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Chapter

INDOT 2030 Long Range Plan

Introduction and Background

Introduction

Predicting the future is a difficult task. The Indiana Department of Transportation (INDOT)
2030 Long Range Plan provides a vision for the future development of the INDOT state
transportation system focusing on the highway network. This Plan supplements, but does not
replace the earlier multimodal statewide plan, Transportation in Indiana: Multimodal Plan
Development for the 1990’s and Beyond, updating the highway system chapter. The 2030
Long Range Plan outlines a strategy for future investments in the state highway system.
These investments are intended to provide Hoosiers the highest level of mobility and safety
possible and to meet the needs of economic development and quality of life into the next
quarter century.

This Plan focuses on identifying and prioritizing specific highway expansion projects.
Expansion projects are defined as improvements that provide additional capacity to a roadway
(e.g. added travel lanes, new road construction, interchange modifications, and new
interchange construction). This document will provide guidance to the development of added
travel lanes in pavement replacement, bridge, and interchange projects. INDOT strives to
coordinate and synchronize multiple projects, thereby minimizing disruptions to the traveling
public.

The Long Range Plan is also intended to provide information for project development on
priority highway corridors. These priority corridors will receive roadway improvements to better
serve through traffic needs, including improvements to better accommodate truck travel. In
many cases, these corridors will not warrant additional travel lanes due to lower levels of
forecasted travel or severe right-of-way constraints which limit the range of potential
improvements. For these situations in areas where highway expansion improvements would
be considered, the Long Range Plan identifies a proposed roadway improvement concept of
upgrading the existing two lane roadway through resurfacing, restoration, rehabilitation, and
reconstruction to a higher design standard. This information is intended to provide a vision of
how INDOT envisions the state highway system developing into the future.

The Plan will also provide guidance in short-range planning through the INDOT Program
Development Process, which is conducted jointly with the INDOT Districts and the state’s
Metropolitan Planning Organizations (MPO). The 2004-2030 Long Range Plan has been
developed with the input of the MPOs and the INDOT District project development offices.

While this document limits attention to highway expansion, the core of INDOT’s highway
program is, and will continue to be, focused on maintaining the existing roads, bridges, and
traffic control devices on the state highway system. Maintenance of the existing infrastructure
falls under the generalized heading of preservation. Chapters 8 and 10 demonstrate this
commitment through our continued allocation of the majority of highway funding to system

DECEMBER 15, 2004



preservation activities. Identification of needs, project development, and prioritization for
system preservation projects are done through a systematic process involving the District
Development Offices and the Central Office Program Development Division, particularly
through the bridge, pavement and safety management systems.

The 1995 Statewide Plan

The 1995 Statewide Long-Range Multimodal Transportation Plan entitled Transportation in
Indiana: Multimodal Plan Development for the 1990’s and Beyond was officially adopted by
INDOT on December 21, 1994. The 1995 Statewide Plan and the associated Policy Plan
component, Multimodal Issues, Policies and Strategies for the 1990’s and Beyond, remain in
effect to provide a comprehensive guide for future INDOT activities. The policy plan identifies
the following nine multimodal issue and policy statements:

Transportation System Effectiveness

INDOT will strive to develop an efficient and well-integrated multimodal transportation system.
This will be pursued through cost-efficient and cost-effective management and maintenance of
existing facilities and services, through appropriate expansion of capacity, and through
removal of bureaucratic constraints to efficient and effective transportation of people, goods
and freight.

Transportation Safety

INDOT will work to ensure that safety is considered and implemented, as appropriate, in all
phases of transportation planning, design, construction, maintenance, and operations. INDOT
will strive to raise the safety awareness of both the transportation industry and users of
transportation facilities. INDOT will work closely with other local, state, and federal agencies to
improve information reporting on transportation crashes, exposure to risks, and trend analysis,
in order to identify potential safety problems, analyze potential solutions and implement
appropriate actions.

Demographic Changes and Quality of Life
INDOT is committed to develop a transportation system that responds to demographic change
and contributes to the quality of life. INDOT will provide safe and efficient intermodal access to
the diverse business, recreational, and cultural opportunities of Indiana.

Transportation Finance

INDOT supports adequate and reliable funding for Indiana’s transportation system from all
sources: federal, state, and local governments; and the private sector.

Intergovernmental Coordination
INDOT will actively solicit greater coordination and cooperation with other agencies, units of
government and other stakeholders with the goal of developing a state transportation plan that

will guide the selection of investments that offer the best value while providing support for
Indiana’s continued economic growth.
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Economic Development

INDOT has a unique role in sustaining and fostering Indiana’s economy and recognizes that
policy decisions and transportation infrastructure investments have major effects on economic
growth and development. To support economic competitiveness, INDOT will improve upon
Indiana’s high quality transportation system to reduce the cost of moving people, goods, and
freight, connect Indiana with regional, national, and international markets, provide communities
with an edge in competing for jobs and business locations, and connect people with economic
opportunities.

Natural Environment and Energy

INDOT will establish and maintain a transportation system that is consistent with the state’s
commitment to protect the environment. INDOT will contribute to energy conservation efforts
by promoting efficiency in all modes of travel and by encouraging the most efficient use of
transportation systems.

Bicycle and Pedestrian Facilities

INDOT will support non-motorized modes of travel as a means to increase system efficiency of
the existing surface transportation network, reduce congestion, improve air quality, conserve
fuel and promote tourism benefits. INDOT will work to remove unnecessary barriers to
pedestrian and bicycle travel.

New Technology

INDOT will provide leadership for the State of Indiana to develop and deploy advanced
transportation technologies. INDOT will embrace a broad-based, comprehensive research
program to support all elements of intermodal transportation.

Transportation Trends

I. CHANGES TO THE DEMANDS ON THE TRANSPORTATION SYSTEM

Changes in Production Processes

In order to compete in the global economy, firms in the United States have in recent years
restructured their manufacturing processes with an emphasis towards increased production
efficiency and quality. On-site inventory levels have been reduced through the use of a
concept that is commonly known as “just-in-time delivery”. As its name suggests, just-in-time
delivery in the manufacturing process requires that part components and materials be
delivered to the manufacturing assembly point as and when needed. This concept reduces
the need for costly warehousing and increases the demand for an efficient and reliable
transportation system. Finished products are frequently shipped directly to the customer
shortly after production.

The rise of the Internet and the application of business-to-business software have also helped
to streamline and accelerate the manufacturing process. Orders for products can now be
placed and processed in ‘real time”. Computer integrated manufacturing systems can
automatically monitor and record part component and material consumption in the assembly
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process thereby increasing the timeliness of placing and fulfilling orders for product production
and delivery.

Just in time delivery places greater demand and expectations upon the transportation
infrastructure. Demand increases as more freight is transported along the highway system at
any given point in time. The efficiency of the transportation system affects travel time and
delivery of materials and products from plant to plant and from plant to retail outlet.

Location of Economic Activity

Because of the information revolution and advances in telecommunication and computer
technology, many firms are now capable of separating parts of their production process.
Management, research and development, and various phases of production can each be
located optimally for function.

Businesses not requiring extensive face to face contacts have recently shifted their operations
from the traditional urban locations to suburban or rural locations. A host of businesses of this
type have formed because of the advances in telecommunications and computer technology,
and the availability of “instant” on-line information. This trend will very likely persist with
continued advances in electronic information networks and telecommunications technology.

ECONOMIC AND DEMOGRAPHIC TRENDS AFFECTING TRANSPORTATION

The demand for transportation is intrinsically linked to economic and demographic conditions.
The following provides data and descriptions of: 1) broad economic trends; 2) Indiana-specific
growth — historical and projected; 3) industry-specific trends — which industries are growing and
declining; and 4) demographic changes in Indiana, including an overall aging of the population.
The data used to support this analysis is based on the statewide Indiana REMI model
(Regional Economic Models, Inc.), which was also used to conduct the economic impact
analysis of the Long Range Plan. That analysis focused on transportation investments that
affect the cost of travel, and consequently the productivity and cost benefits to businesses and
individuals in the state. Ultimately, that analysis correlates transportation investments to
employment, personal income, and gross state product (GSP). A look at long range economic
and demographic trends provides a baseline and most likely economic scenario to consider
the demand for transportation and how changes in the economy and population will alter
transportation needs.

National and International Economic Trends

There are a few key trends in the national and global economies that directly relate to
transportation services, modes, and demand:

¢ Increased importance of international trade. International trade as a share of
economic activity has grown over the past thirty years, and that trend is projected
to continue. For example, at the United States level, the combination of exports
and imports as a share of gross domestic product (GDP) has increased from 11
percent in 1970 to 29 percent in 2000 and is expected to grow to 39 percent by
the year 2020.

¢ Advances in global supply chains and logistics. The movement of goods has
gradually shifted from a “push” logistics system to a “pull” system that is
dominated by consumer demand. Rather than a supply-side system, the
transportation of goods and services is increasingly dictated by demand, and
firms have responded by becoming more nimble, with an increasing share of
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freight moving by trucks and air as opposed to rail and marine. At the same time,
“just-in-time” logistics processes are consistent with smaller on-hand inventories,
and require efficient logistics firms to help move goods.

e Continuing shift from a manufacturing economy to a service economy. As
suggested by many economists, the United States has gradually shifted from an
economy where the majority of workers were concentrated in agrarian activities,
to an economy highlighted by manufacturing and industrial growth, to an
economy where the largest share of workers are in service sectors. For a
comparison, four percent of total employment was in farming in 1970 and this
number shrank to two percent by 2000 and is not expected to rise. In terms of
manufacturing, 22 percent of all jobs in 1970 were in manufacturing compared to
11 percent in 2000, and a projected 10 percent share in 2030. Service Sector
jobs accounted for 19 percent of all jobs in 1970, 32 percent in 2000, and are
expected to grow to 39 percent by 2030. Still, due to rapid increases in
productivity, manufacturing production (business output) has grown even during
times of employment declines, and that is probably the most relevant data to
freight transportation demand.

e Aging population. Two demographic trends are both pointing towards an aging
U.S. population over the next 20 to 30 years. First, advances in science and
medicine have increased life expectancies. Second, the baby boomer population
is steadily heading towards retirement ages. This trend has implications in terms
of labor force availability and the percentage of the population employed
compared to those relying on services from others. It also impacts transportation
in terms of the needs of the elderly (i.e., transit, safety, etc.).

Indiana Specific Economic Trends

Today’s Indiana economy produces over $230 billion of economic activity (as measured by
GSP), enjoys approximately $185 billion in personal income, with employment of 3.6 million.
Employment increased by 18 percent from 1990 to 2004, but is currently projected to grow by
just 15 percent to the year 2030 — a significantly slower pace of employment growth.
Meanwhile, GSP grew by 56 percent from 1990 to 2004 and real personal income (adjusting
for inflation) increased by 44 percent. Future growth in GSP and personal income is also
expected to be slower on an annual basis than in recent years, but is expected to grow faster
than employment. Consistent with relatively rapid increases in personal income, per capita
personal income has grown significantly over time, and in many ways is the best measure of
economic well-being. In 1970, per capita income in Indiana was $14,500 (in 1996 dollars).
Today, it is approximately $29,000 and is expected to grow to roughly $45,000 by 2030.
Indiana’s per capita income is very similar to the United States overall today (slightly higher)
and is expected to be 2.5 percent than the U.S. by 2030.

Domestic and International Export Trends

As shown below, both domestic and international exports have historically increased at a
steady pace and are expected to experience continued growth out to 2030. In 2004, Indiana
will export roughly $38 billion in goods and services to international trading partners, and
another $185 billion to other states. It's interesting to see the relative importance of exports
from Indiana to other states within the U.S. (domestic) versus international exports. Though
both trends are clearly upward, it's the domestic portion that is actually expected to increase
the most rapid growth and grow to over $400 billion by 2030.
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Indiana Industry-Specific Trends

The table below presents employment by industry in the major sectors of the economy for both
historical time periods and a forecast of future conditions. Though manufacturing employment
is expected to decline through 2010, it is projected to reverse course and increase to over
740,000 jobs by 2030 based on a generally larger economy. The services and retail trade
industries are projected to continue on a growth path and by 2030, those two industries will
account for over two million of Indiana’s 4.2 million jobs. As population gradually increases, so
will the demand for government resources. Government employment in Indiana only trails
services, manufacturing, and retail trade. The transportation and public utilities industries are
expected to experience steady growth in the future, accounting for 188,000 jobs by 2030.

Indiana Employment by Industry (thousands)

1970 1980 | 1990 2000 2004 2010 2020 2030
Manufacturing 717.4 665.9 | 648.2 697.6 634 628.9 673.8 742.5
Mining 8.9 13.6 12.3 8.6 6.1 5.2 4.5 4.1
Construction 106.2 125.3 [ 165.3 215.8 203.5 208.9 | 21041 2135
Transportation & Public Utilities 114.7 123 | 152.8 177.2 172.4 182.9 185.7 188.4
Finance & Insurance 126.4 169.2 [ 1834 235.6 234.5 2378 | 236.9 236.1
Retail Trade 357.3 | 440.4 [ 550.7 656.7 654.1 652.4 659 660.5
Wholesale Trade 85.7 113.5 | 135.3 157.7 143.3 139.3 135 127.8
Services 340.9 | 484.8 | 735.1 998.4 | 1024.9 | 1125.9 | 12491 1387
Agriculture & Forest Services 6.6 11.5 21.9 33.5 37.9 43.8 57.6 75.9
Total Government 307.2 367.5 | 399.3 | 431.8 | 446.7 460.9 | 471.2 493.1
Farm 119.6 1175 | 86.8 79.3 76.9 73.1 66.1 59.8
Total Employment 2290.9 | 2632.2 | 3091 | 3692.2 | 3634.3 3759 | 3949.1 [ 4188.7

source: Regional Economic Models, Inc.
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Some of the more detailed industries that are projected to increase in employment most
rapidly from 2004 to 2030 include: machinery and computers (114 percent); agriculture,
forestry and fishing services (100 percent); medical and technical instruments (100 percent);
and miscellaneous business services (67 percent).

Demographic Trends in Indiana

Indiana’s population in 2000 was 6.1 million and is projected to be up to 6.2 million in 2004. As
shown in the graphic below, both population and labor force are on a gradual upward trend
since 1975 and are projected to grow to 7.3 million people and 3.5 million labor force by 2030.
As described in the broad national trends section, the aging of the population will slightly
reduce the number of people able to work relative to the total population. In 2000, the
participation rate (labor force divided by population) was estimated to be almost 51 percent.
This ratio is projected to hit a maximum in 2008 at near 52 percent, but by 2030 will decrease
to approximately 48 percent as the baby boomer generation ages.

Population and Labor Force in Indiana
8,000

7,000

6,000 -

5,000

4,000 - —e— Population

o .‘.—_u_..__—_-——- —=— Labor Force

2,000 -

1,000

0

1975 1980 1985 1990 1995 2000 2005 2010 2015 2020 2025 2030

To further illustrate these demographic changes, consider the percentage of the population in
different age cohorts in the years 2004 and projections to 2030:

. For the zero to 19 age cohort, primarily children in school or not in the labor
force, the 2004 share is 29 percent but is expected to fall to 27 percent even
though the total number will grow by almost 200,000.

. For the 25-44 age cohort, often considered prime working ages, their share of
total population is estimated to decline from 28 percent to 24 percent by 2030,
with only an increase in population of 5,000.

. For the 70 and over age cohort, however, the trend is much different. The share
in 2004 is less than nine percent, but is expected to grow to over 14 percent by
2030, representing an increase in population of nearly 500,000
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Indiana Population Growth over the Next 30 Years

The map below shows the change in population in Indiana by county. This reflects the
population changes for the years 2000 to 2030. As is typical, several counties show a decline
in population while other s show a significant growth.
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I1l. TRANSPORTATION TECHNOLOGY TRENDS

Congestion Pricing

A congestion cost is a user charge based on a user’s perceived cost when entering the traffic
stream and the actual congestion cost created by the traveler's entry onto the system.
Congestion pricing results in more efficient use of limited road capacity during peak periods by
encouraging those who value their trips at less than their full cost to shift to off-peak periods.
Other options include alternate routes, car pooling, or mass transit.

Proponents argue that the demand for urban travel is continually growing and that congestion
pricing provides a solution when the construction of additional road capacity is not possible. In
addition, advocates maintain that electronic tolling technologies can greatly reduce
implementation costs and that congestion pricing is a cost-effective strategy for the reduction
of mobile source air emissions and energy consumption.

In contrast, adversaries of congestion pricing contend that issues such as public opposition to
new taxes, geographic and economic equity concemns, lack of regional coordination, and a lack
of alternatives to driving alone during peak hours are all problematic when attempting to
implement congestion pricing'. In addition, opponents argue that changes in pricing may not
significantly affect consumer demand and that the primary result may be adverse effects on
the poor.

Intelligent Transportation Systems

Intelligent Transportation Systems (ITS) include a broad range of diverse technologies which
can be used by transportation managers to automate and monitor transportation and inform
travelers about their options. The intelligent transportation infrastructure includes real time
traffic information, in-vehicle navigation systems, automatic incident detection and
management, advanced ftraffic surveillance control, electronic toll collection, and automated
vehicle identification and clearance for commercial vehicles. When combined, these
technologies are expected to save lives, time, and money.

High Speed Rail

High speed rail, also known as high speed ground transportation, is a self-guided system that
generally travels between 90 and 300 miles per hour which makes it time competitive with air
and/or auto on a door to door basis for trips of 100 to 150 miles. The Midwest Regional Rail
Initiative concerns Indiana and involves updating existing rail lines for high-speed travel. High-
speed rail includes a family of technologies that range from upgraded wheel-steel on rails to
magnetically levitated vehicles.

Alternative Fuels

Alternative fuels are non-traditional fuels that yield energy security and environmental benefits.
There are two categories of alternative fuels, cleaner burning gasoline (oxygenated fuels), and
fuels used in alternative fuel vehicles. Fuels available for use in alternative fuels include
Methanol (M85), Compressed Natural Gas (CNG), Ethanol (E85), Liquid Petroleum Gas
(LPG), and Liquefied Natural Gas (LNG). In addition, electric vehicles provide an alternative to
petroleum burning vehicles. Currently, Indiana houses 84 alternative fuel filling stations. That
number is expected to rise dramatically in the next 25 years.
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Several benefits result from the use of alternative fuels and include an improvement in air
quality, the reduction of greenhouse gas emissions, and the reduction of health care costs.
Moreover, new technology is created with the development of alternative fuels and jobs are
created. Finally, some organizations believe the conversion to alternate fuels will help reduce
the national deficit, reduce dependency on foreign nations and therefore, enhance national
security.

Safety

Several trends in the realm of safety will continue and expand throughout the next 25 years.
Concerning safety trends, air bag technology is of utmost importance. Recently, an air bag
rule was created by the National Highway Transportation Safety Administration to ensure that
in the future air bags do not pose an unreasonabile risk of serious injury to occupants who are
near the bag when it deploys. In order to comply with this rule, several air bag technologies
have emerged which include reduction in deployment time, occupant proximity sensing, and
control of air bag inflation.

In addition to air bag safety trends, several ITS safety technologies will continue to emerge
through the year 2025. Some technologies include rear-end collision avoidance, intersection
collision avoidance, road departure collision avoidance, lane change/merger avoidance, heavy
vehicle stability enhancement, drowsy driver monitors, driver vision enhancement, and heavy
truck braking and electronic braking systems.

Needs of the Future

Continuation of Needs Stated in 1995 Plan

Needs previously stated in the 1995 Statewide Plan remain viable today. They include the
continued improvement of the aesthetics of facilities, roads, and bridges in Indiana and a
minimization of the adverse effects on environmentally sensitive areas. In addition, institutional
barriers to the state’s transportation system need to be identified and eliminated for citizens
with disabilities who require specific modes of transportation, and for commercial vehicles that
need to travel efficiently across many states. Finally, the expansion of high quality service as
well as reduction in user costs for each dollar spent on Indiana’s transportation system needs
continual attention in the next 25 years.

Needs of an Aging Population

Forecasts by the Indiana State Department of Health show that the elderly are one of the
fastest growing segments of Indiana’s population. This drastic increase will result in additional
transportation needs Differences exist in the needs of the urban versus the rural elderly.
Currently, 30% of Indiana’s metropolitan areas and 50% of Indiana’s non-metropolitan areas
are not served by either public transit or taxis. Transportation for this group is mainly provided
by family or social service agencies. As the elderly population of Indiana continues to increase
in the next 25 years, the need for additional passenger services intensifies.

We are faced with the challenge of meeting the essential transportation needs of an aging

population. Elderly drivers have unique needs within the conventional transportation system;
those who will lose the personal mobility option deserve reasonable alternatives.
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Economics

Investment in transportation can be very effective in promoting productivity, economic growth,
and improved living standards. The continual evaluation and investment in transportation is an
economic necessity. In addition, innovation in transportation is of utmost importance. Innovation drives
the emerging global economy; therefore, innovation in transportation is critical to economic growth.

Transportation innovation causes the economy to expand and therefore, median household income
increases. With increasing income comes increased spending on goods as well as travel. The
increased amount of travel will create a greater need for road maintenance and construction in Indiana
over the next 25 years.

Summary

Over the next 25 years, changes in the production process and the location of economic
activity as well as the rise of the service sector, an increase in telecommuting, and the aging of
the population will impact future transportation needs. Moreover, transportation technologies
such as congestion pricing, ITS, high speed rail, and alternative fuels will influence
transportation. This plan has been developed to meet current transportation needs, and to
adapt to transportation trends and technology in order to meet the needs of Indiana’s citizens
over the next 25 years.

The changes in transportation trends as well as the continual advancement of technologies are
an integral part of the 25 year transportation plan. The following chapters (2-5) illustrate the
planning process, public involvement, multimodal coordination, and air quality issues, each of
which provide an integral portion of Indiana’s long range transportation plan.
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Chapter

INDOT 2030 Long Range Plan

The Planning Process

Overview

This chapter provides an outline of the procedures followed in the development of the
INDOT 2030 Long Range Plan. The Indiana Department of Transportation (INDOT) has
set guidelines for its planning process both internally, and through its planning partnership
with the Metropolitan Planning Organizations (MPOs). These processes are described in
detail in the following text.

The responsibility for the production of a long-range plan for INDOT lies with the Long
Range Transportation Planning Section of the Division of Environment, Planning, and
Engineering. This effort relies on data, expertise, and input from a wide range of people
within the Department of Transportation, Federal Highway Administration (FHWA), MPOs,
and others. The core function of the Long Range Transportation Planning Section is to
identify and strategically address Indiana’s long-term transportation needs. Elements
within this function include conducting corridor studies, coordinating the state and
metropolitan long range plans, and ultimately, producing an INDOT long range plan.
Production of a long range plan is a continuous, cooperative, and comprehensive activity.

All state and local transportation planning is subject to FHWA planning regulations. The
most recent set of regulations is derived from the 1998 Federal transportation bill, the
Transportation Equity Act for the 21% Century (TEA-21). The INDOT long range planning
process is consistent with TEA-21. The values and goals embedded in the Federal
planning regulations are expressed through the identification of Statewide Planning
Factors. These planning factors are listed below.

m  Support economic vitality of the United States, the States and metropolitan areas,
especially by enabling global competitiveness, productivity and efficiency.

m Increase the safety and security of the transportation system for motorized and non-
motorized users.

m Increase accessibility and mobility options available to people and for freight.

m  Protect and enhance the environment, promote energy conservation, and improve
quality of life.

m  Enhance the integration and connectivity of the transportation system, across and
between modes throughout the State, for people and freight.

m  Promote efficient system management and operation.
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m  Emphasize the preservation of the existing transportation system.

INDOT also follows the National Environmental Policy Act (NEPA) in the development of
Indiana's transportation planning process. NEPA sets a vision for how the government
should work to incorporate protection and enhancement of the environment into its
decisions and actions. It was enacted to ensure that information on the environmental
impact of any Federally funded action is available to public officials and citizens before
decisions are made and before actions are taken. Under NEPA, INDOT includes in its
planning process environmental, social, as well as economic and technical considerations.

Development of INDOT's Long Range Plan is a continuous process, never truly
“‘completed.” The task of updating the 1995 Plan began at the time it was published.
Periodically it becomes necessary to provide a formal record of progress and outline a
refined long-range vision. This document is the latest update of the ever evolving state
transportation plan. Other updates will certainly follow over ensuing years.

This planning process is constantly looking for and receiving comments and input from
citizens, elected officials and transportation professionals for the next Plan Update.
INDOT's Long Range Transportation Planning staff has the responsibility to maintain and
update the Long Range Plan. This requires the staff to monitor current transportation
conditions and forecast future needs of the State. The use of the Program Development
Process (PDP), corridor studies, and technical planning tools are useful methods
employed by staff to understand the needs and concerns of the public and the technical
demands of the state's transportation network.

Long Range Plan Development Process

The overall statewide transportation planning process is outlined in the following flowchart.
The process consists of eight steps, starting with the outreach for public and key
transportation stakeholder involvement and ending with the short range programming of
specific transportation improvements within the INDOT production schedule. The
organization of this transportation plan document reflects the flow of activities outlined in
Figure 2-1.
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Figure 2-1
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Technical Planning Tool Development

In order to develop a statewide long-range transportation plan based upon the quantifying
of system needs and the prioritization of potential transportation improvements, it was
necessary to develop a series of technical planning tools. The 1995 Statewide Long-
Range Multimodal Transportation Plan stated, “INDOT will develop a comprehensive set
of planning tools that will allow for system-level analysis of the state transportation system.
These tools will include a geographic transportation information system, multimodal travel
demand forecasting capabilities, and methodologies to identify the economic impact of
transportation investments.” Following the adoption of the 1995 statewide transportation
plan, work began on the development of a comprehensive set of statewide and corridor
level planning tools. Technical planning tools developed over the past five years include:

= TransCAD based Statewide Travel Demand Model and Geographic Information
System

= Major Corridor Investment Benefit Analysis System (MCIBAS)

= Corridor Travel Demand Analysis

= Benefit/Cost Analysis Framework

= User Benefit Analysis---(NET_BC)

= Economic Impact Modules (Business Attraction, Business Expansion, Tourism)

=  REMI Economic Simulation Model
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= Indiana Highway Economic Requirements System (HERS_IN)

= INDOT Management Systems (Coordination with pavement, bridge, public
transportation, intermodal, congestion and safety management systems)

The development of the transportation planning tools was initiated in the 1995-1997
Intermodal Management System Project. This project provided for the development of a
statewide geographic information system (GIS) which could display several modal
transportation networks (e.g. highway and rail systems) plus a variety of transportation
hubs and intermodal transfer facilities (e.g. airports, inter-city train and bus stations,
rail/truck terminals, port facilities). The TransCAD GIS incorporated a routing system that
allows the display of highway attribute information (number of lanes, functional
classification, and average daily traffic, etc.) from the INDOT highway inventory file. This
connection provided for the development of a statewide travel demand model. The
Intermodal Management System incorporated a TransCAD based commaodity flow model
developed by Indiana University for the analysis of statewide freight movements.

Major Corridor Investment Benefit Analysis System (MCIBAS)

Also initiated in 1995 was the Major Corridor Investment Benefit Analysis System
(MCIBAS), which provided for the development of a statewide travel demand model. The
MCIBAS project included the analysis of three Commerce Corridors identified for
additional study in the 1995 Statewide Plan. These were:

= US 31 from Indianapolis to South Bend
=  The Southwest Indiana Highway from Evansville to Bloomington
= SR 26/US 35 from I-65 (Lafayette) to I-69

The MCIBAS process uses the statewide travel demand model to measure the direct
impacts of a major highway system improvement on existing and future traffic volumes,
speeds, and distances. The travel demand model estimates the impacts on the
performance of the transportation system in terms of aggregate measures such as vehicle
miles of travel and vehicle hours of travel. The travel demand model output is converted
into a user benefit/cost analysis of the feasibility of the major corridor improvement by the
NET_BC post-processor program. This program converts the travel demand impacts by
estimating the dollar value of travel time, travel cost, and safety benefits (reduced accident
cost). Estimates of project costs are included to allow the estimation of traditional user
benefit/cost.

In addition to the traditional user based benefit/cost analysis process, the 1995 statewide
plan also recognized the need to account for other, external forms of benefit in terms of
the economic development impacts a proposed highway improvement generates due to
increasing transportation accessibility. To account for these impacts, the MCIBAS
process provides for the economic impact analysis of the economic benefits. These
impacts are:

= The expansion of existing businesses in the corridor study area resulting from the

improved transportation system (increased accessibility for a larger market area and
increased speeds, lowering the cost of delivering goods and services).
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= The attraction of new business into the study area due to the higher transportation
accessibility and lower business costs derived from an improved transportation
system.

= The attraction of increased tourism business due to increased market area and higher
accessibility.

The REMI Economic Forecasting and Simulation Model uses the direct economic benefits
estimated by the three economic assessments listed above and forecasts the total (direct
and secondary) employment, business output, income, and population changes due to the
transportation improvements.

The benefit/cost analysis evaluation estimates the net present value of the project. The
analysis takes the total disposable income changes forecast by the REMI model, in
addition to the total cost and non-business (personal time and safety) benefit data and
calculates the benefit/cost ratios for the potential transportation improvements.

Indiana Highway Economic Requirements System (HERS_IN)

The statewide analysis for added travel lanes and the relative priority for the additional
capacity projects are estimated by the needs analysis program, the Indiana Highway
Economic Requirements System (HERS_IN). This needs analysis program is based
upon the FHWA's Highway Economic Requirements System developed for national
analysis using Highway Performance Monitoring System (HPMS) sample data. The
HERS_IN program uses a total system analysis which is allowed by the TransCAD GIS
and linked to the INDOT road inventory database. In addition, future travel demand
forecasts are obtained from the statewide travel demand model for estimating travel
growth. The HERS_IN model provides an identification of needed added travel lane
projects by economic analysis using a system-wide benefit/cost analysis procedure.
Projects are prioritized into improvement phases based upon the forecasted growth of
traffic (2004 to 2030) and the resulting benefits generated from implementing potential
roadway widening projects. HERS_IN incorporates a project cost estimating routine
based upon number of added travel lanes and roadway functional classification.

Coordination with INDOT Management Systems

The development of the TransCAD Geographic Information System and the routing
system allows the display of highway attribute information (number of lanes, functional
classification, and average daily traffic, etc.) from the INDOT highway inventory file, and
provides the basic analysis tool for the INDOT congestion and safety management
systems. Common analysis procedures, such as the measurement of highway capacity,
are coordinated between the statewide planning and congestion management systems to
ensure compatibility. Proposed highway improvements for added travel lanes are
evaluated with the proposed pavement rehabilitation projects from the pavement
management system to identify opportunities to construct widening improvements at the
same time traffic is disrupted by pavement projects.
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Access Management

The management of access along the highway system has been an objective of INDOT to
preserve the traffic carrying ability of the roadways. The means to carry out access
management is Indiana Code 8-23-8 Chapter 8, Limited Access Facilities, which provides
for INDOT to control and manage access and authorizes the acquisition of private or
public property and property rights for limited access facilities. The primary tool for access
management is the “Permits for Driveways” (1996 INDOT Driveway Permit Manual) under
Indiana Administrative Code, Promulgated Rules Title 105 Article 7. The INDOT Driveway
Permit Manual establishes access control permitting rules. These rules balance the
property owner’s rights of access with the road user’s rights to safe and efficient traffic
operations and the public’s rights to the prudent expenditure of limited public transportation
funding. The procedures in the manual follow the AASHTO Policy on the Geometric
Design of Highways and Streets and FHWA guidelines on Access Management Design.

Another major access management tool is the requirement for Traffic Impact Analysis on
new major developments as required by Indiana Administrative Code, Promulgated Rules
Section 32. This requires a traffic impact study for developments requiring a driveway
permit of residential developments of over 150 Dwelling units, retail developments of over
15,000 Sq. Ft. or office developments of over 35,000 Sq. Ft.

The permits for driveways and traffic impact analyses are administered through the
INDOT Permit Section located in each of the six INDOT Districts. Access issues relative to
traffic impact analyses are coordinated with the District Traffic Engineer.

INDOT has initiated an Access Management Study that is intended to fulfill two missions.
The first is to develop a “pilot” corridor preservation program for the US 31 from
Indianapolis to South Bend that will focus on management, right-of-way reservation and
advance acquisition techniques intended to develop the corridor into a limited access
freeway. The second mission of the study is to produce a finished product, an Indiana
Access to Guide that can then be applied to the further development of the statewide
mobility corridor concept as outlined in the plan. The INDOT Access Management Study
will:

*» Review Indiana access management related State statutes and rules relative to
accepted national access management practices and provide for recommended
potential enhancements to improve Indiana’s procedures.

= Review the relationship of the current INDOT access management process with local
land development approval requirements (access permits, zoning and subdivision
approvals) and recommend potential improvement procedures.

= Refine the roadway classification system of statewide mobility corridors, regional
mobility corridors and local access roadways to provide a classification for Special
Transportation Areas where context sensitive solutions and special access
management treatments will be considered to deal with the unique characteristics of
the area.

= Develop an access management classification system based on the Long-Range

Plan’s statewide mobility corridor concept and recommend acceptable access,
spacing and design criteria.
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= |dentify access management methods to be used in implementing the classification
system.

= Develop an implementation plan that outlines the steps, authority, organizational
responsibilities, and process for strengthening access management in Indiana.

= Produce a finished product: an Indiana Access Management Guide to be used in
conjunction with the new Access Management Manual under development by the
Transportation Research Board (TRB) Committee on Access Management.

TEA-21 Statewide Planning Factors

The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) required states to
develop and periodically update statewide transportation plans. These requirements were
continued in the next Congressional reauthorization of the surface transportation program,
the Transportation Equity Act for the 21% Century (TEA-21). Section 1204(c) of TEA-21
[23 USC 135(c)] prescribes a series of factors that each state’s planning process should
consider as well as the identification of basic plan components. This section outlines
these factors and provides a discussion of how they are being considered in the Indiana
statewide transportation planning process.

1) Support the economic vitality of the United States, the States, and metropolitan
areas, especially by enabling global competitiveness, productivity, and efficiency

The INDOT statewide transportation planning process supports the expansion and
development of the state’s economy. The statewide transportation planning process has
developed the Major Corridor Investment Benefit Analysis System (MCIBAS). The
MCIBAS project included the analysis of three Commerce Corridors identified for
additional study in the 1995 Statewide Plan. These were: (1) US 31 from Indianapolis to
South Bend, (2) The Southwest Indiana Highway from Evansville to Bloomington, and (3)
SR 26/US 35 from I-65 (Lafayette) to 1-69. The MCIBAS process uses the statewide
travel demand model to measure the direct impacts of a major highway system
improvement on existing and future traffic volumes, speeds, and distances. In addition to
the traditional user based benefit/cost analysis process, the 1995 Statewide Plan also
recognized the need to account for other forms of benefit in terms of the economic
development impacts a proposed highway improvement generates due to increasing
transportation accessibility. To account for these impacts, the MCIBAS process provides
for the economic impact analysis of the economic benefits. These impacts are: (1) The
expansion of existing businesses in the corridor study area resulting from the improved
transportation system (increased accessibility for a larger market area and increased
speeds, lowering the cost of delivering goods and services), (2) The attraction of new
businesses into the study area due to the higher transportation accessibility and lower
business costs derived from an improved transportation system, and (3) The attraction of
increased tourism business due to increased market area and higher accessibility. The
REMI Economic Forecasting and Simulation Model uses the direct economic benefits
estimated by the three economic assessments listed above and forecasts the total (direct
and secondary) employment, business output, income, and population changes due to the
transportation improvements.
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2) Increase the safety and security of the transportation system for motorized and
nonmotorized users

The Safety Management System provides a central role in INDOT'’s strategy to increase
the safety and security of the transportation system for motorized and nonmotorized users.
Comprehensive analysis of crash data provides a foundation for deficiency analysis
including highway related bicycle, pedestrian, and transit related crashes. The recent
development of Intelligent Transportation System (ITS) strategies such as surveillance
and control offers opportunities to increase safety and security.

3) Increase the accessibility and mobility options available to people and freight

The Indiana Statewide Multimodal Transportation Planning Process considers the long-
range needs of the state transportation system in terms of increasing the accessibility and
mobility options available to people and for freight. The policy planning elements making
up the 1995 Statewide Plan identify the development of modal and intermodal strategies
to increase mobility options for people and freight movements. The Intermodal
Management System provides for the development of a multimodal transportation system.
The efficient movement of commercial vehicles is an underlying consideration in the
normal selection and development process for highway transportation improvements.
Project design data in the form of the amount and composition of truck traffic is typically
considered in the project development process. In addition to these typical procedures
that enhance commercial vehicle movement, INDOT has conducted research studies on
the identification of commodity flows typically carried by commercial vehicles. The Phase |
and Phase Il Commodity Flow Research Study conducted by the Indiana University
Transportation Research Study has assigned the volume of specific commodity
movements to a statewide network of highway facilities. Commercial vehicle flows were
obtained by applying a model which allocates commodity flows by weight into number of
commercial vehicles. The resulting commercial vehicle trips are then used in the
statewide travel demand model to estimate truck trips. This information was used to refine
the statewide mobility corridor network.

4) Protect and enhance the environment, promote energy conservation, and improve
quality of life

The overall social, economic and environmental effects of transportation investment
decisions are considered by the Indiana Department of Transportation in accordance with
the National Environmental Policy Act (NEPA) guidelines. INDOT in cooperation with
FHWA has developed an Environmental Streamlining Procedure which provides for
planning studies at the corridor level to be conducted as environmental assessments
under the NEPA process. It is anticipated that the environmental streamlining process wiill
reduce a project’s development time by avoiding potential duplication of planning studies
being redone under NEPA procedures. Planning tools currently under development by
INDOT, coupled with management systems information, will provide an opportunity to
measure the effects of investment decisions on a larger scale for long-range multimodal
systems planning and development programs. INDOT will also continue to work closely
with the Indiana Department of Environmental Management, the Indiana Department of
Natural Resources and the Indiana Department of Commerce in the development of long-
range transportation plans and projects.
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5) Enhance the integration and connectivity of the transportation system, across and
between modes throughout the State, for people and freight

The Indiana Statewide Multimodal Transportation Planning Process explicitly considers
the connectivity between metropolitan planning areas both within the state and in adjacent
states. The connectivity between metropolitan planning areas is a central element of the
highway classification effort for the state mobility corridors and builds upon the functional
system reclassification work and identification of routes for the National Highway System
conducted in the 1995 Plan. Multimodal planning connectivity between metropolitan
planning areas has been addressed in the modal transportation system plans and in the
Indiana Department of Transportation’s Intermodal Management System. The
identification of major intermodal facilities of both national and statewide significance was
conducted in conjunction with the identification of intermodal connector routes. This effort
provided Indiana’s component for the development of the NHS Intermodal connectors.

6) Promote efficient system management and operation

INDQOT is continuing the development of management programs intended to maximize the
efficient use of the existing transportation system. The major elements in this planning
and management effort are the six management element systems:

1. Pavement Management System;

2. Bridge Management System;

3. Congestion Management System;

4. Safety Management System;

5. Public Mass Transportation Facilities and Equipment Management System and;
6. Intermodal Management System.

The six management systems supported by the department's transportation policy
identifies projects and programs to increase the efficient use of existing transportation
facilities. Highway projects, transit projects and associated programs are programmed for
implementation in the Indiana Statewide Transportation Improvement Program. Projects
and programs targeted toward other modes are an outgrowth of the Congestion, Safety,
and Intermodal Management Systems and are programmed for implementation through a
variety of public and private sector actions.

7) Emphasize the preservation of the existing transportation system

INDOT places a high priority on the preservation of its existing transportation system as
demonstrated by the policy planning elements of the 1995 Statewide Plan. System
preservation strategies will be developed, implemented and evaluated through the: (1)
Pavement Management System, (2) Bridge Management System, (3) Congestion
Management System and (4) Safety Management System. A high priority has been
placed on the coordination of preservation improvements with expansion improvements to
minimize the delay to the traveling public.

In addition, INDOT considers the transportation needs of non-metropolitan areas (areas
outside of Metropolitan Planning Organization planning boundaries) through a process

20 DECEMBER 15, 2004



that includes consultation with local elected officials with jurisdiction over transportation.
The Indiana Department of Transportation is responsible for transportation planning
outside of the state’s Metropolitan Planning Areas according to Federal regulations. The
INDOT District Offices have the lead role for conducting transportation planning in rural
areas. This process includes frequent contacts and consultation with local officials. To
facilitate the state’s partnership process, a series of district public involvement meetings
are held annually to ensure full participation of local elected officials, interest groups, and
the general public in the project and development process.

Program Development Process

The Program Development Process (PDP-S-8.01), updated July 2004, is a
comprehensive set of procedures for project development on the INDOT state highway
jurisdictional system. The PDP process provides the mechanism for new added capacity
projects to be considered for inclusion in the INDOT 2030 Transportation Plan. The PDP
consists of six stages as described as follows:

Stage I: Call for New State Projects and Program Revisions:

The Program Development Process begins at stage | where proposals for new
state projects are presented, reviewed, prioritized and, if approved, programmed.
The annual call for projects is not restrictive. The input from the process is used
for both programming and long range planning. The call for projects also
provides an opportunity for agencies outside of INDOT to comment on the
existing program.

The Programming Section begins the PDP process by securing from the Division
of Budget and Fiscal Management a ten-year, fiscal year-to-fiscal year budget
estimate of anticipated federal and state revenues. The budget estimate is used
to ensure that the final Indiana Statewide Transportation Improvement Program is
fiscally constrained.

After a budget estimate has been established, the Programming section issues a
formal “Call for New Projects” to all INDOT District Offices, other INDOT
Divisions, the Toll Road District, the MPOs and other agencies outside of INDOT.
The parties are asked to review summary of the state projects under
development and submit any new proposed projects on the state’s jurisdictional
system.

The District Offices will work with the Division of Program Development to arrange
an “early consultation meeting” in each district. This will include the district,
MPQOs, the Division of Program Development, Multi-modal Transportation,
Environment, Planning and Engineering, the Route Transfer Specialists, the ITS
Program Engineer, local elected officials, special interest groups, RPOs and other
interested parties. The districts will lead the process of establishing contacts,
arranging meeting particulars and hosting meetings. Based on the results of the
consultation meeting, each district will then submit its proposed prioritized list of
district area projects to the Programming Section.
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Stage IlI: Statewide Review and Program Update:

The purpose of Stage Il of the Program Development Process is to review
recommendations from the Districts, Divisions, MPOs and the LPA, validate
needs and costs, prioritize projects statewide and add projects to the program.
The process is one which the District priorities and project recommendations are
modified to fit a statewide program. Such modifications are based on need,
project categories and agency priorities.

Projects which add capacity to the state jurisdictional highway system (added
travel lanes, new roadway construction, major interchange modifications, new
interchanges, or expansion projects related to TSM and/or 4R improvements) are
reviewed by the Long Range Transportation Planning Section relative to the
INDOT 2025 Transportation Plan. Projects with adequate planning support in
conformance with the transportation plan are recommended for advancement.
Projects not in the plan are evaluated for planning support and if found warranted,
are recommended to be amended into the INDOT 2025 Transportation Plan.

Stage llI: Full Project Listing and Directory of State Projects:

Stage lll of the Program Development Process involves the production of a
document reflecting a forecast of all statewide projects, both expansion and
preservation, that are currently under development. This Directory of Highway
Projects is simply an updated list of all state projects currently under development
at INDOT. At this stage, the directory assumes no budget restrictions and is
intended to provide a convenient means to reference the contents of the INDOT
production schedule. Projects that have been added since the last publication of
the directory are noted as such.

Stage IV: Draft INSTIP Development:

Stage IV of the Program Development Process involves the production of a draft
Statewide Transportation Improvement Program (INSTIP). The INSTIP is a
fiscally constrained forecast of INDOT statewide projects for federal aid
obligations during the next three years.

Stage V: INSTIP Development and Coordination with MPO TIPS:

Stage V of the Program Development Process concentrates on the consultation
process with the MPOs and coordination with MPO in their own Transportation
Improvement Program (TIP) development process. The first step in this process
requires the Scheduling Section to provide a draft, fiscally constrained list of
transportation projects to the MPOs for review and comment and to ascertain the
effects of fiscal constraint in terms of obligations and project conflicts.

Based upon consultations with MPOs, the Scheduling Section then modifies the
draft, constrained list as appropriate or, as necessary. The modified list is then
referred to as the “agreed-to list” of INDOT highway projects for the first three
years of the next INSTIP. The final fiscally-constrained, agreed-to list of state
highway projects is then used by the MPOs in the development of their
Transportation Improvement Programs (TIPS). Draft MPO TIP documents are
submitted to INDOT, the FHWA and the FTA for review and approval.
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Stage VI: INSTIP Publication:

In stage VI of the Program Development Process the draft INSTIP containing the
fiscally constrained, agreed-to list of projects is published and distributed. The
draft INSTIP is then presented to the public for review and comment at the annual
meetings that are conducted in each of the six INDOT Districts (the District
Meetings). Input is then solicited from the Districts and the MPOs regarding any
significant changes to the document resulting from public review and comment.
The end product from this activity is the final, draft INSTIP with public review and
input. Comments received at the INSTIP meetings are then summarized in the
INSTIP document, accompanied with a response to the comments.

The draft INSTIP is then submitted to the Federal Highway Administration and the
Federal Transit administration for review and comment. Upon approval from
those agencies, the INSTIP is published as a final document and distributed to
the Districts, the MPOs, the State Library, the INDOT Executive Office, the
FHWA, the FTA and those INDOT divisions requesting the INSTIP, as budget
permits. Transportation projects listed in the first three fiscal years of the INSTIP
will be considered committed projects. Federal funding only be obligated for the
committed projects as listed in the approved INSTIP document.

The annual meetings that are conducted in each of the six INDOT Districts (the
District Meetings described above) also provide the opportunity for information on
the status of the INDOT 2025 Transportation Plan to be presented to the public
for review and comment. The Long Range Transportation Planning Section
participates in these annual meetings and provides information relative to any
new amendments to the INDOT 2025 Transportation Plan.

Metropolitan Planning Organization (MPO) Planning

Introduction

Metropolitan Planning Organizations (MPOs) play a vital role in the planning and
development of transportation projects and services throughout the urbanized areas of
Indiana. Together with the INDOT district offices, they serve as primary sources of local
input and as fundamental cooperating partners in the multimodal planning and program
implementation process.

Indiana’s Metropolitan Planning Organizations have jurisdictional responsibility for
transportation planning in twelve urbanized areas. Urbanized areas are defined by the
U.S. Bureau of the Census as centers with populations equal to or greater than 50,000
people. By virtue of their function as major economic centers of the state, a great deal of
Indiana’s transportation activity occurs in and around these urbanized areas.

Anderson Urbanized Area

The Anderson metropolitan planning area (MPA) encompasses all of Madison County and
includes the Town of Daleville in Delaware County. The Madison County Council of
Governments (MCCOGQG) is the designated Metropolitan Planning Organization for
transportation planning in the urbanized area. The organization is governed by the twelve-
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member Madison County Council of Governments Policy Committee that acts as the
official MPO and represents the Cities of Anderson, Elwood and Alexandria, and the Town
of Pendleton. The MPO Technical Advisory Committee makes recommendations to the
Policy Committee and provides the necessary technical input to shape policies into
practical actions. MCCOG formally adopted its current 2025 transportation plan in 2000.

Bloomington Urbanized Area

The City of Bloomington Planning Department initiated an area-wide Long-Range
Transportation and Land Use Study in 1978 in anticipation of the fact that the population of
the Bloomington Urbanized Area would exceed 50,000 persons with the 1980 Census.
The Bloomington Area Transportation Study (BATS) was formed to coordinate the study,
and in 1982 became the designated Metropolitan Planning Organization. This process
culminated in June 1984 with the completion of the Year 2000 Staging Program, and
Policy Committee adoption of the collective study products as the area's long-range
transportation plan. The metropolitan planning area covers central Monroe County.
BATS formally adopted its current 2025 transportation plan in 2000.

Columbus Urbanized Area

The 2000 Census found that the population of the Columbus Urbanized Area had
exceeded 50,000 persons requiring the creation of a Metropolitan Planning Organization.
The Metropolitan Planning Area would consist of Bartholomew County and the town of
Edinburgh. After negotiation between INDOT and local government, the Columbus Area
Metropolitan Planning Organization (CAMPO) was designated in 2004. The MPO is
currently working to finalize staffing and other organizational details.

Evansville Urbanized Area

The Evansville Urban Transportation Study (EUTS) was created in October 1969 as the
planning agency responsible for conducting the 3-C planning process within the Evansville
urbanized area. Until its dissolution in 1985, EUTS had been associated with the
Southwest Indiana Kentucky Regional Council of Governments (SWIKRCOG). After
SWIKRCOG dissolved, EUTS continued on as an independent transportation planning
agency and was designated as the MPO for the Evansville urbanized area in 1986. The
EUTS Metropolitan Planning Area consists of Henderson County, in Kentucky;
Vanderburgh, Warrick and a small section of eastern Posey Counties in Indiana. The
EUTS updated twenty-five year Long Range Transportation Plan which extends the
planning horizon out to the year 2030 was formally adopted by its Policy Committee in
December of 2003.

Vanderburgh County and a small portion of Warrick County had been formerly designated
as a “marginal’” non-attainment area under the EPA’s 1-hour ozone standard and have
since been re-designated as an “attainment’ area subject to the 1-hour ozone
maintenance requirements. The EPA however has established new, 8-hour standards
that will become effective on June 15, 2005, replacing the existing 1-hour ozone standard.
Vanderburgh and Warrick Counties have been designated by the EPA as non-attainment
areas under the new 8-hour ozone standard. All indications are that the EUTS Long-
Range Transportation Plan will be able to demonstrate conformity to the 8-hour standard
prior to the June 15, 2005 deadline.
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Fort Wayne Urbanized Area

The Fort Wayne metropolitan planning area occupies nearly all of western and central
Allen County. The Northeastern Indiana Regional Coordinating Council (NIRCC) is the
designated Metropolitan Planning Organization for transportation planning in the cities of
Fort Wayne and New Haven, the towns of Grabill and Huntertown, and much of
unincorporated Allen County. NIRCC is also designated to perform general purpose
regional planning for Adams, Allen, DeKalb and Wells counties. The Urban
Transportation Advisory Board (UTAB) was established to advise NIRCC on matters of
policy and to act as the urbanized area Policy Committee. The Transportation Technical
Committee and Transit Planning Committee make recommendations to the UTAB and
provide the necessary technical input required to shape policies into practical actions.
NIRCC formally adopted its 2025 transportation plan in 2000.

Indianapolis Urbanized Area

The Department of Metropolitan Development Division of Planning of Indianapolis-Marion
County is the designated Metropolitan Planning Organization for the Indianapolis
urbanized area. Their area includes Marion County and the urbanized portions of Boone,
Hamilton, Hancock, Hendricks, and Johnson counties. The MPO serves the cities of
Beech Grove, Carmel, Greenwood, Indianapolis, Lawrence, and Southport. It also serves
the towns of Avon, Brownsburg, Cumberland, Fishers, New Whiteland, Plainfield,
Speedway, Westfield, Whiteland and Zionsville. = The Metropolitan Development
Commission serves as the policy body of the MPO. The Indianapolis Regional
Transportation Council (IRTC) acts as the advisory forum to the MPO.

The Indianapolis area was designated as a “marginal” ozone non-attainment area by the
U.S. Environmental Protection Agency (EPA). The area has been redesignated as being
in attainment for ozone and received official approval of that request in December 1994
and as such, is currently a maintenance area for ozone. The product of the Indianapolis
long-range transportation plan update is the regional transportation plan. The Indianapolis
plan update was formally adopted by the Indianapolis Metropolitan Development
Commission (MDC) on May 17, 1995. The plan was updated in March of 2001.

Kokomo-Howard County Urbanized Area

The Kokomo-Howard County Governmental Coordinating Council (KHCGCC) was
established in 1981 and designated the Metropolitan Planning Organization for the
Kokomo Urbanized Area in March 1982. The planning area covers central Howard
County. Kokomo has met air quality requirements set forth by the U.S. Environmental
Protection Agency. In 2000, KHCGCC formally adopted a revised transportation plan that
extends to the year 2025.

Lafayette-West Lafayette Urbanized Area

The Tippecanoe County Area Plan Commission is the designated Metropolitan Planning
Organization for the cities of Lafayette and West Lafayette, the towns of Battle Ground
and Dayton, and the majority of Tippecanoe County. The Area Plan Commission
conducts a wide range of transportation planning studies for Tippecanoe County including
the long-range transportation plan, corridor studies, traffic studies, transportation systems
management, and the Transportation Improvement Program. The TCAPC completed its
2025 Long Range Transportation Plan in 2001.
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Louisville Urbanized Area

The Kentuckiana Regional Planning and Development Agency (KIPDA) is the designated
Metropolitan Planning Organization for the Louisville urbanized area. The metropolitan
planning area covers the bi-state Louisville area, including Clark and Floyd counties in
Indiana. The KIPDA long-range transportation plan, known as Regional Mobility, is
intended to serve as a tool for planning and implementing a transportation system which
responds to the mobility needs of the community, produces proactive programs, enhances
the quality of life of the area, and demonstrates compliance with the federal regulations
and mandates under which this plan was developed. Regional Mobility was published and
adopted in the fall of 1993. Clark and Floyd counties have been designated as a
“moderate” ozone non-attainment area by the U.S. Environmental Protection Agency.
KIPDA adopted a 2020 transportation plan in 1999 and is working on preparing a 2025
transportation plan.

Muncie Urbanized Area

The Muncie metropolitan planning area is located in central Delaware County. The
Delaware-Muncie Metropolitan Plan Commission (DMMPC) is the designated
Metropolitan Planning Organization for transportation planning in the area. However, the
Administrative Committee is the official Policy Committee for the urbanized area. The
Administrative Committee, whose membership includes decision-makers from the City of
Muncie, the towns of Selma and Yorktown, and Delaware County, formulates local
transportation policies. The Technical Advisory Committee makes recommendations to
the Administrative Committee and provides the necessary technical input to shape policies
into practical actions. DMMPC formally adopted its 2025 transportation plan in 2000.

Northwest Indiana Urbanized Area

The Northwestern Indiana Regional Planning Commission (NIRPC) is one of two MPOs
serving the Chicago-Northwest Indiana urbanized area. The other is the Chicago Area
Transportation Study (CATS). In 1966, the Lake-Porter County Regional Transportation
and Planning Commission was formed for the purpose of conducting a regional
transportation planning process in the two counties in response to a new federal initiative.
Its creation was the result of 1965 State enabling legislation that allowed for the formation
of such Commissions. The State Legislation was amended in 1971 to provide for
expansion of the Commission into other counties, and in 1973 to expand the membership.
The name was changed to the Northwestern Indiana Regional Planning Commission
(NIRPC) in 1973 and Metropolitan Planning Organization designation was received in
1975. LaPorte County was formally added into the MPO planning boundary in 1994.
NIRPC also staffs the Little Calumet River Basin Development Commission, the
Kankakee River Basin Commission and the Marina Development Commission. The
NIRPC urbanized area has been designated as a “severe” ozone non-attainment area by
the U.S. Environmental Protection Agency. Currently, NIRPC has a 2025 transportation
plan that was adopted in 2001.

South Bend-Mishawaka / Elkhart-Goshen Urbanized Area

The Michiana Area Council of Governments (MACOG) and the Southwestern Michigan
Commission (SMC) are the regional agencies conducting transportation planning activities
in the Michiana area. MACOG is the designated Metropolitan Planning Organization
responsible for the Indiana portion of the South Bend and Elkhart-Goshen Urbanized
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Areas while the SMC provides technical and planning assistance to the Michigan portion
of the South Bend Urbanized Area. A Bi-State Coordination committee serves to unify the
planning efforts of the MACOG and the SMC. MACOG serves as the office of record for
the Bi-State organization. The area was designated as a “marginal” ozone non-attainment
area by the U.S. Environmental Protection Agency (EPA). The area has since been
redesignated as in attainment for ozone and as such, is currently a maintenance area for
ozone. MACOG has a 2025 transportation plan which was adopted in 1999. The 2025
plan was updated in 2002.

Terre Haute Urbanized Area

The West Central Indiana Economic Development District (WCIEDD) is the Metropolitan
Planning Organization for the metropolitan planning area covering Vigo County. The
WCIEDD is also responsible for economic development and senior citizen programs in
Clay, Parke, Putnam, Sullivan, Vermillion and Vigo Counties. The WCIEDD conducts a
wide range of transportation planning studies for the urbanized area and Vigo County
including a long-range transportation plan, corridor studies, traffic studies, transit planning,
transportation systems management development, and the Transportation Improvement
Program. WCIEDD formally adopted its 2025 transportation plan in 2000.

Overview of Consultation Process in Non-Metropolitan Areas

INDOT conducts a consultation process with local officials in non-metropolitan areas
through the primary methods of the annual state Program Development Process (PDP)
and a state consultation tour process involving meetings at its six district offices. In
addition, INDOT has conducted other processes including statewide forums on statewide
planning issues held periodically, focus groups on rural transportation issues, and a
cooperative transportation planning program with selected, multi-county, regional planning
commissions. The INDOT process prepares a 25 year Long Range Transportation Plan,
a multi-year (6 to 10 year) “production schedule” list of projects and a 3-year Indiana
Statewide Transportation Improvement Program (INSTIP).

The annual state PDP is a series of cooperative programs development activities including
program review, a “call for projects” and statewide revisions resulting in the updated
annual production schedule and INSTIP. In each of the six INDOT district offices, an
“early consultation process” is conducted for rural area local elected officials, local
government agency representatives, special interest groups, and other key transportation
stakeholders. All are notified by mail that a call for new projects is in process. Participants
are instructed to contact the INDOT District Offices. INDOT Districts each approach the
early consultation process differently. Some Districts conduct meetings, other Districts
conduct on-site visits to communities, and others rely upon mail or telephone-based
contacts. Projects drawn from the INDOT Long Range Transportation Plan provide input
into the review of capacity expansion projects recommended for advancement into the
production schedule. The INDOT districts coordinate the project identification process and
submit a list of recommended projects to the INDOT Division of Program Development. A
statewide priority analysis is conducted in conjunction with fiscal analysis resulting in a
draft program then receiving executive level review and approval. The recommended
program is then provided to the district with a request for comments. Based upon the
recommended program and the review process, the draft production schedule and INSTIP
are prepared.
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Annually, each of INDOT’s six districts conducts public meetings to discuss the planning,
selection and programming of current and future transportation projects. These meetings
are not limited to highway projects, but include air, rail, enhancements, and transit. These
meetings use an open-house format. A key part of the meetings is to present the draft
INSTIP, which lists all federal-aid highway and transit projects. Participants can discuss
projects in the INSTIP or local problems that still need to be addressed with new projects.
At the meetings, INDOT makes copies of the draft INSTIP for each district available for
review. Those not attending the meeting also can request copies.

In 1994 and 1998, Statewide Forums on transportation planning issues related to the
development of the INDOT statewide long-range transportation plan were conducted in
the state capital. These involved presentations by noted experts on emerging trends
affecting the state’s transportation system, followed by “break-out sessions” to encourage
participation by key stakeholders in the identification of future planning objectives and
strategies. Also associated with the development of the statewide transportation rural
plan, a rural transportation stakeholder focus group was conducted in 1998 to identify rural
transportation planning issues.

Small Urban and Rural Planning Program

In Fiscal Year 2001, the Indiana Department of Transportation initiated a trial, Small Urban
and Rural Transportation Planning Program to serve the transportation planning needs of
small urban and rural areas of the state. The program provides transportation planning
funds in the form of a formula matching grant to regional planning commissions and MPOs
that also represent small and rural areas of the state. Funding awards were granted to
nine recipient agencies for the FY 2001 funding cycle: five regional planning commissions
and four MPOs. The program was continued into Fiscal Year 2002 with the addition of
another three recipient agencies: one regional planning commission and two MPOs. The
program has since grown to eleven grantees: seven Regional Planning Organizations and
four MPOs. The major work products yielded are listed by agency as follows:

Kankakee-lroquois Planning Commission

The Kankakee-Iroquois Planning Commission serves Benton, Jasper, Newton, Pulaski,
Starke and White Counties. The agency’s The agency’s accomplishments include the
establishment of a transportation (stakeholder) advisory committee, an inventory and
rating of the area transportation network, a population profile, a listing of the INDOT STIP
projects, a list of potential new projects, and the establishment of a traffic counting
program.

Michiana Area Council of Governments

The Michiana Area Council of Governments (MACOG) is an MPO that serves Elkhart,
Marshall and St. Joseph Counties. The agency lists the following accomplishments: (1)
Establishment of a rural and small urban area traffic counting program, (2) The completion
of a railroad crossing inventory for Marshall County, (3) The initiation of a rural traffic
accident data collection program, (4) A Michiana freight study, (5) Enhancement grants for
Marshall County and Plymouth, and, (6) Incorporation of the Marshall County INDOT
projects into the MACOG Transportation Improvement Program.
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Northeastern Indiana Regional Coordinating Council

The Northeastern Indiana Regional Coordinating Council (NIRCC) is an MPO that also
serves Adams, Allen, DeKalb and Wells Counties. The agency has completed four rural
transportation plans. The Transportation Plans for DeKalb, Adams, and Wells contains an
overview of the Rural Planning Program, a traffic count program, intersection and arterial
analysis, a railroad crossing inventory, demographic analysis, a land use inventory and the
identification of problem areas with recommended solutions. The Transportation Plan for
Allen County (the rural portion) contains an overview of the Rural Planning Program, a
traffic count program, intersection and arterial analysis, a railroad crossing inventory,
demographic analysis, a land use inventory and the identification of problem areas with
recommended solutions. NIRCC has continued to update its plans, and conduct
supplemental studies of problem areas.

Southeastern Indiana Regional Planning Commission

The Southeastern Indiana Regional Planning Commission (SIRPC) serves Dearborn,
Decatur, Franklin, Jefferson, Jennings, Ohio, Ripley and Switzerland Counties. The
agency produced a document that provides an overview of transportation projects within
the region and their projected economic impacts. A Regional Transportation (stakeholder)
Committee has been established. SIRPC has also established a regional traffic count
program.

Southern Indiana Development Commission

The Southern Indiana Development Commission (SIDC) serves Daviess, Greene, Knox,
Lawrence and Martin Counties. The agency has completed an Economic Development
Identification Program that provided an overview of each county in its region and a listing
of all potential development areas that would have an impact or could be impacted by the
transportation network. A regional transportation profile was completed together with a
regional transportation needs inventory that identified and ranked transportation needs by
county. SIDC has also established a regional traffic count program. The agency has also
produced a railroad crossing inventory for each county in the region.

River Hills Economic Development District and Regional Planning Commission

The River Hills Economic Development District and Regional Planning Commission
serves Harrison, Scott and Washington Counties. Clark and Floyd Counties are in the
district but they are served by the Louisville, Kentucky MPO. The agency has produced
an executive summary of population, employment, land use, housing, transportation,
financial resources and a specific listing of identified needs by county, city or town. Also
included was a locally developed priority ranking for the identified needs. River Hills has
also established a regional traffic count program covering Harrison, Scott, and Washington
Counties.

Indiana 15 Regional Planning Commission

The Indiana 15 Regional Planning Commission serves Crawford, Dubois, Orange, Perry,
Pike and Spencer Counties. The agency established a transportation advisory
(stakeholder) board. Transportation issues were explored including rural transit and a
proposed Valley Springs connector route. The agency has established a regional
Geographic Information System (GIS) to assist local government with transportation and
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land use planning issues. The agency has also established a regional traffic count
program.

Evansville Urban Transportation Study

The Evansville Urban Transportation Study is the MPO for the Evansville Urbanized Area.
It also provides services to Gibson, Posey, Vanderburgh and Warrick Counties. the
agency has established a rural transportation (stakeholder) advisory committee. A GIS
database for State jurisdictional highways was established. Transportation problem areas
in Posey and Gibson Counties were A rural traffic count program has been established in
Posey and Gibson Counties as well. ~ An annual Rural Planning Report is being
published, outlining other completed rural transportation initiatives.

Bloomington-Monroe County Metropolitan Planning Organization

The Bloomington/Monroe County Metropolitan Planning Organization serves as the MPO
for the Bloomington Urbanized Area. The agency was added to the FY 2000 Rural and
Urban Transportation Planning Program to provide transportation planning for the non-
metropolitan area of Monroe County. The MPO has augmented the traffic counting
program in the non-metropolitan areas of Monroe County. The agency has also
conducted a land use inventory, provided an analysis of the rural intersections and arterial
roadways, and studied accessibility along the State Road 37 Corridor.

Region 3A Development District and Regional Planning Commission

The Region 3A Development District and Regional Planning Commission represents
Huntington, LaGrange, Noble, Steuben and Whitley Counties. Region 3A has produced a
transportation needs assessment and a regional profile. Region 3A has also established a
regional traffic count program.

Eastern Indiana Development Commission

The Eastern Indiana Development District (EIDD) serves Fayatte, Franklin, Rush, Union
and Wayne Counties. The organization has produced a transportation needs assessment
and a regional transportation profile. The agency has facilitated communication and
coordination between local communities and INDOT. EIDD has assisted INDOT with its
rural consultation efforts. The agency has also establish a regional traffic count program.

Planning Unit Geographic Boundaries

Figure 2-2 on the following page displays the regional boundaries for Indiana’s MPOs and
active Regional Planning Organizations. At present, six regions in the State have inactive
Regional Planning Commissions. The three Indiana counties surrounding the Evansville
Urban Transportation Study’s (EUTS’) urbanized area, while a part of an active Regional
Planning Commission, currently receive some rural transportation planning services from
EUTS under the Small Urban and Rural Planning Program.
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The production of a statewide long-range plan involves much data, expertise, and input
from a wide range of people within the Department of Transportation and the Federal
Highway Administration. In addition, the PDP provides a set of procedures for project
development in the INDOT state highway jurisdictional system, MPQO’s provide local input
for planning in urban areas, and district field offices play a critical role in identifying
transportation needs within their areas. Moreover, several technical planning tools are
vital to the development of the Long Range Plan. The Indiana Department of
Transportation’s Long Range Transportation Planning Section coordinates this effort
which is a continuous, cooperative, and comprehensive activity.
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Chapter

INDOT 2030 Long Range Plan

Public and Stakeholder Involvement

Overview

The Indiana Department of Transportation (INDOT) has established a proactive public
involvement process in the planning and development of transportation projects. This
process provides complete information, timely public notice, full public access to key
decisions, and supports early and continuing involvement of the public in developing plans
and transportation programs.

The goal is to develop a continuous public involvement process, accessible to the public,
which identifies and addresses critical issues early in the project-development process. It
also minimizes duplication of public involvement efforts and meets the needs of the public
and resource/regulatory agencies to provide early and continuing input into the project
development process.

Communication of the Process

Beginning with the initial development of the 2000 — 2025 Long-Range Transportation
Plan, its subsequent amendments and carrying through to this 2004 plan update, INDOT
has continually expanded its efforts to be inclusive, striving to provide and refine a conduit
for stakeholder input into the plan development process. The primary tool used to
disseminate information concerning the status of the 2004 plan update has been the
INDOT web page located at: www.in.gov/dot/pubs/longrange/index2.htm. This page has
been regularly updated with the most recent developments and information resulting from
the plan update process. Other tools employed have been a series of early coordination
meetings with INDOT District personnel, the Metropolitan Planning Organizations and
Regional Planning Organizations. The timetable and objectives for the development of
INDOT’s 2004 update of its Long-Range Transportation Plan were conveyed at a number
of statewide transportation forums, which were discussed as follows in this chapter.

MPO Conference

The Indiana MPOs conduct an annual conference in the fall of each year. The conference
location rotates among the metropolitan areas of the state, depending upon which MPO is
hosting the event. INDOT's Planning personnel have traditionally taken an active role in
the annual conference, presenting long-range transportation planning updates and
participating in many of the sessions. This process has been beneficial for all parties,
fostering an open-ended communication process between the MPOs and INDOT. The
communication process resulting from the MPO conferences provides an opportunity for
the discussion of issues both formally during the meeting and on a less formal, individual,
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one-on-one basis between sessions. The INDOT Planning Section relies on this forum to
communicate to and include the MPO as true planning partners in the statewide
transportation planning process.

Indiana State Fair

August 11-22,
glé VEi

The 2004 Indiana State Fair marked the 59" year where INDOT has had a presence at
the fair. Taking place from August 11 — 22, the fair attracted 900,365 visitors. INDOT
personnel set up and manned a booth in the Exhibition Hall where information regarding
the planning process, transportation programs and projects was distributed along with a
perennial favorite: the Indiana State Highway Map. The Planning Section’s contribution
included a large map which displayed all of the expansion projects listed in the plan.
Pamphlets were also distributed that described the 2004 plan update process and invited
persons to attend one of the six statewide District Meetings where a presentation of the
plan update would be made and opportunities would be provided for immediate public
comment and feedback.

Purdue Road School

One of the best venues in Indiana to covey transportation issues is at the annual Purdue
University Road School, held at Purdue University in West Lafayette, Indiana. One of the
oldest of its kind in the nation Purdue’s Road School attracts over 1,500 participants
representing state and local governments, engineers, traffic experts and the general public
that has an interest in transportation issues. The INDOT Planning staff has taken
advantage of this opportunity over the past several years by presenting Long Range Plan
updates and participating in round table discussions regarding the development of the
plan and the status of specific projects listed in the plan, or potential placeholder projects
to be added to the plan.

The input from these sessions has been very valuable to INDOT in evaluating the
concerns of the professional transportation community within the State. Road School also
provides INDOT with yet another opportunity to interact with local, regional, state, and
federal transportation professionals.

Public Involvement in INDOT’s Program Development Process

As noted in Chapter 2, the INDOT Program Development Process (PDP) is a
comprehensive set of procedures intended to provide a formal structure for the evaluation,
ranking and programming of INDOT’s proposed projects. The final product resulting from
the PDP is the publication of the Indiana State Transportation Improvement Program
(INSTIP). The PDP has an embedded public involvement component that is activated at
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various stages throughout the year-long process. The public interaction stems from two
primary sources: comments and input received from local elected officials during the early
consultation meeting component and comments and input received directly from the public
resulting from the annual District Meetings.

The PDP process begins with an internal INOT review of the current projects programmed
in the INDOT scheduling system. Then, a formal INDOT “call for new projects” is
extended to all counties, cities, towns and to INDOT’s District offices. This is followed by a
series of early consultation meetings,” where input regarding the proposed projects and
any potential scheduling changes is sought from MPOs, RPOs and local elected officials.
The purpose of the “early coordination meetings” is to obtain local input and to reach a
consensus through consultation as to which proposed projects carry the highest priority
and what changes, if any, need to be made within the existing projects listed in the INDOT
scheduling system. In late summer, the annual District Meetings are held where the public
is invited to hear presentations for the INSTIP, the Long-Range Plan and other related
transportation issues. The annual District Meetings take place after the draft INSTIP has
been published. The meetings are vitally important to INDOT because they provide a
direct conduit for face-to-face public involvement in the planning and program
development process.

Web Site

One of the most useful and promising public involvement tools employed by INDOT has
been the development and use of the INDOT internet website. The site contains a wide-
range of information about Indiana’s transportation system and can be accessed at:
http://www.in.gov/dot/. It has proven particularly useful in the distribution of up-to-date
information regarding the status of the 2004 Long-Range Plan update. In addition to the
latest, 2003 amended version of the Long-Range Transportation Plan and 1995 Statewide
Long-Range Multimodal Transportation Plan, the site provides access to many pertinent
planning tools and documents. Among these are an overview of the plan development
process, access to the products produced from the 2030 technical planning tools, meeting
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notes generated from early planning coordination meetings with the INDOT District, MPOs
and RPOs, and a listing of the proposed projects to be added to the plan, together with
maps showing their locations. Under the heading of “Tell Us What You Think,” there is a
feedback link where the public can e-mail comments or questions about the planning
process. The address is also listed for INDOT’'s Long-Range Transportation Planning
Section.

MPO Planning

INDOT recognizes the important role that MPOs play in the transportation planning
network for Indiana. INDOT participates in the cooperative transportation planning
process with each MPO jurisdiction. An effective metropolitan plan incorporates
transportation under both local and state jurisdictions. Therefore, INDOT relies on MPOs
to include public involvement of their Long Range Transportation Plan and Transportation
Improvement Program.

Procedures have been developed by each MPO to provide opportunity for the public to
offer input on the MPO Long Range Transportation Plan (20-25 year planning horizon),
and MPO Transportation Improvement Program (TIP). INDOT utilizes the MPO public
involvement process as the vehicle for soliciting public comment for INDOT projects within
the MPO area. INDOT acknowledges the unique nature of each metropolitan area and
has determined that the MPO procedures and the statewide transportation forum meet the
planning public involvement requirements of 23 CFR 450.316 (b) for projects within the
MPO area.

Planning Assessment Study

In 1998, INDOT hired a consultant to assist the transportation planning staff in developing
an improved transportation planning process. Among the benefits generated from this
effort were some new strategies for public and stakeholder involvement in the state's
transportation planning process. The following information resulted from these strategies.

Focus Groups

The use of focus groups has become more common throughout the country as a means
to measure public interests and concerns. INDOT was able use this public involvement
technique in the Planning Assessment Study in 1998.

These efforts included two working meetings with INDOT staff and stakeholders to
develop the framework for the role of public participation in long range planning activities
at INDOT. The staff and consultant recommended developing two focus groups. One
group would consist of urban citizens and the other would be made up of rural
stakeholders. A draft survey questionnaire was developed by the consultant and
submitted to INDOT for final approval. INDOT then held two focus group meetings in
Indianapolis to collect information on public perceptions of the Indiana transportation
system.
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The following information collected from these focus groups was incorporated into the
findings of the Planning Assessment Study.

Urban Transportation Stakeholders Focus Group Results:

In terms of opinions about the overall state of the transportation system, most citizens in
this group were in the middle of the range between very satisfied and very dissatisfied.
Respondents were split with two-thirds being somewhat satisfied and one-third being
somewhat dissatisfied. Reasons for dissatisfaction included:

e Highways and streets being in poor physical condition;

e A perception of poor planning and communications within INDOT and with the public;
¢ A need for more and clear directional signing; and,

e Poor timing for repairs to the roadway system.

Rural Transportation Stakeholder Focus Group Results

Overall, 50% of the group indicated that they were somewhat satisfied with the State's
current transportation system, and one-third stated that they were somewhat dissatisfied.

Comments expressed by the dissatisfied segment of the group included the fact that they
were having communication problems with INDOT. These communication problems were
a result of INDOT not knowing who to contact at the local level, and local officials not
knowing whom to contact at INDOT. A second comment was that INDOT seems to be
behind on programmed improvements.

Futures Symposium
The Indiana Transportation Futures Symposium took place on September 28, 1998 at the
Indiana Government Center South in Indianapolis. The forum attracted more than 300
elected officials, transportation professionals, academia, and special interest groups
invited for the occasion. Key features from the one-day event included:
=  Governor and INDOT Commissioner addresses

= Presentation of the proposed new statewide transportation planning process

» A panel discussion on the Transportation Equity Act for the 21% Century (TEA-21) and
its impacts on Indiana

=  Futurist perspectives, both state and national

= Break-out sessions tailored to gain input on INDOT's main adopted policy priorities
and the proposed new transportation planning process

The Symposium constituted a major step in INDOT's ongoing public and stakeholder
outreach efforts. Through the day-long activities, INDOT was able to solicit viewpoints and
feedback from concerned stakeholders regarding INDOT priorities, the proposed new
statewide transportation planning process, adopted policy areas as well as the state of
transportation facilities in Indiana.
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The goal of the Transportation Futures Symposium was to gather and document the
viewpoints, suggestions and concerns of numerous stakeholders regarding INDOT's
approach to transportation planning. The feedback received from the Symposium, along
with feedback from prior Transportation Stakeholder meetings, Transportation Market
Analysis, surveys, questionnaires and focus groups resulted in a recommended
public/stakeholders process that will be used in INDOT's future transportation planning
activities.

INDOT Market Research Project

In a follow-up to the Planning Assessment Study and in advance of the Policy Plan
update, INDOT initiated a market research study. The purpose of the study was to identify
issues of importance to the general public, as well as particular stakeholders. The market
research study had several components, key of which were:

] A general survey of the population,

] Outreach to stakeholders concerned about environmental justice issues in
Indiana,

. Outreach to stakeholders concerned about land resource issues,

] Outreach to stakeholders concerned about freight issues,

. Suggestions for how INDOT might change the Policy Plan in response to the

finding of the market research study

A central component of the market research study was a general survey of the Indiana
population aimed at validating INDOT’s Policy Plan and identifying emerging areas on
which INDOT should focus. The survey also provided an opportunity to identify what
transportation issues are important to Indiana residents, and how well INDOT performs in
these areas. Ultimately, many of the survey questions may become the basis for cus-
tomer-based performance measures that INDOT could monitor periodically.

The survey was carried out in May 2003 by the Indiana University Public Opinion
Laboratory. It obtained information about travel behavior and socioeconomic characteris’]
tics of Indiana residents, analyzed customer attitudes through ratings of policy priorities,
importance ratings, and satisfaction with INDOT services, and identified differences in
behavior and attitudes by geography, socioeconomics (income, gender, age, auto owner(]
ship, household size), and travel behavior. They survey also over-sampled in areas with
high concentrations of environmental justice populations.

The survey found that:

m Respondents mostly agree with INDOT'’s priorities;

m Funding allocation appears to be “about right,” but those seeking a
reallocation would shift funding to transit, intercity air, and new road
construction;

[ People are generally aware of INDOT but its exposure could be increased;

38 DECEMBER 15, 2004



[ Customers’ view of INDOT has remained the same or has slightly improved
over the past 12 months;

u INDOT has a positive image in trustworthiness, keeping drivers safe, and
helping Indiana’s economy; and

[ Areas of concern include treating all parts of the State fairly, and completing
construction/
maintenance projects on time.

Overall Satisfaction with INDOT

Percent of Respondents 32.5%
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In general, there was high and uniform “overall satisfaction” with INDOT.

The survey responses were evaluated for potential implications for long-range
transportation in Indiana. From that evaluation, it was determined that the nine policy
areas continued to be relevant (although there are some emerging areas that should get
recognized). People think that INDOT should focus on:

" Congestion management;
" Improved highway maintenance; and
= Scheduling of construction and maintenance projects.

Some of the key emerging issues include land resources and homeland security. The
survey identified some polarization of opinion regarding INDOT’s role in bus and
passenger rail service.
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Importance

Environmental Justice

The concept of environmental justice refers, in the broadest sense, to the goal of
identifying and avoiding disproportionate adverse impacts on minority and low income
individuals and communities.  Environmental justice extends community impact
assessment by examining communities based on characteristics such as race, ethnicity,
income, age and even disability. The U.S. Department of Transportation’s (DOT’s) Final
Order to address Environmental Justice in Minority Populations and Low-Income
populations was published by the U.S. DOT to comply with Executive Order 12989,
“Federal Actions to Address Environmental Justice Minority Populations and Low-Income
Populations,” dated February 11, 1994.

The Environmental Justice (EJ) Orders require the U.S. Department of Transportation and
its operation administrators to integrate the goals of these orders into their operations
through a process developed within the framework of existing requirements, primarily the
National Environmental Policy Act (NEPA) and Title VI of the Civil Rights Act of 1964, the
Uniform Relocation Assistance Act and Real Property Acquisitions Act of 1970 (URA),
TEA-2, and other applicable DOT statutes, regulations and guidance that concern
planning, social, economic, or environmental matter, public health or welfare, and public
involvement.

Since the passage of NEPA, the FHWA has built a framework of policies and procedures
to help meet its social, economic and environmental responsibilities while accomplishing
its transportation mission. Environmental Justice (EJ) is a component of FHWA'’s overall
commitment to the protection and enhancement of our human and natural environment.
INDOT’s Environmental Justice objectives include the following:

. Improve the environment and public health and safety in transportation of people,
goods, and the development of transportation systems and services.

. Harmonize transportation policies and investments with environmental concerns,
reflecting an appropriate consideration of economic and social interests.
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. Consider the interest, issues and contributions of affected communities, disclose
appropriate information, and give communities an opportunity to be involved in
decision-making.

INDOT has made special efforts to evaluate and improve the planning and program
process in order to ensure compliance with environmental justice regulations. These
efforts have a concentrated focus on two initiatives intended to improve the department’s
ability to achieve the objectives of the environmental justice regulations. The first initiative
calls for the development of a new Public Involvement Procedures Manual that will contain
special outreach methods to increase minority and low-income population group
participation. The second initiative involved the market research effort (study). One
aspect of the study was intended to assist in the identification of transportation needs and
perceptions of how well transportation services were being delivered to minority and low-
income groups.

The purpose of INDOT’s Market Research project was to improve INDOT’s understanding
of the transportation needs of its customers. The objectives of the environmental justice
component of the Market Research project were to identify current and potential future
transportation-related environmental justice issue with the state of Indiana and to likewise
identify potential EJ initiatives that could be undertaken by INDOT.

The population of the State of Indiana, consistent with patterns observed throughout the
country, has and is becoming increasingly diverse racially and ethnically, including
persons having limited English proficiency. There also is an increasing desire on the part
of INDOT, and other state DOTs as well, to improve the manner in which they respond to
customer needs, including the explicit recognition of differences among different populal’]
tion or stakeholder groups. The challenge in identifying, monitoring, and satisfying the
needs of INDOT’s customers is made all the more challenging because of the increasing
diversity in the state’s population.

In response to these needs, INDOT addressed environmental justice issues as a
component in its larger Market Research project. Four specific work program activities
were undertaken:

1. Analysis of existing demographic conditions and trends building on the results of the
Year 2000 Census of the Population;

2. Interviews with stakeholder, MPO, and INDOT staff;

3. Use of a stratified sample in the market research telephone survey to ensure a
statistically valid sample of minority population subgroups; and

4. Development of potential actions that INDOT could take based on the cumulative
results of the previous four information gathering activities.

Research Findings:
1. Indiana is becoming more diverse. Populations of racial minority groups are
increasing at a much faster rate than the general public. Hispanic population has more
than doubled between 1990 and 2000.

2. Seven percent of Indiana households do not own an automobile. As expected,
differences in vehicle ownership and travel mode to work vary by income, race, and eth-
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nicity. Non-EJ households have on average 2.12 vehicles, while EJ households average
1.65 vehicles.

3. EJ and non-EJ respondent ratings were significantly different for a number of
policy issues. EJ respondents rated the following policy issues as being more important,
including:

Improve bus service;

a
b. Make mobility easier for pedestrians and bicyclists;

c. Improve the mobility of low-income, elderly, and the disabled; and
d

Improve transportation safety.

4. EJ issues mentioned. Specific environmental justice issues mentioned included
highway locations that have divided black communities and disproportionately displaced
black residents, frequency of bus service, hours of the day during which public trans(]
portation services are available, adequate financing for public transportation, safe location
of bus stops, and roadway maintenance practices.

5. Environmental justice, however, is perceived by many as not being an
important issue except in Northwest Indiana. “There are so many other issues
overshadowing environmental justice that it is rarely mentioned.” Major transportation
projects are located more in rural and suburban portions of the State than in the central
cities where minority populations are living.

6. English proficiency is not a significant issue. Indiana’s population having only a
limited proficiency in the English language is growing but to date has not been a problem
in terms of communication needs.

7. INDOT has taken some steps, but needs to do more. Virtually all of the
interviewees acknowledged that INDOT has taken a number of important initiatives to
address potential issues of environmental justice. At the same time, they felt INDOT
needs to do more. A number of the interviewees felt that not all of the desired
perspectives and viewpoints were either at the table or fully represented.

8. Programmatic-level activity is needed. The majority of existing environmental
justice analyses are occurring at the project level. Consideration of environmental justice
also should be addressed in the development of transportation policies and during the
development of systems-level transportation plans and programs.

Based on the findings from the environmental justice component of the Market Research
project, INDOT is moving forward with potential actions that will improve the agency’s
ability to include minority and low-income groups in the transportation planning process
and decision-making over future system improvements.

The statewide planning process and statewide transportation improvement program are
built upon a partnership based on planning and programming processes with the state’s
MPOs. INDOT recognizes the critical role that MPOs play in implementing the
environmental justice regulations. As part of this cooperative process, INDOT and the
MPOs participated the November 2000 FHWA Environmental Justice Workshop. INDOT
participates in the cooperative transportation planning process including activities to
ensure environmental justice with each MPO jurisdiction. An effective statewide planning
and programming process incorporates transportation planning activities under both local
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and state jurisdictions. Therefore, INDOT relies on the MPOs to establish and include
activities that are designed to ensure compliance with environmental justice regulations as
part of their transportation planning work program, long range transportation plan
development and transportation improvement program development activities. INDOT
utilizes the MPO public involvement process and environmental justice procedures as a
major resource in the development of transportation improvement projects.

Minority and Low and Moderate Income Areas: Identification for Environmental
Justice Analysis.

The following statewide map for INDOT Environmental Justice Analysis is based upon two
data sources: the 2000 Census Public Law P 94-171 block level population, and racial
characteristics and the low and moderate income data from 1990 block group Census
figures. Each area is defined by a collection of census block or block group pieces. For
the identification of minority areas, more than 51 percent of the block level 2000 population
was reported as non-white. For the low and moderate income area identification, more
than 51 percent of the residents must be of low or moderate income for a census block
group piece to be classified in general. However, specific urban areas fall under an
exception that lowers the threshold. The threshold percentage is included in the data
supplied by the Caliper Corporation. The 1999 boundaries were used for the exception
areas.

As the 2000 Census products become available, INDOT will continue to use the most up-
to-date data sources to identify environmental sensitive populations. The geographic
information planning tools developed by INDOT over the past several years will allow this
information to be effectively used in involving low and moderate income and minorities in
the transportation planning process.
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Public Comment on the 2004 Long Range Plan Update

Throughout the plan update process, INDOT employed the use of its website as the
primary distribution conduit to release information and obtain public input regarding
the various stages development. The website was updated on a timely basis,
providing new information whenever significant milestones were achieved. The site
also contained a “Tell Us What You Think” link that provided the user with a direct e-
mail link and an address for written comments.

The planning activities associated with the 2004 plan update were conducted in an
atmosphere of partnership and coordination with Indiana’s regional and local
transportation planning entities. During June and July, 2004, INDOT'’s Planning
Section conducted a series of 26 early coordination meetings. The meetings were
mostly conducted in the field at the offices of the various planning entities. The early
coordination meetings consisted of six INDOT district meetings, one with each of the
districts, thirteen individual metropolitan planning organization meetings and, seven
regional planning organization meetings.

To establish a framework for discussion prior to each of the early coordination
meetings, the organizations were asked to review those INDOT projects currently
listed in the published INDOT 25-Year Plan relative to their area of jurisdictions and to
compile a listing of any projects where a change in scope, implementation date or
even, deletion from the plan was warranted. They were asked to then prepare a
listing of potential new transportation added capacity projects for consideration and
evaluation in their area. Finally, they were asked to identify transportation planning
issues that their organization were encountering and that might be assisted or
remedied through INDOT action. INDOT also provided the each organization with the
early results of its 2030 existing plus committed statewide transportation model
outputs for review.

Notes were taken for each of the twenty-six early coordination meetings. The notes,
including follow-up comments, were then published on the INDOT website for public
review and feedback.

Close on the heals of this process, the annual INDOT District meetings took place in
August where, along with a presentation of the draft Indiana State Transportation
Improvement Program (INSTIP), a presentation regarding the 2004 Long Range Plan
update was made. The public was invited to make comments regarding the plan
update at the District Meetings or to provide written follow-up comments at a later date
prior to the close of the formal comment period. A public comment period for the 2004
draft INDOT Long-Range Plan update began on August 19 following the close of the
last INDOT District meeting and it came to a close thirty days later on September 17,
2004.
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INDOT District Meetings

Each year, the Indiana Department of Transportation conducts public meetings at
each of its six districts throughout the state. The primary purpose of the meetings is to
present the draft Indiana Statewide Transportation Improvement Program (INSTIP).
The annual district meetings are also used to develop and foster lines of
communication between the citizens of Indiana and the Indiana Department of
Transportation. Prior to the 2004 district meetings, over 1,100 invitations were mailed
to transportation stakeholders consisting of members of the Indiana General
Assembly, local elected and appointed officials, members of various organizations
with interests related to transportation such as environmental and bicycling groups,
and persons that have expressed an interest in transportation issues in Indiana. Also
in early August, pamphlets containing information about the Long Range Plan update
and inviting persons to attend the six district meetings were distributed to citizens who
visited the INDOT booth at the Indiana State Fair INDOT. Prior to the meetings, press
releases announcing the date, location, times and description of the district meetings
were distributed to media outlets throughout the State of Indiana.

The 2004 INDOT district meetings were held in August. Each district served as the
host for meetings conducted within its district. And each district scheduled two, 2[]
hour meetings, an afternoon meeting and an evening meeting. While the meeting
format varied slightly from district to district, the meetings generally began with an
open house format where the public could view static displays and talk with INDOT
representatives about specific issues and projects. A more formal meeting followed
where presentations were made for the Long Range Plan update, the INSTIP and the
Program Development Process. A question and answer period followed after the last
presentation was made. Attendees were also provided comment sheets in which they
could submit written questions, comments and requests.

INDOT has published a record of the 2004 District Meetings. It is entitled, INDOT
2004 Transcript: District Meetings.

Crawfordsville District;

The INDOT Crawfordsville District is located in west central Indiana. The district's
geographic area covers twelve full counties and portions of three other counties. Two
MPOs lie within the district: Lafayette and Terre Haute. Additionally, a small portion of
the West Side of the Indianapolis MPO is located in the Crawfordsville District. The
District meetings were held on August 17, 2004 at the district office complex, located
near the intersection of I-74 and SR 231 in Crawfordsville. The afternoon and evening
sessions attracted ninety-six persons.

Fort Wayne District:

The INDOT Fort Wayne District is located in northeastern Indiana. Its geographic
area includes fourteen counties and small portions of three other counties: Blackford,
Fulton and Jay Counties. The Fort Wayne MPO lies within this district, as does the
eastern, Elkhart County portion of the Southbend/Mishawaka MPO. The district
meetings were held on August 11, 2004 at the Syracuse Community Center, 1013
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North Long Drive, Lakeside Park in Syracuse, Indiana. The afternoon and evening
sessions attracted forty-three persons.

Greenfield District:

The INDOT Greenfield District is located in east central Indiana. The district's
geographic area includes a little more than fifteen counties. There are four MPOs
within the district: Anderson, Indianapolis, Kokomo and Muncie. The district meetings
were held on August 18, 2004 at the District offices, 32 South Broadway, Greenfield,
Indiana. A total of ninety-six persons attended the Greenfield District meetings.

LaPorte District;

The INDOT LaPorte District is located in northwest Indiana. The district's geographic
area includes thirteen counties. The Northwestern Indiana Regional Planning
Commission (NIRPC) serves as the MPO for the urbanized areas in Lake, Porter and
LaPorte Counties. The St. Joseph County portion of the Southbend/Mishawaka MPO
also lies within the boundaries of the LaPorte District. The district meetings were held
on August 12, 2004 at the LaPorte District Offices, 315 East Boyd Boulevard in
LaPorte. Sixty-one persons attended the LaPorte District meetings.

Seymour District:

The INDOT Seymour District is located in southeastern Indiana. The district's
geographic area includes eighteen counties and portions of five other counties:
Morgan, Owen, Shelby Lawrence and Crawford Counties. The Columbus and
Bloomington MPOs lies within the district, as does the southern, Johnson County
portion of the Indianapolis MPO. The Indiana Counties of Clark and Floyd are also a
part of the Louisville, Kentucky MPO. The Seymour district meetings took place on
August 10, 2004, attracting one-hundred and eighty persons.

Vincennes District;

The INDOT Vincennes District is located in southwest Indiana. The district’s
geographic area includes sixteen counties. The Evansville Transportation Study
(EUTS), the MPO for the Evansville urbanized area is located in the district. The
Vincennes district meetings were held on August 16, 2004 at the Vincennes District
Offices, 3650 South US Highway 41 in Vincennes. A total of sixty-three persons were
in attendance at the two meetings.
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Figure 3-1is a map that depicts the Indiana Department of Transportation’s six district
boundaries and the location of the Metropolitan Planning Organizations.

Figure 3-1 INDOT DISTRICT & MPO MAP
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The District Meeting Presentations and Responses

A presentation of the 2004 Long Range Plan update was made at each of the District
Meetings. Questions and comments generated from the District Meetings generally fall
into three common themes: 1) fiscal concerns, 2) multi-modal concerns and, 4) requests
for copies of the draft Long Range Plan. The INDOT Hearing Section published a record
of the District Meetings entitled, INDOT 2004 Transcript District Meetings. The publication
includes copies of the letters of invitation, the mailing lists, a listing of those in attendance
at each District Meeting, copies of the presentations, and the written comments received
by the Hearing Section.

1) Fiscal Concerns:

Written comments were received expressing concern that the twenty-five year fiscal
forecast was too optimistic.

The response to this series of comments was that the plan is a long range planning tool
and that INDOT will continue to monitor fiscal conditions and update the plan on a
periodic basis, as may be warranted to address changing conditions. As this process is a
long-term, 25-year effort, short falls in the near term may be offset by funding in excess of
expectations in the longer-term future. The best available data on actual historic funding
trends, as provided by INDOT’s Division of Budget and Fiscal Management, was used to
create and support the fiscal forecast.

2) Multi-modal concerns:

A common theme was expressed over the need for multimodal transportation
improvements to supplement the improvements to the highway system.

In response to multi-modal concerns, it was noted that the 1995 Multimodal Transportation
Plan would be updated in the near future. That plan’s update would better serve and
focus on multimodal needs. It was also noted that INDOT, through its Division of
Multimodal Transportation, has conducted an active program with a high-speed rail
outreach effort, bicycle and pedestrian planning, and development of scenic trails. These
efforts have been documented where possible in the 2030 plan update and will be
addressed in greater detail in future plan updates.

3) Requests for copies of the draft Long Range Plan:
There were frequent questions asking for copies of the draft Long Range Plan.

For broad distribution of the plan and related planning documents, INDOT has been
relying upon the Internet to provide copies of the plan to the general public. A limited
distribution of the full report will be provided to the District Offices and planning partners
both at the MPO and RPO organizations and at selected public libraries throughout the
state. It was also stressed that the full version of the plan will be maintained on the INDOT
web site.
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Specific Revisions to the Plan Document

General Questions Received on the Plan:

Throughout the process of updating the Long-Range Transportation Plan to a 2030
planning horizon, INDOT has communicated the long range plan development process to
state transportation professionals, local elected officials, and the public at MPO
conferences and the Purdue Road School. In addition, comments were provided by local
elected officials and the public in the Program Development Process. The MPOs provide
local input in urbanized areas, the RPOs provide local input in the more rural areas and
the NQI survey offers public opinion concerning conditions of the National Highway
System in our region. Moreover, the Planning Assessment Study provided public
participation in the form of focus groups and the futures symposium.
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Chapter

4

INDOT 2030 Long Range Plan

Multimodal Coordination

Although this plan focuses primarily on highways, mulitmodal considerations are a basic component of all
corridor studies. In urban areas represented by an MPO, INDOT relies upon the cooperative and
comprehensive planning process to evaluate multimodal considerations. For major inter-city corridors, the
INDOT study process considers multimodal transportation issues in cooperation with our Division of
Multimodal Transportation.

The 1995 Multimodal plan covered all transportation modes, and this chapter provides a brief update of
changes in transportation modes completed since 1995. Summaries of various planning studies found
below provide an update to the multimodal component of the 1995 plan.

Intermodal Management System

In 1995, INDOT began work on an Intermodal Management System which identified improvement
strategies for the efficient transfer of goods and services between the more traditional single modes of
transportation. The development of a management system was initiated by the 1991 Intermodal Surface
Transportation Efficiency Act (ISTEA) requirement for six statewide management systems. The intermodal
management system was intended to provide a better understanding of the integration between modes of
transportation and address the recent advances in market-based intermodal transportation services in
reducing the cost of transportation services. In order to increase INDOT'’s understanding of the movement
of passengers, goods and services, two advisory committees were established to provide policy guidance
to the intermodal study. The freight subcommittee represented a wide range of transportation providers
including railroad, trucking, maritime ports, pipeline, and air freight representatives in addition to specific
commodity interests such as Indiana Farm Bureau, the United States Postal Service, the Petroleum Council
and the coal industry. The passenger transportation subcommittee had representatives of passenger
railroads, including high-speed rail interests, commuter rail, transit representatives, the AAA Hoosier Motor
Club, and airline service providers. The advisory committees provided for the establishment of
performance measures, the identification of intermodal deficiencies, and the development of improvement
strategies and actions.

Intermodal Facilities

The Intermodal Management System (IMS) developed improvement strategies to address the highest
ranking intermodal deficiencies. A major focus of the IMS was to improve the connectivity between the
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major intermodal facilities (airports, inter-city bus and passenger rail stations, commuter rail terminals,
rail/truck transfer yards, port facilities and container freight transfer terminals) and the officially designated
National Highway System. Two categories of intermodal facilities were identified, the facilities of National
significance for inclusion into the national transportation system, and facilities of statewide significance for
statewide planning purposes. The placement of an intermodal facility into each category is based upon
criteria including passenger volume, airplane passenger enplanements, truck traffic volumes, and freight
volumes (tonnage or twenty foot equivalent units).

Figure 4-1
Intermodal Facilities of National Significance

Airport (Passenger and Freight) Indianapolis International
Airport (Passenger) South Bend Michiana Regional
Airport (Passenger and Freight) Fort Wayne International
Airport (Passenger) Evansville Regional
Airport (Passenger) Gary/Chicago International
Inter-city Bus Tri-State Coach
NICTD Commuter Rail Station Hammond
NICTD Commuter Rail Station East Chicago
NICTD Commuter Rail Station Gary Metro
NICTD Commuter Rail Station Dune Park
Rail / Truck Intermodal Indianapolis Avon Yard
Rail / Truck Intermodal Fort Wayne Triple Crown
Ports Burns International Harbor
Ports Southwind Maritime Centre
Ports Clark Maritime Centre
Ports USX Steel

Figure 4-2
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Intermodal Facilities of Statewide Significance

Airport (Passenger)
Airport (Passenger)
Airport (Passenger)
Airport (Passenger)
Airport (Passenger)
Airport (Passenger)
Airport (Passenger)
Amtrak Station
Amtrak Station
Amtrak Station
Amtrak Station
Amtrak Station
Amtrak Station
Amtrak Station
Inter-city Bus Station
NICTD Commuter Rail Station
Park N Ride

Ports

Ports

Ports

Rail / Truck Intermodal
Rail / Truck Intermodal

Rail / Truck Intermodal

Facility Name

Purdue University, West Lafayette
Clark County

Eagle Creek Airpark

Elkhart Municipal

Monroe County

Anderson Municipal

Kokomo Municipal

Indianapolis

Hammond

South Bend

Elkhart

Waterloo

Lafayette

Garrett

Indianapolis—Union Station
South Bend

Indiana University—Bloomington
Inland Steel

LTV Steel

Newburgh Mulzer Stone
Roanoke General Motors Facility
Evansville CSX

Hoosier Lift—Remington
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Indiana is served by a well-developed aviation system. The system has been continuously developed over
the years using federal, state and local resources. Each airport serves an important role and interacts with
the other facilities in measurable ways. The system provides access for business, tourism and recreation.
The following section describes Indiana’s existing aviation system.

Facilities: Indiana’s existing aviation infrastructure includes over 110 public-use airports and close to 600
private-use facilities. Of the public use facilities, 69 are identified in the Indiana State Aviation System Plan
(ISASP) as being of “statewide importance.” (See Exhibit 1) Approximately three-fourths of all Indiana’s
aircraft are based at “System Plan” facilities. Of the facilities in the ISASP, 66 are also in the FAA’s National
Plan of Integrated Airport Systems (NPIAS). An airport’s inclusion in both the ISASP and the NPIAS means
that the facility is eligible for both FAA and State development funding.

Table 1. Indiana Aviation Activity

Activity [ Based Aircraft Air carrier Indiana Pilots 2004
Airccraft Operations Enplanements

1990 4,150 2,458,872 3,831,272 Total 10,520
1995 4,161 2,377,833 4,159,572 Students 1,392
2000 4,599 2,307,841 4,941,812 Private 5,278
2005 4,101 2,376,268 5,600,059 Commercial 2,197
2010 4,198 2,440,796 6,346,245 Airline Transport 1,643
2015 4,293 2,493,424 7,044,067 Recreational 10

Sources: Indiana State Aviation System Plan
FAA Terminal Area Forecasts
Pilot database at www.landings.com

At present, Indiana has five airports that are classified as primary airports, or airports which enplane over
10,000 passengers per year. They are as follows: Evansville Regional Airport, Fort Wayne International
Airport, Indianapolis International Airport, South Bend Regional Airport, and Gary-Chicago International
Airport. In addition, Indianapolis International Airport and Fort Wayne International Airport are qualified
Cargo Service facilities as well.

Commercial service airports are facilities which enplane between 2,500 and 10,000 annual passengers.
Currently, Indiana has no commercial service airports. Due to congestion at large hub airports such as
Chicago O’Hare, low passenger volume flights from smaller cities are suffering because they are not as
economically profitable for the airlines as the higher volume flights from larger cities.

Airports which do not receive scheduled airline service or which enplane fewer than 2,500 passengers
annually are classified as general aviation facilities. General aviation airports service aviation needs other
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than military and commercial carrier including business flying, flight instruction, personal flying, agriculture
spraying, aerial photography, etc. This category of airport is further broken down into two groups, including
reliever airports and strict general aviation airports. Reliever airports are defined as general aviation airports
in metropolitan areas which fulfill specific congestion relief functions. These facilities are intended to reduce
congestion at large primary airports by providing general aviation pilots with alternative landing areas.
Reliever airports also provide surrounding metropolitan and suburban areas with access to air
transportation.

Indiana currently has a total of 6 reliever faciliies. These facilities provide congestion relief for Chicago
Midway Airport, Indianapolis International Airport, and Standiford Field in Louisville, Kentucky. Indiana’s
reliever airports include: Clark County Airport in Jeffersonville, Griffith-Merrillville Airport in Griffith, Eagle
Creek Airpark in Indianapolis, Metropolitan Airport in Fishers, Mount Comfort Airport in Indianapolis, and
Indianapolis Executive Airport in Zionsville.

Airports which have fewer than 2,500 annual passengers and do not provide specific congestion relief
functions are classified strictly as general aviation facilities. General aviation accounts for the majority of all
civil aircraft throughout the nation and in Indiana. The remaining state systems plan facilities fall under this
category. Exhibit 1 includes a map detailing ISASP airport locations and classifications.

Airport Access: The FAA's NPIAS planning guidelines recommend that population centers should have
adequate access to a suitable aviation facility. Adequate access is defined as a thirty-minute driving time
(20 miles) to a facility that meets the community’s needs. Nationally, the NPIAS estimates that over 97% of
the population of the United States lives within twenty miles of a NPIAS airport. In Indiana, an estimated
98% of the population resides within a twenty-mile radius of an ISASP facility.

Runways: Indiana’s public-use runway facilities have grown in length. The state now has 32 airports with
runways over 5,000 feet in length, making them capable of accommodating many of the business jet
aircraft.

Economic Impact: According to the Aviation Association of Indiana, the total 2003 economic impact of

Indiana’s airports was more than $4.6 billion. Additionally, more than 18,900 people are employed at
Indiana Airports.

55 DECEMBER 15, 2004



Exhibit 1: System Plan Map

Airports in the Indiana State Aviation
System Plan
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Indiana State Aviation System Plan Goals: As Indiana’s aviation infrastructure grows, the mission of the
Indiana Department of Transportation Aeronautics Section is to work to ensure a total fulfillment of safety
and security standards and the promotion of an environment which ensures sustained airport development
for current and future needs. Aviation planning goals of the Indiana Department of Transportation focus on
the safety, security, preservation, and congestion relief of the aviation system while continuing to meet air
travel demands. Specifically, the aviation planning goals are as follows:

= To develop, preserve, and enhance an airport system which is safe and reliable and meets the current
and future air travel demands of all of Indiana residents, those doing business within the State and visitors
to the State.

Preservation and enhancement should focus on maximizing the use of federal and state airport
development funds.

Preservation and enhancement of the capacity of our existing airport system should occur without creating
or intensifying competition between existing individual facilities.

Preservation and enhancement of the utility of our airport system should occur through sensible, justifiable,
cost effective development which increases airport capability while minimizing negative impacts where
practical.

Airport pavements should be maintained to a minimum service level consistent with the classification of the
airport.

Airport utility should be maintained or enhanced to meet instrument approach capabilities appropriate to the
classification of the airport.

= To promote security through communication, education and facility enhancement to protect airport
users and visitors.

Communication procedures should be enhanced to disseminate important security information to airports
quickly and efficiently.

Education should focus on encouraging airport operators and users to be vigilant at all times and report
suspicious activity to the appropriate law enforcement agency.

Facility enhancement should focus on promoting systems to limit access to aircraft, aircraft ramps, parking
facilities, hangars and fuel storage areas.

= To promote aviation safety through the fulfillment of State Statutory Obligations.

All private and public-use landing facilities (airports, heliports, ultra-light flight parks, and sea-plane bases)
are to be inspected and/or certified as required by 105 IAC 3-3. Through this inspection process, the
Aeronautics Section strives to maintain a high level of safety within the aviation system.

All tall structures which fall under the Indiana Regulation of Tall Structure, 1.C. 8-21-10, are to be processed
for permits. This is to provide for the safety, welfare and protection of persons and property in the air and

on the ground, while maintaining electronic communications within the state.

= To provide adequate airport access to all of Indiana’s population.
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All Indiana citizens should be within 30 minutes (20 miles) of an Indiana State Aviation Plan airport.

Airport Improvement Funding: The primary purpose for developing the Indiana State Aviation System
Plan, and maintaining the information that supports it, is to provide information to policy makers for the
purpose of guiding public investment. The System Plan serves as an eligibility guideline and as a long-term
view of capital development needs. It provides a snapshot of the health of the entire system. This
snapshot allows policy makers to identify the geographic regions and airport facilities that are experiencing
growth, as well as to prevent any surprises for airport construction needs related to capacity shortfalls or
facility deterioration. A capital spending plan to meet the needs of Indiana’s aviation infrastructure is
established through the development of a Capital Improvement Program.

The basic purpose of the Capital Improvement Program (CIP) is to maintain an airport specific, short-term
listing of development needs and budget for those needs. This listing is used to identify project costs and to
match state and federal financial resources to construction projects according to state and federal
development priorities.

Airport Development Funding

Airport development funds come from a combination of federal, state and local sources. The federal
program is the largest while local funds come from the most diverse sources. While all levels of
government are involved in funding airport development projects, by far the largest source of funds is
derived from excise taxes on aviation activity. In other words, the users of the system pay for its operation,
upkeep, and development.

The National Priority System (NPS): One of the factors that influence an airport’s ability to obtain federal
funding is the FAA’s National Priority System. The objective ranking system for federally funded projects
prioritizes six general categories; Safety and Security Projects, Preservation Projects, Standard Projects,
Upgrade Projects, Capacity Projects, and New Airport Construction. The NPS takes into account project
type and airport utility. In this way, the needs of small general aviation airports can be weighed against
large commercial airports.

Federal Funding Sources: Federal funds make up the largest source of funds for airport development in
Indiana. The Airports and Airway Trust Fund is the mechanism that funds the Federal Aviation
Administration’s Airport Improvement Program. The trust fund is supported by excise taxes levied on airline
tickets, non-commercial aviation fuels, airfreight shipments and departing international airline passengers.

Three basic types of federal funds are available for airport construction from the Airport Improvement
Program (AIP). These fund types include entitlement funds, state apportionment funds, and discretionary
funds. The category of funding for which an airport applies is determined by activity levels. AIP grants are
normally issued for 95% of the project cost while the state and local participants provide 2.5% each.

Entitlement Funds: All primary airports receive entitlement funds based on the number of passengers
enplaned at their facilities. The minimum entitement amount is $1.0 million. If an airport elects to use
entittement funds for projects with low scores in the National Priority System, they may jeopardize their
chance of obtaining discretionary funds that fiscal year.

General Aviation entitements, dubbed Non-Primary Entitlements (NPE), were created by the Aviation

Investment and Reform Act for the 21% Century (AIR-21) legislation and renewed by the Century of Aviation
Reauthorization Act (Vision 100). This entitlement is allocated to all general aviation airports meeting FAA
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eligibility requirements and included in the NPIAS. Vision 100 authorizes the NPE through 2007. Funding
amounts have been set at $150,000 per year or 1/5 of the eligible costs as listed in the NPIAS, whichever is
less. Although authorized, the NPE only kicks in if the total appropriated amount in the National Airport
Improvement Program reaches the threshold of $3.2 billion. Vision 100 Authorizes $3.5 billion in 2005, $3.6
billion in 2006 and $3.7 billion in 2007.

Although INDOT administers matching grants (usually 2.5%) to these entitlements, the actual federal grant
portion goes directly to the receiving airport, and is not administered through INDOT.

State Apportionment Funds: Airports eligible for state apportionment funds include commercial service
airports and general aviation airports. State apportionment funding levels averaged $5.2 million for the
period 2002-2004.

Discretionary Funds: All eligible airports must compete for discretionary fund grants on a nationwide basis
with all other airports. Although the FAA uses the National Priority System to help evaluate projects,
whether or not a project is selected for discretionary funds occurs at the option of the FAA. Requests for
Airport Improvement Program dollars greatly exceed the amount of available federal funds.

State Funding Sources: The State of Indiana also provides funds for airport development. State airport
development funds are drawn from the Indiana General Fund and the Build Indiana Fund, and are
administered through the Aeronautics Section of INDOT. Unlike Indiana’s public transit and railroad
programs, which derive funding either from state sales tax, gasoline taxes, or other dedicated sources,
there is no dedicated revenue source for aviation system development or infrastructure investment.
General Fund and Build Indiana Fund (BIF) appropriations are made by the Indiana General Assembly and
are the two primary funding mechanisms.

The State Matching Grant program, funded from the Indiana General Fund, provides for matching federal
grants. Grants are issued under this program to provide a matching share for grants under the Federal
Airport Improvement Program.

The State/Local Grant program, funded by BIF, is used to fund projects for which federal funds are not
available. This program divides development costs between state funds (50%) and local funds (50%).
Projects in the State/Local program are selected by state priority system, which emphasizes safety and
preservation.  Biennial expenditures for the State/Local matching program have historically been
approximately $2 million. This program has been suspended for 3 years due to budgetary considerations.

The Airport Development Revolving Loan Program was created by the legislature in 1990. To date, this
program has not been funded.

Local Funding Sources: Local airports sponsors provide the balance of funds for aviation infrastructure
development. Local share is usually 2.5% for Federal Airport Improvement Program grants and 50% for
State/Local grants. Local taxes, bond issues, airport revenue, and private investments are all potential
sources for local share.
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Future Aviation Needs

Federal and State Funding: One of the difficulties in planning for aviation infrastructure development is
the lack of consistent multi-year funding programs on both the federal and state levels. Vision 100 includes
multi-year funding, but it has significant gaps. It contains language to encourage the appropriation of all
funds authorized each year, but it does not require or guarantee that this will occur. Additionally, it expires in
2007. Several provisions of Vision 100 depend on the ability of Congress to fully fund the authorized
amounts.

The same difficulties that exist in consistent multi-year funding at the federal level also exist at the state
level. Aviation infrastructure is funded out of General Fund appropriations by the Indiana General
Assembly. This means that a new request must be made each biennium for funding the State Matching
Grant program and the State/Local program. Aviation is the only mode of transportation that does not have
a dedicated source of funds for development. All other modes are able to access the state gasoline tax or
the state sales tax to fund permanent development accounts. Because of unpredictable federal and state
funding amounts, INDOT and the FAA employ a 5-year planning period for airport development projects.

Future Project Requests: According to the FAA NPIAS, 5-year capital development costs for Indiana
airports are estimated to be approximately $794 million. Additional major improvements are being
requested by both Indianapolis International Airport (midfield terminal) and Gary/Chicago (terminal and
runway extension). If these projects are included, total needs for Indiana airports exceed $1.98 billion.

Some of the more prominent projects identified in airport master planning efforts at some of Indiana’s
primary airports include the following:

Indianapolis International Airport requires a new midfield terminal and associated facilities, as well as an
additional runway.

Gary/Chicago Airport has sufficient infrastructure and is suitably positioned to be the third major airport
serving the Chicago area, but needs runway extensions, a new terminal and other development to meet
future demand.

South Bend-Michiana Regional Airport shows a need for additional terminal and cargo area ramp
construction, runway extension and roadway relocation.

Evansville Regional Airport shows a need for a crosswind runway extension and general aviation apron
reconstruction.

Fort Wayne International Airport shows a need for additional airfield rescue and firefighting equipment, a
new security system and an expanded terminal apron.

When High Speed Rail becomes is established in Indiana, these primary airports can serve as appropriate
multi-modal facilities at which to locate the stations. Otherwise, convenient links to these facilities will be
necessary.

Another cost identified for Indiana airports involves accessibility. A major goal for the Indiana State Aviation

System Plan as a whole is to improve safety and accessibility to airports under poor weather conditions.
Cloud base altitudes and visibility minimums at which a given airport should be able to safely accommodate
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air traffic are identified in the Indiana Approach Procedures Assessment. An estimated $2.1 million in
establishment costs is needed to reach these target instrument approach capabilities.

Summary

Despite lacking consistent or dedicated funds for airport development, Indiana has succeeded in
maintaining and improving a strong aviation system. Since 2001, airport employment and economic impact
have increased 10 percent. Aviation continues to play an increasing role in business in Indiana. General
aviation airports provide a vital link for businesses across the state. As congestion at major hub airports
worsens, it is more important than ever to plan for the future. To ensure a safe, secure, and efficient
transportation system that can serve as an economic engine for Indiana, aviation must be developed and
enhanced at every opportunity.

Bicycle and Pedestrian Programs

Bicycle and pedestrian facilities are gradually becoming a meaningful part of the transportation network in
Indiana. Valued for their potential health benefits and positive effects on air quality, walking and bicycling
now represent the chief non-motorized forms of transportation available for both utilitarian and recreation
purposes. As alternate modes of travel, facilities for walking and/or bicycling are effective means of
attaining social, environmental, land use and energy conservation goals.

Planning for bicycle and pedestrian facilities is a relatively new function within the Indiana Department of
Transportation. Historically, most bikeway and pedestrian-related planning has been conducted at the local
level in Indiana. Under ISTEA however, a shift began to take place where INDOT, in coordination with non-
motorized transportation stakeholders, began to focus more resources towards the planning and
development of non-motorized transportation infrastructure. INDOT's policy towards bicycle and pedestrian
transportation grew out of a joint coordination effort between the Indiana Department of Commerce, the
Indiana Department of Natural Resources (DNR), the Indiana Bicycle Coalition and the Hoosier Rails-to-
Trails Council. After careful deliberation, the following policy statement emerged from the coordination
effort:

“INDOT will support non-motorized modes of travel as a means to increase system
efficiency of the existing surface transportation network, reduce congestion, improve air
quality, conserve fuel and promote tourism benefits. INDOT will work to remove
unnecessary barriers to pedestrian and bicycle travel.”

The Indiana Trails 2000 Program is a comprehensive effort by the Indiana DNR to define linear recreation
corridors throughout the state. The mission of the program is “to provide direction for trail development
efforts in Indiana at the local, regional and state levels.” The state trails plan is intended to be a resource
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that is useful not only to DNR, but also to other agencies and trail advocates. According to the DNR, the
plan is not a trail users guide, but rather a guide for trail providers developed by trail users.

The planning process began in January of 1993. Through a series of meetings and mailings, members of
the planning group developed and prioritized goals and objectives for the state trails plan. Participants in
the program included a wide array of interest groups and enthusiasts. Among those attending meetings
and helping to form alternatives and recommendations to benefit trail groups were: 4-wheel drive riders,
equestrians, bicyclists, off-road motorcyclists, snowmobilers, all terrain vehicle riders, water trail users,
users with disabilities, hikers and walkers, environmentalists and conservationists, and local park/recreation
agency representatives. The goals identified by the Trails 2000 Program read as follows:

Acquire more land for trail use;

Develop trail networks which allow for multiple uses and promote alternative transportation;
Set and adhere to trail design, construction and maintenance standards;

Provide information on trail systems; and

Ensure long-term management planning.

The final report Indiana Trails 2000, was released in June of 1996. State trails planners also participate
with INDOT in bicycle-pedestrian policy and strategy formation and serve on the interagency committee.
As a means to reinforce the efforts of both agencies to improve bicycle and pedestrian transportation in the
state, it is INDOT’s intention to increase cooperation with the Department of Natural Resources where
mutual interests in bicycling and pedestrian activity exist.

Indiana Port Commission

The Indiana Port Commission was created by act of the General Assembly in 1961 and is charged with
promoting the agriculture, industrial and commercial development of the state through the establishment of
port facilities upon Indiana’s navigable waterways and developing and marketing a statewide network of
Foreign-Trade Zones.

Indiana’s port system is comprised of three public facilities: Burns Harbor; Southwind Maritime Centre and
the Clark Maritime Centre. Indiana’s International Port at Burns Harbor on the Lake Michigan shoreline in
Porter County was dedicated in 1970. Southwind Maritime Centre on the Ohio River, just east of Mt.
Vernon, Indiana, began operations in 1976. Clark Maritime Centre, in Clark County also on the Ohio River,
opened in 1985.

The Indiana port system provides major intermodal terminals for commodity movements, combining
waterborne modes with highway and rail access. Industrial sites have been developed at each port for the
location of firms directly engaged in marine transportation or for those firms seeking proximity to multi-modal
terminal facilities.

The Indiana Port Commission maintains an internet web site at http://www.portsofindiana.com which
provides information on the Indiana port system.
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Public Transit

Indiana does not have a state owned and operated public transit system. All of the systems are either
owned or controlled by local units of government, which are solely responsible for making all operating
decisions. The state's major function is to distribute financial assistance, manage grant programs, and
provide technical assistance and planning support.

State transit policy has traditionally been set by the Indiana General Assembly and has been in response to
changes in federal policy. State policy has been limited to municipally owned bus and commuter rail transit
services, and to a lesser extent for specialized transit provided by social service agencies.

The Indiana Department of Transportation (INDOT) Public Transit Section's mission is to improve personal
mobility and quality of life through the preservation and enhancement of passenger transportation systems.
This mission is carried out through the following objectives:

1. Improve access to employment, services, education, and recreation for all Indiana citizens.
2. Increase modal choices through high occupancy, shared-ride travel options to provide every
community with a broad range of transportation options.

3. Support affordable modal choices for all Indiana citizens.

4. Encourage energy conservation.

This document, a section of the INDOT 2025 Transportation Plan, will describe the public funding history of
transit in Indiana, provide an overview of the status of public transit in Indiana today, and plans for the
future.

A Brief History of Public Transit in Indiana

As mentioned in the Introduction, the first piece of transit-related legislation passed by the Indiana General
Assembly in 1965 was the Indiana Urban Mass Transportation Act. This legislation enabled communities
to form independent property taxing districts to maintain and improve transit services. The Act was also
significant in that it set the framework in which state government viewed public transit for the next decade;
namely, that transit was a local concern that needed to be addressed with local resources.

In 1975 the state became directly involved in local public transportation through recommendations from the
Indiana Mass Transportation Study Commission of the General Assembly.  Actions taken included
providing matching funds for federal funding and establishing the Division of Public Transportation to
manage the program and provide technical assistance to localities interested in improving or establishing
transit service.

The Institute for Urban Transportation (IUT) at Indiana University, Bloomington, staffed the state program
under contract with the Governor's Office. Known as the Indiana Mass Transportation Improvement
Project, IUT focused on helping municipalities apply for a growing source of federal funds and limited state
assistance to recapitalize aging transit fleets and to offset operating losses. At this time the state matching
grant program received an annual appropriation of $2 million from the state's General Fund.

In 1978, Congress passed a new grant program for small cities, towns, and counties patterned after its
program to larger cities; and states were required to manage the program on behalf of these smaller
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systems. In response, the Indiana General Assembly appropriated state funds in state fiscal year 1979 to
staff a Division of Public Transit within the State Planning Services Agency.

The Public Mass Transportation Fund

In 1981, the General Assembly created the Public Mass Transportation Fund (PMTF). This fund came
from a dedicated portion (0.76%) of the state sales tax, and more than doubled the state's annual
appropriation to transit. At the time, Indiana was one of only a few states that had dedicated funding. This
was no small achievement given the state's predominantly rural composition and long standing policy that
transit was a local issue.

The following chart illustrates the amount of funding the PMTF has provided since its beginning in 1981.
The PMTF has risen from $9.5 million in 1981 to $30 million in 2005.

Figure 4-3
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The PMTF remained a federal matching grant program, with most of the assistance going to the bus
systems in the state's major urban areas; and to the Northern Indiana Commuter Transportation District,
which subsidized the South Shore commuter rail service between South Bend and Chicago. This
additional state funding, coupled with a growing federal program, fostered the emergence of new state
supported transit systems; increasing the number from 18 public systems in 1980 to 53 in 2004.

In 1996, INDOT carried out an in-depth study of the PMTF Allocation with the objective to create a rational
and equitable mechanism for the distribution of state operating assistance to public transit providers in the
state. The objective was accomplished through an extensive process involving the affected transit systems
and a steering committee to direct and fine-tune the study to the specific elements of the formula. The final
recommendations reward the transit systems that are best serving their customers and providing cost-
effective service to their communities, and provide incentives and time for all systems to improve. The
resulting PMTF formula is summarized as follows:

1) The formula provides a set-aside to the Northern Indiana Commuter Transportation District (NICTD) of
12.34%.
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The decision to fund NICTD separately resulted from concern that it was not reasonable to compare motor
bus transit systems to commuter rail service. This set-aside does not provide NICTD with any more money
than they would receive by being included in the formula. It also allows for a more rational peer-based
performance comparison among the rest of the transit systems.

2) The remaining 87.66% of the total allocation is then distributed to the motor-bus transit systems. These
systems are divided into four peer groups: Large fixed-route, Small fixed-route, Urban Demand Response
and Rural Demand Response systems. PMTF funds are allocated to each group based on the group
percentage of total operating expenses. See the following section, Public Transportation Statistics for a
description of the peer groups.

3) Funding is allocated within each group based on performance, as follows:

m 1/3 Passengers per Operating Expense, measured as passengers carried divided by operating
expense, weighted by passengers

m 13 Miles per Operating Expense, measured as total vehicle miles operated divided by operating
expense, weighted by total vehicle miles

m 1/3 LDI per Operating Expense, measured as locally derived income (LDI) divided by operating
expense, weighted by LDI*

*  Locally Derived Income consists of: 1) System revenue, including fares, charter, advertising and all
other auxiliary and non-transportation revenues; 2) Taxes levied by, on behalf of, the transit system, and 3)
Local cash grants and reimbursements including local general fund, unrestricted state/federal funds (i.e.,
federal funds eligible to match Section 5311 funds), property, local option income, license excise and
intangible taxes, bank building and loan funds, local bonding funds, and other locally derived assistance.
LDI does not include contra-expenses, (e.g. expense refunds such as motor fuel tax), or in-kind volunteer
services.

4) The formula imposes an allocation cap, limiting PMTF funding for each system to 50% of actual
operating expense. The operating expense is not the three year average as used in the remainder of the
formula. Instead, the cap compares current PMTF funding (for example, for CY 2000), to the actual
operating expense reported for a single year two years prior (in this example, 1998). Typically, data from
two years prior is the most current data available. Funds released due to the imposition of the cap are
reallocated within the system’s group, based on each non-capped system’s allocation as a portion of the
group allocation.

The purpose of the new formula is to "reward" systems for increasing ridership, keeping operating
expenses minimal, and providing substantial locally derived income. PTS project managers are
responsible for tracking these statistics and assisting the operator as problems or concerns arise.

Public Transportation Statistics

In calendar year 2004, there were 53 public transit systems providing service in Indiana. These systems
represent a wide array of service delivery characteristics such as fixed-route, demand response, and
commuter rail service. The transit systems are divided into 4 Peer Groups that are distinguished by total
vehicle miles, whether the service operates in an urbanized or non-urbanized area, and the proportion of
fixed-route compared to demand response service.
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Group One: Large Fixed Route Systems

Transit systems in Group One are large fixed route systems that operate an average of more than one
million total vehicle miles per year, with more than 50% of the total vehicle miles operated in fixed route
service. Bloomington Public Transportation Corporation joined Group One in 2003.

The eight transit systems in Group One provide service to more than 1.7 million Indiana residents,
approximately 29% of the stat’s population. The populations of the service areas served by Group One
systems range from 67,430 in Muncie to 904,219 in Indianapolis.

Service Area

System System Name Service Area Population
Bloomington Public Transportation
Bloomington  Corporation Bloomington Metropolitan Area 69,291
Evansville Metropolitan Evansville Transit System  Evansville Metropolitan Area 121,582
Fort Wayne Citilink Fort Wayne Metropolitan Area 218,133
Gary Gary Public Transportation Corporation  Gary City Limits and Selected Corridors 102,746
Indianapolis IndyGo Indianapolis Metropolitan Area 904,219
Lafayette, West Lafayette Metropolitan Area,
Lafayette CityBus & Purdue Campus 123,046
Fixed Route/City Limits - Demand
Muncie Muncie Indiana Transit System Response/City Limits 67,430
South Bend Public Transportation
South Bend Corporation South Bend & Mishawaka Metropolitan Area 154,346
Total 1,760,793
Total Indiana Population 6,080,485
Percent of Indiana Population 29%

In 2003, Group One transit systems provided more than 25.6 million passenger trips. Total ridership for the
Group One systems increased 6.57% percent in 2003. Seventy-five percent (75%) of the systems had
ridership increases between 1.66% and 10.51% percent, while 25% had ridership decreases between
1.09% and 2.77%. Ridership among Group One systems ranged from 1.2 million trips to 11.3 million trips.

The total vehicle miles operated by Group One transit systems increased in 2003. Total vehicle miles
increased by 4.32%, from 20.2 million miles in 2002 to approximately 21.1 million miles in 2003. Seven of
the eight systems operated more total vehicle miles this year. In 2003, total vehicle miles for the group
ranged between 1.0 and 11.0 million.

Total Ridership Total Vehicle Miles
System 2003 2002 Z‘f‘;":;; 2003 2002 Zﬁ:‘:;;
Bloomington | 2,070,321 1,993,675 3.84% 1,053,999 1010652  4.29%
Evansville 1,588,160 1,562,278 1.66% 1,418,046 1,396,805 1.52%
Fort Wayne | 1,557,321 1,438,431 8.27% 1,709,064 1,687,641 1.27%
Gary 1,289,824 1,304,092 -1.09% 1,085,395 1,158,607 6.32%
Indianapolis | 11,324,573 10,247,493 10.51% 11,047,044 10,386,718 6.36%
Lafayette 3,910,057 3,578,716 9.26% 1,605,140 1,519,857 5.61%
Muncie 1.351,615 1,313,964 2.87% 1,255,501 1,233,142 1.81%
South Bend | 2,554,384 2,627,101 2.77% 1,924,147 1,831,001 5.09%
Total 25,646,255 24,065,750 6.57% 21,098,336 20,224,423  4.32%
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The following charts exhibit several transit performance indicators and provide a comparison among Group
One systems. In 2003, the average operating expense per passenger trip for Group One systems was
$3.27. The cost per trip varied from $ 1.64 to $4.75. Among the urban systems, the average operating
expense per vehicle mile was $4.08 in 2003. The individual systems’ cost per mile ranged from $3.45 to
$5.65.

In 2003, the ratio of locally derived income to operating expense varied from $0.42 to $0.65. This means
that for every dollar of expense, between $0.42 and $0.65 of revenue came from local sources such as
fares, charter revenue, and local assistance. Similarly, the fare recovery ratio measures the amount of the
total operating expense that is covered by the passenger fares. Among the urban systems, the average
fare recovery ratio was 17% while the individual systems’ actual fare recovery ratios ranged from 5% to
24%.

Group One: Operating Expense Per Passenger Trip Group One: Operating Expense Per Total Vehicle Mile
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Group Two: Small Fixed Route Systems

Group Two systems are small fixed route systems that operate less than one million total vehicle miles per
year, with more than 50% of the total vehicle miles operated in fixed route service.

The nine (9) transit systems in Group Two provide service to more than 471,000 Indiana residents,
approximately 8% of the state’s population. The sizes of the service area populations range from 31,320 to
88,185. The average service area population served by Group Two systems is 52,338.

Service Area

System System Name Service Area Population
Anderson City of Anderson Transit System Anderson City Limits 59,734
Columbus Columbus Transit Columbus City Limits 39,059
East Chicago East Chicago Public Transit East Chicago City Limits 32,414
Hammond, Whiting, and adjacent areas of lllinois &
Hammond Hammond Transit System Indiana 88,185
Marion City Limits, plus hourly service to Gas City and
Marion Marion Transportation System Jonesboro 31,320
Michigan City Municipal Coach
Michigan City Service Michigan City Limits and Trail Creek 32,900
Rose View Transit & Paratransit
Richmond System Richmond City Limits 39,124
TARC Transit Authority of River City New Albany, Clarksville, and Jeffersonville City Limits 86,365
Transit Utility for the City of Terre
Terre Haute Haute Terre Haute City Limits and West Terre Haute 61,944
Total 471,045
Total Indiana Population 6,080,485
Percent of Indiana Population 8%

In 2003, Group Two systems provided more than 2.2 million trips. Total ridership for the Group Two

systems decreased in 2003. Overall, total ridership decreased 0.83%.

Six (6) of the systems decreased

between 1.58% and 18.1%. Only three (3) of the systems had increases ranging between 0.58% and
13.14%. Ridership on Group Two systems ranged from 137,833 to 416,845 in 2003.
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Total Ridership Total Vehicle Miles
System 2003 2002 Percent Change 2003 2002 Percent Change
Anderson 211,837 258,640 -18.10% 501,287 491,140 2.07%
Columbus 168,207 170,912 -1.58% 281,929 265,510 6.18%
East Chicago 277,670 279,430 -0.63% 249,301 256,816 -2.93%
Hammond 361,413 339,711 6.39% 522,628 481,862 8.46%
Marion 137,833 137,035 0.58% 195,923 193,534 1.23%
Michigan City 177,887 184,940 -3.81% 254,689 256,579 -0.74%
Richmond 307,613 335,894 -8.42% 381,140 395,631 -3.66%
TARC 416,845 368,431 13.14% 612,374 548,792 11.59%
Terre Haute 158,492 161,346 -1.77% 286,421 293,430 -2.39%
Total 2,217,797 2,236,339 -0.83% 3,285,692 3,183,294 3.22%

In 2003, Group Two systems operated approximately 3.285 million vehicle miles, more than 3% more miles
than 2002. Five (5) out of nine systems in Group Two operated more miles in 2003. The number of total
vehicle miles operated by a Group Two system varied from 195,923 to 612,374 and the average number of
vehicle miles was 365,077.

The first two graphs shown below exhibit standard indicators of transit expenses per unit of service
provided. In 2003, the average operating expense per passenger trip among Group Two systems was
$5.96. The cost per trip varied from $3.13 to $10.37. The average operating cost per mile was $3.85, with
actual costs ranging from $2.52 to $5.03 per mile.

In 2003, all of the Group Two systems covered approximately 44% of their operating expenses with locally
derived income. For each dollar of expense, an average of $0.44 came from local financial sources such
as passenger fares, charter revenue, levy revenue, and local cash grants among others. The locally
derived income per operating expense ranged from $0.29 to $0.80. On average, the systems covered 9%
of their expenses through passenger fares. The Group Two fare recovery ratios ranged from 5% to 18%
(note: East Chicago does not charge a passenger fare, thus does not exhibit a fare recovery ratio).

Group Two: Operating Expense Per Passenger Trip Group Two: Operating Expense Per Total Vehicle Mile
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Group Two: Locally Derived Income Per Operating Group Two: Fare Recovery Ratio
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Group Three: Urban Demand Response Systems

The five (5) transit systems in Group Three operate in urbanized areas with populations greater than
50,000. Fifty percent (50%) or more of their total vehicle miles are operated in demand response or
deviated fixed route service.

The Group Three systems serve approximately 469,178 people. The combined service area populations
provide service to approximately 8% of the state’s population. The average service area population for
Group Three systems is 93,836. Although Elkhart and Goshen operate separate transit systems, the two
cities are defined as one metropolitan area with a combined population of 81,257.

Service Area

System System Name Service Area Population
Elkhart Heart City Rider/The Bus City of Elkhart 51,874
Goshen Goshen Transit City of Goshen and contiguous area 29,383
First City Rider/Kokomo Senior Citizen Bus
Kokomo Service City of Kokomo 46,113
LaPorte City limits and one-quarter mile

LaPorte TransPorte fringe 21,621
NWICA NWICA Transaction Lake and Porter Counties 320,187
Total 469,178
Total Indiana Population 6,080,485
Percent of Indiana Population 8%

In 2003, Group Three systems provided 567,744 passenger trips, an increase of 0.54% from 2002. Two
(2) of the systems had ridership increases which ranged between 5.99% and 7.71% percent. Ridership on
Group Three systems ranged from 17,242 to 238,847 in 2003.
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Total Ridership Total Vehicle Miles
System 2003 2002 (';ﬁ;":;‘; 2003 2002 (';ﬁ;":;‘;
Elkhart 238,847 243,224 -1.80% 1,105,619 1,053,320 4.97%
Goshen 17,242 20,603 -16.31% 94,945 106,017 -10.44%
Kokomo 104,991 97,473 7.71% 420,841 465,617 -0.62%
LaPorte 50,799 56,334 -0.83% 140,932 143,331 1.67%
NWICA 155,865 147,059 5.99% 1,046,876 705,925 48.30%
Total 567,744 564,693 0.54% 2,809,213 2,474,210 13.54%

In 2003, Group Three systems operated more than 2.8 million vehicle miles. One half of the systems had
ridership increases and one half experienced decreases. In total, vehicle miles for Group Three increased
13.54%. The systems operated between 94,945 miles and 1,105,619 miles in 2003.

The Group Three systems had an average cost per passenger trip of $9.36 in 2003. The cost per trip
increased approximately 7.34% from 2002. In 2003, the cost per trip for individual systems varied from
$7.42 to $13.44. It cost an average of $2.10 for each vehicle mile operated by the Group Three systems.
The actual operating expense per mile for the systems ranged from $1.35 to $3.15.

Through local means of generating income, the Group Three systems covered an average of $0.43 for
each dollar of operating expense. Primarily using passenger fare revenue and local cash grants, the
systems covered between $0.31 and $0.52 for each dollar of expense. Considering fare revenue alone, the
systems recovered between 15% and 37% of system expenses through passenger fares, with an average
fare recovery of 24%.
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Group Three: Locally Derived Income Per Operating Expense
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Group Four: Rural Demand Response Systems

Rural demand response systems include transit systems in urban areas with populations less 50,000 and
rural county-wide and multi-county systems with varying population sizes. These systems operate 50% or
more of their total vehicle miles in demand response or deviated fixed route service.

The thirty (30) systems in Group Four serve more than 1.3 million people. This represents 23% of the
state’s population. The average service area population is 46,026. The size of the individual service areas
is between 4,567 and 119,025 people.

Service Area

System System Name Service Area Population
Bedford Transit Authority of Stone City Bedford City Limits 13,768
Cass County Cass Area Transit Cass County and City of Logansport 40,930
Fayette County Fayette County Transit Fayette County 25,588
Franklin County Franklin County Public Transportation Franklin County 22,151
Fulton County Fulton County Transpo Fulton County 20,511
Hendricks County LINK Hendricks County Hendricks County 104,093
Huntingburg Huntingburg Transit System Huntingburg City Limits 5,598
Huntington County Huntington Area Transportation Huntington County 38,075
Jay/Randolph/Delaware | The New Interurban Public Transit System Delaware, Jay and Randolph Counties (except Muncie) 100,546
Johnson County ACCESS Johnson County Johnson County 64,048
KIRPC Arrowhead Country Public Transportation Jasper, Newton, Pulaski, Starke, and White Counties 107,187
Knox County Van-Go Knox County 39,256
Kosciusko County Kosciusko Area Bus Service Kosciusko County 74,057
Madison County Transportation for Rural Areas of Madison Madison County except Anderson 73,624
Miami County Miami Co. YMCA Miami County 36,082
Mitchell Mitchell Transit System Mitchell City Limits 4,567
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Monroe County Rural Transit Monroe, Owen and Lawrence Counties 100,645
New Castle New Castle Community Transit System New Castle City Limits 17,780
Noble County Noble Transit System Noble County 46,275
Noblesville Janus Developmental Service Inc. Noblesville City Limits 28,590
Orange County Orange County Transit Services Orange County 19,306
Plymouth Rock City Rider City of Plymouth 9,840
Seymour Seymour Transit (Recycle to Ride) City of Seymour 18,101
SIDC Ride Solution Daviess, Greene, Martin, Pike & Sullivan Counties 96,554
Dearborn, Ripley, Jefferson, Ohio and Switzerland
SIRPC Catch-A-Ride Counties 119,025
SITS Southern Indiana Transit Crawford, Harrison, Scott and Washington Counties 95,251
Union County Union County Transit Service Union County with trips to Richmond and Connersville 7,349
Wabash County Wabash County Transit Wabash County 34,960
Washington Washington Transit System Washington City Limits 11,380
Brookston, Clarks Hill, Hillsboro, Rossville, Boswell, and
Waveland Waveland Volunteer Transportation System | Waveland 5,642
Total 1,380,779
Total Indiana Population 6,080,485
Percent of Indiana Population 23%

In 2003, the systems in Group Four provided 1.418 million trips, an increase of approximately 2.65% over
the 2002 total. Twelve (12) systems had decreased ridership between 0.32% and 27.23% while eighteen
(18) systems had increased ridership between 0.1% and 57.75%. The average number of trips provided by
a Group Four system was 47,267. Group Four systems also operated significantly more miles in 2003.
The systems operated 7.7 million vehicle miles in 2003, an increase of 11.94% over 2002. Ten (10)
systems operated fewer miles than in 2002, while twenty (20) operated more miles. The number of vehicle

miles operated by Group Four systems ranged from 4,970 to 948,223.

[ | [ | | [ | [ |
Total Ridership Total Vehicle Miles
System 2003 2002 Percent Change 2003 2002 Percent Change
Bedford 69,781 76,500 -8.78% 75,572 80,710 -6.37%
Cass County 145,942 134,766 8.29% 546,459 454,324 20.28%
Fayette County 19,449 16,861 15.35% 119,180 108,636 9.71%
Franklin County 44,911 46,022 -2.41% 362,624 356,233 1.79%
Fulton County 21,919 19,048 15.07% 126,016 103,872 21.32%
Hendricks County 33,603 28,899 16.28% 157,273 139,822 12.48%
Huntingburg 2,511 2,706 -7.21% 6,151 7,192 -14.47%
Huntington County 25,439 19,805 28.45% 156,483 128,626 21.66%
Jay/Randolph/Delaware 68,491 62,090 10.31% 468,859 444,849 5.40%
Johnson Count