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PART 1

GOVERNOR'S SUMMARY

The State of Michigan derived substaﬁtial benefit through
participation iﬁ the 1974 Rational Transportatioﬁ Study. We
initially viewed this Study as an opportunity for improving the
procedures for defining State transportation gogls and establishing
iiﬁes—of~communicétion requisite to the identifiﬁation of multi-
modél transﬁortation planning elements and processes., These
objectives have been met at a 1ével consistent with the dimensions
of the Study, the.statewof—the—art, and the natural impedances
inherent in a developmental program of this scope.

Review of this'document as well as the intermnal support
documentation, will indicate our concetrn with ensuring that the
Study results wefe not limited to sets of technical, performance
and cost data. We strove, with what we consider significant
success to dedicateithose resourceg necessary to develop and
éubmit: 1) well considered responses to the DOT Policy Issue
guestions, and 2) develop a procedure for the development of a
reasonable 1990 Transportation Plan vis~a-vis the reqguirements
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 thesge

studies, 1 feel compelled to indicate that the'deéign of future




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 particifation of State Transportation Planning perspnnel
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 Cémmittee has some strong feelings on
how we may cooperatively improve thisg important national effort.
The required summary table (Exhibit I.l1) has been prepared
and is included within this section. Although the purposé of
a single summary table is evident, I would uvrge reviewers and
interested parties to become familiar with the dimensions of
the Study as provided by the DOl and review thoroughly Part II
of this Report which presents specific information ﬁecessary

for the appreciation of the Study results.




EXHIBIT I.1 o

e it
COST SUMMARY TABLE FOR THE CAPITAL AND !
ANNUAL EXPENDITURES OF THE 1972 INVENTORY
1980 PROGRAM AND 1990 PLAN i
_ CAPITAL EXPENDITURES ANNUAL EXPENDITURES
PROGRAM 1980 PROGRAM| 1990 PLAN 1971 | 1979 | 1989
AREA (thousands of dollars)
HIGHWAYS 4,184,930 | 10,401,231 293,288 372,680 486,385
URBAN PUBLIC
TRANSPORTATION 1,069,604 | 2,800,824 49,892 143,866 217,221
ATRPORTS 377,924 801,211 24,743 53,031 48,775l
PARKING (NON-FRINGE) 4,793 154,530 4,873 5;679 6,635
MARINE TERMINALS 0 0 0 0 0
OTHER PROSRAMS 1,600 4,000 5 1,467 2,000
TOTAL 5,638,861 |14,161,796 372,801 576,723 761,016




PART 2

“REPORT OF THE GOVERNOR'S REPRESENTATIVE




2-1 INTRODUCTION

This section of the 1974 Nationai Transportation Study haé been pre-
pared in response to the Narrative requirement established by the DOT for
all State participahfs. 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 o% Michigan and
submitted to the DOTE The reader is recommended to reviéw the entire docu-
ment (Parts I througﬁ Part IV) vis-a-vis the DOT Instruction Manuals to
develop ar appreciation for the entire dimension of the study and the co-
operative 1nterfaces‘Wh1ch 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 jurisdfction and the Michigan State Department of
Highways and Transportation.

Summaries of the capital costs and operations and mainfenance 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 Timitations set forth in
the DOT study o;erational guidelines as well as other stﬁdy—internaT 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 ref1ect vigorously
the directives of this study in terms of dimension and objectives which are
by definition planning projections within definite 1imits, and not the resuits

of a needs study.
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EXHIBIT 2-1.1

1971 OPERATIONS AND MAINTENANCE COSTS*

Urbarm
Public Trans~ N

Highway portation - Aviation Parking Other Total
Ann_Arbor 3,966 469 118 4 553
Bay City 1,733 g 25 5 1,763
Detroit 103,014 45,841 19.639 4,208 172,702
Flint 8,589 639 498 336 10,062
Grand Rapids 9,301- 911 1,036 329 '11,577-
Jackson 1,566 166 | 62 1,794
Kalamazoo 3,635 813 228 4,676
Lansing 4,172 320 415 4.907
Muskegon 2,372 352 175 2,899
Saginaw 2,625 69 498 3,192
South Bend 589 0 20 609
Toledo - 214 0 20 234 .
Urban Tbtai 141,776 49,580 22,734 4,873 5 218,968
Small Urban A 11,526 0 825 12 351
Small Urban B 8,017— 312 545 8,874
Rural - 131,969 0 639 132,608
Total 293,288 49,892 24,743 4,873 5 372.801

*In Thousands




EXHIBIT 2-1.2

1990 PLAN SUMMARY - CAPITAL COSTS™*

Urban
. Public Trans- . , '
Highway portation -Aviation Parking Other Total
Ann Arbor 150,567 1.005 3.998 4.000 159,57
Bay City 64,891 750 818 66,459
Detroit 3,817,187 | 2,678,208 |438.170 138.312 7,071,877
Flint 445,591 6,968 | 28.122 12,843 493,52
Grand Rapids 350,082 61,599 | 16,660 3,375 431,714
Jackson 70,851 360 | 2,827 74.03
Kalamazoo 138,235 4,000 29.674 171.909
: Lahsihg 240,531 9,450 | 26,826 276,807
Muskegdn 109,583 1,630 6,574 117,787
Saginaw 142,927 706 | 21,417 165,05€
South Bend 38,571 350 2,515 41,43
Toledo 28,854 8,734 1,315 - 38,913
Urban Total 5,597,880 | 2,773,760 | 578,916 154,530 4,000 19,109,08
Small Urban A 385879 13,911 1 102,422 502,21
Small Urban B 329.974 13.153 | 27.487 370,014
Rural 4,087,498 0 - 92,386 4,179,884
Tota] 10,401,231 | 2,800,824 | 801,211 154,530 4,000 |%,161,796

*In Thousands
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1989 OPERATIONS AND MAINTENANCE COSTS*

EXHIBIT 2-1.3

Urban, ,
Highway Piiiggggﬁi?s— Aviation Parking Other Total
Ann_Arbor 8.024 500 275 2,000 | -10,799
Bay City 3,368 589 80 4,037
Detroit 179,001 | 169,587 33,949 5,847 1 388,474
Flint 20,598 11,014 1,400 413 33,425
Grand Rapids 14,476 9,481 1,677 375 - 26,009
Jackson 3,331 348 155 3,834
Kalamazoo 7,172 4,200 1,179 12,551
Lansing 10,350 4,687 1,395 16,432
Muskegon 4,957 950 307 6,214 |
Séginaw 6,321 709 1,103 8,133
South Bend | 1,236 195 275 1,706
Toledo 1,522 1,637 80 3,239
Urban Total 260,446 203,897 41,875 6,635 2,000 514,853
Small Urban A 18,548 6,848 2899 28,296
- Small Urban B 15Q9841 6.475 1.191 23.620
Rural 191,407 0 2,810 194,217
Tota 486,385 217,221 48,775 6,635 2,000 | 761,016

*In Thousands
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EXHIBIT 2-1.4

1980 PROGRAM SUMMARY - CAPITAL COSTS*

Pubg$ga$?ansn _ _
Highway portation . Avjation Parking Other Total
Ann Arbor 61,080 3,977, 1,787 1,600 68,444
Bay City 31,720 578 539 32,837
Detroit 1,718,426 938,000 | 234,625 L 2,936,051
Flint 166,655 4,796 11,588 1,418 184,457
~ Grand Rapids 103,510 8,692 5,958 3.375 121,535
Jackson 22,066 525 1,161 24,207
Kalamazoo 41,185 3,500 25,270 69,945
Lansing 83,381 49,853 7,114 140,348
Muskegon 34,774 682 2,336 37,792
Saginaw 96,083 468 8,534 105,085
South Bend 12,759 0 1,640 14,389
Toledo 7,843 G 901 8,744
Urban Total 2,379,472 1,056,071 301,908 1,793 1,600 {3,743,884]
Small Yrban A 101,983 6.956 51,848 | 160,787
Small Urban B 110,988 6,577 1 13,4390 131,055
Rural . 1,592,487 0 10,678 1,603,163
Total 4,184,930 1,069,604 | 377,924 4,793 1,606 5,638,851

*In Thousands

o
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1979 OPERATIONS AND MAINTENANCE COSTS*

EXHIBIT 2-1.5

“Urban -
. Public Trans-- : ‘ :
Highway portation  Aviation Parking. Other  Total

- Amn Arbor 5,808 978, 137 1,467 |- 8,390
Ray City 2,476 405 76 2,957
Detroit 140,012 Hle,soo 42,781 4,579 304,172
Flint 14,228 7,320 1,073 459 23,080
Grand Rapids 1,993 3,138 1,595 461 7,187
Jackson 2,375 297 76 2,748
Kalamazoo 5,267 4,000 . ol4 10,181
Lansing 6,965 2,960 994 10,919
Muskegon 3,617 780 358 &.750
Saginaw 4,318 525 | 1,022 5,865 |
South Bend 884 0 83- 967
Toledo 804 0 76 880
Urban Total 188,742 1377203 49,185 5,679 1,467 382,276
Small Urban A 14,868 3:425 ' 1,997 ' 20,230
Small Urban B8 1707 | 323 | 95§ 15,903
Rural | 157,363 0 891 156,254 |
Total, 372,680 143:866" 53,031 f35;679'- 1,467 [ 576,723

*In Thousands

TIT TRousandas
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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 gba]s have been formally stipulated by the Michigan

State Department of”Highways and Transportation.

0 The Commission will approve programs to allow the Department to
continuously plan, coordinate, construct and operate and maintain
an adequate and 1ntegrated transportation system for the State as
prov1ded by Taw.

0 Al1 efforts of the Department will be directed toward impiementing
this objective (aboveg 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 with existing
ecologic systems.

0 The continuing transportation needs and the anticipated transpor-
tation revenues of the State shall be identified continucusly. The
Governor, the Tegislature 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.

:
i
.
i
i
B
I
I
1
i
\

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.

0 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.

0 The Commission, through the Director, will ensure that the State
Trunkline System will be planned, developed, operated and maintained
in & manner which provides maximum safety to the user commensurate
with available resources.

el i



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

-12-
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2-2.2 SPECIFIC POLICY RESPONSES
The following questions and replies represent the view of the Governor's
representative with respect to the specific questions presented by the BOT

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 development authority adequate?

No: Under'the 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 programs for highways, airports and
public transportation.

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

A mechanism is needed to better address and resolve 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-
b sibilities and overriding program review and approval powers for g
s 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 k
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 Tines 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 Federa1 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 Tong 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 Tevel. In addition, maintaining a strong
administrative role for the state is important in view of the pre-
dominance of planning and endineering capability at the state level.

If {(b) is no, how wou?d.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.

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.

1f (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. ‘

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-
guirement 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.
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EXHIBIT 2-2.1.1

INDEX OF STATE POLICY QUESTIONS

SUB-ELEMENT

QUESTION
SUBJECT NO. (a) (b) {c) (d) (e) Page
Planning Responsibility 1 N
Funding Flexibility z Y N Y
Program 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 ° N Y
EPA Air Quality Standards 10 N N
1 0perating Subsidy 11 Y Y
Railroad and Intercity Bus 12 ¥ N/A Y Y Y
Multimodal Terminals 13 Y
Rural Pub]ic‘TransportatiQn 14 Y Y
Transportation Safety 15 Y Y
Bicycle Programs 16 Y Y Y i
Technology Evaluation 17 Y Y
Gasaline Tax Changes.. 18 Y Y




EXHIBIT 2-2.2.2

PRIORITIES FOR EXPENDITURE

OF AN ADDITIONAL 20% OF FEDERAL FUNDS

PERCENT OF PERCENT OF
1980 PROGRAM ADDITIONAL
PROGRAM AREA FUNDINGL/ FUNDS*
HIGIWAYS AND HIGHWAY
RELATED ACTTVITIES :
URBAN 40.33 40.33
RURAL
URBAN PUBLIC TRANSPORTATION 34.57 34.57
CAPTTAL TMPROVEMENTS 11.16 1116
OPERATING COSTS 5 93 5 93
ATRPORTS
7.60 /.60
PARKING (NON-FRINGE)
.33 0.33
MARINE TERMINALS . .
OTHER RAIL, BUS OR TRUCK
TERMINALS 0 0
INTERCTTY RAIL PASSENGER 0 0
QTHER (Specify) 0.08 0.08
TOTAL 100 100

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

additional 20% in Federal Funds.

pavking under urban public transportation.
purcuntﬁgcs should be based upon the capital costs
reported in the 1980 Program, plus an eatimate of the
total annual costs for the period 1971 through 1979.

Include fringe

The

*In the advent of 20% additional funds, a distribution function
would be developed for more refined allocation - Refer #3

16
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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 5
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.

Are transportation planning and development decisions presently
coordinated with comprehensive State planning and/or a State de-
ve]opment\p1an?

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

If (4a) is no, do you see the need for such a relationship in
the future? -

Yes.

If the answer to either (a) or (b) is yes, describe what pro-
cedures are followed or are c0ns1dered des1rab1e to foster such
coordination.

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

Have concern about future enerqgy resources been considered by
the State in the development of the 1980 Program and 1990 Plan?

Mo,

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.

Are there existing Federal Transportation Programs which you
believe are of marginal value to the State and should be severe?y
modified or eiiminated? :

Yes.

If {a) is yes, identify such programs and descfibe 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

—1]
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c)

b)

a)

b)

c)

d)

of categorical grants should be provided to'the states. This
applies to nearly every ex1st1ng Federal program.

Are there new Federal Programs which you believe sh0u1d 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.

Do existing Federal Transportation Planning Grant Programs support
and encourage the kind of transportation p]ann1ng which the State
desires to implement?

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.

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,

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.

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

Not applicable.

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.

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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10. a)

b)

nDn C)
11. a)

made possibie the enactment of measures designed to 1mprove the
equity of the Michigan tax structure.

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 probiems and uniform federal
service levels are not necessarily appropriate for all areas.

Not Applicable.

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.

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 evaiuated 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. o

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

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

Not Applicable.

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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a)

of course, be sound management of public transit services, there
must also be a recognition that transit will have to be sub-
s1d1zed as is presently being done through state fund1ng

Does that State favor or currentiy 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 re]ief measures.

If (b) is yes, what criteria or formula would or does the State
app]y 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 Timitation of 1/3 of the total operating costs.

Does the State presently address railroad and bus intercity trans-
portation as part of its statewide planning process?

Yes: An interagency Railrcad 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.

Not apptlicable.

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 currvently being developed.

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

Yes: Programs are being implemented to expand railroad passenger
service in Michiganh. Programs to provide further support to
railroads are currently under study.

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

Yes.
Has 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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15.
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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.

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.

Is the State currently participating in any programs directed at
improving ruch service in rural areas?

Several projects 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. A

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.

Does the State have an explicit policy wifh regard to transportation
safety (including pipelines)?

Yes.

Are current Federal transportation safety programs adequate?

Yes.

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?

Yes.

IT (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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Havé_estimates been made concerning the future levels of usage
and the level of investment needed to develop adequate facilities?

Now being studies.

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.

Would changes in existing Federal Leg1s1at1on be advantageous
in this regard?

No.

Are new transportation technologies exp1icﬁt1y considered and eval-
uvated 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.

Has the dissemination of information describing new transportat1on
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.

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 concerhing

local application of new technologies until the technology is readily
available for implementation.

As the Interstate Program is completed, a major use of the Federal
H1ghway Trust Fund monies will be phased out.

If the Federal gasoline 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 remaining at
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.

The five highest priority policy areas are as follows:

1. #2 |
2. #4
3. #18
4. #11
5. #5

The entire 1974 NTS Coordinating Committee participated in the pre-
paration of the policy question responses. In addition, the Governor Repre-
sentative, Dr. Johﬁ Dempsey, and the Director of the Michigan Department
of State Highways and Transportation, Mr, John Woodford, reviewed and

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

This section provides the information requested and stipu]ated-byy
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) 1is 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 eva1uafion 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 informatior to reflect both projects completed between 1970 and 1972
and a]so 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 retevant
background status of the Michigan highway system in 1972 will form fhe 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.T, approximately two thirds of Michigan's roads

mileage is comprised of local roads, approximately 23% Collectors, 7% Minor
Arterials, 3% Principal Arteria]s? and the remainder Interstate. Table 2-3.1.72
depicts the composition of thi§ foad 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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1972 ROAD AND STREET

TRBLE 2-3.1.1

MILEAGES By 1990

FUNCTIONAL CLASSIF

LOCAL
66.6%

TCATION
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URBAN AND RURAL

Interstate
Principal Arteria1
Minor Arterial
Collectors

Local

TOTALS

TABLE 2-3.1.2

MILEAGES BY 1990 FUNCTIONAL CLASSIFICATION
1972 " INVENTORY

Urban
Miles %
352 1.6
2,203 g.0
3,138 12.8
2,740 11.1
16,085 65.5
24,563 100.0

Rural
Miles— %
640 7
1,201 1.3
4,354 - 4.8
23,490 26.1
60,7149 67.1

89,834 100.0

Total
Miles %
992 .9
3,004 3.0
7.537 6.6
26,230  22.9
76,234 _66.6
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 sérved
by a given functional classification between urban and rural areas.

Although thé 1974 National Transportation Study does not reguire veporting
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 obsoiescense, 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 inc?ude_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 mfies 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 tréveled 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
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Interstate
Prinéipa1 Arterial
Minor Arterial
Collectors

Local

Totals

TABLE 2-3.1.4

URBAN AND RURAL VEHICLE MILES

'BY 1990 FUNCTIONAL CLASSIFICATION - 1972 INVENTORY*

Urban
Vehicle
Miles %
4,888 13.8
14,790 41.9
8.628 Zz4.4
3,161 8.9
3,873 11.0
35,340 100.0

*Annual venicle miles in millions

Total

20,278

Rural
Vehicle
Miles %
2,778  13.7
2,161  10.7
4,522 22.3
7,128  35.1
3,689  18.2
100.0

Yehicle

Miles %
7,666 13.8
16,951 0.5
13,180 23.6

10,289 i8.5
7,562  13.56
55,618 100.0



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
roéds. 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 urﬁan areas with réspect 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 Marrative 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 betweeh travel
times on various portions of the system from which an insight into the magni-
tude of capacity deficiencies fqr the 1972 Inventory can be determined.

Table 2-3.1.5 shows average speeds, by functional c]assification, for urban
and rural areas for the 1972 Inventofy. 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 1in

general considerably Tower than design speed for each functional classification.
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TABLE 2-3.1.5

AVERAGE SPEEDS BY FUNCTIONAL CLASSIFICATION

INTERSTATE
PRINCIPAL ARTERIAL
MINOR ARTERIAL
COLLECTORS

LOCAL

URBAN

51.5
38.1
35.0
31.0

25.0

RURAL
68.1

57.0

48.0

40,0

25.0




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 thé urban areas wi;h respect to the stétus and performance
of the highway systém 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 squave 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 betwéen urban areas
with respect to the highway system which serves the area. Table 2.3.1.1.7,
for éxamp1e, shows a summary of the population per highway mile for each urban
area and for the rest of state. This table has been deve?opéd based upon
aggregating all functional classifications. Here, the areas with the highest
population densities, particularly Detroit, are also obserbed 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 tﬁe 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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POPULATION DENSITY ~ 1972 INVENTORY

TABLE 2-3.1.6

POPULATION LAND AREA Poggkégigm/
(THOUSANDS) (SQ. MI.) (THOUSANDS/SQ. MI
_Ann_Arbor _ 185 100 1.85
Bay City 81 43 1.88
Detroit 4,116 1.710 2.41
Flint - 352 231 1.52
Grand Rapids 366 204 1.79
Jackson 81 43 1.88
Kaiamazoo 157 98 1,60
Lansing 270 138 1.74 o
M;sﬁegon 110 ‘82 1.34
Saginaw 152 77 1.97
~ South Bend 25 16 1.56
Toledo 15 30 0.50
Small Urban A 443 303 1.46
Small Urban 8 267 214 1.25
* Rest of State 2.450 L | 53,528 0.05 ]
- .- 9,040 1
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TABLE 2-3.1.7

POPULATION PER HIGHWAY MILE

1872 INVENTORY

POPULATION/
MILE

__Ann_firbor 283.3
Bay City 200.5
Detroit 333.4
Flint 338.2
Grand Rapids 197.1

| Jackson 241.5
Kalamazoo 250.8
Lansing 176.8
M;skegon 261.6 |
Saginaw 284.,1

_ South Bend 76.9
Toledo 158.8

_ Small Urban A 144.1
Small Urban B 27.3
Rest of State




TABLE 2-3.1.8

VEHICLE MILES PER CAPITA

VEHICLE MILES/

CAPITA
Ann_Arbor 5,225;9
Bay City 4,528.4
Detroit 5,516.6
Flint 5,840. 1
Grand Rapids 5,024.6
Jackson 5,732.1
Kalamazoo 5.,273.2
Lansing 5.,741.7
M;skegon 5,556.4
Saginaw 4,496.1
- _South Bend 4,444.0
Toledo 6.666.7
Small Urban A 3,476.1
Small Urban B 6,325.8
Rest of State 8.,276.8




with respect to the size of the highway network in the urban area on a per
capita basﬁs.‘

This observation‘inevitabTy Teads 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 perforﬁance of the highway system as of

1972 with respect tb backiog needs represented by variations of the physical
state and performance of the in~pléce highway network. |

One potential. indicator of system performance or deficiency would be the
capaéfty mile information requested for the Inventory. Table 2-3.1.9 shows
vehicle miles per capacity miles for the arteriai 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. This

rough measure related to volume/capacity ratios cannot, however, be utilized
to approximate the vb]ume/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 dn an absolute basis, but do'sérve t0 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 qrban 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

mite 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

|  URBAN - RURAL
INTERSTATE 3.2 13
PRINCIPAL ARTERIAL - 5.0 0.5
MINOR ARTERIAL 3.8 B 1.3
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TABLE 2-3.1.10

SUMMARY OF HIGHWAY RELATED POLLUTANTS
1972 INVENTORY

OXIDES OF NITROGEN

HYDROCARBONS

CARBON MONOXIDE

POUNDS
(MILLIONS)

820
588

5001

POUNDS/

YMT

0.0147

0.0106

0.08C

POUNDS/

- PMT

0.0106

.0076 .

0.064

POUNDS/

CAPITA

90.7
65.0

553.2.



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 approximétions to resulting ground
level concentrations of these pollutants. However, as will be discussed in the
Tollowing 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 significaﬁt obéervations are those
resulting from comparisons between Tevels in the 1972 Inventory, 1990 Plan and
1980 Progran.

Table 2-3.1.11 summarizes fatalities and injuries,.which are highway
re!atéda for the 1972 Inventory, bhoth in absolute terms and in terms of
fatalities and injuries per vehicle mile traveied,' 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 haintenance 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
$2,660 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.
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TABLE 2-3.1.11

SUMMARY OF HIGHWAY RELATED FATALITIES AND INJURIES

1972 INVENTORY

| URBAN
FATALITIES - TOTAL ' 1,028
FATALITIES - PER ¥MT 2.9
INJURIES - TOTAL 82,349

INJURIES - PER WMT 233.9

RURAL
1,114

5.5

75,315

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 énd those portions of the State which are included in urban
areas of other states, namely: - |

0 ' South Bend, Indiana
0 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 dea1t with separately. Exhibit 2-3.2.1 presents
those physical and performance measures of each urban area which best des-
cribe the éystem in operational terms.

o Aan 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 duvring peak service is 30 minutesf A complete system re-
organization is currently being designed into an express service and demand
responsive express feeder and Tocal 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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0 Bay City: Bay City currént1y has a very limited inventory of
public transportation. The last scheduled transportation system discontinued
service on March 12, 1971, due to financjng problems. Infrawcity transit
service is now Timited 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 éompanies 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 citizené, 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 carrieé 25 to 40 passengers daily on & Mohday 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 thé De1tabus‘00mpany from
Saginaw. It is a Timousine vehic1e which runs once in the morhing through
Bay City to Delta Coi?ege and then makes a returh run in the afternoon. i
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 Timousine operaﬁed by the Radio Cab

Company. This service meets each incoming flight at'TrimCity Airport and

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

In conclusion, Bay City has no regularly routed and scheduled public
Vtransportation. Further, it has no system of bicycle paths'or pedestrian
ways, no pedestrian bridges over major streets, and no transportation ser-
viceé or amenities available to handicapped people.

| 0 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 metropo?ftan population
has access. Less than 1/4 of the job opportunities iﬁ'the metropolitan
area. This low coverage is due to the large suburban areas with their
high auto and Tow transit usage environment. There‘are some high travel
density corridors which could support rail transit services.

0 Ejjﬁﬁ; 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'popu1ation and 20%
of the job opportunities. Average is 30 cents/trip.

0 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. |

0 Jackson: Area has a small system of 11 relatively new, medium
sized buses operating on about 18 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.
Y-



0 Kalamazoo: Service is operated over 78 miTeS of street with
about 70 somewhat older buses. The service provides good coverage (85%
population, 80% jdbs) although peak-hour headways are gehera11y far'apart
(40 minutes average). The 10 cents fafe is now underwritten by the City
in order to improve patronage. This should have a signif{cant positive
impact if gas shortages and price increases continue. |

A portion of tHe Kalamazoo transit statistics are accounted for by
contract service prdvided 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 charfer basis and not eguivalent to the
scheduled transit service route miles, they were not included in the physical
State description .as this would inappropriateiy inflate the overall number
of route miles. A1176ther 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 mi1iibn passenger trips are carried by the W.M.U. service
with 1/2 mitlion trips annually being carried by the school chartér service.

) Lansing: The Capitol Area Transit Authority serves the cities of
Lansing and East Lansiﬁg 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 abcessibi]ity. A major technical étudy is underway which should result
in service improvemenfs.

The data presented herein reflects calendar year 1971‘10ca1 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 peripd, April -

December 1971.
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Within the Lansing Urbaniéed Area, Michigan StateiUhiversity operates
its privately adminisfered 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 madé available to the 1974 National Transportation Study Lansing
Urbanized Areé Coordinating Agency. |

0 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.

0 Saginaw: The City has only 4 large buses operating bver 22 street
miles - at a 40 qénts/trip fare. Additional service is provided by private
operators. _Aifhough 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.

0 South Bend. Indiana: No current service.

0 Toledo, Ohio: No current service.
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EXHIBIT 2-3.2.1
1972 INVENTORY - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT

..[_57._

Annual | Transit Ac- Average
Pas= cessibility Peak Hour
senger | % Within 1/4 Performance o
: _ . Mile }Mile of Route Oper- Aver-
Mites Miles Vehicles Per Pop= Em- ating Head- age
of of Avg | Avg Seat | ula- | ploy- Speed way Fare
AREA NAME Route Line Ho. Age | Seats Mile tion ment MPH MIN Cents
ANN ARBOR 75 46 21 | 4 | 32 - 30 60 15 30.0 30
BAY CITY - - - ] - - - - - - - -
DETROIT. 2,297 410 1,272 11 49 0.15 37 22 14 10.0
CFLINT 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
KALAMAZDO 159 78 69 10 50 0.11 85 80 13 ac. ¢ 10
LANSING 65 32 18 6 44 0.05 38 60 15 18.0 30
MUSKEGON : _

Musk/Heights 94 47 14 30 ? ? ? 20 50.0 35
SAGINAW 51 22 4 43 0.16 72 65 13 60.0 40
SOUTH BEND - - il - - - - - - -
TOLEDO - - - - - - - T - - -
STATE TOTAL 3,083 - 881 1,469 10 43 0.14 43 - 34 14 10.5 26




2-3.3 'AIRPORTS

The data submitted in the 1972 Inventory waé, in most part,'compi1ed
from existing reports and publications, and in pértiCUTar from the Michigan
Airport System Plan. Because of the availability of this current data base,
“information submitted in the InVehtory is as up-to-date and accurate as pos-
sible. Exhibit 2-3.3.1 presents a-tabulation of significant par&meters 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 program

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

0f the total, 813 mitlion enplaned passengers in 1971, they were almost
evenly divided between the general aviation and air carrier éategories
(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 pefcent of the air carrier enplanements were in
the Targe urban areaé. 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 haif of these aircraft based in the urban

areas, with 61 percent of them Tocated in Detroit.

Operating and Maintenance Costs

To deveiop 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 costldata collected. These
estimates were based on the following classifications: basfc utility - stages
I and II, general utility, basic transport and general transport. These
classifications are directiy related to based aircrafﬁ,'annua1 operations, and
type of aircraft accommodated. There?ore, these estimates are considered to

be reasonably accurate.
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EXHIBIT 2-3.3.1

1972 INVENTORY - AIRPORT SYSTEM

A/C En-
plane- G/A
ments Oper- Pollutants- Percent of Population Within
Per ations | Lbs. per A/C& [ 30 |, 60 , 30 -
Number in $ASP Oper=- Per G/A Qperations ] Min | Min Min 60 Min
A/C | Rel | G/A | ation Capita | C/0 | NO | HC | Any A/P Scheduled Service
fAnn Arbor 0 0 1 0 0.00 }o0.0 lo.olo.0! o 0| 0 0
Ray City . 0 0 1 0 6.39 |6.0 {0.0{0.1[ 0| © 0 | 0
4 Datroit 1 7 1 21 0.21 110.6 |2.4{9.2{100 | 100 91 100
? F1int 1 0 0 10 0.40 |6.1 jo0.501.5{100 | 100! 100 100
Grand Rapids 1 0 1 10 0.44 16.0 11.013.5{100 | 100| 100 100
Jacksor 1 o | o 0 0.00 | 0.0 {0.0{0.0} o© ol 0 0
Kalamazoo 2 0 0 6 1.22 15.7 |0.250.4 0
_lansing 1 0 0 10 0.55 |6.1{0.7]/2.3] o0 0 0 0
”“;iiﬁzgon,HeiqhtS 11 0] o0 0 - 0.00 0.0 [0.0]0.0] o 0 0 0
Saginaw . 1 0 1 14 0.50 |8.9 {1.1]4.3] o0 0 0 0
South Bend 0 0 1 .00 | 0.0 jo.0l0.0{100 | 100] 100 100
Toledo 0 0 1 0.00 {0.0 |o.0lo0.0}100 { 100] 100 100
_Subtotal {9t 71 71 18 0.30 187 |1.6]6.1]100 | 100] 92 100
Small Urban A 7 0 | 26 0 0.00 | 0.0 {0.0]0.00NA | N/A] N/A N/A
mall Urban B 2 0 3 0.00 | 0.0 |0.0j0.0]N/A | NJAL N/A N/A
Rest of State 2 0 | 64 0.00 | 0.0 |o.000.0{N/A | N/A] N/ N/A
Total 20 7 1100 18 0.30 | 8.7 11.6]6.1] 97 | 100 72 94




2-3.4 TERMINALS - PORT DEVELOPMENT

The basic respohsibilities 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 distrﬁcts 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.

Specifica?]y, 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 e]emehts
include the deveTopmént of Jocal 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 and dredged spoil disposal; and recommend State position
on specific projects based on favorable benefit/cost analysis and environ-
mental considerations.

To evaluate requeéts from local port agencies for matching grants for
planning, acquisition or development; recommend funding sources and admin-
ister projects authorized by the 1egislature; A current matching grant to
Monroe provides for an economic feasibility study to investigate industrial
development potentials and projeétions for waterborne commerce that woﬁid
justify harbor and channel improvements. | |

| To cooperate and'enter into agreements with federal agencies in the

conduct of studies, research programs and related investigatidn designed
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to develop information to assist in developing waterbprhe 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 6f Tran$portation Seaway Development Corporation and Pilot-
age Administration - toll Tevels 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 partidipatioh of the port develop-
ment progfam. |

~ To conduct investigétions of transportation rates and services and
represent the State before federal regulatory agencies whén such rates and
services affec{ ports or shipping operations on the navigable waters of the
State. An investigatioh of raiiroad 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 OTHER TRANSPORTATION

0 Ann Arbor Dial-A-Ride: Not yet 1in operation.
0 Bay City: Senior Citizen Jitney Service: See discussion in

2-3.2 for description.




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 materf&] in this Tormat Tacilitates the highlighting of the

State's interest in the Reasonableness issue in a self-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

separaté cover in February 1974.
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2-4.1 DEMONS?RATION OF REASONABLENESS
2-4.1.1 'Introducfion

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 1994 NTS submittal be analyzed with

" respect to "reasonableness."

The modal sections of this summary have beeﬁ 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 arel a significant number 0f suppor’t‘ documents and
Highway Plan analysis supportive data which cannot be presented in this
summary. This information 1s however available to. the DOT on reduest for
their review as to the steps necessary to develop a highway plan v_vh:i.ch is
exactly consistent (within the limits of projection) with the financial projec=-
tions and stipuiatioﬁs within this study.

Inl 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 developing a program,
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It also became especially clear that the "needs" as determined in the
1974 NTS were not reasonable from the standpoint of the ability to generate
requisite funding under current levels of funding assumptions.

The primary iésues 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) develbpment of alternative procedures which mith be e'mplc_)yed to insure
that the plans and the funds were compatible, | |
A major activity f)reparatory to Plan development was devoted to a

thorough analysis of three alternative approaches to thé lssues of Plan
reason‘ableness . A working paper was developed which enabled the Coordi-
nating Committee to establish operational policy on critica.l plan development
procedures, data base issues and fund projéction questioné.

| Thé first approach which was dev.eloped was referrea to as the
Administration approach. This approach was basiéally the approach suggested l
by the DOT in Manual }II. The procedure ouilined in Manﬁal iI -suggested
analyzing.the taxpaye‘r burden of the Plan, as well as suggésted consideration
of other factors which w.ou,ld 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
écoﬁomic well-being of the State. This fact required an emphasis on t’ﬁe
performance of the transportatio.n system as well as its dii"ect cost .implications

and mitigated toward a focus on the reasonableness of fﬁndihg projections and
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the use of funding projections as the constraints'for_Plan development
through the fationing of available needs data.

The justification of reasonableness of the Plan based only upon
implied "tax;payer burden" vis-a-vis historical expenditures is certainly
important; however, the modal aggregation of funds for the reas;onableness
assessment suggested by DOT in Manual IT 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 traﬁsportation, however,
the overwhelming institutional factor which led to thesé federal funding
programs in {h_e 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
combinationsg of these factors in a formula, or function, basis. The third
approach defined was a process oriented approach, wherein botﬁ funding and
performance factors could be examined with justification of reas;onableness at
the level of granularity possible'. The level of granularity would, of necessity,
vary considé.rably betwe-en. modes and geographic areas,

The three developed approaches differed not so much by the analytical
procedures efnployed tc evaluate reasonableness as they dld with respect to
the factors which would be emphasized. Indeed, elements of the first two

approaches were inherent in the third. In the final analvsis, an approach




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 a.ppropriate 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 texfms of t.heir modal or major program sub-
elements should be conducted.

In the process of reviewing the Appendix L Totall Federal Funds
available to the States, it was deterrﬁined 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 bz;ased 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 develdped, 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
térgets inclﬁded in Appendiﬁc L indicated a major discrepancy 1n terms of
total funds available for the highway and aviatJ';on element. On further
e:acan‘tination,I it became clear that the targets provided in the 1972 NTNS,
although stated to- have been based on 1969 constant dollars, Were in actuality
in current dollars. The Appendix L descriptions pr'ovided by the DO'f indicated
that the stream of future funds flows Was discounted to 1971 at a rate of 2.4%
| compOundéd]annually. It was aséurﬁed initially, based on documentation for
the 1972 NTNS, that the 1969 base vear dollars as stated were similarly
discounted at 2 4% rate per year. Subseduent investig.ation 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 t}ae‘se?r}si'tivity\ of the pr_ojl_gcte_d_ Fe\de_ralﬂ fun;ls- .
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 farget as impacted by a single assumpt’ion employed in
the 1974 study which is not employed in the 1972 study, namely the consumer
price index effect on the total Federal funds available to the State.

Thg process of reconciling the 1972 NTS f‘ederal targets with the 1974

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

targets based on the assumptions inherent in the 1972 NTS targets, by mode,
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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 1974 siudy.

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 caléuiated by the Federal government to be 3.686 billion dollars over the
eighteen vear perio_d. It was observed that this figure varie;l significantly
from the 1972 NTS target fundamenially because of the fact that the consumer
price index adjustment which was employed in the 1974 study was not
empioyed in the 1972 study. 'i‘his major discrepancy of approximately one
billion dollars is attributable almost exclusively io the consumer farice index
effect. A number of alternative consumer price indices were assumed over a
range from the bése 2.4% up to and including 5% per year, to determine the
cIp assumptioﬁ. impact on the Federal target available funds. The resulis
indicated that a change from a 2.4% ii_'nflation rate to a 5% inflation raie has
the effect of reducing the total Federal available funds over the eighieen
year period by approximately a billion dollars or ap‘proximately 25%.

The resulis of these analyses were employed by £he Coordinating -
Committee in meetingé 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 Targeis would be

emploved as a fixed element of funding sources and levels for Highwavs 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 1890 Plan modal discussions and data with respect fo
Plan development and Plan reasonableness. Section 2-4.1.2 Plan
summary is included as a condensed recapitﬁiation 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.
Sﬁbsequent 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.

61—



ABE&.
Ann Arbor
Bay City
Detroit
Flint
Gr&nd_Rapids
Jackson

| Kalamazoo
Lansing
Muskegon
Saginaw
South Bend
Toledo

Urbkan Total

Small Urban A
Small Urban B
Rest of State
Total

EXHIBIT 2-4.1

1990 PLAN SUMMARY

CAPITAL COSTS

(in thousands of dollars)

URBAN PUBLIC

AVIATION -

HIGHWAYS ~ TRANSPORTATION*
150,567 5,005 3,998
64,891 750 818
3,817,187 2,816,520 438,170
445,591 19,811 28,122
350,082 64,974 16,660
70,851 360 2,827
138,235 4,000 29,674
240,531 9,450 26,826
109,583 1,630 6,574
142,927 706 21,417
38,571 350 2,515
28,864 8,734 1,315
5,597,880 2,932,290 578,916
385,879 13,911 102,422
329,974 13,153 27,487
4,087,498 0 92,386
10,401,231 2,959,354

*Includes "Parking” and "Other"

-2

801,211

TOTAL

159,570
66,459
7,071,871
493,524
431,716
74,038
171,909
276,807
117,787
165,050
41,436
38,913

9,109,086

502,212
370.614
4,179,884
14,161,796




EXHIBIT 2-4.2

1990 PLAN SUMMARY

1989 OPERATIONS AMD MAINTENANCE COSTS
{in thousands of doliars)

URBAN PUBLIC

AREA ~ HIGHWAYS  TRANSPORTATION*  AVIATION TOTAL
Ann Arbor | 8,024 2,500 275 105799
Bay City 3,368 589 80 4,037
Detroit 179,091 175,434 33,949 388,474
Flint 20,598 11,427 1,400 33,425
Grand Rapids - 14,476 9,481 - 1,677 26,009
Jackson 3,331 348 . 155 3,834
Kalamazoo 7,172 2,200 1,179 12,551
Lansing 10,350 4,687 1,395 16,432
Muskegon 4,957 950 307 6,214
Saginaw 6,321 709 1,103 8,133
South Bend 1,236 195 275 1,706
Toledo . 1,522 1,637 80 - 3,239
Urban Total 260,446 212,532 41,875 514,853
Small Urban A 18,548 6,849 2,899 28,296
Small Urban B 15,984 6,475 1,191 23,650
Rest of State 191,407 0 2,810 194,217
Total 486,385 225,856 48,775 761,016

-*Inc1udes "Parking" and "Other"
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2-4,1.3 Highways

2-4.1.3.1 Introduction

The fundamental issue addressed during the 1'990 Plan phase of
the 1974 NTS waé 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 commiitment to forward a 1990 Highway Plan to the DOT as part of
our State's participation. The first set of forms for each urban area, small
urban aggregates, and the rest of state adhered siricily to 1990 Highway
Needs. These needs estimates were based on a tﬁorough 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 disnarity between

needs and avallable funding inherent within the 1974 NTS structure.
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The second set of highway (1990 Plan) data adheres to sirict
‘E}i'::é 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 appiied against

the highway needs of the State, by érea 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 rules 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 and Approach

The starting point for the develoﬁment of the 1990 H£ghway 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~
. 1990 were developed based on projected fuel sales and other fees. Deductions
o from these on a year by year basis were projected and subtracted from total

collections. The resulting funds available for distribution were discounted,

wf §ow



per DOT study instructions, at 2.4% per year to account for general inflation,
The funds thus discountgd ovér the eighteen vear 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 requirementis 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

_' nacessary to constrain highway needs by available funds, in order that

physical state data and performance measures reporied for the 1990 Plan for
the 1874 NTS correspond to those which would be réaliz_ed via the expendi-~
ture of available funding rather than the funding levels which wouldr be
neceséary to achieve 1990 Needs as reported in the 19'72  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 c}.assification., for each urban area, small urban aggregates, and
the rest of the,state,' The major improvem‘ent 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 io update the status as of ]'anuary 1,
1972. Adjustmenis 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
_class‘ification thus developed,

The 1974 NTS required that reported construction costs reflect the
effects of differential changes between consume% price index increases and
construction and right-of-way cogt increases. Data furnished by DOT for
study purposes indicated that this rate was 2% per year increase for construc-
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
vear increase relative to study general inflation assumptiqns .

The inclusion of these cost adjusiment factors ﬁecessarﬂy reguired
that some assumptions be made with respect io project implemeniation
schedules for each improvement. Clearly study time and resource limitations
did not permit an assessment of each improvement on a projecf by project
basis, and the subsequent scheduling of each project. In light of this, the
most reasonable approach available was to segment the eighieen year study
span and develop several spending profiles during each segment. These
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profiles thus devéloped 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, 1981-1%90 and 1972-1990 tirﬁe periods. Principal project
activities were allocated to the appropriate study éegment. For example, all
Interstate new construction was assumed to occur dufing the first segmeni.
The assumption of equal aﬁnual levels of project activity resulis 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 construc.tion profiles were used to adjust expenditures
based upon funding allocations by improvement type and functional classifica~-
tion. These adjustments have the net effect of reduc'ing allocated funds to
1971 dollars énd 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 tme'perce;ntage of stated needs which were met by projected funding
availability in the 1972-1990 time period.

Adju‘stments 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 availabie 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 Transportatioanlanning 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 rerfineme'nt of the Plan,

Funding Wgs reallocated, primarily within a given-urban area, in
order to reflect two Ekey considerations. First of all, funds were réalloca.ted

in order to insure the completioh 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"' ﬁature, primarily resurfacing. Funds
Wére thus reallocated, primarily from reconsiruction, to cover ihe cost of
requisite measures of this type. Tﬁe first step in the reallocation of funds
for the Interstate system was a calculation of Interstate new construction
completion costs based upon study assumpti'ons regarding relative price'
changes in constrﬁction and righ‘t—of?—way acguisition costsr. If sufficient
funds for Interstaté had already been allocated to a given urban area and the
new location allocation was not sufficiént, funds were taken from other
Interstate improvement types and allocated to new location., If this was stili
not sufficient to insure Interstate completion, the required difierence 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 construction needs which would be
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necessary fo addiﬁg both mileage and éa.pacity‘to the system. It was there-
fore necessary to make adjustments in the majority of thle physical state and
design type information by functional cléssification fér 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-
fica.tiqns._. The basis of the procedure used for these adjustments was first of

‘all a calcuiation 6f construction cbsts 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 compc';)nentsz
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 functicnal 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 portibn of the mileage
reported for the Needs was added to the system. The rémaining 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 arterialé 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 aséump‘tion that
equal constructidn dollars for each improvement type will add equal capacity,
the cépacity miles \;vere r%ec‘omputed.., Capacity miles added by 19.90.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 the.se capacit? miles by the percent of needs met for eéch improve~
ment type which adds capacity., Capacity mile increases due to new location
construction were determined separately based on standard capacity mile per
mile ratiog and added to capacity mile additions from major widening, éic.

The next adjustment to be made in the physical state was the p
determination of annual vehicle hours to be reported for the 1990 Plan. The
starting point for this analysis was the determination of éverage speed and
volume ‘capacity relationships for each functional classification. Avérage
speed, by functional classification, was determined for thé 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 impfovemen"c,
and 4) the 1990 Plan. These ratios were obtained by dividing annual vehicle li

miles by capacity miles. While this ratio does not represent the actual ' i
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volume capacity ratio since it is not based on oné way peak hour estimates
of vehicle miles and directional splits, 'it is nevertheless indicative of
relative percentage changes in the volume dapacity ratio based upon a
constant relationship between the percentage of annual vehicle miles and
peak hour one wéy 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 presumébly based upon an
assignmer;_t of brojeéted 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 Pi_an.

A comparison of the volume capacity estima.tles was made and resulting
average speéds by functionalAclassification wasg determined, For example, if
the volume capacity estimate for the Plah 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 rela-‘tionsh.ip 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 capa.city 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 fnade for the given functional clas-sificatioh, Volume
éapacity 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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vcar? little capacity related improvement raported in the Needs for local roads,
avorage local road speeds remained constant from the Needs to the Plan,
Average speéd 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.

Afier the determination of average speeds by functional classification

for the 1990 Plan, veﬁicle 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 therreﬁnemen‘t of the 1990 Plan was to make all
requisite changes necessary for reporting mileage, vehicle miles, vehicle
hours and capacity m.iles by 1990 design type for non-local functional classi-
fications. The stéfting point for this anaiﬁrsis was the reporting by design‘
t'ype for the 1972 Inventory. New mileages added by functional classification
in the Plan és previously determined were assigned to the appropriate 1990
design type. It was assumed that, if possible, all fréeway 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 categorys- In addition to
design type changes resultiﬁg 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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1anese The sﬁérting 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 improvementis. The number of
miles to be upgraded to four or more lanes from re‘location projects, if any,
was calcﬁlated by using average per mile costs reported in the Needs and
assigning the remainder of new location funds after all new location wasg com-
pleted to retiring relocation Needs. The number of miles to be upgraded in
major wideningl and reconstruction projects for princibal and minor arterials
was determined from the numbe_r of miles of upgrading represented in the Nee-ds
factored by the needs which could be met with the allocation of avallable
funding for thése 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 urpgraded mileage. -

Vehicle mile assignments by 1990 design type were determined hy
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 ali Interstate vehi;:le hours to ffeeways 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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ware assigned to the less than four lane category. Freeway capacity miles
ware determined by adding Interstate ca‘paci:ty miles for the Plan to the
number of capacity miles of other principal arterials included in the freeway
category. It was assumed that all pringipal arterial capacity improvements
were -made with freeway capacity improvements receiving the highesj: priority.
Thus, in most cases whére 1990 Needs ffeeway mileage could be .completed
with available funding, the funding:ywas also sufficient to cover capacity
additions on other pri_ncipal arterial freeways. Therefore, the majority of
;:apacityr miles which could not be added in the 1990 Plan were due to
unavailability of funding for prdjects such as interstate major widening.

The adjustments in the physical siate data reported for the 1990 Plan
required that many of the perforrﬁance measures {ltems 7-20) ke recalculated
té reflect the Plan physical state rather than the 1990 Needs, It was assumed
thai the changes for the Plan would not result in any changes in car cccupancy
factors, average trip lengths, or passenger trips since these were based upon
O-D trip assignments‘ and other studies performed for each urbanized area and
the rest of the state.

Items which were r‘ecomputed‘ 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 émd total annual vehicle miles between

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

Let:
V/Cn = freeway volume capacity fatio determined for Needs 1
V/Cp = freeway volume capacity ratio for Plan
R = peak hour one way freewa-y ve.hicle miles/average
- annual vehicle miles for Needs
. CM,, = Needs capacity miles
VM, = Needs freeway annual vehicle miles W
CMp = Plan freeway capacity miles
VMp = Plan freeway annual vehicle miles
Then:
R = V/C, (CMp/VMp)
and thus:

V/Cp = R (VM,/CMp)

V/Cp (CMn/¥Mp) (VMp/CMp)

The resulting 1990 Plan volume capacity ratids for the urban areas

in many cases shows a serious degradation of highway system performance_
oacurring‘betx-ﬂeen 1972 and 1990. This is due predominantly, of course, to
the lack of capability to fund projects which would add needed capacity to
the artérial functional classification.

Bacause of the increased congestion résulting 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, NOy, HC), it was decided that the primary parameters for pollutant
calculat‘ions werea véhicle age distributions and other factors related to annual
vehicle miles. Effects due o slight variations in average vehicle speed
would not significantly affect pollutant calculations. Hence, pollutants
reported for the 1995 Needs as developed by procedures documented elsewhere

were used for the Plan,
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2-4.,1.3.4  Plan Suinﬁlary |
. This section presents summary exhibits of Capital Needs and

Capital Costs for the 1990 Hyghway Plgn submissions and the 1989 Operations
and Maintenance Cost tabulation by urbanized area aﬁd the other areal
categories stipulated by the DOT. In the develobment of the Plan for each
area a full complemént of analysis .exhibits were prepéred 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 fuiure use and may be thade available to the DOT upon
| request, |

Exhibit 2.4.3 presenis a ~§ummary of the State's 1990 Highway Needs
by functional élassification adjusted to a 1971 dollar base with adjustment for
needs additions and retirements since the 1972 National Transportation S'_tudya

Exhibi't 2-4.4 presents the 1990 Highway Plan or allocation of funds
which were employed against the 1990 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 costis are exactly equal to the funding allocation by
functiohal 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 da;ca 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.

Capital costs developed and reported for the total capital costs over all
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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

Total

EXHIBIT 2-4.3

ADJUSTED 1990 HIGHWAY NEEDS

CAPITAL COSTS

{thousands of dollars)

Principal Minor

Intersiate Arterial = Arterial Collector Sub-Total
40,498 377,943 91,967 23,687 534,095

. 21,839 70,770 45,672 18,435 _156,716"
1,338,943 7,498,298 2,775,188 1,175,184 12,537,614
170,684 792,937 323,450 71,682 1,358,753
39,117 209,337 244,953 70,868 564,276
11,379 81,571 55,813 15,021 163,784
13,441 295,400 117,308 29,877 456,126
42,082 329,593 16‘7,454 37,267 576,396
3,881 36,639 689,454 26,357 196,331
86,253 172,424 76,093 24,428 358,199
48,323 4,695 5,848 58, 866
17,056 38,474 290,829 76,359
51,062 553,430 128,018 179,383 911,893
85,274 437,044 265,709 60,570 858,597
425,097 72,-539‘,248 1,862,964 2,601,264 7,428,573
2,089,550 13,520,013 -6,267,213 4,360,802 26,237,578

Local

186,160

183,758

4,688,786

646,158

564,737
145,005
266,447
324,149
233,001
216,502
j40;276

79,242

1,267,048

745,268

7,835,707

17,422,245

Total
720,255

340,474

17,226,400

2,004,011
1,129,013
308,788
722,573
900,545
428,332
575,701
89,142

155,601

2,178,842
1,603,865
15,264,280

43,659,823
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Ann Arbor

Bay City

Detroit

{

Flint
Grand Rapids
Jackson
Kalamazoo
Ilansing
Muskegon
Saginaw
South Bend
Toledo
Small Urtban A |
Small Urban B

Rest of State

Totals

EXHIBIT 2-4.4

1990 HIGHWAY PLAN

{in thousands of dollars)
Total

150,567

Principal Minor .
Arterial Arterial Collector Sub-~-Total Local

1,545 115,218 35,349
| 64,891

Interstate
8,241

30,433 74,999
9,062 2,012 51,360 13,531
3,817,187

31,964
288,678 63,852 2,926,552

890,635

8,322
120,887 445,591

4,417 324,704
72,371 20,432 247,085 102,987 350,082
17,996 70, 851

4,383 52,855
103,336 34,899 138,235

843,391 1,730,630
142,112 149,725 28,450

32,369 121,923
10,957

8,210 29,305

4,605
74,817 240,531

165,714
72,470 37,113 109,583
92,035 50,892 142,927

13,441 71,470 13,820

19,576 112,607 27,774 5,757

2,301 - 46,426 18,250 5,493
3,279

19,186 38,5'?1

53,215 25,339 10,202
17,863 940 582 19,385
6,976 10,369 2,571 19,916 8,948 28,864
26,305 268,931 116,948 385,879
329,974

26,308
223,207 106,767

180,758

35,560

45,932 128,116 40,222 8,937
583,888 2,931,673 1,155,825 4,087,498
10,401,231

312,196 1,358,108 676,481
1,547,058 4,087,209 1,242,126 738,058 7,614,451 2,786,780




functional classifications were broken into five categories: right of way,
new loca{ion construction, existing location construction modification, and
other existing location capital costs. In additio_n, traffic control cosis for
non-local functioﬁal classifications were 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.
i

New location constfuction costs wézté obtained from previously described
funding allocations T.o new location construction less right qf way acquisitipn
costs. Existing location improvements were split between construction and
modification and other cosis in the same manner that these costs were
distributed for the 1990 Needs.

E#hibit 24,5 presents a summary of the results of highway funds
allocations through 1989 on the Highway Needs of the State. This summary
is therefore the efféctive net 1990 jSta'Ce- Highway Plan subsequent to the
application of all sources of funding under appropriate implementation schedules .
and construction cost indices. Thése capital costs represeﬁt the actual 1971
dollars of capital improvements Which can be developed from the resources
projected. Obviously, the physical state and the corresponding performance L
measures on the forms were generated from, and correspohd to, the net
capital funds projected for construction.

Exhibit 2—4,6-presents a summary of the 1989 Operations and
Maintenance costs ag 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 Neéds, These cosis were adjusted to
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Ann Arbor
Bay City
Detroit

Flint
Grand Rapids
Jackson
n
Kalamazco
Lansing
Muskegon
Saéiﬁaw
South Bend
Toledo
Small Urban A
Small Urban B

Rest of State

Total

EXHIBIT 2-4.5

SUMMARY OF NEEDS RETIRED
1990 HIGHWAY PLAN )
{(in thousands of dollars}

Principal Minor
Interstate Arterial Arterial Cgllector Sub-Total Local Total
23,038 . 53,808 6,745 1,224 84,816 26,999 111,815
6,299 24,456 6,975 1,6l60 39,390 10,319 49,709
630,641 1,272,587 224,797 52,501 2,180,536 681,394 2,8617,930
84,527 109’564. . 22,587 3,626 22_0,304. 92,485 312,788
26,128 100,684 59,561 16,496 202,879 78,821 281,700
6,215 22,070 8,732 3,541 40,558 13,700 54,258
“.11,469 54,420 11,019 3,785. 80,693 26,663 107,356
14,818 85,833 22,049 4,712 127,413 57,271 184,684
1,742 34,840 14',9‘56 4,507 56,045 28,395 84,44ﬁ
43,517 19,550 8,292 . 2,685 74,054 38,930 A112,_984
_113,346 711 479 14,536 15,184 29,720
5,812 8,548 2,120 16,480 6,843 23,323 |
29,018 135,171 21,018 21,657 206,864 89,253 296,117
35,530 96,466 32,758 7',307 172,061 81,606 253,667
342,785 1,074,286 533,396 .464,091 2,414,558 924,776 3,339,334
580,401 5,931,187 2,172,639 8,103,826

982,144

1,255,728 3,102,914
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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

Totals

EXHIBIT 2-4.6

1989 OPERATIONS AND MAINTENANCE COSTS
{thousands of doliars)

Total
Adjusted Reported
Ad}usted Highway Highway Maintenance
_ : Adjusted Plan Pairol & 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) {7) {8) {9)
3,063 3,653 1,018 1,196 4,859 5,345 2,061 2,679 8,024
1,019 1,218 650 764 1,983 2,181 913 1,187 3,368
68,0606 81,407 21,501 25,264 106,671 - 117,338 47,502 61,753 179,091
8,321 9,952 2,601 3,056 13,008 14,309 4,838 6,288 20,598
4,197 5,020 2,664 3,130 8,150 8,865 4,239 5,511 14,476
1,009 1,207 642 754 1,861 2,157 3903 1,174 3,331
2,719 3,252 1,044 1,227 4,478 4,927 1,727 2,245 7,172
3,550 4,246 1,492 1,753 5,999 5,599 2,885 3,751 10,350
1,558 1,865 1,014 1,191 3,056 3,362 1,227 1,585 4,957
2,135 2,553 1,089 1,280 3,833 4,216 1,619 2,105 6.321
347 415 267 3i4 729 802 334 434 1,236
485 544 320 376 920 1,012 392 510 1,522
4,696 5,616 4,655 5,470 i1, 086 12,195 4,887 6,353 18,548
5,072 6,066 3,178 3,734 9,800 10,780 4,003 5,204 15,984
88,317 105,627 37,489 44,050 148,677 164,645 20,586 26,762 191,407
232,652 83,559 326,211 358,833 127,552 486,385



account for three factors. First of all, they were adjust.ed to account for

the increase .in mainienance costs in 1971 dollars from the 1969 dollar figure
developed for the Needs. Secondly, they were adjusted for differential
increases in maintenance costs of (.9% per year as described in Manual II,
'i‘hirdly, they- were adjusted for Needs mileages which could not be funded
under the 1920 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. Theresuhinglocalroadznahnenance and
‘administrative costs were then adjusted for differentiél 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 a?e_a. The state total for
maintenance and administration costs for all functional classifications amounted
td approximately 1/16 of the total projected state funds for 1972 to 1990 available
fér coveriné 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 guideline;s of the 1974 NTS.

This secticion presents sumfﬁary exhibits of the funding sources and
applications of funding sources empioyed 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 Punds $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. 'Tl;le'distribution of the Motor Vehicle
Highway Fund is presenteci as Exhibit 2-4.9,

The distribution of funds by area and functional classification which
summarizes allocations for all types of improvemeﬁté is presented as Exhibit
1—-4',-1.0_ The total allocation of $10,401,231,000 equals the total projected
sources of funds. Thes-e_ funds by area and functional classification were
allocated to the improvement type needs included within the functional
classification needs as presented in summary Exhibit 2-4.3,

The resultant net nee_ds retired through the 1920 plannéd 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.
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STATE TRUNKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHWAY CONSTRUCTION FUNDS

State Highway Program
19721990

Other

Totals

(thousands of dollars)

‘ Rural FAS Primary
STL Constr Primary TAS State County Urban
Fund Interstate A "B HB Y Ext "C*
——————————————————————————— FEDERAL AID ~-----
2,201,220 1,318,393 705,086 108,012 319,284
216,879

EXHIBIT 2-4.8

Urban Total
"o FA Total

——— i T A e — el P

290,328 2,741,113 4,942,333
511,908 728,887 728,887

3,470,000



gy

18 Year Totals

% Maintenance

Amount Available
for Construction

1890 PLAN

DISTRIBUTION OF MOTOR VEHICLE HIGHWAY FUND

(Thousands of Dollars)

M,V.H,
Fund

9,893,124

4,304,214

35.7% Counties 19, 8% Cities & Villages

25% 25%

44 .,5% 10% 75% County 75% City

-8TL Total Urban p{emainder Co. Pri, Local Total City Maj.|{ Local

4,402,440 13,531, 845 1,958,838

353,185 13,178,6601 2,383, 995}794,665 1,469,129 489, 71¢

50 50 60 70 60 70
2,201,220 176,593 953,598 §238,400 587,652 146,75

EXHIBIT 2-4.9
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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

Total

Eratr o0

DISTRIBUTION OF FUNDS
1990 PLAN
{thousands of dollars)

Principal Minor

Interstate Arterial Arterial Collector Sub«—Tota‘l Local
30,433 74,999 8,241 1,545 115,218 35,3489
8,322 31,964 9,062 2,012 51,360 13,531
768,692 1,730,630 288,679 63,852 2,851,853~ 890,635
102,866 149,725 28;450 4,417 285,458 120,887
32,368 121,923 72,371 20,432 247,095 162,987
8,210 29,305 10,957 4,383 52,855 17,996
15,150 71,470 }.3,320 4,605 105;045- 34,899
19,576 112,607 27,774 5,757 165,714 74,817
2,301 46,426 18,250 5,493 72,470 37,113
53,215 25,338 10,202 3,279 82,035 50,892
17,8863 940 582 19,385 19,186
6,976 16,369 2,571 19,816 8,948
35,560 180,758 26,308 26,305 268,931 116,948
45,832 128,116 40,222 - 8,937 223,207 106,767
424,432 1,355,108 6‘7_3,481 583,888 3,043,909 1,155,825

1,547,058 738,058

4,087,209 1,242,126

7,614,451 2,786,780

Total
150,587
64,891
3,742,488
406,345
350,082
74,851
135,944
240,531
109,583
142,827
38,571
28,864
385,879
329,974
4,199,734

10,401,231



2-4.1.4 Urban Public Transportation

2—4.1.4:1 'Int;pduction
The urban pﬁblic transportation element of the 1990 NTS Plan was

developed from technical and cost data prov-ided 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 siate responsibility is in itsr developmental phase of
institutionalization, the importance of the 1974 NTS Qvas recognlzed and
employed as an opportunity for examining key elements of urban public
transportation planning = specifically, 1) assuring all cost projéctions are
on a consistent basis , and 2) analyzin§ and evaluating the adequacy of
currently observable funding potentials., As indicated in Section 1.0, 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 subséquem‘. to the passage of the 1973. legislation. Thus,
a projection of federal fﬁnds 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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employgd for the evaluation of funding source comparisons with the
aggregate urban plans cu'rrentl‘y available permiited full analysis of the
impacts of the recently passed Michigan General Transportatibn Fund.

As introduced in Section 2-4.1, an estimate was developed for total
UMTA Federal Funds évailability through December 1, 1989 by the State.
This estimate of $13,18 billion was developed through an adjustment of the
federal funds cited on II=;43 of Manﬁal il to compénsate for the period January 1,
1973 through Decerrlxber 31, 1973 plus an extrapolation of the $872 miilion 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 714% of
these funds to Michigan was assumed yielding a Pederal Target Funds for the
Urban Public Transportation section of $l. 845 billion over the eighteen vear
period. rThis 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 projec_:tions (prior to
last revisions), thelState 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
Sitate funds availlable within the State are estiméted 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 yvear period - either in real tefms Oor in response io
the consumer price index.: The General Transportation Fund includes vearly

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 eighieen year period to fund the entire projected U_rban 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 onthe 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 éxpenditure summarizations,
In addition, the recent passage of the Géneral 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 opera.tions cost projections of the planned facilities development, 2) the
projected level and sources of funds ,7 and 3) a discﬁssion of uncertainties

and assumptions which may impact the potential levels and socurces of funds.



2-4.1,4,2 Plan Summary

The following summary, Table 2-4.11,0f 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 roliing stock were based on the acguisition
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 1.4,

TABLE 2-4.11

URBAN PUBLIC TRANSIT CAPITAL COSTS
: (Thougands of Dollars)

Rapid: Commuter
Bus _Transit Rail Other  Total
Urbanized Area 537,172 2,228,208 9] 8,738 2,774,114
Small Urban A 13, 911 0 0 0 13,5811
Small Urban B 13,153 0 0 ' 0 13,153
Rest of State 0 0 0 0 0
Total . - 564,236 2,228,208 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 mainienance cost projections are presenied
below as Table 2-4.12. The analysis of the projected O&M costs through the
17.5 year operations period indicates an operations defici‘t of $451,500,000¢
this figure is the difference betwéen projected opérat;ng costs apnd 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 faremstructgre assumptions of approximately $263 million over

the 17.5 year time frame., Uncertainties in private automobile petroleum
préduct 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 $451,500,000
Estimated General Transportation Fund

operating assilstance ' _}88,000”000
Projected shortfall ' © $263,500,000

It is anticipated that as the General Tramnsportation Fund matures
within the State, increased emphasis will be placed on Urban Public

Transportation planning and capiltal and 0&M cost analyses and programming,
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2 —4.1,4.3 Reasonableness Discussi-c-);_—ét.lid Conclus-i-on

As indicated in Section 2-4.1, the State attempted to adhere strictly
to the guidelines and directives Qf 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 represerited by the Detroit
rapid rail system, Although there is every indication that there are a number of
feasible options for financing this éystem in the analysis phase, it is pfemature
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 ana.ly-ses will be availablle in the neér term for use
in subsequent State NTS activities and internal studies.

The recently enacted passage of the State's General Transportation _
Fund and commitrﬁent to develop responsive Urban Publié Transportation
planning capability is viewed as the benchmark for continuing reassessmeni 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 trangit éapital 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 fali is not considered significant when: 1) feviewing the disiri-
bution of the 1990 Plan resource fequirements , 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

2-4.31.5,1 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 ifnplefnentation scheduleé 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 thé 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 analx-fsis of projected funding
by totarl and by source of fﬁnds, 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 facilitles 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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(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 respec.t to capital costs and operations costs as they appeaf on the
appropriate individual and summary forms as corrected subse_quent to data
submittal., These cost estimatés , in thousands of 1971 dollars, are identified
by the major geographic or areal designation consistent with the 1974 NTS

guidelines, .
TABLE 2-4.13

CAPITAL COST ESTIMATE

Total Aviation Plan

Dollars
_ (in thousands) %
Urbanized Areas  $578,916 72.26%
Small Urban A : 162,422 12.78
Small Urban B ' 27,487 3.43
Rest of State | ‘ 92,386 11.53

Total $801,211 100.00

The Plan capital costs presented above include the cost of terminal,
hangars, public parking and cargo complex deveiopments not covered by'the
Airport Development Acceleration Act of 1973, As such, the following table
is inéluded to indicate only those facilities to be funded with Federal, State
and Local funds consistent with the current Federal législation. 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 Axlal
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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

N Dollars
e ; '  {in thousands) %
Urbanized Areas $334,785 63.54
Small Urban A | 89,685 . 17.02
Small Urban B ‘ 21,133 4,01
Rest of State 81,313 15,43
Total o © $526,916 100, 00

TABLE 2-4.1b

OPERATIONS COST ESTIMATE

1989
Dollars
(in thousands)

Urbanized Areas o $41,875

Small Urban A 2,899
Small Urban B ' 1,191 :
Rest of State - 2,810
‘ |
Total $48,775 ‘

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 o 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
ithe reasonableness !of the Plan was analyzed was composed of Federal, State
and Local funds ovér the elghteen vear period, It was determined through an
examination of the pasi profiles over the last five years that -recen”t (5 year}
“historic comparisons were unrealistic as a basis of COmparisQn and futtire
evaluation since the application and use of the Federal aviation development
assistance program wag evident as an operational programmed source of funds
in the last two years - 197} and 1972, Thus it was determined to employ 1971
and 1972 actual Fedéral funds receipts as the base polnt and project Federal
funds availability and State and local ability with respect to‘the 1971-72
mature pattérs and for determination of that poriion of Appendix L Federal
planning targets as supplied by ihe DGT {refer Séc"uion 1, 0) which would be

available for Aviation System development.

An analysis of the DOT 1990 Plan Appendix L benchmark funds vielded

an anticipated Federal funding availability for aviation of $214,776, 000 in 1971
dollars over the period January 1, 1972 through December 31, 1989, Although
cuirent 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 'I‘argets_ to be emploved in the study. The

projection of State and local funds availability which was based on 1972 revenue
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souvrce profiles indicates total ravenue availability of 5430, 805, 000 in 1971

dollars, State and local revenue projections were developed from a thorough
analysis of sources of funds for each year and discounted to 1871 per the
guidelines of the siudy., A thorough comparison of annuwal operations and
maintenance costs bebtween the 1971 and 18489 data vis-a-vig operations and
Service %evo‘%% will be pregsented in the appropriate seotlon of the Narmative,
The capital cost reasonablenssg analyeis of the 1990 Aviation Plan

has providad valuable ingight regulsits o the affective completion of the 1880

Aviation Program and has provided valuable inpui and observations negessary

to the expanded evaluailon and comparative apalyses required for the Narrative

Report, Through this phase of the study, i was determined that aporoximaiely

81% of the Michigan Aviation u\j‘%éf‘m‘“‘ Plan could be fipanced within the target

DOT Appendix L funds aviation portion and Biate and Local match on an

o

approximately 50% basis., Due io 13 unceriainties assoclated with future

funding profiles provided in Appendix I, 2} changes in the matching requirements

subsequent 1o plan development, 3 uncertainties in aviation service development

as impacted by petroleum product availability, and 4) degrees of freedom in cos

projections in terms of construction costs, the projeciion of retiring 81% of the

Siate Aviation System Plan under the guldelines of the study is considered as a

reasonable aviation plan input o the 1274 NTS | Information as fo specific
acurces of funds by area, the non-uniformity of the planned construction and
implications of faderal fund levels with and without discretionary sources will

be addressed in the 1280 FProgram digcussion sections of the Narratlve Report,

107

N
[A




2.4.2 EVYALUATION OF THE 1990 HIGHWAY PLAN

The purpose of this section s to present an evaluation of the 1990 Plan
for Highways in Michigan. The evaluation discussed in this section is based
upon the 1930 highway data forms prepared by the Michigan Department of State
Highways and Transporéat?on and the study consultant. Because of the con-
straints imposed on this study with respect to the avajlability 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 the basis for the development of the 1990 Plan. As will 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 ability of the State of Michigan to meet
its 1990 highway trahsportation needs in Tight of the constraints imposed by
limited available resources. The reascnableness of the 1990 Highway Plan is
discussed in Section 2.4.1.

In satisfaction of the DOT vequirement 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 adhéred 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 recuirements of this study and further
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reduced o be consistent with the time frame of this study - namely 1972
throyah 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, by virtue of the fact that they were not adjusted to anticipated changes
in construction costs relative tﬁ the rather unpredictable consumer price
index, made it evident that the funding constraints explicitly inherent within
this study’s structure highlighted the obvious disparity beiween needs and
avaitable funding.

The second set of data adhered to strict funding_projectiens as provided
by the DOT and developed internally in accordance with the exact stipulations
of the study, and policy positions of the State

Section 2.4.2.1 discusses the funding projections made for the development
of the 1980 Plan per DOV requirements., and presents an evaluation of these
funding projections. Section 2.4.2.2 presents a discussion of 199C highway
Needs, as adjusted Tor appropriate cosi index chandes, which is used as a
benchmark for 1990 Plan evaluation. Section 2.4.2.3 discusses the development
of the 1990 highway Plan based upon the 1990 Needs and the funding constraints.
Section 2.4.2.4 presents an avaluation of the physical state and performance of
Michicgan's highway system as of 1980 as veported on the data forms for the 1890
Plan as well as an evaluation of the Plan with respect to costs, poliutants,

accident, and other related measures requived for 1974 NTS reporting.

2.4.2.1 Evaluation of Funding Projections

in the development of the 1990 Plan, it was determined that funding
projections would be made Tor Federal, State and Local sources, by area and by
functional claséificationg hased uypon legisiative constraints and upon realistic
levels of anticipated highway revenues. These funding projections were utilized

as the starting point for the 1990 Plan development.
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The starting ﬁééﬁémfbr the development of funding projections was the
projection of available Federal funding based upon Appendix L of Manual IIT
This Appendix, which was developed by the U. S. DOT, projected that ¥or the
eighteen years betWeen FY 73 and FY 90, the total available Federal funding
for the State of Michigan would be $3,686 billion doilars. These funds had
been discounted by DOT to be on the basis of a zero rate of general inflation.
It was determined thétg of this total, under current legislative constraints,
3.47 billion doliarsmwou1q_bg_avai?able for highway related purposes. The
breakdown of these funds, shown in Tabie”2,4;2.1 wés developed ﬁased upon
the current Federal-Aid highway program.

The next step in the development of the funding available for the 1990
Plan was the deve?nbm&nt of Motor Vehicie Wighway Fund projections for 1972
through 1990. These funds were developed based upon projected State receipts
from fuel sales and other fees. Deductions from these projections on & year-by-
year basis were projected and subtracted from totai coliections., Table
2.4.2.2 shows the projection o% funds available for highway purposes from
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 fastructions, 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 Trunkline Fund,
countzes, and cities and v111ages per current Michigan 1egzs1at1ve requirements
Table 2. @ 2 3 shows th15 d1str1but1on 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

intersiate

Rural Primavy "A"

%AS State "B"

FAS County "B"

Primavy Urban Ext. "¢V

Urban "D

Total Federal-Aid

{Thousandes of Dollars)

«106~

$1,318,303

108,012

216,979

319,284

802,236

$3,470,000



TABLE 2.4.2.2

PROJECTION OF ESTIMATED REVENUE
MOTOR VEHICLE HIGHWAY FUND
THOUSANDS OF DOLLARS

TOTAL LICENSE TITLE ' CENERAL SVATLAZLE
. CASOLINE  -DIESEL FUEL PLATE FEIS & TOTAL WaATE Wi e LEGISIATIVE COLLECTION TRAXSPORT ATTON ToTaL e

AL YEAR & 1.P.G. B L TAXES FiEs OTHER REVENUE cov S0 I0N APPAOPRIATION costs FUND DEOUCTIONS DIST2I
970 256,587 13,174 270,161 122,667 7,127 399,955 3,.5 4,951 © 10,879 — 19,723 ° 380,232
971 266,572 13,945 280,517 125,681 7.953 415,151 3,58 4,341 12,735 21,072 394,079
572 281,968 15,877 297,845 134,991 2,877 441,813 4,2 6,450 12,573 21,259 420,554
1573 323,119 16,500 339,619 138,500 9,761 497,860 &, i35 5,391 16,166 5,847 - 32,937 454,923
1574 397,557 | 17,125 516,682 141,892 11,050 567,624 6,60 5,430 15,671 21,803 47,930 519,654
675 ' 417,435 17,981 435,416 146,716 11,426 593,558 5,313 5,525 16,610 22,893 " 30,243 543,318
1576 . 538,307 18,880 $57,187 151,704 11,814 §20,705 3,4 - 5,575 19,408 24,038 54,485 564,210
7 480,222 19,824 580,046 156,862 12,316 649,124 5,752 5,528 18,6562 25,240 85,277 . 393,847
978 " 493,233 20,815 506,068 162,195 12,631 678,874 6,937 5,675 T 19,782 . 26,502 7,996 620,878
878 - 507,395 21,856 529,251 167,710 13,060 710,021 8,328 3,725 22,991 27,827 62,881 647,140
980 ' $32,765 23,949 555,714 173,412 13,504 762,630 8,655 5,775 22,227 29,218 : 63,875 £78,755
1081 - 550,137 24,085 583,222 179,308 13,963 776,433 . 6,985 ' 5,850 . 23,581 39,609 £7,035 700,483
982 586,535 25,255 61%,800 185,408 15,438 811,342 ) 7,327 5,925 27,247 "32,168 72,667 738,875
LEE] 516,982 26,490 851,672 191,708 14,929 £68,209 . 7,603 £,000 26,493 23,728 ’ 73,904 374,205
198z 654,301 27,762 $72,263 . 198,226 15:437 885,926 g ot ) 5,073 28,061 35,347 ' 77,534 808,352
1985 ' 675,114 29,081 705,195 204,966 15,962 925,123 8,434 5,156 33,29 37,025 83,905 841,218
1986 705,864 30,468 737,292 211,935 15,505 955,732 8,830 5,225 31,529 38,766 85,350 883,332
l987 . 739,712 31,884, 771,576 219,141 17,066 1,007,783 9,241 £,300 33,621 ¢ 40,569 9,531 §18,252
le88 ' 723,738, © 33,330 807,068 226,592 17,646 1,051,306 §,636 §,375 . 38,294 42,435 "96,770 852,536
(939 §9%,543 34,847 843,790 234,295 18,246 1,095,332 16,135 8,450 37,553 44,365 . 98,473 297,859
1930 | B45,345 36,415 881,760 242,262 18,866 1,162,885 10,550 6,523 39,806 46,362 103,253 1,039,625

fotar fuel taxes wore increased &% an ennual tate of 5% through 1980, Decressed annueily, theresfrer by 6,057 Co 4.5% in 1990, License plate fees were increased st #n annual rzate ¢f J.47
jase year = 1974,

‘Other Revenua® ineludes mew and cransfer title Jees, opecial plate fees end In 1973, §776,000 in interest earninge; for 1974 and thereafter $2,000,000,

'Legislative Appropristions” include tha grant te the Mackinac Bridge ($3,500,000) epprop:istions te the trunkline fund, end in 1973, andannuslly thereafter, $1,000,000 for the critical
wwidge prozrax, : : .

"Collaction Coste™ were imersased 8¢ &n sunusl rate of 6% with the assumption the mew ple er would be Lesued every third year, with taba fox the years batwesn,

4 ;
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State Highway Program
1672-1990

Othar

Totals

TABLE 2.4.2.4 =

STATE TRUMKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHWAY CONSTRUCTION FUNDS

STL Constr
Fund

2,201,220

{thousands of doliars)

interstate-

N T O O e e e o e

1,318,392

Rural ‘ FAS
- Primary FAS State County
IIAH IIBH IIBII
wwwwwwwwwwwwwww FEDERAL AID

705,096 108,012

216,979

Primary
Urban Urban
Ex.t HCH FIDEI

o O T A ) O ey et b Cwe W 4D 60 £ S

319,284 290,328

511,808

2,741,113

728,887

3,470,000

Total

4,942,333

728,887



. TABLE 2.4.2.5

SOURCE "OF FUNDS SUMMARY

:-1990'9LAEI_

. {Thousands of Dollars)

State Highway Progfam'

Local Revenues _
County 356,400
City 399,800

CRC Urban Ppimary.
CRC Urban Local

CRC Primary -
CRC Local

Municipal - Major

Municipal - Local

FA Urban "D®
FA IIBII

Sub-Total
Private Funds - Subdivision Streéts N

Total Projected Funds

“110=

4,942,333

756,000

132,445
44,148

953,598
238,400

587,652
146,751

511,908
216,979

8,530,214

1,871,017

10,401,231




these estimates, funds for each category which would be available for construc-
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 which
vould be available for capital costs were distributed per the existing legisia-
tive requirements - 44.5% to the State Trunkline Fund, 35.7% to county road
commissions, and 19.8% to cities and villages.

“Fable 2.4.2.1 shows the total aliocation of available State Trunkiine
Construction funds and Federal-Aid funds to the Sfate Highway Program for the
1972-1990 time period. The remaining source of funds at the aggregate 7eve?
which were projected inciude locally raised revenues which could be applied to
capital costs by county road commissions and Michigan's cities and viliages,
as well as private funds which were required.by DOT as part of the study.

Locally raised revenaes were projected over the period to total $756,000.
0f this totai,-$356,400 was projected to be raised by county road commissions,
and the remainder by cities and villages. These projections'of Tocally 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 assumption 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

devélopment of the 1990 Plan. As this table shows, the 10.4 bitlion dollars
projected to be available under study ground rules falls far short of Michigan's
highway needs as reported in the 1972 National Transportation Study.

The next step in the projection of funds aﬁai!ab]e 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 proceés entailed considerable difT¥iculty because of the inherent
disparities between 1974 NTS reporting reguirements 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 Tunds 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 des%rab]erany 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 entfre 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 1920 urban area boundaries as vreguired
by DOT study reporting vegquirements.

The next step consisted of a detailed review of State Trunkline Fund expen-
ditures and the allocation of the State Trunkline Funds over the eighteen year
period to individual urbanized aveas and to the rest of state. This was done
hased upon an examination of the major State Trunkline projects to be compizisd
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 allocation process entailed considerable uncertainty for two primary
reasons. First of all, the DOT 1974 NTS requivements provided that the 1990
Plan be developed prior to the 1980 Program. Current state highway planning
was available in considerable detail, with respect to principal projects to be
performed during thé.1972«1990 time period for each of the three highway pro-
gram jurisdictions in most.urban areas and for the rest of state. However,
because of the ]itefa11y thousands of 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 areas for the 1990 Plan was developed
on an historical basis. ‘ o

Table 2.4.2.6 shows the resulting distribution of the 10.4 biilion
dollars available for highway capital costs between urban areas hy functional
classification. These a11ocatiohs 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 evaTuatidn of the 1990 Plan from the standpoint of existing State
transportation planning goals and policies.

The 1990 Highway Neéds were developed based upon the 1972 Study results
at the most highly aggregated level by a three 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

=113~




=TT

TABLE 2.4.2.6
DISTRIBUTION OF FUNDS

1990 PLAN
(thousands of dollars)
Principal Minor , :
- Interstate Arterial Arterial {ollectors Sub-Total Local Total

Ann Arbor 30,433 74,99% 8.24] 1,545 115,218 : 35,349 150,547
Bay City 8,322 31,964 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 28,450 4,437 285,458 120,887} 406,345
Grand Rapids 32,369 121,923 72,371 .20,432 247,095 102,987F 350,0827
Jackson 8.210 29,305 : 16,957 4,383 52,855 17,996 70,851
Kalamazoo 15,150 71,470 13,820 4,605 105,045 34,899 139,944
Lansing 19,576 112,807 27,774 5,757 165,714 74,817] 240,531
M;séegeﬁ 2,301 46,426 -18,250 5,493 72,470 37,113} 109,583
Saginaw 53,215 25,339 10,202 3,279 92,035 - 50,8921 142,927
South Band ' 17,863 940 532 19,385 19,186] 38,571
Toleds 6,976 10,369 2,571 19,916 8,948{ 28,864

Sub Total 1,041,134 2,419,227 459,115 118,928 4,078,404 1,407,24015,485,644
Small Urban A 35,560 180,758 26,308 26,305 268,931 116,948 385,879
Small Urban B 45,932 128,116 40,222 '8,937 223,207 106.76718 329.974
Rest of State 424,432 1,359,108 | 676,481 583;888 3,043,909 1.155,8254.199,.734
L Total 1,567,058 | 4,087,200 | 1,262,126 | 739,058  |7,614,451  2.786.780:10.401,23))




of adjusting these néeds to reflect projects reported in the Needs which had

been compieted 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 doilars, for two factors. First of
ali, the 1969 base year dollars were converted to 1971 base year dollars re-
guired 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 ;dsts 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 Tunctional classification. For purposes of later compariéons, Table
2.4.2.9 prasents 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 bitlion dollars in funding projected to be available
during the reporting period is insufficient to meet the 43.7 billion dollars
of highway Needs in Mfchigan 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 Qhows a
summary of the Needs which can be retired during the 1972-1990 time period
uti?izihg the available funding. This table shows that only 8.2 billion doitars
of the total 43.7 bitlion doilars of Needs can be retired uﬁi?izing available
funding. The 8.1 billion dollars of Needs retired is Tess than the 10.4 biliion
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 peridd. Table 2.4.2.13 shows a summary of the percent

needs retired over the time period. This table shows that, with the fdnding
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TABLE 2.4.2.7

1990 NEEDS

1971 Dollars
(thousands of dollars)

Principal

Interstate Arterial Aﬁégggal_ Collectors  Sub-Total Local Total
Ann Arbor 30,657 256,896 585525 15,230 361,308 150,734 512,040
Bay City 16.532 5],638 32,185 11,705 112,060 1]69672 228,732
Detroit 891,954 5,258,573 1 1,829,983 747 ,467 8,727,977 2,977,00711,704,984
£14nt 140,084 551,585 | ~ 209,938 45,621 947,228 410,25911,357.487
srand Rapids 31,452 | 154,730 | 155,882 | 46,287 | 388,360 358,563] 746,923
Jackson 8,614 57,170 36,560 9,735 112,179 92,0678 204,246
¢alamazo 10,175 | 218,180 | 78,850 | 19,120 | 326,334 | 168,173] 495,507
Lansing 31,85 | 237,334 | 110,475 | 23,833 | 403,498 205,809] 609,307 |
MSS%@QO@ 2,938 68,414 44,311 16,799 132,462 147 ,937. 3809399.
Saginaw 70,281 126,149 49,200 15,586 261,216 137,462{ 398,678
South Bend 33,808 3,217 3,713 40,738 25,572] 66,310,
Toledo 11,195 | 24,28 | 13,225 48,848 50,312 99,160
| * Sub-Total ?5234,543 7,025,687 | 2,633,654 pR,330 111,862,208 4,841,565 116,703,773
Smail Urban & 41,568 394.933 33,361 114,013 633,875 804,475 1 1,438 350
Smatl Urban B 13,566 | 312,591 | 170,315 | 38,705 | 595,177 | 473.188|1.068,38
"3 Rest of State 341,536 | 1,995,355 11,453,252 11,948,760 | 5,738,903 4,975,052 10,713,955
§ Total 1,697,213 9,728,560 (4,340,582 (3,0689.808 (18,830,163  11.004.278 £9,024 447!
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1990 NEEDS CAPITAL CUSTS

Adjusted
(Thousands of Dollars)
Principal Minor _
Interstate  Arterial Arterial Collectors 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 18,435 156,716 183&758% 340.474
Detroit 1 1,088,943 7,498,298 | 2,775,189 _1,375,?8@ 12,537,614 | 4.688,786{7.226.400
Flint 170,684 792,937 | ~ 323,450 71,682 1,358,753 46,1581 2,004,911
Grand Rapids 39,117 209,337 244,953 70,869 564,276 564,737/ 1,129,013
Jackson - 11,378 81,571 55,8?3 15,021 163,784 145.005] 308,789
Kalamazoo 13,441 295,400 117,308 29,977 456,126 -26654ﬂ? 722,573
Lansing @2;682 329,593 167,454 37.267 576,396 324,148] 900,545
M;skegon 3,881 96,639 69,454 26,357 196,331 233,004 429,332
Saginaw - 86,253 172,424 76,093 24,429 359,199 | 216,502{ 575,701
Scuth Bend 48,323 4,695 5,848 58,866 40,276 99,142
Toleds 17,056 38,474 20,829 76,359 79,242y 155,601
émaji‘upban A 51,062 553,430 128,018 179,383 911,893 }1,267,049}2,178,942
Small Urban B 85,274 437,044 265,709 ' 60,570 858,597 745,26811,603,865
Rest of State 428,097 23539,?§§__~?,8625964 2,601,264 /7,428,573 17,835,707 15,264,280
TOTALS 2,089,550 113,520,013 6,267,213 4,360,802 | 26,237,578 §?9£229245@39§§93833




~gT 1~

TABLE 2.4.2.9

CAPITAL COSTS - 1990 NEEDS
{Thousands of dollars)

CONSTR CONSTR TOTAL
NEW & MODIF OTHER OTHER CAPITAL
R.O.H. LOCA EXIST LOCA  CONTROL COSTS COSTS

Ann Arbor 248,704 74,929 296,542 14,405 100,080 734,660
Bay City 46,895 | 92.785 | 140,013 6.016 61,118 306,827
Detroit 5,141,924 13,258,781 | 5,590,816 324,287 2,222,825 _ 116538,633
Tnt 585,953 338,268 704,842 37,309 236,378 11902,750
Grand Rapids 77,329 105,901 680,497 20,142 143,390 1 1027,259
Jackson 47,719 38,895 135,929 5,550 54,946 283,040
Kalamazoo 131,335 181,693 213,442 13,301 128,592 678,363
Lansing 167,443 170,622 361,145 | 16,612 131,368 847,190
Muskegon 56,954 48,576 212,793 7.581 60.717 386,621
Saginayw 95,915 122,795 231,165 . 10,579 79,095 539,549
Seuth Bend 23,800 28,927 23,045 1,809 143675 92..257
Toledo 4,826 4,221 100,269 2,770 29,181 143,267
Small Urban A 358,724 242.880 956075 19,055 347.776 11,924,510
Small Urban B 257969i 191.884 771.829 . 14.430 221.798 1,457 432
Rest of State 1,145,015 14,275,862 | 6,600,281 | s7.327 1,444,329 43532.814
8,390,227 B.146 8220 07,018 683 1 AT, 173 5,276,260 A0393 172
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TABLE 2.4.2.10

CAPITAL COST PER CAPITA - 1990 NEEDS
{Thousands of dollars)

TOTAL TOTAL TOTAL
CAP COSTS/ CAP €OSTS/  CAP/COSTS

CAPITA VMT PMT
Ann_Arbor | 3.3 0.49 0.35 1
Bay City 2,950 0.59 0.35 J
Detroit 3,051 0.46 0.33
Flint 13,447 0.53 0.35
Grand Rapids | 2,122 0.40 0.27
Jackson . 2,748 0.41 0.27 |
Kalamazoo 3,443 0.51 0.42 E
Lansing 2,575 0.37 0.26
Muskegon 2,762 0.43 0.28
Saginaw ' - 2,916 0.50 0.33
South Bend 4 2,428 0.63 0.3
Toledo 3,139 0.88 0.49
Small Urban A 3,525 0.94 1 0.55
Small Urban B 3,260 0.57 0.34
Rest of State ' ‘ 8,453 g.39 0.18 :
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ADJUSTED DISTRIBUTION OF FUNDS
{Thousands of dollars)

TABLE 2.4.2.11

1590 PLAN
Principal Minor , :
Interstate Arterial Arterial Coliectors Sub-Total Local Total
Ann_Arbor 30,433 | 74,999 8,241 1.545 115,218 35,349 | 150567
Bay City 8,322 31,964 9,062 2,012 51,360 13,531 64,891
Detroit 843,391 1,730,630 288,679 63,852 2,926,552 890,635 3,817,187
Fiint T 142,112 149,725 28,450 4,417 324,704 120,887 445 591
Grand Rapids 32,366 121,923 72,371 20,432 247,095 102,987 350,082
Jackson 2,210 29,305 10,957 7 4,383 52,855 17,986 70,851
Kalamazoo 13,441 71,470 13,820 4,605 103,336 34,899 138,235
Lansing 19,576 112,807 27,774 5,757 165,714 74,817 240,531
Mﬁskegon 2,301 46,426 18,250 5,493 72,470 37,1134 109,583
Sagqinaw 53,215 25,339 10,202 | 3,279 92,035 | 50,802 { 142,927
South Bend ??3853 240 582 19,385 19,186 38,571
Teledo 6,976 10,369 2,571 19,916 8,948 | 28,864
Small Urban & 359550 180,758 26,308 26,305 268,921 116,948 385,879
Small Urban 8 45,932 | 128,116 | 40,222 | 8,937 223,207 | 106.767 | 329.974
Rest of Stats 312,196 1,359,108 | 676,481 | 583,888 | 2,931,673 |1.155.8254,087,498
TOTALS 1,547,058 4,087,200 | 1,242,126 | 738,058 | 7,614,451  12,786,780110,401,231
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SUUTALTT2.4T T2 T
SUMMARY OF NEEDS RETIRED

1990 PLAN

{thousands of dolliars)

982,144

Principal Minor
Interstate Arterial Arterial Collectors Sub-Total Local Total
Ann_Arbor 23,038 53.809 6.745 1.224 84.816 26,9891 111,815
. Bay City 6?299 24,456 6,975 13660 358,390 10.319 49,?09
Détroit. 630,641 1,272,597 224,797 52,501 2;180,535 681,39412.861.930
Flint 84,527 109;564 ' 22,587 3,526 220,304 92,485 312,789
Grand Rapids 26,128 | 100,694 | 59,561 | .16,496 202,879 |  78,821] 281,700
Jackson 6,215 22,070 89?32 3.541 40,558 13,700 54,258
Kalamazoo 11,469 54,420 11,019 3,785 80,693 26,6637 107,356
Lansing 14,819 85,833 | 22,049 4,712 127,413 57,271 184,584 |
M;sgegon 1,742 34,840 14,955 4,507 56,045 28,396: 84,440
Saginaw | 43,517 19,550 8,292 2,695 74,054 |+ 38,930, 112,984
Seuth Bend 13,346 71 479 14,536 15,184 29,720
_Toledo 5,812 8,548 2,120 16,480 6,843 23,323
Small Urban A 29,018 135,173 21,018 21,657 206.864 89,2531 296 1317
Sma?? Urban 8 35,530 96,466‘ 32,758 -75307 172,061 81,6061 253,667
Rest of State 342,785 11,074,286 | 533,395 464,091 2,414,558 924,776 3,339,334
Tota]l 01,255,728 13,102,914 590,401 5,931,187 12,172,639 8,103,826 |
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TABLE 2.4.2.13
SUMMARY OF NEEDS RETIRED

1990 PLAN
(%)
Principal Minor

interstate Arterial Arterial Collectors Sub-Total Local Total

Ann Arbor 75.1% 20.95 11.52 _8.04 23.47 17.90 21.83

Bay City 38.10 47.36 21.67 14.18 35.15 8.84 21,73

Detroit 70.70 24.20 12.28 ‘7.92 24.58 22.88 24.45

Flint 60,34 15.88 ~10.7¢ 8.08 23.26 22.54 23.04

Grand Rapids 83.07 65.07 38.21 : 35f64 52.24 21.98 37.71

Jackson 72.15 38.860 23.82 36.37 36.15 14.88 26.56

Kalamazoo 112.72 24,94 13.97 19.79 24.73 15.76 21.66
Lansing 46.52 36.17 19.96 19.77 31.58 27.82 30.31

M;s%égon 58.29 50.40 33.75 26.83 42,31 19.18 36.11

Saginaw 61.92 15.50 16.85 17.28 28.35 28:32 28.33

South Bend -—= 39.48. | 22.10 12.90 35.68 - 59,37 44,81

Toledo - 51.92 34.99 16.03 33.74 13.60 | 23.52

Small Urban A 69.81 34,23 25.21 19.00 32.63 11.09 20.58

Small Urban B 48.30 30.86 | 19.23 18.88 28.91 17.24 23.74
Rest of State 100.37 53.84 | 36.70 23.81 42.07 18.58 | 31.16 |
TOTAL | 7aes | 3189 | 22.62 | 19.23 _31.49 19.58 | 27.08 _




constraints assumed for the 1990 Plan, that only 27% of Michigan's highway
Needs can be met. As this table shows, the percert of needs met for the lower
functional classifications for most geographic areas is consjderably smalier.
For example, local roads would have only 19.6% of the needs met. As was
previously mentionéd, 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 widenjng9 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 épparent anomaly is due to the fact that this table
reflects the preliminary a11ocafi0n of funds presented in the preceding tables,
and does not ref?éct minor édjustments which were made 1in succeedihg steps of

the Plan development as will be discuased 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 ovder 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 oflavai1ab1e funding vather 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
Timitations, the 1990 Needs. The first step was the defermination of 1990
needs, by improvement type and by 1990 functional classification, for
each urban area, small urban agdregates, 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) vesurfacing, 6) structuves, 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 compietion 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 1mpro&ement 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 batween consumer price index increases
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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 deveioped 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 vrelative 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 om 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 sedgment. These
profiles thus developed inherently assume equal rates of activity compietion,
e.g. equal number of miles of new construction annually for a given
1mprovément type/functiona1 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 aétivity
resuits in a nonw1ihear pattern of annual expenditures, thus compensating
for the increasing receipt of funds from Federal, Motor Vehfcie Highway
Fund, and Tocal 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 do]?ars.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 aré 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,aﬁailab1e funding, and thus all 1990 Plan inputs reflect
the status of the Michigan highway system which would result from

expenditure of projected funds as stipuiated by DOT study requirements.
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PLAN REFINEMENT

The Plan developed in the first step of this process was reviewed
with Transportation P1anning 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 insurezthe 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'1océtion alio-
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 requifed difference was reallocated
from other urban or rural areas out of funds allocated for ndn—new location

Interstate projects.
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Thus the reallocation of funds for vresurfacing activities allowed
for meeting an even Tower 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 inforimation by functional c]aésification 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 Tirst 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‘10cation 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
minov arterials. There are four basic improvement types which added
capacity for the Needs. These are new Tocation, relocation, major
~ widening and veconstruction. Based upon the funding reallocation and the
assumption that equal construction doliars for each improvemeht 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 lTocation conétruction were determined
separately based on standard capacity mile per mile ratios and added to
capacity mile additidns 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 vo?uméACapacity 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. ‘Whi1e

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 fof 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,
it 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 re?ationéhip-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 1ittle capacity related improvement reported in
the Needs for local roads, average Tocal 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 fé1ated to capacity
improvements for this functional classification.

After the deterhination 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, véhic}e
hours and capacity ﬁi]es.by 1990 design type for non-local funcfiona1
classifications. The starting point for this analysis was the reporting
by design type for the 1872 Inventory. MNew 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 arteriais were assigned
to the four or more Tane category. Collectors were assigned to the less
than four Tane category. In addition to design type changes resuiting
from new construction, it was recognized that many of the projects reported
in the Needs werefdr%ented toward upgrading existing principé] and minor
arterials from less than four lanes to four or more lanes. The starting
point for the detekmination 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 ianes from relocation projects, if any, was
calculated by using average per mile costs reported in the Needs and
assigning the remainder of new_]ocation funds after all new location was
compieted to retiring_reTocation Needs. The number of miles to be upgraded
in major widening and reconstruction projects for principal and ﬁinor
arterials was detérmined 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 t&pe 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 assighabTe 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 Tane category.

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 1mprovemenfs were made with freeway capacity improvements
receiving the highest priority. Thus, 1n most cases where 1990 Needs
freeway mileage could be completed with available funding, the funding was
aiSo sufficient to cover capacity qdditions on other principal arterial
freeways. Therefore, the majority of capacity miles which could not be
added in the 1990 P3an were due to unavailability of funding_for projects

such as Interstate major widening. .

1990 Pian 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

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 rebompute 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 vehic]e_mi?es and total annual vehicle miles between

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

V/Ch

v/C

CMy

VM,
CM

VM

Then:

!

'freéway volume capacity rafio determined for Needs

freeway voiume capacity ratio for Plan

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

Needs capacity miles
Needs freeway annual vehicle miles
Plan freeway capacity miles

Plan freeway annual vehicle miles

R = V/C, (CM, / VM)

and thus

v/C

P

#

R (VMp / CMp)

V/C, (CMy / VMg) (VMg / CMy)
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The resulting 1990 Plan volume capacity ratios for éhe.urban areas
in many cases shows a serious degradation of highway system performance
occurring between 1972 and 1990. This 1s due predominantly, of course,
to the lack of caﬁabi1ity 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 Tor pollutants
(€O, NOy, 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, |
poliutants 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 ihe'five functional
classifications. These capital costs are EXactiy equal to the funding
allocation by functfoaa? classification, since it is assumed that each
dollar allocated will be spent. Federal aid-eTigibTe costs for the Plan
were assumed to be all costs for non-local functional classifications
which would be incurred for all improvemehts except resurfacing. It is to
be noted that this NTS data item does not represeht Federal Aid which
would be received but rather the total of all projects whose costs would

be eligible for some form of Federal Aid.
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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 reporéed separately, however, data
on traffic control costs for non-local functional classifications was not
available. Right of way capital costs were deve1oped as previously
discussed, taking into account relative changes between vright of way
acquisition costs and the consumer price index. New location construction
costs were obtained from previously described funding allecations to new
Tocation construction less right of way acquisition costs.. Existing
iocation improvements weve split between construction and modification and
other costs in the same manner that these costs were distributed for the
.3990 Needs.

Maintenance and administrative costs were developed for non-local
functional ciaséificatipns 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 fn Manual II. Thirdly, they were adjuéted for
Needs mileages which could not be funded under the 1990 Plan. Local road
maintenance costs were developed based upon 1971 per mee 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 availab1e
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 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 classificatfons 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. HWhile
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 Pian.

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 shovri-
fall with respect to capacity could be on principal arterials utilized for
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
Prinéiba] Arterial
Minor Arterial
Collectors

Local

TABLE 2.4.2. 14

INCREASES IN TOTAL MILES

1990 PLAN
1990
1990 Plan Needs..
New Miles % Increase New Miles
182 18.4 182
922 7.1 1,451
434 5.8 450
157 1.0 242
10,273 13.5 10,273
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Functional
Classification

Intersiate

Principal Arterial

Minor Arterial

TABLE 2.4.1.1%
1990 CAPACITY MILES

(thousands}

lirban

1980 Increase %
Capacity Miles from 1972 Increase

1962.1 449.1 29.7
3556.6 5399.6 20.3
2717.3 436.3 19.1

Rural
1990 Increase %
Capacity Miles from 1972 Increase
2601.4 389.4 17.6
5939.9 1860.9 15.6
21.6

4079.7 723.7




Functional
Classification

Interstate

Principal Arterial
‘Minor Arterial
Collectors

Local

TABLE 2.4.2.16

1990 VEHICLE MILES
(100 millions}

URBAN ~

1990  Increase %
Vehicle Miles from 1972 Increase

110.6 61.7 126.2
234.3 86.4 58.4
116.0 20.7  34.4
40.5 8.9 28.2

48.9 10.2 26.4

RURAL
1990 Increase %
Vehicle Miles from 1972 Increase

55.3 27.5 98.9
80.8 58.2 274.1
74.6 29.4 65.0
93.2 - 21.9 30.7
46.6 8.7 26.3




Table 2.4.2.i7 sumnmarizes highway related poliutants developed for
the 1990 Plan. These pollutant levels are considerably reduced in all fespects
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
Tater 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, duelprimari1y 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 Syétem 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'capitai costs.
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Oxides of Nitrogen

Hydrocarbons

Carbon Mconoxide

TABLE 2.4.2.17
SUMMARY OF HIGHWAY RELATED POLLUTANTS

1990 PLAN

Pounds ‘Pounds/
- {millions) VT
517 . 0057

166 .0018

933 0104

Pounds/
PMT

. 0040

L0012

L0070

Pounds/

Capita

48.7
16.0

89.7
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TABLE 2.4.2. 18

SUMMARY OF HIGHWAY RELATED FATALITIES & INJURIES

1930 PLAN

Fatalities - Total

- per 100M VMT

Injuries - Total

- per 100M VMT

Urban
1,890

3.43

118,881

216.02

Rural

1,589

4.53

92,513

263.95
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TABLE 2.4.2. 19

CAPITAL COST PER CAPITA - 1990 PLAN

TOTAL
CAP COST/ TOTAL TOTAL ANNUALIZED
CAPITA CAP COST/  CAP COSTS/ COST/
{doilars) YMT PMT CAPITA
Ann Arbor 638.0 0.10 0.07 35.44
Bay City 623.9 0.12 Q.07 3466
Detroit 704.3 0.11 0,08 39.13
Flint 807.2 0.12 0.08 44,84
Grand Rapids 723.3 0.14 0,09 a8 L
Jackson 687.9 0.10. 0.07 38.22 |
Kalamazoo 701.7 .10 G.09 38.98 |
Lansing 731.1 0.11 0.08 40.62
Muskegon 782.8 0.12 0.08 43.49
Saginaw 772.6 0.13 0.09 42,92
South Bend 1,015.0 ' 0.26 0.16 56.39
Toledo 641.4 0.18 0.12 35.63
Small Urban A 691.5 0.19 011 38.42
Small Urban B 722.0 0.13 0.08 40.1]
Rest of State 2,553.09 0.12 0.65 141 84




2-4.3 URBAN PUBLIC TRANSPORTATION

This section describes the transit systems in tﬁe 10 major urban éreas
in Michigan and those portions of the State wh%ch are included in urban
areas of other statés, namely:

o South Bend, Indiana
4 Toledo, Ohio .

It is not possible to discuss this as a Stéte,Urban Transit Syétem,

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.

0 Ann Arbor: Two kinds of service will be provided:

0 Fixed Route - Fixed Schedule Express Service
0 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 centg, with free transfers between DAR and Line Service.

0 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_0?
the population will have access to bus service.

0 Detroit: The 7,100 mites 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.

0 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.

0 Grand Rapids: In order te increase transit usage, 615 buses

(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.

) Jackson: Transit rerouting will increase access for the popu-
lation. Otherwise, the Tevels of service will be the same as 1972.

o KaTamazoo: The Tevel of service will be increased iu 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.

0 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. Fave will be 25 cents.

0 Muskegon-Myskegon Heights: Service will be provided with 50 small

(20-passenger) buses on about 40 miies of street. Access will be available
to about 40% of the population and 85% of the jobs. The average fare will
be 35 cents.

0 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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0 South Bend: The Niles, Michigan, area will have 16 vehicles
operating on 20 street miles providing service to almost the entire poph—
Tation and about 1/2 of the jobs. Average fare will be 35 cents.

0 Joledo: The Toledo area, inciuding 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

Average

Annual | Transit Ac-
Pas- | cessibility Peak Hour
senger | % Within 1/4 Performance
o Mile |Mile of Route Oper- Aver-
Miles Miles Vehicles Per Pop- Em- ating Head- age
of of Avg Avg Seat ula- ploy= Speed wa Fare
AREA NAME Route Line No. Age | Seats Mile tion ment MPH ﬁi% Cents
ANM ARBGR 250 250 25 7 3C 0.10 S0 70 15 15.0 25
BAY CITY 72 30 14 | 10- 28 0.16 75 90 5 30.0 55
DETROIT 7,105 3,400 3,000 6 44 0.20 89 94 15 10.3 28
FLINT 531 260 142 5 34 0.30 58 78 14 i7.0 50
GRAND RAPIDS 1,020 400 615 8 40 0.05 90 95 15 5.0 35
JACKSON 36 18 12 7 33 0,13 75 75 12 30.0 30
KALAMAZO0 410 118 122 6 45 0.14 95 - 90 15 20.0 25
LANSING 830 465 173 7 39 0.34 280 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 i8 0.42 95 50 20 30.0 35
TOLEDO - - - - - - - - - - -
STATE TOTAL 16,588 5,031 4,185 6 43 0,14 82 89 14 11.0 29




2-4.4-  AIRPORTS

The projections of aviation activity and development criteria usedlin
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 homégeneous 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 ayiation accounts for
12 million or 94 percent of total operations and is an increase of 150 percent.
Air carkier 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
haif the genefa] 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 miillion.
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A review of the state-wide distribution of enplanements is as fTollows:

the urban areas are projected to generate 14 miilion or 93 percent of air

carrier enplanements. Detroit is projected to generate 12 million gnplane-
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 {s forecast.

Based Aircraft

The based aircraft in Michigan is projected to increase to 14,710 by 1990
(Exhibit‘2~5,3.3). 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 siate

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 atiributed

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 perceﬁt 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

&/C En=

nlane- a7/ A -
ments Oper- Pollutants~ Percent of Population Within
Per ations | Lbs. per A/C& | 30 60 30
Number in $ASP Oper- Per G/A Qperations Min | Min | Min 60 Min
A/C | Rel | G/A | ation Capita | €/0 | NO | HC | Any A/P Scheduied Service
Ann_ Arbor. 0 0 1 0 g.00 l0.0 /0.0{0.0} 0@ 0_ 0 0
Bay City ol 1! o 0 1.02 16.0 1017011 o | 0 o |0
é; Detroif 11 .13 2 44 0,47 19.8 11,917.21100 1 100 91 100
¥ Flint 1 1 0 13 1.17 17.2 10.610.31100 | 100 { 100 100
Grand Rapids 1 2 0 20 1.07 17.3 11.210.51100 | 1001 100 100
Jackson 1 0 0 0 0.00 (0.0 10.0]0.0] © 0 0 0
Kalamazon 1 2 C 15 2.46 6.4 10.5:0.3 0 0 0 {0
Lansina 1 1 0 16 0.96 8.8 {1.310.51 © 0 0 0
Muskegon _ , , , |
Muskedgon/Heiahts i 0 ¢ 0 0.00 0.0 10.010.0 C 0 0 0
Sadinaw 1 11 0 17 1.63 17.7 [1.5]0.61 0 0| o0 0
South Bend 0 0 1 0 .00 10.0 {0.070.0{100 | 100 { 100 100
Toleda 0 0 1 G 6.00 0.0 10.0J0.0;100 | 100 100 100
Subtntal 8 19 5 36 0.68 {8.7 11.414.1]100 100 92 100
Small Urhan A 7 ol 28 0 0.00 10.0 {0.010.0[N/A | NJA| N/A N/A
Small Urban B 2 1 2 0 6.00 0.0 !0.0{0.0IN/A | N/A| N/A N/A
Rest of State 2 11 103 0 §.00 0.0 {0.0/0.0|N/A { N/A| N/A N/A
191 217 138 36 0.68 8.7 {1.414.11100 | 100 73 95
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with exception of the 1972 ailocation, included in this amount, which totaled
$11.4 mitlion. Total Federal funding is based on the level of appropriations
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 thé.EO states, many states fail to meet criteria distribution
standards--that of programmed projects and matching state and Jocal monies.

In view of this, excess funds, so derived, become available fTor realltocation
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
Peronautics Commission anticipates continued utilization of allocated discre-
tionary funding, plus additional amocunts from the fTund over and above the
allocation.

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 scurces 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. A1l other local service
will be provided by this DiaT-A-Ride. The system will consist of seventy-

five, l0-passenger vans. Some estimate of service measures are:

Passenger Trips: Average MWeekday 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/trip.

0 Bay City Special Transportation Service: Integrated into area

transit system.
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25 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.

Section 2.7.? 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 reguire-
ments, formed the initial basis for the development of the 1980 Program.

After these initia1 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 Aﬁbor, 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 ?980.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 apﬁropriate authoritfes,
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 210 identified in order to facilitate required reporting of this data. In
most cases, the year of improvement was noted in thé short range improvement
program. In those cases where it was not, improvements were assumed to occur
Tinearly 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 proeject by project basis, in accordance with DOT instructions for factoring
capital costs, to acco@nt 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 projecis 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 comparisoh of the capital costs for the 1980 Program and the 1980 Neads
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 1971 dollars.
This short-fall is particularly acute for the arterial system.

This Tow percentage of needs met under assumed available funding sources
rajses serious questions with respect to the adequacy of the available funds.
With the assumed funding levels upon which the Program was deﬁe]oped, many
projects reported in the Needs which are oriented toward adding capacity to
the highﬁay system cannot be undertaken. Table 2.5.1.3 shows the new miieages
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 1n¢rease 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 comnarison 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 jden-
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 section
2~7.Ii Adjustments were made to the capital costs in 6rder 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 somé data items missing Vvon
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 tolbe a reasonable assumption, since observed short-falls were generally

aligned with revenues historically raised at the Tocal tevel.
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CARITAL €OSTS - 1980 PROGRAM

TABLE 2-5.1.1

{Thousands of Dollars)

Principal Minor

Interstate Arterial Arterial - Collectors Sub-Total Local Total

Ann Arbor 18,648 22,373 3,187 661 44,869 16,211 61,080
Bay City 2,747 19,995 1,577 1,178 25,497 5,223 31,720
Detroit 516,722 673,827 100,969 21,472 1,312,990 405,436|1,718.42¢6
Flint 63,075 15,107 28,374 5,369 111,925 54,7301 166,655
Grand Rapids 4,693 21,251 24,096 6,727 56,767 45,743 103,510
Jackson 5,421 1,910 4,252 2,161 13,744 8,322 22,066
Kalamazoo 3,671 8,797 8,075 4,695 25,238 15,937 41,175
Lansing 8,469 25,220 11,857 4,186 - 49,532 33,849 83,381
Muskegon 3,653 11,130 2,382 763 17,928 16,846 34,774
Saginaw 52,962 14,582 4,128 1,383 73,055 23,028 96,083
South Bend 0 3,447 567 114 4,128 8,631 12,759

- Toledo - 0 2,955 640 344 3,939 3,904 7,843
Small Urban A 4,693 31;360 8,136 4,081 48,270 53,713} 101,983
"Small Urban B 28,378 22,078 9,369 2,202 62,527 48,461 110,988
Rest of State 151,707 825,482 138,214 38,994 1,154,397 438,090}1,592,487
865,339 1,699,514 345,623 94,330 3,004,806 [1,180,124)4,184,930
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TABLE 2-5.1.2

1980 NEEDS - ADJUSTED FOR 1971 DOLLARS

{Thousands of 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
-Flint 243,469 368,086 172,470 39,995 824,020
Grand Rapids 14,162 119,274 143,737 40,392 317,565
Jackson 617 59,073 30,5616 6,448 96,754
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 32,977_ | 2,978 4,156 39,211
Toledo 11,542 15,379 13,312 40,233

Sub Total 1,680,083 6,210,981 2,391,925 872,270 11,125,259
Small Urban A 12,767 356,914 92,418 101,319 563,418
Small lUrban B 17,172 256,102 130,938 34,518 438,730
Rest =f Szate 235,519 1,185,450 7,463,822 1,924,873 4,809,664
Tota 1,815,547 8,009,447 4,079,103 2,932,980 16,937,071




TABLE 2.5.1.3

INCREASES 1IN TOTAL MILES - 1980 PROGRAM

New Miles % increase

Interstate 150 15.1
Principal Arterial 561 ‘16.5
Minor Arterial 52 0.7
Co}lectofs | _ | .23 0.1
Local | 4,567 6.0
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Functional
Ciassiftication

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
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Functional
Classification

Interstate -

Principal Arterial
Minor Arterial
Coliector

Local

TABLE 2.5.1.5

1980 VEHICLE MILES
{100 mitiions)

URBAN
1980 Increase %
Vehicle Miles from 1972 Increase
78 29 59.1
179 31 20.9
97 10 1.5
37 5 15.6
43 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



I

Table 2.5.1.6 summarizes highway related pollutants developed for the
1980 Program. These pollutant levels are considerably reduced in all fespects
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'sﬁmmarizes 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.
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TABLE 2.5.1.6

SUMMARY OF HIGHNAY RELATED POLLUTANTS
1980 PROGRAM

Pounds Pounds/ Pounds/ Pounds/

(millions) YMT PMT Capita
Oxides of Nitrogen 585 .008 .006 _ 60.6
Hydrocarbons 351 .0051 .0037 36.4

Carbon Monoxide - 2.462 .0357 .0257 254.9
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. TABLE 2.5.1.7

SUMMARY OF HIGHWAY RELATED FATALITIES AND INJURIES

Fatalities - Total

Fatalities - per 100M YMT

Injuries - Total

Injuries - per 100M VMT

1980 PROGRAM

URBAN
1,529

3.52
110,562

254

RURAL
1,155

4.53

86,037

337




2-5.2 URBAN PUBLIC TRAMSPORTATION
This section describes the transit systems in the 10 major urban areas
?%i in Michigan and those portions of the State which are included in urban
areas of other states, namely:

5f? o - South Bend, Indiana
) Toledo, Ohio

?ﬂﬁ 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 Tocal 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.

0 Ann Arbor: Two kinds of service will be provided:

0 Fixed Route-Fixed Schedule Express Service
0 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.

0 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.

0 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‘wfIT have access to the combined bus and rail system.

Fares will be abbut 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 miies will be traversed by a

total of 95 buses. Fare will be 65 cents.

0 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.

0 Jackson: The area will maintain a re1ative1y 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]? be operated on 30-minute headways. Fares will be 30 cents.

0 Kalamazoo: Service will 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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0 Muskegon - Muskegon Heights: Service levels will be increased

to provide access to about 2/3 of the popultation 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.

0 Saginaw: The 1980 system represents the partial growth toward
the 1990 system. The 1980 levels are only slightly below the 1990 leveis.

0 South Bend, Indiana: No service anticipated in_the Michigan

areas.

0 Toledo, Ohio: No service anticipated in the Michigan area.
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EXHIBIT 2-5.2.1

Annuai

1980 PROGRAM - URBAN PUBLIC TRANSPORTATION - BUS TRANSIT

Transit Ac- Average
Pas- cessibility © 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- Speed wa Fare
AREA NAME Route Line Ho. Age | Ssats Mile tion ment MPH M ﬁ Cents
ANN ARBOR 118 65 50 3 22 0.05 100 80 15 I 10.0 25
BAY CITY 54 23 i1 5 28 0.13 75 90 15 30.0 50
DETROIT 4,701 1,835 2,115 8 47 0.20 63 - 58 15 1 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 . i4 20.0 35
JACKSON 56 28 12 7 33 0.03 80 85 12 30.0 30
KALAMAZOO0 284 28 110 8 51 c.13 30 85 14 20.0 25
L ANSING 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 i3 30.0 30
SQUTH BEND - - - - - - - - - - -
TOLEDC - - - - - - - - - - -
STATE TOTAL 65,305 2,755 2,645 7 45 6.20¢ 64 63 14 10.4 22




2-5.3 AIRPORTS

Projects of aviation activity used in the development of the 1980 Pro-
gram correspond 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 & tabulation of significant parameters with respect
to the 1980 Program Data. Operations, based airvcraft and passengers enplaned

are presented in the comparative Section 2-6.

Operations

Projections of aviation activity expected to occur in 1980 display & marked
increase over corresponding statistics in the 1972 Inventory. Total activities
in this period are projected to increase to approximately 8 ﬁi11ion9 which is
an increase of 56 percent (Exhiﬁit 2-6.3.1). Detailed ana?ysis indicates that
general aviation operations represent 94 percent Of the total projection, an
increase of 57 percent. As may be anticipated. aiv 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 miilion

or approximately 95 bercent 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 15 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 Inventdfy (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. Ofﬁthe total based ajrcraft Tocated in Urban areas, the Detroit

area is expected to account for 53 percent or over half.

QOperating and Maintenance Cdsts

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 Targe 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 deve?opment and construction costs used in this study

are derived from fhe Michigan State Airport System Plan. The system plan uses
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the following three planning periods as a base for future development:

Base for Aeronautical

ji , Planning Period Fiscal Years Activity Forecasts
: Short Rande 1973-1977 1975
i Intermediate Range 1978-1982 1980

Long Range ' 1983-1992 1990

Ef Since the Intermediate and Long Range periods corvespond (parallel},

with the dates for the 1980 Program éﬁd 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 présented in Appendix
"0" were adjusted to cover the period January 1, 1972 through December 31, 1979.)

Therefore, to arrive at a balance of revenueé and expenditures, it was

decided to base the 1980 Program on the Short Range planning period of the MASP.
In so doing, the proiected development costs proved greater than anticipated

éi 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 Targer 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. Inlthe 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

A/C En-
plane- G/A _ ‘
ments Oper- | Polluytants- Percent of Population Within
Per ations | Lbs. per A/C& | 30 60 - 30 '
Numbgr in SASP Oper- Per G/A Cperaﬁions Min | Min E Min E 60 Min
| AJC ¢ Rel 1 G/A | ation Gapita ! C/0 I NO | HC | Any A/P Scheduied Service
Ann._Arbor 0 0 1 0 0.00 0.0 j 0.0 0.0 0 0 4] 0
Bay City 0 0 1 0 0.61 6.0 10.1,0.1 0t 0 0 0
Detroit 1 11 2 30 0.36 112.7 1 3.3¢4,3; 100 1100 90 100
Flint 1 1 0 13 0.96 5.4 1 0.410.31 100 ;100 100 100
Grand Rapids 1 2 0 15 06.73 6.7 §1.0] 0.4: 100 {100 100 100
- Jackson 1 0 0 0 0.00 0.0 | 0.0] 0.0 0 0 0 G
Kalamazoo 1 2 ¢ 11 1.66 6.3 1 0.5] 0.3} .0 C 0 G
lansing 1 1 0 11 .76 6.9 | 1.0 0.4 G 0 & 0
Muskegon
Muskegon/Heights | 11 0O g 0 0.00 | 0.0 §0.6j0.0fj O 0 0 0
' Saginaw 1 0 1 _13 i.12 7.1 7 1.21 0.5 0 0 G 0
- South Bend 0 0 1 0 0.00 6.0 ¢ 0.0 0.03 106 1 10C 100 100
Toledo 0 0 1 0 .00 0.0 ; 0.01 0.0) 100 } 100 100 100
Suhtotal 8 17 7 26 0.50 {10.0°¢ 2.1 2.6; 100 100 100 100
Small Urhap A 7 0 28 ¥ G.00 6.0 1 0.0F 0.0} H/A | N/A N/A N/A
Small Urhan B 2 i 2 4] 0.00 0.0 ; G.07 0.01 N/A | N/A N/A N/A&
_Rest of State 2 11 103 0 0.00 _g 0.0 ] 0.0} 0.00 N/A | N/A N/A N/A
Total 191 19 146 26 0.50 }10.0 [ 2.11 2.6, 98 1100 72 - 93




2-5.4 TERMINALS (NOT APPLICABLE)
2-5.5 OTHER TRANSPORTATION
o  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 o E

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 EVALUATIONS AND COMPARISONS
2-6.1 EVALUATION AND COMPARISON OF THE HIGHWAY INVENTORY, PLAN AND PROGRA
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 distinctionsﬁto 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 tréffic movement. Inasmuch as reporting requirements for the
1974 NTS did not-distihguish between those portions of the system serving
intercity traffic movement and those portions oriented toward serving rural
residents of Michigaﬁ; it is assumed for discussion purposes here that the
rural arterial system is primarily oriented toward serving intercity travel
needs and that lTower functional classifications are primarily oriented toward
providing the collection and distribution function for the rural population. é
Perhpas the most significant comparison which can be made between the ﬁ
Inventory, Program and Plan is with respect to capital costs associated with
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

il 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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Functional
Classification

Interstate

Principal Arterial

Minor Arterial

Collectors

Local

TOTAL

TABLE 2-6.1-1

CAPITAL COST COMPARISONS

{Thousands of Dollars)

-URBAN

1980 1990
Program  Plan

713,632 1,122,626
874,032 2,728,101
207.409 565,645

55,336 154,170

742,034 1,630,955

REST OF STATE

2,592,443 6,201,497

1880 1990
Program Plan
151,707 424,432
825,482 1,359.108
138,214 676,481
38,994 583,888
438,090 1,155,825

4,199,734

1,592,487

R —

e

e

e e et
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. HIGHWAY SOURCE OF FUNDS COMPARISONS

TABLE 2-6.1.1(a)

(millions of dollars)

Federai

State Motor Vehiclie Highway Fund
Locally Raised Revenues

Privéte Funds

. Total

1980 1990
Program % Plan
1.314 31 3,470
1,697 41 4,304

342 8 756

832 20 1.871
4,185 100 10,401

33

41

18

100



of the Federal government, State government and Local governments with respect
to funding highway programs will remain relatively unchanged over the ﬁéxt
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 199d Ptan. This comparison is shown in Table 2—6.1.i(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 éqmparisoh 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
tight of the‘projécted 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 realistically constrained funding levels. 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

~181~

Functional
Classification Needs Program Needs Plan

Interstate 1,915,541 865,339 2,089,550 1,547,058

Principal Arterial 8,009,447 1,699,514 13,520,013 4,087,209

Minor Arterial 4,079,103 345,623 6,267,213 1,2429126

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
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Functional
Classification

interstate

Principal Arterial

Minor Arterial

Collectors

Local

TABLE 2-6.1.2

HIGHWAY MILEAGE COMPARISONS

URBAN

1972 1980 1990
Inventory Program Plan
352 427 440
2,203 2,314 2,362
3,138 3,210 3,227
2,740 2,743 2,744
16,085 18,189 20,817

REST OF STATE

1972 1980 1990
Inventory Program Plan
640 715 734
1,201 1,651 1,964
4,354 4,379 4,744
23,490 23,510 23,643
60,149 62,612 65,690
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Functional
Classification

Interstate

Principal Arterial
Minor Arterial
Collectors

Local

TABLE 2-6.1.3

NEW CONSTRUCTION MILEAGES

URBAN
1980 1940
Program Plan
75 13

1311 48

72 17

3 1

2,104 2,628

REST OF STATE
1980 1990
Program  Plan
75 19
450 313
25 365
20 133
. 2,463 2,078



Table 2-6.1.4 shows capacity miles comparisons for the arterial functional
classifications between the three repofting periods. Table 2-6.1.5 depicts the
projected additﬁons 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 tﬁe vehicle miles shown in
Table 2-6.1

Anothef interesting compar{son of environmental issues of State policy
concern is shown in Table 2=6.1;8. This table shows that the total emissions,
in millions éf pounds annually, of the three major afmospheric 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 thé NTS Inventory, Program and Plan
data is with respect to highway safety. As Table 2-6.1.9 ghows, 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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- Functional

Classification

Interstate

Principal Arterial

Minor Arterial

TABLE 2-6.1.4

CAPACITY MILE COMPARISONS

{Thousands)
URBAN
1972 1980 1990
Inventory Program Plan
1,513 1,850  1,962.1
2,957 3,925 3.556.6
2.281 2,779 2,717.3

REST OF STATE

1972 1980 1990
Inventory Program Plan
2,212 2,512 2,601.4
4,079 4,906 5,938.2
3,356 3,678 4,079.7
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Functional
Classification

Interstate

Principal Arterial

Minor Arterial

TABLE 2-6.1.5

CAPACITY ADDITIONS

(Thousands)
URBAN
1980 1980
Program Flan
337 - 449.1
968 599.6
498 436.3

REST OF STATE
1980 1990
Program lan
300 389.4
827 1.860.9
329 723.7 -
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TABLE 2-6.1.6

YEHICLE MILE COMPARISONSV

{One Hundred Millions)

Urban Rest of State

Fuﬁctiona1 1972 1980 1990 1972 1980 1990
Classification - Inventory Program Pian Inventory - Program Pian
Interstate 49 78 110.6 28 38 55.3
Principal Arterial : 148 179 243.3 22 43 80.8
Minor Arterial | 86 97 '116.0 45 | 54 74.6
Collectors 32 37 40.5 71 79 93.2

Local S 39 43 48.9 37 4] 45.6
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TABLE 2-6.1.7

VEHICLE MILE CHANGES
{One Hundred Millions)

URBAN REST OF STATE
Functional 1972 1980 18980 1872 1980 1990
Ciassification Inventory Program Plan Inventory Program Plan
Interstate NA 29 61.7 NA 10 27.5
Principal Arterial NA 31 58.4 - NA 21 59.2
Minor Arterial NA 10 34.4 NA 9 25.4
Collector NA 5 28.2 NA 8 21.9_
4 - 26.4 NA 4 9.7

NA

Local
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Oxides of Nitrogen

Hydrocarbons

Carben Menoxide

TABLE 2-6.1.8

POLLUTANT COMPARISONS

{(Annual Pounds in Millions)

1972 1580
Inventory Program

azo 585

588 351
5,001 2,462

1990

Plan

517

166

933
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TABLE 2-6.1.9
HIGHWAY SAFETY COMPARISONS

1972

Inventory

Highway Related Injuries 157,664

Highway Related Fatalities 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 grthh 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 wrban population will have access to pub1ic.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

Annual | Transit Ac- Average
Pas- | cessibility 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- Speed way Fare
AREA NAME Route Line No. Age | Seats Mile tion ment MPH MIN Cents
ANN ARBOR 233 443 19 75 -6 - 0 16 0 ~50 -16
BAY CITY - - - - - - - - - - -
DETROIT. 209 729 135 -45 ) 33 140 327 7 1 3
FLINT 305 98 448 G -24 275 3 -4 0 -51 66
GRAND RAPIDS 428 312 11,657 -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 s -

Musk/Heights' =12 -14 284 40 -33 - - - -25 -40 0
SAGINAK 1,284 - 25 100 75 100 20 46 15 - -66 =25
SOUTH BEND - - - - - - - - - - -
TOLEDO - - - - - - - - - - -
STATE TOTAL 262 467 280 -46 4 21 96 156 6 9 11
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PERCENT CHANGE 1972-1980 - URBAN PUBLIC

EXHIBIT 2-6.2.7

TRANSPORTATION - BUS TRANSIT

Rev. 80: $62,358,000
Seat Miltes ~5,400
Pass Trips o

Pass Miles ~

Annual | Transit Ac- Average
Pas- cessibility Peak Hour
senger { % Within 1/4 Performance

Mile |Mile of Route Oper- Aver-

Miles Miles Yehicles Per Pop=- Em- ating Head- age

of of Avg Avg Seat uig- ploy- Speed way Fare

_ AREA NAME Route Line No. Age | Seats Mile tion ment MPH HIN Cents
ANN ARBOR 57 41 138 | -25 | -31 - 11 33 0 -66 -16
BAY CITY - - . - - - - - . - -
DETROIT 104 347 66 -27 -4 33 70 163 7 60 40
FLINT 83 -8 265 20 -8 137 =21 -4 0 -67 116
GRAND RAPIDS 68 35 125 -70 ~11 -11 18 i 0 -42 6
JACKSON 211 55 9 75 g -70 33 6 0 0 )
KALAMAZO0 78 25 59 -40 2 18 5 6 7 -50 - 150
- LANSING 486 1,090 644 | -33 -9 7.180 47 15 -13 ~22 ~18

MUSKEGON

Musk/Heights -20 2 92 20 -33 - - - ~25 -85 o
SAGINAW 37 18 250 | 150 -48 293 15 15 0 -50 -25
SOUTH BEND - - - - - - - - - - -
TOLEDO - - - - - - - - - - -
STATE TOTAL 104 212 80 -30 ~5 35 48 81 5 -1 -16




2-6.3 AIRPORTS

This section includes display exhibits on significant aviation paraﬁeters
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 backdrop
of the State Aviation System Plan (SASP) and the guidelines provided by the
DOT. Further discussion of the reasonbleness of the Plan is presented 1in

Section 2-4.
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EXHIBIT 2-6.3.1

Operatiohs
____________ 197 lmmacmcmmm———— (i?_9999§§9§2_1980;_______-_-___ SRR 1T, S
General Air Total General Air Total General Air Total
Aviation Carrier Operations Aviation Carrier Operations Aviation Carrier Operations
Ann Arbor 1,100 0o . 1,100 1,800 0 J 1,800 2,560 0 2,560
Jackson _ 630 30 660 1,010 30 1,040 1,670 30 1.700
Kalamazoo 1,190 | 150 1,340 2,190 | 140 | 2,330 | 3,620 220 3,840
Muskegon 810 90 900 1,520 110 1,630 2,280 180 2,460
Detroit 12,080 | 1,960 14,040 20,230 3,170 23,400 30,280 4,080 34,360
Lansing 1,370 188. 1,550 2,500 220 2,720 3,960 250 4,190
Grand Rapids 1,160 250 1,410 3,150 300 3,450 5,210 380 5,590
Flint 1,710 120 ' 1,830 4,240 160 4,400 6,790 130 6.980
Bay City 260 0 260 560 0 ' 560 1,010 0 _1.010
Saginaw 860 | 150 1,010 1,860 230 2,090 3,020 320 3,340
Niles (So Bend) 324 0 - 324 790 0 790 1.220 { 1,220
Lambertvilie - '

(Toledo) - 370 0 370 660 . G nE 660 _.870 0. 870
Ioﬁiéan Areas 215364 2,930 24,794 40,510 4,360 44,870 £2.430 5690 88,120
Small Urban A 7.440 | 280 7.720 12,800 7 280 | 13,080 15,380 640 20.020
Small Urban B 2,750 70 2,820— 4,510 190 4.700 5,240 360 £.600
Rest of State 15,656 90 15,746 8.820 170 ‘ 16,060 31,690 300 ¢ 31,990
Total of State 47,710 3,370 51,080 74,800 5,000 ‘ 79,800 119,740 i§ﬁ999 i 126,730
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EXHIBIT 2-6.3.2 .

ENPLANED PASSENGERS
(in thousands)

General Air General . Air General Air
Aviation  Carrier Aviation Carrier Aviation Carrier
{___Ann Arhor 55 91 128
Jackson _53 o6 82 11 132 .22
Kalamazoo _94 87 165 167 272 330
Muskegon 62 163 114 148 172 2. 276
Detroit 785 3,640 | 1,246 7,960 1,822 12,135
Lansing 114 118 180 244 268 478
Grand Rapids 96 220 350 |
Flint 110 80 259 208 397 230
Bay City 13 | ‘ 29 51 |
Saginaw 71 e 139 | 137 305 214 560
Niles {South Bend) 15 39 61
‘Lambertville {Toledo) 19 33 43
Total | 1,487 4,015 2,595 9,043 3,910 14,031
Small Urban A& 429 99 703 218 1,059 458
Small Urban ¥ 137 ' 49 267 135 428 280
Rest of State 2,167 67 2,198 127 2,214 281
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EXHIBIT 2-6.3.3
BASED AIRCRAFT

1971 . 1980 1990
Ann Arbor ‘133 220 310
Jackson 97 140 213
Kalamazoo 151 256 414
Muskegon 99 _ 177 262
Detroit 1,809 2,775 4,165
Lansing 166 307' 480
Grand Rapids 147 383 640
Flint 195 531 869
Bay City 50 51 150
Saginaw 81 198 335
Niles (South Bend} 53 113 175
Lambertville (Toledo) 45 80 105
Total Urban 3.026 5.271 8,118
Smali Urban A 872 1,531 2364
Small Urban B 350 558 888
Rest of State 1,914 2,020 3,340
Total State 6,162 9,380 14,710




EXHIBIT 2-6.3.4

g ' PERCENT CHANGE 1972-1990 - AIRPORT SYSTEM

1
$ _ ' e an e Operation-~«~emm=-=as
Annual Pass Enplaned A/C En-| G/A Op+Poliutants % of Population Within
A/C planed | ations [Pounds Per
: Per Per Per A/C & G/A 30 60 30 60
Number in SASP A/C G/A ; Cap-| A/C G/A | Oper- Cap- [Operations Min | Min | Min  [Min
A/C 1 Rel 1G/A 1 (000) {000) { ita | (000} | {000) | atieon ita €0 | NO {HC{ Any A/P Scheduled Service .
Ann Arbor g__o ol o9 0 ol __ o0 ol o | o .o oo 01 0 0 0
Ray City o0 _ 0 01312 0 01 234 0 161 ol _d o 0 0 0 0
Datroit g 570 100 339 1143 | 241 | 1141 184 | 109 123 -7} -20k21 0 0 0 0
“iing ¢ of 0! 283 {342 | 1511 1771 38| 29 192 18) 1979 9 0 0 0
sirand Rapids oo ol 243 1171 | 160 75 | 216 | 100 143 21 1985 0 0 0 0
Jackson 20 0 0 0 0 0 0 0 0 ol g o 0 0 0 0
/alamazoo | -50 0| ol 258 190 | 187 57 { 151} 150 101 | 12} 150-25 0 0 ) 0
Lansing g o ©0f 238 122z | 145 107 % 139, 359 74 44| 85-78 0 0 5 0
suskegon '

Musk/Hts. o0 o0 0 04 0 0 0 0 0 o d o 0 0 5
Saainaw q ol ot o254 219 | 1931 1%01 2971 21 225 {-131 3g-8 0| O 0 0
‘o, Bend I I 9 g g1 - 0l o g of g o 04 0 9 0
“edo U T 0 0 0 i 3 0 0 o4 oo 0 0 0 0
Capiotal (=11 171 333 1369 | 2554 ilz ! 201 103 126 0 -13-33 0 0 I
lUrkan AL O O T g 18 g ol 513 5 of 4 of WAL N/AL O N/A L N/A
Ul urpen 31 6 G R I R 0 o o o wA G N/AT WAl /A
= of ¢ d 0 ol of ol a2t 9 0 obg o w/A] N/AL N/A | /A
iz Total | -4 200 333 | 169 | 2251 12| 201} 103 | 128 3 <1133 3| ol 1 ]




EXHIBIT 2-6.3.5
PERCENT CHANGE 1972-1980 ~ AIRPORT SYSTEM

1
'_l
3
I
, _ emee e Operation=esweomnean
. Annyal Pass Enplaned A/C En-| G/A Op<Pollutants ; _% of Population Within
AN . planed | ationms |Pounds Per
Per ‘ : Per Per {A/C & G/A 30 60 | 30 60
Number in SASP A/C G/A | Cap-| A/C G/A | Oper- Cap~ (Operations Min | Min | Min Min
A/C | Rel (G/A | (000 H000) i ita | (00Q) | {000} | ation ita . ICD [ NO [HC! Any AP Scheduled Service
Ann Arbor ol ol ol o 0 nl g 00 o . Lol ol @ o} o g 0
Bay City 0 0 0 0 =4 n 0 75 0 50 . 0 0] ¢ 6 | © g Y
Detroit O 5743 100 ; 133 65 104 61 39 4z 71 iet 371-53 1] 0 -1 0
Flint G 0y 01} 128 162 a7 77 200 29 139 4 -191-79 0 0| 0 0
Grand Rapids 0 0 0 79 69 57 25 89 50 65 11 01-85 0 .0 0 g
Jackson 0 0 0 0 0 0 0 0 0 0 gl of 4 o 0 0 0
Kalamazoo -50 0| o] 8 | 8] 8| o 51 | 83 36 10| 150{-2 © 0 0 0
‘Lansing 0 0 0 70 54 £7 57 60 g 38 13 421-8Z 0 0 g 0
Muskegon
Musk/Hts. ol gl 0 0 0 0 0 0 q 0 gl ol o 0 0 0 0
Saqinaw oL ol ol 93 1117 771 109 1 133 | -7 123 (=201 9l-sa ol 0 0 0
So. Bend 0l 0ol o0 0 0 0 0 0 0 ol ol g 0 0 q 0
Toledo (o 0 0 g | 0 0 0 0 0 0 g 0 0
Subtotal . -111 142 0 125 75 26 56 94 43 &9 14 301 -5% 0] 0 0 8]
Small Urban A 7 0 Q Q 0 0. G N/A L N/A N/A N/A
Small Urban B 0 01 -33 0 0 { 4] 0 _NJA | N/B N/ZA N/A
Rest of State 0 01 60 0 8 0 4 {0 4 0 0i G N/A | N/A N/A _N/A
State Total -41-1711 39| 128 75 96 56 a4 43 69 141 30i-57 1 0 :0 -1




é—? 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 O of Manual II shows that the
total source of funds for the highway program for fiscal year 1973 thraug?

fiscal year 1979 was 1.1 billion dollars, as shown in Table 2.7. 1 1. In order

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 Federai funds for fiscal year 1972. This was
done for each of the fundingAcategories 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 Program
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 doTlars to be applied to the state primary
and secondary system, and 270 million dollars of urban program funds. This
inctuded the 4 million dollars TOPICS funds for 1972 and the 10.7 million dollars
of TOPICS funds shown in Appendix O for fiscal year 1973.

The next step in the development of the source of funds for the 1930 Higluay
Program 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 general state funds considered to be avail-

able for the highway program and thus, no analysis of the burden on the general
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TABLE 2.7.1.1

LT FEGERAL TARGRT FUNDS FOR 1980 PROSREN

"TSTATE OF MICHTGAN

TTHOUSANDS OF ADJUSTED 1671 DOLLARS)

- - FTSCALEL YE &R

[ §. 5. IR 11 2 SO 1+ TN L. | N 1977. L1ere. 1979 . Toter
—anewHIGHWAYS . « PUBLIC TRANSPORTATION=

———EUNDING _CATEGORY .

— }-..INFERSTATE SYSTEM.___ . ... . . . -B3nBg 23619 91425 . 94065 .. $186).._. _B97BS  _ 4371517
? PRINRITY PRIMARY ROUTES 2153 6672 9773 - GG4b 9320 9102 46564
STATE NFTWORK .

— 3. .. _PRIMARY. SYSTEM - ... ... o oo e ——1S5G8 ., 104%9] . __38372 .._317941 _AT5R0. . (17318 _ .. 6789 _EE3TNI
4 SECONDARY SYSTFM ' 10665 6887 10450 10952 14812 2777 9568 66THT
-8 __. ToTalL RURAL PROGRAM e - e .—20223 16508, .. 28870 . . 28193 L 27532 . 28087F 26257188470
220 R —_ e e e e mm e = ae e — p—

[ TORTCS PROGRAM 10729 .. 10729
_.7. ... URBAN EXTENSIONS . . 5355 . 859% 114407 11140 10879 l¢624 . 10375 67369,

YARAN SYSTFM ' .

8. . . DETROIT ... — e - —~ .- de23s 18526 . 18092 17667 . . 17254 _. 16849 _ 102622
R GRAMD PAPIDS 1265 1646 1507 1569 1533 1497 8117
B ELEINT_ - e o IXRG 150 1504 L 2469 1435 160l BS33
[] 1 ANSING . 823 107y 1846 1021 957 874 5932
B . SODUTH BEND _AMICHM PART). .__. . . . .—. ... B& 09, . - 397 _ . LleA o dp2 ... .99 ___4a0S
8 TOLEDO (MECH PART) %3 55 Sé s3 52 L1l 307
B BEMAINING URBAN SYSTEM FUNMDS .. e . SB0& . 6514 .. 6361 6213 8085 8925 . 24482
10 THTAL URBAN SYSTEM 8717 22638 29461 28771 28096 27438 26795 171916

10T URBAN RPRAGESH.. i 21237 40888 . _ 39911 . __3BST _LAZATO | 250di4

~

JI2_ InTal. HePT. PROGRAR (EXCEPT. UMTAI_ . is3602 238982 . 1T6R29 . 169382 rEsiie . 366130_ . 182314 . 11i4S8%.
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TABLE 2.7.1.2

REVISED MICHIGAN APPORTIONMENT FOR FISCAL 1972
{Federal Funds)

Type of Fund Apportionment HPR 1-1/2% Programming
Interstate $146,882,400 $2,203,236 $144,679,164
Urban o 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

* Secondary

State $2,191,227 + $1,464,280
County 7.423,488 - 66% of total Secondary and Rural Secondary
Apportionment

Revised 11/1/71 1in accordance with 1970 census
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TABLE 2.7.1.3

MICHIGAN FEDERAL FUND PROJECTIONS - HIGHWAYS

(Derived from Appendix O and 1972 Apportionment)
1972 - 1980

(Thousands of Dollars)

AMOUNT

FUND (1971 dollars)
Interstate 778,805
Priority Primary 46,564
State Network:

Primary System 130,099
Secondary System 77,588
Total Rural Program 207,687
Urban Program:
Topics Program 14,885
Urban Extensions 78,718
Urban System 176,379
Total Urban Program 269,982
Total Highway Program- 1,303,038
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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 éo1?ect10n 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 dotlars.

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

totai‘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 dellar highway program in the manner
currently prescribed by Michigan Taw. 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 commissicns,
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‘bn 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—



Fiscal
Year
1972
1973
1974
1975
1976
1977
1978
1979

TOTAL

TABLE 2-7.1.4

1980 PROGRAM

MOTOR VEHICLE HIGHWAY FUND

(Thousands of Dollars)

Availabile
420,554 3
454,923 +
519,694 2
543,315 2
566,210 %
593,847 %
620,878 2
647,140 %

4,366,561
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Infiation
Factor

1.024
1.049
1.074
1.100
1.126
1.153

1.181

1.209

Adjusted
Available
410,697
433,673
483,886
493,923
502,851
515,045
525,722
535,269

3,901,066



Table 2.7.1.5 shows the resulting distribution of this 3.9 biliion 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
'Highwéy 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 thé portion of its funds, by category, which would be spent within the
1990 urban area boundaries. Secondly, for each of the cities and viilages 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 19390 urban area boundaries.

=206~



~L0Z~

M.V.H.
Fund
8 Year Totals 3,901,066
% Maintenance;
Administration &
Debt Retirement
(Non-Construction)
Amount Available 1,697,305

for Construction

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

15.8% Cities & Villages

44.5% 107 75% 25% 75% 25%
STL Total Urban | Remazinder | Co. Pri. Co. Loc. _Tota] City Maj. City Locﬁ
1,735,974 [1,392,681 772,411 ;
139,268 | 1,253,413 | 940,060 313,353 579,308 193,]03;
50 - 50 60 70 60 70 |
867,987 69,634 376,024 84,006 231,723 57,933%




TABLE 2.7.1.6

1980 PROGRAM - PRELIMINARY

STATE TRUNKLINE CONSTRUCTION FUNDS & FEDERAL-AID HIGHWAY CONSTRUCTION FUNDS

{thousands of dollars)

Rural FAS Primary
1 STL Constr Primary FAS State County Urban Urban Total
§ Fund Interstate "AY nge “B"  Ext & Topic System FA Total
= _
---------------------------- FEDERAL AID ---cccmmcmmcccrcmrcom e
State Highway Program 867,987 778,805 176,663 25,868 | 93,603 44,095 1,119,034 1,987,021
1972-1980 , '
Other 51,720 132,284 184,004 184,004

Totals 176,379 1,303,038 2,171,025
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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

Total

STATE
HIGHWAY
PROGRAM
25,155
3,272
754,260
66,518
54,989
2,662
4,020
18,234
2,227
37,026
1,417
1,947

9,994
18,392
986,208

1,987,021

CRC

URBAN
PRIMARY
1,606
564
26,242
4,557
1,950
1,677
1,776
1,928
764
1,271
618
636

3,688
4,215

51,893

TABLE 2.7.1.7

ALLOCATION OF NON-LOCAL FUNDS - 1580 PROGRAM

ADJUSTED FOR INFLATION EFFECTS

CRC
URBAN
LOCAL

623
-378
6,723

1,670

812 -

790
522
744
340
847
384
225

1,657
2,026

17,741

CRC
PRIMARY
2,921
1,073
127,137
13,903
7,359
2,324
4,542
5,535
2,742
3,278
- 1,193
873

6,032
8,698

188,414 -

376,024

CRC
LOCAL

996
331
8,836
2,623
1,166
926
747
1,202
623
1,208
574
356

3,041
3,019
68,358

94,006

(Thousands of Dollars)

MUNICIPAL MUNICIPAL FA URBAN

MAJOR .

4,881
2,272
129,610
10,264
14,063
2,023
5,380
7,489
4,164
4,282

481

17,310
9,089
20,415

231.723

LOCAL

1,148
566
31,784
2,441
3,099
443
1,222
1,656
1,031
897
159

5,111
2,215
65,158

57,931

SYSTEMS

3,532
1,561
81,237
8,267
7,249
1,547
2,950
4,934
2,103
2,778
569
675

8,189
6,693

132,284

FA STATE
SECONDARY TOTAL
40,863
10;417
1,165,829
110,243
80,687
12,392
21,159
41,722
13,994
51,587
5,395
4,712

55,023
54,347
51,720 1,321,973

51,720 3,000,343



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.genera1-inf1ation in the 1972-1980 time period. Table
2.3.1.8 showé the private funds required for compietion 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 Pian. As is

“discussed in Section 2.5, the 1980 Program for each urban area was developed

on the basis of the Short Rangé Improvement Programs for Highways developed
through the 3C process. Thus, Tocal 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 Tocal funding requirements derived from
the Short Range Improvements Programs would provide the more realistic estimates.
Table 2.3.1.9 shows the resulting estimate of local funding requirements for
highway related capital costs during the 1972-1980 period on both an absalute
and a per capita basis. |

Finally, based upon all of the cbnsiderations previously 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 vehicle wile.

EA
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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
Smail 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 doilars)

Ann Arbor | 8,034
Bay City 11,745
Detroit 185,038
Flint | 18,832
Grand Rapids - 19,036
Jackson 3,598
- Kalamazoo 9,927
Lansing ‘ 11,243
Muskegon 7,163
Saginaw | 7,019
South Bend 1,289
Toledo 662

Small Urban A
33,910

Small Urban B
Rest of State 24?17?
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-Total
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



TABLE 2-7.1.11

CAPITAL COST PER CAPITA
1980 PROGRAM

TOTAL TOTAL TOTAL

CAP COSTS/ CAP COSTS/ CAP COSTS/ ANNUALIZED
CAPITA VMT PMT  COST/CAPITA
Ann Arbor | 293.65 0.05 0.04 36.71
Bay City 348,57 0.08 0.04 43.57
Detroit 365.93 0.06 0.04 45,74
Flint 377.90 0.06 0.08 |  47.24
4 Grand Rapids | 247.04 0.05 0.03 | 30.88
T Jackson ., 242.49 6.05 0.03 30.31
Kalamazog 235.29 0.04 0.03 29.41
Lansing 298.86 0.05 0.04 37.36
Muskegon 282.72 0.05 0.03 35.35
Saginaw 578.81 0.11 0.07 72.35
South Bend 411.58 0.10 0.06 51.45
Toledo 270.45 0.06 0.04 33.81
Small Urban A | 207.70 0.06 0.03 25.96
Srmall Urban B 313.53 0.05 0.03 39.19
Rest of State 772.68 -] 0.06 | 0.03 96.59




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 Transportétion Fund, which is sdpported 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 urbén areas are prepared to provide the additional matching funds
required for capital improveménts. They will 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

e
1980 URBAN TRANSPORTATION PROGRAM COSTS
(Thousands of Dollars) )
FSTIMATED
CAPITAL 08M COSTS 08M COSTS
£OSTS 1979 1971-1979
Urban Areas 1,056,071 < 137,203 - 747,136
Small Urban A 6,956 3,425 13,690
Swmall 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
Total Urban Program ~ 1,069,604 143,866 802,916
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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 0&M_COSTS 1971-1979

COSTS , 1,069,604 505,026
UMTA FUNDS 855,683
GENERAL TRANS~
.PORTATION FUNDS 65,949 74,193
LOCAL . ‘
CONTRIBUTION 147,972 21,009
REVENUES ' 409,824
SUBTOTAL STATE
& LOCAL FUNDS : 213,921 505,026

Before any additional capital improvements will be made in order to

implement any local elements of the 1980 Program, a Transit Development

f Program and Unified Work Program will be completed to UMTA's satisfaction.
4
i | _
\d,.
N,
N
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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 Tater in-
corporated in overall comparisons of MASP resources and costs. |

Although State resources are a small fraction of the total réquired 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 gaT1on is comparable
to that levied in surrounding states. For air carriérs, cne-half of the tax
is refunded. Without the refund, out-of-state purchases of'fue1 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 infiuence,
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 lower 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 Tevels 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 tocal 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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£ffect of the Energy Crisis on Develgpment

Aviation forecast provides a basis for the projections used in both the
System Pianning Study and the Department of Transportation Study. The State
Airport System P]anning Study began before the emergence of ﬁhe'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
0il 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 ﬁb assess potern-
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 1ight of these uncertainties, the projections of this
study can be viewed fnlsevera1 ways:- |

0 The forecasts may significantly overstate future aviation
activity.

0 Projected activity may occur, but at a tater date than in-
dicated (e.g., 1980 projections may not be reached until
1985 or 1990).

0 The projections may turn out to be accurate or even under-
stated because of changes in travel patterns.
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In the absence of reliable information on the pattern of future federal
responses to the energy crisis, and considering that aviation is a sma?& 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
Tikely to be in the direction of deferred growth. It must he emphasized that
much of the récommended development of Michigan's airport system does not

appear to be critically dependent on rapid growth in aviation activity.
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EXHIBIT 2-7.3.1

COMPARISON OF PROJECTED CAPITAL COSTS AND REVENUES
(A11 Costs in Thousands of Dollars)

Projected Costs Projected Revenue
Air General Bir General % %
: Carrier Aviation Carrier Aviation : A/C G/A
Costs Costs Total Funds -_Fuynds Total _Needs Mot Needs Mef
1980 Program : -' ' 1

(Short Range Plan Deve]opment

reduced to coincide with 151,389 34,805 | 186,194 151,389 34,805 186,194 100 100
funds from appendix "0" plus ? i

state and local funds)

4,50ort Range Plan 169,601 89,111 | 258,712 151,389 34,805 186,194 89 39
bs(as per the MASP)

/E

Intermediate Range Plan 186,952 110,390 | 297,342 151,389 34,805 186,194 81 23
(as per the MASP) ' ] :

Revenues Including Dis-
cretionary Funds

Short Range Plan | 169,601 45,032 214,633 100 51
{as per MASP)

Discretionary Funds
A/C 18,212
G/A 10,227

Intermediate Range Plan 186,952 45,032 231,984 100 41
{as per MASP) ‘

Discretionary Funds
A/C 35,563
G/A 10,227




2-8 LOW AND NON-CAPITAL ALTERNATIVES

This section includes a summary of the responses of the Urban Areas.
Consistent with the State goals ana objectives cited in Section 2u2.1,
the State anticipates encouraging and spdnsoring 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 LOW AND NON-CAPITAL ALTERNATTIVES

PERTIOD .OF IMPLEMENTATION

1972 1980 1990 Not Being
Program Alternative Inventory Rrogram Pian Considered
1. Staggering of work hours. 2 1 8
2. Measures teo encourage ear pools, 1 Q 1 1
3. DBanning private automobiles
from the GBD. 1 9
4. Raising tells on toll
bridges and tunnels during
peak hours. 10
5. Lowering tolls on toll
bridges and tumnels duviug
off-peak hours, 10
e .
2! 6. Incremsing CBD daytime
E parking rates. 2 1 8
o -
& | 7. Lowering transit fares during
B2 off-peak hours. 2 /
é B. Less rvestrictiona on taxicabs. 10
]
-
A | 9. Less reatrictions on  {icneys. 10
o
&
v 110, Reserved lanes for buses. 3 1 7
é 1l. Restrictions on curbside loading
= and unloading in congested areas. 3 2 7 -
o
1 112, Evening delivery by trucks in
% downtown aréas. 8
2] Feripheral
Wi [13. Other (deseribe) Parlkina i 1 1
3
1. Improved Traffic Oper, i) 1
5. Bike Paths 2
16. "
17. "
i8. "
19. Rescheduling airvcraft 10
operations to reduce peaking.
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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 I¥-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 I1.

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
Highways
1. DOT Federal
2. Other
3. Subtotal
Urban Public
Transportation
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 11,069,604 0
9. TOTAL FUNDS 1,069,604 | 1,056,071 13,533 11,069,604 0
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The shortfall of $541,030,000 is anticipated to impact upon the
- Detroit rail system. Exhibit 2-9.31.2 shows the Detroit 1980 Urban Public

Transpdrtdtion Program could 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
o IMPACT OF TABLE IV-1 UMTA FUNDS - DETROIT
(Thousands of Dollars)
I _ , CAPITAL EXPENDITURES
o 1980 Alternative
Sources of Funds Program Allocation of
P Response Discretionary Funds Difference
e '
Highways
1. DOT Federal
2. Other
3. Subtotal
Urban Public
Transportation
4. 'DOT Fed. 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
b 8. Local . 160,600 701,630 ~541,030
9. Other
10. Subtotal 983,000 983,000 0
11. 983,000 983,000

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 Tocal 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 .
IMPACT OF TABLE IV-1 UMTA FUNDS ~ DETROIT
MODAL AND OPERATING COSTS
{Thousands of Dollars)
. 1980 Alternative
ngggnogggéégn Program Allocation of ,
P Response Discretionary Funds Difference
Capital”
Expenditures
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 983,000 683,000 0
Operating ‘
Expenditures
6. Bus Systems : 75?600 75,000
7. Rail Systems 41,800 41,860 0
8. Total ' ‘ T
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2-9.2 AIRPORTS
Additional discretionary funds create a marked_differenée in the level of
development for the 1980 Program. This is indicated by a review of cost pro-
jections, as per thé MASP, for both the Short and Intermediate Range periods
in comparison to available revenues pius discretionary funds (Tahle 2-9.2.1}.
With the add{tion of approximately $18 miilion, 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 on}yVSI percent of general aviation costs in the Short Range beriodo
For the Intermediate Range period, an additional $35.5 miilion in dis-
cretionary funds would aliow development of all projected air carvier and re-
Tiever needs. The use of the total general aviation discretionary funds |
available would satisfy only 41 percent of projected costs for the period.
Identification of all air carrier facilities requiring $5 miilion or
more in additional discretionary funds is requested. For the 1980 Program,
based on the Short Range period, there aré no facilities in this category.
As noted earlier, én assumption was made that Detroit Mefropo]itan Airbort
would be funded by other sources.. Should this not prove to be the case,
it is Tikely 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 Differ?nge
1980 Allocation of { Col. (1
Sources. of F““ds Program | Discretionary minus
Response Funds Col. (2)
Col. (1) (2) (3)
Air Carrier/Reliever Airports 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
4 Qther 208.027 208.027
5 Total 343.119 423.622 80.507
General Aviation Airports
6 DOT Federal 8.495 17.320 8.825
7 State 3.701 3.701 0
8 Local 20.999 20.999 ¢
g 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 coordipation of the 1974 National
Transportation Study.

[t is felt th&t 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 Qpportunify for review of instructionai 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 Trans-
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 probiems arise, they can be addressed on a coordinated state-wide basis
with all parties invoived 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.
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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 Tevel 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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PART 3

REPORTS OF PARTICIPATING STATE AGENCIES
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INTRODUCTION

This section includes specific comments and/or summaries with respect
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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3-1 HIGHWAYS
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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 these problems.
It is understood that the Senate public hearings will focus on: (1) the
flpancing of highways and mass transit; (2) transportation in a time of energy
shortages, and (3) transportation plamning for the seventies, These subjects
are so mutually dependent that commenis 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 especilally pertinent to the pecople 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 ave adjusted to the consumer
price index, we find that, on the basgis of projected levels of avallable 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 teo 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 facilities
cannot be financed from revenue colleeted 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 malntenance activities, coupled
with decreasing revenue due to shortages and cost of gasoline, plus increased
costs of construction, state and local governmenis 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
accomplighed 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 disceoncerting, 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 £all, 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 g time of plenty.

Our General Transportation Fund, which is financed from a ome~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
gorely disappointed if the success of these programs was due only to the current

gituation. 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 improved commuter

rail facilities, and authorized several studies to determine the feasibility

of uvrilizing 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 concelved 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 Lnaungurated in Michigan since
the beginning of the energy crisis:

A. Statewide Carpool/Buspool Programs

In a January letter to all employers with work forces laxger 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 preograms in their area of jurisdiction.

B, State Employee Carpool/Buspoocl Program

Initiated by the Michigan Department of State Highwayé and Transportation.
this pilot program matched 3,100 capitol complex employees with other

potential carpoolers. The Department will periodically update this computer-

ized program and consider further incentives to encourage carpooling among
state employees,

€. Carpeool and Public Transportation Promotion and Publicity

In response to various local, state, and federal programs to encourage
carpooling and the increased use of publice 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, 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.

Urban Public Transportation Energy Emergency Program

The Michigan Legislature, in December, 1973, enacted legislation permitiing
the expenditure of state gas tax monies for an Energy Emergency Transportation
Program. 1Intended 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. :

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.
Thls 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.

Resexrved Bus Lanes

The Michigan Department of State Highways and Transportation is currently
evaluating potential locations for resexrved 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 geveral 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 initroduced 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.

Statewide Carpocl 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 Federalw-aid highway funds at entrances to major cities.
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I. Speed Reduction

Yhe 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
(previocusly 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 Raplds, 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 YOR 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
gervice rather than fixed guideway systems. FExcept for Detrolt and possibly some
selective activity centers throughout the state, the urban public transportaiiaon
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 areas not
served by the new system.

In addition to a fixed guideway system belng 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 motoyr vehicle is in constant conflict with pedestrians and the
storage of these vehicles 1s often not the best and most productive uge of land.

Hlere In Mlchigan the automobile industry ls spending millions of dollars on research
and development of mass transit systems. Although much of this research has not
been publicized, it is known to include advanced design of completely auvtomated
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 operatiom.

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 therealter.
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 remalnder of our adopted freeway plan includes very few mileg

in urbanized areas, but until the entire network is completed, certain areas of
our state will be at an economilc disadvantage in comparison to those areas now
being served. At this point, we would like to emphasize that once this skeletal

- statewlde 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 Rallway Association will select
those lines of bankrupt railroads for continued service, and subsidy funds are
allocated to states to subsidize continued service of unprefitable 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 railrocad 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 initiation 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 accldents. Where traffic
is nearing roadway capacity, major investments in new highway facllities may
be requlred

More broadly, presence of rail lines is a major determinant of community

stability and future development potentilal. 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 rallroad 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., Transporiation,
moyre 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 crisis 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 decline in the number of flights due to increasced prices and the avall-
abtllty of fucl. Thls form of aviation 1s very important to business and
industry. Although no figures are available, it can be agsumed 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 date 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 invelvement 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 govermment 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 mow 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 congtitutional 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., 1In
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 prevéil, we offer the
following comments on this proposed Act:

Basically, we would support most of the provisions of this Act; however,
we believe some seciions should be modified and we are concerned that it is not
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? . P

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 establisghed Federalw-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 IT of this proposed Act which
are gmendments 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 pari of an overall national program, 2

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 Federalwaid 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 magor 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
wihich 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 1In state orlented 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., 1In 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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1

3-2,1 SUMMARY

MASS TRANSPORTATION PLANNING PROCESS

Mlichigan Department of State Highways and Transportation

The recent reorganization of the Departmeﬂtrdf State
Highways into an agency responsible for highways, public
transportation, aviation; railroads, and ports has resulted
in the restructﬁring and expansion of the Bureau of Trans-
portation Planning to encompass planning for these additional
modal systems. éublic transportation, in particular, is an
area which will require a significant pianning'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.socialP economic and environmental problems
confrénting our society. Thése concerns have béen reflected
in recent state and federal legisiatién requiring increased
congsideration of transit improvement programs as én altern=-
ative to other types of transportation improvements. Com-
pliance with these mandates requires a viable publié trans-—
portation planning process,

The Mass Transportétion ?lanning Section within the

Bureau of Transportation Planning was established to direct

and coordinate mass transportation planning programs and i

activities in Michigan. The responsibilities of the section
include the development of inter- and intracity public trans-

portation planning programs and procedures and theiy application
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to appropriate public transportation planqing situations.

0f special significance 1is the coordination which must

exist between this section and other Departmental units

responsible for public transportation'activities; These

include: |

(1) The Metro Planning Division and the Multi-Regional
Planning Division within the Bureau of Transportation
Planning. These Divisions are responsible for the

development of urbanized area (3C) and regional multi- - o §

modal transportation plans. They are also primarily
responsible for DPepartmental liasjion with local units
of govermment and rggional‘planning agencies,
(2) The Bureau of Urban and Puﬁlic Transportation, This
Bureau 1is re8ponsible fqr the administr#tion 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 impleﬁentation
is subject to numerous‘requirements imposed by federal and
state laws, Specific procedureé 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 public transportation. The $22 million generated

from this source is distributed on the basis of an annual
public tranSportafion plan detailing operating and capital

equipment needs,

Statewide Planning

| Long and intermediate range pgoals and policies for
public transportation in Micﬁigan will be contained in
the MDSH&T Biennial State Transportation Plan, . This plan
will, over time, increase in specificity as state/regional/
and local transpdrtation‘plans are developed and adopted.
The Biennial State Transportation Plan will enunciate state
policies towards the improvement of all transportation

systems,

Repional Systems Planning

The Michigan Department of State Highways and
Transportation, in co;peration with the designated
multi-county regional planﬁing agency, yill devélop
a multi-mddal regional transportagion plan for each
of the 13 Planning and Devleopment Regions in Michigan,
A regional plan fof 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 aﬁd programns 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 reéresented 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 transportatioﬁ planning occurs at several
different levels within ur‘t-)anized‘arease Act-327 requires
the development of an Annual Urban Public_Transportétion
Pian 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 stéte legislaturé,
The primary responsibility for preparation of this plan

lies with the transit agency although review and coordina- _ ;ﬂ

tion with the planning agency 1is 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 involﬁes the preparation of a "transit
development program"” for a 5-10 year period as well as a
ionger range plan for 20 or more years. This Iafter plan
will be developed and presented as part of a comprehensive
tranSportation ﬁlan for the urbanized area, The intermediate
and longe range plans provide the basic framework within |

which the annual; plan is deveioped.
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3-3 AVIATION
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3-3,1 SUMMARY

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 was taken from the Michigan State Airvport System Planmning
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 alix-
ports adequate to meet the air transportation needs of Michigan. Upon comple~
tion of the study and approval by its sponsoxs, 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 aixport
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 wmetropolitan 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 mew airports. Instead, the plan identifies general locations and
aeronautical roles for a coordinated system of airports. Ailrport development
is examined to the extent necessary for determination of approximate system
costks.,
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State Policy and Programs for Airport Development

The Bureau of Aeronautics has long encouraged the development of an
adequate airport system through a number of departmental programs and the
administration cf fedearal programs to establish an aviation network in the

State of Michigen. Public assistance, whether in the form of a federal-state-

local program or a stéte«local program, has become inc¢reasingly 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 the state were improved with some form of assistance.

In obtainirg fedesral funds, from 1947 to 1970, the enabling legislation
wés the federal airpert act establishing the Federal Air to Airport Program.
In 1970, a new federal 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 includes land,
consgtruction amd improvement of all or part of a public airport. The Aeronautics

code of the Stats of Hichigan appointed the Bureau of Aeronautics to act as an

agent for local political subdivisions in the development of aerconautical facilities. .

involving federel financial aid. As agent for political bodies involved in the

federal pregram, the 3ureau of Aeronauties furnished engineering and other
technical servicas to the local airport sponsor. The state also participated
financially in these Ffederal projects by matching local funds for airport

construcktion on the following basis:
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Federal Government - 407,

State of Michigan - 207

Local Community ;— L07

The Bureau of Aeronautics through financial assisfande on :. matching

50-50 basis aids,lﬁcal units of government in the developmént and improvément
of small airports, which do not qualify for federal assisténce. In addition,
thg_Bureaﬁ:of Aeronautics has initiated several otherfﬁgﬁéféﬁs ro meet
sPéc:ira_rll -éefonautical_needs around the state. Thege a;i_'e thesma}l airports
program;itﬁe small loan program, the airport marking.p?dg;émiépf the hazard

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 om the funds available from federal, state

and local sources. Until the present time, the allocation of federal and state
funds ea:h year was made on the basis of first come first serve. The communities
which showed initiative and interest in aviation programs were the cones which
were givan assistance. This is not to say that'these projects were not needed,

It is to say, however, that some areas which needed airport improvements did

not recei

impedement to the development of a statewide aviation system.

priority

To »rovide for a long range outlook in airport programming, the State of

ve it because of lack of local initiative. This was a definite

basis in this regard.

There was no

Michigan applied for and received a Federal Aviation Administration System

Planning
meet the
and it c.
period.

System P
by the s.
as a bus-

both air

Grant for a statewide, long-range airport study. This study would

aerorautical needs for the State of Michigan for the next 20 years

agsified needed improvements to the éviation system by type and by time
When. completed, this plan would become part of the ﬂational Airport
an of the Federal A&iation Administration. The study was also generated
gnificant changes fhat were occurring in aviation in the iate 1960°s

ness recession affected the State of Michigan and caused appeals in

carrier scheduling and general aviation growth.
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Aviation Goals, Objectives and Standards

in prepaving the asystem plan for aviation, guidance has been provided by over-
Al woals and objectives Yor aviation in Michigawn., The goals, as Ldentified by the
Michigan Aeronautics Commission,* 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 scttlement 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 gegment oflthe industry but may include some objectives for air car-
‘rier aviation. The second list, however, pertains only to alr 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-
gociation of State Aviation. Officials, and the Bureau of Aeronautics of the Mich-

igan Department of State Highways and Transpoftation.

*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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AVIATION GOALS, OBJECTIVES AMD STANDARDS

A. General Aviation

Goal: To Develop a Comprehensive Aviation System in Michigan

Objectives Standards
Provide adequate number of general Service area of general aviatlon airport is 15 ;
aviation airports minutes except in major metropolitan areas o
Maximize interface with other travel Airports should be located within two (2) miles of
misdes and facilities major arterial road system

Goazl: To Achieve An Efficiently Operating Aviation System

Minimize air facility congestion At least 50 percent of total general aviation aircr
_ : should be based at general aviation airports

Better ground transportation to * Ground transportation time of 15 minutes for a
sirport from major service areas general aviation airport's service area (except in
: large urban areas where access time for ground
trangportation pyrohiblts rapid vehicular movement
and sparsely populated sreas)

Provide accessability to all ' Provide VOR coverage to all parts of the State at
airports 1,000" above the ground and higher

Maximize accessability to major Provide published igstrument approaches to all publidT
public alrports airports with paved runways and lights

Achieve public ownership of the All air carrier and major general aviation alrports =7
aviation system should be publicly owned

Achieve short and long range coordinated '"'Afirport master plans'" and improvement plans should i

system planning be developed and periodically updated at all major
airports
Implement short range improvement All elements of short range fmprovement programsa

program implemented implemented

Goal: To Promote a Safe Aviation System

Protect airspace from obstructions No cases of non-counformance with height restrictiansi;
as specified in alrport zoning at public alrports
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: cObjectives

iiage land developuent thal is
ble with air traffic

Jovrage land development that is
1pé dble with air traffic

:imize use of general aviation air-

dmize runway 1llumination

yvide accessibility to all airports

:Lﬁéze accegsibilicy to major public.

DOTES

Al lze accessibility to major public
"ports

i11ability of land needed for alrport

apaion

aif&biiity of land needed for airport

ety

¢i 1w use of "land use" and "height"
1ing

1 Goal:

vide adequate accessibllity to
“w-bts

yvide adequate accessibility‘to
"p Ets

ntain adequate aviation services

Standards

Clear zones should contain only open space uses at
public owned airports

Approach zones should avoid encroschment 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
alrports :

At least 50 percent of total general aviation aircraft
should be baged at general aviation airports

All alr 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 publiahed lnstrument approaches to all public
airports with paved runways and lights

Provide instrument landing systems at the geneval
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 alrports by either "'fee"
or through "eagement"

Zone all public owned sirports according to Act 23 of

1950 and State and Federzl niles -

To Provide A Convenient Aviation System

Airports should be located within two (2} miles of
major arterial road system

All airports should be within two (2) miles of primatry
regional population concentrations

All major airports should have at least one trained
mechanic at the airport or "on call"
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Objectives ‘ Standards

Provide convenlent aircraft parking Alrports should afiord tiedown facilities or hangars
for all general aviation aircraft.

;4
i

Provide convenient auto parking Adequate parking space for general aviation passengegéy
Goal: To Enhance Economic Values ' ' ' o

Increase economic viability of regions Increased travel potentisl for existing and potentlal
in Michigan indugtries

Goal: To Improve Environmental Quality

Reduce Nolse Pollution No residential areas within any approach zone exposed
to high aircraft noisge

Fncourage land development that is Approach zones should avoid encroachment on medium ani

compatible with air traffic high density residential developments, places of publlé
agsembly, large employment centers, hospitals and regt
homes within two (2) miles of public owned airports o

r?

Goal: To Shape Future Settlement Patterns

Improve access to all areas of Michigan At least one general aviation alrport strategically
located to provide reasonable access to the air
transportation system by each organized community in
the state :

1

B. ATR CARRIER

Goal: 1.00 To Develop a Comprehensive Aviation System in Michigan

Provide and maintain adequate number of  Service area of air carrier airport is 30 minutes
air carrier airports. except in major metropelitan areas.

Provide VIOL service to major generators. VIOL service to major generators from air carrier alv-
port if ground transportation time is greater than 60:

minutes.
Maximize interface with other travel Alr carrier airports should be served by public trans
modes and facilities, portation (including taxi) with 30 minutes travel Tl

Goal: 2.00 To Achieve an Efficient Aviation System in Michigan Operatiomally

Minimize air facility congestion at Airports must have the capacity to meet the aivrcraft

mzjor alrports. demands per FAA standard; "An airport's runways may
generally be considered to have reached capacity when .
delays to departures average four minutes during the =
normal two peak adjacent hours of the week, AL speci-
fic runways used by small aircraft only, this deparcu. e
delay level is two minutes for the peak hours of the .-
week, !
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b Objectives

Increase frequency of service.

[
R
[aa

”}tter ground transportation to airport
{“;yom major service areas.

faintain adequaté aviation facilities,
I'iintain adequate aviation facilities.

Goal:

Maximize runway 1illumination.

Maximize accessibility to major public
airports.’

AV&llabLllty
panCLon.

of land needed for airport

Goal:

jovide adequate accessibility to air-
ports.

igtablish frequent air service from air
Carrier airports to many destinations,

1 .intain adequate aviation facilities.

1".intain adequate aviation facilities.

?jovide system of ground transportation
iufom regional airports to population
cénters,

L;nsolldate air carrler service to
tlleas.

Goal:

Increase economic viability of regilon.

[

lhierease economic viability of CBD.

Standards

Three hour travel time to major cities of 100,000 or
more population within 300 miles of air carrier air-
port.

Ground transportation to service area, 30 minutes from
air carrier airports and 15 minutes from general avi-
ation airports.
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,

3.00 To Promote a Safe Aviation System in Michigan

All 'air carrier and major general aviation alrports
should have lighted runways.

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.

4,00 To Promote a Convenient Aviation Systen

Air carriler 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 terminalsfor each 100
air passengers enplaning in peak hour periods.

Air carrier terminal baggage area adequate for peak
hour demand.

Adequate system of ground tramsportatiomn.

Consolidated air carrier service fto prOV1de better
schedules,

5.00 To Enhance Economic Values

10% of employment growth due to provisions of 1mproved
aviation facilities.

10% inecrease in CBD destined person-trips.
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Objectives

Standards

Goal: 6.00 Improved Eunvironmental 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 within any approach zone exposec :

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?ﬁ
public assembly, large employment centers, hosPitals?
and rest homes, within 2 miles of publicly-owned
airports.

Goal: 7.00 To Shape Future Settlement Patterns

Foster economic development opportuni-
ties.

Concentrate intensive land development
near alrport.

Reduce urban sprawl.

10% of employment growth due to provision of improve?i
aviation facility. L

Total t¥ip ends increase 107% 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 greater tha.
2,000, '
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3_4‘9 1 SUMRY

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 tremd 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 exémination 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 Réilroad System Needs Study Work Program. The Work Program is now

underway and will be completed iﬁ 1974,

Passage of the Regional Rail Reorganizatiﬁn 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 Planming, with responsibilities for initiating and
continuing a state planning process for rail transportation and loecal rail
services. This responsibility includes the determination of present and future
rail sexrvice level needs, the roles of various governmental agencies in the
planning proceés, and development of neéded policies and programs to insure
that state rallroads operate most effectively. The overall purpese 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

vublic and private interests im rail transportation,
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3=5,1 SUMMARY
PORTS

The basic responsibilities of the Port Development Program are estab-
1ished 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 pdrt 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 envfkonw
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
currentiy 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 pérticipation 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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REPORTS OF LEAD URBAN AGENCIES
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REPORT
OF
ANN ARBOR
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Narratlve Report
1974 National Transportation Study
Ann Arbor/Ypsilanti Urban Area

1. a)
b}
2. a)
b}
3, a)
b}

Difficult to intelligently comment 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 guestionnaire 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 State 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.S5., 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.

Clarification of roles, functions and responsibilities of

all agencies and units of government involved in trans- ;
portation planning, programming and development; appro- | B
priate funding at the local level; development of N
‘appropriate legal structure or mechanism which groups

‘such as ours could operate under - if Sec 134 is to be

given more than lip-sexvice.

Yes
Yes

Need a definition of "consortium" as we do not believe it
is legally possible under existing Michigan law for a
single~purposc agency to exist except as a regional ageney.

Yes - in process of investigation.
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Nayrative Roeport

3. ¢) =—-

d) No final conclusions yect, but would most llkcly be a
single~purpose agency

4., Cannot respond as MDSH&T has not returned 1980 Program data,
Form Y, as of this date (11/28/73). S

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-¥psilanti 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
adeqguately funded; grade crossing programs should be simpli-
fied and made more readily accessible. We receive little,
if any, 1nf0rmatlon about UMTA and D.O. T, programs or
grants.

c) Yes

d) 1) Add federal financial assistance for opérating 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 satlsfactory resolution as to how groups such .
as ours will receive such funds.

8. a} Yes .

b} Public transportation study by Washtenaw County; genéral
transportation study by City of Ann Arbor; urban area
transportation study contribution by Cities of Ann Arbor,
Y¥psilanti,. and townships in urban area. Approximately
$120,000 total.

c) Don't know

d)  =--

i
i
|
|
i
i
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9. a) Yes
b) No

¢) There have been questions asked by the MDSH&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, attendance at public hearings, etc.

10. a) No

¢} No

d) The AASHO urban design standards need to be updated based
on currently needed rescarch and development,

11. a) Yes
'bj Vehicle service miles
12, a) Yes
b)  The City éf Ann Arbor; Couﬁty of Washtenaw, and this is
being addressed in the 1990 Tran5portatlon Study  this
urban area group has underway.
c) Currently under study
13. a) Yes
b) No

¢) The Federal Government should provide regularly current
information to all local transportation planning groups.

14. a) Only terminal and transfer point inventory

b) . s o
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 Committee by Technical Advisory
Subcommittee on November 1, 1973, membership list attached.

Reviewed, revised and approved by Ann Arbor-Ypsilanti Urban Rrea
. Transportation Study Committee (Policy) November 21, 1973,
membership list attached.
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PRIORITIES FOR EXPENDITURE
OF AN ADDITIONAL 20% OF FEDERAL FUNDS

PERCENT OF PERCENT OF

' PROGRAM AREA 1980 PROGRAM ADDITIONAL
FUNDING 1/ FUNDS
- 20%

HIGHWAYS AND HIGHWAY RELATED ACTIVITIES
| Urban

Rural

URBAN PUBLIC TRANSPORTATION
Capital Improvements

Operating Costs
AIRPORTS
PARRING {non-fringe)
MARINE TERMINALS

OTHER RAIL, BUS OR TRUCK TERMINALS

these figures not available

INTERCITY RAIL PASSENGER

OTHER (specify)

100%

_1/ This column should be based on the 13980 Program data
submitted on Form Y, and should not include the
additional 20% in TFederal Funds. Include 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 19871 through 1989.
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ANN ARBOR~-YRPSILANTL URBAN AREA POLTCY COMMITTEE MEMBERS (January 1974)

AGENCY REPRESENTED , COMMITTEE MEMBERS

Mich. Dept. of St. Highways Sam F. Cryderman, Plng. Dir.
Wash. County Road Comm. William Lynch, Commissioner
Wash. Cty. Metropolitan Plng Comm. Marilyn Thayer, Sec.-Treas.
Ann Arbor City Richard Hadler, Councilman
Ypsilanti City Nathalie Bdmunds, Councilwoman
Saline City Hubert Beach, Mayor

Ann Arbor Township Charles Stuart, Supervisor
Lodi Township Erwin Frederick, Supervisor
Pittsfield Township Robert Lillie, Supervisor
Scio Township Floyd Layton, Supervisor
Superior Township Z. T. Gerganoff, Supervisor
Ypsilanti, Townszhip William Gagnon, Supervisor
Ann Arbor Trdnsportation Authority Michael Berla, Member

Wash. County Board of Commissioners MeriLou Murray, Commissioner

EX~-OFFICIO MEMBERS

Bureau of Public Roads (FHWA) Harry Krashen, Engineer

Southeastern Mich. Trans. Authority A. D. Chaffin, Asst. Gen. Mgr.

Southeast Mich. Council of Governments Gary Krause, Trans. & Land Use
Manager

ANN ARBOR-YPSILANTI URBAN AREA TECHNICAL COMMITTEE MEMBERS

AGENCY REPRESENTED ‘ ‘ COMMITTEL MEMBERS

Wash. Cty. Metropolitan Plng. Comm Thomas Fegan, Director

Ann Arbor City Planning John Hyslop, Acting Director

¥Ypsilanti City Planning Frank Leimbach, Director

Washtenaw County Road Commission Clare Hoedeman, Enginecer

Michigan Department of State Highways Ken Underwood, Survey & Analysis
' ‘Section

Ann Arbor Traffic Engineer John Robbinsg, Engineer

Ypsilanti City Engineer William Lawhead, Engineer

Public Works Director Ypsilanti Township Edward Kubiske, Director

Scutheast Michigan Council of Govts. Gary Krause, Trans. & Land Use

‘ Manager
Ann Arbor Transportation Authority Karl Guenther, Director

EX-OFFICIO MEMBERS

University of Michigan, Campus Planner Bradford Barr, Campus Planner
Eastern Michigan University Jack Wilson, Campus Planner !
Washtenaw County Road Commission . Francis Treado, Traffic Director'
Southeastern Mich. Trans. Authority Harry Rogers
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NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY

"The nature of this class of study in terms of its benefits,

" limitations, and future usefulness under critical modifica-
tion" -- It 1s difficult to talk about the benefits, limita-
tions, 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 adeguate
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 legisglation. The same steps could be taken at
the State level. It is assumed that the 1973 foderal 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 &
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 capltal 1mprovement
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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Al

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.

"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
institutions 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 Michigan
University) and two major medical institutions (University
of Michigan Medical 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
situation 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 programs. Thus funds may be available for sgome 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
transportation funds to urban areas. These funds would
be used in accordance with priorities set at the urban
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area level. Ideally, all transportation funds for capital
improvement projects in the urban area should be unrestricted.
The usce of such capital funds would be determined by 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 edquitable 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 fuel requirements at any price. In addition, many
of these people are physically unable to drive an automobile.
Other groups deserving special attention include 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 thase 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 Wbrk 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 for several years. A similar program is underway
in the City of Ypsilanti with the two major industries which
is proving fairly effective.

=275=




e AR A AN T S T T A s b, e e b ek o o - e Tk T m ey ikl

NARRATIVE REQUIREMENT OF THE NATIONAL TRANSPORTATION STUDY

11,

12.

13.

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.

Banning private automobiles from the CBD ~ No such program now .
exists; however, Ann Arbor is planning to start such a program
by 1980. '

NOT APPLICABLE TO THIS AREA.
NOT APPLICABLE TO THIS AREA.

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.

Lowering transit fares during off-peak hours - No such program
now exists. ' :

Less restrictions on. taxicabs - None of the units or agencies
within the urban area has taken such steps to date.

NOT APPLICABLE TO THIS AREA.

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.

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.

Evening delivery by trucks in downtown areas - No such policy Eﬁ
now exists. '

Peripheral parking - This program is being tried in Ann Arbor N
by the University of Michigan with their bus line running be- v
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 Worth Cam-

pus line is getting much better response. The recently a-

dopted General Development Plan of Ann Arbor contains a stated
policy encouraging peripheral parking.
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14.

15.

l6.

19.

20.

Improving traffic operations = This is an on~going program
that is now underway by the Cities of Ann Arbor and ¥Ypsilanti
and the Washtenaw County Road Commission. 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.0.P.I.C.S5. projects were
constructed by the City of Ann Arbor and the Washtenaw County .
Road Commission during the period 1972-73.

Fixed Route Bus Service - The City of Ann Arbor, through the
Ann Arbor Transportation Authorxity, 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 Teltran
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.

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 blkeways.

Eastern Mlchlgan 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
1580 program. The County Road Commission plang 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. :

NOT APPLICABLE TO THIS AREA.

NOT APPLICABLE TO THIS AREA.
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SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES -

PERTOD 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 poolé. ’ X
3., Banning private automobiles
from the CBD. ’ X
4. Raising tolls on teoll
bridges and tunnels during X
peak hours.
5. Lowering tolls on toll
bridges and tunnels during X
off-peak hoyrs. .
= .
H | 6. Increasing CBD daytime X X
E + parking rates.
&
& { 7. Lowerilmg transit fares during
2 off-peak hours.
g 8, Less restrictions on taxicabs. X.
o
=1
'é 9, Lesg reatrictions on  jitneys. X
A ] ) ]
10. Reserved lanes for buses. . X
§ 11, Restrictions on curbside loading |- X X
% and unloading in congested areas.
= | 12, Evening delivery by trucks in X
3 downtown areas.
E Feripheral
= 113, Other (describe)Psvkino X X
a2 =4
15, Improving Traffic Oper. X X
15. Bus Service X X
16. Bike Paths X X
17' "
18. "
19, Rescheduling airecraft X
operations- to reduce peaking.
20, Diverting low-passenger
operations from alr carrier
airport runways to general X
: aviation facilities. B
]
£ 121, oOther (describe)
&
2. "
o 2
23. "
24 " .
25. "
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SUMMARY

The 197l 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
were consumed in a flip-flop decision procedure on the State Agency to ke
responsible for the study. Once a determination was made on the agency,
desdlines continually appeared, where information from localitlies was
needed "yesterday."

The time~-make-up race led to several local contacts without local coor-
dination., Follow-up inguiriss uncovered the misdirection of gquestionnaires.
The volumes of manuals should have been accompanied by monies to hire a

local reader for small agenclies. Program requirements carried on concurrently
by local agencies as instituted by the Department of Transportation, lacked
coordination. Information developed in the "3 ¢" process for "Short Range
Improvement Programs! that could answer 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 L0% variance be-

tween transportation needs and funds aveilable. - Serious questions must be
raised to rationalize such a wide variance,
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: l.a. The Bay Regional Planning Commission has acted as the local governmental
| agency to deal with the requirement of the Federal Highway Act (1965 through
o 1973). The agency recently has been committed to three areas ol the program:

The ¥3 c" Transportation Planning Process
The 1974 National Transportation Study
The Urban Systems Program

At this time, the "3 c¢" Transportation Plamning Process, for this area, has
" been delepated by the Governor of Michigan, to the East Jeniral Michigan
: Planning and Development Region. This Region is comprised of fourteen
Lo - counties and a population of 612,061. The land area, of the region, is the
' largest of the sub-state districts in the lower peninsula of Michigan. The
population of the countles involved range from a low of just under 10,000 to
a high of over 200,000,

Under the Federal Legislation and the Governorfs decree, the Planning Tundg,
the Qapital Grants and the Ypenalty provisions" affecting a small land area
gurrounding the City of Bay City, Michigan, with an estimated population of
87,000 people, is now in the hands of Ythe Michipan 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 gystem.
Administratively the final decision on programs must be enacted for a very
local situation and must be voted on by an individual some 90 miles away from
the facility. In addition, this individual is not responsible to the local
voter. Under a pass-through, the county agency cannot be guaranteed 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.

l.b. The changes in the current procedures that would seem desirable should be those
announced by the Michigan 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. . ‘

While locally it is not felt that the Michigan Department of Transportation
and Highways has used their expert skills, depth of staff or program knowledge
in a biased way against local governments, the proposed funding procedurs does
provide a "check and balance systen."

Note: Given the answers to Question Number 1, Questions 2
through 14 appear to be academic.

2.a. In the funding of Federal Tramsportation funds directly to urban areas, it appears
that it would be betier to maintain the present balanced funding program.

2.b. The ability to spend Federal urban transportation funds on a completely flexible

bases could lead to an oversight of such programs as mass transit, particularly
in light of the great financial needs of local commmities.
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3eCoe
.

6.4,

Tola

10,

il.a,

11l.b.

12,

In urbanized areas it appears that a more comprehensive gpproach is possible
to the allocation of "pass-through" Federal transportation funds on the bases
of a local government consoritium.

No investigation has taken place by the governmental Jjurisdictions in the Bay
Metropolitan Area on the legal or administrative problems attendant to a direct
"pass~through" Federal transportation funding program,

No study is énticipated on this question of direct "pass-through" funds.

A table such as the one requested in thls question could only be submitted
through the procedures of the Technical and Advisory Committee. At the present
time the Bay Metropolitan Area Committees are in a moritorium. However, a 20%
increase in local transportation funding should reflect the present priorities.
For delayed funding priorities, reference should be made to the "Short Range
Improvement Program." This program was developed as a requirement of the "3 cn
process.

Yes, major transportation decisions in the urban area have been adequately in-
tegrated with adopted Comprehensive Tranmsportation Planning.

The ideal relationship between transportation and comprehensive plamning for
urban areas must be a complete integration. Directing future land use closely
reflects new and improved transportation systems.

A general gtatement appears to be the best answer to existing Federal trans-
portation programs which are of marginal value., The YTopics" program represent.
ed a marginal value type. The requirements, while of wvalue, represented a
commitment of great detail. At the same time, the major needs were higher in
priority than the improvements allowed in "Toplces." On the other hand, the
Bridge Replacement Special Funds attempts to address a major national prohblem
for certain metropolitan areas.

The answer to this question is reflected in Answer No. 1.

General Revenue Sharing funds appear to be used for transportation only in the
more rural areas. This decision on spending seems to reflect the 1ncreau9d
amount of problems attendant to urbanized areas.

Recent evidence of a wish to re~examine tran8portation plans as to their modal
orientation has reot been expressed in this area,

A uniform Federal level of service standards for future transportation facility
development does not appear possible given such diverse areas as the Metro-
Detroit, New York, etc. as compared to Metro Pay City, Michigan.

The Bay Metro Ares appears to support the defraying of operating losseas on
urban public transportation system since the area is presently re-establishing
a service dependent on a subsidy.

A lack of operatihons at the present time allows no comparison on a formmla for
assistance.

A blcyele ways and non-motor vehicle facilities plan was an important sepment
of the "3 " Transportation Plan for the Bay Metro Area. With the shift of
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13,

responsibilities in the "3 c¢" program, this sepment remains in abeyance.

Since the area involved in the Bay City Metropolitan Area ls one of the small-
est in the country, little capability can be developed on new transportation
technology.

Studies that relate to the movement of urban goods are far too handicapped
by the present art of reporting procedures. The information on rallroads
serve as an example. Railroads that serve this area report thelr goods
movements to the Michipan Public Service Commission on a District bases..

The District for for this area encompasses most of Fastern Michigan and
Northern Ohioc. 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 AREAS IN PRIORITY

Planning Responsibility

Congortium of Governments

Coordinated Planning

Pilanning Grants

Federal Pass-thru Funds and Federal Programs

Responses by:
' William A. Lynch, Director
Bay Reglonal Plamning Commission

Review by the Bay Regional Planning Commission, the
appointing agency for the Policy and Technical Committees.
Further circuwlation will be held in abeyance due to a
change in the designated "3-c" agency.-
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I
. SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES
PERTOD .OF IMPLEMENTATLION
. 1972 EY8B0O 1990 Not Being
Program Alternative Inventory Program Plan Considered
1. Staggering of work hours. : X X
oy 2. HMeasures to encourage car pools.

3. Banning private automoblles
from the CBD. X

4, Raising tolls on toll
brldges and tunnels during X
peak houra.

3. Lower-i.ng tolls on toll
bridges and tunnels during X
off-peak hours.

6. Increasing CBD daytime X
parking rates.

7. Lowering transit fares during

=
g
g
[+
&
é off-peak haurs, ] _ . X .
o 8. Less reatrictions on taxicabs. ) X
H
: g 9, Leas vestrictions om iitneys. X

B
= | 10. Reserved lanes for buses. X
é 11, Restrictions on curbside loading X
=) and unloading in congested aveas.
< . ) -
» | 12. Evenming delivery by trucks in %
g 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 carriey .
airport rumways to general - X
aviation facilities.

) %
@ g 21. Other (describe)
g _
- |22, "
P
23, "
24, "
25. "
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b)

3. a)

1974 NATIONAL TRAMSPORTATION STUDY

Narrative Report
Part 4
Sections 4-1.3
With mixed concern, Issues relating to Section

134 Planning Agencies and their responsibilities

.are not consistent with historic powers of Tocal

governments and State agencies. Time has not
permitted a sorting out of roles and responsi=

bilities based on adopted Tocal policies.

Where such facilities are not part of a total
state-wide network, the responsibility should
rest with the metropolitan area. For those
projects not of a state-wide néture a change
in the State's role to that df an advisory

position,
Yes
Yes
Yes

No - Current Council of Government Operations

tend in this direction for planning monies.

No
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5. a)

bl

6., a)

b)

e)

LT e

Di?ficu]t to determine, most Tikely 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.

No‘

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.

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, utitities, etc.). Future guidelines
should further incourage the participation of
operating agencies, elected officials and citizen

groups in the plan formation and amendment process.

No

Yes

Increased 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 gquidelines tend to structure the planning
programs around federal desires rather then the

concerns of local govevnments,

Practical information needs for local governmental
and regional decisions are not generally fundabie

under the more massive regional prograhs.

Examplies - Restrictions in singling out individual
cOmmuhities 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 p1ans;

8, a) VYes

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)

d)

b)

10. a}

11. a)

Mo - not a regional policy, but is Tocally
determined on a individual community by

community basis.

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 PIan“.

No

In southeast Michigan, a sub-committee of the
£0G's Council on Regional Development was
inacted to review, comment and modify the draft
pfoposa1 prepared by the State Department of

Highways and Transportation.

No

No consensus from local road agencies.

Yes - State funds are currently being used.

The current State formula 1s based on population
and vehicle miles to a maximum of 1/3 total

operating costs.
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12,

13,

b)

a)

b)

b}

This question cannot be answered at this time
because any current rigid formula would dis-
criminate against the introduction of new
service areas, specialized service (handicépped)

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

SEMCOG, appropriate county and city agenciss

(road commissions and recreation departments).
No

No - although sub-area distribution systems
{(people movers) have been désigned to inter-

face with the regional transit network.
Ko

By provision of actual cost and performance data
for all "modes" batked with 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
11

5 - lowest priority

Policy Question
Responses formulated by
Julien Wolfe

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

SUMMARY OF LOW AND NON-CAPYXTAL ALTERWATIVES

PERICD .OF IMPLLMENTATION

. 1972 1980 | 1v90 | Get Belng
Program Alternative Inventory Progran i. Plan I Conriderea |
- ' . I
1. Staggering of work hours, ; ( ; X :
I T :
2, Measures to encourape car pools, L - 5‘"_ *“ﬁ”‘.}
1
3. Banpingi private automobiles ! ¥ i
from the CuD, | ! (
g i v and
‘ !
4, Raising tolls on toll
bridges and tunnels during
peak houvs. \ Nfﬁ
; R
5. Lowering tolis on toll
' bridges and tunnele during
off-peak hours. X
z .
51 6. Increasing CBD daytime ; ¥ 1
E parking rates. ¢
=] e —
21 7. Lowering transit fares duting X
g off-peak hours. d : ] .
— Ao i
o i ‘
; B. Leas vestrictions oa taxicabs. l| S S . _:’{____,___:
=1 9. Less restriceions on jitneys, | ! Nfﬂ !
g - i T m—— e _— —n»—:
':—é 10. Reserved lanes for buses. l X i X 1
P H - P A
£ |11, Restrictions oa curbside leading l I !
n and unlgading in congested areas, | bt !
:2 ,__...:,_,__..‘ emm
o 12. E&veaing delivery by trucks in ! e ;
= downtown areas. } I
k4 o e
: | | E—
@ 113, Other (describe)
i4, "
i5. .
i
L1
i6. \ !
17. '
18. "
| —-
19. Rescheduling aireraft 1 i
operations to reduce peaking. 4 _“;‘__'_K__ i
20. DPiverting low-psssenger
operations from air carrier
sirport runways to genersl .
aviation facilities. __E__ﬂ____-“___ .
" i
% 21. Other (describe) ! B
S : E
b 22. " ] |
23, " i ! j }
H E ‘ i‘
I " ‘ | ;
n I ll
25, ! .
!
J—— .- J
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FLINT

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES

PERIOD .OF IMPLEMENTATION

1972 1980 1990 Mot Being
Program Alternative Inventory Program Plan Considered
1. Btaggering of work hours. X
2. Measures to emcourage 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
=
S| 6. Increasing CBD daytime
E parking rates, X
§ 7. Lowering tramsit fares during X
é _off-peak hours.
8, Less restrictions on tcaxicabs. X
O
g 9. Less restrictions on jitneys, X
&
10. Reserved lanes for buses. X
é 11, Restrictions on curbside loading
% and unloading {in congested areas. X
s+ |12, Evenlng delivery by trucks {n X
% downtown arecas.
1]
& 13, . Other (describe)
14, "
i5. Y
16. "
17. "
18, "
19. Rescheduling airecraft
operations to reduce peaking. p4
20. Diverting low-passenger
‘operations from alr carrier
airport runways to general X
aviation facilities, )
W
g 2k, Other (describe}
=
H 122, "
<
23. Y
2‘.!’- L3]
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 Bullding

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 quaiified 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
comnents 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.

Sincerely,

| Loy fomancant

Don LamoreauX, Chairman
GRETS Policy Committee

e —

PHONE (616) 456 - 3731
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1974 National Tramsportation Study
Narrative Report
as submitted by

The Grand Rapids and Environs Transportation Study

The GRETS Policy Committee, as the recognized transpdrtation planning
pelicy 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 dgta for the Grand Rapids urbanized area. The
Committee was also told that it could make appropriate comments, suggestions
and criticisms concerning the contents, methodology, conduct, ete, of the
overall study. The following summarizes the views and feelings of the Policy
Committee.

First, the Policy Committee has reviewed the proposeé 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 387 of all needs will be met by 1990. If
the ultimate is for iOO percent of the needs to be met, this would seem to
indicate that either 1) the projected needs are too high or Z) the anticipated
revenue available, as calculated in the study, is too low. In lighi of re-
sults contained in recent needs studies conducted by the state and federal
govermments, 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 zre apparently too low. We would strongly urge a
new or revised funding method so that revenues can be incfeased. We recog-

nize the inherent unpopularity of a further increase in the gas tax and
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suggest that alternative means be analyzed. We admit very.frankly that we
are not prepared to offer any substantive suggestions in this rggard at thié
time, however.

On the basis of the foregolng information, the GRETS Policy Committee
gives a gualified endorsement to the data being submitted for the 1974 Natiomal
Transportation Study reiative to the Grand Rapids area., The Policy Committee
feels very strongly, however, that some comments are in ordef regarding the
overall conduct of the étudy and its rgiationship to the continuing, cooper-
ative, comprehensive tfansportation 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 Natiomal
Transportation Study was conducted. This polnt cannot be emphasized too
strongly. Our primary concern is with the degree of local imput into the
study and the timing of this input. Our first exposure came when we 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 pever fully explained as to the reél value of this
exercise, nor was its ultimate use fullf ﬁnderstdod. There was substantial
debate as to whether such subjective answers as were required in the question-
naire could be analyzed-éuantitatively, as the MDSHT and their consultants
seemed to suggest.

Following this exercisée, nothing was heard about the study for several
months. We understan& 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
meet the federal deadline. We realize that this delay was not the fault of

the Department of 8tate Highways and Transportation, but at the same time we
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would like to point out that because of the delay and subsequent comnstricted
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
regquirenments 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 preparefl for the 1974
Mational Transportation Study, (as required by Congress).with, at least from
this wvantage point,.little effort made to tie the two together. This re-
flects both a needless duplication of effort and 4 lack of effective coordin-
ation at Both the state and federal levels. We would like to know a) to what
ultimate use these étatistics are going to be put by the federal government,
and b} which set of statistiecs - 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,
*his Area has very serious reserxvations 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

gﬁj 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 Juestions were distributed to each member of the GRETS Policy
Committee for their resi:»onse° 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 respongsibility was generally
viewed as satisfactory.

b} What changes in current procedures would be désirable?

Moxre 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 yves.

b) Should federal urban fransportation funds, whethexr or not they
are allocated directly to urban areas, he completely flexible
with respect to the transportation modes on which they can be
expended?

[ Rgain, an across the board ves.

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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c)

d)

a)

b}

c)

responsible for the planning, programming and development of
transportation facilities in the urban area?

Yes, as it pertains to a regional transit authority.

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 ox 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 conelusions wexe 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.

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% for the 1980 Program, and
if this increase (but not the rest of the Federal funds) were
available for either capital or operating expenses, for any mede
of transportation, and without matching regquirements, 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 50-~50.

Are transportation planning, programming and development

- decisions in the urban area adequately integrated with compre-

hensive planning?
No.

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 to
public transportation.

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 influsnce land uses
which in turn determine the daily activity patterns of people,
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a)

.b)

c)

d)

a)

b)

a)

b)

c)

transportation planning must be integrated into the comprehensive
planning process. Furthermore, integration must not occur on a
pilecemeal 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 basis.
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.

If (a) is yes, identify these programs and briefly describe how
they should be altered.

Are there any new programs which yvou believe the Federal DOT
should implement?

No, -

If (c¢) is yes, briefly describe the nature andlpurposes of
such programs.

Do present Federal transportation planning grants provide for
the kinds of planning which is locally desired and which
sexrves local needs?

The answers were divided between yes and no.
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 inddequate and should
be increased. :

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 ves, and half said no.
If {(a) is yes, in which p¥ogram areas and in what amounts?

Primarily for rcad improvements and reconstruction.

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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10.

11.

d)

a)

b)

c)

a)

b)

c)

d)

a)

If (¢) is yes, in what programs and in what levels will these
these funds be used?

Tce improve local roads. No level was specified.

There 1s 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.

Is the urban area contemplating such a restudy of existing
transportation plans?

Yes.

Is there satisfaction with the durrent level of citizen and
multimodal participation in the transportation planning and
evaluation process?

The general feeling was ves.

What has been the involvement of urban area planning and oper-
ating agencies in the development of the State Actlion 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
seminar 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.
Thusg, local involvement has been minimal.

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.

If {(a) is yes, in which program areas and for which kinds of
facilities would you favor the use of Federal Standardg? ~wm=-

Should present AASHO highway design standards continue to be
used by the FPederal Highway Administration for project approval
on Federal—aid highways?

Yes.

If {c) is no, please describe the major changes in design
standards that should be made. ~we=—- :

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)

12. a)

b)

c}

13, a}

b)

c)

4. a)

b)

What criteria or formula should be applied in granting such
assistance?

Unknowrt .

Does the urban area presently have or plan on having a program
devoted to the planning and development of bicycle ways and othex
non-motor vehicle facilities (e.g., jogging paths, pedestrian ways,
etc.)?

City of Grand Rapids is only area which has done planning
for bicycles.

If (a) is yes, what agency of local government is responsible? ——we--

Have estimates been made concerning the Ffuture levels cof usage and
the level of investment neéeded to develop adeguate facilities?

No.

Are new transportation techmologies evaluated in the current
planning process in the urban area?

No.

In your estimation 1s the dissemination of information regarding
new transportation techmdlogies adequate?

Yes,
How can the Federal Government be more useful in this regard?
Are very usefuyl as is.

Have there been any studies conducted for the area regarding
the problem of urban goods movement?

No.

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 %focal authorities, =r—=—--

Following are the five policy areas of highest priority as taken from

the foregoing list of 14 policy questions:

1. Planning Responsibility
2. Program Priorities

3. Coomdinated Planning

4, Planning Granis

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 participeting 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, Supefvisor, Alpine Township

Robert L. Stockman, Exec. Director, KORPC

David Needham, Transportation Planner, KORPC

Don Lamoreaux, Chairman, GRETS Policy Committee, Plainfield
Township Supervisor ‘




GRAND RAPIDS

SUMMARY OF LOW AND NOW-CAPITAL ALTERNATIVES

PEREOD -OF IMPLEMENTATION

1972 1980 1990 Not Being
Program Alternative Inveatory Program Plan Consideved
1. Staggering of work hours. X X
2. Measures to encoukage car pools'l.
3. -Bannlag private automobiles X
from the CBD.
4. Raising tolls on tell
bridges and tunnels during X
4
:peak hours.
5. Lowering tolls on toll
‘bridges and tunnels during
off-peak hours. X
=
g1 s. Increasing CBP daytime 'Y
E parking rates.
=1 .
& | 7. Lowering transit fayes during: X7
21 of f-peak hours.
é 8, Less restrictiona on taxicabs. x
[+
(=1
5 9, Leas reatrictions on jitneys. X
B
10, Reserved lanes for buses. X
5 11. Restrictions on curbaide loading
% and unleoading in congested aveas. D¢
» 112, Evening delivery by trucks in ¥
f‘é downkown aress.
B |13, Other {describe)
14, "
15, " '
16' "
17. "
18. "
19. Rescheduling airecraft X
.operations to reduce peaking. .
206, Diverting Alow—passenger
operations from air carrpier
airport runways to general x
aviation facilities.
n -
gg 21. Other (describe)
g »
- |22, "
4
23, "
!
2{.- L1
25, "
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MINUTES

JACKSON AREA COMPREHENSIVE

TRANSPORTATION STUDY (JACTS)
POLICY COMMITTEE MEETING
JACKSBON COUNTY BUILDING
JACKSON, MICHIGAN

Thursday, December 27, 1873.

The meeting was called to order at 10:15 a.m. by Chairman Conley.

ATTENDANCE :
Members Present: P. Conley - Mayor, City of Jackson
: R. Haan - Michigan State Highways
W. Russler - Supervisor, Napoleon Township
L. True - Chairman, County Road Commission
Others Present: W. Vaclavik = City Engineer

R. Milburn - Region II Planning Commission

ITEM I - Adoption of the Guidelines forxr priority selection of
projects on the Urban Systems Map.

Mr. Haan presented the proposed guidelines to th@ Comm;ttee and
answered questions of the Committee.

Mr. Haan made a motion and Mr. Russler supported for the adoptlon
of the guidelines as submitted. Vote: Yeas - 4, Nays - 0,
Absent ~ 6. '

ITEM II - Approval of projects utilizing Urban System Funds:
North West Avenue and Ganson Street intersection,
Ganson Street and Elm Avenue intersection, and Lansing
Street Bridge widening.

Mr. Vaclavik presented the detalls 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, BAbsent - 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 UrbanSystem Fundsz Votes Yeasi=4, =
Nays - 0, Absent - 6.
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VT e e e

Policy Committee
Page 2
December 27, 1973

ITEM III - Approval of Policy Questions for the National
Transportation Study.

My. 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 guestions 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 busineés, the meeting was adjourned at
10:45 a.m.

Respectfully submitted,

ol d Ko,

Ronald K. Milburn
Principal Planner

REM:mfb
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1la} .

2a) .

2b) .

3a) .

3b) .

3a).

3d) .

).

5a) .

5b) .

5c) .

A more ideal division of responsibility would give
more control to the local governments in applying
for grants. This 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 l1la).

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 cholce and
control of the nroiect, This could he achicved
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 regquired.

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 woxrk.
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6c) .

64d) .

7a) .

7b} .

ga).

8b) .

.. -8a) .

8d) .

: 2al .

Ves.

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 applies for example to some of the recent
people mover programs recently introduced. Such
programs are catered to the largest metropolitan
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 townships have used their sharing funds on the
improvement of local roads in their respective town-
ships, however, the County has not expended any funds
we know of for a similar purpose (County Road
Cormmission) .

Yes, townships and City of Jackson (Regional Planning
Commission) .

Exact amounts not available at this time.

Yes (Régional Planning Commission).
No (County Road Commission).

No response.

Yes (Regional Planning Commission).
No (County Road Commission) .

pon'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 should be
accepted by all agencies as a guideline in processing

projects with Federal funding (County Road Commission) .
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1ca) . No.
10b) . Does not apply.

N 10c) . Yes, but as guides only. Each project should be

[ studied for problems which would not allow it to

e ‘ conform to the guidelines and alternatives studied
which would take the special problem into account.

lod). Does not apply.

. 11a). Yes (Regional Planning Commission).
No (County Road Commission). .
|

11b) . Reimbursements either whole or in part for the
operating deficit (Regional Planning Commission).
For improvements only (County Road Commission) .

12a). Yes, in the City of Jackson.

12b). The City has developed a bicycle plan.

&g 12¢) . Yes, in the City.
13a). Unable to answer without a clarification of what @
i is "new". .
13b}. Yes.
l4a) . Yes.
14b) . Transportation Study and Airport Study by the

Regional Planning Comm1551on.
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JACKSON

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES
PERIOD -OF IMPLEMENTATION
. 1872 1980 1950 Not Being
Program Alternative Inventory Program Plan Censidered
1. Staggering of work hours. X
2. Measures to encourage car pools. X
3. Banning private automobiles
from the CBD, X
4, Ralsing tolls om toll
bridges and tumnels during
peak hours, X
5. Lowering tolls on toll
bridges and tumnels during
off-peak hours. X
=
S| 6. Increasing CED daytime
:'_.'g' + parkimg rates. X
4
o
& | 7. Lowering transit fares during:
2 off-paak hours. ‘X,
é 8. Less reastrictions on taxicabs. X
2
"
E 9. Less reatrictions on {itmeys. X
&
= §10. Reserved lanes for buses. X
é 1i. Restrictions on curbside loading
% and ynloading in congested areas,
w | 12. Evening delivery by trucks in X
=
= downtown areas.
[£3
5 [13. Other (describe)
14, "
15. "
16. 1}
17. "
N 18. 1"
19. Rescheduling aivecraft ¥
operations to reduce peaking.
20. Divartingrlow-passenger
operations from alr carrier
airport rupways to general X
aviation facilities,
g’:
& 21, Other {describe}
E Bn ey - , -
= 122, Y
2 :
23. "
2[" "
25, "
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REPORTS OF THE LEAD URBAN AGENCIES AND COMMENTS
© OQF PARTICIPATING URBAN PLANNING GROUPS

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 which this could be improved.
Satisfaction was expressed with the workability
of the present division.

Local personnel should be trained to provide and
correlate the necessary input of local data which
could best be obtainzsd 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 thet the procedures
as they are functioning now are satisfactory to
this group with the expectatiorn that they will be
further refined for definition of areas of respon-
sibility as time goes on.

No. The present allocacvion of funds which allows
us to work through the state with the federal -
government: appears to have considerable merit in
providing uniformity of approach among the various
governmental units of the state, 3s well as a fair
and equitable distribution of funds to the appropri-
ate areas, This procedure provides for adequate
input through state organizations and individual
agencies. It seems apparent to this group that to
deal directly with the federal agencies on these
funds could only result in the cr=ation of addi-
tional or the ballooning of existing federal
bureaucracy in order that they be able to handle

-these projects in an expeditious fashion,

Complete flexibility does not appear to be desirable,

It appears to us that the flexibility that is built
into the federal legislation should be adequate to
provide the flexibility needed at the local level in
expenditure of these funds.

Question
Designation Answer

1. a)

b)

2, a)

b)

3. a)

We are satisfied with the system we currently have
and would oppose any changs in that system. If it
should have to come down to a decision belween the
two alternatives provided, this group would want to
have a-hellava lot more information before recching
a decision,
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'Question

. Designation Answer
‘ b) No.
) In all probability
a) No response,
4, , Speaking for a Road Commissioner, the answer would

be a flat NO just to be on the safe side.

! i
I

o . 5. a) Yes, within certain confines.
b) No fesponse,
¢) - They should be planned on the same data base.and

closely integrated.

6. aj Yes.

b) Duplication of transportation planning studies. at
"the naticnal level and a proliferaticn of various
highway classifications in the national and state
transportation studies creates problems,

c) Why not simplify, streamline and implement those
: programs that they presently have?

a) No response,

7. a) To date, no such grants have been received in this
metropolitan area on a direct basis.

b) No response.
: 8. a) Yes,
| b) Street and highway construction, Approximately

50% of the funds in the township areas and in the
City of Kalamazoo. Nene in the City of Portage.

c) " Competing needs will have to be evaluated onh a year
to year basis,

d)'; No response,
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10.

a7

hl

{3
R

b)

)

a)

a)
b)

bj

c)'

ay

b)
c)

4

We are presently in this phaze of our study and
these consideratigns are being taken into account
in carrying out our study.

A strategy for cicizen involvement has been evolved
and only the futura can tell us how satisfactory
this will be.

No response,

Yes.

It is the feeling of this group that the decision
shculd be made at the local level, based on the
quality of transportation service that they feel
can best be provided in ocur area to meet the needs
of our particular population mix.

No.

It is our feeling that the AASHO Qesign standards
are oriented more toward expressway and major trunk-
line types of construction and not urban area con-
ditions where the needs cover a much wider range and
where the physical constraints vary markedly from
those experienced on trunkline construction. It is
our feeling that the AASHO design standards can and
should be used as a ready base reference from which
medifications can and should be made in accordance
with sound engineering judgements en an individual
basis.

Yes,

The use of funds in this manner shonld be fully
justified on an annual basis and thee funds taken

-from a source other than those necessary to the con-

tinued operation and updating of other critical
transportation modes,

Yes.
The City of Kalamazoo's Department of Public Works.

No.

Yes,
No.

A well integrated newsletter with wide dissemination




14,

a)
b)

to all governmental levéls, including those involved
in the 3¢ process. '

No.

No response.
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KALAMAZOO

\\ SUMMARY Oi? LOW AND NON-CAPLTAL ALTERNATIVES
e X
PERYIOD .0F 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. Raising tolls on toll
_bridges and tunnels during X
peak hours.
5. Lowering tolls on toll
bridges and tunnels during X
off-peak hours.
=
S | 6. Increasing CBD daytime
E parking rates. X
B
2| 7. Lowering transit fares during
é’ off-peak hours. X
73_ Less veptrictions on taxicabs. X
Q
=1
g 9, Less restrictions on  jitneys. X
b
10, Reserved lanes for buses. X
§ 11, Restrictions on curbaside leading X
=] and unloading in congested arcas.
<
b §12. Evening delivery by trucks in ¥
% downtown Are&s.
& {13, oOther (deseribe)
14. 1
15‘ "
16' "
17. L1
18. "
19. Rescheduling aircraft
operations to reduce peaking. X
20. PDiverting low-passenger
‘operations from air carrier
airport runways to general e
aviation facilities.
0
& 121, Other (deseribe)
§ | —
G 22. "
23. '
2[‘. H .
25. ”
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LANSING

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES hd

PERIOD .OF IMPLEMENTATION

1972 1980 19%0 Not Belnmg

Program Alternative Inventory Program Plan Considered

1. Sraggering of work hours. X

2. Measures to encourage car pools. X

3. Banning private automobiles
from the CBD. X

4, Raisiog tells on toll
bridges and tunnels during X
peal hours.

5. Lowering tolls on toll )
bridges and tunmels during X
off-peak hours.

&

S| 6. Increasing CBD daytime X

E parking rates.

=4

£ | 7. rowering transit fares during X
B off-peak hours.

é '3, Lesgs restrictions on taxicabs. X
=

E 9. Less restrictions on  jitneys. X
oy

= {10. Reserved lanes for buses. X
é 11. Reatyictions on curbslde loading ' &
% and unloading in comrgested areas.

» | 12. Ewening delivery by trucks in e
%: downtown areas.

8 .
o (13, Ocher {describe)

14, "

5. "

16. "

17. "

18. "
19. Rescheduling aircraft b
opeyations to reduce peaking.
20. Diverting low-passenger
operations from air carrier
airport runways to general .
aviation facilities.
L4
.[% 21. Other (describe)
% S [ SNSRI R . —.
o {22, "
< i
]
23. " |
t
24' "
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MUSKEGON

SUMMARY OF LOW AND NON-CAPITAL ALTERNATIVES

PERICD OF IMPLEMENTATION

airport runwayse to general -
aviation facilities,

e 1972 1980 1990 Not Being
Program Alternative Inveatory ’| Program Plan Considered
1. Staggering of vork hours. X
2. Measures.to encourage car pools’ X
3. . Banning private automobiles X
‘from the CBED.
4. Raising 't’ol,:ls_on toll o
bridges and tunrnels during’ ¥
* peak hours. :
5. lawerir{g ;}:'ol_lll_.s;on' __thi )
bridges and .tunnelg during ¥
. off-peak hours..
= A L. )
1] 6. Increasing CBD daytime X
g parking rates.
B : .
g 7. Lowering transit fares during
2 off-peak. haurs, X
B 8. f.eea :réstr.iét:iona on takicabs. X
o :
it
‘:é' 9. Less restrictlons on  itneys. X
B S P
10. Reserved lanes for buses. X
é‘ 11, Restrictions on curbside loading
% and unloading in congested areas. X
s 112. Eventng delivery by trucks fn X
g downtown areas.
o |13, Othér (describe)
4,
5. "
16, "
17. "
18, "
19, Res,chedu.l'j..ng aircraft . ’ ¥
"operations to reduce peaking. ) >
0. Div‘e:r't:_in.g 1§w-pasaepger
operattons from air carrier ¥

1% .
? 2k, Other {(descyibe)
=122, v
<
23_ " .
24, "
25"“ 113
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197l NATTONAL TRANSPORTATION STUDY

NARRATIVE REPORT

.Saginaw County Metropolitan Planning Commission

December 1973



4-1.1

4"‘1 92

4“‘1 ;3

4-1.6

SUMMARY

The Narrative Report attempts to puint out some of the prob-
loms with the 1974 Natilonal Transportation Study in hopes

of making the next study relevant to local Lransportation
protslems. The Saginaw County Metropolitan Planning Commis-
8ion found several of the short comings of this study to be:
(1) more emphasis should have been placed on multi-modal re-
lationships bstween such modes of transportation as highways,
mass public transit or aviation, (2) the information base is
too diverse which detracts from the leocal comprehensive plan-
ning process, (3) and the study lacks.a truly local input be-
cause of the dependence on state services,

INTRODUCTION

This Narrative Report describes ths 1974 National Transpor-
tation Study and a feuw of the problsms that were encounterad
during it.

URSBAN AREA TRANSPORTATION PGLICY AND PBLANNING

The original goals and objectives that were cdetermined for the
National Transportation Study last yesar by the Policy and Tecoh-
nical Committees should have been more closely relatad to Lhe
Saginaw Metropolitesn Area Transportation Study. A more coovd-
inated effort should have bean made to brinag these two studies
together. Such a study would be mure relevant and have wmure
direct benefit to the continuing transportation program in the
Saginaw Area. It is also the contention of the Saginaw County
Metropolitan Planning Commission that these goals and ol jec-—
tives should have been more closely followed when detusrmining
the 1980 program and 1990 plan. For this siudy to be truly-
effective some type of local goals should have been followed
to bring better local input into the study.

EVALUATION OF THE 1972 INVENTORY

This was accomplished by the MDSHT

EVALUATION OF THE 1990 PLAN

This was accomplished by the MDSHT

EVALUATION OF THE 19880 PROGRAWM

This was accomplished by thie MDSHT

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 comprehensive 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-
offs between the different modes aof transportation, such as &
highways, mass public transit or aviation. Finally, the

study was very dependent on the state for its computer and
administrative duties. This limits the scope of local imput
when the local transit needs are of importance.

rﬁml.B SOURCES OF FUNDS FOR THE 1980 PROGRAM

The process of determining the 1980 Program funding went
through a complex procedure that concluded with a program
someuwhere between the 1972 Inventory and the 1930 Plan.

- This funding system has left some parts of thes program with
an over abundance of funds while others had limited funds
in which the program is to be accomplished. This sesms
inadequate and illogical from a comprehensive planning
perspective.

4-1.9 LDW AND NON-CAPITAL ALTERNATIVES

Low and non-capital alternatives were not considered (sse
figure).

4-1.10 RECOMMENDATIONS FOR _ACTION

The 1974 National Transportation Study fto be moro effective
should relate to the continuing. transportation study of local
areas rather than to an unrealistic, general, states adminis-
trative program. Ag it is not coordinated with othsr trans-
portation programs, the study has only a limited practical
use to the local arsas involved. This lack of coordination
also makes the study inefficient in that much of the data
collected is not usable to other transportation studies

and vice vsrsa.

4--1,11 REPORTS AND COMMENTS OF OTHER PLANNING GROUBPS

None

4-1.12 PARTICIPATING AGENCIES

Saginaw County Metropolitan Planning Commlssvon

Saginaw County Road Commission

City of Saginaw Traffic Engineering Department

Michigan Department of Stats Highuways

Policy Committee of the Saginaw Metropolitan Area Transporto-
tian Study

Technical Committee of the Saginaw Metropollt@n Area Transpor—
tation Study. : '
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COUNTY of SAGINAW

Offica of the
COUNTY PLANNER COUMNTY PLANMING DIRECTOR

LAW ENFORCEMENT BLDG. $ AGIENAW, MICHIGAN

ODecember 27, 1973

Sam F. Cryderman-

Engineer of Transportation Plannlng
State Highways Building

Post Office Drawsr K,

Lansing, Michigan = 48904

Dear Mr. Cryderman:

Enclosed is an addition te 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 Saginau
Metropolitan Transportation Study. The minutes of this meeting
are enclosed for vyour rseference.

If additional information is necessary, please feel frae to
contact us.

Sincerely, - e R

f foder~

. Howard Kundinger
Dlrector

AMK: pu

ftnclosures
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4-1.3

(Continued)

1. (a)

(b)

2.(a)
(b)
3. (a)
(b)
(c)

(d)
4.
5. (a)
(b)
(c)

Go(a)

{h}

" Yes {with local control)

URBAN AREA TRANSPORTATION POLICICS

The responsibility between the Federal, State and

local government with respectlt to planning, programmning
and development of transportation facilities is: (1)
Federal supplies funds, planning resources and develops
procedures; (2) State supplies technival assistanrce and
quidelines for uniformity and (3) local supplies the
policy that is desired by citizens and technical input.

The current procedures in transportation planning are
appropriate at this time, however, regions .ould help
coordinate the transportation efforts of local areas.
But, regions should only advise local areas not to
attempt to determine local policies.

Yeé

Yes
No

The establishment of a representative single recipient
agency for transportation funds would be sludics in
Job 625-641 of Saginaw County PMetropolitun Planoing
Commission's continuing planning prougran.

S5ee Table 1

Yes

Transportation and comprehensive planning should worik
closely together to achieve an inteqrated planning nro-
gram in the Saginaw Metropolitan Area,

Yas

The Saginaw Arsa Metropolitan Transportalion Study,
bowever, is not familiar with all thoe programs bo o mabe
a recommendation as to what changes should be wode.,

he Michigan Departmant of Slate Highways ood Teanopor-
Latiun 1s in o botter posibion Lo omake suach pecommorndo -
blons,

Stable responsibility
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7.(a)
(b)
8.(a)
(1)

10 {a)

(b)

(e)
(d)
11 (a)
(b)

Yes
Yeus
General Revenue Sharing funds will Le wsen for o county
and city bridges and for roards by Lownuhip Lhiroaghoot

tho county.

Yes

The long term General Revenue Sharing policy will be
spent in the area of bridges with the possibility that
funds will be spent on public mass transit.

Yes

No

There has only been minimal involvement of urban area

‘planning and operating agencies in the development of

the State Action Plan to implement the Federal Highuay
Administration process guidelines.

Yes (uniform minimum standards)

Uniform Federal level of service standards for future
transportation facilities should be used basically in
road construction but also when alrpurts or public masg-
transit is developed. :

Yes

Yes

The funds that would be used to defray operating losses
for public mass-transit should not detract from other
vital, local programs. The criteria should be flexible
and consistent with community desires.

Yes

The County Planning Department and City and County Parks
are responsible for the planning and develupment of
bicycle ways.

Yes
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13 (a) VYes
(b) No
(c) The Federal Government could be more helpful in uussi-
mination of information by providing s ©ingle transpor-

tation abstract.

14 {a) No (other than minor motor freight)
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finutes of mgétiﬁg
...~ boLIcy COMMITTEE
Saginaw Metropolitan Transportation Study

wedneaday, December 19, 1973 - 12:00 WNcon : L
Sullivan's North, Shanncn Room
3475 Bay Road, Saginau '

l. HRoll: Policy Committes

Frapk W. Jones, Chairman | Saginaw Township
Mearl Talsma MDSHT? o
Al Janson ' County Road Commission
Val Nowaczyk - Carrollton Touwnship
Arnold Schluckbier Bridgeport Taunship |
Gerald Blair City of Saginau ¥
Staff_ | -
Howard Kundinger : County Planning !
Gordon Ely Road Commission

Engineer
Randall Derifield : County Rlanning
Guests |
Mark Rummel ‘ The Saginaw News

2. Business:

A. Approval of Minutes for September 11, 1973 moved by Blair,
supported by Schliuckbier. Motion carried,

B. TCommunications

Many communications were recsived, but most wers routine
procedural items that are not of policy significance.
Chairman Jones directed that staff highlight only signifi-
cant letters or letters that require actiong

- 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-675 is open. C(City responded that
it felt this is not in its best interests.
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County Board Chairman Gustafson sent lebter to Governor .
Milliken requesting that he designate the county metro-
politan planning commission the metropolitan transpor-
tation plannlng agency 1nst@ad 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, isgsues suadlng latter

that was of no practlcal value. =

Moved by Nowaczyk, supporﬁed by Blair to go on record
opposing ‘designation of regions as they are not pro-
perly staffed,; represent too large an area, and as the
two most critical transportation modes: highways and
mass transit are essentially metropolitan - not ragional
~ in character. Motion carried.

Received letter from City o?-Sagihaw requgsting trang-
portation study review of their proposed "New Trant
aygtem for a moving sidewalk in the central business

- district., Technical Committes has reviewed it and

recommends approval.

Moved by*Jonés, supported by Janson to endorse the
the City's ¥New Tran® proposal. Motion carried.

L. WUnfinished Business

T

‘A special committee of the Technical Committee com=

Policy Committee developed policy input for Natiomal
Transportation Study. Attached is a summary of that
input. Moved by Nowasczyk, supported by Schluckbier
to submit this to MDSHT.

Federal Aid Urban System should bs expanded to include

all Primary, Sscondary (State and County) and Urban
Links within the Federal Aid Urban Boundary. Also,
Elmuood Ave. from Hess to Gallagher should be added.

posed of Road Commiseion Enginesr Ely, City Traffic
Engineer Blair and his Federal Projects Engineer
ualther, and SCMPC. Director Kundinger concur that this
is deslirable. PMoved by Nowanzvk, supported by Jones
to accept the recommendation. Motion carried.

Kundinger advised that federal government is moving
toward making the Policy Commitiss a consortium of

of governments that will actually make desisions on
prigprity of federal traneporitation projecte in the
arsa. It was a consesnsus that this would be no prob-
lem in Saginaw because the county road commission,
coeunty planning, City of Seginsw Traffic Enginesring
and local officials already cooperate to a high degrae.
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Do

New Buzinsass

The Anpual Report of sctivity of ithe Saginaw Metropolitan
Area Traneportation Study was distributed. The intent

is to davelop a popular brochure to acquaint the community
with our taeking, Barring loss of responsibility to
regions, we willl be prepsring thesse on an annual basis,

Transit Document

Staff summarized the Annual and Multi-Year Urban Public
Transportation Plan that was submit®ed to MDSHT to mest
guidelines of Act 327 of Michigan Public Acts of 1972,

the UMTA Regional Planning Dstermination and 1974 National
Transportation Study in one document. Basically, the do-~
cument synthesizes the Functionally Intpgrated Transit
Plan, with which the Policy Commitiese is already famillar,
Moved by Jones, supported by Nowaczyk to approve of this
staff submittal. Motion carried.

Transportetion Review. Although not.a lepgal or admin-
igtrative requirement, staff will bring all OMB A-95
Clearinghouse Reviews relatefd to transportstion before
the SMATS Committees.

1. Tri=City Airport notifies of its intent to overlay
its runway system to strengthen it to 727-280
capacity and improve lighting. Project will cost
$1,077,000 and has no significant snvirommental im-
pact. It 1s an important safety need and is being
expadited aon an emergency bssia. Mouesd by Blair,
supported by Janson to endorse the project. Motion
carried,

2. 1I=75 Shoulder Improvements are proposed by MDSHT
from Kochville Road in Saginaw County to Kawkauwlin
in Bay County, Project cost is $600,000 and would
pave shoulders (nou gravel) with asphalt. It has no
significant environmental impact but is of safetly
Value and reduces maintenance needs., Staff recommends
approval as long as median should ie not paved if
widening ls anticipated in the near future. Gordon
Ely said that maintenance costs are high and that if
it 1s most economical to pave even for a feuw years,
this should be encouraged. Moved by Schluckbier,
supported by Blair to approve staff rscommendation
as modified by Ely's comments. Motion cazried.

Mearl Talsma impressed on local transportation agencies
the need to commit funds on FAUS bescause of statewide
balance. Balir and Ely noted that the area already has
committed several years of funding.,

3. Adjournment: Being no further business, the committee ad journad

at 1:50 p.M,

Howard Kundinger, SMATS Secretary
SCMPC Director
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SAGINAW -
SUMMARY OF LOW AND NON-CAPLTAL ALTERMATIVES
_ PERICD .OF IMPLEMENTATION
‘ ] 1972 1980 1990 Not Being
Program Alcernative Inventory Program Plan Considered
1. Staggefing of work hours. i bid
2. Measuves {0 encourage car pools, X
3. Bahniﬁg private automobiles X
from the GBD. . . .
5.‘ Raisi;g- tolls on toll b4
bridges and tunnels during
peak hours.
5. Lcwe'r,;_t'ng' I':bl..lé‘ on toll’
bridges and tunnels during )

: off-peak houra. X |
= . ny |
21 6. increasing CBD daytime ;'
a parking rates, X
& | 7. Lowering transit fares during % |‘
é offrpeak-hours. ‘ . '
o 8. Leas :feacrictions " on taxicabe,’ X
g’ 9, Less restrictions on Jitneys. £
B .

10. Rererved lanee for buses. X
§ 11, Restrictions on curbside loading
g and unloading in congested aveas, X
o
» |12, Evening deliverxy by trucks in X
§ downtown areas. .
& 113, Other (descrive) Bike Trails X
e en 14. " ;
15. H 5
16‘-. "
7, " )
18. "
19. Reocheduling aircraft - ¥
1 ‘operations Lo reduce peaking. . . . BE
20. Divértf;ng lov-passenger
operationa from alr ecarvier
airport tunways to general -
aviation facilities.
£ & [21. Other (describe) X
g 2. - o
23. "
24, . ;
23, "
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PART 5
APPENDICES

A. STATEWIDE PLANNING AND PROGRAMMING
' (Refer Section 2-2.1, Section 2-4 through 2-6 and Part III)

B.  STUDY ORGANIZATION
(Refer Work Program)

C. BASIS OF 1974 NTS :
(Refer Section 2-4 through 2-6 and see Attachment)

D. MARINE
(Not Applicable)

E. COST OF 1974 NTS EFFORT
: {To be provided under separate cover)

F. COMMENTS
{Refer Part IV)

G SUGGESTIONS
' (Refer Section 2-10)

H. COMMENTS .
- {Same as F. and G.)

I. LIST OF PLACES - .
{See attachment)

J.  OTHER MATERIAL
(Refer separate cover report on PBES-TRANSPORTATION STUDY)

M-Z NOT AVAILABLE -
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10.

i1,

APPENDIX C
DATA SOURCES USED FOR PREPARATION OF 1974 NTS HIGHWAY FORMS

"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.

"Michigan Highway Fiscal Analyses, 1970-1990," prepared for Michigan
Department of State Highways, County Road Association of Michigan, and
Michigan Municipal Leaque, Wilbur Smith and Associates, December 1972.

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.

1990 Highway Functional Classification Maps prepared by Michigan
Department of State Highways and Transportation.

Shert -Range Improvement Programs, 1973-1978, Bay City Area Transportation
Pianning Study.

"20 Year Regional Highway Priority Improvement Program, Southeast
Michigan Region," Southeast Michigan Council of Governments, Unified
Work Program Number 5.40, July, 1973.

“Working Paper Number 11: Financing Highway Construction in the Southeast
Michigan Region, 1970-1990," Southeast M1ch1gan Coun011 of Governments,
June, 1972.

"Technical Work Paper, Financial Resources Available for Tfansportatieﬂ
System Improvements in the Flint/Genesee County Area," Planning Section,
Transportation Planning Division, Michigan Department of State H1ghways,
May 1973.

"Short-Range Improvement Program, 1973-1980", Flint/Genesee County Avea.

“Technical Work Paper, Financial Resources Available for Transportation
System Improvements in the Jackson Urbanized Area," Planning Section
Transportation Planning Division, Michigan Department of State Highwavs.,
May, 1973.

"Short-Range Improvement Programs,1973-1978," Jackson Urbanized Area.
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12. "Forecasting of Financial Resources Availabie 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 Improvemenis in the Grand- Rapids Urbanized Area," Planning Section,
Eragﬁportation Planning Division, Michigan Department of State Highways,

pril, 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,
Trans?ortation Planning Division, Michigan Depariment of State Highways,
May. 1973.

17. "Arterial Street and Highway Improvement Program, Lansing Urban Area,
1673-1995," Michigan Department of State Highways, June, 1973.

18.  "1995 Transportation System Elements," Muskegon Urbanized Avea.

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, 0ffice of Planning,
Michigan Department of State Highways.

21. "1972 National Transportation Study, Data Summaries and Tapes."

22. Michigan ﬁepartment of State Highways and Transportation Action Plan,
Draft Copy. ‘
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Urbanized Areas

Ann Arbor
Bay City
Detroit
Flint
Grand Rapids
Jackson

Urban Places as . .
Defined by the

APPENDIY [

ELIGIBLE AREAS

1970 Population

178,605
78,097
3,970,584
330,128
352,703
78,572

U,5. Bureau of Census

Adrian
Albion

Alma

Alpena

Battie Creek
Belding
Benton Central (U)
Benton Harbor
Big Rapids
Cadillac
Charlotte
Cheboygan
Coldwater
Davison @
Dowaglac
Escanaba
Fenton
Gladstone
Grand Haven
Grand Ledge
Greenville
Hastings
Hillsdale
Holland
Houghton
Howell

Jonia ]
Iron Mountain
Ironwood

(U) Unincorporated

1979_P0puiation_

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
8,711

% Included in Flint FederalwAid Urban Area
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. Urbanized Areas

KalamaZzoo

Lansing

Muskegon

Saginaw

Niles {South Pend)
Scuthern Monroe
County (Toledo)

Urban Places-as
Defined by the

1970 Population

152,083
229,518
105,716
147,552

23,424

11,861

1970 Population

yjﬁ. Bureau of Census

Ishpeming
Kincheloe (U)
Kingsford

K. L. Sawyer (U)

Lakeview (U)
Lapeer -

Ludington

Manistee
Marquette
Marshall
Marysville
Mason
Menominee
Midland
Monroe

Mount Pleasant
Negaunee
Owosso
Petoskey

Port Huron

8t. Johns

t., Joseph
Sault Ste, Marie
South Haven
Sturgis
Tecumseh
Three Rivers
Travexrse City
Wurtemith (U)

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

135,176

23,894

20,504
5,248

17,179
6,342

35,794
6,672

11,042

15,136
6,471
2,295
7,120
7,355

18,048
6,932






