumably based upon an 

assignment of projected 1990 trips in each urban area and the resulting 

assignment of these trips to a highway network which was substantially the 

same in terms of location for both the Needs and the Plan. 

A comparison of the volume capacity estimates was made and resulting 

average speeds by functional classif·ication was determined. For example, 

if the volume capacity estimate for the Plan was substantially the same 

as that for the Needs, the average speed as determined from the Needs was 

used for the Plan. If the volume capacity relationship for the Plan was 

closer to that reported in the Inventory, the average speed as determined 

from the Inventory was used for the Plan. If the volume capacity estimate 

for the Plan approached the serious degradation represented by no capacity 

improvements by 1990 (i.e. 1990 projected vehicle miles/1972 capacity), a 

downward adjustment in the average speed was made for the given functional 

classification. Volume capacity estimates could not be made for collectors 

and local roads with information available in the Plan and the Needs. 

Since the majority of all new local road mileage was assumed to be completed 

by 1990 amd there was very 1 i ttl e capacity related improvement reported in 

the Needs for local roads, average local road speeds remained constant from 

the Needs to the Plan. 
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Average speed for collectors for the 1990 Plan were based upon a 

comparison of average speeds in the Inventory and in the Needs vis a vis 

average percent completion of collector Needs which were related to capacity 

improvements for this functional classification. 

After the determination of average speeds by functional classification 

for the 1990 Plan, vehicle hours for the plan were calculated by dividing 

the annual vehicle miles by the adjusted average speed for each functional 

classification. 

The next step in the refinement of the 1990 Plan was to make all 

requisite changes necessary for reporting mileage, vehicle miles, vehicle 

hours and capacity miles by 1990 design type for non-local functional 

classifications. The starting point for this analysis was the reporting 

by design type for the 1972 Inventory. New mileages added by functional 

classification in the Plan as previously determined were assigned to the 

appropriate 1990 design type. It was assumed that, if possible, all 

freeway mileage would be completed. Thus, all Interstate new location 

was assigned to freeways and remaining freeway mileage obtained from 

principal arterials. The remaining new location arterials were assigned 

to the four or more lane category. Collectors were assigned to the less 

than four lane category. In addition to design type changes resulting 

from new construction, it was recognized that many of the projects reported 

in the Needs were oriented toward upgrading existing principal and minor 

arterials from less than four lanes to four or more lanes. The starting 

point for the determination of these upgraded mileages was the printout 

of Needs by improvement type. From this printout it was possible to 

determine upgrading reflected in the Needs by design type for reconstruction, 
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major widening and relocation improvements. The number of miles to be 

upgraded to four or more lanes from relocation projects, if any, was 

calculated by using average per mile costs reported in the Needs and 

assigning the remainder of new location funds after all new location was 

completed to retiring relocation Needs. The number of miles to be upgraded 

in major widening and reconstruction projects for principal and minor 

arterials was determined from the number of miles of upgrading represented 

in the Needs factored by the needs which could be met with the allocation 

of available funding for these functional classifications .and improvement 

types. The 1990 Plan mileage by design type was then computed by taking 

the net additions since 1972 for freeways and other four or more lane 

roads and subtracting from the less than four lane category upgraded 

mileage. 

Vehicle mile assignments by 1990 design type were determined by 

factoring 1990 vehicle mile projections by the ratio of 1990 Plan to 1990 

Needs mileages. Vehicle hours by design type for the Plan were determined 

by assigning all Interstate vehicle hours to freeways and by determining 

the number of other principal arterial vehicle hours assignable to freeways. 

Vehicle hours for other four or more lanes roads were determined by 

dividing the number of vehicle miles assigned to this design type by the 

average speed for other principal arterials which was determined in a 

manner previously discussed. Remaining vehicle hours for non-local 

functional classifications were assigned to the less than four lane categm'' 

Freeway capacity miles were determined by adding Interstate capacity miles 

for the Plan to the number of capacity miles of other principal arterials 

included in the freeway category. It was assumed that all principal 
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arterial capacity improvements were made with freeway capacity improvements 

receiving the highest priority. Thus, in most cases where 1990 Needs 

freeway mileage could be completed with available funding, the funding was 

also sufficient to cover capacity additions on other principal arterial 

freeways. Therefore, the majority of capacity miles which could not be 

added in the 1990. Plan were due to unavailability of funding for projects 

such as Interstate major widening. 

1990 Plan Performance Measures 

The adjustments in the physical state data to be reported for the 1990 

Plan required that the many of the performance measures (Items 7-20} be 

recalculated to reflect the Plan physical state rather than the 1990 Needs. 

It was assumed that the changes for the Plan would not result in any changes 

in car occupancy factors, average trip lengths, or passenger trips since 
--------~~-- ---~-

these were based upon 0-D trip assignments and other studies performed 

for each urbanized area and the rest of the state. 

Items which were recomputed for the Plan include freeway capacity miles 

per capita, freeway capacity miles per square mile, freeway vehicle miles 

per capita, vehicle miles/vehicle hours and percent arterial vehicle miles 

on freeways. Each of these items was recomputed per DOT instructions 

contained in Manual II. It was also necessary to recompute freeway vehicle 

miles/freeway capacity miles for each of the urban areas and for the rest 

of state. This was done by assuming that there would be no change between 

the peak hour one way vehicle miles and total annual vehicle miles between 

the Needs and the Plan. The computational procedure was as follows: 
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Let: 

Then: 

V/C = freeway volume capacity ratio determined for Needs n. 

V/Cp = freeway volume capacity ratio for Plan 

R = peak hour one way freeway vehicle miles/average annual 
vehicle miles for Needs 

CMn = Needs capacity miles 

VMn = Needs freeway annual vehicle miles 

CMp = Plan freeway capacity miles 

VMP = Plan freeway annual vehicle miles 

and thus: 
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The resulting 1990 Plan volume capacity ratios for the urban areas 

in many cases shows a serious degradation of highway system performance 

occurring between 1972 and 1990. This is due predominantly, of course, 

to the lack of capability to fund projects which would add needed 

capacity to the arterial functional classification. 

Because of the increased congestion resulting from the 1990 Plan, it 

was assumed that annual injury and fatality rates per 100 million vehicle 

miles would be increased by 5% over the rates projected for the 1990 Needs. 

Because of the nature of the 1974 NTS reporting requirements for pollutants 

(CO, NOx, HC), it was decided that the primary parameters for pollutant 

calculations were vehicle age distributions and other factors related to 

annual vehicle miles. Effects due to slight variations in average vehicle 

speed would not significantly affect pollutant calculations. Hence, 

pollutants reported for the 1990 Needs as developed by procedures 

documented elsewhere, were used for the Plan. 

Capital Costs 

Capital costs were reported as a total for each of the five functional 

classifications. These capital costs are exactly equal to the funding 

allocation by functional classification, since it is assumed that each 

dollar allocated will be spent. Federal aid eligible costs for the Plan 

were assumed to be all costs for non-local functional classifications 

which would be incurred for all improvements except resurfacing. It is to 

be noted that this NTS data item does not represent Federal Aid which 

would be received but rather the total of all projects whose costs would 

be eligible for some form of Federal Aid. 

---- -----11 



In addition, capital costs were to be reported for the total capital 

costs over all functional classifications broken into five categories: 

right of way, new location construction, existing location construction 

modification, and other existing location capital costs. In addition, 

traffic control capital costs were to be reported separately, however, data 

on traffic control costs for non-local functional classifications was not 

available. Right of way capital costs were developed as previously 

discussed, taking into account relative changes between right of way 

acquisition costs and the consumer price index. New location construction 

costs were obtained from previously described funding allocations to new 

location construction less right of way acquisition costs. Existing 

location improvements were split between construction and modification and 

other costs in the same manner that these costs were distributed for the 

1990 Needs. 

Maintenance and administrative costs were developed for non-local 

functional classifications on a per mile cost basis for the 1990 Needs. 

These costs were adjusted to account for three factors. First of all, 

they were adjusted to account for the increase in maintenance costs in 

1971 dollars from the 1969 dollar figure developed for the Needs. 

Secondly, they were adjusted for differential increases in maintenance costs 

of 0.9% per year as described in Manual II. Thirdly, they were adjusted fm· 

Needs mileages which could not be funded under the 1990 Plan. Local roarl 

maintenance costs were developed based upon 1971 per mile local road main

tenance expenditures as reported in the annual report. These per mile 

costs were then extended to a total by using the 1990 Plan local road 

mileages. The resulting total local road maintenance and administrative 
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costs were then adjusted for differential maintenance cost/CPI changes 

for the year 1989. For each urban area local and non-local functional 

classification maintenance and administrative costs were added. As described 

in a previous section, it was recognized that the reduced funding available 

for the 1990 Plan would result in increases in required maintenance 

activity. Consistent wHh the assumption used in the projection of funds 

available for capital costs fl'1om state and local sources, resulting 

maintenance and administrative costs were increased by 10% for each urban 

area. The state total for maintenance and administration costs for all 

functional classifications amounted to approximately 1/16 of the total 

projected state funds for 1972 to 1990 available for covering administrative 

and maintenance costs. With the assumed year by year profile of gas tax 

revenues, this amount is almost exactly the projected figure for 1989, and 

thus the reasonableness of 1989 maintenance and administration costs for 

highways is totally consistent with 1990 Plan funding projections. 

Capital cost ratios (Items 40-42) were computed per Manual II instructions. 

Appendix S shows the detailed set of calculations utilized in the 

development of the 1990 Plan for each of the individual urban areas, small 

urban aggregates and rest of state. 
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2-4.2.4 1990 Highway Plan Cost, Physical State and Performance 

Table 2-4.2.14 shows the mileages which would be added to Michigan's 

highway system with implementation of the 1990 Plan and a comparison of these 

new mileages in terms of the percentage increase in mileage and in terms of 

a comparison with the 1990 Needs. As this table shows, the reduced funding 

available for highway construction during the period results in a considerable 

short-fall with respect to needed new mileage for arterials and collectors. 

Table 2-4.2.15 shows capacity miles which would be added to the State's 

highway system for the arterial functional classifications upon implementation 

of the 1990 Plan. This table depicts these increases in capacity miles resulting 

from Plan implementation for both urban areas and for the rest of state. While 

these.percentage increases would appear to be fairly substantial during the 

time period, they fall far short of projected percentage increases in vehicle 

miles for 1990 as shown in Table 2-4.2.'16. 

Table 2-4.2.16 summarizes projected 1990 vehicle miles for each functional 

classification and shows the distribution of these projected increases between 

urban areas and the rest of state. Comparisons between this table and the 

preceding table highlight the possibility of reduced system performance in 1990 

under the funding constraints imposed on the development of the 1990 Plan. 

Thus for example, in urban areas, Interstate volume is projected to increase 

by·126%, while the capacity for the Interstate system would be increased only 

approximately 30% under the 1990 Plan. Another area of potentially great shor·t>, 

fall with respect to capacity could be on principal arterials utilized fo>" 

intercity traffic. For this functional classification, funding available per~ 

mitted only a 46% increase in capacity, while extremely large increases are 

anticipated in traffic volumes on these roads. It is to be noted here that 

the capacity mile projections shown in Table 2-4.2.15 includes capacity to 

be added to the system through new highway construction during the period. 
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Interstate 

_, :-

Principal Arterial 

Minor Arterial 

Collectors 

Local 

TABLE 2.4.2. 14 

INCREASES IN TOTAL MILES 
1990 PLAN 

1990 Plan 
New Miles % Increase 

182 18.4 

922 27.1 

434 5.8 

157 1.0 

10,273 13.5 
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1990 
Needs. 

New Miles 
182 

1,451 

450 

242 

10,273 



TABLE 2. 4.1.15 

1990 CAPACITY MILES 

(thousands) 

Urban Rural 

Functional 1990 Increase % 1990 Increase % 
Classification Capacity Miles from 1972 · Increase Capacity Miles from 1972 Increase 

I 
Interstate 1962.1 449.1 29.7 2601.4 389.4 17.6 ,_. ..,. 

0 • 

Principal Arterial 3556.6 599.6 20.3 5939.9 1860.9 45.6 

Minor Arterial 2717.3 436.3 19. l 4079.7 723.7 21.6 

; 
i 

--~ 



TABLE 2.4.2.16 

1990 VEHICLE MILES 

( 1 00 mi 11 i ons) 

URBAN RURAl 

Functional 1990 Increase % 1990 Increase % 
Classification Vehicle Miles from 1972 Increase Vehicle Miles from 1972 Increase 

l 
>-' Interstate 110.6 61.7 126.2 55.3 27.5 98.9 ..,. 
>-' 
I 

Principal Arterial 234.3 86.4 58.4 80.8 59.2 274.1 

Minor Arterial 116.0 29.7 34.4 74.6 29.4 65.0 

Collectors 40.5 8.9 28.2 93.2 21.9 30.7 

Local 48.9 10.2 26.4 46.6 9.7 26.3 



Table 2.4.2.17 summarizes highway related pollutants developed for 

the 1990 Plan. These pollutant levels are considerably reduced in all respects 

from those levels of the 1972 Inventory. These effects are primarily due to 

anticipated decreases in vehicle exhaust emissions on a vehicle mile basis for 

later model year cars and trucks. 

Table 2.4.2.18 summarizes anticipated highway related fatalities and 

injuries for the 1990 Plan. Increases are noted in total fatalities and 

injuries, due primarily to projected increases in total annual vehicle miles 

for the State's highway system. Reduction in per vehicle mile statistics 

are noted due to anticipated safety features of newer model cars and benefits 

of State highway safety programs. 

Total annual costs for the 1990 Plan for maintenance and operation of the 

State Highway System during calendar year 1989 were 486 million dollars. 

Table 2.4.2.19 shows the total capital costs on a per capita, per vehicle 

mile, and per passenger mile basis for each geographic area in the State, as 

well as an annualized value for these per capita capital costs. 
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I Oxides of Nitrogen ,_. ..,. 
w 
I 

Hydrocarbons 

Carbon Monoxide 

TABLE 2. 4. 2. 17 

SUMMARY OF HIGHHAY RELATED POLLUTANTS 

1990 PLAN 

Pounds Pounds/ 
(millions) vr-rr 

517 .0057 

166 .0018 

933 .0104 

Pounds/ Pounds/ 
PMT Capita 

.0040 49.7 

• 0012 16.0 

.0070 89.7 



TABLE 2.4.2. 18 

SUMMARY OF. HIGHWAY RELATED FATALITIES & INJURIES 

1990 PLAN 

Urban Rural 

I Fatalities 
>-' 

- Tota 1 1,890 1 ,589 
..,_ .,. 
I 

- per 1OOM VMT 3.43 4.53 

Injuries - Total 118,881 92,513 

- per lOOM VMT 216.02 263.95 



Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo ' 

Lansing 
. 

Muskegon 

Saginaw 

South Bend 

Toledo 

Sma 11 Urban A 

Small Urban B 

Rest of State 

TABLE 2.4.2. 19 

CAPITAL COST PER CAPITA - 1990 PLAN 

. 

TOTAL 
CAP COST/ 

CAPITA 
(dollars) 

638.0 

623.9 

704.3 

807.2 

723.3 

687.9 

701.7 

731.1 

782.8 

772.6 

1,015.0 

64l.Ll 

69l,.S 

722.0 

2,553.09 I 

TOTAL TOTAL ANNUALIZED 
CAP COST/ CAP COSTS/ COST/ 

VMT PMT CAPITA 

0.10 0.07 <<; Ill! 

0.12 0.07 <II e;e; 

0.11 0.08 <Q .1< 

0.12 0.08 44.R4 

0.14 _o_._og 11.n 1l'! 

0.10 0.07 <~.?? 

0.10 0.09 38.98 

0.11 0.08 40.62 

0.12 0.08 43.49 

0.13 0.09 42.92 

0.26 0.16 56.39 

0.18 0.12 35.63 

__Q,J q _n ~! 38.4/ 

0.13 0.08 40.11 
! 

0.12 0.06 1141.84 

I 

I 



2-4.3 URBAN PUBLIC TRANSPORTATION 

This section describes the transit systems in the 10 major urban areas 

in Michigan and those portions of the State which are included in urban 

areas of other states, namely: 

o South Bend, Indiana 
o Toledo, Ohio . 

It is not possible to discuss this as a State Urban Transit System, 

but rather as a set of individual systems operating within the State. 

Thus, each urban area will be dealt with separately. Exhibit 2-4.3.1 pre

sents those physical and performance measures of each urban area which best 

describe the system in operational terms. 

o Ann Arbor: Two kinds of service will be provided: 

o Fixed Route - Fixed Schedule Express Service 
o Demand Responsive Feeder and Local Service 

(see 2.4.5 for description) 

The Express Service will have 25 medium sized buses on 250 route miles. 

About 90% of the population and 70% of the jobs will have access to the en-

tire DAR-Line haul service. Line service will operate on 15-minute head

ways. The Dial~A-Ride buses will provide the collector-distributor service. 

Trip cost will be 25 cents, with free transfers between DAR and Li n.e Service. 

o Bay City: The system will have 19 medium sized buses operating 

on 30 miles of street. During the peak, the buses will operate on 30-min

ute headways and provide access to about 90% of the jobs. About 3/4 of 

the population will have access to bus service. 

o Detroit: The 7,100 miles of bus routes will be augmented by 

225 miles of rapid rail service. Between the bus and rail service, nearly 

the entire Detroit area will have good access to both jobs and residences; 
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both will be operating on short headways. The average fare will be about 

30 cents for bus and about 45 cents for rail. 

o Flint: Service will be provided to about 60% of the population 

and 2/3 of the jobs with 142 buses operating at about 17-minute headways. 

Street miles covered will be 260. Average fare will be 50 cents. 

o Grand Rapids: In order to increase transit usage, 615 buses 

l', (40-passenger) will operate on 400 street miles and 1,000 route miles. 

Almost the entire population and job market will have access. The buses 

will operate on 5-minute headways. Fare will be 35 cents. 

o Jackson: Transit rerouting will increase access for the popu-

lation. Otherwise, the levels of service will be the same as 1972. 

o Kalamazoo: The level of service will be increased to provide 

access to nearly 100% of the area. The service will include 122 large 

buses operating on about 120 street miles and 400 route miles with 20-

minute headways. Average fare will be 25 cents. 

o Lansing: Service will be provided by 173 buses on 465 miles of 

street and road. During peak hours, headways will be 10 minutes. About 

80% of the population and jobs will have access. Fare will be 25 cents. 

o Muskegon-Muskegon Heights: Service will be provided with 50 small 

(20-passenger) buses on about 40 miles of street. Access will be available 

to about 40% of the population and 85% of the jobs. The average fare will 

be 35 cents. 

o Saginaw: The City will have 16 medium buses operating on 30 street 

miles serving about 90% of the population and 95% of the jobs at headway 

of about 20 minutes during the peak. Average fare will be 30 cents. 
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o South Bend: The Niles, Michigan, area will have 16 vehicles 

operating on 20 street miles providing service to almost the entire popu

lation and about 1/2 of the jobs. Average fare will be 35 cents. 

o Toledo: The Toledo area, including those parts in Michigan, 

will have a dual mode transit system operating on fixed guideways and local 

streets. Length of the Michigan service will be 22 miles of route. Ser

vice will be provided by ninety, 40-passenger vehicles at 7-minute peak-

hour headways. The average trip length will be about 15 miles at a 

15 cents fare. 
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EXHIBIT 2-4.3.1 
1990 PLAN - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT 

Annual Transit Ac- Average ' 
Pas- cessibi1 it:[ Peak Hour 

senger % Within 1/4 Performance 
Mile Mile of Route Oper- Aver-

Miles Miles Vehicles Per Pop- Em- ating Head- age 
of of Avg Avg Seat u1a- ploy- S[!eed wa* Fare 

AREA NAME Route Line .No. Age Seats Mi1e tion ment MPH MI Cents 
' 

ANN ARBOR 250 250 25 7 30 0.10 90 70 15 15.0 25 

BAY CITY 72 30 14 HL 28 0.16 75 90 15 30.0 55 

DETROIT 7,105 3,400 3,000 6 46 0.20 89 94 15 10.3 28 

FLINT 531 260 142 5 34 0.30 58 78 14 17.0 50 

GRAND RAPIDS 1,020 400 615 8 40 0.05 I 90 95 15 5.0 35 
I 

JACKSON 36 18 12 7 33 0.13 75 75 12 30.0 30 

KALAMAZOO 410 118 122 6 45 0.14 95 90 15 20.0 25 

LANSING 930 465 173 7 39 0.34 80 80 12 10.0 25 

MUSKEGON 
Musk/Heights 82 40 50 7 20 0.05 40 85 15 30.0 35 

SAGINAW 120 30 16 4 31 0.33 87 95 15 20.0 30 

SOUTH BEND 32 20 16 5 18 0.42 95 50 20 30.0 35 

TOLEDO - - - - - - - - - - -
STATE TOTAL 10 588 5.031 4,185 I 6 43 0,14 82 89 14 11.0 29 
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2-4.4 AIRPORTS 

The projections of aviation activity and development criteria used in 

the 1990 Plan correspond with the Long Range development period in the Mich

igan Airport System Plan. As this Long Range period uses 1990 as a base, 

the data is homogeneous with requirements for the 1990 Plan. Exhibit 2-4.4.1 

presents a tabulation of significant parameters with respect to the 1990 Air

port Plan. 

Operations 

In 1990, total aviation operations are projected to reach 12.7 million 

(Exhibit 2-6.3.1). This represents an increase of 148 percent as compared to 

recorded operations for the 1971 Inventory. General aviation accounts for 

12 million or 94 percent of total operations and is an increase of 150 percent. 

Air carrier operations are projected to reach approximately .7 million in 1990, 

which is an increase of 107 percent over the Inventory data. 

Examining state-wide distribution of operations, it is noted that over 

half the general aviation operation will originate from urban areas. 

Additionally, the urban areas will generate 81 percent of total state 

air carrier operations. The projected operations for the Detroit area account 

for 58 percent of the total for the state and 72 percent of those originating 

in the urban areas. 

Enplaned Passengers 

By 1990, enplaned passengers are projected to reach approximately 22.6 

million, an increase of 255 percent (Exhibit 2-6.3.2). Of this total, air 

carrier enplanements will represent 67 percent equaling 15 million. 
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A review of the state-wide distribution of enplanements is as follows: 

the urban areas are projected to generate 14 million or 93 percent of air 

carrier enplanements. Detroit is projected to generate 12 million enplane

ments, which is 80 percent of the state total and 86 percent of the urban 

total. Although Small Urban areas and the Rest of State area represent a 

small portion of the total enplanements, an increase of 373 percent in air 

carrier enplanements is forecast. 

Based Aircraft 

The based aircraft in Michigan is projected to increase to 14,710 by 1990 

(Exhibit 2-6.3.3). This is an increase of 139 percent when compared with data 

in the Inventory. Approximately 55 percent of the based aircraft will be in 

the urban areas. While the Detroit area will represent 28 percent of the state 

total and 51 percent of those in the urban areas. 

Operating and Maintenance Costs 

The large increase in operating and maintenance costs for 1990 is attributed 

to the same factor discussed in the 1980 Program. 

Capital Costs 

For the 1990 Airport Plan, projected development costs over the 18 year 

period is $522,169,000 in 1971 dollars. Total projected revenues for this 

period is $430,805,000, which is equivalent to 30.58 percent of the above 

projected costs. 

Of the three (3) funding sources comprising the subject revenue (Federal, 

State and Local contributions), the Federal portion is $215,400,000 or half of 

the total projected revenues. On a yearly basis, this represents $12 million 
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EXHIBIT 2. 4.4.1 

1990 PLAN - AIRPORT SYSTEM 

A/C En-
plane- G/A 
ments Oper- Po 11 utan ts- Percent of PoEulation Within 
Per ations Lbs. per A!C & 30 60 30 
Oper- Per G/A peraiions Min I Min I Min I 60 Min 
at ion Call ita C/0 NO HC ~ny A/P Scheduled Service . 

0 0.00 0.0 0.0 0.0 0 0 0 0 

0 1.02 6.0 0.1 0.1 0 0 0 0 
l!.4 0.47 9.8 1.9 7.2 100 100 91 100 

13 1.17 7.2 0.6 0.3 100 100 100 100 

20 1.07 7.3 1.2 0.5 100 100 100 100 

0 0.00 0.0 0.0 0.0 0 0 0 0 

15 2.46 6.4 0.5 0.3 0 0 0 0 

16 0.96 8.8 1.3 0.5 0 0 0 0 

0 0.00 0.0 0.0 0.0 0 0 0 0 
-

17 1.63 7.7 1.5 0.6 0 0 0 0 

0 0.00 0.0 0.0 0.0 100 100 100 100 

0 0.00 0.0 0.0 0.0 100 100 100 100 

36 0.68 8.7 1.4 4.1 100 100 92 100 

0 0.00 0.0 0.0 0.0 N/A N/A N/A N/A 
0 0.00 0.0 0.0 0.0 N/A N/A N/A N/A 
0 0.00 1 o.o 0.0 0.0 N/A N/A N/A N/A 

36 0.68 l 8. 7 1.4 4.1 100 100 73 95 
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with exception of the 1972 allocation, included in this amount, which totaled 

$11.4 million. Total Federal funding is based on the level of appropriat·ions 

Michigan has received over the past several years. 

Discretionary funding has been an important source of additional revenue 

for Michigan Aviation. While a certain portion of the subject fund is allo

cated to each of the 50 states, many states fail to meet criteria distribution 

standards--that of programmed projects and matching state and local monies. 

In view of this, excess funds, so derived, become availab-le for reallocation 

to states such as Michigan who meet the criteria of programmed development and 

available matching state and local funds. Based on past history, the Michigan 

Aeronautics Commission anticipates continued utilization of allocated discre-

tionary funding, plus additional amounts from the fund over· and above the 

a 11 ocati on. 

The revenues from the State of Michigan will be derived from a portion 

of the Aviation Fuel Tax. With projected increases in operations in the 

future, the revenues from this source will continue to increase and provide 

additional monies for development, therefore, reducing the burden on local 

governmental sources of revenue. 

2-4.5 TERMINALS (Not Applicable) 
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2-4.6 OTHER TRANSPORTATION 

0 Ann Arbor Dial-A-Ride: This demand responsive service will act 

as a feeder to the proposed all express bus sytem. All other local service 

will be provided by th'is Dial-A-Ride. The system will consist of seventy-

five, 10-passenger vans. Some estimate of service measures are: 

Passenger Trips: Average Weekday 10,000 
Annual 3,000,000 

Passenger Miles: Average Weekday 40,000 
Annual 12,000,000 

The average trip length is estimated to be 4 miles in 16 minutes. The 

fare will be 25 cents/tr·ip. 

o Bay_Ci1L_Speci a 1 Transportation Service: Integrated into area 

transit system. 
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2-5 STATE TRANSPORTATION PROGRAM 

2-5.1 EVALUATION OF THE 1980 HIGHWAY PROGRAM 

The purpose of this section is to present an evaluation of the 1980 Highway 

Program for Michigan. The evaluation discussed in this section is based upon 

the 1980 Highway Program data forms prepared by the Michigan Department of 

State Highways and Transportation and the study consultant. 

This section will present a summary of the approach used in the develop

ment of the 1980 Program, as well as present an evaluation of the Program 

from the standpoint of the 1980 highway Needs, capital costs, physical state 

of the system as of 1980, performance of the system, and other aspects of the 

highway system reported on the highway data forms. 
_;I 

Section 2.7.1 documents the analyses performed with respect to projection 

of available funding from Federal, State, Local and private sources for the 

1980 Program. This projection of funding, based upon the DOT study require-

ments, formed the initial basis for the development of the 1980 Program. 

After these initial funding projections had been made, it was determined 

that the only realistic basis for the development of the 1980 Program would be 

the existing plans,as developed through the 3C process in urban areas and the 

existing State Highway Department program. 

A Short Range Improvement Program for highways had been prepared for each 

of the urbanized areas, except for the Michigan portions of Toledo and South 

Bend. In some cases, for example, with Detroit and Ann Arbor, the Short Range 

Improvement Programs were somewhat incomplete. Nevertheless, an examination 

of these programs showed that in total they could reasonably be used as the 

basis for developing Michigan's 1980 Program for the National Transportation 

Study. 
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The Short Range Improvement Programs developed as part of the 3C process 

for the urban areas, and in most cases approved by appropriate authorities, 

presented the list of projects to be implemented during the time period covered 

by the 1980 Program. In most cases, this covered fiscal year 1973 through 

fiscal year 1979. Projects were identified, using the 1990 functional classi

fication maps, with respect to their inclusion or exclusion from the 1990 

boundaries required for 1974 NTS reporting. A determination was made for each 

project of the 1990 functional classification of the road on which the improve

ment was to be made. In addition, those projects which added mileage to the 

system via new construction, were identified. 1990 design type for each project 

was also identified in order to facilitate required reporting of this data. In 

most cases, the year of improvement was noted in the short range improvement 

program. In those cases where it was not, improvements were assumed to occur 

linearly over the. time span. 

Associated with each improvement was the capital cost which would be 

required. These cost estimates had been made by responsible county and city 

engineers, and thus, reflected revised estimates from those available with the 

Needs Study. The next step in the process was to revise these cost estimates, 

on a project by project basis, in accordance with DOT instructions for factor··in[l 

capital costs, to account for anticipated differential changes between the 

appropriate construction cost index and the consumer price index. 

Each of the Short Range Improvement Programs also identified the agency 

responsible for implementing the project - State Highway Department, County 

Road Commissions, or the appropriate cities or villages. Capital costs were 

thus accumulated on this basis in order to be comparable with the mechanism 

used for the projection of the source of funds for the 1980 Program as provided 

by applicable Michigan legislation. 
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Table 2.5.1 .1 presents a summary of the capital costs for implementation 

of the 1980 Program for each of the geographic areas by 1990 functional class

ification. These capital costs represent essentially a full implementation of 

all of the Short Range Improvement Programs and the majority of projects in 

the State Highway Program. 

In addition to the development of the 1980 Program based upon these 

existing plans, a computer run was made to determine those portions of the 

State's Needs which were required during the 1972-1990 time period. Table 

2.5.1 .2 summarizes these Needs for the non-local functional classifications. 

A comparison of the capital costs for the 1980 Program and the 1980 Needs 

shows that there are approximately 13.9 billion dollars of Needs which will 

not be met during the 1972-1980 time period, based upon adjusted l9TI dorlars. 

This short-fall is particularly acute for the arterial system. 

This low percentage of needs met under assumed available funding sources 

raises serious questions with respect to the adequacy of the available funds. 

With the assumed funding levels upon which the Program was developed, many 

projects reported in the Needs which are oriented toward adding capacity to 

the highway system cannot ·be undertaken. Table 2.5.1.3 shows the new mileages 

which will be added to the system with the 1980 Program, and Table 2.5.1.4 

shows the capacity miles which would be added after implementation of the 

Program. Capacity miles to be added and the percentage increase in the highway 

capacity for the major functional classifications are shown in this table. 

Table 2.5.1.5 depicts the 1980 vehicle miles projected for the 1974 NTS 

Program, as well as the percentage increases in vehicle miles between 1972 

and 1980. A cnMnarison of this table with the preceding table shows that 

there are disparities between projected capacity increases and projected 

volume increases for the 1980 Program, particularly for intercity trips. 
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In order to analyze the contribution of the State Highway Program to 

the 1980 Program for NTS reporting purposes, a detailed evaluation of the 

projects program by the Michigan Department of State Highways and Transpor

tation was performed. Here again, the 1990 functional classification maps 

were used to identify the specific location of each State Highway project. 

Cost estimates for projects were again factored for construction cost index 

changes per DOT study requirements, utilizing the year of improvement iden

tified in the State Highway Program and the relevant cost estimate. 

For both the evaluation of the urban areas, Short Range Improvement 

Programs and the State Highway Program. estimates were made of capacity 

changes resulting from project implementation. In no case were estimates of 

capacity changes indicated in either the State or local plans. Estimates for 

these capacity changes were derived from consideration of the number of miles 

of improvement and the number of lanes added in the improvement by functional 

classification. 

Thus, the result of this examination of State and local plans resulted 

in a Table for each urban area which contained required capital costs for 

implementation of existing plans by functional classification and by improve

ment type. These resulting capital costs were then compared to the funding 

available to the geographic area based upon considerations discussed in sect·ion 
I 

2-7.1. Adjustments were made to the capital costs in order to reflect projects 

completed between January 1, 1972 and the starting point for the State or local 

plan. Also, at this point estimates were made for some data items missins; 

local plans; for example, for the Detroit and Ann Arbor urbanized areas, plans 

of city and township highway agencies were not complete. As will be discussed 

in Section 2-7.1, it was assumed that differences between local plans and 

available funding would be met by locally raised revenues. In each case, this 

appeared to be a reasonable assumption, since observed short-falls were generally 

aligned with revenues historically raised at the local level. 
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Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo 

Lansing 

Muskegon 

Saginaw 

South Bend 

Toledo· 

Small Urban A 

Small Urban B 

Rest of State 

TABLE 2-5.1.1 
CAPITAL COSTS - 1980 PROGRAM 

(Thousands of Dollars) 
Principal Minor 

Interstate Arterial Arterial 
18,648 22,373 3,187 

2,747 19,995 1,577 

516,722 673,827 100,969 

63,075 15,107 28,374 

4,693 21,251 24,096 

5,421 1,910 4,252 

3,671 8,797 8,075 

8,469 25,220 11 ,657 

3,653 11,130 2,382 

52,962 14,582 4,128 

0 3,447 567 

0 2,955 640 

4,693 31,360 8,136 

28,878 22,078 I 9,369 

151,707 825,482 138,214 

865,339 1,699,514 345,623 

Collectors Sub-Total Local Total 

661 44,869 16,211 61,080 

1,178 25,497 6,223 31 '720 

21,472 1,312,990 405,436 1,718.426 

5,369 111,925 54,730 166,655 

6,727 56,767 46,743 103,510 

2,161 13,744 8,322 22,066 

4,695 25,238 15,937 41,175 

4,186 49,532 33,849 83,381 

763 17,928 16,846 34,774 

1,383 73,055 23,028 96,083 

114 4,128 8,631 12,759 

344 3,939 3,904 7,843 

4,081 48,270 53' 713 101,983 

2,202 62,527 48,461 110,988 

38,994 1,154,397 438,090 1,592,487 

94,330 3,004,806 1,180,124 4,184,930 



TABLE 2-5.1.2 

1980 NEEDS - ADJUSTED FOR 1971 DOLLARS 
(Thou~andq ot Dollars) 

Principal Minor 
Interstate Arterial Arterial Collectors Total 

Ann Arbor 7,660 222,014 48,085 12,400 290,159 

Bay City 15,098 48,492 30,358 11 '695 105,643 

Detroit 1,300,776 4,955,296 1, 701 ,235 681,161 8,638,468 

F1 int 243,469 368,086 172,470 39,995 824,020 

Grand Rapids 14 '162 119,274 143,737 40,392 317,565 
I Jackson 617 59,073 30,616 6,448 96,754 1-' 

"' 0 
I Kalamazoo 238 97 '714 63,388 14 '705 176,045 

Lansing 163,035 85,903 14,066 263,004 

Muskegon 55,979 47,659 18,518 122 '156 

Saginaw 68,063 78,399 .50,117 15,422 212,001 

South Bend 32,077 2,978 4,156 39,211 

Toledo 11 ,542 15,379 13,312 40,233 

Sub Total 1,650,083 6,210,981 2,391,925 872,270 11 '125,259 

Small Urban A 12 '767 356,914 92,418 1 01 '319 563,418 : 
i 

Small Urban B 17,172 256 '1 02 130,938 34,518 438,730 I 
Rest State 235,519 1,185,450 1,463,822 1,924,873 4,809,664 I 

! 
i 

Tota1 1,915,541 8,009,447 4,079,103 2,932,980 16,937,071 : 
~ 
I 
' I 
I 

.J 
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TABLE 2.5.1 .3 

INCREASES IN TOTAL MILES - 1980 PROGRAM 

,:-' 

New Miles % increase 

Interstate 150 15. 1 

Principal Arterial 561 16.5 

Minor Arteria 1 52 0.7 

Collectors 23 0.1 

Local 4,567 6.0 

. :1 

' ' 
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Functional 
Classification 

Interstate 

Principal Arterial 

Minor Arterial 

TABLE 2.5.1.4 

1980 CAPACITY MILES 
(thousands) 

URBAN 

1980 Increase % 
Capacity Miles from 1972 Increase 

1,850 337 22.0 

3,925 968 32.0 

2,779 498 22.0 

RURAL 

1980 Increase % 
Capacity Miles from 1972 Increase 

2,512 300 14.0 

4,906 827 20.0 

3,678 322 10.0 



Functional 1980 
Classification Vehicle Miles 

l Interstate 78 ..... 
"' w 
I 

Principal Arterial 179 

Minor Arterial 97 

Collector 37 

Local 43 

TABLE 2.5.1.5 

1980 VEHICLE MILES 
(1 00 mi 11 ions) 

URBAN 

Increase % 
from 1972 Increase 

29 59.1 

31 20.9 

10 11.5 

5 15.6 

4 10.3 

RURAL 

1980 Increase % 
Vehicle Miles from 1972 Increase 

38 10 35.7 

43 21 95.5 

54 9 20.0 

79 8 11.3 

41 4 10.8 



Table 2.5.1.6 summarizes highway related pollutants developed for the 

1980 Program. These pollutant leve 1 s are considerably reduced in a 11 respects 

from those levels of the 1972 Inventory. These effects are primarily due to 

anticipated decreases in vehicle exhaust emissions on a vehicle mile basis for 

later model year cars. 

Table 2.5.1.7 summarizes anticipated highway related fatalities and 

injuries for the 1980 Program. The increase noted in fatalities and injuries 

are due primarily to projected increases in the total annual vehicle miles for 

the State's highway system. 

-164-



I 
Oxides of Nitrogen 

,.... 
"' V> 

' Hydrocarbons 

Carbon Monoxide 

TABLE 2.5.1.6 

SUMMARY OF HIGHWAY RELATED POLLUTANTS 
1980 PROGRAM 

Pounds Pounds/ 
(mill ions) VMT 

585 .008 

351 .0051 

2,462 .0357 

Pounds/ Pounds/ 
PMT Ca2ita 

.006 60.6 

.0037 36.4 

.0257 254.9 



' ..... 
"' "' I 

TABLE 2.5.1. 7 

SUMMARY OF HIGHWAY RELATED FATALITIES AND INJURIES 
1980 PROGRAM 

URBAN RURAL 

Fatalities - Total 1,529 1,155 

Fatalities - per lOOM VMT 3.52 4.53 

Injuries - Total 110,562 86,037 

Injuries - per lOOM VMT 254 337 



-,., 

2-5.2 URBAN PUBLIC TRANSPORTATION 

This section describes the transit systems in the 10 major urban areas 

in Michigan and those portions of the State which are included in urban 

areas of other states, namely: 

o South Bend, Indiana 
o Toledo, Ohio 

It is not possible to discuss this as a State Urban Transit System, 

but rather as a set of individual systems operating within the State. Thus, 

each urban area will be dealt with separately. Exhibit 2-5.2.1 presents 

those physical and performance measures of each urban area which best 

describe the system in operational terms. 

In some instances, the program levels have been accelerated with 

respect to the 1990 Plan because of the 1973-1974 "Energy Crisis". The 

Program may appear ambitious compared to the Plan, but the local areas 

are undergoing a re-ordering of transportation priorities due to the cur

rent energy supply between now and 1980. In some other instances, the 

Program physical and performance data is beyond the Plan and that may be 

a reflection on the change in priorities. It is difficult to compare the 

Plan and Program because of the uncertainties of the energy supply beyond 

1980. 

o Ann Arbor: Two kinds of service will be provided: 

o Fixed Route-Fixed Schedule Express Service 
o Demand Responsive Feeder and Local Service 

(see 2-5.5 for descriptions) 

The Express Service will have 50 small (22-passenger) buses on 65 

street miles and about 120 route miles. Access will be available to nearly 

the entire population and about 80% of the jobs. During the peak hours, 
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the buses will be on 10-minute headways. The Dial-A-Ride buses will pro

vide feeder service. Fare will be 25 cents. 

o Bay City: The system will have 11 medium sized buses operating 

on 23 miles or local streets and providing access to about 75% of the popu

lation and 90% of the jobs. Buses will operate on 30-minute headways and 

charge 50 cents fare. 

o Detroit: The 4,700 miles of bus route will be significantly 

augmented by 53 route miles and rail service. About 2,100 buses will pro

vide the service on about 1,800 miles of street. About 60% of the popu

lation and jobs will have access to the combined bus and rail system. 

Fares will be about 40 cents for bus and 45 cents for rail. 

o Flint: Service will be provided to about 50% of the population 

and about 2/3 of the jobs. About 120 street miles will be traversed by a 

total of 95 buses. Fare will be 65 cents. 

o Grand Rapids: About 80 large sized buses will provide service 

on 131 miles of street and maintain accessibility for about 3/4 of the 

population and 90% of the jobs. Buses will operate on 20-minute headway 

and a fare of 35 cents will be charged. 

o Jackson: The area will maintain a relatively small system -

12 medium sized buses operating on 28 miles of local street. This service 

will provide access to about 60% of the population and 85% of the jobs. 

Peak service wi 11 be operated on 30-minute headways. Fares wi 11 be 30 cents. 

o Kalamazoo: Service w111 be provided with 110 buses on about 

100 street miles serving about 90% of the population and 85% of the jobs. 

During the peak hours, the buses will operate at 20-minute headways. Fares 

will be 25 cents. 
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o Muskegon - Muskegon Heights: Service levels will be increased 

to provide access to about 2/3 of the population and 85% of the jobs. About 

50 miles of local streets will be traversed by 25 small (20-passenger) 

buses. During the peak hours, the service will be operated with 30-minute 

headways. Fares will be 35 cents. 

o Saginaw: The 1980 system represents the partial growth toward 

the 1990 system. The 1980 levels are only slightly below the 1990 levels. 

o South Bend, Indiana: No service anticipated in the Michigan 

areas. 

o Toledo, Ohio: No service anticipated in the Michigan area. 
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EXHIBIT 2-5.2.1 
1980 PROGRAM - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT 

Annual Tr;~nsit Ac- Average 
Pas- cessibil it~ Peak Hour 

senger % Within 1/4 Performance 
~me Mile of Route Oper- Aver-

Miles Miles Vehicles Per Pop- Em- ating Head- age 
of of Avg Avg Seat ula- ploy- S~eed wa~ Fare 

AREA NAME Route line .No. Age Seats ~me tion ment MPH MI Cents 
\ ' 

ANN ARBOR 118 65 50 3 22 0.05 100 80 15 10.0 25 

BAY CITY 54 23 11 5 28 0.13 75 90 15 30.0 50 

DETROIT 4,701 1,835 2,115 8 47 0.20 63. 58 15 16.2 38 

FLINT 241 120 95 6 41 0.19 44 67 14 11.3 65 

GRAND RAPIDS 325 131 79 5 45 0.08 76 89 14 20.0 35 

JACKSON 56 28 12 7 33 0.03 60 85 12 30.0 30 

KALAMAZOO 284 98 110 6 51 0.13 90 85 14 20.0 25 

LANSING 381 381 134 4 40 3.64 56 69 13 14.0 25 

MUSKEGON 
Musk/Heights 75 48 25 6 20 0.08 65 85 15 30.0 35 

SAGINAW 70 26 14 5 22 0.63 83 75 13 30.0 30 

SOUTH BEND - - - -· - - - - - - -
TOLEDO - - - - - - - - - - -
STATE TOTAL 6,305 2,755 2,645 7 45 0.20 64 63 14 10.4 22 



2-5.3 AIRPORTS 

Projects of aviation activity used in the development of the 1980 Pro

gram cor·respond with the Intermediate Range development period on the Michigan 

Airport System Plan. The Intermediate Range Plan uses 1980 as a base, there

fore, coinciding with the NTS 1980 Program. 

Exhibit 2-5.3.1 projects a tabulation of significant parameters with respect 

to the 1980 Program Data. Operations, based aircraft and passengers enplaned 

are presented in the comparative Section 2-6. 

Operations 

Projections of aviation activity expected to occur in 1980 display a marked 

increase over corresponding statistics in the 1972 Inventory. Total activities 

in this period are projected to increase to approximately 8 mill·ion, which is 

an increase of 56 percent (Exhibit 2-6.3.1). Detailed analysis indicates that 

general aviation operations represent 94 percent of the total projection, an 

increase of 57 percent. As may be anticipated, air carrier operations account 

for a fractional portion of the total 1980 forecast, but at the same time 

increase by 163,000 operations, 48 percent above the 1972 Inventory. 

Enplaned Passengers 

The 1980 Program projects an increase in enplaned passengers of almost 

7 million, revealing a gross total of approximately 15.3 million. Air Carrier 

passenger enplanements comprise 9.5 or 62 percent of total state enplanements 

for this period reflecting an increase of 125 percent of all commercial enplane

ments. 

Geographically, it is noted that over the comparative inventory 9 million 

or approximately 95 percent of the air carrier enplanements will be generated 
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from the urban areas. Of these enplanements, approximately 8 million will take 

place in the Detroit area, which represents 97 percent of all urban enplanements 

and 89 percent of the total for the state. For the Detroit area, this is a pro

jected increase of 4.3 million enplanements or 119 percent increase. 

Based Aircraft 

By 1980, based aircraft in Michigan is expected to rise by 53 percent over 

the 1972 Inventory (Exhibit 2-6.3.3) from 6162 to 9380 units. The urban areas will 

account for 56 percent of these aircraft, 30 percent attributable to the Detroit 

area alone. Of. the total based aircraft located in Urban areas, the Detroit 

area is expected to account fo.r 53 percent or over ha 1 f. 

Operating and Maintenance Costs 

Projected operating and maintenance costs for the 1980 Program are 28.5 

million (excluding interest), this is an increase of 44 percent above costs for 

the 1972 Inventory. This increase can be attributed to the following three 

factors: 

1. Development of additional aviation facilities. 

2. Expansion and improvement of existing facilities. 

3. Certification costs for air carrier facilities in accordance 
with federal regulations. The year 1972 saw the certification 
program as an added large expenditure for air carrier and re
liever airports. Therefore, the use of 1971 as a base for oper
ating and maintenance costs may be misleading. 

Capital Costs 

The projections of development and construction costs used in this study 

are derived from the Michigan State Airport System Plan. The system plan uses 
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the following three planning periods as a base for future development: 

Planning Period 

Short Range 
Intermediate Range 
Long Range 

Fiscal Years 

1973-1977 
1978-1982 
1983-1992 

Base for Aeronautical 
Activity Forecasts 

1975 
1980 
1990 

Since the Intermediate and Long Range periods correspond (parallel}, 

with the dates for the 1980 Program and 1990 Plan, it was considered expedient 

to use these planning periods for the Program and Plan. 

However, a comparison of the adjusted cost of the intermediate range 

planning period with Federal, State and local revenues based on Appendix "0", 

produced the following results: projected revenues equal to 81 percent of the 

costs for air carrier facilities and 23 percent of the general aviation needs 

(Exhibit 2-7.3.1). (The 1980 program guidelines/targets presented in Appendix 

"0" were adjusted to cover the period January 1, 1972 through December 31, 1979.) 

Therefore, to arrive at a balance of revenues and expenditures, it was 

decided to base the 1980 Program on the Short Range planning period of the ~IASP. 

In so doing, the projected development costs proved greater than anticipated 

revenues and met only 89 percent of air carrier and 39 percent of general 

aviation needs. To respond to this imbalance, consideration was then given 

to developing only those facilities in the Short Range period which were de

termined to be of critical importance in the system. Although this reduced 

1980 development costs, they were still above total revenues. As a further 

means to bring development costs in line with revenues, reduction of develop

ment at remaining airports was then considered a proper course. At each of 

these airports, development was reduced to include only those items considered 

most critical to the operation and safety of the facility. In certain ·instances, 
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costs were reduced by rescheduling such development as parallel taxiways 

proposed in the Short Range period, in favor of runway lengthening so as to 

accommodate larger business aircraft as recommended in the Intermediate Range 

period. 

In evaluating the funding for the 1980 Program, the following should be 

noted. The cost of all terminal buildings are to be financed with funds der

ived from revenue bonds. It is assumed that all bond issues will be repaid 

by income from tenants and concessionaires. 

The total cost for improvements and expansion of Detroit Metropolitan 

Airport is assumed to be financed by revenue bonds and private funds. This 

decision was based on the following facts. 

1. In the past, very little of Michigan's Federal and State 
Funds have been allocated for this facility. 

2. It is assumed this airport can generate its own revenues 
for development. 

3. Projected costs for this airport are approximately 56 percent 
of the total air carrier costs for the Program. Therefore, 
if Federal and State Funds were allocated to this airport, 
it would not be possible to finance an adequate level of de
velopment for the air carrier system throughout the rest of 
the state. 
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EXHIBIT 2-5.3.1 

1980 PROGRAM - AIRPORT SYSTEM 

IVC En-
plane- G/A 

Percent of Pooulation Within ments Oper- Pollutants-
Per ations Lbs. per A/C & 30 60 30 

Numb r in ASP Oper- Per G/A per a ions Min I Min I Min I 60 Min 
AIC Rel G/A ation Caoita cio NO HC Anv A/P Scheduled Service 

Ann Arhnr 0 0 1 0 0.00 0.0 0.0 0.0 0 0 0 0 

Bav Citv 0 0 1 0 0.61 6.0 0.1 0.1 0 0 0 0 
it 1 11 2 30 0.36 12.7 3.3 4.3 100 100 90 100 . 

Flint 1 1 0 13 0.96 6.4 0.4 0.3 100 100 100 100 
c~, ,~ Raoids 1 2 0 15 ! 0.73 6.7 1.0 0.4 100 100 100 100 

J~rk~nn 1 0 0 0 0.00 0.0 0.0 0.0 0 0 0 0 

Ka1 am~7nn 1 2 0 11 1.66 6.3 0.5 0.3 :o 0 0 0 

Lansina 1 1 0 11 0.76 6.9 1.0 0.4 0 0 0 0 

Muskegon 
Muskeaon/Heiahts 1 0 0 0 0.00 0.0 0.0 0.0 0 0 0 0 

5!29 i oa~1 1 0 1 13 1.12 7.1 1.2 0.5 0 0 0 0 

South BPnc! 0 0 1 0 0.00 i 0.0 0.0 0.0 100 100 100 100 

To1ec!o 0 0 1 0 0.00 J 0.0 0.0 0.0 100 100 100 100 

Subtotal 8 17 7 26 0.50 j1o.o 2.1 2.6 100 100 100 100 

Smilll llrban A 7 0 28 0 I 0.00 I o.o I o.o o.ol N/A N/A N/A N/A 

lL I [~.o IQ."o o.oi:N/A 
,-

: I _smal J Urba.n 13 2 2 0 0.00 . N/A N/A N/ iJ, 
~~-

I . 



2-5.4 

2-5.5 

0 

TERMINALS (NOT APPLICABLE) 

OTHER TRANSPORTATION 

Ann Arbor Dial-A-Ride 

The design of this demand responsive system is based upon a pre-1972 

demonstration. The system is designed to provide feeder service to express 

buses and local service. The fare will be 25 cents per trip. The feeder 

service will have headways of 20 minutes in both the peak and off-peak 

hours. Average weekday patronage will approach 10,000. This level of 

service is close to the 1990 Plan; this apparent discontinuity is predi

cated by the energy crisis. 

o Bay City Special Transportation Service 

This service will be fully integrated into the area-wide transit 

system .. 
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2-6 

2-6.1 

- ------- ------ ----- -- -- --- ---------------~--- ------- --~ ··~ _,..,-.. ~ 

EVALUATIONS AND COMPARISONS 

EVALUATION AND COMPARISON OF THE HIGHWAY INVENTORY,.PLAN AND PROGRAM 

The purpose of this section is to present comparisons between the 1972 

Inventory, 1990 Plan and 1980 Program for highways in Michigan, and to discuss 

these comparisons in terms of qualitative and quantitative attributes of the 

system. 

One of the primary distinctions. to be made in these comparisons will be 

between those portions of the system which facilitate traffic movement within 

urban areas, and those portions of the system which are predominantly oriented 

toward intercity traffic movement. Inasmuch as reporting requirements for the 

1974 NTS did not distinguish between those portions of the system serving 

intercity traffic movement and those portions oriented toward serving rural 

residents of Michigan, it is assumed for discussion purposes here that the 

rural arterial system is primarily oriented toward serving intercity travel 

needs and that lower functional classifications are primarily oriented toward 

providing the collection and distribution function for the rural population. 

Perhpas the most significant comparison which can be made between the 

Inventory, Program and Plan is with respect to capital costs associated w-ith 

required system improvements during the two study time periods. Table 

2-6.1.1 shows these cost comparisons by functional classification for 1990 

urban areas and the rest of state. This table clearly reveals a uniformity 

of assumptions made with respect to Program and Plan development. Table 2-6.1.1(a) 

shows a comparison of the source of funds for highway purposes for the Plan 

and Program. As this table shows, State Motor Vehicle Highway Fund revenues 

comprise 41% of available funds during both time periods. This table shows 

one of the basic assumptions of the 1974 National Transportation Study which 

is clearly subject to debate and discussion - namely that the relative roles 
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TABLE 2-6. l .1 

CAPITAL COST COMPARISONS 

(Thousands of Dollars) 

·URBAN REST OF STATE 

Functional 1980 1990 1980 1990 
Classification Program Plan Program Plan 

I Interstate 713,632 1,122,626 
1-' 

151,707 424,432 
..... 
00 
I 

Principal Arterial 874,032 2,728,101 825,482 1,359.108 

Minor Arterial 207,409 565,645 138,214 676,481 

Collectors 55,336 154' 170 38,994 583,888 

Local 742,034 1,630,955 438,090 1,155,825 

TOTAL 2,592,443 6,201,497 1,592,487 4,199,734 



-_ ~· _,_·: :_ 

TABLE 2-6.1.1(a) 

HIGHWAY SOURCE OF FUNDS COMPARISONS 

(millions of dollars) 

1980 1990 
Program % Plan % 

I 
f-' 

Federal 1,314 31 3,470 33 
...... 

"' I 

State Motor Vehicle Highway Fund 1,697 41 4,304 41 

Locally Raised Revenues 342 8 756 8 

Private Funds 832 20 1 ,871 18 

· Tota 1 4,185 100 10,401 100 



of the Federal government, State government and Local governments with respect 

to funding highway programs will remain relatively unchanged over the next 

eighteen years. 

Another very significant comparison which can be made with the Program and 

Plan is the comparison of 1980 Needs with the 1980 Program, and of 1990 Needs 

with the 1990 Plan. This comparison is shown in Table 2-6.1 .l(b). As this 

table clearly shows, there is a vast disparity between Michigan's highway needs, 

as developed in the 1972 NTS (and updated during the course of the 1974 NTS), 

and the funds available per study assumptions for Program and Plan development. 

This disparity is particularly evident, with potentially serious consequences, 

for the State's arterial and collector system. 

Table 2-6.1.2 presents a comparison of highway mileages in the Inventory, 

Program and Plan by functional classification for the urban areas and rest of 

state. Table 2-6.1.3 shows the miles of new roads constructed between the 

1972 Inventory and 1980 Program and between the 1980 Program and 1990 Plan. 

A comparison of these new mileages with the preceding table shows. that the 

percentage changes in the State's highway system is however quite small. In 

light of the projected increases in traffic volumes for the two time periods, 

however, there may be reasonable cause to believe that the new mileages deter

mined in the Needs study may more accurately reflect the State's requirements 

for highways. 

It would appear that one of the major intents of the 1974 National 

Transportation Study was to determine the performance of the highway system 

under somewhat rea 1 i stica lly constrained funding 1 evel s. Based upon data 

required for 1974 NTS reporting, perhaps the most significant performance 

related comparison which can be made are those with respect to changes in 

highway capacity compared with changes in projected traffic volumes. 
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TABLE 2-6.1.1(b) 

NEEDS, COMPARISON WITH PLAN AND PROGRAM 

(Thousands of 1971 dollars) 

1980 1990 
Functi ona 1 

Classification Needs Program Needs Plan 

' 
Interstate 1,915,541 865,339 2,089,550 1,547,058 

>-' 
00 
>-' 

' Principal Arterial 8,009,447 1,699,514 13,520,013 4,087,209 

Minor Arterial 4, 079 '1 03 345,623 6,267,213 1,242,126 

Collectors 2,932,980 94,330 4,360,802 738,058 

Local 7 ,743,143 1,180,124 17,422,245 2 '786 '780 

Total 24,680,214 4,184,930 43,659,823 10,401 ,231 

---=-=-crc_---,-_--,-_~---c---



TABLE 2-6.1.2 

HIGHWAY MILEAGE COMPARISONS 

URBAN 

Functional 1972 1980 1990 
Classification Inventory Program Plan 

I 
>-' Interstate 352 427 440 00 
N 

' 
Principal Arterial 2,203 2,314 2,362 

Minor Arteria 1 3,138 3,210 3,227 

Collectors 2,740 2,743 2,744 

Local 16,085 18,189 20,817 

REST OF STATE 

1972 1980 
Inventory Program 

640 715 

1 ,.201 1,651 

4,354 4,379 

. 23,490 23,510 

60,149 62,612 

1990 
Plan 

734 

1,964 

4,744 

23,643 

65,690 

:: 

i 
1 
I 
i 
' 

I 
! 

-- -----.--:;;1.! 



TABLE 2-6.1.3 

NEW CONSTRUCTION MILEAGES 

URBAN REST OF STATE 

Functional 1980 1990 1980 1990 
Classification Program Plan Program Plan 

I Interstate 75 13 75 19 1-' 
00 
w 
I 

Principal Arterial 111 48 450 313 

Minor Arterial 72 17 25 365 

Collectors 3 1 20 133 

Local 2,104 2,628 2,463 2,078 

- J] 



Table 2-6.1.4 shows capacity miles comparisons for the arterial functional 

classifications between the three reporting periods. Table 2-6.1.5 depicts the 

projected additions to highway capacity expected under the 1980 Program and the 

1990 Plan. A comparison of this table with the preceding table reveals that 

the percentage changes in capacity additions, particularly in urban areas, are 

considerably smaller than projected percentage increases in traffic volumes 

during the two time periods. 

These projected changes in traffic volumes can be seen from the vehicle 

mile comparisons of Table 2-6.1.-6 as compared with the vehicle miles shown in 

Table 2-6.1 

Another interesting comparison of environmental issues of State policy 

concern is shown in Table 2-6.1.8. This table shows that the total emissions, 

in millions of pounds annually, of the three major atmospheric pollutants 

decrease significantly between 1972 and 1990. As can be seen from this table, 

the bulk of these improvements should occur in the 1972-1980 time period, due 

primarily to reduced pollutant emissions of newer cars on a vehicle mile basis. 

Another comparison developed from the NTS Inventory, Program and Plan 

data is with respect to highway safety. As Table 2-6.1.9 shows, highway 

related injuries and fatalities are projected to increase over the study time 

period at a rate far lower than the anticipated increase in vehicle and 

passenger miles traveled in Michigan. 
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TABLE 2-6.1.4 

CAPACITY MILE COMPARISONS 
(Thousands) 

URBAN REST OF STATE 

Functi ona 1 1972 1980 1990 1972 1980 1990 
Classification Inventory Program Plan Inventory Program Plan 

I 

""' Interstate 1,513 1,850 1,962.1 2,212 2,512 2,601.4 co 
<..n 

' 
Principal Arterial 2,957 3,925 3,556.6 4,079 4,906 5,938.2 

Minor Arterial 2,281 2,779 2,717.3 3,356 3,678 4,079.7 

. '"' 



TABLE 2-6.1.5 

CAPACITY ADDITIONS 
(Thousands) 

URBAN REST OF STATE 

Functi ona 1 1980 1990 1980 1990 
Classification Program Plan Program Plan 

I 
1-' 
00 Interstate 337 449.1 300 389.4 "" I 

Principal Arterial 968 599.6 827 1,860.9 

Minor Arteria 1 498 436.3 322 723.7 



TABLE 2-6.1 .6 

VEHICLE MILE COMPARISONS 

(One Hundred Millions) 

Urban Rest of State 

Functional 1972 1980 1990 1972 1980 1990 
Classification · Inventory Program Plan Inventory Program Plan 

Interstate 49 78 110.6 28 38 55.3 
~ ..... 
"' ..., 
i Principal Arterial 148 179 243.3 22 43 80.8 

Minor Arterial 86 9.7 116.0 45 54 74.6 

Collectors 32 37 40.5 71 79 93.2 

Local 39 43 48.9 37 41 46.6 



TABLE 2-6.1. 7 

VEHICLE MILE CHANGES 
(One Hundred Hillions) 

URBAN REST OF STATE 

Functional 1972 1980 1990 1972 1980 1990 
Class i fi cation Inventory Program Plan Inventory Program Plan 

' Interstate NA 29 61.7 NA 10 27.5 f-' 

"' "' l 

Principal Arterial NA 31 58.4 NA 21 59.2 

Minor Arteria 1 NA 10 34.4 NA 9 29.4 

Collector NA 5 28.2 NA 8 21.9 

Local NA 4 . 26.4 NA 4 9.7 



1 ,_.. 
co 
"' 1 

Oxides of Nitrogen 

Hydrocarbons 

Carbon Monoxide 

TABLE 2-6.1.8 

POLLUTANT COMPARISONS 

(Annual Pounds in Millions) 

1972 
Inventory 

820 

588 

5,001 

]g8o 
Program 

585 

351 

2,462 

, .. _,,-.,,;-.·. 

1990 
Plan 

517 

166 

933 



I 
>-' 

"' 0 
t 

TABLE 2-6.1 .9 

HIGHWAY SAFETY COMPARISONS 

Highway Related Injuries 

Highway Related Fatalities 

1972 
Inventory 

157,664 

2,142 

1980 
Program 

196,599 

2,684 

1990 
Plan 

211 ,394 

3,479 



,. -, 
' . ! 

2-6.2 URBAN PUBLIC TRANSPORTATION 

Transit service throughout the State will grow during the period 

1972-1990. Exhibits 2-6.2.1 and 2-6.2.2 demonstrate this growth by urban 

area and State total for 1972-1990 and 1972-1980. The growth or, better, 

the result is best demonstrated by the transit accessibility: by 1980 about 

50% more of the urban population will have access to public transit and by 

1990 about 100% more will have access than had access in 1972. Buses, 

generally, will be smaller and younger than they were in 1972, thus providing 

a more attractive, more personalized service and requiring less maintenance. 

By 1980, 200% more street mileage will have bus service than in 1972 and 

by 1990, the street mileage, with transit, will have increased over 400% 

of the 1972 coverage. Fares will decrease from 1972 to 1980, but will 

rise above 1972 levels by 1990. 

·. 
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EXHIBIT 2-6.2.1 

PERCENT CHANGE 1972-1990 - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT 

Annua 1 Transit Ac- Average 
Pas- cessibi1it7 Peak Hour 

senger % Within 1 4 Performance 
Mile Mile of Route Oper- Aver-

Miles Miles Vehl cles Per Pop- Em- ating Head- age 
of of Avg Avg Seat u1a- ploy- Speed wa* Fare 

AREA NAME Route Line .No. Age Seats Mile tion ment MPH MI Cents 
' 

ANN ARBOR 233 443 19 75 -6 - 0 16 0 -50 -16 

BAY CITY - - - - - - - - - - -
DETROIT. 209 729 135 -45 -6 33 140 327 7 1 3 

FLINT 305 98 446 0 -24 275 3 -4 0 -51 66 

GRAND RAPIDS 428 312 1,657 -52 -21 -44 40 7 7 -85 6 

JACKSON 100 0 9 75 0 30 66 -6 0 0 0 

KALAMAZOO - 157 51 76 -40 -10 27 11 12 15 -50 150 

LANSING 1,330 1,353 861 16 -11 580 110 33 -20 -44 -16 

MUSKEGON 
Musk/Heights· -12 -14 284 40 -33 - - - -25 -40 0 

SAGINAW 1,284 - 25 100 75 100 20 46 15 -66 -25 

SOUTH B_END - - - - - - - - - - -. 
TOLEDO - - - - - - - - - - -
STATE TOTAL 262 467 280 -46 4 21 96 156 6 9 11 



AREA NAME 

ANN ARBOR 
BAY CITY 
DETROIT 
FLINT 
GRAND RAPIDS 
JACKSON 
KALAMAZOO 
LANSING 
MUSKEGON 

Musk/Heights 
SAGINA~l 

SOUTH BEND 
TOLEDO 
STATE TOTAL 

Rev. 80: $62,358,000 
Seat ~!il es -v5 ,4.00 
Pass T;·i ps "' 
Pass f•1i 1 es "' 

. ... __ ·, 

EXHIBIT 2-6. 2. 2 

PERCENT CHANGE 1972-1980 - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT 

Annual Transit Ac- Average 
Pas- cessibi1 it7 Peak Hour 

senger % Within 1 4 Performance 
Mile Mile of Route Oper- Aver-

Miles Miles Vehicles Per Pop- Em- ating Head- age 
of of Avg Avg Seat ula- ploy- Sj2eed Wilt Fare 

Route Line .No. Age .Seats Mile tion ment MPH MIN Cents 
' 

57 41 138 -25 -31 - 11 33 0 -66 -16 

- - - - - - - - - - -
104 347 66 -27 -4 33 70 163 7 60 40 
83 -8 265 20 -8 137 -21 -4 0 -67 116 

68 35 125 -70 -11 -11 18 1 0 -42 6 
211 55 9 75 0 -70 33 6 0 0 0 

78 25 59 -40 2 18 5 6 7 -50 150 
486 1,090 644 -33 -9 7,180 47 15 -13 -22 -16 

-20 2 92 20 -33 

I 
- - - -25 -40 0 

37 18 250 150 -~·8 293 15 15 0 -50 -25 
- - - - - - - - - - -
- - - -

I 
- - - - - - . -

104 I 212 I 80 I 
-30 -5 I 35 I 48 81 5 I -1 -16 I 

' 



2-6.3 AIRPORTS 

This section includes display exhibits on significant aviation parameters 

resulting from the 1974 NTS data collection and development activity. Exhibits 

2-6.3.1 through 2-6.3.3 are referenced and discussed in Section 2-3 through 

2-5 of this part of the report. Exhibits 2-6.3.4 and 2-6.3.5 present percent 

changes between 1972 and 1990 and 1972 and 1980 respectively. The implication 

and interpretation of the data should be conducted only against the b,ackdrop 

of the State Aviation System Plan (SASP) and the guidelines provided by the 

DOT. Further discussion of the reasonbleness of the Plan is presented in 

Section 2-4. 
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Ann Arbor 

Jackson 

Kalamazoo 

Muskegon 

Detroit 

Lansing 

' 
Grand Rapids 

' ' Flint 

Bay City 

Saginaw . 

Niles (So Bend) 
Lamoertvl 1 1 e 

(Toledo) 
IOta I 

Urban Areas 

Small Urban A 

Small Urban B 

Rest of State 

Total of State I 

------------ 1971-------------
General 
Aviation 

1,100 

630 

1,190 

810 

12,080 

1,370 

1,160 

1,710 

260 

860 

324 

370 

21,864 

7,440 

2,750 

15,656 

47,710 

Air Total 
Carrier Operations 

0 . 1,100 

30 660 

150 1,340 

90 900 

1,960 14,040 

18\L 1,550 

250 1,410 

120 1,830 

0 260 

150 1,010 

0 324 

0 370. 

2,930 24,794 

280 7 720 

70 2,820 

I I 90 15,74-6 

13,370 I 51,080 
~ 

' i 

I 
I 

EXHIBIT 2-6.3.1 

Operations 
(in hundreds) 
-------------1980--------------
General 
Aviation 

1,800 

1,010 

2,190 

1,520 

20,230 

2,500 

3,150 

4,240 . 

560 

1,860 

790 

660 

40.510 

l?.Rnn 

4,510 

9,890 

74~900 

I 
I 

I 
I 
I 
' ' 

Air 
Carrier 

0 

30 

140 

110 

3,170 

220 

300 

160 

0 

230 

0 

0 

4 360 

?Rfl 

190 

170 

5,000 
-~-

Total 
Operations 

1 800 

1,040 

2,330 

1,630 

23,400 

2,720 

3,450 

4.400 

560 

2.090 

790 

660 

lili.R70 

1~ (lQ() 

4.70fl 

10,060 

79,900 

-------------1990------------
General 

Aviation 

2 560 

1,670 

3,620 

2,280 

30,280 

3,900 

5,210 

6 790 

1,010 

3 020 

1..2?0 

870 

C:.? ~":!11 

19 380 

6.?M 

31,690 

119 '740~ 

Air Total 
Carrier Operations 

·o ?.1;1>0 

30 1 700 

220 3 840 

180 2 460 

4,080 34 360 

290 4,190 

380 5,590 

190 _6_. qgo 

0 1.010 

~?n "<.'llil1 

0 1 ??11 

0 _8]Jl_ 

r:; ,;an 6R.l?O . 
640 ?0.0?0 

<c:.n ~; _;;nn 

I I 31,990 ! 300 

[ 6,990 

I 
1126,730 



, 

Ann 8rhn 

Jackson 

Kalamazoo 

Muskeqon 

Detroit 

lansing 

Grand Rapids 

F1 int 

Bay City 

Saginaw 

Niles (South Bend) 

lambertvi 11 e (Toledo) 

Total 

I 
Small Urban P';. 

~~~~~= 

! Sma 11 Urban 8-' ,1, 

I 
=~~",~-.~~~-=-=--

I Rest of State 

I 

I 
I 

General 
Aviation_ 

55 

53 

94 

62 

785 

114 

96 

110 

13 

71 

15 

19 

1,487 

429 

137 

2,167 

EXHIBIT 2-6.3.2 

ENPLANED PASSENGERS 
(in thousands) 

I 

Air 
Carrier 

:.: 6 

_: 87 

:c63 

3,640 

118 

80 

139 

4,015 

99 

49 

67 

General 
Aviation 

91 

82 

165 

114 

1,246 

180 

220 

259 

29 

137 

39 

33 

2,595 

703 

267 

I 2,198 ' l 

Air 
Carrier 

11 

167 

148 

7,960 

244 

208 

305 

9,043 

218 

135 

127 

General 
Aviation 

128 

132 

272 

172 

1,822 

268 

350 

397 

51 

214 

61 

43 

3,910 

1,059 

428 

2,214 

Air 
Carrier 

_22 

_:330 

:c276 

12,135 

478 

230 

560 

14,031 
.. 456 

280 

281 



Ann Arbor 

Jackson 

Kalamazoo 

Muskegon 

Detroit 

Lansing 

Grand Rapids 

Flint 

Bay City 

Saginaw 

Niles (South Bend) 

lambertville (Toledo) 

Total Urban 

Small Urban A 
. 

Small Urban B 

Rest of State 

I Total State 

EXHIBIT 2-6.3. 3 

BASED AIRCRAFT 

1971 

133 

97 

151 

99 

1,809 

166 

147 

195 

50 

81 

53 

45 

3.026 . 

872 

350 
-

1980 

220 

140 

256 

177 

2,775 

307 

383 

531 

91 

198 

113 

80 

'i.?71 

1 . 'i11 

I 558 
. 

I 1,914 2,020 

~li.Jli2~~LL,J.8fl 

' --·· ~ 

1990 

310 

213 

414 

262 

4,165 

48!2 

640 

869 

150 
' 

335 

175 

105 

R 11 R 

? 3.6_4 

888 

3,340 

11L7JQ I 

---;-'; 



l ..... 
"' 00 
l 

Ann Arbor 
§D::. Citv 

' 

Number in SASP 
A/C 1 Rel 1G/A • 

c 0 0 
0 

0 

0 0 

EXHIBIT 2-6. 3. 4 

PERCENT CHANGE 1972-1990 - AIRPORT SYSTEM 

~nnual Pass Enplaned 

I 
A/C 
Per 

A/~, !,GI~, Cap
IOOOJ 11000J ita 

0 0 0 
0 112 0 

---------Operation-----------

,A/~, ,G/~, 
t000J . \000! 

A/C En- G/A Op Pollutants 
planed ations Pounds Per 
Per Per A/C & G/A 
Oper- Cap- Operations 
ation ita CO NO HC 

0 0 0 0 0 

,':_: __ ' 

% of Pooulation Within 

30 I 60 1 30 ,60 
Min Min ! Min !Min 
Any AlP Scheduled Service _ 

0 I Q 0 0 

0 0 0 0 

------ ---~:0:<:1. 



EXHIBIT 2-6.3.5 

PERCENT CHANGE 1972-1980 - AIRPORT SYSTEM 

---------Operation-----------
Annual Pass En~laned A/C En- G/A Op Pollutants I % of Po~ulation Within 

A/C plaaed at ions Pounds Per 
Per Per Per. A/C & G/A 30 I 60 l 30 160 

Number in SM.£. (~/~) 1(~/~) Cap- (~/~) (~/~) Oper- Cap- Operations Min Min M>in Min 
A/C Rel G/A 000 000 ita 000 000 at ion ita . co NO HC Anv MP Sch€duled Service 

Ann Arbor 0 0 0 0 n n 0 0 0 n -.0 D n n n n 
Bav Citv n n 0 n ~4 n D _75 0 56 0 0 0 0 0 0 
Detroit 0 57 100 133 65 104 61 89 42 71 19 37 -5 0 0 -1 0 
Flint 0 0 0 128 162 87 77 200 29 139 4 -19 -7 0 0 0 0 
Grand Rapids 0 0 0 79 69 57 25 89 50 65 11 0 -8 0 0 0 0 

Jackson 0 0 0 0 0 0 0 0 0 0 0 0 ( 0 0 0 0 
Kalamazoo -50 0 0 81 81 63 0 51 83 36 10 150 -2 0 0 0 0 

Lansinq 0 0 0 70 54 47 57 60 9 38 13 42 -8, 0 0 0 0 

t~us kegon 
Musk/Hts. 0 0 0 0 n 0 n _Q 0 _ _0 0 0 1 Jl n n n 

Saoinaw n 0 0 93 117 77 109 J:l'l -7 1?'l -?0 . q -Rf n . n n n 
So. Bend 0 0 0 Q 0 0 0 0 0 0 0 0 ( 0 . 0 0 0 

Toledo 0 
-

0 0 0 0 n n , n n n n r n n n n 0 

Subtotal -11 142 0 125 76 06 56 94 ' 43 f)q 14 'lO _o;; n n n n 
Small Urban A 0 0 7 0 0 0 I 0 0 0 0 0 0 ( N/A N/A N/A N/A 

Small Urban B 0 0 -33 0 0 0 0 Q 0 0 0 0 ( N/A N/A N/A N/A 
Rest of State 0 0 60 0 I 0 0 0 0 0 t:= 0 n ( N/A N/A N/A N/A 
State Tota 1 -4 , 171 39 125 76 96 56 ' 94 43 14 30 -5 1 0 0 -1 



2-7 SOURCES OF FUNDS 

2-7.1 HIGHWAYS 

The purpose of this section is to document the analyses performed with 

respect to funding for the 1980 Program, as well as to discuss the implications 

and reasonableness of the level of taxes reported as sources of funds. 

The starting point for the projection of 1980 Program funds for highways 

was the projection of Federal funds. Appendix 0 of Manual II shows that the 

tota 1 source of funds for the highway program for fi sea 1 year 1973 through 
I 

fiscal year 1979 was 1.1 billion dollars, as shown in Table 2.7.1.1. In onler· 

to compensate for reporting in the 1980 Program for projects completed subse-

quent to January 1, 1972, the Appendix 0 target funds were adjusted for 

Michigan's apportionment of Federal funds for fiscal year 1972. This was 

done for each of the funding categories shown as the Appendix 0 Federal Target 

Funds. This apportionment is shown in Table 2.7.1.2. The final projection of 

available Federal funds for projects to be completed between 1972 and 1980 is 

shown in Table 2.7.1.3. As this table shows, for the purposes of 1980 Pr·ogram 

reporting, there was assumed to be available 1.3 billion dollars. This was 

comprised of 779 million dollars of Interstate funds, 47 million dollars 

priority primary funds, 208 million dollars to be applied to the state primary 

and secondary system, and 270 million dollars of urban program funds. This 

included the 4 million dollars TOPICS funds for 1972 and the 10.7 m"illion doll;_,.rs 

of TOPICS funds shown in Appendix 0 for fiscal year 1973. 

The next step in the development of the source of funds for the 1980 l!iq!,;,;;,,.c 

P1·ogram was the projection of estimated revenues from the Michigan Motor 

Vehicle Highway Fund. This was projected from fiscal year 1972 through 1979 

on the basis of the current motor fuel tax rate, current license plate, title 

and other fees, etc. There were no genera 1 state funds considered to be avail

able for the highway program and thus, no analysis of the burden on the generid 
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TABLE 2.7.1.2 

REVISED MICHIGAN APPORTIONMENT FOR FISCAL 1972 
( Federa 1 Funds) 

Type of Fund Apportionment HPR 1-1/2% Programming 

Interstate $146,882,400 $2,203,236 $144,679,164 

Urban 11,798,282 176,974 11,621,308 

Primary 14,793,635 221,904 14,571,731 

Secondary 9,761,131 146,416 9,614 '715* 

Rural Primary 2,254,186 33,812 2,220,374 

Rural Secondary 1,486,578 22,298 1,464,280 

Topics 4,290,284 64,354 4,255,930 

Urban System 4,639,535 69,593 4,569,942 

Total $195,906,031 $2,938,587 $192,967,444 

ROW Revolving Fund $3,665,832 

$2,191,227 + $1,464,280 
* Secondary 

State 
County 7,423,488- 66% of total Secondary and Rural Secondary 

Apportionment 

Revised 11/1/71 in accordance with 1970 census 

-202-
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FUND 

TABLE 2. 7.1.3 

MICHIGAN FEDERAL FUND PROJECTIONS - HIGHWAYS 

(Derived from Appendix 0 and 1972 Apportionment) 
1972 - 1980 

(Thousands of Dollars) 

Interstate 

Priority Primary 

State Network: 

Primary System 

Secondary System 

Total Rural Program 

Urban Program: 

Topics Program 

Urban Extensions 

Urban System 

Total Urban Program 

130,099 

77,588 

14,885 

78,718 

176,379 

AMOUNT 
( 1971 do 11 a rs) 

778,805 

46,564 

207,687 

269,982 

Total Highway Program· 1,303,038 

-203-
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taxpayer from state revenue sources has been made. Table 2.4.2.1.2 shows the 

projected revenues from the Motor Vehicle Highway Fund for fiscal years 1972 

through 1979. As this table shows, gasoline and diesel fuel taxes, license 

plate fees, and other fees have projected to determine the total available 

revenue for each fiscal year. From these total revenues has been subtracted 

the appropriate collection costs, as well as that portion of the Motor Vehicle 

Highway Fund which is devoted to mass transit purposes as part of the General 

Transportation Fund. The total projected amount of highway funds available 

from this source over the eight year period is seen in Table 2.7.1.4 to be 4.4 

billion dollars. 

Per DOT instructions in Manual I, these annual receipts were discounted 

for each year in the 1972-1980 period to account for the effects of general 

inflation at an assumed rate of 2.4% per year. As Table 2.7.1.4 shows, the 

total amount available for highway purposes, including both construction and 

maintenance expenditures over the time period, was 3.9 billion dollars. 

The next step in the projection of highway funds for the 1980 Program was 

the distribution of this 3.9 billion dollar highway program in the manner 

currently prescribed by Michigan law. The current allocation formula dictates 

that 44.5% of the funds go to the State Trunkline Fund for construction and 

maintenance and administration of the state highway system. The remainder of 

the Motor Vehicle Highway Fund is distributed to county road commissions and 

to cities and villages, with 35.7% to the county road commissions and 19.8% 

to cities and villages. Of the 35.7% distributed to the county road commissions, 

10% is distributed to the state's urban system, and the remainder of these CRC 

funds are distributed between county primary and county local roads on a 75/25 

basis. The legislation also provides that the funds distributed to cities and 

villages be distributed between city major and city local roads at a ratio of 

75/25. -204-



TABLE 2-7.1.4 

1 980 PROGRAM 

MOTOR VEHICLE HIGHWAY FUND 

(Thousands of Dollars) 

Fiscal Inflation Adjusted 
Year Available Factor Available 

1972 420,554 • 1.024 = 410,697 

1973 454,923 + 1.049 = 433,673 

1974 519,694 t 1.074 = 483,886 

1975 543,315 t 1.100 = 493,923 

1976 566,210 t 1.126 = 502 ,851 

1977 593,847 t 1.153 = 515,045 

1978 620,878 t 1.181 = 525,722 

1979 647 '140 t 1.209 = 535,269 

TOTAL 4,366,561 3,901,066 
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Table 2.7.1.5 shows the resulting distribution of this 3.9 billion dollar 

Motor Vehicle Highway Fund. This table also shows the estimate of the percent

age of these motor vehicle highway funds which would be utilized by each 

agency for non-construction related expenditures, including highway maintenance, 

administration, etc. These maintenance percentages were developed based upon 

an analysis of financial reports submitted by county road commissions and city 

developers annually as required by Act 51. This table shows, then, that there 

was approximately 1.7 billion dollars of the 3.9 billion dollar Motor Vehicle 

Highway Fund available for construction purposes in the 1972-1980 time period. 

Table 2. 7.1.6 shows the resulting allocation of funds to the State 

Highway Program for the period. This includes the 868 million dollar distribu

tion from the Motor Vehicle Highway Fund and the 1.3 billion dollar distribution 

of Federal funds as previously discussed. 

The next step in the distribution of the Federal and State funds was to 

determine the funds that would be available to each individual urbanized area, 

the small urban aggregates, and the rest of state. Table 2.7.1.7 shows the 

allocation of the non-local funds by funding category to each of the urban 

areas. These allocations were developed in the following manner. First of 

all, a detailed assessment was made for each county road commission to deter

mine the portion of its funds, by category, which would be spent within the 

1990 urban area boundaries. Secondly, for each of the cities and villages a 

determination was made regarding the geographic area in which it was located. 

Thirdly, the State Highway Program covering the 1972-1980 time period was 

reviewed on a project by project basis to determine those projects, or portions 

of projects, which were within the 1990 urban area boundaries. 
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I 
N 
0 .._, 
I 

8 Year Tota 1 s 

% Maintenance, 
Administration & 
Debt Retirement 
(Non-Construction) 

Amount Available 
for Construction 

M.V.H. 
Fund 

3,901,066 

1 ,697,305 

TABLE 2.7.1.5 

1980 PROGRAM 

DISTRIBUTION OF MOTOR VEHICLE HIGHWAY FUND 
(Thousands of Dollars) 

DISTRIBUTION OF MOTOR VEHICLE HIGHWAY FUND 

35.7% Counties 19.8% Cities & Villaqes 
I 

44.5% 10% 75% 25% 75% 25% I 
' STL Total Urban Remainder Co. Pri. Co. loc. Total Ci tv Ma.i. Citv Loc.t 
1 

1,735,974 ~ ,392,681 772,411 
139,268 1 ,253,413 940,060 313,353 579,308 193,103 ' 

I 
50 50 60 70 60 70 

i 

1 231 ,723 
I 

867,987 69,634 376,024 94,006 I 57,931 i 
j I ' ' , i . 
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TABLE 2.7.1.6 

1980 PROGRAM - PRELIMINARY 

STATE TRUNKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHWAY CONSTRUCTION FUNDS 

l 
N 
0 
00 
I 

State Hi gh;,.ay Program 
1972-1980 

Other 

Totals 

STL Constr 
Fund 

867,987 

(thousands of dollars) 

Rural 
Primary FAS State 

Interstate HAll nsn 
FAS 

County 
liB II 

Primary 
Urban 

Ext & Topic 
Urban 

System 
Total 

FA Total 

---------------------------- FEDERAL AID ------------------------------

778,805 176,663 25,868 93,603 44,095 1,119,034 1,987,021 

51 '720 132,284 184,004 184,004 

176,379 1,303,038 2,171,025 



TABLE 2.7.1.7 

ALLOCATION OF NON"LOCAL FUNDS - 1980 PROGRAM 

ADJUSTED FOR INFLATION EFFECTS 
(Thousands of Dollars) 

STATE CRC CRC 
HIGHWAY URBAN URBAN CRC CRC MUNICIPAL MUNICIPAL FA URBAN FA STATE 
PROGRAM PRIMARY LOCAL PRIMARY LOCAL MAJOR LOCAL SYSTEMS SECONDARY TOTAL 

Ann Arbor 25 '155 1,606 623 2 '921 996 4,881 1 , 149 3,532 40,863 

Bay City 3,272 964 378 1 ,073 331 2,272 566 1 '561 10,417 

Detroit 754,260 26,242 6,723 127 '137 8,836 129,610 31 '784 81 ,237 1,165,829 

F1 int 66,518 4,557 1,670 13 '903 2,623 10' 264 2,441 8,267 110,243 

Grand Rapids 54,989 1,950 812 7,359 1 '166 14,063 3,099 7,249 90,687 
I 

N 

~ Jackson 2,662 1 ,677 790 2,324 926 2,023 443 1,547 12 '392 
I 

Kalamazoo 4,020 1 '776 522 4,542 747 5,380 1,222 2,950 21 '159 

Lansing 18,234 1 '928 744 5,535 1,202 7,489 1,656 4,934 41 ,722 

Muskegon 2,227 764 340 2,742 623 4,164 1 ,031 2 '1 03 1 3 '994 

Saginaw 37,026 1 '271 847 3,278 1 ,208 4,282 897 2,778 51,587 

South Bend 1 '417 618 384 1 '193 574 481 159 569 5,395 

Toledo 1 '947 636 225 873 356 675 4,712 

Sma 11 Urban A 9,994 3,689 1 '657 6,032 3,041 17 '31 0 5 '111 8,189 55,023 

Small Urban B 18 '392 4,215 2,026 8,698 3,019 9,089 2 '215 6,693 54,347 

Rest of State 986,908 188,414 68,358 20,415 6 '158 51 , 720 1,321,973 

Total 1,987,021 51 ,893 i7 ,741 376,024 94,006 231 '723 ~;',931 132,284 51 '720 3, 000' 343 

-----------~- ------·--.------------- -- ----- -------. . 
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The assumption was made for the development of the 1980 Highway Program 

that private funds would be utilized for the construction of all new subdivi

sion streets. This same assumption was utilized in the development of the 

1990 Plan. Subdivision street costs for the 1972-1980 period were developed, 

and these costs adjusted to account for differential changes between construc

tion cost indices and general inflation in the 1972-1980 time period. Table 

2.3.1.8 shows the private funds required for completion of the subdivision 

streets during the time period, by urbanized area. 

Local funds were projected in a manner somewhat different than that 

utilized for the development of local funding for the 1990 Plan. As is 

discussed in Section 2.5, the 1980 Program for each urban area was developed 

on the basis of the Short Range Improvement Programs for Highways developed 

through the 3C process. Thus, local fund requirements were developed based 

upon perceived short-falls between the Short Range Improvement Program capital 

cost requirements and the funds which would be available to each geographic 

reporting area from Federal and State sources as previously discussed. For 

each urban area, a comparison was made with the projected requirements for 

local funding developed for the 1990 Plan, utilizing the projections from 

1972-1980. In all cases for which Short Range Improvement Programs were 

available, required local funding was tolerably close to the initial projec-

tions, and it was believed that the local funding requirements derived from 

the Short Range Improvements Programs waul d pro vi de the more real i st·i c est·i mates. 

Table 2.3.1.9 shows the resulting estimate of local funding requirements ro, 
highway related capital costs during the 1972-1980 period on both an absolute 

and a per capita basis. 

Finally, based upon all of the considerations ~reviously discussed, Table 

2.3.1.10 shows the summary allocation of all capital costs for the 1980 Program, 

and Table 2.3.1.11 shows, for each urban area, the distribution of these costs 

on a per capita basis and on a basis per passenger mile and per vehi c 1 e mi h 



:··:, 
; ... ~ TABLE 2-7.1.8 

PRIVATE FUNDS FOR THE 1980 HIGHWAY PROGRAM 
(thousands of dollars) 

Ann Arbor 9,286 

Bay City 2,948 

Detroit 277,677 

Flint 37,647 

Grand Rapids 33,223 

Jackson 2,979 

Kalamazoo 9,453 

Lansing 24,521 

Muskegon 11 ,619 

Saginaw 15,644 

South Bend 6,225 

Toledo 2,661 

Small Urban A 
58,274 

Small Urban B 

Rest of State 339,397 

Total 831,554 
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TABLE 2-7.1.9 

LOCALLY RAISED REVENUES FOR 1980 Program 
(By Counties and Cities) 

(thousands of dollars) 

Ann Arbor 8,034 

Bay City 11 ,745 

Detroit 185,038 

Flint 18,832 

Grand Rapids 19,036 

Jackson 3,598 

Ka.1 amazoo 9,927 

Lansing 11 ,243 

Muskegon 7,163 

Saginaw 7,019 

South Bend 1,289 

toledo 662 

Small Urban A 
33,91 0 

Small Urban B 

Rest of State 24,177 

Total 341 ,673 
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TABLE 2-7.1.10 

SUMMARY OF FUNDS FOR 1980 PROGRAM 
(thousands of dollars) 

Federal Target Funds 

Other Federal Funds 

Total Federal Funds 

State Motor Vehicle Highway 
Fund Funds 

Locally Raised Revenues 

Sub-Tota 1 

Private Funds 

Total 

-213-

1,303,038 

11 , 360 

1,314,398 

1,697,305 

341,673 

3,330,656 

831 ,554 

4,184,930 



Ann Arbor 

Bay City 

Detroit 

Flint 

Grand Rapids 

Jackson 

Kalamazoo 

Lansing -
Muskegon 

Saginaw 

South Bend 

Toledo 

Sma11 Urban A 

'-''! ~:o,-11 Urban B 

I Rest of Stat_?1 __ I 

TABLE 2-7.1.11 

CAPITAL COST PER CAPITA 
1980 PROGRAM 

TOTAL 
CAP COSTS/ 

CAPITA 
-

?93.65 

348.57 

365.93 

377.90 

247.04 

242.49 

235.29 

298.86 

282.72 

578.81 

411.58 

270.45 

207.70 

313.53 --

TOTAL 
CAP COSTS/ 

VMT 

0.05 

0.08 

0.06 

0.06 

0.05 

0.05 

0.04 

0.05 __ 

0.05 

0.11 

0.10 

0.06 

0.06 

0.05 
1-

0.06 ,_?72.68 --- --- --- . -

TOTAL 
CAP COSTS/ ANNUALIZED 

PMT COST/CAPITA 

0.04 3Fi.71 

0.04 43.57 

0.04 45 74 

0.04 47.24 

0.03 30.88 

0.03 30.31 

0.03 29.41 

0.04 37.36 

0~03 35.35 

0.07 72.35 

0.06 51.45 

0.04 33.81 

0.03 25.96 

0.03 39.19 

L 0.03 96.59 -- ··- c_._ __ 



2-7.2 URBAN PUBLIC TRANSPORTATION 

State Mass Transit fund requirements were determined by a compilation 

of Federal, State and Local funding availability. Federal funds are to be 

totally taken from the UMTA Capital Grant funding program; no Title 23 

H&PT funds are currently anticipated for use in local mass transit programs. 

The State's General Transportation Fund, which is supported by the 

1/2 cent gasoline tax, will assist the local urban areas in the annual oper-

ative and maintenance costs and in the matching fund requirements for UMTA 

Capital Grants. 

The urban areas are prepared to provide the additional matching funds 

required for capita 1 improvements. They wi 11 use their own General 

Funds to meet the operative and maintenance cost differences between 

fares and General Transportation Fund contributions. 

Total funds required throughout the State to implement, operate and 

maintain public transportation in urbanized areas are summarized as follows: 

EXHIBIT 2-7.2.1 

1980 URBAN TRANSPORTATION PROGRAM COSTS 
(Thousands of Dollars) 

ESTIMATED 
CAPITAL O&M COSTS O&.M COSTS 
COSTS 1979 1971-1979 

;..-.;....-

Urban Areas 1,056,071 1.37 1203 747,136 

Sma 11 Urban A 6,956 3,425 13,690 

Small Urban B 6,577 3,238 14,200 

Rest of State 0 0 0 

~ubtotal Small Urban 
A, B, Rest of State 13,533. 6,663 27,890 

Tota 1 Urban Progr·am ' 1,069,604 143,866 802 i 916 
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Exhibit 2-7.2.2 demonstrates how these costs will be allocated among 

the Federal, State and Local funding sources. The UMTA program has been 

calculated at about 13.8% of the total $6.2 million. 

EXHIBIT 2-7.2.2 

. 1971 SOURCES OF FUNDS FOR 1980 PROGRAM 
(Thousands of Dollars) 

CAPITAL COSTS O&M COSTS 1971-1979 
COSTS 

UMTA FUNDS 
GENERAL TRANS
PORTATION FUNDS 
LOCAL 
CONTRIBUTION 
REVENUES 
SUBTOTAL STATE 
& LOCAL FUNDS 

1,069,604 
855,683 

65,949 

147,972 

213,921 . 

505,026 

74,193 

21,009 
409,824 

505,026 

Before any additional capital improvements will be made in order to 

implement any local elements of the 1980 Program, a Transit Development 

Program and Unified Work Program will be completed to UMTA's satisfaction. 
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2-7.3 AIRPORTS 

The problem of raising funds to finance the cost of airport development in 

the State of Michigan was addressed in the Michigan Airport System Planning 

Study. The detail for the options for coping with the resource shortages are 

taken from that document. 

There are two obvious approaches to dealing with the anticipated shortage 

of resources to fund estimated MASP costs: additional funds could be sought 

or planned development could be delayed (or deleted). More specific options 

are outlined below, and those that appear promising or likely are later in-

corpora ted in avera 11 comparisons of MASP resources and costs. 

Although State resources are a small fraction of the total required to 

fund the MASP, an increase in these funds might encourage some vital airport 

development. 

A tax on aviation fuel provides the bulk of the funds for State contri

bution to airport development. The present tax of 3¢ per gallon is comparable 

to that levied in surrounding states. For air carriers, one-half of the tax 

is refunded. Without the refund, out-of-state purchases of fuel would be 

encouraged. A concerted effort by several states to raise fuel taxes would, 

if successful, avoid this problem, but such increased federal taxes on general 

aviation, as recommended by a current federal airport cost allocation study, 

would cause resistance to further state taxes on general aviation--and may 

also slow the growth of general aviation compared with this study's projections. 

Increases in local funds are outside the State's ability to influence, 

except by encouragement. To the extent that local funding takes place through 

issuance of revenue bonds, selective state insurance of such bonds might achieve 

a lo\'ler interest rate and thereby offer encouragement to grant applications. 
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In most cases, however, it seems unlikely that local airport authorities will 

be eager to use local funds for improvements that are eligible for ADAP funds. 

Even to reach the local cost levels implied by the MASP would require stren

uous efforts, and to then substitute local funds for some items eligible for 

ADAP will be regarded as an added burden. 

Because of its size, Detroit Metropolitan Airport may elect to compen

sate for shortages in ADAP funds by increased local resources. Detroit has 

greater financial ability (through airport fees and charges) and more in

centive than other Michigan airports to use local funds. 

The state plan can only be implemented on the initiative of locally 

owned and controlled airports, and it is not certain at what rate future ADAP 

grant requests will be submitted. Local enthusiasm for implementing the MASP 

is questionable in light of anticipated shortages of ADAP funds. 

Planned airport improvements that are not closely related to safety or 

to achieving needed capacity could in theory be deferred until more urgent 

improvements are funded. The authority to defer airport improvements currently 

rests with the FAA and not the MAC. This authority has not been exercised 

because grant requests have not yet exceeded available funds at the national 

level. 

In the event that Michigan grant applications do exceed available funds 

at some point, the MAC may wish to share with the FAA the difficult judgment 

as to which grants should be deferred. These decisions will require assess

ment of the relative merits of each grant request received. 
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~!Je~j_of_~he Energy Crisis on Development 

Aviation forecast provides a basis for the projections used in both the 

: : System Planning Study and the Department of Transportation Study. The State 

Airport System Planning Study began before the emergence of the energy crisis. 

At the end of our study, the effect of the energy crisis was addressed in the 

'~'-'' 

following manner. 

Because aviation forecasts provide the basis for much of this study, it 

must be noted that the projects were prepared andused before the emergence 

of this winter's ''energy crisis.'' Recent events, such as the curtailment of 

oil imports from the Middle East, have brought to full federal attention the 

possibility of national fuel shortages for an undertermined period. There is 

now, also, the prospect of substantial increases in the cost of transportation, 

arising from increases in fuel costs. It is judged too early to assess paten-

tial effects of such factors on future aviation activity levels in Michigan-

much depends on the methods by which available fuel supplied will be priced 

and allocated among competing uses. For example, demand for air travel may 

increase if federal restrictions are imposed on automobile travel. On the 

other hand, high prices may curtail travel demand, including the demand for 

air transportation. In light of these uncertainties, the projections of this 

study can be viewed in several ways: 

o The forecasts may significantly overstate future aviation 
activity. 

o Projected activity may occur, but at a later date than in
dicated (e.g., 1980 projections may not be reached until 
1985 or 1990). 

o The projections may turn out to be accurate or even under
stated because of changes in travel patterns. 

-219-



~ ~- ~ -- --~- ~ ~-- ~ --------- -~ --~ ~ ~ ------1 

In the absence of reliable information on the pattern of future federal 

responses to the energy crisis, and considering that aviation is a small part 

of the overall energy picture, it is most reasonable to assume that past pat

terns will tend to persist (extreme government responses to the present 

crisis are likely to be temporary). If a change should occur, it is most 

likely to be in the direction of deferred growth. It must be emphasized that 

much of the recommended development of Michigan's airport system does not 

appear to be critically dependent on rapid growth in aviation activity. 
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1980 Program 
(Short Range Plan Developme 
reduced to coincide with 
funds from appendix "0" plu 
state and local funds) 

, Short Range Plan 
t;:; (as per the MASP) ,_. 
1 

Intermediate RanJe Plan 
(as per the MASP 

Revenues Including Dis
cretionary Funds 

Short Range Plan 
(as per MASP) 

Discretionary Funds 
A/C 18,212 
G/A 10,227 

Intermediate Range Plan 
(as per MASP) 

Discretionary Funds 
A/C 35,563 
G/A 10,227 

nt 

s 

' 

EXHIBIT 2-7.3.1 

COMPARISON OF PROJECTED CAPITAL COSTS AND REVENUES 
(All Costs in Thousands of Dollars) 

, __ _:,__ ___ _ 

Projected Costs Projected Revenue 
Air General 

Carrier A vi at ion 
Air General 

Carrier Aviation 
Costs Costs Total Ftmrlo · Funrl~ 

151,389 34,80~ 186,194 151,389 34,805 

169,601 89,111 258,712 151,389 34,805 

186,952 110,390 297,342 151,389 34,805 

' 

169,601 45,032 

. 
' 

186,952 45,032 

Tr>bl 

186,194 

186,194 

186,194 

214,633 

231,984 

% 
A/C 

MooAo Mo+ 

100 

89 

81 

100 

100 

% 
G/A 

Need< Met 

100 

39 

23 

51 

41 
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2-8 LOW AND NON-CAPITAL ALTERNATIVES 

This section includes a summary of the responses of the Urban Areas. 

Consistent with the State goals and objectives cited in Section 2-2.1, 

the State anticipates encouraging and sponsoring those program alternatives 

which are consistent with total transportation service development within 

the State. Specific emphasis is now being placed on encouraging car-pooling. 

Exhibit 2-8.1 presents the Summary of Urban Area Responses. 
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EXHIBIT 2-8.1 
SUMMARY OF L~~ AND NON-CAPITAL ALTERNATIVES 

PERIOD ·OF IMPLEMENTATION 

1972 1980 1990 Not Being 
Program Alternative Inventory Program Plan Considered 

I. Staggering of work hours. 2 1 8 
2. Measures to encourage car pools. 1 R 1 1 

). Banning private automobiles 
from the CBD, 1 9 

4. Raising tolls on toll 
bridges and tunnels during 
peak hours. 10 

5. Lowering tolls on toll 
bridges and tunnels during 
off-peak hours. 10 

z 
0 6. Increasing CBD daytime H 

~ parking rates. 2 1 8 
"' 0 7. Lowering transit fares during .. 
~ off-peak hours. 2 7 z 

~ 8. Leas restrictiona on taxicabs. 10 
" H 

_10 
..., 

9. I.e" restrictions on iitneys. "' "' .. 
~ 

lO. Reserved lanes for buses. 3 1 7 i-· 
ll. Restrictions on curbside loading 

2 (l and unloading in congested areas. 3 7 
'1. -~·-

:>< l2. Evening delivery by trucks in 

~ downtown areas. 8 
H !). Other ~'8r~e~;ra, 1 1 1 " (describe) ri nn 

l4. Im[!roved Traffic Ooer. 1 1 

15. Bike Paths 1 ~ 
. 

16. " 

17. " 

18. " 

19. Rescheduling aircraft 
10 operations to reduce peaking. --

20. Diverting low-passenger 
operations from air carrier 
airport runways to general 

10 aviation facilities, 
~ 
H 21. Other (describe) "' 0 -.. 
"' 22. " H .. 

2). " ' 

24. " 

25. " 
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2-9 ANALYSIS OF DISCRETIONARY FUNDS 

This section includes the required data associated with Urban Public 

Transportation and Aviation as stipulated with the DOT 1974 Instruction 

Manual as amended and revised. 

2-9.1 URBAN PUBLIC TRANSPORTATION 

The impact of Table IV-1, UMTA Fund Limitation, is a shortfall of 

$541,030,000, that is $855,683,000 required by the urbanized areas for 

capital improvements less $314,653,000 allowed in Table IV-1 of Manual II. 

Exhibit 2-9.1.1 demonstrates this impact. No highway funds are anticipated 

to support any public transportation capital improvements. 

EXHIBIT 2-9.1.1 

TOTAL FUNDING IMPACT OF TABLE IV-1 UMTA FUNDS 

(Thousands of Dollars) 

1980 
Sources of Funds Program Urbanized Remainder Total 

Response Areas of State State Difference 

Highwa_ys 

1. DOT Federal 

2. Other 

3. Subtotal 

Urban Public 
I Tran3lortation 

4. DOT Fed. H&PT 0 0 0 0 0 

5. DOT Fed. UMTA 855,683 303,827 10,826 314,653 541,030 

6. Total Fed. 855,683 303,827 10,826 314,653 541,030 

7. Other 213,921 752,244 2,707 754,951 -541 ,030 

8 Subtotal 1,069,604 1,056,071 13,533 1,069,604 0 

9. TOTAL FUNDS 1,069,604 1,056,071 13,533 1,069,604 0 
---·-
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The shortfall of $541,030,000 is anticipated to impact upon the 

Detroit rail system. Exhibit 2-9.1.2 shows the Detroit 1980 Urban Public 

Transj15rt1lt'ion Program caul d be re-arranged to meet this discretionary 

allocation. Since only Detroit is impacted by this re-allocation, the 

other urban areas are not included in the analysis. 

EXHIBIT 2-9.1.2 

IMPACT OF TABLE IV-1 UMTA FUNDS - DETROIT 
(Thousands of Dollars) 

CAPITAL EXPENDITURES 

Sources of Funds 1980 Alternative 
Program Allocation of 

Response Discretionary Funds Difference 

Highways 

1. DOT Federal 

2. Other 
3. Subtotal 

Urban Public 
Trans~ortation 

4. DOTJ:,e<:L?H&PT 0 0 0 
5. DOT Fed. UMTA 786,400 245,370 541,030 

6. Total Fed. 786,400 245,370 541,030 
7. Transfers 36,000 36,000 0 
8. Local 160,600 701,630 -541,030 
9. Other 

10. Subtotal 983,000 983,000 0 
11. 983,000 983,000 0 

Exhibit 2-9.1.3 shows that the impact of Table IV-1 UMTA funds will 

have on the total Detroit program, since the re-allocated funds will be 

obtained from other local revenues. Since no other urban area would be 

effected by Table IV-1, they were not included in this analysis. 
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-- --
EXHIBIT 2-9.1.3 

I 
IMPACT OF TABLE IV-1 UMTA FUNDS - DETROIT 

MODAL AND OPERATING COSTS 

(Thousands of Dollars) 

Urban ~ublic 1980 Alternative 
Program Allocation of Transportation Response D-iscretionary Funds Difference 

~ita] 
Ex[Jenditures 

1. Exclusive Busways 0 0 0 . 
2. Other Bus 180,000 180,000 0 
3. Rail Transit Line 795,000 795,000 0 
4. Other Rail 8,000 8,000 0 
5. Total Capital 983,000 983,000 0 

j 
Operating 

Ex[Jenditures 

6. Bus Systems 75,000 751000 0 

7. Rail Systems 41,800 41,800 0 
8. Total -

Operating 116,000 116,;800 0 
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2-9.2 AIRPORTS 

Additional discretionary funds create a marked difference in the level of 

development for the 1980 Program. This is indicated by a review of cost pro

jections, as per the MASP, for both the Short and Intermediate Range periods 

in comparison to available revenues plus discretionary funds (Table 2-9.2.1). 

With the addition of approximately $18 million, 100 Percent of the pro

posed air carrier and reliever airport development in the Short Range period 

can be financed. Unfortunately, this is not the case with general aviation. 

The addition of the total discretionary funds available for general aviation, 

equals only 51 percent of general aviation costs in the Short Range period. 

For the Intermediate Range period, an auditional $35.5 million in dis

cretionary funds would allow development of all projected air carrier and re

liever needs. The use of the total general aviation discretionary funds 

available would satisfy only 41 percent of projected costs for the per-iod. 

Identification of all air carrier facilities requiring $5 million or 

more in additional discretionary funds is requested. For the 1980 Program, 

based on the Short Range period, there are no facilities. in this category. 

As noted earlier, an assumption was made that Detroit Metropolitan Airport 

would be funded by other sources. Should this not prove to be the case, 

it is likely that additional funds possibly exceeding $5 million would be 

necessary. 
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EXHIBIT 2-9.2.1 

TABLE FOR REPORTING USE OF ADDITIONAL 
AIRPORT DISCRETIONARY FUNDS 

Capital Expenditures 
Alternative .Difference 

Sources of Funds .1980 Allocation of Co 1 . ( 1) 
Program Discretionary minu(:~) Response Funds Co 1. 2 

I Col. (1) (2) (3) 

Air Carrier/Reliever Air~orts Millions of Adj. 1971 Dollars 

1 DOT Federal 64.399 144.906 80.507 

2 State 10.596 10.586 0 

3 Local 60,097 60,097 0 

4 Other 208.027 208.027 0 

5 Total 343.119 423.622 80.507 

General Aviation Air~orts 

6 DOT Federal 8.495 17.320 8.825 

7 State 3.701 3.701 0 

8 Local 20.999 20.999 0 

9 Other 1.610 1.610 0 

10 Total 34.805 43.630 8.825 

11 TOTAL AIRPORT FUNDS 377.924 467.252 89.332 
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2-10 RECOMMENDATIONS FOR ACTION 

, The study participants appreciate the magnitude of a national multi

modal transportation study and believe the Department of Transportation should 

be complimented on both preparation and coordination of the 1974 National 

Transportation Study. 

It is felt that more pre-testing by the Department of Transportation 

should be undertaken in forms, methodology, availability of data and unifor

mity of data among states and metropolitan areas. We also feel that the in

structional material submitted to the participants in this study should be 

edited and clarified in some cases. It is suggested that the next study be 

timed so that after an opportunity for review of instructional material by 

states, the Federal Department of Transportation should hold meetings with the 

technicians conducting data collection and analysis in each state to ensure 

understanding or requests and conversely have the Federal Department of Tran~.

portation personnel become aware of state and local viewpoints on this study. 

These meetings should then be called periodically throughout the study so that 

as problems arise, they can be addressed on a coordinated State-wide basis 

with all parties involved present at such coordination meetings. 

It may be worthwhile for the Department of Transportation to reconsider 

focusing the 1976 NTS Study on the financial aspects or 1980 Program type 

analyses with special emphasis on source-of-funds and levels-of-funds con

tingencies. It may also be reasonable to structure the next study and suc

ceeding studies such that core aspects of the study continue from one NTS 

study through the next and that special analyses be scoped which can be 

accomplished within reasonable time windows such that excessive schedule 

modifications and slippages are avoided. 

-229-



---------------------- ·-- -----~~ 

For the development of a comprehensive aviation plan and data bank, in

formation should be collected for non-hub air carrier facilities as was for 

the larger hubs. Although the non-hubs represent a small portion of the total 

operations and enplaned passengers. geographically they serve approximately 

two-thirds of Michigan. It is felt that their existence and future expansion 

is an important factor directly related to the economic growth of the areas 

they serve. 

Future studies should include additional analysis of third-level air car

rier service as this is the only air transportation available for certain areas 

of Michigan. Data relating to area and population served plus investigation 

of the financial problems encountered for this level of service should be 

studied. Also, the practicality of subsidization of third-level air carrier 

service should be a product of analysis of this data; 

It is also recommended that if reasonableness, arguments and analyses 

are required in future studies -- more internal to DOT -- effort should be 

expended to insure that all participants adhere at least to fiscal projections 

and limitations in a vigorous manner. 

We would also recommend that further consideration be given to the de

velopment of a simpler, less time consuming method of applying price adjust

ment factors as a considerable amount of time was consumed in this exercise. 
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REPORTS OF PARTICIPATING STATE AGENCIES 

-231-



------ - ----------------- ----------------------------------------------------- -- ----------------- --------~-------------------------------, 

INTRODUCTION 

This section includes specific comments and/or summaries with r.espect 

to the planning process as included within the Michigan State Department 

of Highways and Transportation. Since each modal area served on the 1974 

NTS Coordinating Committee, the outline provided by the DOT is unappropriate 

for the State of Michigan. Part 2 of this report reflects the modal input 

as developed and coordinated by the Coordinating Committee. 
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The Michigan State Highway Commission appreciates this opportunity to 
present to the United States Senate its views of transportation problems facing 
Michigan and of what future actions should be taken to resolve ttwsc problems. 
It is understood that the Senate public hearings will focus on: (1) the 
financing of highways and mass transit; (2) transportation in a time of energy 
sltortages, and (3) transportation planning for the seventies. These subjects 
are so mutually dependent that comments on one must be considered to have 
a bearing or repercussions on the others. In addition, we would like to 
call attention to the Senate of some additional transportation problems as 
being especially pertinent to the people and State of Michigan. 

1. FINANCING OF HIGHWAYS AND MASS TRANSIT 

Recent state and federal needs studies reflect the same basic conclusion; 
that is, that current financing levels will not be adequate to meet the needs 
of either highways or mass transit. The 1974 National Transportation Study 
indicates that the revenue (in constant 1971 dollars) needed to meet Michigan's 
1990 highway needs is $29.9 billion and that the mass transit needs for the 
same period equal $2.8 billion. When 1971 dollars are adjusted to the consumer 
price index, we find that, on the basis of projected levels of available income 
from capital improvements, 85 percent of the mass transit needs can be met, but 
only 24 percent of the identified highway needs can be covered. 

Even if 20-30 percent of person highway trips could be diverted to some 
other mode of transportation, highway needs would not be substantially reduced. 
To attract such a high percentage of person trips, mass transit facilities 
would have to include many miles of low volume routes which would greatly 
increase the subsidies required to keep mass transit facilities in operation. 
By now, it should be apparent to all concerned that mass transit £acilities 
cannot be financed from revenue collected in the fare box. In fact, few if 
any will even meet operating costs. 

In the past, highway user taxes have provided a generally satisfactory 
source of revenue for financing of arterial highways, roads, and streets. 
However, with the rapidly increasing cost of maintenance activities, coupled 
with decreasing revenue due to shortages and cost of gasoline, plus increased 
costs of construction, state and local governments simply will be unable 
to meet even the most critical of their highway needs. 

It appears entirely clear that if highway programs are to be effectively 
accomplished in sufficient time to serve needs already demonstrated {much 
less those anticipated) and adequate mass transit facilities are to be 
provided, additional sources of revenue must be found. Under existing federal, 
state, and local government tax structures, federal assistance appears to 
be the primary source for additional revenue for the essential work required 
to provide adequate transportation facilities, 

2. TRANSPORTATION IN A TIME OF ENERGY SHORTAGES 

No state is more aware of the repercussions of an energy shortage or energy 
crisis than Michigan. Waiting in line for gasoline may be disconcerting, but 
waiting in line for an unemployment check is far more serious to the individual, 
Unemployment in Michigan has soared to double the national average since the 
current energy crisis became apparent last fall, Although acute gasoline 
shortages have only occurred in isolated areas of the state, the increased 
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cost of gasoline, plus the tens of thousands unemployed due to automobile 
production cutbacks, have resulted in a reduction in travel in our state. 

We are totally confident that the American people will not give up 
their cherished desire for personal freedom, and this freedom includes the 
freedom of mobility that they have enjoyed in the past and will demand in 
the future. We are also confident that American technology, much of it 
coming from Detroit, will solve the current crisis and possibly even improve 
on the past. This is not to imply that some changes and better utilization 
of the various modes of travel are not only necessary, but desirable. However, 
these changes should not only occur during a crisis period; they should be so 
structured and so conceived that they will have a long-range effect and will 
offer a choice to the individual even in a time of plenty. 

Our General Transportation Fund, which is financed from a one-half cent 
per gallon tax on gasoline, amounts to approximately $23 million per year. 
Fifty percent of these funds are direct pass-through grants to the urban areas 
to help subsidize and improve transit operations. With the remainder of these 
funds, and with the assistance of federal grants, we have inaugurated a number 
of innovative programs, Although these programs could be considered an effective 
reaction to the current energy crisis, they were started early in 1973, at 
least six months before the "energy crisis" became a reality. We would be 
sorely disappointed if the success of these programs was due only to the current 
situation, In cooperation with our local units of government, we have inaugurated 
dial-a-ride systems in several medium-sized communities, purchased buses for 
larger communities,· initiated demonstration projects for·tmproved commuter 
rail facilities, and authorized several studies to determine the feasibility 
of utilizing people-mover systems in high activity centers, These programs are 
beneficial to the communities of Michigan and they are deserving of increased 
federal participation. They were not originally conceived as an answer to the 
shortage of energy; they were intended to help solve other problems, but they 
are and will continue to conserve energy if properly developed and financed in 
the future. Following are some of the programs inaugurated in Michigan since 
the beginning of the energy crisis: 

A. Statewide Carpool/Buspool Programs 

In a January letter to all employers with work forces larger than 500, 
Governor Milliken urged the establishment of carpool programs. He encouraged 
these large employers to contact the regional planning agency in their area 
for assistance. These agencies have been given responsibility for the 
coordination and promotion of carpool programs in their area of jurisdiction. 

B. State Employee Carpool/Buspool Program 

Initiated by the Michigan Department of State Highways and Transportation, 
this pilot program matched 3,100 capitol complex employees with other 
potential carpoolers, The Department will periodically update this cornput'""
ized program and consider further incentives to encourage carpooling among 
state employees~ 

C. Carpool and Public Transportation Promotion and Publicity 

In response to various local, state, and federal programs to encourage 
carpooling and the increased use of public transportation, the Michigan 
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news media has been instrumental in making the public aware of energy 
conserving measures. In a similar informational intent 1 the Michigan 
Department of State Highways and Transportation has prepared and distributed 
more than 2,000 "Pool It" posters to public and private businesses within 
the state. 

D. Urban Public Transportation Energy Emergency Program 

The Michigan Legislature, in December, 1973, enacted legislation permitting 
the expenditure of state gas tax monies for an Energy Emergency Transportation 
Program. Intended to provide increased public transportation service within 
urban areas, $1,830,943 in grants has been appropriated to ten urban areas 
for the purchase, lease and/or rehabilitation of approximately 250 intracity 
buses. 

E. Michigan Park and Ride Program 

The Michigan Department of State Highways and Transportation is working with 
local transportation authorities in the development of park and ride programs. 
This program involves the acquisition and development of parking facilities 
within the larger urbanized areas. Such sites will serve as collection 
points for express bus services and carpools. To date, preliminary imple
mentation of this program has been limited to the Detroit metropolitan area. 

i ' F. Reserved Bus Lanes 

) -

G. 

The Michigan Department of State Highways and Transportation is currently 
evaluating potential locations for reserved bus lane projects in the state. 
Such segregated lanes would be limited during the peak hours for use by 
vehicles displaying high energy efficiency, such as express buses, intercity 
buses, and carpools. Initial efforts in this endeavor have been confined 
to the Detroit area where several major arterials are under study. Long 
range considerations focus on implementation of reserved bus lane projects 
on major Detroit freeways. State legislation will be required to implement 
this program. Such legislation has been introduced and should be enacted 
in the near future. 

Intercity Public Transportation Programs 

Effective February, with Upper Great Lakes Regional Commission funding, 
the state implemented a Northern Express Bus Service linking Detroit, Lansing, 
Kalamazoo and Jackson to northern recreation areas. This service was developed 
and coordinated by this Department, working in conjunction with the Michigan 
Tourist Council and resort owners in northern Michigan. The utilization of 
this service is now being analyzed to determine the feasibility of continuing 
this type of service in the future. 

H. Statewide Carpool and Bus Parking Lot Program 

An immediate action program to establish carpool parking lots adjacent 
to state trunklines is currently being developed by the Michigan Department 
of State Highways and Transportation. Sites will be graded, paved, signed, 
and plowed as required to make them suitable for year-round use, A longer 
range, more comprehensive program will be developed which may involve the 
purchase or lease of land and the development and improvement of larger 
sites using Federal-aid highway funds at entrances to major cities. 
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L Speed Reduction 

The State Legislature during March, 1974, enacted legislation reducing the 
maximum speed limit on Michigan highways to 55 miles per hour and signs have 
been posted. This is expected to result in a savings of 178 million gallons 
of gasoline annually. Prior to this time, voluntary speed reductions by 
Michigan drivers had occurred, with the average speed on rural freeways 
(previously posted at 70 m.p.h.) having dropped 6 m.p.h. to 62.3 m.p.h. 
On the 65 m.p.h. undivided rural highways, the average speed was 54.9 
m.p.h., or 5 m.p.h. less than one year ago. 

J. Urbanized Area Programs 

In addition to federal and state sponsored initiatives, individual urban 
areas within Michigan have been instrumental in the development of trans
portation related energy conservation programs. The larger urban areas 
generally are involved in ambitious programs involving carpooling and mass 
transportation. These include Lansing, Grand Rapids, Detroit and Flint -
all of whom are represented at the DOT Carpool Seminar in Chicago Heights, 
Illinois. The Southeast Michigan Council of Governments has created a 
technical and administrative task force to coordinate carpool and other 
energy emergency programs. A work program and a funding proposal is 
currently being developed by this task force, Grand Rapids and Lansing 
have received local approval to make application for 90-10 funding (using 
Federal-aid urban system funds) for a carpool demonstration project under 
the provisions of Section 3 of the Emergency Highway Energy Conservation 
Act. Several other urbanized areas are also considering this type of 
program. 

3. TRANSPORTATION PLANNING FOR THE SEVENTIES 

Transportation planning for the seventies will have to add still another 
dimension to the planning process. The conservation of energy must now become 
a major factor in the decision-making process. Except for low profile moderate 
cost improvements, no innovative or extensive changes to our existing transportation 
systems can be planned, constructed, and in operation during this decade unless 
they are already well advanced through the planning stage. Therefore, we must 
look to the eighties as the time period for fruition of major innovative systems. 

Urban Public Transportation 

If mobility is to be preserved, while at the same time meeting the dual objectives 
of energy conservation and achievement of air quality standards, there will need 
to be a shift of many person trips from the private vehicle to public transportation. 
However, in most communities~ this will require improved highway transportation 
service rather than fixed guideway systems. Except for Detroit and possibly Home 
selective activity centers throughout the state, the urban public transportati_uo 
systems in Michigan will consist of rubber tired vehicles operating on highways. 
Even in Detroit where an independent guideway system is proposed, buses will be• 
required to feed the new transit system, as well as provide service to areaH not 
served by the new system. 

In addition to a fixed guideway system being proposed for Detroit, we are studying 
the feasibility of utilizing independent people-mover systems in five high activity 
centers. Three of these studies are in Detroit and would complement the proposed 
area wide transit system. The other two are in the CBD's of Grand Rapids and 
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Saginaw. The purpose of these studies is to determine the feasibility of utilizing 
relatively small people-mover systems in intensive activity centers where movement 
of the private motor vehicle is in constant conflict with pedestrians and the 
storage of these vehicles is often not the best and most productive use of land. 

llere in Michigan the automobile induHtry is spending millions of dollars on rcsearcl1 
and development of mass transit systems. Although much of this research has not 
been publicized, it is known to include advanced design of completely automated 
people-movers operating on special guideways, improved design of both small and 
large buses, research on a dual-mode vehicle, and advanced propulsion systems. 
Some of these systems have been produced and are in operation. 

Many publications and orators have used the phrase, "balanced transportation"? 
But to our knowledge, no one has defined just what balanced transportation is. 
This situation probably exists because what might be balanced for one area would 
be unbalanced for another area. However, Michigan is actively promoting the 

. development of public transportation facilities in all of our urban areas. This 
emphasis at the state level is being backed up by state funds, To accomplish 
meaningful advances in this area, additional funds will be required from the 
federal level for not only capital improvements, but operating subsidies as 
well. 

Highways 

During the next sixteen years, we would like to complete the Michigan freeway 
network. The Interstate System should be completed by 1980 or shortly thereafter. 
However, this system represents slightly less than one-half of the total freeway 
network necessary to adequately accommodate the major traffic desires throughout 
the state. The remainder of our adopted freeway plan includes very few miles 
in urbanized areas, but until the entire network is completed, certain areas of 
our state will be at an economic disadvantage in comparison to those areas now 
being served. At this point, we would like to emphasize that once this skeletal 
statewide freeway system is completed, very few additional miles of this type 
of highway will be required. No knowledgeable transportation planner is advocating 
the proliferation of freeways just for the sake of constructing freeways, but 
until the system is complete, certain areas of our state will not benefit from 
these modern highways that have meant so much to the economic development of those 
areas now being served. 

Another very vital area of concern during the next decade and a half is the 
upgrading of the remainder of the arterial highway system. Because of the 
emphasis put on the Interstate System in the past, many very important arterial 
routes have been neglected, in both urban and rural areas. Primarily, these 
routes will only require upgrading with only minor relocations. However, time 
is running out on these highways; if they are not given serious attention in 
the near future, the cost of rehabilitating many of them will be greatly increased. 

Railroads 

Railroads present a critical concern for Michigan's future transportation system. 
The recent U.S. Department of Transportation report, "Rail Service in the Midwest 
and Northeast Region", identified 2,250 miles or 48 percent of lower peninsula 
Michigan rail route miles as '"potentially excess". The new Regional Rail Reorgani
zation Act of 1973 provides that the United States Railway Association will select 
those lines of bankrupt railroads for continued service, and subsidy funds are 
allocated to states to subsidize continued service of unprofitable operations. 
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The role of the state is to determine which lines are necessary to commerce and 
community development. The state's interests in the future of railroad operations 
are many. 

The Department of State Highways and Transportation has been working closely with 
the Governor's Office to bring the problems of railroads into a multi-modal trans
portation planning process. At the Governor's request, an Interagency Railroad 
Task Force has been organized and State Railroad System Needs Analysis initiated. 
This study will be completed this September. 

Energy preservation is of concern to the entire public. A continued energy 
shortage would enhance the railroad alternative as a fuel-efficient means of 
transport and a means to continued movement of goods at moderate transport 
prices. Railroads also serve as an energy efficient mover of passengers. Demands 
for rail passenger travel has begun to grow again. 

In cooperation with AMTRAK, the Michigan Department of State Highways and Trans
portation anticipates the iriitiation of passenger rail service between Port Huron 
and Chicago in May, 1974. Slated to begin operation with one round trip daily, 
this service is expected to be expanded by an additional trip during the latter 
portion of the year. Additional service on the current Detroit-Chicago run is 
also being considered. 

Losses of rail route miles have implications for state highways. Commercial 
traffic diverted to highways, because of rail line abandonments, may cause 
increased highway maintenance expense and traffic accidents. Where traffl.c 
is nearing roadway capacity, major investments in new highway facilities may 
be required. 

More broadly, presence of rail lines is a major determinant of connnunity 
stability and future development potential. Products of agriculture, mining, 
and forestry rely on rail transportation for bulk, low-cost movement. Future demands 
for food products will stimulate inbound shipments of agricultural supplies and 
outbound shipments of products. Extraction from mines and forests remains uncertain. 
As scarcities develop, currently low-grade mines and forests may return to importance. 
Rail transportation is required to help the economy readily respond to alternative 
sources of raw materials. 

Railroad planning is an essential part of transportation planning, As a low-cost 
carrier, the railroad serves as a fuel saver and as an encouragement to economic 
development. Often, plant locations depend on the location of railroads. Community 
stability depends on the employment generated by these industries. Transportation, 
more than any other medium, can bring about an equilibrium of growth between our 
densely populated urban areas and rural, small-town America. 

Aviation 

The chief effect of the energy cr~s~s on the aviation phase of transportation 
planning and priorities of the seventies is uncertainty. This uncertainty is 
apparent in every segment of aviation, both in Michigan and throughout the United 
States. 

Scheduled airlines have canceled over 2,000 flights, some of them affecting 
Michigan. It is estimated that fuel which previously represented 12 percent of 
airline operating costs now represents 20 percent. However, the reduction of 
flights has resulted in higher load factors for remaining flights, resulting in 
more profits per flight, and somewhat offsetting the increased fuel prices. 
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General aviation, which represents the private sector of aviation, has experi
enced a decllne in the number of flights due to increased prices and the avn 11-
abillty of [ucl. Tl>ls form of: aviation is very important to business and 
industry. Although no figures are available, it can be assumed that the 
reduction in private flying has had an adverse effect on the economy. 

The Bureau of Aeronautics, of Michigan's Department of State Highways and 
Transportation, is completing a State Airport System Study under a FAA grant. 
The recommendations for short-range, intermediate range and long-range in 
this plan may be affected by the energy crisis to the extent that projected 
activity may occur at airports throughout the State of Michigan, but at a 
later elate than indicated (e.g., 1980 projections might more probably occur 
in 1985 or 1990). 

3. THE PROPOSED UNIFIED TRANSPORTATION ASSISTANCE ACT OF 1974 

Philosophically, we oppose the continuation of this type of federal legis
lation. The continuation and proliferation of federal involvement in trans
portation systems that are more properly a concern of state and local governments 
is not the most expedient or efficient method of providing transportation 
services to the people of this nation. Granted, this proposed legislation 
does offer the opportunity for the Governor of each state to assume some of 
the responsibilities now vested in the federal government, but we would prefer 
to see even greater reliance on state and local governments to solve their own 
problems by eliminating even more federal involvement. 

The ultimate in this philosophy would be for the federal government to concern 
itself only with those transportation facilities necessary to the national defense 
and interstate commerce. These facilities should include a skeletal highway 
system, a national system of railroads, interstate air travel, and ports, Real
istically, under the existing federal, state, and local government tax structure, 
federal financial assistance is absolutely essential to providing adequate 
transportation facilities. 

However, even this reliance could be lessened if federal taxation on items 
such as motor fuels was lowered with the states picking up any federal decrease, 
or having the state merely retain a portion of the federal taxes now being assessed. 

We recognize that one of the nationally held concerns that has lead to 
increased federal involvement in governmental programs has been the achievement 
of national goals regarding civil rights, environmental protection, and programs 
designed to insure that the constitutional rights are protected for all of our 
people. We submit that there are other statutory mechanisms to insure these goals 
are achieved and that it is essential to have federal control over the expenditure 
of public funds to insure the achievement of these worthwhile objectives, In 
fact, the dislocations that have resulted from the federal government's attempt 
to orchestrate all governmental mechanisms, as part of the expenditure of public 
monies, have contributed greatly to over-controlling our society and leading to 
public cynicism as to our ability to govern ourselves. Certainly, it is a federal 
role to assure that all of our citizens are treated equitably and that their 
rights are protected, but it should not be assumed that this can only be achieved 
through federal fine tuning of the governmental process. 
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Recognizing that our philosophy will probably not prevail, we offer the 
following comments on this proposed Act: 

Basically, we would support most of the provisions of this Act; however, 
we believe some sections should be modified and we are concerned that it is not 
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a complete Act. The Act only deals with the "urbanized areas" for fiscal years 
1978-90. What effect will this Act have on the Federal-aid Primary and Federal-aid 
Secondary programs for these years? 

We are concerned over the elimination of the urban areas between 5,000 and 
50,000 population from the urban program, effective July 1, 1974. Based on the 
1973 Federal-Aid Highway Act, we have established Federal-aid urban systems in 
these areas. If this 1974 Act is enacted as is, these areas would be eliminated 
after only one year from the urban program, This situation will bring about a 
strong reaction from these areas unless an alternative program (other than the 
FAP and FAS programs) is included in the Act. 

If the urban program is revised in this manner, we support the allocation 
of both the Federal-aid urban extension funds and the Federal-aid urban funds 
on the basis of urbanized area population. 

We definitely support the proposed 80-20 matching formula for both highway 
and public transportation facilities, 

We support the provision which would allow the transfer of 40 percent between 
all appropriations, including rural to urban or urban to rural. 

We support the expansion of the Rural Highway Public Transportation Demon
stration Program, including the use of these funds for operating expenses. 

We have reservations about using FAP and FAS funds for the purchase of 
buses for non·•urbanized areas, These funds are so inadequate compared to the 
needs on these systems, such a diversion does not seem justified. It would 
appear that some type of UMTA program could be devised for this purpose. 

We support all of the provisions of Title II of this proposed Act which 
are amendments to the 1964 UMTA Act, However, we urge that consideration be 
given to including urban areas of 5,000 to 50,000 population. These areas are 
in dire need of public transportation facilities and are usually in a less 
advantageous financial position to independently provide such services as are the 
larger urbanized areas~ 

We have some very serious reservations over some of the provisions of 
Title III which is to become effective July 1, 1977. We do not believe that 
rural, urban, and urbanized problems can be treated independently of each 
other, but should be considered as part of an overall national program, 

We strongly object to the elimination of designated funds for urban 
extensions of FAP and FAS routes (C funds), We do not object to combining 
Federal-aid urban system funds with public transportation funds into a single 
fund; however, "C" funds must be available at the state level to assure the 
proper development of a statewide highway network. Without these funds, the 
state transportation agency would have little or no control over the funds 
necessary to accomplish a statewide system, If these funds were allocated 
to the individual urbanized areas on an annual basis, the state agency would 
have to rely on the appropriate local officials making these funds available 
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for construction of projects on the state operated and maintained system, This 
situation will become untenable because often projects of this nature would 
require several years of any one individual area's allocation of funds. Usually, 
urban extension funds are utilized in one or two areas of the state each year 
for constructing meaningful projects ·after which the funds are concentrated 
in some other area. Without this flexibility, it will be most difficult, if 
not impossible, to continue to develop and maintain a state highway system in 
the~ urbanized areas of our state. 

We endorse the concept of a single Federal~aid urban system fund which 
should only include existing FAU funds and UMTA funds, not urban extension 
funds, for payment of operating expenses of public transportation facilities, 
in addition to financing highway improvements. This would provide the 
appropriate local officials with the flexibility necessary to meet their 
most pressing demands as they see them. 

We strongly endorse the provision where the Governor would be empowered 
to assume many of the major responsibilities now assumed by the federal 
government. 

We are opposed to changing the date for the apportionment of federal funds 
from on or before January preceding the commencement of the fiscal year to 
the first day of a fiscal year (July 1). This six month lead time is very 
beneficial in developing or revising programs based on the amount of funds 
which are to be made available. 

Although this proposed Act does not advocate the direct pass-through of 
funds to the urbanized areas, we take this opportunity to oppose any such pro
vision being added in the future, By making the Governor and his designated 
state agency responsible for all federally oriented transportation programs, 
allows the state to maintain equity between all urbanized areas as well as 
equity between the remaining areas of the state, To accomplish this equity, 
adjustments in state oriented programs may be necessary. However, to accomplish 
such equity without control or direct knowledge of all federal programs would 
be most difficult, if not impossible, 

We not only support but urge the continuation of the Federal Highway 
Trust Fund beyond its current legal termination date of October 1, 1977. 
This fund is essential to the expeditious completion of the Interstate 
System. In addition, many miles of the other Federal-aid systems are in 
need of immediate attention. Although we support the continuation of state 
funded maintenance on all systems, the cost of maintaining the highway system 
is taking a higher percentage of state generated revenue each year leaving 
less for construction purposes. In a few years, thousands of miles of the 
Interstate System will be in need of resurfacing. In this regard, resurfacing 
should be considered as construction and federal funds from the trust fund 
be made available for this type of improvement. 
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3.2 URBAN PUBLIC TRANSPORTATION 
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3~2.1 SUMMARY 

MASS TRANSPORTATION PLANNING PROCESS 

MJchignn Department of State Highways and Transportation 

The recent reorganization of the Departmerit of State 

Highways into an agency responsible for highways, public 

transportation, aviation, railroads, and ports has resulted 

in the restructuring and expansion of the Bureau of Trans

portation Planning to encompass planning for these additional 

modal systems. Public transportation, in particular, is an 

area which will require a significant planning effort in 

future years. This is caused by increasing public apprecia-

tion of the potential of transit in helping to solve some of 

the important social, economic and environmental problems 

confronting our society._ These concerns have been refle~ted 

in recent state and federal legislation requiring increased 

consideration of transit improvement programs as an altern

ative to other types of transportation improvements. Com

pliance with these mandates requires a viable publ.ic tr&as

portation planning process. 

The Mass Transportation Planning Section within the 

Bureau of Transportation Planning was established to direct 

and coordinate mass transportation planning programs and 

activities in Michigan. The responsibilities of the section 

include the development of inter- and intracity public trans

portation planning programs and procedures and their application 
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to appropriate public transportation planning situations. 

Of special significance is the coordination which must 

exist between this section and other Departmental units 

responsible for public transportation activities. 

include: 

These 

(1) The Metro Planning Division and the Multi-Regional 

(2) 

Planning Division within the Bureau of Transportation 

Planning. These Divisions are responsible for the 

development of urbanized area (3C) and regional multi-

modal transportation plans. They are also primarily 

responsible for Departmental liasion with local units 

of government and regional planning agencies. 

The Bureau of Urban and Public Transportation. This 

Bureau is responsible for the administration of 

General Transportation Fund programs including the 

distribution of operating assistance and capital 

grant monies to local transit agencies. This Bureau 

is also involved in various public transportation 

project planning activities. 

Public transportation planning and project implementation 

is subject to numerous requirements imposed by federal and 

state laws, Specific procedures and activities necessary to 

comply with these requirements are contained in the MDSH&T 

Action Plan. Many of the State requirements are contained 

in Michigan Act 327 which, with a companion bill, provides 
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for the diversion of 1/2¢ of the 9¢ state gasoline tax 

for puhllc transportation. The $22 million generated 

from tid s source is distr:ihutcd on the basis of an annual 

public transportation plan detailing operating and capital 

equipment needs, 

Statewide Planning 

Long and intermediate range goals and policies for 

public transportation in Michigan will be contained in 

the MDSH&T Biennial State Transportation Plan. This plan 

will, over time, increase in specificity· as state/regional/ 

and local transportation plans are developed and adopted. 

The Biennial State Transportation Plan will enunciate state 

policies towards the improvement of all transportation 

systems. 

Regional Systems Planning 

The Michigan Dep~rtment of State Highways and 

Transportation, in cooperation with the designated 

multi-county regional planning agency, will develop 

a multi-modal regional transportation plan for each 

of the 13 Planning and Devleopment Regions in Michigan. 

A regional plan for public transportation will be an 

important part of this comprehensive plan. 
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Urbanized Area Planning 

Each urbanized area in Michigan has an established 

3C planning process with an appropriate organization to 

carry out necessary plans and programs required by this 

process. Technical and policy committees provide neces-

sary direction and guidance to the program and have 

responsibility for plan development and adoption, The 

MDSH&T is represented on each of the committees and pro-

vides major financial and staff input, A multi-modal 

transportation plan is developed and maintained through 

this process. 

Public transportation planning occurs at several 

different levels within urbanized areas. Act 327 requires 

the development of an Annual Urban Public Transportation 

Plan detailing operating programs and capital needs for 

the forthcoming fiscal year. This plan is the basis for 

state disbursement of General Transportation Fund money 

and it is acted upon by the· Public Transportation Council, 

the State Highway Commission and the state legislature. 

The primary responsibility for preparation of this plan 

lies 0ith the transit agency although review ~nd coordina-

tion with the planning agency is required. Intermediate 

and long range transit planning is generally the respon

sibility of the 3C agency although coordination and 
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cooperation with the transit agency is strongly encouraged. 

This effort generally involves the preparation of a "transit 

development program" for a 5-10 year period as well as a 

longer range plan for 20 or more years. This latter plan 

will be developed and presented as part of a comprehensive 

transportation plan for the urbanized area. The intermediate 

and lange range plans provide the basic framework within 

which the annual plan is developed. 
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3.,.3 AVIATION 
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3-3.1 Sill1MARY 

Much of the basic material used in the aviation portion of the Michigan 
submittal for the 1974 Federal Department of Transportation National Trans
portation Study 1<as taken from the Michigan State Airport System Planning 
Study. The System Planning Study has been approved and accepted by the Mich
igan Aeronautics Commission and will be submitted to the Department of State 
Highways and Transportation Commission before distribution of the final prod
uct. 

A brief summary of the background of the State Airport System Study would 
be in order. 

The Michigan Airport System Plan Study has been a two-year effort sponsor
ed by the Michigan Aeronautics Commission (MAC) and made possible by a grant 
from the Federal Aviation Administration (FAA). The purpose of the study is 
to develop a plan for the orderly and timely development of a system of air
ports adequate to meet the air transportation needs of Michigan. Upon comple
tion of the study and approval by its sponsors, the resulting airport system 
plan is expected to serve many important uses: 

Applicable portions of the plan will be integrated into the 
National Airport System Plan. An airport must be included 
in this plan to qualify for federal participation in the 
funding of development. 

The plan will provide a basis for coordination of airport 
planning with planning by state, regional and metropolitan 
agencies in such areas as transportation, land use and the 
environment, economic development, and resource utilization. 

The plan will provide a framework to assist in the develop
ment of individual airport master plans (and airport system 
plans at the regional or metropolitan level, if needed). 

The state system plan is not intended to present detailed, unalterable 
design specifications for existing airports; nor is it intended to design spec
ifications for existing airports; nor is it intended to identify the specific 
location of new airports. Instead, the plan identifies general locations and 
aeronautical roles for a coordinated system of airports. Airport development 
is examined to the extent necessary for determination of approximate system 
costs. 
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State Policy and Programs for Airport Development 

The Bureau of Aeronautics has long encouraged the development of an 

adequate airport syst9m through a number of departmental programs and the 

administration of federal programs to establish an aviation network in the 

State of Michig~n. Public assistance, whether in the form of a federal-state

local program ot a state-local program, has become increasingly necessary in 

the development of efficient airport facilities, both in the State of Michigan 

and in the United States as a whole. In fact, in Michigan almost half of the 

airports in tht;l state were improved with some form of assistance. 

In obtainir.g federal funds, from 1947 to 1970, the enabling legislation 

was the federal airport act establishing the Federal Air to Airport Program. 

In 1970, a new fmderal assistance program was enacted entitled, "The Airport 

Development Aid Program." 

In these federal programs, the United State Government provides up to 

50 percent of approved cost of a project. Eligible work ~ncludes land, 

construction ana improvement of all or part of a public airport. The AeronautJ.cs 

code of the State of luchigan appointed the Bureau of Aeronautics to act as an 

agent for local political subdivisions in the development of aeronautical fac:llities 

involving feder;cl fin:>ncial aid. As agent for political bodies involved In uu' 

federal program, the ~ureau of Aeronautics furnished engineering and other 

technical services to the local airport sponsor. The state also participated 

financially in t'lese federal projects by matching local funds for airport 

construction on the follm,ing basis: 
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Federal Government 

State of Michigan 

Local Community 

40% 

20% 

40% 

The Bureau of Aeronautics through financial assistance on zc matching 

50-50 basis aids local units of government in the development and improvement 

of small airports, which do not qualify for federal assistance. In addition, 

the Bureau of Aeronautics has initiated several other'p;mgrams to meet 

speeial aeronautical needs around the state. These are ,the, small airports 

program, the small loan program, the airport marking program anc' the ':>azard 

removal and state navaid programs. 
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Obviously, the amount of airport development which can be programmed 

in any g~ven year is dependent on the funds available from federal, state 

and local sources. Until the present time, the allocation of federal and state 

funds eaoh year was made on the basis of first come first serve. The communities 

,;hich sh-Jwed initiative and interest in aviation programs were the ones which 

were giv•n assistance. This is not to say that ·these projects were not needed. 

It is to say, however, that some areas ,;hich needed airport improvements did 

not receLve it because of lack of local initiative. This was a definite 

impedemectt to the development of a statewide aviation system. There was no 

priority basis in this regard. 

To )rovide for a long range outlook in airpart programming, the State of 
Michigan applied for and received-a Federal Aviation Administration System 

Planning Grae1t for a statewide, long-range airport study. This study would 

meet the aeronautical needs for the State of Michigan for the next 20 years 

and it c .assiiied· needed improvements to the aviation system by type and by time 

period. When completed, this plan ,;ould become part of the National Airport 

System P an of the Federal Aviation Administration. The study was also generated 

by the s .gniUcant changes that were occurring in aviation in the late 1960's 

as a bus·.ness recession affected the State of Michigan and caused appeals in 

both air carrier scheduling and general aviation growth. , 
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·In !Jrep:lrillJ~ the system plan Eor avj.ation, gui<lunce has been provided by over-

:11! ;<,:,;l.l.:; ,_ttHl oh}~ct· iv:~:-; for av.Ltl:i.on iu i'li.chtgnn. The goals, .:1::-:: i.cL:!ntifi~d by t.:lle 

Michigan Aeronautics Commission,-1> are: 

1. To develop a GOmprehensive aviation system in Michigan 

2. To achieve an efficiently operating aviation system in Michigan 

3. To promote a safe aviation system in Michigan 

4. To provide a convenient .aviation system 

5. To enhance economic values 

6. To improve environmental quality 

7. To shape future settlement patterns 

Objectives related to these particular goals for aviation are listed in the 

table, together with standards for each objective; The first list is for the gen-

eral aviation segment of the industry but may include some objectives for air car-

rier aviation. The secOnd list, however, pertains only to air carrier aviation. 

The standards which are used were either established or recommended by nation-

al organizations, such as the Federal Aviation Administration and the National As-

sociation of State Aviation. Officials, and the Bureau of Aeronautics of the Mich-

igan DBpartment of State Highways and Transportation. 

*National Transportation Planning Study: Phase One--Aviation Goals for the 
State of Michigan, prepared by Michigan Department of Commerce, Aeronautics Com
mission, February 1971. 
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AVIAT:lDN GOALS, OBJECTIVES AND STANDARDS 

A. General Aviation ·.--.·. 

Goal: To Develop a Comprehensive Aviation System in Michigan 

Objectives 

Provide adequate number of general 
aviation airports 

Maximize interface with other travel 
modes and facilities 

Standards 

Service area of general aviation airport is 15 
minutes except in major metropolitan areas 

Airports should be located within two (2) miles of 
major arterial road system 

Goal: To Achieve An Efficiently Operating Aviation System 

Minimize air facility congestion 

Better. ground transportation to 
airport from major service areas 

Provide accessability to all 
airports 

Maximize accessability to major 
public airports 

Achieve public ownership of the 
aviation system 

Achieve short and long range coordinated 
system planning 

Implement short range improvement 
program implemented 

At least 50 percent of total general aviation aircreCt 
should be based at general aviation airports 

Ground transportation time of 15 minutes for a 
general aviation airport's service area (except in 
large urban areas where access time for ground 
transportation prohibits rapid vehicular movement 
and sparsely populated areas) 

Provide VOR coverage to all parts of the State at 
l, 000' above the ground and higher 

Provide published instrument approaches to all public' 
airports with paved,runways and lights 

All air carrier and major general aviation airports 
should be publicly owned 

"Airport master plans" and improvement plans should , 
be developed and periodically updated at all major 
airports 

All elements of short range improvement programs 
implemented 

Goal: To Promote a Safe Aviation System 

Protect airspace from obstructions No cases of non-conformance with height rest:riction 8 ; 

as specified in airport zoning at publl.c airp(Jrt.r. 
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~JlJjecti.ves 

,JI_;'. ;etgf~ land development that is 
1p1: ,ible with air traffic 

:<)l•~age land development that is 
'Pi, !ible with air traffic 

dmize use of general aviation air-

d.mize runway illumination 

>vide accessibility to all airports 

).·.' 
:U,"ze accessibility to major public 
·:ports 

:ii ize accessibility to major public 
:·ports 

;:llability of land needed for airport 
Jans ion 

,iiJbility of land needed for airport 
fety 

-cii tm use of "land use" and "height" 
1ing 

-·- ----- -·--·-----·---·-----~--~----~ 

Standards 

Clear ~ones should conlain only open .space us~~s at. 
public owned airports 

Approach zones should avoid encroachment on medium 
and high density residential development, places of 
public assembly, large employment centers, hospitals 
and rest homes within two (2) miles of public owned 
airports 

At least 50 percent of total general aviation aircraft 
should be based at general aviation airports 

All air carrier and major general aviation airports 
should have lighted runways 

Provide VOR coverage to all parts of the state at 
1,000' above the ground or higher 

Provide published instrument approaches to all public 
airports with paved runways and lights 

Provide instrument landing systems at the general 
aviation airports with runways long enough to 
accommodate jet aircraft 

Purchase land needed for airport development in fore
seeable future 

Purchase all clear zones at airports by either "fee" 
or through "easement" 

Zone all public owned airports according to Act 23 of 
1950 and State and Federal rtiles 

Goal: To Provide A Convenient Aviation System 

)'>r,< qe adequate accessibility to 
ro'i ··~ts 

• !"' :\ 

)Vide adequate accessibility to 
rp' rts 

ntain adequate aviation services 

Airports should be located within two (2) miles of 
major arterial road system 

All airports should be within two (2) miles of primary 
regional population concentrations 

All major airports should have at least one trained 
mechanic at the airport or "on call" 
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Objectives 

Provide convenient aircraft parking 

Provide convenient auto parking 

Goal: To Enhance Economic Values 

Increase economic viability of regions 
in Michigan 

Standards 

Airports should afford tiedown facilities or hangars 
for all general aviation aircraft. 

Adequate parking space for general aviation passengers 

Increased travel potential for existing and potential 
industries 

Goal: To Improve Environmental Quality 

Reduce Noise Pollution 

Encourage land development that is 
compatible with air traffic 

No residential areas within any approach zone exposed 
to high aircraft noise 

Approach zones should avoid encroachment on medium an< · 
high density residential developments, places of pub lie 
assembly, large employment centers, hospitals and rest 
homes within two (2) miles of public owned airports 

Goal: To Shape Future Settlement Patterns 

Improve access to all areas of Michigan At least one general aviation airport strategically 
located to provide reasonable access to the air 
transportation system by each organized community in 
the state 

B. AIR CARRIER 

Goal: 1.00 To Develop a Comprehensive Aviation System in Michigan 

Provide and maintain adequate number of 
air carrier airports. 

Service area of air carrier airport is 30 minutes 
except in major metropolitan areas. 

Provide VTOL service to major generators. VTOL service to major generators from air carrier etil--·" 
port if ground transportation time is greater than 6lJ. 
minutes. 

Naximize interface with other travel 
modes and facilities~ 

Air carrier airports should be served by public trans, 
portation (including taxi) with 30 minutes t"" r."!. tlm(l 

Goal: 2.00 To Achieve an Efficient Aviation System in Michigan Operationally 

Hinimize air facility congestion at 
n~~.jor airports .. 

Airports must have the capacity to meet the aircraft 
demands per FAA standard; "An airport's runways may 
generally be considered to have reached capacity wheri 
delays to departures average four minutes during the 
normal t1o10 peak adjacent hours of the week. At speci
fic rum1ays used by small aircraft only, this Jepartu r, 

delay level is two minutes for the peak hours or the 
-;;veek. 11 
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Objectives_ 

J;..:q.crea.se frequency _of service .. 

~tter ground transportation to airport 
·~om major service areas .. 

• ·!· 

f :Lintain adequate aviation facilities. 

'1 lintain adequate aviation facilities. 
. ' 

Standards 

Three hour trave·l time. to major cities of 100,000 or 
more population Hithin 300 miles of air carrier air
port. 

Ground transportation to service area, 30 minutes from 
air carrier airports and 15 minutes from gerieral avi
ation a i.rports . 

Sixty-five seats in air carrier terminal for each 100 
air passengers enplaning in peak hour periods. 

Air carrier terminal baggage area capability adequate 
for peak hour demand. 

Goal: 3.00 To Promote, a Safe Aviation System in Michigan 

Maximize runway illumination. 

Maximize accessibility to major public 
~q~rports. 

Availability of land needed for airport 
; --~pansion .. 

All air carrier and major general aviation airports 
should have lighted rum-1ays. 

Provide instrument landing systems to all air carrier 
airports and general aviation airports with runways 
long enough to accommodate jet aircraft. 

Purchase land needed for airport development in fore
seeable future. 

Goal: 4.00 To Promote a Convenient Aviation Syste~ 

:ovide adequate accessibility to air
porto. 

:tabll.sh frequent air service from air 
cdrrier airports to many destinations. 

•intain adequate .aviation facilities. 

J".intain adequate aviation facilities. 

r~,ovide system of ground transportation 
1 '?m regional airports to population 
centers .. 

~ .insolidate air carrier service to 
L_.,'eas. 

Air carrier airports should be served by public trans
portation (including taxi) with 30 minutes travel time. 

Three hour travel time to major cities of 100,000 popu
lation or more within 300 miles of air carrier airports 

Sixty-five seats in air carrier terrninalsfor each 100 
air passengers enplaning in peak hour periods. 

Air carrier terminal baggage area adequate for peak 
hour demand. 

Adequate system of ground transportation. 

Consolidated air carrier service to provide better 
schedules. 

Goal: 5.00 To Enhance Economic Values 

Increase economic viability of region. 

lricrease economic viability of CBD. 

l i 

10% of employment growth due to provisions of improved 
aviation facilities. 

10% increase in CBD destined person-trips. 
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Objectives Standards 

Goal: 6.00 Improved Environmental Quality 

Reduce noise pollution~ 

Encourage land development that is com
patible with air traffic. 

Encourage land development that is com
patible with air traffic. 

No residential areas Hithin any approach zone expose( 
to decible level greater than PNdb 10_()_. 

Clear zones should contain only open space uses at 
publicly owned airports. 

Approach zones should avoid encroachment on medium 
and high density residential developments, places of, 
public assembly, large employment centers, hospitals 
and rest homes, '"ithin 2 miles of publicly-o,med 
airports. 

Goal: 7.00 To Shape Future Settlement Patterns 

Foster economic development opportuni-
ties,. 

Concentrate intensive land development 
near airport. 

Reduce urban sprcMl. 

10% of employment groHth due to provision of improve(.> 
aviation facility, 

Total trip ends increase 10% in zones within one-hal: 
mile of airport. 

All zones with trip ends greater than 2,000 should b 
contiguous to other zones with trip ends greuter tha 
2,000. 
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3~4 RAILROADS 
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3-4.1 SUMMARY 

STATEWIDE PLANNING - RAILROADS 

Michigan currently has about 6,200 miles of railroad trackage operated 

by twenty-three separate companies. In recent years this trackage has sub-

stantially decreased, reflecting a national trend toward abandonment of light 

density lines. 

In recognition of this trend, and in anticipation of major Federal rail-

road legislation, Governor Milliken requested the Department of State Highways 

and Transportation to coordinate a comprehensive examination of rail service 

problems and issues. This was initiated by the organization of an Interagency 

Railroad Task Force of several State agency representatives and the subsequent 

design of a Railroad System Needs Study Work Program.- The Work Program is now 

underway and will be completed in 1974. 

Passage of the Regional Rail Reorganization Act of 1973 on January 2, 

1974, added substantially to the need for State rail planning, with specific 

elgibility requirements for Federal subsidy funding (Sec. 402). 

A Rail Planning Section was established as part of a Modal Division under 

the Bureau of Transportation Planning, with responsibilities for initiating and 

continuing a state planning process for rail transportation and local rail 

services. This responsibility includes the determination of present and future 

rail service level needs, the roles of various governmental agencies in the 

planning process, and development of needed policies and programs to insure 

that state railroads operate most effectively. The overall purpose of the 

resultant Rail Planning Program is to develop, promote; and support safe, 

adequate and efficient rail service in the State through the conduct of 

necessary research, investigation and cooperative processes involving both 

public and private interests in rail transportation, 
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3-5,1 SUMMARY 

PORTS 

The basic responsibilities of the Port Development Program are estab

lished by Act 251 of the Public Acts of 1966 which is "An Act relating 

to declare certain policies of the State of Michigan; to designate the 

Department (State Highways and Transportation) as the agency of this State 

to cooperate and negotiate with port districts and others; to provide for 

the making of grants to port districts and the administration thereof; to 

authorize studies to assist in stimulating traffic; to authorize the Depart

ment to represent the State before other governmental units; and to provide 

other powers, rights and duties of the Department. 

Specifically, to cooperate and negotiate with port agencies concerning 

the planning, acquisition, development, operation, maintenance and admin

istration of port and commercial harbor facilities. Principal program elements 

include the development of local administrative capability to address local 

port needs; assist in the development of project proposals for channel and 

harbor deepening; organize and participate in public hearings on maintenance 

dredging requirements and dredged spoil disposal; and recommend State position 

on specific projects based on favorable benefit/cost analysis and environ

mental considerations. 

To evaluate requests from local port agencies for matching grants for 

planning, acquisition or development; recommend funding sources and admin~ 

ister projects authorized by the legislature. A current matching grant to 

Monroe provides for an economic feasibility study to investigate industrial 

development potentials and projections for waterborne commerce that would 

justify harbor and channel improvements. 
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To cooperate and enter into agreements with federal agencies in the 

conduct of studies, research programs and related investigation designed 

,.; to develop information to assist in developing waterborne commerce. Studies 

currently in progress or proposed by the U. S. Maritime Administration -

waterborne commodity projections and ferry and passenger vessel design; the 

U. S. Department of Transportation Seaway Development Corporation and Pilot

age Administration - toll levels and policy, pilotage rates and services; and 

U. S. Army Corps of Engineers - extended navigation season and modification 

to locks and channels, require input and participation of the port develop

ment program. 

To conduct investigations of transportation rates and services and 

represent the State before federal regulatory agencies when such rates and 

services affect ports or shipping operations on the navigable waters of the 

State. An investigation of railroad rates indicated evidence of prejudice 

to Michigan ports and preference to coastal ports. Proceedings were in

stituted before the Interstate Commerce Commission for relief and resolu

tion of inequities. 
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PART 4 

REPORTS OF LEAD URBAN AGENCIES 
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REPORT 

OF 

ANN ARBOR 
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Narrative Report 
1974 National Transportation Study 
Ann Arbor/Ypsilanti Urban Area 

. r 

1. a) Difficult to intelligently con®ent on because division 
of responsibility is presently unclear and confusing. 
We think a clarification of the roles, functions and 
responsibilities of all agencies involved - federal, 
state, regional, county, and local - is of paramount 
importance. · 

This questionnaire is a good example of the confusion 
that exists. It continually makes reference to "the 
urban area'' or "urban area planning agency'', etc. -
we assume this refers to Sec. 134 planning agencies. 
We consider ourselves to be such an agency: we were 
constituted originally in response to that section of 
the 1962 Act; we have been so constituted since 1965; 
we have minimally funded ourselves through contributions 
from member units; we operate under adopted by-laws; we 
have an adopted on-going program (approved by the Michigan 
Dept. of s·tate Highways and Federal Highway Administration 
in 1970) which is presently being revised and updated; we 
have a 1990 area-wide transportation study underway under 
contract with Barton-Aschman Associates. We have re
sponded to all requests for input and information for 
such studies as this 1974 N.T.S., etc. However, we are 
now told by the MDSH & T that we have no real legal status 
and are confronted with the anomaly of doing what Federal 
and State guidelines and· requirements mandate but are told 
we are not eligible for direct funding from the same Fed
eral or. State units that want us to exist so they can 
meet those same Sec. 134 requirements; a very circular 
and frustrating situation and one which requires reso
lution. 

b) Clarification of roles, functions and responsibilities of 
all agencies and units of government involved in trans-
portation planning, programming and development; appro- ( 
priate funding at the local level; development of ~. 
appropriate legal structure or mechanism which groups 
such as ours could operate under - if Sec. 134 is to be 
given more than lip-service. 

2. a) Yes 
b) Yes 

3. a) Need a definition of "consortium" as we do not believe it 
is legally possible under existing Mi.chigan law for a 
single-purpose aqency to exif;t except acJ a ruJioniil. aqency. 

b) Yes - in process of investigation. 
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Na~~utive Rcpo~t 

3. c) 

d) No finul conclusions yet, but would most likely be u 
singlc-pu~posc ugency. 

4. Cannot respond as MDSH&T has not returned 1980 Program data, 
Form y, as of this date (11/28/73). 

5. a) No 

b) Yes 

c') The ideal relationship would be a joint transportation and 
land use plan developed by the Washtenaw County Planning 
Commission, working concurrently with local communities 
and the Ann Arbor-Ypsilanti Urban Area Transportation Study 
Committee, and coordinated with MDSH&T and regional agen
cies planning. 

6. a) Not sufficiently informed to respond definitively, but see 
(b) following. 

b) The emergency bridge replacement program should be more 
adequately funded; grade crossing programs should be simpli
fied and made more readily accessible. We receive little, 
if any, information about UMTA and D.O.T. programs or 
grants. 

c) Yes 

d) 1) Add federal financial assistance for operating costs of 
public transportation systems. 2) Adequately fund urban 
area groups such as ours so as to make possible integrated 
and responsible planning and coordination of programming 
and development of transportation facilities. 3) Develop 
legal structure or mechanism for such urban area bodies. 

7. a) Yes, assuming continuation of the presently authorized 
transportation planning funds in the 1973 Highway Act and 
assuming a satisfactory resolution as to how groups such 
as ours will receive such funds. 

B. a) Yes 

b) Public transportation study by Washtenaw County; general 
transportation study by City of Ann Arbor; urban area 
transportation study contribution by Cities of Ann Arbor, 
Ypsilanti, and townships in urban area. Approximately 
$120,000 total. 

c) Don't know 

d) 
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Narrative Report 

9. a) Yes 

b) No 

c) There have been questions asked by the HDSH&T of the 
various local agencies of government during the process 
of preparing a draft of the Plan and our urban area 
group has had one presentation but very little meaning-
ful involvement and we have learned of the Plan mostly 
through the news media 1 attend.ance at public hearings 1 etc. 

10. a) No 

b) 

c) No 

d) The AAS!IO urban design standards need to be updated based 
on currently needed research and development. 

11. a) Yes 

b) Vehicle service miles 

12. a) Yes 

b) The City of Ann Arbor, County of Washtenaw 1 and this is 
being addressed in the 1990 Transportation Study this 
urban area group has underway. 

c) Currently under study 

13. a) Yes 

b) No 

c) The Federal Government should provide regularly current 
information to all local transportation planning groups. 

14. a) Only terminal and transfer point inventory 

b) 

Policy Priority Area (Numbers refer to 14 question numbers) : 

1, 2, 3, 5, and 10. 

Drafted by: Howard F. Russell, William Lawhead, and Tom Urbanik 
of Technical Advisory Subcommittee; reviewed and approved for 
recommendation to Policy Conunittee by Technical Advisory 
Subconunittee on November 1, 1973 1 membership list attached. 

Reviewed, revised and approved by Ann Arbor-Ypsilanti Urban ]',rca 
Transportation study Committee (Policy) November 21, 1973, 
membership list attached. 
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PRIORITII:S FOH EXPENDITURE 
OF AN ADDITIONAL 20% OF FEDERAL FUNDS 

' PROGRAM AREA 
PERCENT OF 

1980 PROGRAM 
FUNDING 1/ 

PERCDlT OF 
ADDITIONAL 

FUHDS 
20!l> 

'I l HIGHWAYS AND HIGHWAY RELATED ACTIVITIES 

1 i .· Urban 

!-.'\ 

Rural 

URBAN PUBLIC TRANSPORTATION 

AIRPORTS 

Capital Improvements 

Operating Costs 

PARKING (non-fringe) 

MARINE TERMINALS 

OTHER RAIL, BUS OR TRUCK TERMINALS 

INTERCITY RAIL PASSENGER 

!. , OTHER (specify) 

100% 

This column should be based on the 1980 Program data 
submitted on Form Y, and should not include the 
additional 20% in Federal Funds.--rnclude fringe 
parking under urban public transportation. The 
percentages should be based upon the capital costs 
reported in the 1980 Program, plus an estimate of the 
total annual costs for the period 1971 through 1989. 
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ANN AJ\BOR,-YPSLLANTI URBAN AREA POLICY COMMITTEE MEMBERS (January 1974) 

AGENCY REPRESENTED 

Mich. Dept. of St. Highways 
Wash. County Eoad Comm. 
Wash. Cty. Metropolitan .Plng. Comm. 
Ann Arbor City 
Ypsilanti City 
Saline City 
Ann Arbor Township 
Lodi Township 
Pittsfield Township 
Scio Township 
Superior Township 
Ypsilanti, Township 
Ann Arbor Transportation Authority 
Wash. County Board of Commissioners 

Bureau of Public Roads (FHWA) 
Southeastern Mich. Trans. Authority 
Southeast Mich. Council of Governments 

COMMITTEE MEMBERS 

Sam F. Cryderman, Plng. Dir. 
William Lynch, Commissioner 
Marilyn Thayer, Sec.-Treas. 
Eichard Hadler, Councilman 
Nathalie Edmunds, Councilwoman 
Hubert Beach, Mayor 
Charles Stuart, Supervisor 
Erwin Frederick, Supervisor 
Robert Lillie, Supervisor 
Floyd Layton, Supervisor 
Z. T. Gerganoff, Supervisor 
William Gagnon, Supervisor 
Michael Berla, Member 
MeriLou Murray, Commissioner 

EX-OFFICIO MEMBERS 

Harry Krashen, Engineer 
A. D. Chaffin, Asst. Gen. Mgr. 
Gary Krause, Trans. & Land Use 

Manager 

ANN ARBOR-YPSILANTI URBAN AEEA TECHNICAL COMMITTEE MEMBERS 

AGENCY EEPRESEi~TED 

Wash. Cty. Metropolitan Plng. Comm. 
Ann Arbor City Planning 
Ypsilanti City Planning 
Washtenaw County Road Commission 
Michigan Department of State Highways 

Ann Arbor Traffic Engineer 
Ypsilanti City Engineer 
Public Works Director Ypsilanti Township 
Southeast Michigan Council of Govts. 

Ann Arbor Transportation Authority 

University of Michigan, Campus Planner 
Eastern Michigan University 
Washtenaw County Eoad Commission 
Southeastern Mich. Trans. Authority 
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COMMITTEE MEMBEES 

Thomas Fegan, Director 
John Hyslop, Acting Director 
Frank Leimbach, Director 
Clare Hoedeman, Engineer 
Ken Underwood, Survey & Analysis 

·section 
John Eobbins, Engineer 
William Lawhead, Engineer 
Edward Kubiske, Director 
Gary Krause, Trans. & Land Use 

Manager 
Karl Guenther, Director 

EX-OFFICIO MEMBERS 

Bradford. Barr, Campus Plan.<k•r 
Jack Wilson, Campus Planner 
Francis Treado, Traffic Director 
Harry Rogers 



Ann Arbor-Ypsilanti Urban Area Transportation Study 

March 25, 1974 

NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY 

1. "The nature of this class of study in terms of its benefits, 
limitations, and future usefulness under critical modifica 
tion" -- It is difficult to talk about the benefits, llmlta
tlons, and future usefulness of this class of study. First, 
we have had little, if any, meaningful feedback from the last 
National Transportation Study. Second, it is not clear what 
is meant by "under critical modification". 

Certainly this class of study creates a vast data bank of 
policy, opinions, objectives, and programs related to trans
portation for the numerous Urban Areas throughout the United 
States. If the raw data is properly manipulated and promptly 
analyzed, the Federal and State Governments would have adequate 
information as to the transportation priorities and problems 
of the Nation. The Department of Transportation could then 
present these realistic needs to Congress for enabling and 
appropriation legislation. The same steps could be taken at 
the State level. It is assumed that the 1973 Federal Highway 
Act is somewhat the result of the above procedure. 

However, for the Urban Areas and their individual local units 
of government, the study results have not been presented in a 
meaningful form. Without feedback of meaningful data, it is 
extremely difficult for the Regional, Urban and Local authori-· 
ties to adjust priorities and to budget a capital improvement 
program as a hard commitment. 

The 1973 Federal Highway Act and the Michigan Transportation 
Act gives us about three to four years to correct our criti
cal highways needs in the Urban Area, however, we know that 
the funds will not be available to meet all of our critical 
needs. Therefore, it must be assumed that there are limita
tions and only short-term benefits to this study. 

It is hoped that the 1973 National Transportation Study re
sults will be promptly fed back to the Urban Areas so that 
this study group and its local units will have a sound basis 
for making priority adjustments and the necessary budget com
mitments for implementation. Until the Ann Arbor-Ypsilanti 
Transportation Study Committee can produce a sound compre
hensive plan, which the local units are willing to adopt and 
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NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY 
\, 

finance their share, our efforts will be in vain. The 
Urban Transportation Plan adopted by the local units 
will require a firm commitment of adequate financial aid 
from the Federal and State Governments. The melding of 
all these requirements cannot now be seen beyond the 
short-·term because the needs far exceed the projected 
revenues. 

2. "A clear statement of your most pressing transportation 
problems as seen at the urban level and what and how new 
or expanded programs could be of benefit" --

PROBLEM - In every urban area, there exist public service 
1nstitutions which do not generate property taxes. The 
Ann Arbor-Ypsilanti Urban Area has its share of such in
stitutions. However, the existence of two major state 
universities (University of Michigan and Eastern Hichigan 
University) and two major medical institutions {University 
of Michigan !lledical Center and St. Joseph Mercy Hospital) 
present unique problems for the Ann Arbor-Ypsilanti Urban 
Area. These major institutions generate a significant 
number of trips from both inside and outside of the urban 
area boundary. The number of trips generated by these 
institutions produces a higher level of need for road 
improvements and maintenance. However, these same insti
tutions do not pay property taxes to assist in the main
tenance and improvement of road systems in the urban area. 

PROGRAM ASSISTANCE NEEDED - Recognition of this unique 
s1tuat1on in the form of additional cash payments by the 
State of Michigan for road improvements and maintenance. 
These payments are an example of those that could be made 
in lieu of property tax payments by the institutions men-· 
tioned. Eastern Michigan University has apparently ack
nowledged the problem by financing a portion of two local 
projects. (Huron River Drive improvements and the LeForge 
Pedestrian Bridge.) 

PROBLEM - A lack of flexibility in the use of funding for 
transportation projects and programs. Specific legislative 
acts provide funding for specific categories of projects 
and progrruns. Thus funds may be available for some pri
ority projects in certain categories but unavailable for 
other high priority need categories in the urban area. 

PROGRAM ASSISTANCE NEEDED - A new program of unrestricted 
transportat1on funds to urban areas. These funds would 
be used in accordance with priorities set at the urban 
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NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY 

area level. Ideally, all transportation funds for capital 
improvement projects in the urban area should be unrestricted. 
'l'he usc of such capital funds would be determined Ly an urban 
area transportation agency. 

PROBLEM - Lack of adequate funds to provide for ·the minimum 
transportation requirements of citizens who travel within 
the urban area. 

PROGRAM ASSISTANCE NEEDED - A more equitable return of reve
nues to the urban area could result in a balanced transpor
tation system based on the needs of each individual urban 
area. Such systems based on local priorities and adequately 
funded are most likely to meet the transportation require
ments of the people in each urban area. The funds to pro
vide the needed assistance could come from increased user 
fees (i.e., gasoline tax). 

PROBLEM - To provide for the transportation needs of special 
segments of the population, i.e. , senior citizens and the 
handicapped. Because of physical limitations and/or age, 
many persons must use motorized transportation for even 
short trips. Thus, their requirements for fuel may be 
relatively inelastic. Many of these same persons are on 
fixed incomes and therefore have great difficulty in pur
chasing their fuel requirements. If fuel rationing becomes 
a reality, these persons will not be able to obtain their 
minimum fue.l requirements at any price. In addition, many 
of these people are physically unable to drive an automobile. 
Other groups deserving special attention includ.e low income 
persons, school children, and critical industry personnel. 

PROGRAM ASSISTANCE NEEDED - A new program of unrestricted 
funds to be used in accordance with priorities set at the 
urban area level. Until such funds become available, special 
purpose funds should be granted to meet these urgent needs. 

The following are brief comments related to the listing of Low and 
Non-Capital Alternatives listed in Figure IV-8: 

1. Staggering of Work Hours - this has been done in the City of 
Ann Arbor to some extent starting back in 1965 when Bendix 
Corporation and Parke-Davis Corporation cooperated with the 
City in an effort to reduce the peak hour traffic volume on 
Plymouth Road between US-23 and Broadway. This action proved 
effective f,or several years. A similar program is underway 
in the City of Ypsilanti with the two major industries which 
is proving fairly effective. 
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NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY 

2. Measures to encourage car pools - The University of Michigan 
is in the process of collecting and computerizing information 
that will be used to encourage car pools. 

3. Banning private automobiles from the CBD - No such program now 
exists; however, Ann Arbor is planning to start such a program 
by 1980. 

4. NOT APPLICABLE TO THIS AREA. 

5. NOT APPLICABLE TO 'l'HIS AREA. 

6. Increasing CBD daytime parking rates - both Ann Arbor and 
Ypsilanti City have done this, and Ann Arbor is planning to 
continue this policy through 1980. The City of Ypsilanti is 
now reviewing their parking system. The Ann Arbor program 
will probably be phased out after 1980 when peripheral parking 
facilities become fully established. 

7. Lowering transit fares during off-peak hours - No such program 
now exists. 

8. Less restrictions on taxicabs - None of the units or agencies 
within the urban area has taken such steps to date. 

9. NOT APPLICABLE •ro THIS AREA. 

10. Reserved lanes for buses - No such policy now exists in this 
urban area. Both Ann Arbor and Ypsilanti are considering such 
a policy by 1980. The policy may provide for reserved bus 
lanes only when the bus route has sufficient car and bus 
volumes at the peak-hour. 

ll. Restrictions on curbside loading and unloading in congested 
areas - The Cities of Ann Arbor and Ypsilanti now have such 
restrictions in effect, and plan on a continuation in their 
1980 program. 

12. Evening delivery by trucks in downtown areas - No such policy 
now exists. 

13. Peripheral parking - This program is being tried in Ann Arbor · · i 
by the University of Michigan with their bus line running !.H' 
tween North and Central Campus. The University first tried 
this several years ago between the athletic fields and Central 
Campus, but it has not proven too effective. The L~orth Cam-
pus line is getting much better response. Tbe recently a-
dopted General Development Plan of Ann Arbor contains a stated 
policy encouraging peripheral parking. 
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NARRATIVE REQUIREMENT OF THE NATIONAL Tfu~NSPORTATION STUDY 

14. Improving traffic operations - This is an on-going program 
that is now underway by the Cities of ili<n Arbor and Ypsilanti 
and the Washtenaw County Road C01mnission. The City of Ann 
Arbor has taken the greatest strides in this area with use of 
eight-phase computerized traffic signals which are low cost 
considering the benefit. Several T.O.P.I.C.S. projects were 
constructed by the City of Ann Arbor and the Washtenaw County 
Road Commission during the period 1972-73. 

15. Fixed Route Bus Service - The City of Ann Arbor, through the 
Ann Arbor Transportation Authority, has had a fixed route 
system in operation since 1967. This system has been con
sidered a low cost alternative, even though a budget deficit 
has existed each year, which the City of Ann Arbor has covered 
in its annual budget. A more costly system known as Tcl·tran 
is now in process of implementation in Ann Arbor, which will 
combine fixed line with Dial-A-Ride service. Fixed line ser
vice is also being extended to the City of Ypsilanti and the 
townships of Ann Arbor, Superior, Pittsfield and Ypsilanti. 
It is too early to say what the cost per passenger-mile will 
actually be for Teltran and its appurtenant fixed routes. 

16. Bicycleways - The City of Ann Arbor constructed several ex
perimental bike paths in 1971. Based on this experience a 
comprehensive Bicycle Path Study was completed; a network 
developed, and the.voters approved a bond issue for $800,000 
in April 1973 for the construction of bikeways. 

Eastern Michigan University has developed some bikeways to 
date. Through the efforts of the Washtenaw County Metropolitan 
Planning Commission it is hoped that a county-wide bikeway 
network will be planned and ready for implementation in the 
1980 program. The County Road Commission plans on building 
a few bikeways in conjunction with highway projects starting 
in 1974. A bikeway network plan is part of the Urban Area 
Transportation Study. 

19. NOT APPLICABLE TO THIS AREA. 

20. NOT APPLICABLE TO THIS AREA. 
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ANN ARBOR 

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES · 

PERIOD ·OF IMPLEMENTATION 

1972 1980 1990 Not Being 
Program Alternative Inventory Program Plan Considered 

1. Staggering of work hours. X X 

2. Measures to encourage car pool~. X 

3. Banning private automobiles 
from the CBD. X 

4. Raising tolls on toll 
bridges and tunnels during X 
peak hours. 

5. Lowering tolls on toll 
bridges and tunnels during X 
off~peak hours. . 

13 6. Increasing CBD daytime H X X E parking rates. 

I§ 
7. Lowering transit fares during· "' "' off-peak h.ourso z 

~ 8. Less restrictions on taxicabs. X 
u 
::J 9. Less restrictions on jitneys. X 
~ 

X 

i 
10. Reserved lanes for buses. 

-
11. Restrictions on curbside loading X X 

~ 
and unloading in congested areas. 

·----

,. 12. Evening delivery by trucks in X 
~ downtown areas. 

_Peripheral 
H 13. Other (describe)p~;kino X X "' 

14. Improving Traffic Oper. X X 

15. Bus Service X X ' 

16. Bike Paths X X 

17. .. 
18. .. 
19. Rescheduling aircraft 

X operations-to reduce peaking. 

20. Diverting low-passenger 
operations from air carrier 
airport runways to general X 
aviation facilities. 

~ 

"' ~ 21. Other (describe) I 0 ----~ 

'" ' "' 22. .. 
H 
<: 

23, .. 
---·---

' 
24. .. 

j ___ · -~· ~----·-------- ------

25. .. 
··- . ····-------------- -------------· '-- ---------· 

---··~--- ·-·~ 
~ 
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The 1974 National Transportation Study as it relates to the Bay City Metro
politan Area involvement presented a number of difficulties. Most of the 
problems can be related to a delayed start-up. Months of valuable time 
Here consumed in a flip-flop decision procedure on the State Agency to be 
responsible for the study. Once a determination was made on the agency, 
deadlines continually appeared, 1,;here information from localities was 
needed "yesterday." 

The time-make-up race led to several local contacts without local coor
dination. Follow-up inquiries uncovered the misdirection of questionnaires. 
The volumes of manuals should have been accompanied by monies to hire a 
local reader for small agencies. Program requirements carried on concurrently 
by local agencies as instituted by the Department of Transportation, lacked 
coordination. Information developed in the "3 c" process for "Short Range 
Improvement Programs" that could DnSwer segments of the "National Transpor
tation Study" were not discovered until late in the study period. 

Finally, the results of the study indicates an approximate 40% variance be·· 
tween transportation needs and funds available. Serious questions must be 
raised to rationalize such a wide variance. 
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NARRATIVE REPORT BAY REGIONAL PLANNING CXJH!1ISSION 

l.a. The Bay Regional Planning Commission has acted as the local governmental 
agency to d.eal with the requirement of the Federal Highway Act (1965 through 
1973). The agency recently has been committed to three areas of the program: 

The 11 3 c" 'rransportation Planning Process 
The 1974 National Transportation Study 
The Urban Systems Program 

At this time, the "3 c" Transportation Planning Process, for this area, has 
been delegated by the Governor of Michigan, to the East Central l1ichigan 
Planning and Development Region. This Region is comprised of fourteen 
counties and a population of 612,061. The land area, of the region, is the 
largest of the sub-state districts in the lovl8r peninsula of Michigan. The 
population of the. coUnties involved range from a low of just under 10,000 to 
a high of over 200,000. 

Under the Federal Legislation and the Governor's decree, the Planning FUnds, 
the Capital Grants and the "penalty provisions" affecting a small land area 
surrounding the City of Bay City, Michigan, with an estimated population of 
87,000 people, is now in the hands of "the Michigan Sub-State District No. 7." 

The local view on this shift in responsibility is that the arrangement cannot 
work either as an administrative agency or as a pass through control system. 
Administratively the final dectsion on programs must be enactod for a very 
local sttuation and must be voted on by an individual some 90 miles aHay frorn 
the facility. In addition, this individual is not responsible to the local 
voter. Under a pass-throueh, the county agency cannot be guar.mteGd more 
than a one year contract. Under such a contract, staffing is not possible. 
This leaves only the hiring of consultants, which can be done as easily by 
the sub-state district which is the appointed responsible agent. 

Lb. The changes in the current procedures that would seem desirable should be those 
announced by the Mi.chigan Department of Transportation and Highways in December 
of 1973. Under this program, Bay County would have been funded to an amount 
that would have allowed local staffing. Such a funding procedure would have 
given a balance of knowledge and control between the Federal, State and Local 
Governments. 

vfuile locally it is not felt that the !tichigan Department of Transportation 
and Highways has used their expert skills, depth of staff or program !mow ledge 
in a biased Hay against local goverlli~ents, the proposed funding procedure does 
provide a "check and balance system." 

Note: Given the answers to Question Number 1, Questions 2 
through 14 appear to be academic. 

2.a. In the funding of Federal Transportation funds directly to urban areas, it appears 
that it would be better to maintain the present balanced funding program. 

2.b. The ability to spend Federal urban transportation funds on a completely flex:i.ble 
bases could lead to an oversight of such programs as mass transit, particularly 
in light of the great financial needs of local communities. 
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J.a. In urbanized areas it appears that a more comprehensive approach is possible 
to the allocation of "pass-through" Federal transportation funds on the bases 
of a local government consortium. 

J.b. No investigation has taken place by the governmental jurisdictions in the Bay 
Metropolitan Area on the legal or administrative problems attendant to a direct 
"pass-through" Federal transportation funding program. 

J,c. No study is anticipated on this question of direct "pass-through" funds. 

4. A table such as the one requested in this question could only be submitted 
through the procedures of the Technical and Advisory Committee. At the present 
time the Bay Netropolitan Area Committees are in a moritorium. However, a 20% 
increase in local transportation funding should reflect the present priorities. 
For delayed funding priori ties, reference should be made to the "Short Range 
Improvement Program." This program was developed as a requirement of the "3 c" 
process. 

5.a. Yes, major transportation decisions in the urban area have been adequately in
tegrated with adopted Comprehensive Transportation Planning. 

5. c. The ideal relationship between transportation and comprehensive planning for 
urban areas must be a complete integration. Directing future land use closely 
reflects new and improved transportation systems. 

6.a. A general statement appears to be the best answer to existing Federal trans
portation programs which are of marginal value. The "Topics" program represent
ed a marginal value type. The requirements, while of value, represented a 
commitment of great detail. At the same time, the major needs were hieher in 
priority than the improvements allowed in "Topics." On the other hand, the 
Bridge Replacement Special Funds attempts to address a major national problem 
for certain metropolitan areas. 

7 .a, The ans1·mr to this question is reflected in Answer No. l. 

8. General Revenue Sharing funds appear to be used for transportation only in the 
more rural areas. This decision on spending seems to reflect the increased 
amount of problems attendant to urbanized areas. 

9. Recent evidence of a wish to re-examine transportation plans as to their modal 
orientation has not been expressed in this area. 

10. A uniform Federal level of service standards for future transportation facility 
development does not appear possible given such diverse areas as the Hetro
Detroit, New York, etc. as compared to M;.tro Bay City, llichigan. 

lLa. The Ba.y Metro Area. appears to support the defraying of operatint:; losses on 
urban public transportation system since the area is presently re-esta.bHshi.nr, 
a service dependent on a subsidy. 

11. b, A lack o.f operatthons at the present time allows no comparison on a forrrn.<l:t f'or 
assistance .. 

12. A b:l.cyule ways nnd non-mot.or veh1.cle :fadli tiEHl plan was an l.mportnnt sor,mcnt 
of tho n J o" Transportation Plan for the Jlay Metro Area. Hi_th the shift of 
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responsibilities in the "3 c" progral1l, this segment remains in abeyance. 

13. Sl.nce the area involved in the Bay City Hetropolit.cm Area is one of the small
est l.n the country, li.ttle capability can be developed on new transportation 
technology. 

1!;. StuMes that relate to the movement of urban goods are far too handicapped 
by the present art of reporting procedures. The information on railroads 
serve as an example. Railroads that serve this area report their goods 
movements to the Hichigan Public Service Commission on a District bases. 
The Distr-ict for for this area encompasses most of Eastern J.!ichigan and 
Northern Ohio. Special studies are of limited value since private businesses 
do not have to reply on their shipping activities. 
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RANK OF THE FIVE POLICY AilEAS IN PRIORITY 

Planning Responsibili-ty 
Consortium of Governments 
Coordinated Planning 
Planning Grants 
Federal Pass-thru Funds and Federal Programs 

Responses by: 
William A. Lifrrch, Director 
Bay Regional Planning Commission 

Review by the Bay Regional Planning Commission, -the 
appointing agency for the Policy and Technical Committees. 
Further circulation will be held in abeyance due to a 
change in the designated "3-c" agency. 
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BAY CITY 

I 1 

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES 

PERIOD ·OF IMPLEMENTATION 

1972 1980 1990 Not Bl'in!\ 
Program Alternative Inventory Program Plan Considered 

1. Staggering of work hours. X X 

2. Measures to encourage car pools. 

3. Banning private automobiles 
from the CBD. X 

4. Ralsing tolls on toll 
bridges and tunnels during X 
peak hours. 

5. Lowering tolls on toll 
bridges and tunnels during 

X off-peak hours. 

"' g 6. Increasing CBD daytime X \;! parking rates. 
!;! 
2 7. Lowering transit fares during 
00 off-peak hours. X 

~ 8. Less restrictions on taxicabs. X 
" :J. 

9. Le•• restrictions on jitneys. X 
~ 

X 

~ 
10. Reserved lanes for buses. 

11. Restrictions on curbside loading 
X 

~ 
and un·loading in congested areas. 

:;; 12. Evening delivery by trucks in X 

~ 
downtown areas. 

.... 13. Other (describe) "' 
14. " 
15. " 
16. " 

17. " 
18. " 
19. Rescheduling aircraft X 

·operations to reduce ,p.eaking. 

20. Diverting low-passenger 
operations from air carrier 

X airport runways to general · 
aviation facilities, . 

"' • !;! 
0 

21. Other (describe) 

'" "' 22. " H 
< 

23. " 
' 24. " I 

25. " 
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1974 NATIONAL TRANSPORTATION STUDY 

Narrative Report 
Part 4 

Sections 4-1.3 

1. a) With mixed concern. Issues relating to Section 

134 Planning Agencies and their responsibilities 

are not consistent with historic powers of local 

governments and State agencies. Time has not 

permitted a sorting out of roles and responsi

bilities based on adopted local policies. 

2. 

3. 

b) Where such facilities are not part of a total 

state-wide network, the responsibility should 

rest with the metropolitan area. For those 

proj~cts not of a state-wide nature a change 

in the State's role to that of an advisory 

position. 

a) Yes 

b) Yes 

a) Yes 

b) No - Current Council of Government Operations 

tend in this direction for planning monies. 

c) No 
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4. Difficult to determine, most likely split would 

be 50% capital and 50% operational. These funds 

would be applied to public transit as a supple

ment to current on-going programs. 

5. a) No 

b) Continued re-evaluation of the structure of the 

Council of Governments, its Unified Work Program, 

alternate funding sources and relationships to 

the region's operating agencies. 

c) Overall transportation system plans, priorities, 

and programs (all modes) should be set in the 

context of the region's 3-C planning process 

(land-use, utilities, etc.). Future guidelines 

should further incourage the participation of 

operating agencies, elected officials and citizen 

groups in the plan formation and amendment process. 

6. a) No 

b) 

c) Yes 

d) Incr~ased latitude in the use of federal aid monies 

for maintenance of current highway facilities. 

Flexibility to allow public transit operating sub

sidies if the region determined them necessary. 
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7. a) No 

b) Current guidelines tend to structure the planning 

programs around federal desires rather then the 

concerns of local governments. 

Practical information needs for local governmental 

and regional decisions are not generally fundable 

under the more massive regional programs. 

Examples - Restrictions in singling out individual 

communities for special emphasis under the 1/2% 

FHWA planning monies. 

FAA Airport Master Planning Guidelines which do 

not recognize the need for regional system plans 

and priorities apart from generalized state level 

system plans and individual airport master plans. 

8. a) Yes 

b) Operational subsidies for urban bus services within 

larger communities. 

In smaller communities for dial-a-ride and para

transit systems. 

In both cases in amounts currently not determin~ 

able. 
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c) No - not a regional policy, but is locally 

determined on a individual community by 

community basis. 

d) 

9, a) Yes - this re-evaluation is a continuous 

process. Public hearings on the regional 

systems level plan will be conducted under 

the guidelines of the "Action Plan". 

b) No 

c) In southeast Michigan, a sub-committee of the 

COG's Council on Regional Development was 

inacted to review, comment and modify the draft 

proposal prepared by the State Department of 

Highways and Transportation. 

10. a) No 

b) 

c) No consensus from local road agencies. 

11. a) Yes - State funds are currently being used. 

The current State formula i s based on population 

and vehicle miles to a maximum of l/3 total 

operating costs. 
7490-



12. 

1 3. 

b) This question cannot be answered at this time 

becaus~ any current rigid formula would dis

criminate against th~ introduction of new 

a) 

b) 

c) 

a) 

service areas, specialized service (handicapped) 

and specialized fare structure (senior citizens). 

What is needed is some measure of innovation in 

service, system productivity, passengers carried, 

as well as to some percentage of average fare 

per passenger mile, 

Yes 

SEHCOG, appropriate county and city agenc·i es 

(road commissions and recreation departments). 

No 

No - although sub-area distribution systems 

(people movers) have been designed to inter

face with the regional transit network. 

b) No 

c) By provision of actual cost and performance data 

for all "modes" backed wtth UMTA policy regarding 

the capital funding of such new technologies. 
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14. a) No - previous attempts during the period 1966-

69 were hampered by a lack of data from private 

carriers and regulatory agencies. 

b) 

Policy Area Ranking 

Questions 

2 highest priority 

1 

11 

4 

5 lowest priority 

Policy Question 

Responses formulated by 

Julien Holfe 
Director of Special Programs 
Southeastern Michigan Transportation Authority 

Gary Krause 
Program Manager - Transportation & Land Use 
Southeast Michigan Council of Governments 
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DETROIT/SOUTHEAST MICHIGAN AREA 

SUMMAR'{ OF LOW Ah'U NONgCAl?XTAL ALTER<V\TIVF:S 

~------------------------~------------------ 1 

PERlOi.l .of IMPLtnF.NT/,TION I 
..--:-,::9::7::-Z--1---:1-::980 I 11.1()0 ~~-Not lleing -·1 

Proerom Alternative Inventory Pro1~ro-n I Plon , ConFi.Jcrcj 1 
1--r---"----------------+-'---~+-__;·------+----------· 

1. I : X ! 

I 
2. Hcosures to cncournr;c car pools. i t----·x--~· X--~--------~ 

1-· --~---_..::._--'---:-----!1---- ---~.---·-X ----jl· 
3, B,11lnLngi private automobiles 

from the CilD, I 

Staggering o( work hours .• 

4. :;:~~:~ ~~!l:u~~.~~l!udng -~,'----· --1.·--N--/--A·-----;,. 
peak hours. l---'..:.:..:.:..:::.::::.::..:. ______ +-----1----+------- r-----· -- I 

~. Lowering tolls on toll I I I 
bridges and tunnels during X 
off•pcak. hours. r 

5 1-----=---~---------!--------------~-----· 
t:! 6. lncrcasiOg CDD daytime I I . ; X ~ 
~ 

7

• parkine rates. L--
1 

X----t-
1
, -_-----+

1 

_______ !
11 ~ Lowering transit fares du~ing 

~ off~ peak hours, -t , 
~ I i, . - ------~,·--~--·-:. 

8. Loss restrictions on taxicabs. A 
u ---~------------1--~---·----; 

~ _ 9. Leos rcatdc·tions on jitneys, I _ _L ______ ~--~---~----~---f!/~---·~ 
~ 10. ltcs(!_rvcd lanl!s ior buses. I I X I X I ~ 
~ I ----~----~--- -----~---------- -: 
-~ ll. ~~~ t~~~;~~~;q:o~o c~~~~~~~c!o~~~:~' -1---------i~------ .L .... ~-- -··· .. : 
~ 12 Evl'ning delivery by trucks in I \ )( ' 
!!! • downtown nret•a. l . l 
~ ~~. OL·hcr (describe) -r-------~-----------1 

t-=----'-'-"" .. ;:....:.;.;.;;.=----t----1---~---1-------1 
1--'-14.:.:... ________ -+----+-----r-_j _____ i 
f-'1:0.5:...· --"---------+---+------+i ____ -i ____ _j 

' I 
~-----~ 

16. " 

I 11. " 

L--t~l8~-~--"----------------------l---------l----------l------ J .- I ---i-~ ---- -- ' 
19; Rescheduling aircraft I 1 

f----'o:;P:.-';:rc::•:.-t.::i.::o:.:n::s_t:;o::.__:r:.:e:.-ci:.-u:_:c;::e....!:p::ca::k::.o:lnccg>c.'-...-+---------j------;-1 ________ 1 __ _1 ____ j 
Diverting -low-passenger I jl -~II 
operations frcm air carrier 
oirp-:>rt runways to general i 
aviation facilities. I i X \ 

E l-:.2-:.t--==-~o~'::':::"~r~~<~o~':':.':::r~i~b~c~l:::============;..f---_-_-_-_-_-_~-+~=-~----_---iL---·~-~-·-·----~ 
~ n. .. ______ 

4
\ ___ ,_l I --1 

I I I i 
_z"''·--.. -----------~+1---+-1. ---~~ I i,. 

2/t. ------t----
l----2:'.:. ___ .. _____________ ..c..... ____ ._1 ______ J.._ __ -_-_l:~~:_· _-_--; 

I 

20. 

'---------------------------------------......1 
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FLINT 

S~~~y OF LOW AND NON-CAPITAL ALTERNATIVES 

PERIOD -OF IMPLEMENTATION 

1972 1980 1990 Not Being 
Program Alternative Inventory Program Plan Considered 

1. Staggering of work hours. X 

2. Measures to encourage car pools. X 

l. Banning private automobiles X 
from the CBD. 

4. RliiSing tolls on toll 
bridges and tunnels during 

X peak hours. .. L 

5. Lowering tolls on toll 
bridges and tunnels during 

X off-peak hours. 
z 
0 6. Increasing CBD daytime H 

~ parking rates. X 

~ 7. Lowering transit fares during X 

~ 
off-peak hours. 

8. Le" restrictions 00 taxicabs. X 
" ::i 9. Les• restrictions 00 jitneys. X 
~ 

i 
10. Reserved lanes for buses. X 

11. Restrictions on curbside loading 
X 

~ 
and unloading in congested areas. -

>< 12. ~vening delivery by trucks in X 
~ downtown areas. 

::1 13. Other (describe) "' 
14. " 
15. " 
16. " 
17. " 
18. " 
19. Rescheduling aircraft 

operations to reduce _peaking. X 

20. Diverting low-passenger 
operations from air carrier 
airport runways to general X 
aviation facilities, 

• 
~ 

• H 21. Other (describe) "' 0 

"' "' 22. ., 
H .., 

23. " 
; 

24. ., ! 

25. " 
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KENT • OTTAWA REGIONAl PlANNING COMMISSION 
KENT COUNTY ADMINISTRATION BUILDING 300 MONROE AVE, N. W. 

GRAND RAPIDS, MICHIGAN 49502 

November 14, 1973 

Mr. Sam F. Cryderman, Deputy Director 
Bureau of Transportation Planning 
Michigan Dept. of State Hwys. and Transportation 
State Highways Building 
Post Office Drawer K 
Lansing, MI 48904 

Dear Mr. Cryderman: 

Enclosed is the "Narrative Report" portion of the 1974 National 
Transportation Study for the Grand Rapids Urbanized Area. The 
GRETS Policy Committee reviewed the findings of the study and 
agreed, with serious reservations, to give it a qualified en
dorsement. These reservations are detailed on the following 
pages, It is our hope that this Narrative Report will be re
viewed not only by officials of the Highway Department, but by 
the Governor's office and the Federal Department of Transportation 
as well, because it is toward the latter two that many of our 
comments and criticisms are directed. 

The GRETS Technical and Policy Committees are extremely inter
ested in the results of this study and are willing to cooperate 
in every way possible in the conduct of any future studies. 
If future studies of this nature are undertaken, however, we 
sincerely hope that the problems which occurred during the 1974 
National Transportation Study can be avoided. 

gmp 

Sincerely, 

ffMJ ~~0tczu/ 
Don Lamoreaux, Chairman 
GRETS Policy Committee 

PHONE (616) 456 - 3731 
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1974 National Transportation Study 

Narrative Report 

as submitted by 

The Grand Rapids and Environs Transportation Study 

The GRETS Policy Committee, as the recognized transportation planning 

policy body for the Grand Rapids area, was requested by the Michigan Depart-

ment of State Highways and Transportation to review the highway portion of 

the 1974 NTS and approve the data for the Grand Rapids urbanized area. The 

Committee was also told that it could make approprlate comments, suggestions 

and criticisms concerning the contents, methodology, conduct, etc. of the 

overall study. The following summarizes the views and feelings of the Policy 

Committee. 

First, the Policy Committee has reviewed the proposed 1990 transportation 

needs for the Grand Rapids area as prepared by your consultants, and compared 

these with the anticipated revenues available to meet those needs. The re-

sults indicate that approximately 38% of all needs will be met by 1990. If 

the ultimate is for 100 percent of the needs to be met, this would seem to 

indicate that either 1) the projected needs are too high or 2) the anticipated 

revenue available, as calculated in the study, is too low. In light of re-

sults contained in recent needs studies conducted by the state and federal 

gover:·cnn8nts~ it appears that the projected needs for the Grand Rapids area 

are fairly realistic. This is further evidenced by the apparently inflated 

needs projected for some other urbanized areas in Michigan. This means that 

the projected revenues are apparently too low. We would strongly urge a 

new or revised -funding method so that revenues can be increased. We recog-

nize the inherent unpopularity of a further increase in the gas tax and 



suggest that alternative means be analyzed. We admit very frankly that we 

are not prepared to offer any substantive suggestions in this regard at this 

tlrnc, however. 

-) On the basis of the foregoing information, the GRETS Policy Committee 

gives a qualified endorsement to the data being submitted for the 1974 National 

Transportation Study relative to the Grand Rapids area. The Policy Committee 

feels very strongly, however, that some comments are in order regarding the 

overall conduct of the study and its re'lationship to the continuing, cooper-

ative, comprehensive transportation planning program in the Grand Rapids area. 

With respect to the study conduct, both the GRETS Technical and Policy 

Committees take exception to the manner in which this entire 1974 National 

Transportation Study was conducted. This poin~ cannot be emphasized too 

strongly. Our primary concern is with the degree of local input into the 

study and the timing of this input. Our first exposure came wher; Vle were 

asked to complete a questionnaire approximately one year ago. This question-

naire was, to say the least, very controversial and even objectionable to 

several members. It was never fully explained as to the real value of this 

el<ercise, nor was its ultimate use fully understood. There was substantial 

debate as to whether such subjective answers as were required in the question-

naire could be analyzed quantitatively, as the MDSHT and their consultants 

seemed to suggest. 

~- . ~\ 
Following this el<ercise, nothing was heard about the study for several 

months. We understand that there were problems at the state level as to who 

had ultimate responsibility for the study. When things finally got organized, 

there was very little time left to solicit meaningful local input and still 

,:·:-.1 
meet the federal deadline. We realize that this delay was not the fault of 

the Department of State Highways and Transportation, but at the same time we 

-299-



would like to point out that because of the delay and subsequent constricted 

time frame, the amount of local input was substantially restricted. This 

appears to be one more instance where uncertainty of administration and re

sponsibility preempted the stated goals and objectives of the study, with the 

result that the people who were to benefit the most - the respective urbanized 

areas - had the least input into the end product. 

It also appears to us that very little attempt was made to coordinate 

the 1974 NTS with the ongoing transportation planning process. On the one 

hand, the MDSHT prepared a financial benchmark report to meet certification 

requirements of the Federal Highway Administration. This report, which con

tained a substantial amount of financial statistics relating to the projected 

transportation revenues and needs of the area, was presented to the Policy 

Committee. On the other hand, a new set of data was prepared for the 1974 

National Transportation Study, (as required by Congress) with, at least from 

this vantage point, little effort made to tie the two together. This re

flects both a needless duplication of effort and a lack of effective coordin

ation at both the state and federal levels. We would like to know a) to what 

ultimate use these statistics are going to be put by the federal government, 

and b) which set of statistics - the 1974 NTS or the Financial Benchmark 

Report -- best reflects the transportation needs of the Grand Rapids area. If 

the cost figures as submitted in the 1974 NTS are to be utilized for future 

funding and cannot be reviewed or updated in the future, as conditions warrant, 

th:i. s J.\.r0a. ha.s very serious reservations about giving its endorsement~ 

In conclusion, we cannot stress too emphatically our concern over the 

general conduct of the 1974 NTS and the apparent minimal degree of meaningful 

local input. It is to be hoped that in the future this situation can be 

corrected. 
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Urban Area Policy Questions 

Following are answers to the 14 sets of policy oriented questions, as 

required for the Narrative Report portion of the 1974 National Transportation 

Study. These questions were distributed to each member of the .GRETS Policy 

Committee for their response. The answers submitted herein represent a sum-

mation of viewpoints from those questionnaires which were answered as well as 

the views of the Kent-Ottawa Regional Planning Commission. 

1. a} How do you view the existing versus ideal division of re
sponsibility between the state government and local govern
ment with respect to the planning, programming and develop
ment of transportation facilities? 

The existing division of responsibility was generally 
viewed as satisfactory. 

b) What changes in current procedures would be desirable? 

More local autonomy was mentioned as a possibly 
desirable change. 

2. a} Are you in favor of federal transportation funds being 
allocated directly to urban areas, either a consortium 
of governments or individual general purpose units of govern
ment? 

The answer was a unanimous yeso 

b) Should federal urban transportation funds, whether or not they 
are allocated directly to urban areas, be completely flexible 
with respect to the transportation modes on which they can be 
expended? 

Again, an across the board yes. 

3. a} Would the establishment of a consortium of governments, 
representing a majority of the urban area population, as a re
quirement for the "pass-through" of Federal transportation 
funds be preferred over pass-through to individual municipalities? 

The general view was yes, a consortium of governments would 
be desirable. 

b) Have the governmental jurisdictions in the urban area investi
gated the legal and administrative requirements attendant to 
the establishment of a representative single recipient agency, 
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responsible for the planning, programming and development of 
transportation facilities in the urban area? 

Yes, as it pertains to a regional transit authority. 

c) ------

d) If (b) is yes, what are the main conclusions resulting from 
such study? Of special interest would be whether the agency 
under consideration would be a single or general purpose agency, 
i.e., whether its responsibilities would primarily be limited to 
transportation, or it would encompass all or most community 
services including transportation, police and fire protection, 
sewage, water supply, housing, zoning, etc. 

No conclusions were reached in the study. It simply 
analyzed the feasibility of such an approach and presented 
possible alternatives for study. The agency contemplated would 
probably be involved with only transportation and only as a 
development or service delivery body. The planning would re
main a function of the comprehensive planning agency. 

4. The following question is asked to determine which programs have 
the highest priorities, regardless of financing difficulties 
related to present institutional constraints. If the overall 
amount of Federal aid made available directly to the urban area 
(pass-through) were increased by 20% f~r the 1980 ~rogram, and 
if this increase (but not the rest of the Federal funds) were 
available for either capital or operating expenses, for any mode 
of transportation, and without matching requirements, in ap
proximately what proportion would these extra funds be spent? 

Some felt it should be 100% for capital improvement, while 
others felt if should be split so-so. 

5. a) Are transportation planning, programming and development 
decisions in the urban area adequately integrated with compre
hensive planning? 

No. 

b) If (a) is no, are actions in progress or anticipated which will 
result in a strengthening of this relationship? 

Improvements are contemplated, particularly with respect t.o 
public transportation. 

c) What should be the ideal relationship between transportation and 
comprehensive planning for the urban area? 

The ideal relationship between transportation and compre
hensive planning should be that the two are virtually inseparable. 
Transportation planning is a vital part of the comprehensive 
planning process. Because of its ability to influence land uses 
which in turn determine the daily activity patterns of people, 
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transportation planning must be integrated into the comprehensive 
planning process. Furthermore, integration must not occur on a 
piecemeal basis: that is it must not differ substantially from 
city to city or township to city, etc., but must be done on a 
uniform, regional basisG 

6. a) Are there existing Federal transportation programs which you 
believe are of marginal value and which should be severely 
modified or eliminated? 

General response was No. 

b) If (a) is yes, identify these programs and briefly describe how 
they should be altered. 

c) Are there any new programs which you believe the Federal DOT 
should implement? 

No. 

d) If (c) is yes, briefly describe the nature and purposes of 
such programs. 

7. a) Do present Federal transportation planning grants provide for 
the kinds of planning which is locally desired and which 
serves local needs? 

The answers were divided between yes and no. 

b) If (a) is no, what changes are needed of an institutional, 
technical, and financial nature which will improve current 
transportation planning? 

Those who said no thought funding was inadequate and should 
be increased. 

8. a) Will any of the General Revenue Sharing funds which have been 
distributed to the jurisdictions in the urban area be used for 
transportation purposes? 

Half of the responses said yes, and half said no. 
' 

b) If (a) is yes, in which p~ogram areas and in what amounts? 

Primarily for road improvements and reconstructiono 

c) Is it the long term policy that General Revenue Sharing funds 
be used for transportation purposes? 

The answer was generally yes. 
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d) If (c) is yes, in what programs and in what levels will these 
these funds be used? 

To improve local roads. No level was specified. 

9. There is some recent evidence that some urban areas wish to 
re~examine transportation plans prepared in the past in terms 
of their modal orientation as well as with respect to the level 
of community involvement in their development. 

a) Is the urban area contemplating such a restudy of existing 
transportation plans? 

Yes. 

b) Is there satisfaction with the current level of citizen and 
multimodal participation in the transportation planning and 
evaluation process? 

The general feeling was yes. 

c) What has been the involvement of urban area planning and oper
ating agencies in the development of the State Action Plan to 
implement the Federal Highway Administration process guidelines? 

Most, if not all, of the local planning and operating 
agencies were contacted by the MDSHT regarding attendance at a 
semina.r being held in the Grand Rapids area concerning the 
Action Plan. However, no presentation was ever made to either 
the GRETS Technical or Policy Committees on the Action Plan. 
Thus, local involvement has been minimal. 

10. a) Do you favor the use of uniform Federal level of service stand
ards (exclusive of design:standards for safety or physical 
adequacy) for future transportation facility development? 

No. 

b) If (a) is yes, in which program areas and for which kinds of 
facilities would you favor the use of Federal Standards? 

c) Should present AASHO highway design standards continue to be 
used by the Federal Highway Administration for project approval 
on Federal-aid highways? 

Yes. 

d) If (c) is no, please describe the major changes in design 
standards that should be made. -----

11. a) Is the urban area in favor of the use of Federal and/or State 
funds for the purposes of defraying operating losses on urban 
public transportation systems? 

Generally, yes. 
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b) What criteria or formula should be applied in granting such 
assistance? 

Unknown. 

12. a} Does the urban area presently have or plan on having a program 
devoted to the planning and development of bicycle ways and othe~ 
non-motor vehicle facilities (e.g., jogging paths, pedestrian ways, 
etc.}? 

City of Grand Rapids is only area which has done planning 
for bicycles. 

b) If (a} is yes, what agency of local government is responsible? 

c) Have estimates been made concerning the future levels of usage and 
the level of investment needed to develop adequate facilities? 

No. 

13. a} Are new transportation technologies evaluated in the current 
planning process in the urban area? 

No. 

b) Jn your estimation is the dissemination of information regarding 
new transportation technmlogies adequate? 

Yes. 

c) How can the Federal Government be more useful in this regard? 

Are very useful as is. 

14. a} Have there been any studies conducted for the area regarding 
the problem of urban goods movement? 

No. 

b) If (a} is yes, please cite the reports if available and the 
agency responsible, and summarize the main conclusions and. 
recommendations that are endorsed by tocal authorities. -----

Following are the five policy areas of highest priority as taken from 

the foregoing list of i4 policy questions: 

1. Planning Responsibility 
2. Program Priorities 
3. Cool!1dinated Planning 
4. Planning Grants 
5. Re-examination of Plans 

These responses were approved by: 

Robert L. Stockman, Executive Director 
Kent-Ottawa Regional Planning Commission 

Names and affiliation of those participating in the responses: 
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Peter M. Lamberts, Mayor of Kentwood and Chairman of the KORPC 

Hudson Lamoreaux, Commissioner, City of Walker 

Gerald DeWindt, Supervisor, Georgetown Township 

George Schweitzer, Supervisor, Alpine Township 

Robert L. Stockman, Exec. Director, KORPC 

David Needham, Transportation Planner, KORPC 

Don Lamoreaux, Chairman, GRETS Policy Committee, Plainfield 
Township Supervisor 
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GRAND RAPIDS 

SVMMARY OF LOW AND NON-CAPITAL ALTERNATIVES 

PERIOD .QF IMPLEMENTATION 

1<172 1980 1990 Not Being 
Program Alternat i vc Inventory Program Plan Considered 

l. Staggering of work hours. X X 

2. Measures to encourage car pools. 

3. Banning private automobiles X 
from the CBD. 

4. Raising tolls on toll 
bridges and tunnels- during X peak hours. 

. 

5. Lowering tolls on toll 
:bridges and tunnels during 

X off-peak hours. 

i§ 
6. Increasing CBD daytime H X 

~ 
parking rates. 

7. Lowering transit fares during· X? .. 
w z. off-peak h.ours .· 

~ 8. Less restrictions on taxicabs. X 
" H ., 

9. Less restrictions on jitneys. X § .. ' 

i 
10. Reserved lanes for buses. X 

11. Restrictions on curbside loading 
X 

~ 
and unloading in congested areas. 

,.. 12. Evening delivery by trucks in X 
~ downtown areas • 

... 13. Other (describe) .. 
14. " 
15. " 
16. " 

17. " 
18. " 

19. Rescheduling aircraft X operations to reduce peaking. 

20. Diverting low-passenger 
operations from air carrier 

X airport runways to general 
aviation facilities. 

w . 
i;; 2!. Other (describe) 
0 ' -.. 
"' 22. " H 
< 

' 23. " ' ' 
24. " I 
25. " 

-307-



REPORT 

OF 

JACKSON 

~308-



MINUTES 

JACKSON AREA COMPREHENSIVE 
TRANSPOR'rA'l'ION S1.'UDY (JACTS) 

POLICY COMMI'rTEE MEETING 
JACKSON COUNTY BUILDING 
,JACKSON, MICHIGAN 

Thursday, December 27, 1973. 

The meeting was called to order at 10:15 a.m. by Chairman Conley. 

ATTENDANCE: 

Members Present: 

Others Present: 

P. Conley - Mayor, City of Jackson 
R. Haan - Michigan State Highways 
W. Russler - Supervisor, Napoleon Township 
L. True - Chairman, County Road Commission 

W. Vaclavik - City Engineer 
R. Milburn - Region II Planning Commission 

ITEM I - Ado~tion of the Guidelines for priority selection of 
proJects on the Urban Systems Map. 

Mr. Haan presented the proposed guidelines to the committee and 
answered questions of the Committee. 

Mr. Haan made a motion and Mr. Russler 
of the guidelines .as submitted. Vote: 
Absent - 6. 

supported for the adoption 
Yeas - 4, Nays - 0, 

ITEM II -Approval of projects utilizing Urban System Funds: 
North West Avenue and Ganson Street intersection, 
Ganson Street and Elm Avenue ~ntersect~on, and Lansing 
Street Bridge widening. 

Mr. Vaclavik presented the details of the three projects to the 
Committee. 

Mr. Haan made a motion and Mr. Russler supported to approve the 
Ganson Street and West Avenue project for Urban System Funds. 
Vote: Yeas - 4, Nays - 0, Absent - 6. 

Mr. Russler made a motion and Mr. True supported to approve the 
Ganson Street and Elm Avenue project for Urban System Funds. 
Vote: Yeas- 4, Nays - 0, Absent- 6. 

Mr. True made a motion and Mr. Haan supported to approve the 
Lansing Bridge project for Urban ,system Fnndsc<---¥~-'ie_~ . ..,~4~_ 
Nays - 0, Absent- 6. · 
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Policy Committee 
Page 2 
December 27, 1973 

I'rEM III - Approval of Policy Questions for the National 
Transportatlon Study. 

Mr. Haan reviewed the Policy Questions with the Committee and 
after a discussion concerning questions having two answers the 
following motion was made by Mr. Russler and supported by 
Mr. True; to adopt the answers as presented, recognizing the 
difference of opinion, and if these questions become prevalent, 
the Committee will hold a hearing to resolve the differences 
in the answers. Vote: Yeas - 4, Nays - 0, Absent - 6. 

There being no further business, the meeting was adjourned at 
10:45 a.m. 

Respectfully submitted, 

.-· ···~ . . ~ 

KU¥\aQci: t<.W~ 
Ronald K. Milburn 
Principal Planner 

RKM:mfb 

-310-



,. 
~· 

j .' 

la) . 

2a) • 

2b) • 

3a) • 

3b) • 

3c) • 

3d) • 

4) • 

Sa) . 

5b) • 

5c) • 

"'··' 

A more ideal division of responsibility would give 
more control to the local governments in applying 
for grants. •rhis would include more allocations 
for local planning needs rather than channeled 
programs which apply only to specific problems. 
However, the State government should still maintain 
enough control to assure that projects are well 
planned, and designed with optimum benefits and are 
of sufficient priority to be implemented. 

Yes. As long as State government can act as an 
arbitrator between those who plan and propose 
projects and those who are effected by projects, and 
as long as state government has some voice in the 
proper distribution and use of funds (Refer to la) . 

Yes (Regional Planning Commission) . 
No, if the flexibility is in respect to the 
transportation modes on a Federal level, yes if 
on a local level (County Road Commission) . 

Yes, it eliminates duplications and promotes a 
unified system (Regional Planning Commission) . 
Yes, having the individual governmental unit having 
jurisdiction and responsibility for the project in 
mention should have a greater voice in the choice and 
~ontrol nf ~hP ~rhjP~t. This cauld be ac~!icv~d 
through weighted votes in the local consortium of 
governments (County Road Commission) . 

No. 

No, however versions of the Home Rule Bill at the 
State Level would possibly do this. 

No answer required. 

No response due to lack of Figure IV-6 in information 
we received (Regional Planning Commission). 
90% would be spent for roads and streets with the 
other 10% being left flexible for the other various 
demands (County Road Commission) . 

Yes (Regional Planning Commission). 
In the local areas this is not always done (County 
Road Commission) . 

No answer required. 

All proposed projects should be based on good 
complete comprehensive planning with a joint effort 
by all agencies to coordinate work. 

.) 



6a) • 

6b) • 

6c) 

6d) 

?a) • 

?b) . 

Sa) • 

8b) • 

1 --Sc) • 

8d) 

' 9a) 

9b) • 

9c) • 

Yes .. 

Generally, programs which are strongly idealistic, 
irrational, unfeasible, and uneconomic should be 
eliminated or sharply revised especially in terms 
of the. amount of funds available for their study. 
This appli~s for example to some of the recent 
people mover programs recently introduced. Such 
programs are catered to the largest metropol~tan 
areas and megalopoli while being completely unreal
istic for smaller metropolitan areas (Regional 
Planning Commission) . 

Yes. 

Programs that should be implemented include more 
programs for mass transit, urban transportation 
systems, and new programs for problems that are a 
result of transportation such as parking and 
carpools (Regional Planning Commission) . 

Cannot be answered strictly yes or no (Regional 
Planning Commission) . 
For the most part yes (County Road Commission) . 

No answer. 

Some town$hips have used their sharing funds on the 
improvement of local roads in their respective town
ships, ho.wever, the County has not expended any funds 
we know of for a similar purpose (County Road 
commission) . 
Yes, townships and City of Jackson (Regional Planning 
Commission) . 

Exact amounts not available at this time. 

Yes (Regional Planning Commission). 
No (County Road Commission) . 

No response. 

Yes (Regional Planning Commission) • 
No (County Road Commission) . 

Don't know (Regional Planning Commission). 
No, the only interest shown has been by special 
interest groups (County Road Commission) . 

An action plan is currently being compiled by the 
Michigan Department of State Highways and Ghould b<2 
accepted by all agencies as a guideline in processing 
projects with Federal funding (County noad Comrnission) 
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lOa). 

lOb) . 

lOc) • 

lOd) . 

lla) • 

llb) . 

12a). 

12b) • 

12c) • 

13a). 

13b). 

14a) • 

14b) . 

• 

No. 

Does not apply. 

Yes, but as guides only. Each project should be 
studied for problems which would not allow it to 
conform to the guidelines and alternatives studied 
which would take the special problem into account. 

noes not apply. 

Yes (Regional Planning Commission) . 
No (County Road Commission} . 

! 

Reimburs,ements either whole or in part for the 
operating deficit (Regional Planning Commission). 
For improvements only (County Road Commission} . 

Yes, in the City of Jackson. 

The City has developed a bicycle plan. 

Yes, in the City. 

Unable to answer without a clarification of what 
is 11 new 11 ~ 

Yes. 

Yes. 

Transportation Study and Airport Study by the 
Regional Planning Commission . 
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JACKSON 

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES 

PERIOD -OF IMPLEMEI'."fATION 

1972 1980 1990 Not Being 
Program Alternative Inventory .Program Plan Considered 

1. Staggering of work hours. X 

2. Measures to encourage car pools. X 

3. Banning private automobiles 
X from the CBD, 

4. Raising tolls on toll 
bridges and tunnels during 

X peak hours, 

5. Lowering tolls on toll 
bridges and tunnels during 
off-peak hours. X 

--~-

6. Increasing CBD daytime 
parking rates. X 

-
7 . Lowering transit fares during· 

X off-peak hpurs .· 

8. Less restrictions on taxicabs. X 

9. Leoo restrictions on jitneys. X 

10. Reserved lanes for buses. X 

11. Restrictions on curbside loading 
and unloading in congested areas. -

12. Evening delivery by trucks in X downtown areas. 

13. Other (describe) 

14. " 

15. " 
16. " 

17. " 
18. " --
19. Rescheduling aircraft 

J[ operations to reduce peaking. 

20. Diverting low-passenger 
operations from air carrier 
airport runways to general J[ 

aviation facilities. -- -· 

21. Other (describe) 
--- -----i------- ------------~---~-- ------~--- ---

22. " 

23. " 
I 
' --

24. " i - --------

25. " ·----- --
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Question 
Designation 

1. a) 

REPORTS OF THE LEAD URBAN AGENCIES AND COt•H·lENTS 
OF PARTICIPATING URBAN PLANNING GROUPS 

Answer 

The technical committee is satisfied with the 
existing division of responsibility between the 
various levels of government and can see no sub
stantial areas in 1~hich this could be improved. 
Satisfaction was expressed with the v1orkability 
of the present division. 

b) Local personnel should be trained to provide and 
correlate the necessary input of local data illhich 
could best be obtained and stored at the local 
level. State government should provide the highly 
skilled personnel any equipment to massage the 
data in its computer programs which then could be 
utilized in an output form at the local level for 
decision making. It appears that the procedures 
as they are functioning no<J/ are satisfactory to 
this group with the expectatior, that they will be 
further refined for definition of areas of respon
sibility as time goes on. 

2. a) No. The present allocation of funds which a1loi·IS 
us to work through the stato with the fcdc,ra1 
government appears to have considerable ffi()rit in 
providing uniformity of approach among thee various 
governrnenta1 units of the state, as well as a fair 
and equitable distribution of funds to the appropr:l-· 
ate areas. This procedure provides for adequate 
input through state organizations and individual 
agencies. It see~s apparent to this group that to 
deal directly with the federal agencies on these 
funds could only result in the creation of addi
tional or the ballooning of exis'cing fedGral 
bureaucracy in or·der that they be able to handle 

-these projects in an expeditious fashion. 

b) Complete flexibility does not appear to be desirable. 

3. a) 

It appears to us that the flexibility that is built 
into the federal 1egislation should be adequate to 
provide the flexibility needed at the local 1evel in 
expenditure of these funds. 

We are sa'cisfied with the system vJe cuprently have 
and would oppose any change in th2t system. If it 
should havG to come down to a clcc is ion bct•11cer. the; 
two alternatives provid~:~d, this gt'oup would VhJnt to 
have a·-hel.luva lot more information lxcfor.: l'C<Jching 
a decision. 
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'Question 
Designation Answer 

4. 

5. 

6. 

7. 

8. 

b) 

c) 

d) 

a) 

No. 

In all probability 

No response. 

Speaking for a Road Commissioner, the answer would 
be a flat NO just to be on the safe side. 

Yes, within certain confines. 

b) No response. 

c) They should be planned on the same data base and 
closely integrated. 

a) Yes. 

b) Duplication of transportation planning studies.at 
the national level and a proliferaticn of various 
highway classifications in the national and state 
transportation studies creates problems. 

c) Why not si.mplify, streamline and implement those 
progr•ams that they presently have? 

d) No response, 

a) To date, no such grants have been received in this 
metropolitan area on a direct basis. 

b) No response. 

a) Yes. 

b) Street and highway construction. Approximately 
SO% of the funds in the township areas and in the 
City of Kalamazoo. None ,in the City of Portage. 

c) Competing needs will have to be evaluated oh a year 
to year basis. 

d) No response. 
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10. 

11 .. 

12,, 

13. 

Ct) We are presently 3:n this phase of our study and 
these considerations are being taken into account 
in carrying out our study. 

b) A strategy for c:i:cizen involvE,meni!: 'has been evolved 
and only the futu22 can tell us how satisfactory 
this w~ll be. 

c) No response,. 

a) Yes. 

b) It is the feeling of this group tl1at the dEcision 
should be made at the local level, based on the 
quality of tran:3 portation ser•vice that they fee 1 
can best be provided in our area to meet the needs 
of our particular population mix. 

c) No. 

d) It is our feeling that the AASHO design standards 
are oriented more toward expressway and major trunk
line types of construction and not urban area con
ditions where the needs cover a mucl1 wider range and 
wher•o che physical constraints vary markedly from 
1:hose experienced on trunkline construction. It is 
our !:eeling that the AASHO design standards can and 
should be used as a ready base ref~ence from which 
modifications can and should be mad€ in accordance 
with sound engineering judgements on an individual 
basis. 

a) Yes. 

b) The use of funds in this manner shclllld be fully 
justified on an annual basis and tft,e funds taken 
-from a source other than those necessary to the con
tinued operation and updating of ot;her critical 
transportation modes. 

23) Yes. 

b) The City of Kalamazoo's Department <Of Public Wor·ks. 

c) No. 

a) Yes. 

b) No. 

c) A well integ·rated newsletter with wlide dissemination 



14. a) 

to all governmental levels, including those involved 
in the 3c process. 

No. 

b) No response. 
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KALAMAZOO 

\ SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES 

Program Alternative 

l. Staggering of work hours. 

2. Measures to encourage car pools. 

3. Banning private automobiles 
from the CBD. 

4. Raising tolls on toll 
bridges and tunnels during 
peak hours. 

5. Lowering tolls on toll 
bridges and tunnels during 
off~ peak hours, 

6. Increasing CBD daytime 
parking rates. 

7, Lowering transit fares during 
off~peak hours. 

8, Less restrictions on taxicabs. 

9. Less restrictions on jitneys. 

10. Reserved lanes for buses. 

1972 
Inventory 

PERIOD -OF IMPLEMENTATION 

1980 1990 
Program Plan 

X 

. 

I 

Not Being 
Considered 

X 

X 

X 

X 

X 

X 

X 

X 

X 

11. Restrictions on curbside loading X 
and unloading in congested areac• .. :·~---------i----------4-----------+-----------

12. 

13. 

14, 

15 0 

16. 

17. 

18. 

19. 

20. 

Evening delivery by trucks in 
downtown areas. 

Other (describe) 

" 

" . 

" 

" 

" 
Rescheduling aircraft 
operations to reduce _peaking. 

Diverting low-passenger 
operations from air carrier 
airport runways to general 
aviation facilities. 

" 

X 

X 

X 

22. F----------+---1----t---+--------
23. " 
z•. " ------

2S. " 

i --- ---~-···--·----------··· = ---·-- ________ -___ ·+--____ -___ -__ -_ _j {-·--·~ ..... ~------~----~-_--_-- .... 
--·--·-·--------------·-·--·-------·-----------·--

-320-

' ' -



REPORT 

OF 

LANSING 

-321-

---~--~~ 



,_-,. ------------------------- ----------------

LANSING 

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES - ~ 

PERIOD -OF IMPLEMENTATION 

1972 1980 1990 Not Being 
Program Alternative Inventory Program Plan Considered 

1. Staggering of work hours. X 

2. Measures to encourage car pools. X 

3. Banning private automobiles 
from the CBD. X 

4. Raisirig tolls on toll 
bridges and tunnels during X 
peak hours. 

5. Lowering tolls on toll 
bridges and tunnels during X off-peak hours. 

z 
0 6. Increasing CBD daytime X H 

!;; parking rates. 

& 7. Lowering transit fares during X .. 
~ off-peak hours. " ~ 8. Leos restrictions on taxicabs. X 
<.> 
H 

X ..., 
9. Leas restrictions on jitneys. gj .. 

X 

~ 
10. Reserved lanes for buses. 

-

11. ReAtrictions on curbside loading 
. 

X 
~ 

and unloading in congested areas. .. 

>< 12. Evening delivery by trucks in X 
~ downtown areas. 

" 
-

H 13. Other (describe) I "' 
14. " 
15. " 

. 
16. " 
17. " 

18. " 
19. Rescheduling aircraft X ope;-ations to reduce _peaking. 

20. Diverting low-passenger 
operations from air carrier 
airport runways to general X 
aviation facilities. 

m 
. 

I [~ 

"· Other (describe) ,,~ 

-------l~----C> -·----·-- -~---. .. ~--- --- -· --.. 
"' 22. " H ., ···-·-

" 
: 

c_23. ' 
------·-~--

' 
24. " 

-.=-_==i=~-=--=~~-~-=~--
·--------- - --------

25. " -- ·------- ---.- ---------~-~---- ----- --------
-------------·---- - __ j 
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MUSKEGON 

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES 

PERIOD ·OF IMPLEMENTATION 

1972 1980 1990 Not Being 
Program Alternative InventorY- Program Plan Considered 

1. Staggering of Work hours. . X 

2. Measures to encourage--car' pools·, 
. 

X 

3. Banning .private .. automobiles X from the CBD. 

4. Raising to Us on toll 
bridg~~ S:nd tUnnelS dur.ing X 
peak hours. 

. . •. ' . 

5. Lowering __ ta;lls on toll 
bridges and ;tum;telS during X off-peak hours. 

i.· 

--
" 0 6 • Increasing csi> daytime .... X ... parking rates. f'i 
"' 0 7. Lowerirtg transit fares during .. 
!£ off-peak hours, x. 
~ B. Leaa restrictions on taxicabS. X 
u 
::1· 9. Leaa restrictions on jitneys, X !!l .. 
~ 

10. Re<Jcrved lanes for buses. X . --
11. Restrictipns _on curbside l~ading 

X 
~ 

and unloading in congested areas. -
;;;; 12. Evening_ ,de'livery by trucks in X 
~ 

downtown areas. 

.... 13. Other (describe) "' 
14. " ---:----
15, " ••• 

. 

16. " 
17. " 
18. " -
19. Res~heduling aircraft X ·operations to reduce_peaking. 

20. Div~rting low~paaaenger 

op~rat_ton~ ~rom air carrier 
airpo't't runways to general · X 
aviation facilities, 

- -·-
-0 I "' .. 

~ 21. Other (describe) 
0 ----------- ---·--·-- --·-·· --·--- -- -----I-· - ----- .. 
:?. 22. " ·. 

·j 
~ ., 

23. " 
24. " I 
25. " --

. 
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1971+ NATIONAL TRANSPORTATION STUDY 

NARRATIVE REPORT 

Saginaw County Metropolitan Planning Commission 

December 197'3 

~------------ --------------..,.1 



SUMMARY 

4-1.1 The Narrative Report attempts to point out some of tho prob
lems with tho 1974 National Transportation Study in hopes 
uf making the noxt study relevant to local transportation 
problems. The Saginaw County Metropolitan Planning l:on•rnis
eion found sovoral of the short comings of this st•Jdy to iJ,,: 
(1) more en1phasis should have been placed on multi-1noclal re
lationships behJoen such modes of transportstion ar; hic;l'"'sys, 
mass public transit or aviation, (2) the information base is 
too diverse which detracts from the local comprehensive plan
ning process, (3) and tho study lacks a truly local input be
cause of tho dependence on state services. 

4-1 .2 INTRODUCTION 

4-1.3 

4-1.4 

4-1.5 

4-1.6 

This Narrative Report describes the 1974 National Transpor
tation Study and a few of the problems that wets encountered 
during it. 

URBAN AREA TRANSPORTATION POLICY AND PLANNING --· ---
The original goals and obje~tives that wore detorminod for tl1a 
National Transportation Study last year by tho Pol.ic:y ac1J Toch·
nical Committees should havo been more closely relato1i to Ll1e 
Saginaw Metropolitan Area Transportation Study. A moro coord
inated effort should have boon made to brinq UiBSEJ thro clturJ:i.scc 
togattlf3r. Such a study l·!OUld be more ralevant unci hi.c~IIU '"ure 
direct benefit to the continuing transportation progra1n ir1 tho 
Saginaw Area. It is also the contention of the Saginaw County 
Metropolitan Planning Commission that these goals Bild objec
tives should have been more closely followed when deturmining 
the 1980 program and 1990 plan. For this study to be trc1ly • 
effective some type of local goals should have bean follow5d 
to bring better local input into the study. 

EVALUATION OF THE 1972 INVENTOf1Y 

This Wa.'l accomplished by the MDSHT 

EVALUATION OF THE 1990 PLAN 

This was accomplished by the MDSHT 

EVALUATION OF THE 1980 PROGRAM 

This was accomplished by the MDSHT 

4-1.7 COMPARATIVE EVALUATION OF THE INVENTORY, PLAN & PROGRAM 

The Inventory, Plan and Program have several serious short 
comings that detract from their overall value. First they 
are not comprel1ensive in that the information base is too 
diverse. It comes from different study agencies, all having 
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a slightly different goal or idea. Also the study is not a 
coordinated multi-modal system that will indicate the trade-
of~ between the different modes of transportation, such as ~ 
highways, mass public transit or aviation. Finally, the 
study was very dependent on tho state for its computer and 
administrative dutied. This limits the scope of local imput 
when the local transit needs are of importance. 

4-1.8 SOURCES OF FUNDS FOR THE 1g80 PROGRAM 

The process of determining the 1980 Program funding went 
through a complex procedure that concluded with a program 
somewhere between the 1972 Inventory and the 1990 Plan. 
This funding system has left some parts of the program with 
an over abundance of funds while others had limited funds 
in which the program is to be accomplished. This seems 
inadequate ·and illogical from a comprehensive planning 
perspective. 

4-1.9 LDV A~D NON-CAPITAL ALTERNATIVES 

low and non-capital alternatives were not considered (see 
figure). 

4···Ll0 f1EC.Q!IMENDATIONS FOR A.CTION 

Tho 1974 National Transportation Study to be moro effectivs 
should relate to the continuing.transportation study of local 
areas rather than to an unrealistic, general, state adminis
trative program. As it is not coordinated with other trans
portation programs, the study has only a limited practical 
use to the local areas involved. This lack of cuordinaticJ!l 
also makes the study inefficient in that much of the data 
collected is not usable to other transportation otudias 
and vies versa. 

4-1.11 REPORTS AND COMMENTS OF OTHEf1 PLANNING GROUPS 

None 

4-1.12 p~ARTICIPATING AGENCIES 

SaQinaw County Metropolitan Planning Commission 
Saginaw County f1oad Commission 
City of Saginaw Traffic Engineering Department 
Michigan Department of State Highways 
Policy Committee of the Saginaw Metropolitan Area Transporto

tion Study 
TGchnical Committee of the Saginaw Metropolitan Area T!.'GfiG[JG:r·« 

tation Study. 



COUNTY of SAGINAW 
Office ol the 

COUNTY PLANNER 

lAW EN F 0 R CEMENT IH D G. 

December 27, 1973 

Sam F. Cryderman 
Engineer of Transportation Planning 
State Highways Building 
Post Office Drawer K, 
Lansing, Michigan 4B904 

Dear Mr. Cryderman: 

COUNYY PLANNING DIRECTOR 

SAGINAW, MICHIGAN 

Enclosed is an addition to the Narrative Report for the 1974 
National Transportation Study. Specifically, the addition is 
section 4-1.3, Urban Area Transportation Policies. 

These transportation policies were approved by the Policy 
Committee at the December 19, 1973, meeting of the Saginaw 
Metropolitan Transportation Study. The minutes of this meeting 
are enclosed for your reference, 

If additional information is necessary, please feel free to 
contact us. 

A. Howard Kundinger 
Director 

Al'lK: pw 

Enclosures 
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4-1.3 (Continued) 

(b) 

2. (e) 

(b) 

3. (a) 

(b) 

(c) 

(d) 

URRAN AREA TRANSPORTATION POLICIES 

The respCJnsibili ty betweerl tho f-ederal, S tCJ Lr1 dflcl 
local go\/ernment with respc":t to pl<lnnir~rJ, JIL'fltJranlfrrirJ'] 
and de\/elopment of transportation faciliti~c iu: (l) 
Federal supplies funds, planning resour~us ar1d r1ulfclops 
procedures; (2) State supplirls techninll ac;si::;tan~e and 
guidelines for uniformity and (3) local supplies th~ 
policy that is desired by citizens and technical input. 

The current procedures in transportation planning arB 
appropriate at this time, however, regions .uuld ho:lp 
coordinate the transportation efforts of local oroas. 
Sut,regions should only advise local areas not to 
attempt to determine local policies. 

Yes 

Yes (with local control) 

Yes 

No 

The establishment of a rnprrwontol.ivu "ir1ql" rnr.ipi11rrl. 
agency for transportation funds r.roulrl l111 c;l.ucli '"' irr 
Job 625-641 of Saginaw County rllltrupuliLur PlrJmrirrq 
Commission 1 s continuing planninr] prugruflr. 

4. See Table 1 

5.(a) Yes 

(b) 

(c) Transportation and comprehensive planning should work 
closely together to achieve an intagratBd planninq pru
gram in the Saginaw Metropolitan ArRa. 

G.(a) Yes 

(!1) Thr1 ~;:,ginaw ArGa Metropolitan Trrm:>purt:rl.ju" ~;l.urly,, 
lru"J"\/liC' is not familiar with :ell Uli! rrrilljtiilllc; Lo "'·'~: 
.-~ rocunHnondation af; to t.tha.t chonqn~--~ ~Jhuu·l d IH: rn:-!tll~. 

(d) 

llw l'lir:iljr]an Deprntrnolflt Df :,L.:I:IJ HiqhLJ"Y'' ·''"I I r:rrJ·.filrr
l..ttj_tJn i~-1 .in ;-~ L1ottor pu~;.i.L.iurt L11 u1:tk1~ :_;tH It rt~l,llfltllti!IHJ;t

L i 11 n ~; .. 
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7.(a) Yes 

(b) 

fl.(a) Yn" 

(I,) 1:r;r1eral Rflvenue Sharinf) funrle> wj ll 1,. "'''"' l'•rr • runl.y 
;jflrJ city uritlges and for ru;rrls iry Lr>Ldllr3lii[• i.lll'llli')lll>rrl 
Lhu county. 

(c) Yes 

(d) The long term General Revenue Sharing policy will he 
spent in the area of bridges with the possibility that 
funds will be spent on public mass transit. 

9.(a) Yes 

(b) No 

(c) There has only been minimal involvement of urll<•n area 
planning and operating agencies in the d8vr:loprnent of 
the State Action Plan to implHment thB FedBral Highway 
Administration process guidelines. 

10 {a) 

(b) 

Yes (uniform minimum standards) 

Uniform Federal level of service standards for futurH 
transportation facilities should be usr,d lrasically i11 
road construction but also whBn airports or publir: mass
transit is developed. 

11 

12 

(c) 

(d) 

(a) 

(b) 

(a) 

(b) 

Yes 

Yes 

The funds that would be used to dp,fray opHratinc) loscws 
for public mass-transit should not detract from other 
vital, local programs. The criteria should he flexible 
and consistent with community desires. 

Yes 

The County Planning Department and City and County Parks 
are responsible for the planning and devslupmsnt of 
bicycle ways. 

(c) Yes 
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13 (a) Yes 

(b) No 

(c) Tho Federal Government could be rnoru hcluful in L;LOssi
mination of information by providing n ',lllr]l" Lranspor-
tation abstract. 

14 (a) No (other than rninor rnotor freight) 

-- ---------~ 
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Ainutes of Meeting 

POLICY COr1fUTTEE 

Saginaw Metropolitan TraQsportation Study 

Wednesday, December 19, 1973 - 12:00 Noon 
Sullivan's North, Shannon Room 
3475 Bay Road, Saginaw 

1. .Bill: £.91J!'¥ Commi_!;_E~ 

Frapk W, Jones, Chairman 
I~ ear 1 Talsma 
Al Janson 
Val Nowaczyk 
Arnold Schluckbier 
Gerald Blair 

.§..t.E!.f!_ 
Howard Kundinger 
Gordon Ely 

Randall Derifield 

fu.l~'!~ 
Mark RummBl 

2 • §.Y_s£n.~~: 

Saginaw Township 
MDSHTT 
County Road Commission 
Carrollton Township 
Bridgeport Township 
City of Saginaw 

County Planning 
Road Commission 

' . . EngJ.nesr 
County Planning 

The Saginaw ~ 

A. Approval of Minutes for September 11, 1973 moved by Blair, 
supported by Schluckbier. Motion carried. 

B. Communications 
Many communications were received, but most were routine 
procedural items that are not of policy significance. 
Chairman Jones directed that staff highlight only signifi
cant letters or letters that require action: 

Received letter from Robert B. Wallace seeking assis
tance from our office in developing a regional, private 
transit system that would serve the Tri-Cities and its 
regions. Staff assisted by providing contact with Mich
igan Department of State Highways and Transportation and 
the Michigan Public Service Commission of the Department 
of Commerce. 

Staff sent letter to Saginaw City Manager seeking clari
fication of City position on using I-675 when Zilwaukee 
High Level Bridge on I-67S is open. City responded that 
it felt this is not in its best interests. 

: 
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County Board Chairman Gustafson sent letter to Governor 
Milliken requesting that he designate the county metro
politan planning commission the metropolitan transpor
tation planning agency instead of State Region 7. 

Reliable rumors have it that the Governor will designate 
the regions. Director also wrote letter to Governor 
requesting clarification of role of region. Governor 
responded with cliche-ridden, issues evading letter 
that was of no practical value. · 

Moved by Nowaczyk, supported by Blair to go on record 
opposing designation of regions as they are not pro
perly_ staffed, represent too large an area, and a~ the 
two most critical transpcirtatiorf modes: highways and 
mass transit are essentially metropolitan - not regional 
- in character. Motion carried. 
Received letter from City of Saginaw requ,flsting tram1··· 
portation study review of their proposed "New Trann 
system fdr a moving sidewalk in the central business 
district. Technical Committee has reviewed it and 
recommends approval. 

Moved by Jones, supported by Janson to endorse the 
the City 1 s "New Tran 11 proposal. Motion carried. 

C. Unfinished Business 

Policy Committee developed policy input for National 
Transportation Study, Attached is a summary of that 
input. Moved by Nowaczyk, supported by Schluckbier 
to submit this to MDSHT. 

Federal Aid Urban System a•hould be expanded to include 
all Primary, Secondary (State and County) and Urban 
Links within the Federal Aid Urban Boundary. Also, 
Elmwood Ava. from Hess to Gallagher should be added. 
A special committee of the Technical Committee com
posed of Road Commission Engineer Ely, City Traffic 
Engineer Blair and his federal Projects Engineer 
Walther, and SCMPC Director Kundinger concur that this 
is desirable. Moved by Nowa~zyk, supported by Jones 
to accept the recommendation. Motion carried, 

Kundinger advised that federal government is moving 
toward 'making the Policy Committee a consortium of 
of governments that will actually make decisions on 
priority of federal tranoportation projacts in th~ 
area, It was a consensus that this would be no pro~·· 
lam in Saginaw because the county road commission, 
county planning, City of Saginaw Traffic Engineering 
and local officials already cooperate to a high degree. 
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D, New B 1Hi11!J~>B 

The Annual Report of activity of the Saginaw Metropolitan 
Area Traneporta~ion Study IJBB distributed. The intent 
is to davalop a popt!l:1r brochure to acquaint the community 
with our tasking. Barring loss of responsibility to 
regions, we willl be preparing these on an annual basis. 

Transit Document 
Staff summarized the Annual and Multi-Year Urban Public 
D'~P.9.£l: .. ~ .. t:Lon Plan tllat was sutifilittsd "toMDSHT--ta-·niS"s"t 
guidelines oP Act 327 of Michigan Public Acts of 1972 1 

the UMTA Regional Planning Determination and 1974 National 
Transportation Study in one document. Basically, the do
cument synthesizes the [ynction~j~q£?te~sit 
~. with which the Policy Committee is already familiar, 
Moved by Jones, supported by Nowaczyk to approve of this 
staff s~bmittal. Motion carried. 

Transportation Review. Although not a legal or admin
istrative requirement, staff will bring all OMB A-95 
Clearinghouse Reviews related to transportation before 
the SMATS Committees. 

1. Tri-City Airport notifias of its intent to overlay 
its runway system to etrsngthan it to 727-2DO 
capacity and improve lighting. Project will cost 
11,077,000 and has no significant environmental im
pact. It is an important safety need and is being 
expedited on an emergency basis. Mousd by Blair, 
supported by Janson to andorss the project. Motion 
carried, 

2. I-75 Shoulder Improvements are proposed by MbSHT 
from Kochville Road in Saginaw County to Kawkawlin 
in Bay County. Project coat is 1600,000 and would 
pave shoulders (now gravel) with asphalt. It has no 
significant environmental impact but is of safety 
Value and reduces maintenance needs, Staff recommends 
approval as long es median should is not paved if 
widening is anticipated in the near future. Gordon 
Ely said that maintenance costs are high and that if 
it is moat economical to pave even for a few years, 
this should be encouraged, Moved by Schluckbier, 
supported by Blair to approve staff recommendation 
as modified by Ely's comments. Motion calried. 

Mearl Talsma impressed on local transportation agencies 
the need to commit funds on FAUS because of statewide 
balance. Belir and Ely noted that the area already has 
committed several years of funding, 

3 • .8_d.iournme,n.,t: Being no further business, the committee adjourned 
at 1 :50 P. r~. 

Howard Kundinger, SMATS Secretary 
SCMPC Director 
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SAGINAW 

SUMMARY OF Lad AND NQNaCAPITAL ALTERNATIVES 

PERIOD ·OF IMPLEMENTATION 
--

1972 1980 1990 Not Being 
Program Alternative Inventory Program Plan Considered 

1. Staggering of work hours. X 

z. Measures to encourage car pools. X 

3. Banning private automobile Iii X from the CBD. 

4. Raising tolls on toll 
bridges and tunnels during 

X 

peak hours. 

s. ~eri.Os .. tO us on tOll· 
bridges and tunnels during 

X off-peak hours. 
-·4 s 6. Increasing CBD daytime 

X ti parking rates. 

2 7. Loweri~g transit fares during X 

~ 
off .. peak. ho.urs .• . 

8. Less restrictions on tax:Lcabe, X 
<.> --
~- 9. Leso restrictions on .1itneys, X 
~ 

I 
10. Reeerved lanes for buses. X 

1!. Restrictions on curbside loading 
X 

~ 
and unloading in congested areas. 

:;; 12. Evening delivery by trucks in 
X 

ffi 
downtown areas, 

. . --· 
H 13. Other (describe) Bike Trails X "' 

-------- 14. " 
15. " 

.. -; 
--

16• " 
17. " --
18. " --
19. ReschedUling aircraft 

X ·operations to reduce _p~a-king, . 

20. Diverting lowdpassenger 
opera~ions from air carrier 
airport runways to general · 
aviation facilities. 

r.: 21. Other (desert be) ---X. -~-<~~ ,_ "' t--· 0 -----· 
f~ ' 22. " :;! -~o-· ,-

23. " ,l 24. " - -~~--, 

25. " ·~··-·1 
J 



A. 

B. 
: \-. 

c. 

D. 

E. 

F. 

G. 

H. 

I. 

J. 

M-Z 

PART 5 

APPENDICES 

STATEWIDE PLANNING AND PROGRAMMING 
(Refer Section 2-2.1, Section 2-4 through 2-6 and Part 

STUDY ORGANIZATION 
(Refer Work Program) 

BASIS OF 1974 NtS 
(Refer Section 2-4 through 2-6 and see Attachment) 

MARINE 
(Not Applicable) 

COST OF 1974 NTS EFFORT 
(To be provided under separate cover) 

COMMENTS 
(Refer Part IV) 

SUGGESTIONS 
(Refer Section 2-10) 

COMMENTS 
(Same as F. and G.) 

LIST OF PLACES 
(See attachment) 

OTHER MATERIAL 

III) 

(Refer separate cover report on PBES-TRANSPORTATION STUDY) 

NOT AVAILABLE 
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APPENDIX C 

DATA SOURCES USED FOR PREPARATION OF 1974 NTS HIGHWAY FORMS 

1. "Michigan Highway Needs Summary, 1970-1990," prepared for Michigan 
Department of State Highways, County Road Association of Michigan, and 
Michigan Municipal League, Wilbur Smith and Associates, December, 1972. 

2. "Michigan Highway Fiscal Analyses, 1970-1990," prepared for Michigan 
Department of State Highways, County Road Association of Michigan, and 
Michigan Municipal League, Wilbur Smith and Associates, December 1972. 

3. Michigan Annual Progress Reports for the Department of State Highways, 
County Road Commissions, Incorporated Cities and Villages of Michigan, 
under the terms of Act 51 of the Public Acts 1951 as amended and 
supplemented, State of Michigan, Department of State Highways. 

4. 1990 Highway Functional Classification Maps prepared by Michigan 
Department of State Highways and Transportation. 

5. Short-Range Improvement Programs, 1973-1978, Bay City Area Transportation 
Planning Study. 

6. "20 Year Regional Highway Priority Improvement Program, Southeast 
Michigan Region," Southeast Michigan Council of Governments, Unified 
Work Program Number 5.40, July, 1973. 

7. "Working Paper Number 11: Financing Highway Construction in the Southeast 
Michigan Region, 1970-1990," Southeast Michigan Council of Governments, 
June, 1972. 

8. "Technical Work Paper, Financial Resources Available for Transportation 
System Improvements in the. Flint/Genesee County Area," Planning Section, 
Transportation Planning Division, Michigan Department of State Highways, 
May 1973. 

9. "Short-Range Improvement Program, 1973-1980", Flint/Genesee County J!,H11L 

10. "Technical Work Paper, Financial Resources Available for Transportation 
System Improvements in the Jackson Urbanized Area," Planning Section 
Transportation Planning Division, Michigan Department of State Highways, 
May, 1973. 

1 L "Short-Range Improvement Programs ,1973-1978," Jackson Urbani zed Area. 
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12. "Forecasting of Financial Resources Available for Transportation System 
Improvements," Kalamazoo Area Transportation Study, Michigan Department 
of State Highways, June, 1973. 

13. "Short-Range Improvement Program," Kalamazoo Area Transportation. 

14. "Technical Work Paper, Financial Resources Available for Transportation 
System Improvements in the Grand· Rapids Urbanized Area," Planning Section, 
Transportation Planning Division, Michigan Department of State Highways, 
April, 1973. 

15. "Short-Range Improvement Program, 1973-1980," Grand Rapids and Environs 
Transportation Study. 

16. "Technical Work Paper, Financial Resource Available for Transportation 
System Improvements in the Lansing Tri-County Region," Planning Section, 
Transportation Planning Division, Michigan Department of State Highways, 
May, 1973. 

17. "Arterial Street and Highway Improvement Program, Lans·ing Urban Area, 
1973-1995," Michigan Department of State Highways, June, 1973. 

18. "1995 Transportation System Elements," Muskegon Urbanized Area. 

19. "Comprehensive Capital Improvements Program for Saginaw County, 1972-73 
to 1977-78," Saginaw County Metropolitan Planning Commission, February, 1973. 

20. "Niles State Highway Plan," Urban Planning Section A, Office of Planning, 
Michigan Department of State Highways. 

21. "1972 National Transportation Study, Data Summaries and Tapes." 

22. Michigan Department of State Highways and Transportation Act·i on Plan, 
Draft Copy. 
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Urbanized Areas 

Ann Arbor 
Bay City 
Detroit 
Flint 
Grand Rapids 
Jackson 

Urban Places as 
Defined by the 
U.S. Bureau of Census 

Adrian 
Albion 
Alma 
Alpena 
Battle Creek 
Belding 
Benton Central (U) 
Benton H9rbor 
Big Rapids 
Cadillac 
Charlotte 
Cheboygan 
Coldwater 
Davison * 
Dowagiac 
Escanaba 
Fenton 
Gladstone 
Grand Haven 
Grand Ledge 
Greenville 
Hastings 
Hillsdale 
Holland 
Houghton 
Howell 
Icini.a 
Iron Hountain 
Il·onwood 
(U) Unincorporated 

APPENDIX I 

ELIGIBLE AREAS 

1970 Population 

178,605 
78,097 

3,970,584 
330,128 
352,'W3 
78,572 

1970 Population 

20,382 
12,112 
9,790 

13,805 
38,931 

5,121 
8,067 

16,481 
11,995 

9,990 
8,244 
5,553 
9,099 
5,259 
6,583 

15,368 
8,284 
5,237 

11,844 
6,032 
7,493 
6,501 
7,728 

26,337 
6,067 
5,224 
6,361 
8,702 
s, 711 

Urbanized Areas 

Kalamazoo 
Lansing 
Muskegon 
Saginaw 
Niles (South Bend) 
Southern Monroe 
County (Toledo) 

Urban' Places as 
Defined by the. 
u.s. Bureau of Census 

Ishpeming 
Kincheloe (U) 
Kingsford 
K. I, Sawyer (U) 
Lakeview (U) 
Lapeer 
Ludington 
Manistee 
Marquette 
Marshall 
Marysville 
Mason 
Menominee 
Midland 
Monroe 
Mount Pleasant 
Negaunee 
Owosso 
Petoskey 
Port Huron 
St, Johns 
St. Joseph 
Sault Ste, Marie 
South Haven 
Sturgis 
Tecumseh 
Three Rivers 
Traverse City 
Wur tsmi th (U} 

* IncJ.uded in Flint Federal~Aid Urban Area 
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1970 Population 

152,083 
229,518 
105,716 
147,552 

23,424 

11,861 

1970 Populatiop 

8,245 
6,331 
5,276 
6,679 

11,391 
6,270 
9,021 
7,723 

21,967 
7,253 
5,610 
5,468 

10,748 
.35,176 
23,894 
20,504 
5,248 

17,179 
6,342 

35,794 
6,672 

11,042 
1.5,136 
6,471 
9,295 
7,120 
7,355 

18,048 
6,932 
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