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The I-66 Transamerica East-West Corridor is a concept that has grown out of intense initial
efforts of the Cape Girardeau, Missouri business community from 1989 to date. The following
presentation overviews the origin of the project with a brief history, followed by discussion of the
locational characteristics and rationale for the highway route, with subsequent discussion of impacts of
its implementation and conclusions with respect to its potential in forthcoming American Transportation
Systems. The 2,400-mile twelve-state highway corridor across America is illustrated in Figure 1. The
original stimulus for the project was the necessity for a significantly larger employment pool that could
be brought to the Greater Cape Girardeau Area. A critical need existed for commuting labor and
employment resources from the regions of lllinois and northern and western Kentucky capable of
accessing the City of Cape Girardeau in order to continue the economic growth of this central place
community in Southeast Missouri. The area is adequately served by I-55 north and south of the City.
However, it was found that totally inadequate east-west access existed to achieve daily travel safely and
efficiently offer community interchange and cross-regional access into Eastern Missouri and states
further to the west.

After initial meetings with colleagues in the lllinois and Kentucky economic leadership of these
states, interest in the project from other states quickly grew to realizing the need for a total east-west
highway corridor from the west coast of California to the east coast of Virginia. Very preliminary
analysis indicated that a variety of access-related benefits were not being addressed which could
improve lifestyle quality, economic and cultural interchange across the twelve states of interest in this
corridor. Shortly thereafter, these twelve states, including Virginia, West Virginia, Kentucky, lllinois,
Missouri, Kansas, Colorado, Utah, New Mexico, Nevada, Arizona, and California met in a conference in
St. Louis, Missouri and agreed to pursue funding and implementation for this unique multi-state, mega-

sized project.
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Immediately thereafter, professional engineering, economic analysis and governmental affairs
consultation personnel were contracted with and produced a paper submitted to Congress on
December 3, 1989, titled Working Paper Pre-Application Proposal for a Feasibility Study of the East-West
I-66 Corridor. This document is attached herein as Appendix A. Specific reference to its content will be
made throughout this text to illustrate identifiable changes in U.S. transportation behavior and impact
which have occurred from the period of 1989-2010 during pursuit of this project. The reader is urged to
browse Appendix A, with particular attention to significant page references noted herein. Initial
aggressive engineering and economic feasibility analysis was undertaken for the effort, in addition to a
vigorous lobbying campaign to place the project on record in the forthcoming 1991 Intermodal Surface
Transportation Efficiency Act, which was the first major transportation legislation immediately
subsequent to the end of the formal Interstate Highway Program Authorization and Appropriations
period.

This key Congressional undertaking offered a dramatic alteration in the way Federal
transportation legislation was developed. It comprehensively addressed funding of all modes,
interaction with major environmental legislation and initial significant attempts at flexible program
implementation. After 110 Congressional visits and twenty-two months of intense lobbying, using the
above document of Appendix A in all Congressional visitations and as Testimony before the House Public
Works Committee, the Senate Committee on Environment & Transportation, and the related
Appropriations Committees in both Chambers, along with the diligent support of Senator Danforth, as
the Legislative champion of the project, a one-million dollar line-item was successfully achieved and
written into Law in the 1991 Intermodal Surface Transportation Efficiency Act (ISTEA). This multi-state
corridor project was specifically used as the demonstration example of high-priority post-interstate

project needs to create an entirely new legislative section, termed National High Priority Projects, which

is still in existence in all Transportation Reauthorization Bills forthcoming since that period.




The above brief history is an important element in understanding the corridor’s current status
and objectives. As previously noted, the above effort graphically developed the route as shown in
Figure 1. The 2020 updated forecast two-way daily traffic volumes are illustrated for select link
components in each state. In addition, detailed environmental attributes, economic impact and cost
analysis, along with description of significant intermodal efficiencies were included in the above original
document of Appendix A. These have been updated in 2000, 2004 and 2009. A detailed multi-state
visual overview of the corridor is illustrated on Page 5 of Appendix A.

Some implementation of this project and build-out has been completed in the eastern one-half
of the corridor, from Virginia to parts of western Kentucky. Aggressive efforts were undertaken by the
Virginia, West Virginia and Kentucky Congressional Delegations to place detailed route specific language
into and through communities which could achieve major economic benefits after construction. Some
components of construction in this half of the corridor were deemed relatively less difficult than the
western section, by the virtue of the fact that some existing alighment and right-of-way could be used
and rehabilitated for portions of the route. Table 1, on the immediate following page illustrates the
desired route specific language extended from the above eastern half of the corridor through the
remaining western states.

It should be noted that the western one-half of this route has proved more challenging, yet
offers extremely significant economic, social and cultural benefits, by virtue of opening up immensely
scenic recreational opportunities in the western U.S., energizing economic development and offering
major opportunities for intermodal transportation and savings in east-west movement of truck traffic
costs.

As such, it is appropriate to observe the information gleaned from the data updates since 1989
through 2004 and 2009 about the major impacts implementation of this route can have on America.

Two functional east-west interstate highways currently serve the U.S. at this moment in the vicinity of




TABLE 1

APPROPRIATE MODIFICATIONS TO
ISTEA 1991 AND NHS 1995 LEGISLATION NECESSARY FOR INCLUSION IN FORTHCOMING
TRANSPORTATION REAUTHORIZATION BILL

Section 1105 (c) of the Intermodal Surface Transportation Act of 1991 (105 Stat. 2032) is
amended at the end of paragraph (3) and the National Highway System Designation Act of 1995 (Public
Law 104-59-November 28, 1995) Section 332 (a-1-A) is amended as follows:

A multimodal transportation corridor encompassing all forms of passenger and
freight transportation commencing on the Atlantic Coast in the Hampton Roads
area going westward across Virginia to the vicinity of Lynchburg, Virginia,
continuing west to serve Roanoke and then to a West Virginia corridor centered
around Beckley to Welch as part of the Coalfields Expressway described in
Section 1069 (v), then to Williamson sharing a common corridor with the 1-73/74
Corridor (referred to in item 12 of the table contained in subsection (f)), then to a
Kentucky corridor centered on the cities of Pikeville, Jenkins, Hazard, London,
Somerset, Columbia, Bowling Green, Hopkinsville, Benton, and Paducah into an
llinois corridor centered on the cities of Metropolis and east Cape Girardeau;
exiting lllinois via Bill Emerson Memorial Bridge to a Missouri corridor centered
on the cities of Cape Girardeau, Marble Hill, Springfield and Carthage; exiting
Missouri at Highway 400 in Kansas, as a Kansas corridor centered on Parsons,
through Wichita, Dodge City and Ulysses; exiting Kansas to a Colorado corridor
centered on Walsenburg and Durango; entering Colorado to a New Mexico
corridor centered on Farmington and Shiprock; exiting New Mexico to a corridor
in Arizona centered on the cities of Kayenta and Fredonia; exiting Arizona and
entering Utah at St. George; exiting Utah to a Nevada corridor centered on the
cities of Mesquite and Amargosa Valley; exiting Nevada to a California corridor
centered on the cities of Olancha and San Miguel with a dual terminus at

San Luis Obispo and Selinas/San Jose.




the generic middle of the country, those being I-70 to the North and I-40 to the South, illustrated on
Pages 16 and 17 of Appendix A. Both have 40% truck traffic volumes and aging pavement conditions.
Further, since the inception of the interstate highway system and its completion, we find many areas of
post-interstate growth and economic activity that have emerged which are not in a near vicinity of an
interstate route. In some cases, a rural agricultural traveler may have to travel 175 miles to access an
interstate high-type facility. These areas can be opened up and have highly improved national surface
transportation access bv an east-west corridor which bisects the current alignments of 1-70 and |-40, as
illustrated in Appendix A on Page 18.

In addition, the volumes illustrated with the presence of the East-West Transamerica Corridor
represent a 30% diversion of traffic from I-70 and 1-40 across the route, resulting in longer pavement
lives for these existent facilities, and a likely 20% lessened accident potential by virtue of reduction of
car-truck interface conflict at high-speed movements. The balancing of these traffic volumes across
these three routes is extremely important to travel efficiency across America. The presence of this east-
west corridor will vield a route travel-time reduction of up to four hundred miles, essentially one-half
day of travel or an equivalent of up to two-three days/month. This yields increased productivity of the
trucking system, shorter shipper delivery times and resultant fuel savings of $360-$480/run resulting in
an annual savings per truck-tractor unit of $42,000/year. These latter savings are currently of greater
significance than when initially compiled in 1989, due to the tripling of fuel costs when compared with
the original computations on Page 19 of Appendix A.

As described in significant detail in Appendix A on Pages 19-20, the route also offers unique
interconnectivity of the west coast ports of San Francisco, Oakland, and Long Beach, California across
the nation by truck to Midwest railroads and the major north-south inland river systems of the
Mississippi and Ohio Rivers, and the Gulf Ports of Biloxi and New Orleans, in conjunction with similar

characteristics emanating from the east coast port of Hampton Roads, Virginia and related east coast
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port locales. The immediate above characteristics allow greatly improved accessibility across the nation
and a highly increased opportunity for land-bridge international intermodal freight carriage capabilities,
invoking much greater use of containerization technology. The latter focuses the U.S. freight travel
environment toward operating as a truly global clearinghouse for international trade and related
positive economic consequences.

An accompanying characteristic of the above, as previously noted, allows the opening of
subregions not served by the interstate systems. Many are in the initial stages of effort and growth with
respect to tourism, economic development and demographic shifts, particularly in the west, as noted
undeniably in the recent 2010 Census conclusions. The presence of interstate high-type facilities
through or in the vicinity of such communities could trigger highly significant economic gains and job
growth.

Corollary to the above, recent study output data presented by the U.S. Department of
Transportation, Federal Highway Administration indicate that 34,779 jobs are created for every $1
billion dollars of transportation infrastructure investment, and $2.5 billion dollars of new economic
activity is generated due to construction alone. The multi-state impact of the entire East-West
Transamerica Corridor with respect to these parameters is truly noteworthy. It should be noted that the
original cost put forth on Page 9 in the Appendix A 1989 working paper to Congress was $17.5 billion
dollars. Our updates with inflation indicate it is now on the order of $58.0 billion dollars. Use of these
statistics indicate that some 2,013,520 new jobs could be created. Further, $359 billion dollars of Value
Added in new economic activity could be generated, taking into account construction completion and all
resultant new corridor related travel and economic growth. This finding is worthy of emphasis, to
underscore the need for unique, large high-impact projects in America, on a par with High-Speed Rail

and continued major Intelligent Transportation Systems (ITS) implementation.




The provision of this route, in addition to the obvious national and regional economic impacts,
improved efficiency in travel fuel cost savings and decreased delivery time across the nation has further
benefits. Its construction and operational presence allows the transportation profession to use the
corridor as a working laboratory to increase the knowledge base of all forms of transportation research.
The output will yield more efficient use of high technology, better understanding of the economics of
infrastructure placement, and the relationship to the vital issue of economic global competitiveness and
international trade fundamentals of freight movement.

The boundaries of the corridor definition, if dimensioned properly, offer unique opportunities to
multiply economic and income producing land use expansion across its entirety. Two functional
approaches will further synthesize increases in Value Added through integration of activities of the
transportation system and the economic and manufacturing community. The first is to delineate a
boundary of fifty miles in width, within which the formal alignment right-of-way is located. Such formal
right-of-way of the facility proper could incorporate further multimodal transportation facilities for
freight and passenger movement and energy systems expansion. In addition to highway facilities,
opportunities exist within the right-of-way for the invocation of High-Speed Rail, Pipeline, and Smart
Utility Energy and Power Grid Components to be integrated into the corridor. Their deployment could
be undertaken in conjunction with major containerization, highway and freight Intelligent
Transportation Systems (ITS) routing, incident detection and traffic management activities across the
nation.

The second notable approach is to designate the adjacent remaining land use in the fifty mile
corridor as a National Enterprise Zone, offering tax and economic incentives for location of business,
manufacturing and office income producing land uses, yielding a true national joint development
economic program with the presence of immediate access to transportation facilities. This joint use

corridor facility could truly become a research proving ground for continuing ITS, logistics flexibility,




energy, high technology manufacturing activities and economic development across the nation and
globally.

Concurrently, many changes have been made in the financing process for transportation since
1989. The invocation of privatization and the use of private funds and investment banking activities
merged with public monies has now been legislated in depth, with the opportunity to develop public-
private partnerships, private transportation corporations with project equity and lease participation and
the structuring of “innovative financing” which includes specific Federal legislation related to the above,
potentially including the allowance of global banking structures utilized in Europe and the Far East to
finance projects. Many of these, in conjunction with current efforts related to Transamerica expansion
to the west are worthy of consideration for this project.

The Transamerica East-West Corridor sits at a threshold with respect to its need for
implementation to the west. Continual support and representation should be sought in conjunction
with the western states to achieve implementation and positive impact results on a par with the eastern

one-half of the route.
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The following diagram shows the likely socio-economic growth of the states and coun-

ties along the proposes I-66 Corridor. It can be seen that, in the 1980's the standard of
living in the corridor fell dramatically in relation to the national average. Furthermore,
it is likely that, if current developmental and transportation/land-use policies continue,
the standard of living in the corridor will continue to fall so that, by the year 2010, the
level of economic well-being will be at least 20 percent below the national average and
even further behind the richer areas of the country. The development of the I-66
Corridor could do much to change that picture providing increases in growth that, con-
servatively, by the year 2030, would give a standard of living between 90 and 100 per-
cent of the national average, and possibly even equal to the national average. The level
of growth will be determined in the study by measuring the economic growth effects of
the "do nothing" option and of the "do something" corridor investment options. Using
the Aschauer and RENTS economic models, the impact on standard of living will be
quantified and the effects of different transportation strategies will be compared to show
which will create the greatest improvement in standards of living in the corridor.




APPENDIX A




The past two years has sesn a serinus examination of the need
for a new national statement of surface transportatiqn policy. Se?eral
stimuli have spurred professiopal and trade aSEUCiatiDn groups to
undertake such a review and document their findings. ‘1-2.3,4.5,6.7> The
most relevant issues appear to he:

~ The dbubling of surface travel demand by the vear 2020.

- Continued urban congestion and gridlock.

*Keeping America Moving, The Eottom Line, AASHTO Report,

1988.

“Heyond Gridlock, 1788, AASHTD Advisory Committee on Highway

Policy, 1988.

SAppendix 1: Report of the HﬁSHTDvT[aﬂspDrgéﬁigﬂ_2020 Modal -

Technical Advisory Committee, 1788.

“Transportation Alternatives Group (TAB); "Basic birections
for a New National Sur . Transportation Frogram.”
SAmerican Foad % Transportation Builders Associatiaon, June

30, 1989, correspondence to membership.

“New Transportation EDQCépts for a New Century, AASHTO, 198%.

7Aschauer, David A., Chicago Federal Reserve Bank, Research
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As such, the remaining pages document preliminary,
pre-application professional studies which develap an enginesring and
anvironmental examination of the carridér, re;ated trat+ic,
transportation and intermodal izsues, and ecoromic baze analysis.
Finally, a study level of effort is proposed, with its trajsctory and

rmetable to examine the project proposal in further cepth.

s

Engineering Examination of the Corridor

General Location Ilssues
The transcontinental Interstate 46 Froject, as canceived and

resently proposed, would traverse the United States alaong an east—weast

hn

- da

alignment generally midway between I-40 to the south ard I-70 to the

north. 6s i1illustrated in Figure 1, the initial S50 mile wide corridor

bt

would cross all or parts of the following states:

.} California &.)  Missourd

2.k Nevaca Tal I1linpis/Kentucky
2.7 Arizonasutah B.) West Virginiasbhio
4. New HEHiCpﬁlearadD ‘T NMirginia/Maryland

D) Fansas/dkl ahoma

The zpproximately 2,400 mile long route is enpected to start zn ths

wvicinity of existing I-3, which is located east of the Caiifarnia

n
r+

Coa=tal Ranges and in the Fresno-Bakersfield Yalley. and thence run







zastward through the Sierra bMevada Mountains, acrwoss the deserts of
California and Nevada, to the vicinity af I-15 near Las. Vegas, thence
norithieastward into the Acrthwest corner of Arizona/southwest corner of
Utah, thence along the north of Lake Meade and the Grand Canydn, therce
across the Navajo Indian Reservation in thea nortneastern carner of
Arizona along thE very southern edge of Utah, thence, along the
souinhern border of Colarados/northern edge of MNew Mexico through the:

ban

Rocky Mountains to thse vicinity of I-25, approximately dus south of

The most westerly section of the corridor will pass thyrouch
o adjacent to some of the most beautiful and diverse topography in the
trniited States. The corridor would make many of the countrv = most
isolated national forests, national parks, ar:haeolagical.sites, and
areas of nétural scensry available to our prulatimn;

The “Great Flains" begin at the foot of the eastern slopes of

‘the Rocky Mountains in the vicinity of Interstate 25 and the proposed

corridor traverses the plains across the southeastern edge of

8l
s
B

Colorado/northusstern rorner of Uklahoma, alaong the southern =dge
Fansas, and the western part of Missouri to the vicinity of

Springfield, Missouri, where it would briefly connect t

2 or Cross

existing I-44,




The corridor would continue zastward across the southern part
of Missouri through the Orark Mountains to a craossing of the
Mississippt River in the vicinity of or south of Cape Birardeau. acrose

the southern tip of Iilinois to 2xisting I-24 northward o+ Faducah

~

FKentuoky.
The corridor from Faducah, Hentucky easiwasd to the Atlantic

\)

coast would generally use or parali:el the following:

I-34 eastward to the Western Kentucky Farkway near Lake
Barkley; Western Hentucky Farkway eastward o

Eldizanethltown;
Bluegrass Farkway to Lexingtong

i-64 eastward to Huntington, West Yirgimia to 1-77 to

I-7%9 at Charlestong

Thence eastward across the Allegheny Mountains to 1-8
and I-&é6 to Washington, D.C. and I-&64 to Norfolk,

Virginia.

The new corridor is generally located in areas that are not

highly developed and populated. tajor population centers that are in

or adjacent to the corridor include Fresno/Bakersfield, California:




-

Las Vegas, Mevada; Wichita, Kansas; Springfield, Missouri; Lexingtan,
Kentucky: and Chariestorn, West VYirginia.

The western two-thirds of the corridor is located across
areas that are not adequately served by the present interstate Righway
system and which need improved transportation facilities to make a
zigniticant area of the nation = recreational and scenic rescurces
available to the population and to encowrage econamic development.

The western one—thivrd of the corridor will ultimately rEREgQuilre

gxtremaly careful asnalysis for final route identification because of

b

envirormental considerations. The middle one—third af the carricos

pee

appears to present few issues, except possible local issues. The

state/local issues as it passes through areas with histeric

In order to determine an order of magnitude $or the estimated
zasts for this proposed project, & number of initial assumptions were

made Lo permit generation of basic costing parameters. These are as

i) Alignment. & reiatively straight corridor was

established without adjustments for mormal alignment deviations.

2.

Interchanges.




a.J)  HMajor. At intersections wibth all
Histing interstate highwavs.

b.: Secondary. At 1ntersecticons with

all numbered Federal highways.

or allowances for a set average
distance of interchange
Spacifng.

Z«) Bridge Structures. At iarge identifiable

rivers only.

Freliminary cost modeliing has been performed, resulting in

“tq
o}

an initial cost range o 7-i7.5 billiion doliars for the route. This
wiil e further refined with thHe use of detoiled cost modelling by the

engineering team over the next few manths.

Environmental Issues

As noted in & previous paragraph, significant environmental
issuss may arise during future detailed studies. Froposed projects
invoiving Federal acticn are Eequired by the Mational Environmental
Palicy‘éct—of 19&6% tD,carefuiiy cansider envirunhental amenities and
valuss to provide an understanding of the potential Envirbnmaﬁtal
impacts that might result from a proposed action. Environmental-

tudie

m
0

inveive the following:
1.7 Noise

2. Competible Land Use
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Soacial Impacts

Indgced SDciD*e;Danic<Impact5

Ailr Fuality

Hater Guality

BOT Section 4 () Fublic ParE, Recreative
Area, Wildlife and Waterfowl Refuge, and
Historic Site impacts.

Historic, frchitectural, Archeciogical,
and Cultural Resources

Biotic Communities, including Flora and Fauna
Endangered and Threatened Species of Flora and
Fauna

Wetlands

Floodplains

Coastal Zone Management Frogram

Coastal Barriers

Wild and Scenic Rivers

Farmland

Energy Supply and hational Resources
Light Emissians

Solid Waste Impact

Construction Impacts




Major sensitive arsas are generally identified as follows:

1.

P

California

Sierra National Forest

Invo National Forest

Sequoia Mational Forest

Death Valley Mational Monument

Military Installations - China Lake, Mojave Range,
Boldstone Tracking Center, Fort Irwin

East Mopjave National Scenic frea

Nevada

Toiyabe National Faorest

Humboldt National Forest

Mellis Air Force Range/Nevada Test Site

Desert MNational Wildlife Range

Indian Spring Furner Range

Moapa River Indian Reservation

Red Rock Canvon

Arizona

Lake Meade FRecreational Area

Kaibab Indian Reservation

Flaibab MNational Forest

Grand Canvon National Fark

fMavaijo Indian Reservation and fssociated Featuress
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——t

k-
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F

Mavaja‘Indiﬂn ~Neservation

Clen Canvyon Mational Recreation drea
Grand Gulch Primit:ve frea

Colorrado

te Mountains Indian Reservation

- Mesa Yerde National Park

San Juan Mational Forest

Rio Erénd National Forest

San Isabel National Forest

Great Sand Dunes National Monument
Comanche Mational Grassland

New Mexico

Mavajo Indian Reservation

Carson National Forest

Apache Indian Reservation

Santa Fe Mational Forest

Fueihlo De Taons Indian Reservation
Santa Fe hNational Historic Trail

Marwell Mational Wildlifs Refuge

Cimarron Cutoff

Kiowa Mational Grasslands

Fansas

Cimarron Matiornal Grasslands

Various State Farks




.1 (Qklahoma
O0id Santa Fe Trail

7.1 Missouri
Mark Twain Métiﬁnal Forest
Orarik Nationai Scenic Riverway
Duck Craeek Wildlife Arex
Mingo Ré%uge

Various State FParks

10.) Iilinois
Horseshos Lake Conservation Area
Shawnese MNational Faorest
Various State Conservation Areas
1.} Fentucky Eastward

£l areas adjacent to the existing routes to be
incorpaorated in the corridor plus sensitive areas
in the Allegheny Mountains area.

Alignment, Cross—section, Safety and Desiqgn Faramaters

As shown in Figure Z, the cross—section associated with the
alignment of Figure 1 is that of high-type, interstate design standards
which include & 200-350 foot right—-of-way, and Io;al éérvice frontage
roads. Therdesigh spesd is conceived at 70 mph, with grades and curves
within acceptable interstate standards. Drig;naliy conceived as two
lanes in each directian, it may be develeoped as three lanes in éach
direction, witﬁ one lane dedicated as an exclusive truck lane.

Subgrade, subbase, pavements and related geometrics would be of design
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Irm addition, in keeping with the potential for increased
partormance frem ouwr highways, the above cross—-section may be moved to

ane, with an exclusive truck lans, and

Jer?

S30-40G7, and three lanes & 14°/
design speeds in the 80-10¢ mile mph range. This is possible though
costliy, to yield an "autobahn" performance level on owr nation’s
nighwavs. Mo cost figures have been rur on this at the moment, but
they will ée significantiy higher than those above. Much will depend
cn design standards foreseen by FHWH for post-interstate systems

concelived to have major impacts on national esconomic devel opment.

Frimary Traffic &% User Impacts: Relationship to International Trade

A tated sarlier, & doubling of national travel demand is

n
4]
i
hj
r
p

expectad by year 2020. As such, Figure 2 represents current flows,

Figure & represents 20 orecast flows, and Figure 5 represents the

2,

BRroviding Access for Large Trucks, Transportatior Research

Board Special Report 223, National Research Council, Washington, D.C.,

1987,
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2020 vreassigned traffic with the presence of the I-&& corridor. It
zhouls be noted that tie pressnce of 1-66 will reduce traffic on [-40
and [-70 by approximately one-third, and yield a longer life of useful

=25, in addition, as the truck

[N

trat+fic flow for those facilit

v=tem are expectsd to be in the Z0-357 range, the

i

-
tn

parcentages in esch
removal of truck traffic from the stream can be expected to reduce

2nt rates on facilities by about 20%. This is a significant

u
il
i
-
.

reduction. interviews with truckers have indicated that the presence
of the I-64 corridor will vield a route travel time reductioﬁ of up to
400 miles, essentially one~half day of travel, or an eguivalent of up
to 2-3 days/month., This is truly significant, yielding increassad
productivity of the trucking system, shorter shipper delivery times and
resultant fuel savings of F40-FB0/run resulting in an annual savings:
per truck—tractor unit of 27,0007 vear.

In addition, this route allows a direct linkage of west—east
geep water ports to mid est railroads, and travel from the west coast
to the ngf cogast and east coast ports within 1-1/2 tg 3 days Ffrom the
west coast. Thus, containerized cargo and perishables can be mmved
intermodally by rail-water-truck or truck—rail or water-truck ino a
mational "land bridge svstem" which connects ths mzjor internal and
expart—import break bulk poinfs of the nation with world markets. This

movemant is significantly faster than by any ome mods in isclation, or

desn walter traverse through the Fanama Canal. Such related moves have
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ecoms a conventianal opportunity, - *2 as Asian freight is brouéht
to U.5. west coast ports, trucked to the midwest aor esast, then
airiifted, barged and/or deep-sea eupgrtgd from the U.S.‘to Eurcpe.
This represents very significant opportunities for the U S. to become a
major intermodal cargo clearinghouse for world trade movements, in
addition to enhancing its own export—import flow patterrns. The
presence of the I-6& corridor would greatly improve tonnage across the
ports of San Francisco, Uakland and Lorg Heach, California and enhance
the above clearinghouse effect in the midwest and at east coast and
.gulf ports.

Regional and Mational Economic Impacts

With a genesral route for the proposed I-56 Corridor
determined, the i1nitial data base was reorganized and additiconal data
was added for government revenues and travel and tourism xpenditures.
For caonsistency, fravei expenditures are based on data ﬁﬁrchased by

'mast states from the U.S5. Travel Data Center.

H

Johnson, Bruce, "Sga/Truck/8ir Surface as Intermodal Miche,'

Container Mews, October, 19739.
*elbid, "Eea Air's Mew Wrinkle, Cea-Truck—-dir,” American

Shipper, January, 158%9.




The data base provides a profiie»of all counties and
independent cities within a S0-mile corridor of “he proposed 1-&66
routs. Frofiling is the process of describing existing conditions from
which the magnitude and intencity of change from construction of I-66
can be estimated. Frcocfile data serves as the “before" measure of
conditions: that is, before the impacts of a new interstate are
experiencad.

The base for the proposed I-46 interstate contains two
routes, both beginning at U.5. 161 in Califarnia but separating within
wWest Virginia and Virginia. The proposed northern raute finishes in
Washington, D.C., and the proposed southern route in Norfolk, Virginia.
The northern route includes 208 counties and & independent cities in 135
T

he southern route includes 206 counties

states and Washington, D.C.
and 17 independent cities in 13 states. The number of counties in each

state and indspendent Virginia cities in the corridor are:

State Counties Independent Cities
California g8
Nevada =
Arizona 4
New Mexico 7
Ltah =
VCDlDrﬁdD ' b
01 ahoma . 4

Fansas 37
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in 1784, the civilian labor force in the northern curridmr
was 5.7 million, with an overall unemployment rate of 7.2 percent. In
the southern corridor in 1986, the civilian labor force was 4.7 mililion
with an overall unempioyment rate of B.9% percent. The Un:ted States
unemployment rate in 1984 was 7.0 percent. For purposes of this
preliminary analysis, employment was considered stagnant through 1992

for the entire corridor. Employment in parts of the corridor has

experienced growth, while employment in other sectors has been

L

declining.

For the northern route, total local govermnment revenue in
1781/198%2 was #1B.5 billion. For the southern route, total local
governmenrt révenue fror the same year was $15.7 bkilliorn. Estimated 1586
iocal government revenue for the northern route was $¥2&.7 billiorn, and
F2Z.0 billion for the southern route.

It appears that travel expenditures in 1784 will be about
$10.8 billion for the northern route and 7.9 billion for the southern
route, based on estima®. 5 of missing data.

Frojections developed from the profile data base were then
pirepared. These haseline projections are forecasts of the profile
variables for future periods "without" the proposed inter&tate. Theses
projections assume the subject areas would perform in the future in
much the same way tﬁey have invfhe past. Fopulation projections are
based upon growth between 1980 and 19B6. PDbulation ¥aréc§5t5 for 1G@92

-

ii1.2 miliion for the

“+y

o the pnorthern route are about 13.6 million and

southern route. Average household income in 1992 (in 198& dollars) for




the northern route is #42,597 and #36,259 for the southern rauté. For
thi=z analysis, income i= a straight line computation based upon growth
between 17830 and 19B4. Forescasts for 1992 faor local government
revenues are based on a 5.0 percent per year increase; forecasts for
travel expenditures are based on a 2.5 percent per year increase.
Business activity has been derived from 1982 censuses of basic and
non—hasic sector value added numbers increased by changes in the GMF
Detwesn 1982 and 1984 and reduced for a projected slower scoaomy
between now and 19%2. It is anticipated that the more current 1986
cansus data will be available for usage later.

Finally, a simple indicative model of the impact an the
corridor of the proposed I-84 interstate is undeirway through the
davelopment of multipliers. The economic impact»mf highway investment
is the change in economic activity resulting fromfhighway expenditures.
Impact opccurs because of shifts in economic activity among ragions and
because of increases in total economic activity in all regicns.
Specifically, the multipliers exhibit the amount of dollars generated
per dollaer of revenue in the basic industrv. A multiplier takes into
account the fact that various segments of the aBCconomy ars
interdependant and that naot all doilars spent havevultimately the same
impact on growth and change in +the eConomy. Multipliers are besing
developed for businges activity, househald incmme; travel expenditures,
and government revenues. It is planned. that future work will also
include emplayment5 property value losses and gains, and export:

multipliers.




A concern with. the use of these multipliers :Sbthe Exfsting
roadway being re-used in the proposed I-&é46 corridar. This inciudes
1-18 near Las Vegas, Nevada; I-44 near Sﬁring{ield,'ﬁisémuri; the
Western Fentucky Farkway and I-464 in Fentucky; 1-79 in West Yirginiay
I-64 in West Virginia and VYirginia; and 1-466 in Virginia. The impact
of I-&& on these parts of the corridors presumaﬁly will not be as graat
as an entirely naw highwavy. However, inclusion as part of the entire
I-64 interstate will undoubtedly add to the economny of the corridor
even where the road currantly exists.

Table ! presents preliminary impact multiplisers and
construction industry muitipliers and the potential changes on the
proposed I-45 coricidor 1+ the proiect were beth under construction and
compiete. As the multipliers, 1984 data base, and 1992 baseline
projections are further redefined, both 13 and- 20 year forecasts and

be developed for futwe analysis.

pd
Yol

end products wi

Such an analysis as the abave illustrates a total economic

pitl

[

impact ranging from F44-547 bRillion dollars dus to the presence of the

fl
i

route. This 1z truly a significant gain, and iilustrates the benefit cf

adeguate highway corridors toc GNP.

Froposal for Study Foremat

Figure & 1ilustrates the proposed general trajectory of a
feasibility study to develop a corridor implementation plan. It exists
over severn phases, with =ach phase having 5evevallta5ks within it. It
should be noted that this is a preliminary study design, with each task

’

capable of being greatly axpanded in study detail.
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TABLE 1
IMPACT MULTIPLIERS, NORTH ROUTE
COUNTIES WITHIN 50 MILE CORRIDOR OF PROPOSED 1-66

(Billions)
Year 1992 .
Year 1986 Baseline Impact Impact

Data Base Projections Multiplier _1-66 Completed

Business Activity $ 62.2 $ 72.8 1.6900 $123.0

Household ‘Income 148.0 238.5 0.6115 145.8
Travel Expenditures 10.8 12.5 1.8000 22.5
Government Revenues 26.7 35.8 0.3467 12.4
Total Dollars Added $303.7

IMPACT MULTIPLIERS, SOUTH ROUTE
COUNTIES WITHIN 50 MILE CORRIDOR OF PROPOSED I-66

(Billions)
Year 1992 :

Year 1986  Baseline Impact Impact

Data Base Projections Multiplier _1-66 Completed
Business Activity $ 76.6 $ 89.7 1.6900 §151.6
Household Income 99.1 161.1 0.6115 88.5
Travel Expenditures 9.9 11.5 1.8000 20.7
Government Revenues 23.0 30.8 0.3467 _10.7
Total Dollars Added $281.5

CONSTRUCTION MULTIPLIERS
{NTERSTATE 66 CONSTRUCTION IMPACTS

(Billions)
Multipliers
Preliminary $ Income $ Government
Estimated Cost Business Household Revenue Total
Route Construction (2.344) {0.8761) {0.4666) Dollars Added
North $17,000,000 $39,848,000 $14,893,700 .$7,932,200 $62,673,900
South 17,500,000 41,020,000 15,331,750 8,165,500 64,517,250

“Use of the above limited number of multipliers begins to indicate the impacts
that can be experienced during construction and post construction of proposed
1-66 on counties within a 50-mile corridor. Based on preliminary analysis,
‘the northern route of proposed 1-66 is anticipated to experience an economic
impact in excess of $303.7 billion and a construction impact of $62.7 billion.
The southern route would experience an economic impact in excess of $281.5
billion and a construction impact of $64.5 billion.
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i, consisting of three tasks will place this routs in

o
Fhas

m

appropriate national perspective. In the context of review of

appropriate national peolicy in Task 1.1, study and participation in the

past—-interstate authorization analysis issues in Task 1.2, and

evolution of a national post—interstate corridor mapping network in
Task (.3, tie routs will be conceptually placed into the natiapal past~

intarstate network of routes of national significarnce. Subsequently,

apprapriate origin-destination studies on a state-by-state person trip

1|l

2

and freight flow basis will be assembled in Tasks 2.1 and 2.2 of Fha
=, to yieild information on the resulting traffic loads and flow

AroCEsSsSes.

In Fhase I, further detailed design concepts will be

formul ated, including design speeds, cross—-section ard alignment

options in Task 3.1. This will be coupied with detailed cost analysis

and 3.5. With this data, a detailed economic impact analysis can be

performed as Task 4.1. Funding sources, in Task 4.2 will be analyzed
and programmed., as an outgrowth or national pelicy formation, and the
emerging mechanics of public—private funding processes.

Lontinuing community liaison and hearings will be undertaken

this stage a= Task 5.1 ielding opportunities to develop consensus
» Y

=

rt

. a

on final alignment in Task 6.1, related cecign development in Task 6.2,

& final funding, staging andg appropriation in Task 7.1 and construction

conmancement in Task
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It ié likely the.aboye feasibility study can be performed
over an 18 mmntﬁ periocd, with a thal cost estimated at 1.2 million
doliars. Design effort subsequent to the above will take same
continual five years, with complete construction of the facility
taking another fifteen vyears. The above timetable is ambitious, but

reflects the urgency of provision of an infrastructure facility which

hhas major positive national accessibility and economic impacts.




