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CHAPTER 1
INTRODUCTION

Introduction to Trade-in¥*

Since 1973, the Interstate Highway trade-in provision has been
part of the federal legislation which governs the Federal-Aid Highway
program. Known by such other names as Interstate transfer, turn-
back, withdrawal-substitution and dedesignation, the trade-in provision
gives urban areas the option not to build an Interstate segment, but
instead to use the construction funds toward transit and other highway
projects.

In its current form, trade-ins can be enacted for proposed Inter-
state segments both within urbanized areas and connecting separate ur-
banized areas in the same state. The authorized value of the withdrawn
segment is the most recent construction cost estimate plus (or minus)
the effects of inflation (deflation} on the highway construction industry.
In addition, the unobligated balance of an authorized trade-in continues
to be adjusted quarterly for the same inflationary impacts. Obligations
are made for a wide range of projects, including the types of transit
capital projects which are eligible under UMTA Section 3, and highway
capital projects normally funded from one of many Federal-aid highway
funding systems (i.e., Interstate, Primary, Secondary and Urban).
The trade-in funds pay 85 percent of any substitute project, with 13
percent required from the state or local sources., This compares
favorably against UMTA Section 3 projects (80 percent) and Federal-aid
to  Primary, Secondary and Urban systems projects (75 percent).
Finally, withdrawals can still be made until September 30, 1983, and
substitute projects must be under contract by September, 1986.

When an urban area and state agree fo trade in an Interstate
Highway, a formal procedure is followed, as briefly delineated below.

1. The first step is for the Governor and the local governments
{including the MPQO) to submit to FHWA and UMTA (through FHWA) a
request to withdraw a particular Interstate segment. The request must
show that the segment is eligible to be withdrawn.

2. After receiving the request, FHWA and UMTA would consider
it and decide whether it meets the criteria for withdrawals. The Fed-
eral decision to approve a withdrawal request must ordinarily come be-
fore September 30, 1983.

3. The Governor and the local governments, typically after re-
celving approval of the withdrawal request, would submit "concept pro-
grams" to FHWA and UMTA spelling out, in a general way, how they
propose to utilize the trade-in funds. Once again, Federal approval of
the concept programs must ordinarily come before September 30, 1983.

* "A more thorough discussion of the hisfory, requirements and extent
of the lrade-in program is found in Volume I.
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4. The state and local officials then develop the substitute pro-
jects in greater detail, and decide which projects to submit to the Fed-
eral government for funding. The project applications are submitted by
the Governor or a designee -- to UMTA, in the case of transit projects,
and to FHWA, in the case of highway projects. The projects must also
go through the TIP process, environmental impact statements must be
prepared where necessary and whatever other similar approvals are re-
guired must be obtained.

5. The detailed project applications are approved by UMTA and
the field offices of FHWA, as the case may be. The applications will
only be approved if sufficient Federal funds are abailable to pay for
them.

6. Construction of the substitute projects must be begun or at

least contracted for by September 30, 1986, if funds are available for
them.

This volume presents a synopsis of trade-in experiences in 24
urban areas. These 24 areas have enacted all the 36 trade-ins that
have occurred from the inception of the program in 1973 through
August, 1982.*% The synopsis emphasizes the three main aspects of
trade-in actions: (1) what conditions led up to a decision to enact a
trade-in, (2) what did the trade-in formally entail, in terms of the
segment withdrawn, monetary value received, necessary adjustments to
the highway network, etc., and (3) what substitute projects have been
planned and implemented.

¥ Since August, one additional withdrawal has been approved (I-895 in
Fall River, Massachusetts) and another is still under review (I-895 in
Providence, Rhode Island) as of November 1, 1982. These are not
discussed in this report.

T.2



CHAPTER 1I
SYNOPSIS OF INTERSTATE TRADE-INS IN 24 URBAN AREAS

This chapter presents a synopsis of Interstate trade-ins that have
occurred in 24 urban areas. All relevant events and factors are sum-
marized into separate urban area reports. Each summary centains a
brief listing of important urban characteristics. This is fellowed by a
review of the events which led to and resulted in withdrawal and sub-
stitution actions. All trade-in actions made through August, 1982 are
included here. The svynopsis is presented alphabetically by the name of
the central city contained within each urban area.

1. Albany, New York

Basic Characteristics

The Albany SMSA had a population of 794,300 in 1980, of which 13
percent resided in the central city.! Owver 381,000 persons were em-
ployed in the SMSA in 1982.%

The Albany urbanized arca has over 2140 miles of street network.?®
Interstate highways represent 3.6 percent of that total, while other
principal arterials comprise 7.2 percent of the network. Over 8.6
million daily wvehicle miles were recorded in 1975 -- 27 percent on the
Interstate system and 40.5 percent on other principal arterials.

The regional bus transit system provides service throughout the

metropolitan area, with a peak requirement of 194 vehicles.* 1In 1977, 6
percent of work trips were made via public transportation.?®

Withdrawal Background®

The Interstate segment withdrawn was [-687 (see Figure II.1). It
was to serve as a local access facility, connecting the area's major
east-west (I-90) and north-south (I-87) freeways. Originally offered as
part of the City of Albany's areawide highway plan in the early 1950s,
this link gained approval as an Intersate highway by 1960.

Withdrawal Process

In July, 1978 the withdrawal of the 3.6 mile [-687 segment was
approved by US DOT. The amount authorized for trade-in projects was
$51 million.

In the early 1970s, the State had been proceeding iloward construc-
tion of I-687. At the same time the predecessor to the MPO, the Capital
District Transportation Study, was formulating a regional transportation
plan. The State held a public hearing in 1973, at which residents of
the Town of Colonie (through which almost all of the segment was to
traverse) voiced much opposition. The State re-evaluated their posi-
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THE ALBANY URBAN AREA AND THE I-687 SEGMENT WITHDRAWN



tion, and the eventual regional plan dropped 1-687 as a possible route.
The MPO had drafted a report in 14971 proposing to trade in I-687 for
transit projects [and other Interstate segments under Section 103 (e)
(23], but the relevanti local communities (i.e., City of Albany and Town
of Colonie) rejected the plan. Following the 1976 amendments which
allow highway substitute projects, the MPO pursued the withdrawal
action again. It was not until mid-1978, however, that a formal with-
drawal request was actually made. According to the MPQO's, director
the delay was due to the obscurity of Federal rules and requireme s
concerning trade-ins.

Substitute Projects

Prior to the withdrawal, the MPO took the lead in developing a it
of possible substitule projects. Projects were not to be limited to tne
particular corridor of the 1-687 segment in guestion. Project proposals
were solicited from the member committees, while at the me time a
general allocation of 80 percent of the funds for highway projects, 15
percent for transit and 5 percent other purposes (i.e., bikeways, para-
transit) was agreed upon. Approximately 26 projects were eventually
selected via an cvaluative process.

As of TJune 30, 1982, $5.2 million has been obligated for
transit projects, $10.7 million for highway projects. The largest func 4
project -- a $3.2 million {in Federal funds) bus garage for the City of
Troy did not appear on the originally proposed list of substitute p -
jects.  Over $39 million in unobligated funds remain. The latest TIP
suggests an 82 percent highway and 18 percent transit split for the e
funds.

2. B=ltimore, Maryland

B=<ic Characteristics

The Baltimore SMSA had a population of 2.17 million in 1980, with
787,000 residing in the central city. Nearly 1.1 million persons wi g
employed in the SMSA in 1982.

The urbanized area has 4925 miles of street network, of which 2
percent are Interstates and 8.7 percent are other principal arterials.
More than 24.3 million daily VMT were recorded in 1975, of which 19.1
percent occurred on Interstates and 45.6 percent on other principal
arterials,

Public transportation services require over 880 buses during the
peak periods, carrying 11 percent of the area's work trips in 1980.

Withdrawal Background?’

[-70, an east-west Interstate virtually bisecting the nation, origi-
nales in Utah and terminates at the Baltimore city limits, just within the
1-695 beltway (see Figure 11.2). As part of a regional highway pl 1
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first formally proposed in 1959 and finally agreed upon in 1968, I-70
was to provide a western spur into the city, stopping short ol the CEBD
but connecting with other Interstates (i.e., proposed 1-170 and com-
pleted I-95) which would provide access to downtown.

Withdrawal Process

The 3.3 mile segment of [-70, stretching between the city limits
and the intersection with proposed 1-170, was withdrawn in September
1981. At the ftime, $203.7 million was made available for substitute
projects. '

The T1-70 section withdrawn had been under judicial injunction
prohibiting its construction since 1971. In a suit brought by the Sierra
Club, environmentalists were concerned about the effect of the highway
on Leakin Park, one of the city's major parks through which 1-70 was
to traverse. In 1872, a U.S. District court judge ruled that no new
construction could proceed without a new public hearing. In 1979, the
State decided to undertake a new EIS (and eventually hold a new public
meeting). But it was not completed, as opposition to the highway still
existed and since the City of Baltimore began to view other highway and
transit needs as more essential. A withdrawal request was made in
Tuly, 1881 and approved two months later.

At the time of the withdrawal request, the State recommended that
1-70 terminale at the I-695 beltway. The completed 1-70 portion beyond
1-695 was proposed to be redesignated as a spur to 1-70 and given a
proper terminus at the Baitimore border. The remaining proposed
section of 1-70 {from the interchange with proposed I1-170 to completed
[-95) was recommended for construction but as an Interstate facility.

Substitute Projects

A concept plan was submitted simultaneously with the withdrawal
request. The pian is overprogrammed (i.e., it calls for $333 million in
Federal funds while the authorized trade-in amount was only $200 mil-
lion}, and calls for a 53/47 percent split between transit and highway
projects. The bulk of the transit funds are to be spent in two arecas:
construction of a 5.5 mile extension of the new rapid transit line cur-
rently being built (this extension would be outside the City of Balti-
more}, and construction of a transit mall. As of June 30, 1982, $7.6
million has been obligated, primarily for rapid transit construction.
A number of highway projects are proposed, with approximately two-
thirds of the funds used within the City of Baltimore and one-third
elsewhere in the urbanized area. The largest projects are in the sub-
urbs, including construction of four very short expressway/arterial
facilities. In Baltimore, most projects are of the reconsiruction and
rehabilitation type, including 31 separate bridge projecls.

The transit line extension will receive its matching share from the

state, as will the highway projects located outside of Baltimore. All
others will be matched by the City of Baltimore.
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3. Roston, Massachusetts

Basic Characteristics

The Boston SMSA had a 1980 population of over 2.7 million. The
central city had only 563,000 persons. In 1982 employment in the SMSA
exceeded 1.4 million.

The Boston urbanized area street network consists of nearly 8460
miles, with Interstates representing 1.4 percent and other principal
arterials representing 9.6 percent. Daily VMT in 1975 was over 34.2
million, with 20.7 percent occurring on Interstates and 39 percent on
other principal arterials.

The public transportation system consists of many meodes, having a
peak requirement of 964 buses, 32 trackless trolleys, 145 light rail
cars, 192 heavy rail cars and 159 commuter rail cars. Public transpor-
tation carried 16 percent of all work trips in 1980.

withdrawal Background®

Urban highway planning in the Boston area began with wvarious
studies undertaken in the late 1920s, but no formal areawide plan was
produced until 1948. Dubbed the Master Highway Plan, it included
proposals for an inner belt and a radial expressway system. {The
well-known Route 128 Outer Beltway had already been built.) Various
segments were built in the 1950s as a result of this plan, while others
were repackaged (and some modified) in a new study in 1957 designed
to gain Interstate designation for much of the remaining proposed
system. Among those which were proposed (and approved by the
federal government) were the following (see Figure 11.3):

1. Inner Belt (I-695) - This route was to have been a ring
around central Boston, passing through wvarious densely
populated sections of the city as well as Cambridge and
Sommerville. At least one estimate showed that approxi-
mately 3800 dwelling units would be reguired for removal
in order to build this highway.

2. Southwest Expressway (1-95) - This proposed route was
expanded from 4 to 8 lanes between the 1948 and 1957
reports, and was to traverse various Boston neighbor-
hoods between its termini in Northern Roxbury (Boston)
and Route 128 near the Dedham-Milton border. This
route was approved for construction in 1964, and between
that date and 1970 over 150 acres of land and 775 dwelling
units were taken for right-of-way.

3. North Shore Expressway (I-95) - This route was to con-
nect central Boston to the Route 128 Outer Beltway to
the north, near the city of Lynn. Various alignments
were proposed, necessitating either relocation of com-
mercial establishments or traversing an ecologically







sensitive reserve and the taking of various households.
In fact, the State did preliminary construction support-
ing the latter option.

Community opposition to these latter three proposed highway
segments arose from the experience ol earlier construction in the 1950s
and early 1960s. 1In particular, the extension of the Massachusells
Turnipke into the CBD (completed in 1963) caused considerable resent-
menl and resistance due both to the number of residential units taken
and the relatively remote and autocractic position assumed by the Turn-
pike Authority. In 1966, citizen groups supported by technical advisors
voiced strong opposition to the Inner Relt. This was followed by
demonsirations and other forms of activism over the next 3 vyecars.
While opposition was strongest in Cambridge, various community groups
in the Southwest Expressway corridor also voiced opposilion and began
to organize.

By 1969, one areawide group, the Greater Boston Coalition, was
formed, consisting of anti-highway groups from all over the urban area.
Their protests extended beyond the Inner Belt and the Southwest
Expressway (although most efforts and attention were focused there) to
the North Shore (I-95) route, a praposed third Boston Harbor crossing,
and other routes. It should be noted thal there were pro-highway
spokesmen also, cspecially among outer suburban communities and
various business inlerests.

The first unit of government to respond demonstrably to this
mounting highway opposition was neither a local nor state agency, but
was the Federal Highway Administration (FHWA). [In 1968, FHWA con-
ceded to restudy alternative alignments to the 1-695 Inner Belt in
Cambridge. In May of 1969, the Massachusctts Governor appointed a
task force to examine stalewide transportation planning. That task
force recommended a moratorium on most highway construction, and in
Cebruary 1979, the Governor announced such a halt on all highway
construction within the Route 128 Beltway. This was followed by the
creation of the Boston Transportation Planning Review (BTPR), which
was to restudy the various highway corridors as wecll as transil extcen-
sions loo. Recommendations of the BTPR were released between mid-
1972 and early 1973 in the form of separate corridor reports. For the
relevant corridors, the following was recommended:

1. Inner Belt - The Governor deleted this corridor from the
BTPR study. However, recommendations were made
calling for transit extensions and a truck route arterial.

2. Southwest Corridor - While there was particular support
for a combined expressway - rapid transit facility in the
corridor (especially from Alan Altshuter, then the State's
Secretary for Transportation and Construction), the
eventual recommendation was for rapid transit and com-
muter rail facilities.

1.8



3. North Shore Corridor - As in the case of the Southwest
Corridor, initial supporl for a scaled-down expressway
facility eventually diminished, and was replaced here by
a recommended package of TOPICS-type improvements on
existing cerridor highways.

Withdrawal Process

All of 1-95 (the Southwest and North Shore Lxpressways) and
1-695 (the Inner Belt), a tolal of 25.9 miles, were formally withdrawn in
May, 1974. (Of the nearly 26 miles traded-in however, 2.6 miles were
withdrawn under the older Howard-Cramer, 103(e){2) regulations. At
that time, $603.2 million was made available [or transit substitute projects
under 103{e){4) and $68.3 million was made available {or other Interstate
construction under 103(c)(2).

The recommendations of the BTPR eflfort resulted in a strong
iobbying effort among Massachusetts Stlate officials and congressional
representalives to create the 103(e)(4) trade-in ammendments. Success-
ful in this endeavor, due particularly to the supporl of the Governor
and Congressman Tip ('Neal, Boston became the {irst urban area to
enacl a trade-in less than a year after the 103(3)(41) ammendment was
added wvia the 1973 Federal-Aid IHighway Act.

Various other changes accompanied these withdrawals, as pictured
in Figure II.4. The gap in T-95 was filled by designating that portion
of Route 128 which connects the northern and southern legs of that
route at 1-95. Two other existing highway segments, the Southeast
cxpressway and Route 128 hetween the Southcast Lxpressway and the
[-9% South leg, were newly designated as 1-93. Furthermore, the
Massachusctts Turnpike extension into the CBD was designated I-90.

Simultaneously, new I[nterstate construction was approved. -390
was to be extended f{rom its CBD tlerminus to Logan Airport via a new
Boston Harbor tunnel (using Interstate funds). 1-495, a beltway located
some 15 miles beyond the Route 128 helftway, was to be extended in a
southeasterly direction for over 32 miles. Finally, the Soulheast
Expressway (1-93) was to undergo substantial reconstruction. The
latter two projects were to be funded primarily from the 103(e)(2)
Cramer-Howard trade-in, although Section 139 funds Supplemented 1-495
construction.

Substitute Projects

Over $1.2 billion has been obligated for substitute projects as of
June 30, 1982. Only transit-related projects have been funded.
(Although at the time of the RBoston withdrawal in May 1974 only transit
substitute projects were eligible, since 1976 unobligated funds were
allowed to be used for either transit or highway projects.) 'I'wo large
rapid transit projects have utilived virtually all of the trade-in {unds:
extension of the Red Line beyond its northern Harvard Square terminus,
and relocation of the elevated Southwest Boston Orange Line into a new
depressed and partially enclosed right-of-way .






At the time of the withdrawal, local and State officials agreed that
trade-in funds must be uscd in a direct iransit for highway exchange
in the three rclevant corridors (i.c., Southwest, ITnner Belt, and North
Shore). ‘I'ransit construction projects in two of these corridors (i.e.,
Southwest and Inner Bell) had been proposed in a 1966 document,
Program for Mass Transportation, prepared for the Massachusetts Bay
Transportation Authority (MBTA). A third project, extension of Lhe
Blue rapid transit line [rom Revere northward along the North Shore,
had been proposed in 1971 as part of a joint development with the
construction of 1-95. The BTPR effort of 1970 and 1972 revived inter-
est and support for all these projects, although a North Shore project
was not seriously reviewed.

Following the withdrawal in May 1974, planning was directed toward

1. extending the Red Line northwest from Harvard for 3.7
miles (adding 3 stations), and possibly as far as the
Route 128/1-95 Beltway;

2. packaging a transit relocation/commuter rail upgrade/
street construction/community redevelopment project for
the Southwest cooridor; and

3. studying Lransit extension/improvement options for the
North Shore.

One substitute project 1o be funded was the Red Line extension
{see Tigure I11.5). Scheduled for ccmpletion in 1984, the 3 station, 3.7
mile extension will be funded entirely from trade-in funds (and matching
funds provided by MBTA bonds). Included in this project is the
upgrading of the Red T.ine reclling stock.

Another project funded is the Orange Linc rclocation (see Figure
I[.5). Planned as part of a Southwest Corridor Development Plan, the
project is scheduled to combine over $600 million in trade-in and other
federal transportation funds (and their respective local matches}, along
with over $500 million in other federal, state and private sources for
various development and recreational projects. The project is currently
15 percent completed, with an anticipated completion date of 1986.
Included in the project are

demolition of existing elevated Washington Street
Orange Line facility;

relocation of Orange Line to Penn Central right-of-
way, along with the creation of eight new subway
stations:

replacement of Orange Tine rolling stock;

upgrading commuier rail right-of-way and rolling
stock;

11,11
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creation of new arterial streets; and

various development (e.g., industrial park, educa-
tional facilities, housing) and recreational (i.e., 85
acre corridor parkland) improvements.

As of June 30, 1982, $165 million remains in unobligated trade-in
funds. These funds will be used to complete the Red Line extension;
partially implement the Orange Line - Southwest Corridor Project; and
to relocate a portion of the Green light rail transit line in the Boston
CBD. No funds are currently planned to be used in the North Shore
Corridor.

4.  Chicago [llinois

Basic Characteristics

The Chicago SMSA had a population of slightly over 7 million in
1980. Central city population was nearly 3 million. Employment in the
SMSA exceeded 3.5 million in 1982.

The street network in the urbanized area consists of over 16,250
miles, of which 1.8 percent are Interstates and 6.7 percent are other
principal arterials. Daily VMT in 1975 was nearly 84.2 million, with 22
percent occurring on Interstates and 23.5 percent on other principal
arterials.

The peak transit requirement is over 2700 buses, nearly 890 rapid
transit cars and 900 commuter rail cars. In 1980, transit modes carried
18 percent of all work trips.

Withdrawal Background®

[-494, known as the Crosstown Expressway, was to be an inner cir-
cumferential loop (1-294 being the outer loop) that would connect the 4
major radial Interstates which converge near the CBD (see Figure I1.6).
The highway was approved as an Interstate link in 1968.

Withdrawal Process

1-494 was withdrawn completely, but in two separate stages. The
northern leg, 6.3 miles between 1-90 (JFK Expressway) and [-290
(Eisenhower Lxpressway), was formally withdrawn in September 1977.
The amount made available for substitute projects was $480.3 million.
The remaining 13.6 miles were withdrawn in October 1979. Over $1.7
billion was made available for substitute projects as a resuit of this
second withdrawal.

The State issued a draft EIS on 1-494 in 1971, but with a sub-
sequent change in stale administrations, the Governor (Walker) with-
drew his support for the highway. Vocal community opposition in the
highway corridor, especially in the northernmost leg, was an important
factor in the Governor's decision. The City of Chicago, under Mayor

IT.13
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Daley, still supported the highway and rejected proposals for various
alternatives (e.qg., widening of c¢xisting corridor arterials, scaled-down
highway design, certain transit improvements, etc.). However, by late
1977, there being a new Governor (Thompson) and Mayor (Bilandic), an
agreement was made to wilhdraw the northermost leg of 1-494. The
actual letter to U.5. DOT requesting withdrawal states the desire to
complete the remaining portion ot -494. As local opposition to this
remaining leg was still apparent, FPHWA ruled thal a new public hearing
and public involvemenl program would have to be undertaken. Irior to
actual commencement of such a program, a mayoral election produced
yet a third new local leader (Byrne), whose commitment to 1-494 was
far less than her two predecessors. Shortly after assuming olfice,
1-191 was completely withdrawn.

The first withdrawal produced an agreement hetween the State of
[llinois and Chicdgo whereby the City of Chicago was to receive the
bulk of the trade-in [unds (between 66 and 75 percent) for construction
of large scale transil projects. The one considered most likely was the
Franklin Streel Subway, part of an ambitious plan to replace the down-
town elevated loop with underground facilities. The disagreement owver
this project nearly equalled that over 1-494, and no such Lransit project
has been built.  Meanwhile, the remaining funds were allocated to the
State tor street network improvements in Chicago and the suburbs.
All of those funds have been obligated.

The 1979 withdrawal produced the following agreement: half to be
spent in Chicago, haif to be spent in the suburbs. “The latest TIP,
considered by the MPO as the model for any future concept plan,
indicates Lhat fhe combined lrade-in funds should be split on a 50/50
modal basis between Lransit and highway. As of JTune 30, 1982, how-
ever, of over $567 million that has been obligated since 1977, 86 per-
cent has been for highway projects (e.qg., suburban slreet improve-
ments, Chicago bridge and streeft reconstruction, etc.) and 14 pereent
for transit (e.g., modernization and winterization of facilitics, various
planning studics and preliminary engineering projects). Cne major
transit project is currenily being evaluated, with a likely alternalive
being a $415 million extension of the rapid rail system into southwest
Chicago.

The State is providing the matching share for all substitute pro-
jects.

5. Cleveland, Ohio
Basic Characteristics

The population of the Cleveland SMSA in 1980 was 1.9 miilion, 30
percent of which resided in the central city. Over 950,000 persons
were employved within the SMSA in 1982,

[T.15



The Cleveland urbanized arca has over 5900 miles of street net-
work. Interstate highways comprisc 2.7 percent of that total, while
other principal arterials represent 7 percent of the total network. Owver
27 million daily vehicle miles of travel were recorded in 1975, with 23
percent on Interstate segments and 23 percent on other principal arte-
rials.

The transit system is multi-modal, with a peak requirement of 79
heavy rail cars, 49 light rail cars, and 830 buses. In 1880, 11 percent
of work trips were made via public transportation.

withdrawal Background'?

1-490 was first proposed in 1963 as part of the 20 year arcawide
transportation plan for the Cleveland urban area. It was intended to
provide an east-west radial spur into central Cleveland (but outside the
CBDY) from [-271, the Outerbelt East Freeway (see Figure [1.7). As
originally planned, 1-490 (also known as the Cleveland Clark Freeway},
was to bisect the suburban city of Shaker Heights. [t was there that
significant local oppostion developed throughout the 1960s, resulting in
an eventual shift of the 1-490 corridor northward (see Figure 11.7).
within this new corridor, it was anticipated thal 1-490 could still serve
one of its basic functions: to divert traffic from and therefore relieve
congestion on 1-90 to the north (on the shore of Lake Erie) as well as
from I-480 and 1-77 further south. However, opposiltion emerged from
the wvariocus towns and cities in this new corridor. At the same time,
the city of Cleveland did not indicate any significant support for I1-490.
Indeed, [-490's construction was strongly supported by virtually only
one source, the Cuyahoga County Tngineer. By the early 1970's a
third and final corridor was chosen for 1-490, following a southeast
path to 1-480 (the Outerbelt South Freeway), bisecting the city of
Garfield Heights (see Figure 11.7). This corridor was formally ap-
proved by FHWA shortly thercalter.

withdrawal Process

The complete 7.9 mile segment of 1-190 was formally withdrawn in
November 1979. AL the time, $255.9 million was authorized for sub-
glitute projects.

In 1974, the Cleveland MPO, the Northeast Ohio Areawide Coordi-
nating Agency (NCGACA), became the forum for most discussion and
dealings concerning the future of 1-49G. Recognizing the lack of sup-
port for its construclion in the two rejected corridors, as well as re-
cognizing that the third corridor chosen was a poor substitute (i.e., no
longer a Lrue cast-west spur, its potential for relieving I1-90's traffic
was nil while it would provide only minimal time savings to 1-480/1-77
users), NOACA began to explore the (rade-in option. However,
NOACA's preliminary assessment found that the transit-for-highway
substitute was considered unacceptable o all the parties, so no formal
withdrawal action was taken.
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Soon  afterwards, NOACA moved ahead on two fronts. At the
requesl of the Stale DOT and FHWA, VOACA initiated an 2185 on 1-490.
Although tailored 1o determine whether the highway should be built or
not, therce was little chance thal the P15 would recommend construction
(indeed, it eventually recommended against construction). At the same
time, NOQACA joined lorces with olhers {nolably Mavor Neil Goldshmidt
of Portiland, Oregon) lo convince Congress 1o allow highway as well as
transit projects to be eligible lrade-in sabstitates.  That effort achiceved
success in 1976.

Under Cleveland's Mavor Ruanidh, a withdrawal reguest was
initiated in 1978, but did not progiress through Lhe channels of ap-
proval, primarily due Le his insistence 1hai Cleveland be the hbeneficiary
of all trade-in funds. His successor, Mavor Voinovich, was successful
iIn promoting the trade-in option and achieving agreement amondg all
necessary parties mn 1979 (1.e., besides Cleveland, approval was neces-
sary from Garfield Heights, the State and NOACA), largely due to his
willingness to share trade-in funds wiih the various government entities
in the Cleveland area.

Substitute Projects

Following the decision o withdraw [(-490, the process of generating
an acceptable lisl of substitute projects was a protracted one, involving
discussion among many parties, gencrally using NOACA as a forum for
negotiation. The cily of Cleveland produced its priority list of pro-
jects, following discussions with the CGuyahoga County Engineer, the
city of Garfield Heights and (he Greater Cleveland Regional Transit
Authority (GCRTAY. However, NOACA, which s made up of five
member counties, pressed for o wider dispersal of substitule funds.
Eventually, in late 1980, an approved concepi program was produced,
calling for a dispersal of funds as depicted in Pable 11.1.  THowowvor,
U.s5. DROT has not acted on the concepl program because it lacks all
reguired information.

Projects for the concept program were selected by the individual
government entities. NOACA established one rule, however: no pro-
jects previcusly approved for VAUS funding (yel not under current
contracly could be offered as substitule projects.  Of the 1195 listed by
all but GCRTA, 111 arc highway related (three are for park-and-ride
tacilities for bus and/cr ridesharing users, and anolher is for improve-
ments to the Union Terminal lrensil centers in the Cleveland CBDY.  OF
these, bridge rchabilitation projects revresent 27 percenl, while slreet
widening projects represent £ percent. I'hee remaining rwo-thirds are
various street and highway improvements, primarily resurfacing and
reconstruction but also including signilization projects.

GCRTA has committed ten percent of (s allotment to reconstruction
ol a highway bridge which it happens to own. The remaining funds
have not been committed, but a likely use would be to initiate construc-
tion on the relocation of the Red Linc rapid transit service betwean the
CBD and the University Circle Station 5 the east (see Pigure 11.8).
This project, considered a top rail priority [or 20 yvears, would replace



TAELE II.1
PROPOSED DISTRIBUTICN OF [-490 SUBSTITUTE FUNDS

(AS OF SEPTEMBER 1980)

Amount Federal % Federal No. of

Government Entity Trade-in § Trade-in $ Projects
City of Cleveland $ 36 million 16 24
City of Garfield Heights 19 million 8 9
Cuyahoga County* 86 million 38 39
GCRTA¥* 50 million 22 NA
Lake County 25 million 11 15
Geauga County 4 million 2 20
Medina County 4 million 2 4
Lorain County 2.6 million 1 4
TOTAL $227 million 100% 115

*Cuyahoga County includes $31 million and 6 projects for Cleveland,
and $2.2 million and 2 projects for Garfield Heights.

¥*GCRTA projects cover only Cuyahoga County.
NA = not available

Source: NOACA, Concept Plan for Transportation Improvement Projects
Utilizing 1-490 Transfer Funds, 1980.

circuitous and underutilized routing between these two stations (and
eliminate four intermediate current stations) with a direcl routing over
a railroad right-of-way. The proposed corridor is the site of potential
future housing and health-services development. Trade-in funds would
fund only a portion of the as yet undetermined construction cost. The
project is now being reviewed in the Allernatives Analysis phase.

At the end of June, 1982, $27.2 million had been obligated to the
Cleveland area for substitute projects. Virtually all of this has gone
for one project: 1he rehabilitation of the Lorain-Carnegie Bridge in the
Cleveland CBD. As fiscal year 1982 began, Cleveland and NOACA offi-
cials estimated that they had nearly $50 million in substitute projects
ready to be funded {i.e., matching share secured, initial planning per-
formed}. Unfortunately, Congress did not earmark any funds to the
Cleveland area for FY'82. If and when funds are allocated to Cleve-
land, matching shares are to be provided by the relevant city or county,
and in the case of the GCRTA, through state-approved bonds issued by
the transit authority.
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6. Denver, Colorado
Basic Characleristics

The Denver SMSA had a population of over 1.6 million in 1980, of
whom over 30 percent resided in the central city. There were 941,000
persons employed in the SMSA in 1982.

The urbanized area contains 4743 miles of street network. Inter-
state highways comprise 1.7 percent of that total, while other principal
arterials represent 6.1 percent of the street network. Daily VMT in
1975 exceeded 15 million, with 22 percent occurring on Interstates and
another 36 percent on other principal arterials.

The Denver Regional ‘I'ransit Authority has a peak vehicle re-
quirement of over 460 buses. In 1980, 7 percent of SMSA work trips
were made by transit.

withdrawal Background?’!

1-470 was to provide a circumferential bypass highway for south-
west Denver, connecling the north-south [-25 and the east-west 1-70
(see Vtigure [I1.9). The highway was approved as an Inlerstate link
shortly after the 1968 Federal-Aid Highway amendments allowed addi-
tional mileage lo be added to the Interstate system.

Withdrawal Process

The 26.3 mile 1-470 scegment was formally approved for withdrawal
by US DOT in September 1977. The Federal amount authcrized for
substitute projects was $162.4 million.

1-470 was adopted as part of the areawide transporiation study in
1969. An EIS prepared for this highway in 1971-72 was found to be
deficient by FHWA and EPA in its treatment of air guality impacts,
modal alternatives, alignment alternatives and land use effects. By
1975 a newly clected Governor announced his opposition to [-470 and
appointed a commission Lo study (a) transportation needs in the corri-
dor; (b) highway vs. other alternatives; and {c) whether @-470 was
socially and environmentally acceptable. In 1976 the reporl by the
commission found that some form of circumferential route was needed
and that such actions were more environmentally sound than a '"no
action™ alternative. However, many of the alternatives 1o 1-470, includ-
ing upgrading a commuter rail line and the exisling street network also
showed promise. As a result it recommended that a withdrawal he
enacted but with the first priority being to build a scaled-down, less
expensive circumferential highway route.

Substitute Projects

At the time that the I-470 withdrawal was requested, a list of
substitute projects was proposed. These included a 4-lane circumferen-
tial parkway in roughly the same right-of-way as 1-470 (Federal cost of
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$59.3 million}, highway and rail improvements in a commuter rail cor-
ridor (Federal cost of $27.5 million), reconstruction of an important
arterial within Denver (Federal cost of $9.6 million), and other uniden-
tified projects (Federal cost of $61.2 million).

By the end of June, 1982, over $72 million had been obligated for
substitute projects, 75 percent for highway and 25 percent for transit.
More than $166 million remains.

7. Duluth, Minnesota

Basic Characteristics

The Duluth Superior SMSA had a population of nearly 267,000 in
1980, with nearly 93,000 residing in the City of Duluth. Employment in
the SMSA was over 113,000 in 1982.

The urbanized area has 794 miles of street network, of which 1.4
percent are Interstates and 7.8 percent other principal arterials. Daily
VMT in 1975 exceeded 2.6 million, with 16.1 percent occurring on Inter-
states and 34.8 percent on other principal arterials,

The Duluth Transit Authority serves the urbanized area {and
contracts to the City of Superior) with 87 buses. Public transportation
is currently estimated to carry 5 percent of all trips in the urbanized
area, and between 10 and 15 percent of all work trips.

Withdrawal Background'?

[-35 is a major north-south Interstate with termini in Laredo,
Texas and Duluth, Minnesota. In its original plan, 1-35 was to termi-
nate just south of the Duluth CBD. In 1958, the State requested that
[-35's terminus be extended up to 68th Ave. F. (see Figure 11.10).
The reguest was denied, but shortly thereafter an extension through
the CED was approved. In 1969, the full extension up through 68th
Ave. E. was approved, following the legislated expansion of the Inter-
State system by 1500 miles in 1968,

Withdrawal Process

The 4.1 mile segment of 1-35 was formally withdrawn in March
1981. The amount authorized for substitute projects was $71.5 million.

[-35 to Mesaba Ave. was completed in the early 1970's (see Figure
11.10).  An EIS on the CRD section up through 10th Ave. E. proposed
significant design and construclion alterations and joinl development of
recreational facilities so as to minimize disruption and even enhance the
CBD environment. That section is nearing initial construclion. By
1980 however, there was significant controversy over whether the
section beyond 10th Ave. E. should be built. Most opposition existed
with regards to the section between 26th Ave. E. and 68th Ave. E.
Community groups opposed on the basis of neighborhood disruption,
while others were concerned that the plan to construct this section in
an active railroad right-of-way would severely restrict freight rail
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service to the Duluth area. In April 1980, the Mayor appointed a
citizen advisory committce to recommend the status of [-35 bevond the
CBD. Later that year it recommended construction of the segment
adjacent to the CBD and withdrawal of the seclion between 26th and
68th Avenues T.. A local referendum supported that decision, resulting
in a withdrawal request in TJanuary 1981 and actual withdrawal in
March 1981.

Substitute Projects

A concept plan was put together by the MPO and submitted to
U.5. DOT in April 1981. The plan is an overprogrammed (i.e., total
cost of $120 million wvs. $66 million trade-in funds available in June,
1982) collection of the most important highway and trahsit projects as
perceived by Duluth, other localities inh the urbanized area, the State
and the Duluth Transit Authority. (Superior, Wisconsin, although part
of the SMsA, is excluded.) About the only projects weeded out from
the concept plan by the MPO, which viewed the trade-in as the last
major source of federal capital funds for the 1980s, were ineligible
projects (e.g., those not on Federal-aid systems). Eventually, as
funds become available, the list will be pared down. Approximately 70
percent of funds are proposed for highway purposes, including new
construction, rehabilitation, reconstruction and TSM projects. The rest
is for transit, including buses, fare boxes and communication equipment.
Matching shares for locally sponsored highway projects (i.e., not on
State highway system) will come from local governments, although the
State's municipal aid program is likely to be tapped for these purposes.
Responsibility for the transit matching shares are uncertain, but some
form of stale assistance is anticipaled.

As of the end of June, 1982, no funds werc obligated in Duluth.

8. Hartford, Connecticut

Basic Characteristics

The Hartford SMSA had a population of nearly 725,000 in 1980,
with 19 percent residing in the central city. In 1982, over 390,000
persons were employed in the SMSA.

The urbanized area has over 2070 miles of street network, with 2.8
percent being Interstates and 12 percent other principal arterials. In
1975, daily VMT exceeded 9.5 million, with 38.6 percent occurring on
Interstates and 33.1 percent occurring on other principal arterials.

The urbanized area's peak transit requirement is some 240 buses,
transporting 7 percent of the work trips in 1975.

Withdrawal Background?!s

As part of the Hartford highway planning effort in the mid-1950s,
an outer beltway was planned and later approved for Interstate Highway
designation. Three-fourths of the beltway was to be [~291, while the
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remaining eastern leg was to be [-86. Bisecting the bellway and serv-
ing the Hartford CBD were to be I-91 (a north-south route) and I-84
(southeast-western route). Both have bheen buill. The 1-86 leg was to
originate at the Connecticut River in East Hartford (connecting a pro-
posed river crossing) and continue beyond the beltway northeasterly
into Massachusetts.

Withdrawal Process

Two segments of the beltway were traded-in in December 1975:
11.5 miles of [-291 (the northwest portion between 1-84 and I-91) and
the entire 5.9 mile 1-86 leg (see Figure I1.11}. Actually of this total,
only 13.5 miles were traded-in under 103(e)(4); lhe remaining 3.9 miles
were withdrawn under 103{e)(2), the Howard-Cramer amendment. The
amount made available for substitute projects under 103(e) (4) at the
time of withdrawal was $189.4 million.

Local opposition to both the [-291 and I-86 legs grew in the late
1960s and early 1970s for different reasons. [-291 was to be situated
near the cily of West Hartford but in an area distinctively rural in
character. A grass roots movement lo preserve the area's unsettled
nature, maintain its recreational uses and protect its many water reser-
voirs from highway and development-related pollution was successful in
gaining the support of nearby localities. In 1973 the Governor directed
the State DOT to study the traffic effects of not building 1-291. At
the same time, DOT also studied the effect of not building the 1-86 leq,
which was being opposed by East Hartford community groups because of
the considerable residential disruption it would cause. DOT found that
both segments could be eliminated, and a withdrawal action was later
undertaken. (1The rest of 1-86 was built, terminating prior to its
original beltway segment.)

The funds made available from 3.9 miles of 1-291 and [-86 with-
drawn under Howard-Cramer are to be used for conslruction of two new
Interstate Links: [-294 and [-691. The former is currently under EIS
review and faces stiff community opposition, while the latter is socon to
be constructed.

The 8.2 mile segment of T-491 was formally withdrawn in August
1980. At the time, $132.6 million was authorized for substitute projects.

Following the above-reported withdrawals in 1975, the southwestern
leg of 1-291 was renumbered I-491. (1-491 was toc serve the urbanized
area of New Britain as well as Hartford). Construction began on por-
tions of the segment, but was halted by a court injunction brought
about by opposing citizen groups. These groups noted that the Siate
planned to construct a non-Interstate route which would branch off
I-491 and parallel it some 10 miles further south. The result, in their
opinion, would have been a duplication of facilities. Local opposition
mounted and a withdrawal eventually resulted, with the understanding
that a considerable portion of trade-in funds would be used for con-
struction of the more southern route {dubbed the Central Connecticut
ExXpressway).
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Substitute Projects

Over $394 million has been made available to the Hartford urban-
ized area as a result of the initial 1975 trade-in. However, only $44
million, or 8 percent, has been expended, as of June 30, 1982. Highway
projects {mostly route reconstruction or street widening) have received
approximately 80 percent of the funds. Substitute project implementation
was delayed by a multi-year study of possible light rail transit options
for various Hartford area corridors. The study fundings eventually did
not support rapid transit as a viable substitute project. Other transit
projects, however, have been funded (e.g., bus and van purchases,
inital renovafion of CBD railroad station) and others will be funded
(e.g., continued renovation of railroad station into inter-modal trans-
portation center, construction of a bus maintenance and storage facility,
additional vehicle purchases). But the overwhelming majority of funds
will be expended on highway projects, including supplementing the $120
million available {from the 1-491 trade-in to build the Central Connecticut
Expressway. (As of Junc 30, 1982, only $3 million has been obligated
from the latter trade-in funds for the FExpressway's construction.)

9. Indianapolis, Indiana

Basic Characleristics

The Indianapolis SMSA had a population of 1.2 million in 1980, with
700,000 residing in the central city. Tmployment in the SMSA in 1982
exceeded 600,000.

The urbanized area has almost 3400 miles of street network, of
which 2.6 percent arce Interstates and 7.1 percent other principal arte-
rials. Owver 16 million VMT were recorded daily in 1975, with 22.4
percent occurring on Interstates and 26.2 percent on other principal
arterials.

Public transportation services are provided by 200 buses during
the peak period, carrying only 3 percent of all work trips in 1980.

withdrawal Background!'*

As Figurc 11.12 shows, Indianapolis is served by a classic highway
structure: a beltway and four radial! spurs which meet at or near the
CBD. 1-165% was to have been the fifth radial spur, linking the CBD
with northeastern communities. It was planned along with the other
routes back in the 1950s, and while those routes were being built,
provision was made at relevant interchanges to eventually accommodate
[-165 (i.e., I[-165's northern terminus was (o be the interchange of 1-69
and I-465 while ils southern terminus was the interchange of 1-65 and
[-70). However, the portion of [-165 between the CBI} and 38th Street
was not approved as an Interstate link until 1978. That approval also
called for the eventual extension of 7-165 up to the beltway, probably
utilizing existing State Route 37 (currently a divided highway with
at-grade intersections and signals), upgraded to Interstate status.
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Withdrawal Process

The 2.7 mile segment of I1-165, stretching between its proposed
terminus at the I1-65/[-70 interchange and 38th Street, was formally
withdrawn in July 1981. (Following this withdrawal, plans to extend
[-165 to the beltway were dropped.) The amount authorized for substi-
tute projects was $82.7 million.

Planning for I-165's construction began in late 1978 with the devel-
opment of various alternative site locations and designs. Simultaneous-
ly, considerable opposition was raised by community groups and local
business interests in the affected corridor. An EIS was initiated but
never completed, when a public hearing revealed that considerable
opposition to I-165 was not counterbalanced by any significant support
within the city or its northeastern environs. By the summer of 1980,
the Mayor and Governor agreed that withdrawal was the best alterna-
tive. It should be noted that [-165's 1978 approval was made contin-
gent upon its not being withdrawn under Section 103(e){2) or Section
103(e)(4). However, during the summer of 1980, when withdrawal was
being explored, the DOT Secretary rescinded that condition.

Substitute Projects

A concept plan was submitted at the time of the withdrawal re-
quest. (It has not gained federal approval, however.) An agreement
was reached to split the funds equally between the City of Indianapolis
and the State. The bulk of the State's money is to be used for im-
provements to existing I-70 (e.g., lane additions), which bisects the
City in a northeast to southwest corridor. (Much of the traffic expected
to utilize 1-165 would be expected to remain on or divert to I-70.)
Other projects will be funded with the State's share, particularly recon-
struction and other improvements to selected State routes in the urban-
ized area. The matching share will be provided by the State.

The City's share will be split between transit and highway projects
on a 20/80 basis. The transit portion will primarily be used for acguis-
ition of new buses, construction of a transit mall, a garage facility and
park and ride facilities. Highway funds will be primarily for street and
arterial capacity expansion projects. Among these is the upgrading of
a 4 lane, undivided CRBRD arterial (West Street) to form a 6 lane, limited
access facility, serving as the final link of an inner-city expressway
loop (currently consisting of I1-70, [-65/70 and [-65 in a reversed "C"
formation). The matching share for some transit and all highway projects
will be provided by the City of Indianapolis. The transit operating
authority will provide the match for bus purchases and its garage
facility. At the end of June, 1982, $1.5 million has been obligated for
highway purposes.

10. Memphis, Tennesee

Basic Characteristics

The Memphis SMSA had over 810,000 persons residing in it in 1980,
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with nearly 645,000 living in the central city. Tn 1982, SMSA employment
exceeded 230,000.

The urbanized area contains over 2000 miles of street network,
with 2.4 percent Interstates and another 8.6 percent being other prin-
cipal arterials. In 1975, over 8.9 million daily VMT were recorded,
with 24.6 percent occurring on Interstates and 35.5 percent on other
principal arterials.

The public transportation system has a peak requirement of 250
buses, carrying 4.5 percent of the work trips in 1977.

Withdrawal Background!®

[-40 has been part of the approved Interstate system since the
mid-1950s. As Figure 11.13 shows, completed portions of the Interstate
provide an eastern and western spur into central Memphis. The final
link was to connect these spurs, running through residential neighbor-
hoods and Overton Park, one of the city's major recreational areas.

withdrawal Process

The 3.8 mile uncompleted segment of 1-40 was formally withdrawn
in January 1981. The amount authorized for substitute projects was
$274.6 million.

By the 1970s, the City of Memphis opposed construction of the
final I-40 link, as did a number of interest groups, especially those
concerned with the preservation of Overton Park. However, the State,
which favored construction, undertook an EIS which recommended in
1976 that the highway be built as a partially depressed highway, espe-
cially through such sensitive areas as Overton Park. However, local
parties brought litigation on the grounds that Federal law requires
feasible or prudent alternatives to be considered when a highway is to
traverse park land. The U.S. Supreme Court placed it into US DOT's
hands, which held that a tunnel through the park was a feasible alter-
native which the State should consider. Shortly thereafter in 1980, the
city initiated the withdrawal process, gaining the State's cooperalion a
number of months later.

At the tlime of withdrawal, adjustments to the remaining highway
system were made. The existing 4.3 miles of I-40 within the [-240
beltway were deleted from the Interstate system. Furthermore, the
northern portion of 1-240 between ils two intersections with [-40 was
re-designated as [-40.

Substitute Projects

A concept plan has not been submitted, nor is one anticipated in
the near future. The September 30, 1983 deadline for concept plan
approval is not applicable in this case, because of the judicial proceed-
ings that were ongoing during enactment of the 1978 Surface Trans-
portation Assistance Act.
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However, the latest installment of the TIP does list potential pro-
jects to be funded out of the trade-in source. The list is clearly
overprogrammed, however, since it calls for over $340 million in current
Federal funds, or 37 percent over the June, 1982 wvalue of trade-in
funds. Eventually, the list will be pared down. Twelve percent of
Federal trade-in funds are for mass transit projects, primarily bus
purchases {for replacement and expansion of the current fleet). In
addition, construction of park and ride lots, bus transfer facilities and
installation of sighal preemption systems on major corridors are also
planned. The matching share is to be split almost equally between local
and state sources.

Among 17 highway projects proposed, three are of significant size,
and are expected Lo cost a total of over $200 million in Federal funds.
These include construction of two freeway facilities and the widening of
a portion of the 1-240 beltway. A number of arterial lane widening pro-
jects are also proposed, as well as new bridge construction and ramp
and interchange construction for the two central Memphis highway spurs
which the withdrawn [-40 segment was to connect. All projects are
confined to the Memphis city limits. The matching share is to be split
between state and lccal sources in an as yet undetermined manner.

As of June 20, 1982, $%2.9 millicn has been obligated, 90 percent
for transit projects.

11. Minneapolis, Minnesota

Basic Characteristics

The population of the ‘Minneapolis-5t. Paul SMSA was slightly over
2.1 million in 1980, with 18 percent residing within the central city.
Over 1.1 million persons were cmployed in the SMSA in 1982.

There are 7500 miles of streets in the Minneapolis urbanized area,
with existing Interstate and principal arterial roules representing 2
percent and 3.4 percent of the total, respectively. Daily VMT exceeded
24.3 million in 1975, with 24 percent occurring on Interstate segments
and only 18 percent on other principal arterials.

The Minneapolis-St. Paul transit system has a peak vehicle re-
quirement of nearly 900 buses. Eight percent of the area's work trips
were served by transit in 1980.

Withdrawal Background!®

[-235, referred to as the North Ring Route, was to form the
northern link between 1-94 and 1-35W in an inner loop beltway around
the Minneapolis CBD (see Figure I1.14). Although not part of the ori-
ginal metropolitan freeway plan, it was proposed as early as 1957, and
approved by the City and State by 1963. 1ts design evolved consi-
derably over the years, from a mostly elevated structure to a largely
depressed facility.
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withdrawal Process

The 2.7 mile segment of I-335 was approved for withdrawal by US
DOT in July 1978. The amount authorized for funding substitute pro-
jeclts was $103.2 million.

The 1-335 plan received its f{irst significant public opposition in
1970, when the Mayor of Minneapolis vetoed a resoclution approving a
mostly elevated design for the facility. Although the wveto was over-
turned, a considerable amount of opposition by various citizen groups
remained. In 1973, although a new, largely depressed design was
offered by the State, the City Council rescinded its approval for 1-335.
In 1975, it reiterated ils position, but this time calling on the city and
State 1o take advantage of the trade-in procedure to raise mass transit
funds. In the same vear, the State called on the MPO to study all
uncompleted Interstate links within ils 7 county domain. Tt determined
in 1976 that the City of Minneapolis shouid decide if constructing I[-335
was in the city's best interest, and if it found it not to be, that it
should formulate, along with the MPO and other governments, a substi-
tute program which would include both transit and highway projects.
This led to I-335's eventual withdrawal.

Substitute Projects

The City of Minneapolis prepared a list of substitute projects in
1977 and submitted these to the MPO. The MPO then formed a task
force made up of country, city and state government representatives to
formulate a final list of projects. The task force considered a wvariety
ot highway and transit proposals thoughout the urbanized area includ-
ing 11 projects suggested by Minneapolis for the I1-335 corridor itself.
After several revisions the following split was eventually proposed in
1980: 33 percent for 1-335 corridor projects (mostly bridge repair and
some street reconstruction), 18 percent for areawide transit projects (a
diverse set, including a CBD transit mall, bus purchases, a regional
lransfer station, HOVL construction and park and ride lots), and 49
percent for areawide highway projects (includes construction and recon-
struction ot freeways, arterials and intersections).

At the end of June, 1982, $24.6 million had been obligated for
substitute projects, leaving $85 million still available. The distribution
of obligated funds is skewed more towards highway projects than the
original proposal indicated: 8 percent areawide transit and 92 percent
highway.

12. New Jersey

Basic Characteristics

Two separate urban areas are considered here: those areas of
New Jersey contained within the New York City and Philadelphia urban
areas. TIn 1980, the population of the new Jersey portion of the I’hila-
delphia SMSA was slightly over one miilion. The New Jersey portion of
the New York City urban area is contained within six SMSAs, and had
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a 1980 population exceeding 4.9 million. Employment in New Jersey was
340,000 in the Philadelphia SMSA area, and 2.2 million in the New York
City area (both in 1977).

The street network (excluding local, non-collector streets) in the
New Jersey portion of both urbanized areas is as follows: 4173 miles in
the New York City area and 833 miles in the Philadelphia area. Inter-
states comprise 21 percent in both areas, while other principal arterials
are 25 percent and 28 percent of the total, in the New York City and
Philadelphia areas, respectively. Daily VMT {again excluding the local
system) in 1975 was 72.5 million in the New Jersey portion of the New
York City area, and 13 million in the Philadelphia area. All principal
arterials, including Interstates, carried 61 and 75 percent of the total
VMT in the New York City and Philadelphia areas, respectively (an
Interstate breakdown was not available).

The peak public transportation requirement in both areas is as
follows: for the New York City area, the New Jersey total is nearly
2500 buses, 250 heavy rail cars, 590 commuter rail cars and 16 light
rail vehicles; for the FPhiladelphia area, the New Jersey total is 160
buses and 100 heavy rail cars. Of those persons who lived in these
areas in 1970, approximately 17 percent used public transportation to
travel to work in the New York City area, as opposed te 9 percent in
the Philadelphia area.

withAdrawal Background!?

Three separate Interstate segment withdrawals are discussed: [I-95
(Spur), [-495 and 1-895. The first, 1-95, is part of the Maine-to-Florida
Interstate Highway planned as part of the original system in the 1950s.
Within New Jersey, [-95 was to begin near Trenton and continue north-
east to the George Washington Bridge, where it continued on into New
York State. As originally planned and tentatively approved in 1857 (by
the federal government), I1-95 was to be a new facility situated betwen
U.5.1 and the New Jersey Turnpike. Bul as negotiations developed
with Pennsylvania over a proper Delaware River crossing for I-95, a
crossing was agreed upon in 1960 which was not conveniently aligned
with the proposed corridor. Aithough the federal government initially
disapproved of this crossing, New Jersey conducted an analysis which
showed that (a) the original 1-95 corridor would duplicate the New
Jersey Turnpike's function, (b) that a corridor further west was more
appropriate because of its anticipated population growth and current
lack of freeway capacity, and (c¢) that such a corridor could join easily
with the proposed river crossing, via an Interstate beltway surrounding
Trenton. In 1964, the federal government approved the following
routing for 1-95 (see Figure II.15):

1. a Delaware River Crossing northwest of Trentlon;

2. continue northeast as part of a beltway around
Trenten;

3. breaking off from the beltway northward until
proposed I-287, near Metuchen;
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4. merge with 1-287 onto the New Jersey Turnpike;

5. designate the existing portion of the New Jersey
Turnpike between its intersection with proposed
[-287 and the George Washington Bridge as 1-95.

Later on, a short segment was added to provide more direct access to
1-287 and this was designated as 1-695 (see Figure II.15). Actual
alignments were planned in the late 1960s.

1-495 is an open-to-the-public highway providing access to the
Lincoln Tunnel (a Hudson River crossing connecting New Jersey to New
York City, also designated as 1-495), from the New Jersey Turnpike
(1-95) and other routes (see Figure 1[.16). Like its counterpart in
New York City (see the next case study for the discussion of the Long
Istand Expressway, also designated 1-495), this segment was originally
built as a non-Interstate facility. In the late 1960s, it was designated
an Interstate route, with the intention to upgrade it from a six to cight
lane facility, as well as make other changes to bring it up to Interstlate
standards.

1-895 is also discussed in the Philadelphia synopsis in Volume 2.
In the late 1960s, the states of New Jersey and Pcnnsylvania proposed
that a new river crossing be built between Burlington, New Jersey and
Bristol, Pennsylvania (within the Philadelphia urbanized area) to replace
an existing bridge. That bridge would link up with I-95 in Pennsylvania
and I1-295 in New Jersey, and the total segment was designated [-895
(see Figure I1.17). The total length of the segment was 6.4 miles, of
which 4.3 miles were in New Jersey. 1-835 was approved as an Inter-
state link in 1969.

withdrawal Process

New Jersey trade-ins occurred between September 1979 and Janu-
ary 1981, in the following manner:

1. The 2.1 mile segment of I1-495 was formally with-
drawn in September, 1973. At the time, $57.5
million was authorized for substitute projects.

2. The 4.3 mile segment of 1-895 was formally with-
drawn in September, 1980. At the time, $116.3
million was authorized for substilute projects.

3. The 9.7 mile segment of 1-95 was formally with-
drawn in January, 1981. The segment withdrawn
was generally referred to as the I-95 Spur, streich-
ing between the cutoff at [-695 and the I-287 merge
(see Figure 11.15). At the time, $116.5 million was
authorized for substitute projects.

In the late 1970s, when Louis Gambaccini became the Commissioner
of the State Department of Transportation (NJDOT), a major effort was
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undertaken to evaluate whether New Jersey's many uncompleted Inter-
state links should be built or traded-in. A number of routes were
approved for eventual construction (i.e., various missing links of 1-78,
[-278, 1-195 and 1-295). In other cases, NJDOT recommended trade-in
as the best option. Tirst to be withdrawn was the reconstruction of
1-495. In its analysis NJDOT found that while upgrading would improve
safety conditions, the land widening would not appreciably ease conges-
tion. In fact, the prolonged reconstruction period would cause signifi-
cant tratfic delays. The withdrawal was approved Seplember 14, 1979.
This was the second Interstate route withdrawn that was already open-
to-the-public, following by less than threce months the 1-495 Long Island
Expressway withdrawal. It was also the last withdrawal of this nature.
Tust two weeks after ils withdrawal, Congress prohibited the future
withdrawal of open-to-the-public segments.

Second to be withdrawn was 1-895, in the Philadelphia urban
environs. Trade-in of this route was initiated by the Pennsylvania
Transportation Department, largely due 1o a lack of support for the
highway-bridge project and an opportunity to advance projects else-
where in the urban area. NJDOT officials concurred with this position.
Still, it took meore than a year to get the agreement of all parties, with
an eventual simultaneocus withdrawal approval in September 13980.

l.ast to be withdrawn was the 1-95 Spur. From 14976 through 1979,
NJDOT conducted an EIS review for the entire 1-95/1-695 segment (a
total of 32.5 miles). In ils review, NJDOT concluded that the develop-
ment which had already occured along the T-95 Spur corridor would
necessitate considerable residential displacement as well as the taking of
some parkland. [t therefore recommended against construction of the
spur, and was joined in this conclusion by the MPO (Tri-State Regional
Planning Commission} and the local communities.

In addition to these routes, NJDOT has also tried to withdraw the
remaining 22.8 mile segment of 1-95/1-695. An EIS review concluded
that [-95 was an unneccessary highway that would not relieve corridor
congestion but which would induce unwanted development in the corri-
dor. In its place NJDOT recommended that 1-95 be rerouted in Penn-
gsylvania to cross the Delawarc River south of Trenton (via the
Pennsylvania Turnpike} and join up with the New Jersey Turnpike,
which would be designated as 1-95 all the way to the George Washington
Bridge (see Figure I1I1.18). Withdrawal of this link required approval ol
both the Philadelphia-area and New Yoark City area MPOs, since [-95
linked these two urban areas. Both MPOs approved, as did three of
five local communities in the corridor. In January 1982, a withdrawal
request for [-95 was submitted to the federal government. However
that reguest was denied in March, 1982. New Jersey has appealed the
decision, which is still under review as of September, 1982,

Substitute Projects
As of June 30, 1982, subslitute projects have been funded only as

a result of the 1-495 and [-95 Spur trade-ins. Over $65 million has
already been obligated, 96 percent for transit projects. These have
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included commuter rail improvements (e.qg., track rehabilitation, vehicle
purchases, station rehabilitation, etc.) and improvement to the City of
Newark light rail subway. Highway purposes received 4 percent of
trade-in funds and were used primarily for bridge rehabilitation pro-
jects. Most projects have been either (a) confined to the vicinity of
1-495 although not the actual corridor itself, or (b) utilized to upgrade
facilities used primarily for commuting between New Jersey and New
York City (as is the main purpose of 1-495).

Tentative concept programs have been generated by NJDOT (in
consultation wilh local communities) for beth the [-895 and 1-95 Spur
withdrawals. Owver 70 percent of funds available from 1-895 are pro-
posed Lo be spent for transit projects, most notably a four mile exten-
sion of the Lindenwold commuter rail line from its current terminus in
Lindenwold to Berlin. Other transit prcjects include bus maintenance
and transfer facilities and bus purchases, to be implemented throughout
the area. Highway projects (e.g., construction, right-of-way pur-
chases, etc.) are alsc to be spread throughout the New Jersey area
continguous to FPhiladelphia.

The T-95 Spur Concept Plan includes the following:

1. 43 percent of funds directed to the T1-9 Spur
corridor, for State highway projects and highway
and transit precjects proposed by two counties;

2. 21 percent directed toward the receonslruction of
commuter rail rolling stock used in the region;

3. 10 percent directed to ten counties in the New
Jersey portion of the New York City urban area 1o
make up for a loss of FAUS funding; and

4. 26 percent distributed to the State (for highway
and transit purpoeses) and ten counties to help
offset inflation of costs on other projects.

Matching shares will be provided by the state, either through
NTJDOT funds or through the New Jersey 'Transit Corporation.

13. New York City, New York

Basic Characteristics

The New York City SMSA had over 9 millich persons residing in it
in 1980. The central city contained slightly more than 7 million persons.
In 1982, employment in the SMSA exceeded 3.7 million.

The urbanirzed area contains slightly over 32,000 miles of streel
network, with 1.1 percent being Interstates and 7.9 percent other
principal arterials. Over 162 million VMT were recorded daily in 1975,
with 14.7 percenl occurring on Interstates and 47.9 percent on other
principal artcrials.
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The urbanized area has a peak transit requirement of over 7800
buses, 5300 rapid transit cars and 2000 commuter rail cars. In 1980,
over 43 percent of work ftrips in the urbanized area were carried by
public transportation.

Withdrawal Background?!®

1-495 is that portion of the 70 mile Long Island Expressway con-
fined to the boroughs of Brooklyn and Queens (beyond Queens, the
highway continues well into Suffolk County and carries the designation
of New York State 495). The particular segment of relevance lies be-
tween the Brooklyn-Queens Expressway (1-278) and the Van Wyck Ex-
pressway (I-678) (see Figure II1.19). It has been part of the completed,
open to the public Interstale System since 1953, utilizing non-Interstate
funds for its initial construction. Plans for expansion of this facility
were conceived In the early 1960s, and the Federal Government ap-
proved the use of Interstate funds for that purpose in 1963.

Withdrawal Process

The 4.7 mile segment of 1-495 was formally withdrawn in June,
1973, The amount originally authorized for trade-in projects was $257
million, but this was cut back to $230 million by Federal legislation that
reduced the base cost estimate.

Designs for the expanded I[-495 segment evolved from an elevated
dual expressway (2 lanes in each direction), first proposed in 1968, to
an elevated 2-lane roadway along the median, developed as an EIS
option in 1975 and selected as the main alternative in 1977. The road-
way was to be used by high-occupancy wvehicles during peak periods.
FHWA's New York division office disapproved of the latest design in
1977, but since no alternative was suggested, the Washington office
approved the concept and related costs ($177 million). However, in
1979, the New York FHWA division again recommended against the
proposed expansion (citing cost, environmental and implementation
feasibility concerns), suggesting in its place a program of safety im-
provements (i.e., ramp modifications, service road continuity) estimated
fo cost $70 million. When it became apparent that this recommendation
might be approved, lowering the amount of these federal Interstate
funds to the State from an estimated $205 million to $70 million, both
the City and State began to pursue the withdrawal option so as to
retain the flow of funds at the [ormer lewvei.

Shortly after the withdrawal was approved, Congress indicated its
basic disapproval of the [-495 trade-in in 1979 Act. The Act lowered
the base cost estimate of the original 1-495 expansion by a third, from
$177 million to $118 million. This, in effect, lowered the amount available
for substilute projects. From a national standpoint, however, those
amendments included a more crucial restriction: No longer would any
route or portion of a route that was already open to the public be
eligible to be withdrawn.
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Substitute Projects

At the time of the withdrawal, it was anlicipated that trade-in funds
would be used in three areas in a roughly equal distribulion. ©One third
would be utilized for city-wide transit projects. As of June 30, 1982,
nearly $66 million has been obligated for this purpose, largely for
modernization of facilities (e.qg., subway platform renovation, Staten
Island Ferry access improvements at terminals and subway stations).
Another third would be utilized for city-wide highway safety and bridge
rehabilitation projects. Through June, 1982, over $51 million has been
obligated for this purpose, primarily for improving Manhattan highways
as well as rehabilitation of some minor bridges in Queens. The final
third would be for improvements to that section of 1-485 from which the
proposed expansion was removed. Major elements of the project are
similar to FHWA's 1979 recommendations: service road continuity and
ramp modifications (e.g., lengthening, relocation and redesigning).
The project, estimated to utilize $90 million of trade-in funds, is nearing
final approval and eventual commencement..

14. Omaha, Nebraska

Basic Characteristics

The Omaha SMSA had a population of 483,000 in 1980, of which 62
percent resided in the central city. More than 282,000 persons were
employed in the SMSA in 1981.

The street network in the Omaha urbanized area includes nearly
1900 miles of facilities, of which Interstates comprise 2 percent and
other principal arterials represent 7 percent of the lotal. Daily VMT in
1975 amounted to roughly 7.4 million, with 18 percent cccurring on
Interstates and 27 percent on other principal arterials.

The area's transit system has a peak requirement of 160 buses.
In 1976, the system carried 5 percent of work trips.

Withdrawal Background?!®

1-580 was initially planned to serve as a radial spur connector
between the northern residential area {(and possibly as far as the [-680
outer belt} and an inner freeway belt which surrounds the Omaha CBIL.
(see Figure I11.20). It was originally proposed in 1957 as part of the
areawide transportation plan. During the 1960s, a non-Interslate 1.3
mile segment was built from [-480 northward, using Federal Aid-Primary
funds. This leg was eventually designated as [-580 in the mid-70s at
the same time that the proposed extension received approval as T-580.
Right-of-way acquisition for this additional link began in 1976.

wWithdrawal Process
In its entirety, 1-580 consisted of 1.3 miles of compleled highway

and a 1.9 mile unconstructed but approved segment. The entire high-
way was removed from 1lhe Interstale System in December 197%. The
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1.9 mile unconstructed segmenl was traded-in under Seclion 103(e){4},
with $76.4 million authorized for subslitute projecl use. The 1.3 mile
seqment was deleted from the Inlerstate Sysitem under ancther provision.

According to the Nebraska DOT, the withdrawal of 1-580 was first
considered only after the 1976 Amendments which allowed highway
substilute projects. The originally approved 1.9 mile segment of 1-580
was to include an interchange at its northern terminus -- a requirement
under Interstate design standards that was considered unnecessary by
State and City officials. The trade-in procedure was therefore viewed
as a way to retain the desired highway, but without the unnecessary
interchange, and generate the excess funds to help fund other neces-
sary highway projects (including a freeway spur from the northern
terminus to the airport}.

Substitute Projects

The concepl program of substitule projects was pul together by
the State Department of Roads, and has been approved by U.S. DOT.
Although il considers recommendations made by the City of Omaha and
the MPO, the State has so far rejected the MP(O's plan to spread sub-
stitute projecis throughout the metropolitan area such that the neigh-
boring city of Council Bluffs, lowa would receive trade-in funds.
Nearly $25 million has been obligated through June, 1982, with &0
percent used tor construction of the Norih Expressway (in the [-580
right-of-way) and its northern airport spur. The remaining funds have
been used to reconstruct 2 arterials, an inlersection within the City of
Omaha and transit projects. Nearly $47 miilion remains to be obligated
as of June, 1982.

15. Philadelphia, Pennsylvania

Basic Characteristics

The Philadelphia SMSA had & 1980 population which exceeded 4.7
million, with 36 percent living in the central city. Employment in the
SMSA was nearly 2.2 million in 1932.

The urbanized area has over 9800 miles of silreet network, of
which 1.5 percent are Interstates and 9.6 percenl are other principal
arterials. Daily VMT exceeded 52.2 million in 1975, with 16.3 percent
occurring on Interstates and 38.6 percent on other principal arterials.

The public transportation system has a peak requirement of 1300
buses, 346 rapid transit wvechicles, 257 light rail vehicles and trolley
coaches and 338 commuter rail cars. Public transportation carried 14
percent of all work trips in 1980.

Withdrawal Background?"

[-695, or the Cobbs Creek Expressway, was an original component
of the Philadeiphia treeway plan of the 1950s. [t was to provide access
along the southwest border of the city of Philadelphia, joining T-95
(near the Airport) to I-76 (the Schuykill Expressway) (see Figure T1.21).
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A proposed replacement facility for the Burlington-Bristol Toll
Bridge (northeast of the city of Philadelphia, as seen in Tigure 1I.21)
formed the basis of 1-895, which was also to include access links from
I-95 in Pennsylvania and [-295 in New Jersey. This segment was added
to the Interstate system in 1969.

Withdrawal Process

The 7.8 mile segment of 1-695 was formally withdrawn in Tune
1974, one month after the first 103(e){4) withdrawal in Boston. At the
time, $148.2 million was authorized for substitute projects.

The construction of 1-695 would have necessitated considerable
residential displacement, and opposition to its construction grew in the
late 1960s/carly 1970s. Furthermore, its usefulness to the regional
transportation plan depended upon the construction of two nearby
non-Interstate expressways, both of which garnered at least as much
opposition as I-695 (and which were never built). Tollowing passage of
trade-in legisiation, it became apparent to State and City officials that
it was a good option to choose, even if it only funded transit projects
at the time, since there was little chance that the Interstate segment
would ever be built.

The 2.1 mile segment of 1-895 was formally withdrawn in Septem-
ber, 1980 (simultaneocusly, 4.3 miles of 1-895 were withdrawn in New
Jersey). The amount authorized for substitute projects was $133.6 mil-
lion,

As with T-695, the [-895 segment generated community opposition
(primarily in Pennsylvania and not in New Jersey). While not of the
same magnitude as expressed over 1-695, the level of opposition, com-
bined with a lack of outright support, led state officials to consider
what projects elsewhere in the urbanized area were of a greater priority,
and could benefit from an infusion of trade-in funds. Negotiations
concerning withdrawal took over a vear, due in part to the need for
achieving a mutual withdrawal agreement in New Jersey .

Substitute Projects

At the end of TJune, 1982, $380 million had been obligated 1o the
Philadelphia urbanized area as a result of both trade-ins. However, in
the division of funds between modes and setlings, the funds available
from each withdrawal are 1ireated scparately. Some $338 million has
been obligated since 1974 from the [-695 trade-in. The funds have
been spread throughout the urbanized area, but used exclusively for
transit. A multitude of projects have been funded (except any new line
construction), Including wehicle purchase (rapid transit, light rail,
commuter rail and buses), vehicle rehabilitation, station modernization
{commuter rail and subway), right of way rehabilitation, depot and
repair shop construction, etc. Only $1 million is left to be obligated (it
will be fully utilized in FY '82), and it will be used for garage and
repair shop construction.
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At the time that [-895 was withdrawn it was expected that [-676
within the Philadelphia CBD might also be withdrawn (a task force later
called for its construction). It was agreed that if withdrawn, some of
the funds f{rom [-676 would be used for transit projects within the city
of Philadeiphia, while funds from I1-895 would be used for highway
projects in the surrounding counties (Bucks, Chester, Montgomery and
Delaware). Although [-676 was not withdrawn, the proposed distribution
of funds from T1-895's trade-in was retained. As of June 30, 1982, $42
million has been expended, primarily to construct gaps in the Pottstown
Expressway, located in suburban Montgomery County. Other proposed
projects include new road construction and relocation, and highway
reconstruction. In addition, to take advantage of a FY '82 Congres-
sional appropriation earmarking $9 million for transit trade-in projects
in the Philadelphia area, commuter rail-related projects in the four
counties will be enacted. Matching share will be provided by the state
for all highway projects, and by the state and local entities for transit
projects.

16. Pittsburgh, Pennsylvania

Basic Characteristics

The Pittsburgh SMSA has a population of over 2.2 million, with
424,000 residing in the central city. in 1982, slightly over one million
persons were employed in the SMSA.

There are over 7400 miles of streel network in the Pittsburgh
urbanized area, with 1.7 percent being Interstates and 8.3 percent
other principal arterials. In 1975, there were over 24 million daily
vehicle miles traveled, with 14.5 percent occurring on Interstates and
34,3 percent on other principal arterials.

During the peak periods, some 813 buses, 73 light rail vehicles
and 13 commuter railcars provide public transportation services (there
is also a small wvertical-incline cable car service). 1In 1980, 12 percentl
of worktrips were carried by public transportation.

withdrawal Background??

1-579 was intended to bisect the city of Pitisburgh not far from
the apex of its well-known triangle in a basic north-south direction (see
Figure 11.22). Tt was a link in an Interstate chain developed as part of
the regional transportation plan which would connect the central city to
the northern and eastern suburbs. Curing the 1960s, Crosstown
Boulevard was built in a portion of the 1-579 proposed right-of-way.

Withdrawal Process

A 0.1 mile portion of 1-579 was withdrawn in December 1979, The
amount authorized for trade-in projects was $64.2 million.

The 0.4 mile segment withdrawn comprised the intcrchange between
what is now the southern terminus of Crosstown Boulevard and 1-376,
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an east-west route that for many miles runs along the banks of the
Monongahela River. The remaining [-379 (1.3 miles of existing and
proposed roadway) is still intended to be built (or rebuilt), up to its
northern terminus at the Allegheny River (where it will link up with a
still unbuilt 1-279 river crossing). The area around the withdrawn
portion is densely developed, and would have necessitated considerable
right-of- way clearance as well as met with less than desirable geomet-
ric conditions. More importantly however, City officials felt that pro-
posed highway links elsewhere were of higher priority, and that they
could utilize the trade-in funds for their construction instead.

Substitute Projects

Two likely highway projects were proposed as substitutes and sub-
mitted along with the withdrawal request. One is a one mile relocation
of Ohio River Boulevard within the City of Pittsburgh, and its expansion
into a 6-lane facility. According to estimates, the cost of Lhis project
would be approximately $60 million and be paid for completely out of
trade-in funds. As of June 30, 1982, $425,000 has been obligated for
arn LIS on this project. The other highway is the Beaver
Valley Expressway, a 3.4 mile {acility located outside the central city,
nearer the airport. Currently, Interstale trade-in funds are proposed
only for a preliminary engineering study of this route; indeed, iocal
officials admit that this latter facility will probably not be built using
trade-in funds. In addition to these projects, some portion ol trade-in
funds will be wused to build adequate ramp [acilities between the local
streets and the southern terminus of the future 1-579 {(which wili re-
place the current Crosstown Boulevard facility).

17. Portland, Cregon

Basic Characteristics

The Portland SMSA contained slightly over 1 million persons in
1980, with 365,000 residing in the central city. In 1982, over 655,000
persons were employed in the SMSA.

There are nearly 4270 miles of strect network in the urbanized
area, with Interstates representing 1.4 percent and other principal
arterials representing 4.7 percent of that total. Over 12.5 million VMT
were registered daily in 1975, with 21.6 percent occurring on Inter-
states and 33 percent on other principal arterials.

The peak requirement for mass transit services is 475 buses,
which carried 8 percent of all work trips in 1980.

Withdrawal Background?®®

Over the vyears, Portland has made two separate Interstate High-
way segmenl withdrawals. The first involved I-80N or the Mount Hood
Freeway. Originally it was proposed as a direct extension of existing
[-80N (now, as Figure 11.23 indicates, renumbered as [-84) via tLhe
U.S. 30 corridor into downtown Portland. However, the expense of
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upgrading that highway to Interstate standards was considered too high
by local officials. Between 1965 and 1970, local officials lobbied to shift
the designated 1-80N segment south from this so-called Banfield corridor
to the Division-Powell Streets corridor. (Congressional approval was
gained in 1970 for the shift, calling for a highway to stretch between
I-5 (connecting to the Portland CRD) and 1-205, then only a planned
highway (now under construction).

Also in 1970, Congress approved another Interstate segment for
Portland), namely [-505. [t was to serve Portland's industrial northwest
section (west of the Willamette River) as a spur off the tight inner-ring
around the CBD formed by [-5 and [-405 (sec Figures I1.23 and 24).
[t purpose was to relieve heavy truck congestion experienced on arterials
in the area. The specific highway lenglh and corridor was not approved
until 1975.

With-rawal Process

The 5.1 mile segment of [-80N was formally withdrawn in May 1976.
The amount authorized for substitute projects was $145.5 million.

Community opposition to the relocated T-80N, or = .. Hood Freeway,
grew quickly and culminated in a lawsuit and 1973 juc :al order forcing
the State to hold new public hearings in the affected corridor. At the
same time, the head of the county government within which Portland is
situtated came out againsi 1-80N's construction. The Governor then set
up a Transportation Task Force (chaired by Portland Mayor Neil
Goldschmidl) to explore highway construction alternatives. In 1974,
both the city and counly governments voted for withdrawal, and were
later joined by a new pro-transit Governor in 1975. Although a formal
withdrawal request was made in July 1975, various meetings and actions
on all government levels caused formal approval to be delayed until May
1976, following passage of Federal highway legislation allowing inflation
adjustments and highway/transit substitute project choices.

The 3.2 mile segment of 1-505 was formally withdrawn in December,
1979. The amount authorized for substitute projects was $160.2 million.

Following the withdrawal actions on I-80N, a cocnsensus emerged
among Portland and nearby communities that felt that major new high-
way projects were less vital concerns than improvements to existing
arterials and streets, other TSM improvements and a commitment to a
transit corridor in eastern Portland and its suburbs. The withdrawal
of T1-505 was viewed as a means of augmenting the response to these
concerns that 1-80N's withdrawal had begun. Otherwise, I-505 had no
major community opposition because of the industrial nature of the area
it traversed. But on the other hand, there was no signficant support
fer its construction. The State's EIS for I-505 produced an alternative,
at the request of the local governments, that would serve the area's
traffic needs adequately. The option was acceptable to all parties, and
a withdrawal request came about shortly thereafter.
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Substitute Projects

Of $191 million obligated as of june 30, 1982 from both withdrawals
(most from the I-80N withdrawal), nearly 60 percent has been spent on
highway projects. These include arterial, bridge and street reconsiruc-
tion or rehabilitation projects as well as freeway Iinterchanges and
traffic signal projects. However, a significant light rail transit line has
been planned that is estimated to cost over $100 million (over $76 million
has been spent as of June 30, 1982, on planning, engineering, right-
of-way acquisition and some construction). It will run 14.4 miles from
suburhan Gresham (ecast of Portland) to the CRD along a corridor closer
to the original vs. the relocated [-80N segment. Twenty-five stations
are planned along a route that includes existing railroad alignments,
arterial medians and reserved lanes.

An alternative analyses study has been funded out of the I-505
substitute funds which has recommended specific features of the non-in-
terstate option for, that corridor: extended ramps from [-405 and arte-
rial and collector street network improvements.

Further projects, including the light rail construction, wili be
spread throughoul the urban area and is anticipated to be divided in a
55/11 split between highway and transit (almost all the light rail line)
according to the latest TIP (with 4 percent set aside for cost overruns).
Required matching shares will be supplied by individual localities for
most highway projects. The State is providing the bulk of the matching
share for the light rail system. This situation (i.e., the State pays
the transit malch while localities pay the highway match) is the opposite
of what is often experienced across Lhe country. It came about as a
result of an Innovative deal. Portland and other nearby communities
gave up the use of their entitled Federal-Aid Urbhan System (FAUS)
funds faor & vyears, allowing the State to distribute these funds else-
where {or FAUS or Pederal-Aid Primary (FAF) or Sccondary {(FAS)
projecis. In return, the state has committed itself to financially support
the light rail line.

18. Sacramento, California

Basic Characteristics

The Sacramento SMSA contained slightly over one million inhabhi-
tants in 1980, with less than 275,000 residing in the central city. In
1982, 507,000 persons were employed in the SMSA.

The urbanized area has over 2240 miles of street network, with 2.3
percent designated as Interstates and 11.5 percent as other principal
arterials. Over 8.8 million miles of travel were recorded daily in 1975,
with 21.3 percent occurring on Interstates and 51.7 percent on other
principal arterials.

Sacramento's peak period transit reguirements are some 190 motor

buses. In 1980, public transportation carried 4 percent of all work
trips.
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withdrawal Background?3

Most road maps appear to show a completed I1-80 segment travers-
ing Sacramento in a north-south direction betwcen the northern termi-
nus of I1-880 and the southern terminus at the Intersection of 1-80,
U.S5. 50 and State route 99 (see Figure 11.25). However, that segment
was built in the 1960s as a non-Interstate route, only gaining temporary
Interstate designation some years afterwards. 1t does not measure up
to Interstate design standards and as such was initially planned to be
reconstructed and expanded from a 4 to a 6-lane facility. But it soon
became apparent that geomelric constraints would not permit full read-
way expansion and upgrading. A new parallel corridor {(utilizing indus-
trial and railroad rite of way) was designated and approved around 1970
as the eventual I-80 site.

Withdrawal Process

The 1-80 segment measuring 5.1 miles in length was formally with-
drawn in May 1980. The amount authorized for trade-in projects was
$97.1 million.

By the late 19705, it was clear that the strong highway opposition
forces throughout Sacramento and within the government itself would
not support the new I-80 construction. Thus in mid-1979, rather than
undertake an EIS, the State initiated a multimodal review for the corri-
dor which considered the tollowing options: highway with HOV lanes,
busway, light rail transit and no-build. Although not favoring any one
option as the best, the study did conclude that the highway option was
the least desirable. By December 1979, 1ihe City had decided on a
irade-in, with the State and MPO approving some 6 months later.

The withdrawal necessitated other changes, chief among them that
the I-880 bypass (see Figure I11.24) is now destgnated as I-8C. Those
sections of completed highway formerly designated as 1-80 within Sacra-
mento will be resigned as Business [-80.,

Substitute Projects

Coincident with the withdrawal request, an UMTA-funded alterna-
tives analysis was initiated for the former 1-80 corridor. The preferred
alternative that resulted was a 19 mile light rail transit (LRT) system,
serving the CBD from northeastern and eastern spurs. T'he initial
implementation phase of this LRT system is to consist of primarily single
track lines, ‘a limited number of transit vehicles, and a reorientation of
the present hus system to serve as a feeder to LRT stations. It is
estimated to cost approximately $145 million. All trade-in funds are
scheduled to be spent on this project, with the remaining matching
share and additional funds to come from the State. As of June 30,
1982, $0.5 million in trade-in funds have been approved by U.S. DOT
for a study to resolve design problems of the LRT system and to perform
some preliminary engineering.
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19. Salem, Oregon

Basic Characteristics

The Salem SMSA had a 1980 population of nearly 250,000, of which
36 percent resided in the central city. In 1982, employment in the
SMSA exceeded 126,000.

The Salem urbanized area has a street network of 611 miles, of
which 2 percent are Intersiales and 16.7 percent are other principal
arterials. In 1975, daily VMT was nearly 1.3 million, with 23.1 percent
onceurring on Interstates and 57.7 percent on other principal arterials.

The peak requirement for public transportation is 31 buses.
These carry 2 percent of all trips.

withdrawal Background=4

1-305 was first proposed in 1963 as part of an overall transporta-
tion plan for ithe Salem area. It was proposed to provide access {rom
the northeastern porticn of the City (originating there as a spur off of
I1-5, which only serves the castern periphery of Salem) into the CBD,
continue over the Willamette River via a new bridge and terminate in
western Salem (see Figure [[.26%. However, ihe federal government
accepted a terminalicn poinl only as far as the CBID. The route gained
formal approval as an Interstate segment in 1968, and the State began
right-of-way acquisition in 1971.

Withdrawal Process

The 3.3 mile segment of 1-305 was formally withdrawn in September
1977. At the time, $34.5 million was authorized for substitute projects.
Proposed connccting ramps for the [-305/I-5 interchange were retained
in order to provide access to 1-% from local streets.

Opposition to [-305 existed in the late 19605 and continued afier
most of the right-of-way was acquired in 1972. The area through
which T1-305 was to traverse was relatively undeveloped, and wvarious
groups were concerned that the highway would produce industrial and
residential growth in the area at a rate thal was undesirable. As
opposition mounted, the city government (primarily the Mayor himsell)
looked less favorably on the project, and eventually saw its irade-in as
a preferable option following the Portland trade-in of I[-80N In May
1976. A withdrawal action was eventually undertaken, following an
agreemenl, at the request of Marion County Cfficials, Lo ulilize a por-
tion of substitution funds for some type of replacement facility in the
corridor.

In 1978, a lengthy FEIS was initiated for a proposed replacement
facility for 1I-305. The eventual facility chosen, dubbed the Salem
Parkway, will be a 4-lane, signalized arterial with limited at-grade
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intersections. Construction of this facility will begin in the summer of
1982. The remaining list of substitute projects are highway only, In-
cluding street widening, bridge repair, etc. Although spread through-
out the urbanized area, many projects will support the Salem Parkway
corridor.

As of June 30, 1982, $23.6 million has been obligated for substitute
projects, including additional right-of-way acquisition, preliminary
engineering and construction of the Salem Parkway, and other highway
projects. Matching shares have and will continue to be met primarily
by the city (via a 1977 bond issue), as well as by the county (and tor
one project, the State has provided some funding).

20. Ssan Francisco, California

Basic Characteristics

The population of the San Francisco-Oakland SMSA was over 3.2
million in 1980, with only €674,000 residing in the City of San Francisco.
Employment exceeded 1.7 million persons throughout the SMSA in 1982.

The wurbanized area of San Francisco has nearly 6%00 miles of
street network, of which 1.7 percent are Interstates and 10.4 percent
are other principal arterials. Daily vehicle-miles traveled in 1975 was
41.7 million, with 19.2 percent occurring on Interstates and 47.5 percent
on other principal arterials.

During the peak period, over 1700 buses are required to serve the
urbanized area along with 300 heavy rail cars (BART), 320 light rail
and trackless trolley vehicles and 59 commuter rail cars (as well as 26
cable cars, largely a tourist atiraction). In 1980, public transportation
carried 17 percent of all work trips.

Withdrawal Background?®

1-280 was built between San Jose and its current terminus in
downtown San Francisco during the late 1960s/early 1970s. 1t was
intended to relieve congestion on parallel routes (Bayshore Freeway, El
Camino Real) which connect the burgeoning suburban and urban devel-
opments of the southwestern bay area to San Francisco and on to Oak-
land via the Bay Bridge (see Figure [1.27). As such, 1-280 was planned
to provide direct access to the San Francisco-Qakland Bay DBRBridge.
Currently, however, [-280 ends nearly 2 miles [rom the Bridge entrance
{see Figure 11.28).

withdrawal Process

The 1.9 mile uncompleted segment of 1-280 was formally withdrawn
In January 1981. The amount authorized for trade-in projects was
$86.7 million.

Planning for the final link of [-280 began in 1973 with the initia-
tion of an EIS. Support for this link was minimal however, growing oul
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ol a late 1960s [ight among community groups, the City and the State
which resualted in the elimination of two major highway projects. Even-
tually, the EIS process ended prior to completion. A gap ensued
between  this point and serious consideration of the trade-in option,
which only began in the Spring of 1980. Joint discussions, planning
and bargaining among City, MPO, transit system operator (i.e., the
Public Utility Commission) and Stlate officials brought about a December
1980 withdrawal request, which was approved the following month.

Substitute Projects

A preliminary concept plan was gencrated and submitted simulta-
neausly with the withdrawal request. [t specifies that 74 percent of
the federal trade-in funds he utilized for transit projects and 26 percent
for highway projects. The transit projects include two light rail transit
construction and wvehicle purchase projects, an intermodal transter
terminal, commuter rail improvements and preliminary engineering studies
for other projects.  The light rail and terminal projects would be located
in the vicinity ot the withdrawn link, while the commuter rail line
virtually parallels [-280 down inta San Jose. [t is cXpected, however,
that Federal trade-in funds and 15 percenl matching share will pay for
only 31 percent of the cost of these projects, with remaining {unds
raised [rom olher sources. ({The priorities are skewed however; trade-in
funding sources will pay for 8 percent of commuter rail improvements,
30 percent ot the terminal, 78 percent of one light rail project and 100
percent of another.)

The main highway project planned is the removal of the elevated
tmbarcadero Freceway from downtown San Prancisco, and replacement by
a smaller scale surface roadway. Other projects include integrating the
current 1-280 terminus inlo the Embarcadero replacement roadway via
ramps, park and ride facilities and TSM improvements. All projects
would be in the vicinity of the withdrawn highway link. Unlike the
situation with transil projects, total trade-in funds (from Federal and
15 percent malching sources) will pay for 100 percent of the costs of
these projects.

As of Junc 30, 1982, $750,000 has been obligated for planning
studies for specific transit and highway projects.

21. Tucson, Arizona

Basic Characleristics

The Tucson SMSA had over 530,00G persons residing in it in 1980,
with some 331,500 living in the central city itsell. Tn 1982, SMSA
employment exceeded 241,000.

The urbanized area contains 1320 miles of street network, with 1.7
percent Interstates and 6.9 percent other principal arterials. In 1975,

daily VM'l' was over 5 million, with 10.8 percent occurring on Interstates
and 44.Z2 percent on other principal artlerials.
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PPublic trangportation exposure is low, with a peak bus requirement
of 104 in the urbanized area, and a modal share for all trips of only
2.5 percent in 1980.

Withdrawal Background?¢

[-710 was planned as one of three freeways included in the Tucson
Regional Transportation Plan of the late 1960s. TUssentially a spur off of
existing I-10, it was to serve the CBD from the south (sec Figure [1.29),
while another freeway was to provide an easterly approach to the CBD
and a third to provide a ceniral city bypass roughly parallel to T-10.
The other freeways were nol designated interstate links, however, a
distinction granted I-710 in the ecarly 1970s.

withdrawal Process

The 1-710 highway, measuring 3.2 miles in length, was formally
withdrawn in May 1977. The amount authorized for trade-in projects
was $11.2 million.

Local opposition to all three highway proposals of the Regional
Transportation Plan was strong, with the result that the two non-Inter-
stale links were quickly dropped from consideration. As early as 1974,
the City of Tucson considered trade-in as a possible option for [-710,
but there was reluctance on the part of all relevant parties to substi-
tute transil projects for the highway. Following the 1976 legisiation
which allowed highway substitule projects, the trade-in process quickly
commenced, culminating in a March, 1977 request for withdrawal which
was then approved two months later.

Substitute Projecls

Various categovies of substitute projects were generated and agreed
upon by local, regional and state officials in 1978, with only around 2
percent intended for transit purchases (hus purchases for Tucson).
The rest is to be spent on arterial improvements in two corrideors of the
urban area (accounting for nearly 80 percent of federal tradce-in funds),
improvements to two Interstate highways (11 percent of trade-in funds)
and street and arterial improvements in the Tucson Central Rusiness
District (7 percent). Total federal and matlching share funds will pay
approximately 80 percent of the costs of these projects, with remaining
funds expected {rom other federal, state and local sources.

As of TJune 30, 1982, 48 million has been expended on substitute
projects, primarily for the addition of lanes to 1-10, as weli as for bus
purchases and CRBD street improvements.

22. Washington, 12.C. (including nearby Maryland and Virginia)

Basic Characteristics

The Washington SMSA had slightly over 3 million persons in 1980,
with nearly 638,000 residing in the central city. SMSA empioyment in
1982 exceeded 1.7 million.
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The urbanized area has over 6500 miles of street nelwork, with 2.2
percent being Interstates and 8.6 percent being other principal arteri-
als.  Daily VMT was nearly 46.2 million in 1975, with 21.5 percent
occuring on Intersiates and 36.2 percent on other principal arterials.

The transit system has a peak requirement of 1,810 buses, 230
rapid transit cars and 47 commuter rail cars. Public transportation
carried 16 percent of all woerk trips in 1980.

Withdrawal Background??

The freeway system for the Washington, D.C. area had its origins
in planning undertaken in the mid 1940s, but no formally proposed plan
emerged until 1959. That plan, produced by a Congressionaliy-created
local planning agency, proposed nearly 330 miles of freeways, including
two bellways, an inner loop, scveral radial spurs and other links geared
to provide internal circulation within the central city. A later plan in
1962 reduced the amount of proposed highway by nearly 25 percent,
but that plan was not accepted by Congress. What emerged by the
early 1970s, in terms of an Interstate-designed system, was a single
beltway, several radial spurs, various connector links and a tight inner
loop within Washington, D.C. Within the District of Columbia itselfl,
nearly 30 miles of Intersiate Highway were to be built.

wWithdrawal Process

Eleven separate Interstate Highway segments have heen withdrawn
in the Washington, [.C. urbanived area since 1975. All have heen
located within the Capital Bellway, and mostly within the District of
Columbia itself (see Figure I11.30). Of the 30 miles of Interstate Highway
planned for the District, nearly half have been withdrawn. Tahle 11.2
lists pertinent information concerning the cleven segments withdrawn in
eight separate actions.

TABLE 11.2

INTERSTATE HIGHWAY WITHDRAWALS
IN THE WASHINGTON, D.C. URBANIZED ARLA

Withdrawal $ Authorized for

Dale Area Highway Miles Substitute Projects
July, 1975 MD 1-708 1.8 $103.2 miliion
Oct.., 1975 nC [-708 e
Oct. . 1975 De =95 5.4 406.9 million
April, 1977 Bl @ 1-66 - o
April, 1977 DC 1-266 23 423.8 million
Aug., 1978° VA 1-266 0.4 51.6 million
Sept., 1978 ne 1-295 .-
Sept. . 1978 e 1_395} 4.7 585.0 million
Aug., 1980 DC 1-695 1.7 375.8 million
Tune, 1982 DC T-266 0.6 113.4 miilion
Aug., 1982 VA [-595 0.8 23.4 million

TOTAL 17.5 $ 2.08 billion
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Local community opposition was one important factor leading to
withdrawal of these various highway links. This was especially true in
the Georgetown section of Washington and with regards to the 1-266
Three Sisters Bridge link in particular. However, another significant
factor was the initiation of the construction of the Metro rail system in
the early 1970s. The system's anticipated construction costs rose from
$2.5 billion in 1969 to nearly $7 billion by 1979. The necessity to find
additional funds to build the planned 101 mile system became apparent
not only to the District of Columbia but to neighboring Maryland and
Virginia. It became particularly incumbent upon the urbanized area to
affect these trade-ins as the Federal government became less willing by
the lJate 1970s to make special appropriations for Metro construction.

The 1975 trade-in actions required some basic Interstate renumber-
ing. [-95, scheduled to bisect the District of Columbia, had certain
segments completed within the Capital Beltway, specifically in Virginia
and the District. Rut with the withdrawal of a segment from the Dis-
trict and another in Maryland ({the latter withdrawn under Section
103(e)(2) -- Howard/Cramer -- coincidentally with the July 1975 103(e)(4)
trade-in of 1-70S], those completed portions of 1-95 were renumbered as
1-395. Furthermore, in order to maintain a continuous Interstate
numbering system (i.e., 1-95, the nation's eastern-most north-south
Interstate connecting Maine to Miami, intersects the Capital Beltway at a
northern and southern terminus), the eastern portion of the Capital
Beltway was renumbered 1-95 (with the western portion remaining
[-495). T.ater in 1978, the last remaining uncompleted portion of 1-395,
the former [-95, was withdrawn.

Substitute Projecls

Through June 30, 1982, nearly $2 billion had been obligated to the
Washington urbanized area as a result of the nine segment withdrawals.
Nearly 99 percent of this has been spent toward the completion of the
Metro subway system (see Figure I11.31). Most of this has gone for
construction purposes, while approximately 10 percent has been spent
on rail car purchases. The remaining amount obligated, some $25
miilion, has been used for highway purposes, namely street and bridge
reconstruction and rehabilitation within the District of Columbia.

Approximately $324 million remains unobligated as of June 30,
1982 * Although most will be channeled into Metro's completion, a
larger portion than before (between 10 and 20 percent) is anticipated to
be used for various street and bridge projects in the District.

23. Waterloo, lowa

Basic Characteristics

The Waterloo-Cedar FPalls SMSA had a 1980 population of nearly
138,000, with 55 percent residing in the central city of Waterloo.
Employment in the SMSA was 69,000 in 1982.

* An additional $23.3 million was made available in August, 19682 via a
new withdrawal.
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The urbanized area has over 680 miles of street network, with no
Interstates and 11.3 percent being principal arterials. Daily VMT in
1975 was 1.95 million, with 41.4 percent occurring on principal arterials.

The transit system has a peak requirement of 22 buses, carrying
less than 0.75 percent of the area's total trips.

withdrawal Background?®#®

1-380 is an Interstate link added to the system after 1968, linking
lowa City to Waterloo. Portions of it are currently open to the public;
others are under construction or soon to be built. When originally
proposed by the state as an Interstate link, I-380 was to extend into
the city of Waterloo, jolning up with U.S. 20 near the Cedar Falls
horder (see Figure I1I.32). This extension was originally rejected by
FHWA, but later accepted in 1973. A major FIS was completed for this
segment in 1977, and it was then listed in the state's 5-year construc-
tion program. No ‘appreciable opposition to the segment's construction
was registered,

Withdrawal Process

The 7.3 mile segment of 1-380 within the Waterloo urbanized area
was formally withdrawn in November 1981. The amount authorized for
substitute projects was $296.7 million.

The idea to trade in the 1-380 segment grew out of meetings be-
tween City, State and MPQO officials in March, 1981. Concerned with
the decline in Interstate and Federal-Aid Systems apportionments, City
and State officials directed the MPO to reassess the basic metropolitan
transportation plan for the year 2000 to see whether appropriate substi-
tute projects could be generated. By September, various options were
proposed which would utilize trade-in funds, and on the basis of this
revised plan a withdrawal request was made. Tt was generally accepted
among local officials that trade-in funds could be obtained gquicker and
be utilized for more purposes than Interstate funds for 1-380.

Substitute Projects

No formal concept plan has been submitted, although an initial $20
million project list for various highway projects was submitted in 1981 in
the event that any fiscal year 1982 trade-in funds would be made avail-
able for the Waterloo area. (They were not.) The year 2000 plan
produced various alternative packages of substitute projects, one of
which likely will be chosen in spring 1982. A likely selection ot substi-
tute projects would include mostly highway projects and be spread
throughout the urbanized area. However, the [-380 corridor is still of
major concern, so that any alternative chosen will probably call for a
scaled-down expressway in the corridor, as well as complementary
highway projects. Transil projects may be funded also {possible candi-
dates are an intercity bus terminal and bus vehicle purchases), al-
though no formal division of funds has been specified.
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Notes for Chapter II

1.

Population for Albany and all cother urban areas are 1980 final
Census counts.

Employment for Albany and most other urban areas are 1981 or
1982 Census estimates, depending upon availability. New Jersey
employment is for 1977 as estimated by relevant MPOs (i.e.,
Delaware Valley Regional Planning Commission and Tri-State
Regional Planning Commission).

Street mileage and VMT levels for Albany and most other urban
areas are for the year 1975 and were taken from U.S. Department
of Transportation, National Tunctional System Mileage and Travel
Summary, Washington, D.C., June, 1977. New Jjersey information
was taken from above source and also from U.S. Department of
Transportation, National Highway Inventory and Performance
Summary, Washington, D.C., December, 1977.

Transit peak requirements for Albany and all other urban areas
are for the year 1980 and were taken from U.S$. Department of
Transportation, A Directory of Regularly Scheduled, Fixed Route,
Local Public Transportation Service in Urbanized Areas Over 50,000

Population, Washington, D.C., August, 1980.

Work trip mode splits are from many sources. For 14 urban areas,
1980 U.S. Census Journey-to-Work data are available. TFor four
others, data are for the years 1975, 1976 or 1977 and taken from
U.S5. Bureau of the Census, Selected Characteristics of Travel to
Work in 20 Metropolitan Areas, Current Population Records, Special
Studies, Series P-23, Washington, D.C.:

a@. No. 68, FPebruary, 1978 (Hariford).
b. No. 72, September, 1978 (Omaha).
c. No. 105, January, 1981 (Albany, Memphis).

New Jersey information is from 1970 Census Journey-to-Work data.
Work trip mode split data for Duluth, Salem, Tucson and Waterloo
are esltimates made by the relevanl metropolitan planning
organization.

Information about Albany trade-in from phone conversations with
and documents obtained from Earle Hershenhorn, Capital District
Transportation Committec and Mr. Morreli, Federal Highway Admin-
istration (New York Division).

Information about Baltimore trade-in from phone conversations with
and documents obtained from Tlizabeth Moser, Maryland Department
of Transportation.

Information about Boston irade-in obtained from following sources:
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10.

11.

12.

a. Personal interviews with George Joseph, Massachusetts
Department of Public Works; Vincent Losinno, Massachusetts
Executive Office of Transportation and Construction; and
Rockwell Mancini and Donald Kidston, Massachusetts Bay
Transportation Authority, November 10, 1981.

b. Martha Wagner Weinberg, Managing the State, MIT Press,
Cambridge, 1977.

c. Ralph Gakenheimer, Transportation Planning as Response to
Controversy: The Boston Case, MIT Press, Cambridge, 1976.

d. Massachusetts Office of Transportation and Construction, 1978
Revised Program for Mass Transportation, Boston, November
27, 1977.

Information about Chicago trade-in from phone conversations with
and documents obtained from Andrew Plummer, Chicago Area
Transportation Study, Ralph Wehner, Illinois Department of Trans-
portation and Mr. Diedrich, Federal Highway Administration {Illinois
Division). Also Robert Burco, The Evolution of Interstate Highway
withdrawals and Substitutions as Urban Transportation Policy
Options, Tederal Highway Administration, July, 1980.

Information about Cleveland trade-in obtained from following
sources:

a. Personal interviews from Trederick Pizzedaz and Virginia
Robertson, Northeast Ohio Areawide Coordinating Agency
(NOACA); David Goss, Greater Cleveland Regional Transit
Authority; and Don Plaskett, Office of Cleveland Mayor
Voinovich on December 17, 1981.

b. Telephone conversations with John McBee, THWA (Chio Divi-
sion); Robert Werner, NOACA; and Pat Kelly, Office of
Cleveland Mavor Voinovich during January, 1981.

c. Northeast Ohio Areawide Coordinating Agency, Concept Plan
for Transportation Improvement Projects Utilizing I-490 Trans-
fer Funds, 1980.

Information about Denver trade-in from phone conversations with
and documents obtained from George Scheuernstuhl, Denver Regional
Council of Governments and J. Siccardi, Tederal Highway Adminis-
tration (Colorade Division).

Information about Duluth trade-in from phone conversations with
and documents obtained from Kris Liljeblad, Duluth-Superior
Metropolitan Interstate Committee, Mark Flaherty, City of Duluth
and William Lake and Ron Lacy, Federal Highway Administration
(Wisconsin). Also U.S8. Conference of Mayors, Interstate
Crossroads, Volume 2, Number 2, Washington, D.C., September,
1981.
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13.

14.

15.

16.

17.

18.

19.

20.

21.

22.

23.

Information about Hartford trade-in from phone conversations with
and documents obtained from William Lazarik, Connecticut Depart-
ment of Transportation.

Information about Indianapolis trade-in from phone conversations
with and documents obtained from Mr. Walters, Indiana Department
of Highways and Mr. Culp, Federal Highway Administration (Indiana
Division).

Information about Memphis trade-in from phone conversations with
and documents obtained from John Gregor, Memphis Planning
Commission and FEdward Qakley, Federal Highway Administration
{Tennessee Division).

Information about Minneapolis trade-in from conversations with and
documents obtained from Lawence Dallam, Metropolitan Council and
John Rowers, Federal Highway Administration (Minnesota Division).

Information about New Jersey trade-ins from personal interview
with and documents obtained from Dennis Keck, New Jersey
Department of Transportation, Trenton, on January 22, 1982.

Information about New York City trade-in from phone conversations
with and documents obtained from Elliot Vanacour, New York City
Department of Transportation and Victor Tayor, Federal Highway
Administration (New York Division).

Information about Omaha trade-in from phone conversations with
and documents obtained from Joe Berenis, Omaha Department of
Public Works, Charles Nutter, Ncbraska Department of Roads and
Ray Hogrefe, Federal Highway Administration (Nebraska Division).

Information about Philadelphia trade-in from phone conversalions
with and documents obtained {rom Jerry Fritz, Pennsylvania
Department of Transportation and Ernie Birzell, Delaware Valley
Regional Planning Commission.

Information about Pittsburgh trade-in from phone conversations
with and documents obtained from L[d McGhee, Pittsburgh Depart-
ment of fublic Works and George Catselis, Federal Highway Admin-
istration (Pennsylvania Division}.

Information about Portland trade-in from phone conversalions with
and documents obtained from Tom Vanderzanden, Clackamas County
Department of Public Works. Also Robert Burco, The Evolution of
Interstate Highway Withdrawals and Substitutions as Urban Trans-
porfation Policy Options, Tederal Highway Administration, July,
1980,

Information about Sacramento trade-in from phone conversations
with and documents obtained from Bert Brockelt, Cealifornia
Department of Transportation, John Schuman, Sacramenlo Area
Council of Governments and Dave Lyres, Federal Highway Adminis-
tration (California Division).
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24.

26.

27.

28.

Information about Salem trade-in from phone conversations with
and documents obtained from Richard Santer, Mid-Willamette Valley
COG and Mr. Wilken, Federal Highway Administration (Oregon
Division). Also Robert Burco, The Evolution of Interstate Highway
Withdrawals and Substitutions as Urban Transportation Policy
Options, Federal Highway Administration, July, 1980.

Information about San Francisco trade-in from phone conversations
with and documents obtained from Bob Jahrling, California Depart-
ment of Transportation and Dave Eyres, Federal Highway Adminis-
tration {(California Division}.

[nformation about Tucson trade-in from phone conversations with
and documents obtained from Hurvie Davis, Tucson Department of
Transportation. Also Robert BRurco, The Evolution of Interstate
Highway Withdrawals and Substitutions as Urban Transportation
Policy Options, Federal Highway Administration, July, 1980.

Information about Washington, D.C. trade-in from phone conversa-
tions with and documents obtained from Tom Downs, District of
Columbia Department of Transportation and Hal Kassoff, Maryland
Department of Transportation.

Information about Waterloo trade-in from phone conversations with
and documents obtained from Ron Larson, Iowa Northland Regional
COG and Hubert Willard, Federal Highway Administration (lowa
Division}.
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CHAPTER III
SUMMARY

These 24 urban areas have withdrawn a total of 4] Interstate
segments in 36 separate trade-in actions through August, 1982. Nearly
200 miles of Interstate segments were involved, worth over $8 billion in
authorized trade-in funds.

Slightly over $4.7 billion has been obligated to 21 of these 24
urban areas as of June 30, 1982. However, Boston and Washington,
D.C. have received two thirds of this amount. Transit substitute
projects have been allocated 81 percent of the obligations. Nearly all
the urban areas have funded transit projects, but three areas, Boston,
Washington, D.C. and Philadelphia, have received over 950 percent of
the transit obligations. Highway projects have been allocated 19 percent
of obligations, with over half that amount received by Chicago.

As of TJuly 1, 1982, over $5 billion was authorized {for {future
appropriations. These urban areas estimate that 60 percent of future
obligations will be for highway projects and 40 percent for transit
projects.

Table 1III.1 summarizes authorizations, obligations and expected
obligation patterns for the 24 urban areas. '

Reasons for Withdrawal

Significant opposition to highway construction led to eventual
irade-in in a number of urban areas. In Boston, it was the strong
anti-highway mowvement which actually contributed to the creatian of the
trade-in option. But as early as the first Washington, D.C. withdrawal
in 1975, scme urban areas envisioned trade-in as a means of supporling
new lransportation priorities over earlier established expressway objec-
tives. Such new priorities included creation of rail ftransit service
(Portland, Sacramentc, San Francisco and Washington, D.C.), upgrade
existing transit services (New York Cily and Philadelphia) and rehabili-
tation or reconstruction of existing bridge and highway facilities (Albany,
Portland and Tucson). Other areas still considered expressway objec-
tives as most important, and enacted trade-ins as a means of completing
expressway projects which were either more important or less contro-
versial than the withdrawn Interstate facility (Baltimore, Hartford,
Philadelphia and Pittsburgh). Tinally, a few urban areas still supported
the need for a highway facility within the Interstate corridor, but
enacted a trade-in as a means of constructing a scaled-down facility in
place of the withdrawn segment and also having funds available for
other highway and/or transit projects (Denver, Omaha, Salem and
Waterloo}.

Transit vs. Highway Substitute Projects

Except for Boston, Philadelphia and Washington, I0.C., urban areas
have overwhelmingly preferred to fund highway over transit substitute
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TABLE III.1

SUMMARY OF TRADE-IN STATISTICS FOR 24 URBAN AREAS

Estimated Future %

Authorized Obligations % Obligations Amount to be Obligations to be

Trade-in $ as ol 7/1/82 Used for: Obligated, as of Used for:

($ millions) ($ millions) Transit Highway 7/1/82 ($ millions) Transit Highway
Albany $ 51 $ 16 34 66 $ 39 15 80
Baltimore 204 8 91 9 183 53 47
Boston 603 1,221 100 0 165 100 0
Chicago 2,280 568 14 86 1,718 50 50
Cleveland 256 27 0 100 205 20 80
Denver 162 72 25 75 166 <50 >50
Duluth 72 0 - - 65 30 70
Hartford 222 a7 15 85 456 <50 >50
Indianapolis 83 2 0 100 76 10 90
Memphis 275 3 90 10 249 12 88
Minneapolis 103 25 8 92 85 18 82
New Jersey 290 b5 96 q 206 55 45
New York Cily 230 117 56 44 139 20 80
Omaha 77 25 8 92 47 0 100
Philadelphia 282 380 89 11 80 10 90
Pittsburgh 64 0.4 0 100 58 0 100
Portland 304 191 40 60 261 41 55
Sacramento 97 0.5 100 0 84 100 0
Salem 35 24 0 100 28 0 100
San Francisco 87 0.8 100 0 79 74 26
Tucson 41 8 14 86 53 2 98
Washington, D.C. 2,083 1,983 99 1 324 85 15
Waterloo 297 0 - - 277 <50 >50

TOTAL $8,032 $4,783 81% 19% $5,043 40% 60%



projects (i.e., of the nearly $1.2 billion obligated to all areas other
than Boston, Philadelphia and Washington, D.C., 71 percent was
for highway projects). This trend is expected to continue in the
future, as even Philadelphia and Washington, D.C. hope to allocate
greater amounts to highways than they have in the past.

Corridor vs. Areawide Distribution of Substitute Projects

In Boston, it was politically impossible to use trade-in funds
outside the vicinity of the withdrawn highway right-of-ways. However,
in no other area were substitute projects confined solely to the corridor
{or even the vicinity of the corridor) of the withdrawn Interstate
segment. In nearly half the areas, in fact, no special consideration
was given to the particular corridor in the distribution of implemented
or planned projects.

Matlching Share

In some cases, the state is still providing the complete matching
share, whether for highway or transit purposes (e.qg., Boston, Chicago,
Indianapolis and New Jersey). Various arrangements have heen worked
out in other areas, such as in Baltimore (State pays all transit share
and highway share outside City limits; City of Baltimore picks up the
share on its own municipal highway substitute projects)}, Duluth (where
the localities will assume the share, but will also receive some renumera-
tive support from the State), Memphis (transit funded 50 percent each
by State and City), and Portland (where the State will pay transit
share in return for Portland giving up FAUS funding). The MPOs in
some areas have helped bring about firm matching share commitments
from relevant municipalities and counties (e.g., Albany, Cleveland and
Minneapolis).
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