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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
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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.

19 DECEMBER 15, 2004



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
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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