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1993 Highway Expenditures
by Type of Expenditure

Debt

Reserve i
T ,Refirement
Noncopi/t;: apital
Of the »35.5 puion 1n unamng 47 %

provided for highways in 1993,
$86.1 billion was expended for
highway programs and $2.4 biflion
was placed in reserve, Of the total
highway expenditures, $80.9 t™ n
went for currenl expenditures and

¢ billion was used for debt
retirement.

In constant {1970) cents per unit
of travel, total expenditures
dropped from 1.88 cents per
vehicle mile of travel (VMT) in
1970 to 1.12 cents per VMT in 1993
(see Exhibit 2-4).

Of the $21.7 billion expended for
transit in 1993, 85.7 billion was
expetr ' d for capital and $16.0 bil-
lion was for operating costs.

Total = $88.5 billion

1993 Transit Expenditures
by Type of Expenditure

Capital

-
Operating
743

Total = §21.7 billion

Total Expenditures

Capital Expenditures |

All levels U1 gOVEerTInenL sperll
over $39.0 billion on highway
capital improvements (see Defining
Terms, page 17}. Of total  pendi-
tures, capital outlay rep ted
53 percent in 1973 and 48 percent
in 1993. In constant (1970) cents
per unit of travel, capital outlay
dropped from 1.04 cents per VMT
in 1970 to 0.56 cents per VMT in
1993, a 46 percent decline (see
T ‘hibit 2-4).

Of the $39.0 billion spent on
capital outlay in 1893, State and
local governments spent $38.7 bil-
lion, including $17.1 billion in
Federal funds. Federal direct
expenditures were $0.3 billion.
Federal funds accounted for 44 per-
cent of total highway capital outlay
in 1993, down from a high of
56 percent in 1980.

State and local governments
supplied 55 percent of all funds for
highway capital improvements in
1993. With the exception of the
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A significant improvement in
highway safety occurred during the
period from 1983 through 1993 (see
Exhibits 3-9 and 3-10). The overall
highway fatality rate declined
steadily from 2.58 fatalities per
100 million in 1983 to 1.75 fatalities
per 100 million in 1993,

Accident and fatality rates are
affected by many factors other than
highway condition and perfor-
mance, including weather condi-
tions, occupant protection use,
number of intoxicated drivers,
extent of police exposure, law
enforcement, vehicle speed varia-
tions, and driver performance.

The environmental consequences
of transportation arise from both
construction and usage. Indices of
performance pose both conceptual
and practical challenges. However,
an initial set of categories has been
idenlified and includes air quality,
waler quality, wetlands, energy,
noise, land use and open space,
threatened and endangered species,
and community impacts.

Progress is being made in each of
these calegories. As an example,
there has been significant progress
in reducing the overall levels of four
major transportation-related air
pollutants over the last decade (see
Exhibit 3-11).

Transportation sources are
credited with mosl of the emissions
reductions during Lhe decade, even
though travel increased by 33 per-
cent. Improvements in air quality
are attributed to Federal limits on
gasoline volafility; replacement of
older cars with newer, less pollut-
ing ones; and increased usage of
unleaded gasoline.
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ror e current 1rsd L r xeport,
the travel forecasts underlying the
highway and transit investment
requirements for the 33 most
populous urbanized areas (UZAs)
are derived from the Metropolitan
Planning Organization (MPQO)
planning process. Highway travel
growth projections for facilities
outside these areas are based on
state-supplied, facility-specific
fo  astsas provided in the HPMS
database.

Social, fiscal, and environmental
concerns are most pronounced in
tt e areas and transportation
modal alternatives are more
prevalent as well. For example,
approximately 90 percent of
transit ridership occurs in the
33 most populous UZAs,

The MPO highway and travel
forecasts must be in conformance
with Clean Air Act requirements
and consistent with the fiscal
capability of the area to imple-
ment the proposed transportation
investments.

Exhibits 4-1 and 4-2 illustrate
the divergenc rom historical
patterns implied by adoption of
MPO tras  growth assumptions.
Highway travel is projected to
increase at a dampened rate
(1.5 percent annually) relative to
past experience. (The growth rate
would naturally decline in the
future as the VMT base grows;
hov er, tt MPQ forecast
implies a sudden shift to a lower
rate.)

Alternatively, transit travel
growth trends are assumed to
shift from a continually constant
level of travel to one in which
travel will grow at a compound
annual rate of 2.4 percent. These
trends are consistent with MPO
plans that seek to reduce highway
travel through various demand-
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and supply-oriented measures

that encourage higher transit use.

However, without ¢*—ificant and
widespread demand-snaping
policies, which have yet to be
implemented in any American city,
it is not likely that the MPPO
forecasts will be achieved. To the
extent that actual future experi-

1998 2000 2002 2004 2006 2008 2010 2012

ence exceeds the highway trar
forecasts, the resulting imv  t-
ment requirement estimates may
be understated. Analogously, tt
degree to which the transit travel
forecasts are not realized, tt
eslimates of future transit invest-
menl requirements may be
overstated.
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