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MOGER J. SMITH, P.E. 

January 18, 1971 

Mr. George N. Skrubb, Director 
Planning Department 
Oakland County Planning Commission 
1200 North Telegraph Road 
Pontiac, Michigan 48054 

Dear Mr. Skrubb: 

We are herewith presenting a review of transportation planning 
related to Oakland County~ ·from the review we find that four are.as 
need additional study: · 

1 ~ 

2. 

Highway planning--There appears to be a certain amount of 
disagreement betv1een the Oakland County Road Commission and 
the Transportation and Land Use Study (TALUS) findings to 
warrant a review of the differences. This review should 
also cover the divergence of Dr. Doxiadis' plan from others: 

Mass transportation--Further study is need.ed to determine 
need for and probable impa.ct of mass transportation facilities. 
The logical agency for such a study is the Southeastern 
Michigan Transportation Authority (SEMTA). 

3. Aviation--The last regional study was conducted in 1959. This 
study should be updated, probably by SEMCOG. 

4. Other transportation modes--Modes of transportation that 
appear to need study include freight railroading, trucking, 
and petroleum pipelines. All three Of these modes have 
regional aspects and probably would be best considered by 
some region al agency. 

During the course of the review I had occasion to consult with 
Mr. Dondero of your staff, staff members of the Oakland County Road 
Commission, Mr. Franklin Meyers, Executive Director of the Intercounty 
Highway Commission, and members of the staff of SEMCOG. I also 
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discussed the review with Mr. Vander Veen, Manager of the Oakland 
Pontiac Airport. The cooperation that I received was very 
gratifying. 

CSM:mjj 
Attach. 

Very-truly yours, 

REID, COOL & MICHALSKI, INC. 
Traffic Engineering Consultants 

C{~tJ,o ). Ji~L~eJ~~ 
Charles S. Michalski 
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REVIEW OF TRANSPORTATION PLAN1HNG 

RELATED TO 

OAKLAND COUNTY 

Introduction 
This review was undertaken at the request of the Oakland County 

Planning Commission for the purpose of evaluating studies that were 
conducted to delineate the transportation requirements of the 
Detroit Metropolitan area and to provide an analysis of the adequacies 
and inadequacies of these studies to enable the County of Oakland to 
complete its preparation of Phase I of its County Comprehensive Plan 
relating to transportation. Specific purposes of the review are: 

1. Determination of what is lacking from the point of view of 
Oakland County to enable the county to prepare a comprehensive 
transportation plan. 

2. Identification of what additional transportation information 
is needed to help Oakland County. · 

3. Identification of obvious unresolved discrepancies among 
major thoroughfare alignments as they affect local 
communities. 

4. Description of all modes of transportation that have been 
inadequately studied and recommendations regarding remedies 
available. 

The review covers the following studies: 
1. Transportation and Land Use Study (TALUS). Now being 

continued by SEMCOG. 
2. The Urban Detroit Area (UDA) Study sponsored by The Detroit 

Edison Company and conducted by Doxiadis, Associates. 
3. The Michigan Department of State Hi gh1t1ays, Periodic Hi ghviay 

Needs Study currently nearing completion and route location 
studies. · 

4. The Intercounty Highv:ay Commission planning for a consistent 
pattern of regi ona 1 hi gh1·1ay rights-of-way and conformance of 
intercounty alignments. 

5. The Oakland County Road Commission's highway plans for 
county rights-of-way. 

6. Individual city thoroughfare and parking studies conducted 
by Reid, Cool & Michalski, Inc. 

7. 
8. 

Transit and bus system studies for SEMTA. 
A small number of airport studies mostly for general aviation. 
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Background 
Time allotted for this review did not permit a thorough ~esearch 

of past transportation planning for Oakland County. One of the early 
plans that had a profound and still visible effect on the Detroit 
Metropolitan area v1as the Master Plan for Detroit and Environs 
prepared in 1925 by the City Planning Commission and the Rapid 
Transit Commission of the City of Detroit in collaboration with the 
road commissions of Wayne, Oakland and Macomb Counties. This plan 
called for a system of super highways in 204-foot rights-of-way 
superimposed on a grid of major thoroughfares in 120-foot rights-of-
way Spaced at tvJO mile intervals and secondary thoroughfares in 86-
foot rights-of-way at intervening one mile points. 

The pl an covered only that part of Oakland County within a 15 
mile radius of Detroit's City Hall but it set the pattern for 204-foot. 
super hi ghviays in the county including Grand River Avenue, Northwestern 
Highway, Te 1 egraph Road, ~Joodi·Jard Avenue, Stephenson Highway, and 
Eight Mile Road. However, two of the super hi ghv1ays that did not 
materialize in the county were Sunset, which was to be located midway 
between Woodv-1ard Avenue and Northv1estern Hi ghviay, and Eleven Mile Road. 
Had Eleven Mile Road developed as a 204-foot super highway, it is quite 
probable that the alignment of the I-696 Freeviay could have been 
resolved with far less pain than was experienced during the recent 
long and arduous proceedings. 

The next most significant highwaj traffic plan that affected 
Oakland County v1as the Detroit Metropolitan Area Traffic Study v1hi ch 
was undertaken in 1953 and completed in 1955. In 1957 Congress 
enacted a law establishing the national system of interstate and 
defense highways which initially called for construction of 42,000 
mil es of freev1ays and was to be financed out of a s peci a 1 trust fund 
from wnich states would be imbursed to the extent of 90 per cent of 
costs incurred in construction of the highways. As a result of this 
law, the process of establishing alignments for and programming 
construction of freeviays was greatly accelerated. The I-75, I-96, 
and I-696 Freeways are visible results of the new program. 

Current Highway Planning 
Highway planning activity relating to Oakland County is currently 

being carried on in at least six identifiable levels of governmental 
hierarchy. Basic high1-Jay planning as it relates to the county is the 
responsibility of the Oakland County Road Commission. The Commission 
has developed a master right-of-way plan which is being implemented 
through a cooperative venture of municipal, tm·mship, intercounty, and 
state agencies. The master plan has been submitted to and approved by 
the Intercounty Highi-Jay Commission of Southeastern Michigan. The plan 
includes inputs from the Michigan Department of State Highways with 
respect to state trunkline routes and freeways. In order to effectuate 
the plan the Road Commission is seeking endorsements from local 
governments in form of offi~ial resolutions. 
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The master plan calls for a highv1ay netv1ork that would be 
accommodated to a substantial extent in 120-foot rights-of-way. In 
corridors where traffic demands are at high levels or expected to 
be· at high levels, 204-foot rights-of-way are indicated. The 204-
foot rights-of-\'1ay is also indicated in the northern and v1estern 
fringes of the county to permit development of parkway-1 i ke settings 
for the road\'1ays. Presumably these hi ghvrays would serve the needs 
of recreational travel. 

In 1965 the Detroit Regional Transportation and Land Use Study 
(TALUS) was initiated. This study covered six counties in the Detroit 
Metropolitan area, including Oakland County. In August 1969 TALUS 
published a preliminary plan which included several test high\'1ay 
nebJOrks. These test nebJOrks inc 1 uded varying mileages of recommended 
freeway construction, ranging from mileage to \'lhich the Michigan 
Department of State Hi gh\'1ays is committed to the year 1980 (approxi-
mately 600 miles in the TALUS region) to approximately 800 miles in 
the region. Test Highway Network IIA which is a modification of 
Test Hi ghv1ay Network I I appears to be favored at the present time and 
is the basis for further discussion. This network includes 177 miles 
of freeway and 189 miles of major arterials in Oakland County. 

In a letter of December 15, 1969 the planning engineer of the 
Oakland County Road Commission detailed a number of challenges to the 
findings of TALUS as presented in Volume 2, 11 Gro\'1th, Change, and a 
Choice for 1990. 11 Questions \'/ere raised about the extent of 
urbanization of Oakland County projected by TALUS for the year 1990. 
The basis for these question~ was the apparent oversight of the Fenton 
sewer sys tern \'thi ch serves the north1·1es tern portion of the county. 
Another question pertained to statements regarding level of service 
assigned to the high1·tay network. According to TALUS, 11 From the 
highway inventory data, only minor pockets of localized congestion 
were noticable in outlying cities of the region. 11 In thoroughfare 
studies conducted by the firm of Reid, Cool & Michalski, Inc. for 
several municipalities in Oakland County, findings tend to support the 
position,of the Commission 1 s planning engineer. In the City of 
Southfield, for example, there \'/ere a number of highv1ay sections on 
which average of vehicular speeds were less than ten miles per hour 
during peak hours. In the City of Troy, analyses sho\'ted.that traffic 
volumes exceeded design capacity by more than 50 per cent on many of 
the roads south of Big Beaver Road. Another symptorr of traffic 
congestion is manifested in high volumes of by-pass traffic that 
were found on residential streets in the Cities of Ferndale and Royal Oak. 

The Oakland County Road Commission planning engineer also raised 
questions about the prospects of rapid rail transit for providing 
significant relief of highway congestion. · 

Follm·ting this page is a t\'10-part exhibit which shows by means 
of overlay the differences between the Master Right-of-way Plan 
developed by the Oakland County Road Commission and Test Neb/Ork IIA 
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. which was produced by TALUS. In view of the fact that the TALUS 
plan was designed for 1990, it would naturally include some freeways 
that are not on the Oakland County Road Commission plan. These 
freeways include one in the ~ig Beaver Road corridor which would 
begin at I-94 in Macomb County and connect with the ne~·1 freev1ay in 
the Middlebelt Road corridor which would extend southward into 
Wayne County and terminate in the vicinity of the Detroit Metropolitan 
Airport. Although Test Network IIA is said to include 189 miles of 
major arterials in Oakland County, for some reason only a fraction 
of the arterials mileage is actually displayed in the TALUS map. The 
most conspicuous discrepancy beb·1een the two plans is in the areas 
where Oakland County Road Commission shows 204-foot rights-of-way. 

Michigan Department of State Highways Planning 
At the present time the Michigan Department of State Hfghways 

is conducting a hi ghv1ay needs study. Thus far there has been no 
output from the study. The Oakland County Road Commission planning 
engineer reports that he had just received a printout of Oakland 
County input to the study. This input v1as framed largely along 
the lines of the Commission's master plan. 

Th~ Michigan Department of State Highways releases a highway 
construction program each year during the late spring. The last 
such release included a three year construction program covering 
the years July l, 1969 to June 30, 1974 which included construction 
along I-696 from Lahser Road to the Macomb County line and construction 
of three miles of the M-59 Freeway. During the following three years, 
1974 to 1977, the State proposes to undertake construction of the 
M-275 Freeway from a point south of Twelve Mile Road to a junction 
with I-75 Freev1ay northv1es_t of Plymouth. There is also included 
extension of the Northwese~ighway to a connection with the M-275 
Freeway. All the aforesai"d improvements are in Jine vtith the 
freeways shm·m in the Oakland County Road Commission master plan map. 

Urban Detroit Area Study 
/t .3 Volume ·ztstudy, "Emergence and Grmvth of Urban Region" v1as 
undertaken by Constantinos A. Doxiadis under the sponsorship of 
The Detroit Edison Company. In this study Dr. Doxiadis has analyzed 
the problems of the urban Detroit area and after discarding some 
49,000,000 alternatives for future development, one plan turned out 
to be the best for the future development of the urban Detroit area. 
This plan (alternative 120) envisions a bdn urban center in the 
vicinity' of Port Huron and a grid type transportation nebiork 
featuri.ng high speed regional and national facilities at 18 mile 
intervals, freeways at six mile intervals, expressways at two mile 
int~rvals, and arterials at 2/3 mile intervals .. The plan also 
features electronic guideways which in many instances would follow 
the urban expressways. Dr. Doxiadis did not describe the urban 
expressways, except in term~ of operating speeds which would be on 
the order of 45 miles per hour. It would appear that some grade 
separations would be necessary to sustain such speeds. 
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Guidevrnys v1ould be in form of roadv1ays in which electronic 
guidance systems 1t10uld be installed to permit small vehicles equipped 
with special equipment to travel at relatively close headways and 
high speeds. The figure of 10,000 vehicles per lane per hour 
appeared in the report. This would mean a separation of vehicles 
would be only 1/3 of a second, a headviay that is hard to accept 
at this stage of transportation technology. 

·Following this page is a two-part exhibit which shows the 
Doxiadis plan superimposed upon the Oakland County master plan. 
While the freev1ays in Dr. Doxiadis' plan coincide to some degree 
to the freeway plan of the Michigan Department of State Highways, 
the urban expressways do not coincide with any of the 204-foot 
ri ghts-of-v1ay designated by the Oakland County Road Cammi ss ion. 
Hov1ever, a better match could be obtained in this respect by 
shifting the Doxiadis plan northward and 1t1estward. At the present 
time there is insufficient description to determine what right-of-way 
requirements might be to implement the Doxiadis plan if that should 
be the objective of transportation planners. 

Another two-part exhibit sho1t1s the Dox1 adi s pl an superimposed 
upon TALUS Test Network IIA. In this comparison the plans are in 
general agreement insofar as freei,-1ays are concerned but bear little 
resemb 1 ance insofar as urban express1-1ays, gui dev1ays, and arteri a 1 s 
are involved. 

Spacing of Freewa~ 
When the freeway plan for the Detroit Metropolitan area was in 

an embrionic stage, most of the freeways that were envisioned for th~ 
area radiated from the Detroit CBD. However, as the freeway system 
extended outward beyond the boundaries of Detroit it began to take on 
the appearance of a grid. TALUS Test Network IIA furthers this trend. 
A number of researchers have made studies of optimum spacing of 
freeways in a grid system. Dr. Doxiadis has concluded that six mile 
spacing would be acceptable. Another researcher has found that a 
four· mi le spacing would be the optimum. In his book entitled, "Urban 
Transportation Planning 11

, Roger L. Creighton has included a formula 
for optimum grid spacing. His formula was a product of some of his 
research which appeared in Highway Research Bulletin 253~ In essence 
the formula indicates that v1here construction and ri ght-of-vrny cos ts 
are high, freev1ays should be farther apart and, where the number of 
trip destinations per square mile is greater, that freeways should 
be closer together. In applying the formula to the Chicago area, 
Creighton found that at a mean distance of 16 miles from the Chicago 
loop (areas some1·1hat similar to southeastern Oakland County) where 
the.population density is about six families per acre, the freev1ays 
should be spaced about six miles apart. Except for some gaps in the 
system, the TALUS Test Netv1ork IIA has free1-1ays approximately six 
miles apart in the more densely populated sections of Oakland County. 
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Mass Transportation Facilities 
At the present time the DSR, Great Lakes Transit Corporation, 

Martin Lines, Inc. and the Pontiac Transit Corporation operate 
buses in Oakland County. DSR is limited to operations 'llithin ten 
miles of the Detroit City limits by state statute. Much of the DSR 
service in Oakland County·converges on Northland Center. Most of 
the service of the Great Lakes Transit Corporation is concentrated 
on Woodward Avenue. However, there is some service west of Woodward 
mostly in the City of Southfield. The main route of Martin Lines, 
Inc. is on Rochester Road. 

The Southeastern Michigan Transportation Authorities (SEMTA) 
was created by the Michigan legislature in 1967 to provide a 
coordinated system of public transportation for the six counties 
in the Detroit Metropolitan area. One of the Authorities immediate 
objectives is the unification of bus service in the area for the 
purpose of achieving better service and economics in operation. 
TALUS findings relative to public transportation have been 
transmitted to SEMTA for further analysis and action. 

In its preliminary plan, TALUS had recommended rapid rail 
transit on several routes in the Detroit Metropolitan area 
including one in the Woodward Avenue corridor. The route in this 
corridor would follow tracks of the Grand Trunk Railroad in Oakland 
County to Pontiac. The strongest argument raised in favor of rapid 
rail transit is that it would permit the low income residents of 
the inner-city to reverse-commute to outlying areas where business 
and industry are relocating .. Insofar as attracting residents of 
outlying areas to use rapid rail transit, there seems to be a great 
deal of speculation. In a recent statement the Chief of Engineering 
Research and Development Division, Office of High Speed Ground 
Transportation of the U. S. Department of Transportation declared 
that the automobile will remain as the predominant mode of trans-
portation in the country but wil 1 change because of the present 
concern of air pollution. There are many in the transportation 
field in· the area who share this view and do not see much diversion 
of passengers to public facilities in spite of the glowing accounts 
of subway operations in Toronto and the promises made for the 
San Francisco - Oakland Bay area. 

Airports 
The most recent regional airport study was conducted in 1959 

by Landrum and Brown (Cincinnati, Ohio) for the Supervisors Inter-
county Cammi ttee, Michigan Department ,of Aeronautics, Greater Detroit 
Board of Commerce. Recommendations of this study, covering the period 
1960 to 1975, included a second major inter-area airport located in 
the vicinity of Pontiac or in the vicinity of East Detroit, pending 
outcome of military planning for the Selfridge Air Force Base. 
Secondary inter-area airports \·1er2 recommended for Ann Arbor (Ypsilanti), 

• 



r 

r 

r 

7 

Detroit City Airport, Pontiac, Port Huron and Monroe. Intra-area 
services (heliports) were indicated for Grosse Pointe, Northwest 
Detroit, Birmingham and Bloomfield Hills, Dearborn (west) and Ann 
Arbor. The intra-area services were to be completed by 1970. 

Since 1959, Oakland County has had studies performed by Leigh 
Fisher Associates in 1964--Air Trade Study and Development Evaluation 
of a Major Oakland County Air Terminal and the Allen Airport Site. 
This study was concerned with the Oakland-Pontiac Airport and the 
Oakland-Orion Airport. Subsequent studies on the Pontiac and Orion 
sites were made by Peckham Engineering in 1967. In 1970 the Oakland 
County l3oard of Auditors completed an engineering study for 
development of the Oakland-Orion Airport. However, the project was 
not approved by Oakland County Board of Commissioners. 

At 1 east b10 authorities (Landrum and Brovm, Doxi adi s Associates) 
have found need for a second major airport in the Detroit Metropolitan 
area. Dr. Doxiadis recommends that such an airport be located near 
the new urban center near Port Huron. While it is possible to 
continue some planning for non-instrumented airports for general 
aviation, the problem of airspace allocations becomes a critical 
factor in planning for airports with electronic guidance systems. 
It would appear at this time that the Landrum and Brown ~tudy should 
be updated, possibly by SEMCOG. 

Other Modes of Transportation 
Modes of transportation for which studies were not available 

include: · 
1. Freight railroading 
2. Trucking 
3. Petroleum products pipelines 
The above modes are related to each other and are expected to 

become increasingly more important as the population of Oakland 
County increases. If permitted to expand in absence of a master plan, 
terminals and heavy trucking movements could develop in unwanted 
places. Efficiency in movements of goods could suffer because of 
lack of opportunities for consolidating or coordinating loads for 
distribution by truck. An in-depth study might well indicate need 
for zoning land for specific uses such as truck terminals, railroad 
freight forwarding yards and pipeline terminals. 

Needs for Further Studies 
In earlier paragraphs, it was pointed out that some disagreement 

existed between the Oakland County Road Commission and TALUS. It 
was also shown that Dr. Doxiadis' plan differs substantially from 
the Road Commission and TALUS plans. A study should be undertaken 
to determine if differences are significant enough to warrant changes 
in planning on the part of Oakland County and \·1hat the changes should 
be. 

• 
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Mass transportation study data and analyses presented by TALUS 
did not appear to be definitive enough to determine what the 
probable impact of changes in the public transportation would be 
in terms of effects on travel by Oakland County residents and 
visitors to Oakland County. In vi ei,-1 of the fact that mass 
transpo~tation in this context is best treated as a regional 
problem, the Southeastern Michigan Transportation Authority is 
the logical agency to rely upon to produce the kind of study that 
is necessary for planning guidance in Oakland County. 

Aviation is another mode of transportation that is best viewed 
as a regional facility. The 1959 study conducted by Landrum and 
Brown should be updated, possibly by SEMCOG. 

Modes of transportation that appear to be covered inadequately 
in avai1able study material are: 

1. Freight railroading 
2. Trucking 
3. Petroleum pipelines 
The three preceding modes of transportation have regional 

aspects. Only local distribution and collection of goods can be 
studied on a local level. However, a better overview would be 
obtained in a regional study. 

• 
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A. GENERAL 

The major objective of the transportation e:cment~ of 1he TALJS 
p r o j e c t i s .9.2....<2.£. t r a n ~-~ r 1 _~! i o ~, w h r c h i s d e f i n o d a s ci n i n i e g r a -
ted system of facilities H1at can provide successfully for tne 
movement of people and goods with a m~nimum of delay. Both 
private and mass transportation ~ust be provided. Good trans-
portation can be achieved only with adequate facilities placed 
at optimum locations. To compromise on either is to compromise 
the benefits to be expected. 

r n ·.: ~ o a s i t-i : . c c c ~; s s ~ :.; : ~ ~ .)_ '/ ·:.' ~ ( . ; :-i s _,_ ; · J c ' .. :: ~ ~ 3 o 1 - G :; ; ~ ::. ..... c c:. -_ ..... ·'' 
work opportunities. For employers, this means enlarging the 
size of the aval I able labor· pool: tor the employee, a broadened 
choice of job opportunities for his ski I Is, because existing 
and new areas w6u!d be brought within reasonable co~m~ting 
time. Good transportation wi 11 increase the rr.obi; ity of peopie 
affording greaTer opportunities to aval I themselves of a wider 
selection of goods and services. This wi l I increase both ihe 
Volume and variety of demands for these goods and services. 

Good transportation is sa-fe transpor·i-t1t·icri. Bye! lminatlr.g 
congestion and reducing conflicts among vehicles, it reduces 
both the enormous costs of pol icing traffic and the human and 
financial costs of traffic accrdents. Good transport~tion ~ust 
be capable of s~fefy moving a large nu~ber of people in a short 
amount of time. 

Good t r a n s p o r· t a 1 i o n i s e s s e n t I a I to t h e 1v e I f a c e o f a rn e t r op c . : -
tan area. It then becomes a matier of identifying ihe most 
desi~able meaGs of achieving this end, To achieve this end, 
the following major criteria must be reviewod: 

·A cornbln.::dion of al I appropriate faci I ity types enc 
r o u t e s mu s t b e s e I e c t e d i n o ,-c; e r to s a t i s f y .:t_o i a I 
transporiation require~ents, within 1he constrainTs 
that peopie sti i I havEi a choice of mode. 

• The total pattern of transportation taci I ities m~st 
be so irdegr-a-:-ed thai each type is most efficiently 
used. 

• The ercnomlc justification for the extent a~~ ~ypes 
o f ; r c:i n s p o • ~- a t i o n f a c l : i T ; c s p r o .. _, i d e d mu s t I i e : n 
the accessibl I ity, safety, economy and co0sisTency 
wjth b~o0der reglonai goais of 7he ro1al transoar1e-
~1on system, rather than the direct financia; rer~-~ 

t 1- o ;n op E- r a t i n g ea c h e i em e n t c + ~, he sys terr: a s a f i s ca i 
eni ity. 
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·The amount of iand required for circ_ulation facil-
Jties arid the storage of vehicles must be ·kept at 
a mini mum cspqc i a I I y \'/here I and costs are high, 
and substantial demands exist for other types of 
more directly prod~ctive activities. 

In formulating a solution to tho to!3!_ regiorrnl transportation 
problem, the appropriate roles of automobiles, buses and rail 
rapid transl~ must be identlf ied by comparing the abi I ity of 
each to best meet the needs of the travelers who create +he 
over-all demand for iranspo:-tation. Travelers can initially 
be classified into three fer·dameni·al categories: (i) Those 'O 
wh~rn a private car is not ~vai lab le and who must use pub! le 
transpo~tation; C2> Those for ~~om no other transportation w: I I 
d o ; s u c h a s d o c tor s , t r a v e ! i n g s a l e s r:i e n , s e ,... v i c e i n d u s t r y w o ... k -
ers -- the entire category ~f those for whom the sustained use 
of the private motor vehicle is es~e'ltial in their daily busi-
ness. Also included are operators of trucks and ot~er commer-
cial vehicles; {3) Those to whom a private _car is aval labie, 
but whose requiremen!s are slmple round trips, such as hone-
to-work-to-home or home-to-shopping-to-home. These have the 
option of choosing either their private cars or pub I ic translt. 
if available, depending upon the levels of service provided, 
and the relative importance the trip-~aker attaches to cost, 
·con v en i e n c e a n d f I ex i b i I i t y • 

Currently, the majority of trip-makers in the region fat I 
Into the second and third groups; people whose travel needs 
require 7he auto; and people who choose the auto beca0se 
t h e y r e g a rd a v a i I a b I e p u b i i c t r a n s p o r ta t .i o n a s ! e s s s a t i .o -
factory. This dictates an extensive and effective hi9nw~y 
system as the first requirement in meeting over-al I trans-
portation demand. The known size of this group makes esse~­
tlal, as ·the first transportation requirement, a regional 
arterial hlghway system based on an extensive network of 
freeways. Construction, programming and planning of such 
regional freeways in the Southeast Mlchigan area is arreedy 
we! I advanced. Plans to carry tnese 10 cornpletior. and 
supplement the system are strongly supported. 

In measuring the ability of highways to meet the ful I de-
mand for urban ar,d interurban transportatlon, the level of 
hig~way service is not the single determi~ant. :f highways 
are to function successfully, terminal facilities such as 
bus termlna! and a~to par-king facilities must be so loca:-ec 
and connecred by hlgh-capa~ity feeder streets to the arter-
ial sys~em that traffic flows freely to its final destina-
tion. 
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Home-base& work trips compriso almost 25% of al I weekday 
travel. The concentration of these trips during the morning 
and evening peak hours criticcilly taxes highway facilities 
a n d p e r i o d i ca I I y o v e r w h e I ms I o ca ! .d i s t r i b u t i o n s t re e t s a r, d 
parking or bus station facl I ities in major centers of e~Jloy­
ment and commerce. This phenomenon is observable twice 
daily in the rush-hour congestion on city streets and free-
way approaches in major urban centers. !t is evident, too, 
in the seemingly insatiable demands tor parking. 

The compatibility of inter-city and intra-city rapid tran-
sit service with commuTing trips to commercial and work 
activity centers has been noted. Improvements in the 
publi~ transportation system, including rapid transit can 
aid in relieving congestion generated by handling most o" 
these trips on highways, on their approaches at do~ntown 
centers, and in ,the term i na I f ac i Ii ti es of thess urban 
a re a s • I t i s c ! ea r· t h a t p u b ! i c t r a n s po r t a t i o n i mp r o . .., e -
ments including a rapid transit component can eff icient:y 
penetrate urban concentrations with the transportation cGd 
terminal capacity required for commuters and. other patrons. 

The total transportation system should ccmpris~ a co~prehensive 
network, so combining automobile and transit faci I ities that 
each can serve that part of the total· demar.d for 11,'hicr• it's best 
suited. It ls equa I I y important that each portion of the traris-
portat ion demand be served by the type of f ac l l i ty that can ::ie 
most economically constructed to the required capacity, bot~ 

present and future. Designed and operated ~s an integral part 
of· -the total network, rapid transi7 must hav~ cdeq·J~"'.-e r:ap2:::7y 
and service to meet the rush-hour demands cf commuters and o~~er 

travelers to urban centers and subcenters. 
way system must have the capacity to serve 
demands which wl I I continue to require use 
mob i I e. 

The region2! hi;h-
those transportaticn 
of the private a~To-

,As a general pol icy, the total transportttion plan shou:d be 
designed to best serve the proposed land use plan. Majer con-
sideration, however, must be given to minimizlng the effec1s 
of the plan on community values. Among The most lrnportant of 
these considerations are: 

• Disruption of neighborhoods and dispiacement of 
hornes and business f ac i Ii ti es 

• Noise 

·Air Pollution 

• Disturbance of historical sites 
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Essentially, standards for such a rcgioncil· rapid tr-ansi·~ system 
must equal or improve upon the perfor·mance of the private auto-
m o b i I e o n a n . u n con g e s t c d h i g h v: a y , p r o v i d i n g c om p a r a b I e o r 
better door-to-door travel times. This requires a system with 
average scheduled speeds of ai' least 40-45 mi !es per hour, in-
cluding station stops. By comparison, the average speed of 
t h e G r a n d T r u n k vJ e s t e r n co ri• m LI t e r t r a i n s i s 2 6 rn i l e s p e r h o u r ; 
suburban bus lines aboui 15-18 miles per hour; os::;: surface 
buses about 10-13 miles per hour; and of the existing eastern 
United States rapid transit systerns, about 20 ml les per hour. 
Present peak-hour average speeds of automobile travel in the 
Detroit area range from 16 to 30 miles per hour. 

Headways for a rapid transit sysiem must be t~e minimum phy-
sically and economically possible. For rush-t-our service, the 
head~ays could be as short as 90 seconds. During off-peak 
hours, when success of a rapid transit syst·ern depends primari iy 
on frequency of service, thes$ headways can be increased to not 
more than 15 minutes. 

~ares, or out-of-pocket costs to travelers, should be compe~i-
tive with the perceived out-of-poc~et costs of operating an~ · 
automob i I e. These automob i I e costs include gas 1 o 1 I and 
parking fees. Lt is equally essehtial that th~ transit pass-
enger be as comfortable or more comfortable than he would be 
in the modern automobile. This can be provided tor in the 
vehicle design, the operating characterisiics of acceleration 
and deceleration. Safety is the first conside~atlon in system 
design and fai I-safe features must be incorporate(! in al I 
elements of design. A rapid transit vehicle or its own pri-
vate right-of~way is subject to far fewer hazards than indivi-
dua I I y operated vehicles on a hi gh'l:ay. 

Equally important In a system, stations must be :ocated at 
po1nts which can be conveni~ntly reacned by potential travelers. 
In suburban residential areas, stations must be related to the 
surrcunding area by good local street and highway networks, 
providing easy access by local feeder transit and private a~to. 
Ample park-ride and kiss-ride faci !.ities must be provid0d as 
a n i n t e g r a I p a rt o f t h e s t a t i on i n s -~a i i a 't i o n • A t c e ."d e r s of 
commerce and employment, stations should be wiThin w~lking 
distance of major concentrations of commuter and shopper des-
tinations. These standards influence the basic physical plan 
of the systemQ To achieve necessary speeds, the numoer of sta-
tion stops should be minimized. Spacing between stations m~sT 
be at a maximum~ consistent with adequate service. Col lec~ion 
and del Ivery stations should be "ai close as possible to patrons'' 
actual origins and destinations, however, rapid transit can 
never compete with the door-to-door capabl Ii ties of the auto-
mobile, because it can operate economical !y only ·.:hen lt can 
reach large groups of people at centre,! coliec-7-ing poi:.ts. 
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Basic Criteria for Testinq Rai I R:nid Tr.:insit Sv~>iPr.~ -·--- -~.---..·----~-------- --------~---.:._r::_ ______ ·--------~-· 
Network -----
In 0rder to att-act pat~onagn, a rapid tr~r~it sysTcrn m0st 
b e c a p l.l b I e o f e q u a I i n g o r b e t t c r i 'l g t h e ~- r a v c I t i rr, & s o f t h e 
modern autornoL-,j le. The systnm mwst pro·,ide: 

•. safety 

• speed 

comfort 

• convenience 

• high .qua I ity heating and air conditioning 

low internal and external noise 

.Rapid transit construction senaral ly fal Is into three cate-
gories: at-grade, aerial or undergro~nd. At-grade of 
graded construction Involves track on the surface of the 
ground, on embankments, or depressed in cuts, completely 
fenced. Other traffic, such as motor vehicle, raf lroad or 
pedestrian, which crosses the rignt-of-~zy, are carried 
on special structures over or und9r the rapid tra~sit road-
bed. This type of construction is appropriate ovor routes 
where.intersecting traffic is at a minimum und usually ls 
the lea~t cd~tly. 

Aerial or overhead construction irvolves tr~ck elevated 
above the ground on continuous struct~re, permitting sur-
face traffic to pass underneath. This type of construct:on 
Is generally more costly than at-grade const-r1Jction, Ir. the. 
ratio of 2.5 tot. It is generally accepi·able in all indus-
trial areas, and in commercial and reside~tial areas where 
a mini~um of 125 feet separates the p~operty lir.ss. 

Underground construction is used wherG the =est of right-
of-way is prohibitive, and where ele~ated or at-gr~de coG-
struction is unacceptable in the environment. Tnese 
c;onditions usually prevail in major CBD's and nigh value 
areas. Underground structures are co~st~ucted by·tunne!l-
ing or by cut and cover methods. 

T u n n e I I i n g i s g e n c r a I I y u s e d .,., h e re th e t r a n s i t s y s t e m 
passes beneath streets, rivers, bui fdings or g~ound surface. 
Deep tunnel I ing does not disturb ::;treets, uti I ities or 
ground surface and is usually less c0stly. Cut and cover 
construction is usually undertake; wh·?re the t,..c:r.sit sys-
t e rn i s p I a n n e d a t s h a I I ow d e p i- h s u r. ·-:l s ,- c l -i- '! s t r e e t s • 
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It Involves high costs for removal and underpinning of 
uti Ii ties, for street restoration, ~nd for traffic main-
tenance. Underground construction is generally the most 
expensive. The cost ratio in reiatio~ to at-grade con-
struction is at least 10 to I; depending on depth ar.d 
soi Is conditions it can be much higher. 

For estimating and forecast purposes, the proven steel 
wheel on steel rail electrified system .,.;ill be used incor-
porating the fol lowing criteria: 

Roadw~ - 100 lb ARA-8 rail continuously 'tteided on 
rubber pads at-grade on concrete ties and bal lasi. 
Third rai I - 150 lb Bethlehem high conduc1or al.Icy. 

Right-of;_Wal'._: 

Switches 
yards. 

tra i Ii ng except at terminals and 

Turnouts - Number 20, except at terminals and 
yards. 

Maxlmum Gradei - mainline, except at station 
~pproaches - 3 percent, absolute 6 percent. 

M nimum Radius - mainline, except at station 
approaches and yards, 2% (2,800 ft), absolute 
500 ft. 

At-Grade - 40 ft. minimum. 

Aerial as required. 

Subway or tunnel - minimum inside diameter 15 
ft. 6 in. 

Stations: 

Platforms - 750 ft. 

Subway Stations - 2-level mezzanine. 

Outlying pick-up stations to prnvide access and 
facilities for park-ride ard kiss-ride, plus 
feeder bus delive~y. 

PmJ.£.E._ - 1000 VOC, Si I icon rectifier s11bsiations. 
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Avera~checluled Speed - 45 mph. 

Ac ~.l~ r a_i· i on - 3 . 5 mph Is e c . 

Maximum Station Dwel I - 20 sec. 

Vehicle: 

Length - 75 ft. 

Width at belt line - 10 ft. 6 in. 

Heigth above top of rai I - 10 ft. 6 in. 

Seating Capacity - 80. 

Air Conditioned. 

Propulsion - 4 @ 150 hp rated motors @ tOOO VDC. 

Maximum Train - 10 cars, 800 passengers. 

?ystem Capa~ - 32,000 seated pass/hr, one direction. 

Pe a~_!.22.!:! .. E. He a d w a y s_ - 9 O sec . 

Autcmatic traJn control computerized. 

Two-way radi9 communication. 

Intercom system. 

Automatic fare collection. 

Fare-2_}_suc~~ - Point to point fares based on mileage 
rate. 

Basic Criteria for Surface Bus 02erations 

Stirface bus op~rations are more f lexlble than fixed forms 
of rapid transit since use ls made of existing street and 
highway systems. While this flexibility is desirable from 
the standpoint of reoirenting service as travel habits 
change 1 the surface operation suffers the same disadvantages 
as the auto during peak hour traffic, and can move no faster· 
than surrounding auto traffic, particularly at congestion 
points. This same disadvantage occurs on freeways unless 
exclusive bus lanes are set aside for peak hour operation. 
Such an operaT1on does not appear practical for existing 
Detroit freeways. 
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Mar1y transit systems operai·e express service during tho 
rn o ~ n i :1 g a n d e v e n i n g p e a I\ s g e r: e r- a I i y d r op p i n g b :i c k t o ! o c a I 
service during the base period. As with rai I rapid transit, 
head~ays ~re frequent during these peak hours. 

A 'ti i c! e r a :-i g e o f b u s v e h i c i e s a r e a v a i l a b I c f o r u s e , d e p e n d -
i·rig on level of service, iine and roLiTD. Seating capacities 
range from the small mini-bus ·:·o rho lar·ge 51-seat bus. 
Selection of the propulsion system is based upon engine 
horsepower and gear ra1io alternatives. One manufacturer 
is now developing a pro~·otypE gas turbine propelled bus 
which may be avai I able in two or three years. Another 
company is developing a prototype ar1icul~ted bus which 
would probably seat 70 To 75 passengers. Two transit 
p r op e r t i e s a r e e x p e r i me n t i n g v1 i t h s -r e a m p r op e l I e d b u s e s , 
under governrner.t sponsorship. Air coriditioning is ava11-
able on almost al I mode!s and is recommended as an added 
incentive for increasing patronage. 

Fare stru~tures are based upon level of service, patronage, 
distance and operation and mair.tenan~e costs. 

The same criteria for surface operations apply to feeder 
bus service and supplemcnTal surface operations in connec-
tion with rapid transit. Joint fares for feeder I Ines and 
rapid transit service are highly desirabl.e. 
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PRIVATE 
AUTOMOBILE 

I 

TRANSIT .SUS 

I (50 Seats) 

I 
' 

· 1 

RAIL-RAPID 
TRANSIT TRAIN 

I 
l 
i 

) 
i l '! I 1 ) 

PASSENGER CAPACITIES PER LANE OR TRACK* 

) 
I 

) ) 
I 

Based on "Capac it l es and LI ml tati ons of Urban Transportatl on Modes", 
Institute of Traff le Engineers, Washlnqton, D.C., 1965 

Vehicles Per Lane Effective Passenger Capacity 
Fae! ·Ii ty per Hour at Averaoe Occuoancv Rate of: 

I .25 I. 75 2.00 

Ctty Street, Design Flow Rate 600 800 r ,o5o I, 20C 
City Street, Capacity 800 I ,000 l ,400 I ,600 
Freeway, Design Flow Rate 1,600 2,000 2,800 3,200 
Freeway, Capacity' 2,000 

• 
2,500 3,500 4,000 

Vehicles Per Lane Headway Effective Passe~ger Capacity 
Facl 1 lty .per Hour CM in) at Averaoe Loadina Ratio of: 

' 100% . 
125~ 150% 

I Clty Street 60 1.00 - 3,750 4,500 
City Street 90 0.67 l - 5,750 6,75C 
City Street or Expressway 120** 0.50 I 6,000 7,500 9,000 
Freeway 180** 0.33 9,000 - -

-Type of Train Trains per Hour Headway Seated Passenger C9paclty 
' CM l n) 

6-Car Train 20 3.00 9,600 
(80 Seats/Car) 30 2.00 14,400 

40 I .50 19,200 
~ 10-Car Train 20· 3.00 16,000 ! ( 80 Seats/Car) 30 2.00 24,000 

40 I .50 I 32,000 ~ 
t 

! ii 

*One dlrectTon. This table provides the elements necessary to determlne the number of persons that may be 
accommocated per faclt lty. This table considers capacity only. A more complete comparison must consider 
demand and level of service whlch reflect convenlence, flexlbl !Tty of use, comfort and many other factors. 

**Capacity would be llmited by design of bus turn outs and type of operation • 
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TRANSPORTATION SYSTEMS - COMPARISON OF CHARACTERISTICS* 

ITEM OF COMPARISON 

I. For moving workers to 
and from CBD. 

2. For workers traveling 
on business 

3. For movement of goods 

4; For·recreational travel 

5~ Coverage of area 

6. Travel time, door-to 
door, non-CBO trips 

7. Travel time, door-to-
door, for CBD and large 
employment centers 

8. Vehicle comfort 

9. Effect on CBO 
development 

PRIVATE AUTOMOBILES 

Requires expensive park-
ing or long walk at CBD 

Essential 

Essential 

Essential for travel 
outside city 

Complete, with freeways, 
arteri a Is 

Best for most non-CBD 
trips 

Good to poor, dependent on 
congestion, distance to 
parking 

Excel lent-private cars; 
driver cannot relax 

Requires parl<lng and would 
be impractical as only 
mode in large·cltles 

BUS RAPID TRANSIT 

Excel lent for workers 
living near tines 

Not satisfactory for 
most such trave ! 

Not satisfactory for 
· m~st goods 

Not satisfactory In 
most cases 

Good in medium-density 
areas - provides own 
feeders 

Poor except for trips 
along 11 nes 

· Good for tr I ps from 
zones near shops; 
fe..,:cr transfers 

Poorer, with less 
smooth operetion 

Requf res much more 
space than rai I-rapid 
transit, for central 
area loading 

RAIL-RAPID 
TRANSIT TRAIN 

Exce I I ent for· 
workers I iv i ng 
I ines 

I near 

Not sat is facto:-y 
for most such travel 

Not sntlsfactorv 
for most goods 

Not satl~fcctory in 
most cases 

'' I n fer i or i n I ow-
de n s i ty a re as 

Poor for most trips; 
requires transfers 

Good, for those t:-!ps 
from zones near tran-
sit stations only 

Superior, with pass-
engers able to rend 
newspapers, etc. 

Permits more compact 
development by not 
requiring parking In 
CBD 

*Prepared by Parsons, Brinckerhoff, Quade & Douglas for Metropolltan Transit Authority of 
Maryland, Baltimore. 
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Johnson & Anderson, Jue. Consulting Engineers 
2300 DIXIE HIGHWAY PONTIAC. MICHIGAN 48055 PHONE 334-9901 

April 27, 1971 

Oakland County Planning Commission 
1200 North Telegraph Road 
Pontiac, Michigan 

Attn: Mr. George Skrubb, Director 

Dear Sir: 

We are most appreciative of your inquiry regarding the proposed rapid transit system 
in Oakland County as an extension of SEMTA'S proposal to use the Woodward 
Corridor between downtown Detroit and Pontiac. We made a preliminary study of 
such a program in 1964-1966 which we have updated and modified to include those 
items that you requested in your conversation with Mr. Clancy and Mr. Ek. 

We have included, herewith, the following information for your review. 

I. A description of the type of tunnel and the route. 

II. An engineering analysis including the sub-surface geology. 

III. An estimate of the construction time and cost. 

We are prepared to discuss your program with you and your associates, as well as 
with the Planning Commission, at your convenience. We have staff to design and 
supervise the construction within any reasonable time frame. 

We await your further inquiry. 

Very truly yours, 

JOHNSON & ANDERSON, INC. 
/ -, / j 

/ .' .,_ - i~·---·;/~,~ / ?·' ; ' >'\.__ '/'I"- ( ,_ 
f, /,. ! ( .J ', ' /. 
Clair L Johnson· · 
Chairman of the Board 

CLJ/mp 
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DESCRIPTION OF ROUTE 

I. A double twelve foot diameter tube with a single track each, starting at a terminal 
at Eight Mile Road at the Michigan State Fair Grounds going northerly to a terminal 
south of Square Lake Road along the Woodward Corridor with a sub-station every 
half mile. 

II. A single twelve foot diameter tube with a single track on a circle with a two mile 
interior radius around the City of Pontiac starting at the terminal at Square Lake 
Road to the proposed stadium site, then northwesterly on circle to a second terminal 
located near the Oakland County Service Center and then southeasterly on the circle 
to the Square Lake Terminal. In addition there would be three sub-stations at strategic 
points along the circle route. 

III. At the proposed stadium site there would be installed a combination terminal, 
operations and maintenance center which could be on the surface of the ground 
and adjacent to the principal facilities of the stadium. 

IV. Spurs would be installed during the initial constrnction phase to provide for future 
development as follows: 

A. At the Te1minal at Eight Mile Road and the Michigan State Fair Grounds, one 
spur to the west to include Farmington, Southfield, Novi, Walled Lake areas, 
etc. and one spur to the east to include Warren, Mt. Clemens areas, etc. 

B. At the Terminal, at the Stadium site, one spur through downtown Pontiac to 
the Oakland County Service Center and one spur to the northeast to include 
Oakland University, Avon, Rochester areas, etc. 

C. At the Terminal at the Oakland County Service Center, one spur through 
downtown Pontiac to the Stadium site; one spur to the north to include Drayton 
Plains, Waterford, Oxford areas, etc., and one spur to the west to include Union 
Lake, Highland, Milford areas, etc. 

Alternate # 1 

II. A double twelve foot diameter type with a single track each, to the combination 
terminal operations and maintenance center at the proposed stadium site, then west 
through the center of downtown Pontiac to a terminal located at the Oakland County 
Service Center. 

-1-
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ENGINEERING 

Sub-Surface Geology 

Previous iJwestigations of the Geology were made through 1964 to 1966 at which 
time an intensive study was made of the water- bearing soils, the various stratifications 
of clay, hard pan sand and gravel, and bedrock, using Mr. A. J. Mazola's paper "The 
Hydrologic Units in Oakland County", as well as, test borings by Raymond 
International and others and also the established historical records of wells along 
the Woodward Corridor Route. A profile has been prepared and updated and is 
enclosed herewith, showing a possible location of a tube in hard clay or in bedrock. 

Kindly note as follows: 

A. With the exception of 2 small areas located south of Bloomfield Hills and east 
of Telegraph Road near the Miracle Mile Shopping Center, the stratification is 
generally as indicated below: 

1) A water bearing surface layer of sand and gravel of 25 to 50 feet in depth. 

2) A very hard layer of clay below this surface layer from 80 to 120 feet 
in thickness. 

3) Below the clay a hard pan to bedrock which is very brittle and not good 
for tunneling. 

4) The bedrock is located between 200 and 350 feet below the surface of 
the ground as shown in the profile drawing. 

Tunnel Tubes 

In our previous investigation, 1964-1966, we made a recommendation of a twelve 
foot diameter tube with a single track, one direction, with by-passes, as required, 
for local or express runs and an occasional cross-over to facilitate maintenance. We 
have included in our estimate sufficient number of by-passes and cross-overs, but 
have not located them pending a population .and traffic study. 

We have included the cost of spurs to a point 200 feet from the terminals to allow 
for storage of extra train sections for peak traffic demand. 

-2-
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Ill. General Engineering 

We have included in our analysis the time and cost of all of the construction, including 
the following: 

A. 
B. 
C. 
D. 
E. 

F. 

The basic tube as described 
The by-passes and cross-overs 
The sub-station approximately every half mile 
Three terminals and one combination operations and maintenance center 
All costs related to installation of track, including the electrical work and the 
controls to operate the power equipment 
The ventilation equipment 

IV. We have not included in our engineering analysis, at this time, the following items 
because they require updating and evaluation, and may also be in conflict with the 
system as a whole: 

A. Easements or property acquisitions 
B. Legal or administration costs 
C. Operating equipment such as the trains, ticket dispensing, television monitoring. 
D. Electronic instrumentation 
E. Escalators or elevators 

-3-
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II. 

ESTIMATE OF CONSTRUCTION TIME AND COST 

Time 

A. We estimate it would require 16 months to complete the design and the final 
construction drawings after the route alignment had been determined, and the 
legal requirements were met authorizing us to proceed with test borings. If, on 
a preliminary basis, we were authorized to take test borings on a selective basis, 
we could expedite the final plans. 

B. We have divided the double tunnel into four contracts, including their respective 
sub-stations, by-passes, etc. 

C. We divided the single tunnel into two contracts, including their respective 
sub-stations, by-passes, etc. 

D. We separated each tenninal and the combination terminal, operations and 
maintenance center, into four separate contracts. 

E. In this manner as described in 11 B 11 thru 11 D 11 above, we believe the construction 
work can be completed in two years with each con tractor averaging 100 feet 
per day per tunnel. 

Estimate 

We have prepared an estimate showing the approximate mileage, the unit cost per 
mile, and the total cost for the construction of the tunnels in both clay and bedrock 
as illustrated by our plan and profile drawing as follows: 

COST ESTIMATE 

Location Mileage Construction in Oay Construction in Bedrock 
Unit Cost Total Cost Unit Cost Total Cost 

Mainline 13.5 $11,000,000 $150,000,000 $16,750,000 $226,000,000 
Circle line 12.5 5,000,000 62,500,000 7,536,000 94,200,000 

TOTAL COST $212,500,000 $320,200,000 

Alternate 20 10,000,000 200,000,000 15,000,000 300,000,000 

.4. 
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· 1705 INDUSTRIAL BUILDING, 232 W. GRAND RIVER, DETROIT, MICHIGAN 48226 (313) 224-3620 

Mr. George H. Skrubb 
Director 

April 2, 1971 

Oakland County Planning Commission 
1200 North Telegraph Road 
Pontiac, Michigan 48053 

Dear George: 

I was most pleased to receive your recent letter expressing 
strong support for the Woodward Corridor Preliminary Engineering 
Project, as well as for our other needed programs which will 
lead to long awaited transit improvements in the region. 

I've enclosed two copies of our full application for your review 
and conunents, in accordance with the n204" procedures. Please 
don't hesitate to contact me at the earliest opportunity if you 
have any additional comments, so that we may expedite the 
Federal application procedures as quickly as possible. 

Again, thanks for your continued help and support. 

Sincerely, 

THL:mew 

Enclosure 

MEMBERS OF THE BOARD 

Ch':lirr:ion Vic<> Choirr.1011 

David F. Bred; John J. Flanogcin 

Joseph P. Bicrnco, Jr. 
Joseph B. Fosler 

Bernard F. landuyt 

William C. Marshall 

Januorius A. Mullen 

Mrs. Manuel J. Myer; 
Peter B. Spivak 
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SOUTHEASTERN MICHIGAN 

TRANSPORTATION AUTHORITY 
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A PRELIMINARY APPLICATION 

OF TIIE 

SOUTHEASTERN MICHIGAN TRf~\!SPORTA'rION AUTHOIUTY 

FOR 

A 

. MASS TR.Al"JSPORTATION TECHNICAL STUDIES GRANT 

UNDER THE 

URBAN MASS TRANSPORTATION ACT OF 1964 

MARCH 24, 1971 

1' 
/ 
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1705 INDUSTRIAL BUILDli"-!G, 232 W. GRAND f(IVER, DETROIT, MICHIGAN '18226 (313) 224-3620 

March 24 1 1971 

Mr. Carlos C. Villarreal, Administrator 
Urban Mass Transportation Administration 
U.S. Department of Transportation 
Nassif Building 1 Room 9324 
400 7th Street 1 S.W. 
Washington 1 D.C. 20591 

Dear Mr. Villarreal: 

The Southeastern Michigan Transportation Authority hereby applies 
for a grant of $950 1 000 under the Urban Mass Transportation Act 
of 1964 to assist in financing a technical study which will 
accomplish three major tasks: 

1. Initiation and completion of preliminary engineering for the 
Woodward Corridor rapid transit project. 

2. Preparation of a staged regional rapid transit implementation 
program in coordination with construction of the Woodward 
Corridor rapid transit route. 

3. Development of detailed Bus Servic6 Improvement program 1 which 
will allow initiation of improved bus service prior to and 
after Authority acquisition of the region's bus carriers. 

The applicant represents that the data submitted to the Department 
of Transportation in support of this application are true and 
correct. 

The three program elements will be key to the Authority's on--going 
efforts to acquire, modernize and implement construction for an im-
proved regional transit system. The work to be accomplished will 
utilize all previous Authority studies wherever applicable 1 as well 
as conform to the regional plan as developed by the Southeast 
Michigan Council of Governments. · 

THL:rnew 
Mc/AG'C~S Or l!-l~~ r.OM:D 

Joseph P. Bic.nco, Jr. 

Joseph B. foski' 

Bcrnord F. landuyt Jcrnuorius /\. Mullen 

/1,r.>, ""'"'''"' J, 1!.i'''~ 



I. IDEN'l'IFYING DATA 

A. Applicant 

B. 

c. 

Southeastern Michigan Transportation Authority 

Address of Applicant 

1705 Industrial Building 
232 West Grand River 
Detroit, Michigan 48226 

Authorized Representative 

'l'homas H. Lips comb 
General Manager 
1705 Industrial Building 
232 West Grand River 

l Detroit, Michigan 48226 
(313) 224-3620 

- 3 -
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ROBERT t. "'4-;;:K(.t...'< 
".00r\rl C. HC'l\Elt:RT 

Wll.LIA"I Rec; (RS 
DONALD v.·"'-:;>E 

~HARL(S R. ~OON 
e. COUl'lTNt.Y F;,UH.IN 

WllllAM G. l(RCH!:N,J'1. 
CR~l EST Ci ET l 

WILLI-'~£>. CVOLlf' 
AVUUSTUS C. LED~AflO 
.JO•!N G. G.-'.rlL!NGHOU5( 

WILLIAM A.WALKER 
OO~OALO P. n.INTERMANN 
tiANIEL J. TlNOALL,.JR. 
rRE::::> W. rRE.E,._!,\N 
rREDERICK: 11.. PLUMEl 

W, GERALD Vl.\Q~t:f< PATRICK J. lEOWIDGE 
et:NJ ... ~~lr~ 0. s~·~ .. .-o;O[N(R,JR. GEORCt: t:. P-lcKEAtl 
MILTON M. THOMPSOH 'I/ERNE C. H..t..MPiON, 11 
WARD AMIDOL,.JR. CHARLES F". CLIPPE:RT 
RUSSELL A. ~lt;PiA!R,JR. 
GEORGE C. MAf"lTIN, .JR. 
MERDERT C.. SF'AF-~ROW, 111 
.IUCiSON WL.RBELOW 
JOHN R.AXE: 
JOHN A. EVE:R>IAROUS 

ROi3£.RT V, PETE:RSON 
PCTE:R S.SHE:LOON 
JOYCE Q. l.O».,.EA 
THOMAS G. Kl0l3AU"1 

LAWRCNCE C.CAMPSELL 
CHARLES T.HARRIS 
ROBERT F, MACIL\..,JH. 

lAWRENC( 1-1. KELLY 

JOHN E. S. SCOTT 
JOHN C. O'MEARA 
JOHN A. KR5UL,JR • 
OOUCLAS O. ROCHE 
THOMAS E. OWCN 
COGAR C. 1-lOWOERT, JR. 
R08E:RT S. KRAUSE 

ROBERT P. HURLBERT 
WILLIAM f. DAVINGER, 111 

J.THOMAS CARROLL,JR. 

RALPH 5. RUH SLY 

DICKINSON, WRIGHT, Mc KE/,N & CU DLI P 

COUNSELLORS /\T LAW 

eoo FlrlST NATIONAL OUILDING 

DETFlOIT, MICHIGAN -18226 

TELEPHONE (313) 962·5060 

Ma,rch· 15 ,,19 71 

Southeastern Michigan 
Transportation Authority 

·1705 Industrial Building 
232 West Grand River · · 
Detroit, Michigan 48226 

Dear Sirs: 

(LAU OE H. STEVE:'lS 
or COUNl[L 

COWARD L.W.EEIER 

LAMSING OFFICE 

U7 WEST ALLEGAN STREET 
LANSING, f.TICHIGJ',tl 40933 
TELEPHONE (S17) 371-1730 

OAKLAND COUNTY OFFICE 
1700 NORTH WOODY.'/\RO AVENUE: 

P. 0. BOX 509 
BLOOMFIELD HILLS, MICHIGAN 48013 

TELEPHONE (313) 646·4300 

We have examined th~ re~ord of proceedings taken 
by th~ Authority concerning the ~pplication for a fedeial 
grant for piojects de~ignated as follows: 

A. Woodward Corridor prel:tinina.ry engineering 

B. Bus irnprover~ent program. 

C. Study of a.c1di tiona.l rapid tra.nsi t needs and 
corridors 

including the resolution adopted by the Southe~stein Michigan 
Transportation Authority authorizing and approving such · 
application. From such exarn,ination, it is our op~~nion tha.t 
such proceedings have been properly taken by the Authority 
as authorized by law, and th~t such resolution is in full 
force and effect. 

Further, we knov1 of no litigation or legislation 
which would adversely affect such application, 

Very truly yours, 

- 4 
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RESOLUTION BY 'l'HE SOU'l'IIEJ\ST'L:l<.:'1 .MICHIGl'i.1~ 'l'RA.l\SPORTNl'ION AU'l'HORI'l'Y 

Resolution aut.horizing the filing of an application with the Depar-C.ment 
of Transportation, United States of America, for a grant under the Urban 
Mass Transportation Act of 196'1, as Amended. 

WHEHEl'i.S, the Secretary of Transportation is authorized to make grants for 
technical studies necessary for improvement of public transportation 
systems; and 

WHEREAS, the Southeastern Michigan Transportation Authority requires 
continued technical analyses leading to improved methods of operating and 
modernizing a unified and coordinated regional bus system, and further 
analysis of ridership and routing is necessary for the staging of an ex-
panded regional rapid transit system, and that preliminary engineering for 
the Woodward Corridor rapid transit line should start at the earliest 
possible date so as to meet the region's growing needs for greatly im-
proved public transportation, and 

WHEREAS, the contract for financial assistance will impose certain obliga-
tions upon the applicant, including provision by it of the local share of 
project costs; and 

WHEREAS, it is required by the U.S. Department of Transportation, in con-
nection with the filing of an application for assistance under the Urban 
Mass Transportation Act of 1964, as Amended, that the applicant agree it 
will comply with the provisions of Title VI of the Civil Rights Act of 1964 
and the U.S. Department of Transportation requirements thereunder: 

NOW / THEREFOilli BE IT RESOLVED BY the Board: 

1. That the General Manager is authorized to execute and file, on 
behalf of the Southeastern Michigan Transportation Authority, an 
application for $9 50, 0 00 with the U.S. Department of 'rranspor-ta-
tion in order that the Authority may continue to maintain and 
accelerate its efforts to improve the regional bus system and con-
struct a rapid transit network. 

2. That the General Manager is also authorized to execute and file 
with such application any and all documents required by the U.S. 
Department of Transportation effectuating the purposes of Title 
VI of the Civil Rights Act of 1964. 

3. That Thomas H. Lipscomb, General Manager of said Authority is 
authorized to provide such additional information as the U.S. 
Department of Transportation may require in connection with 
said application or said project. 

r CERTIFICATE 

The undersigned duly qualified General Manager of the Southeastern Michigan 
Transportation Authority certifies that the foregoing is a true and correct 
copy of a resolution, adopted at a legally convened meeting of the Board 
held on March 15, 1971. 

.. 5 -

Tl1omas H. Lipscomb 
General Manager 

--------------------Date 
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ACT OF 1964 
VI OF TIIE CIVIL iUGH'l'S 
(D2?.i'\l{~~'i'l~mT 01:, 'l'W\NSPOlZTJ\TION) 

----------(SOUTHT:AS'l~ l:zt\' i\i:i: CtI r G}\N 'l1Illit°'fsFoR'FNl' I ON l\U'j_'IW-lU'l'Y) 
(hereinafter cc-tlled the "Recipient") 

EREHY AGREES '11 HAT it will comply with Tit.le VI of the Civil High ts Act of 19 6 4 
(P.L. 88-352) and all requirements imposed by the U. S. Department of Transpor-
~ation, to the end that, in accordance with Title VI of that Act, no person in 

-he United States shall, on the ground of race, color, or national origin, be 
excluded from participation in, be denied the benefits of,. or be otherwi~:e sub-

,.... _jected to discrimination under any program or activity for ·which the Recipient 
· ·eceives Federal financial assistance from the Department under Federal urban 
.. 1ass transportation programs; and HEREBY GIVES ASSURANCE THA'l' it will immedi-
ately take any r.1easures necessary to effectuate this agrt;ement. 

:f any reu.l. property or structure thereon is provided or improved with the aid 
~of Federal financial assista~ce extended to the Recipient by the Dcpartmont 
_under Federal urban mass transportation programs, this assurance shall 

ililigate the Recipient, or in the case of any transfer of such property, any 
~ransferee, for the period during which the real property or structure is used 
for a purpose for which the Federal financial assistance is extended or for 

-.Gw·cher purpose involving the provision. of similar services or benefits. If 
r 1ny personal property is so provided, this assurance shall obligate the 

Recipient for the period during which it retains ownership or posession of 
,......:.:he property. In all other cases, this assurance shall obligate the Recipient. 

Eor the period during which the Federal financial assistance is extended to it 
by the Department under Federal urban mass transportation programs. 

'IS l\SSURJ\NCE is given in consideration of and for the purpose, of obtaL1ing· etny 
and aJ_l Federal grants, loans, contracts, property, discounts or other FGderal 
financial assistance extended after the date hereof to the Recipient by i::.i1e 

-Department under Federal urban mass transportation programs. The Recipin.nt 
recognizes and agrees that suc~1 Fec1.e:cal financial. assistance will be exi::.•)nc1ec1 
in reliance on the representations and agreements made in this assurance,and 

r -that the United St.ates shall have the right to seek judicial enforcement of 

r 

this assurance. This assurance is binding on the Recipient, its successors, 
transferees, and assignees. The person or persons v~ose signatures appear 

~belO\v are authorized to sign this assurance 0;1 behalf of the Recipient. 

Southeastern/Yiichigan Transpori:.c:i l:ion 
AuthoTity ~,.._, 4}/J ~ / /' -:,y /,,/' ,/; _/ 

ii j/;·:2!? j' /' ·/~/,;~ ~<,,.-------- -~ 
BY ,, . ,,./-~·;J?;5~:f;;/;/~/;.'{/~/,f/ £ __ ,'j..,c ___ ~7"" ·--.!.....----·--------------------

David F'. Breck 
Chairman of the Board 

- 6 -
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Mcn'ch 25, l 971 

Mr. T. 1-l. Lipscomb 
Generul Manager 
Southeastern.Michigan Transportation 
1705 Industrial Building 
2 3 2 l-1 • G i~ a n d R i v e -r 
Detroit, Michigan 48226 

Authority 

l 
I 

Cha.irrn.:tr1 
M<::L f\/\VIT Z 

1st Vice Chciirrno.n 
Ht:Ri3EFff SILLMl\f; 
2nd Vice Ch<drrn-i n 
AF~Di::N WEs-i-OVi~i-: 

Executive Dircctc.r 
E. ROBERT TURNEF\ 

\·"\... ·- .. 

. ';1 ·., 

Re: Letter of Intent on three project proposals 

Dear Mr. Upscomb: 

This is in regard to the letter of intent of March 9> 1971 
on the part of SEMlA to submit to the Urban M&ss Transporta-
t·ion Admin·istration grant requests for three related transit 
p r o g r i1.1.1 s . 

I n a c co rd vii t h o u r re v i e v1 p r o c e d u t e s , t he p r o p o s El 1 s we i~ e 
·f-irst rcv·le\·Jed by the respective County Planning Cornmiss·ion 
off·ices. lhe clec:,rances of the Oakland and Wayne County 
Planning offices are enclosed. 

Our Technical Advisory Team, in its role as the technical 
rev·ie\'/ body for our agency. and also for SEMTA, cons·idered 
the letter of intent and other material presented by the 
SEMTA Staff at its March 10, 1971, meeting. Based on the 
presentation, no objections were raised to the grant re-
quest proposals. The Team expressed its concern for the 
opportunity to review the full, formal application, once 
it is prepared. 

Our agency finds that the prelimin"'ry engineering p;-oject 
o n th e W o o d \'!a r d c or r ·; d o r > t he b u s i mp r o v em e n t p r o j e c t , 
and the ridership and routing development proposal arc 
all consistent wfth regional plans developed and those 
being further refi11ecl. These efforts shou1cl bring to closer 
realization the goal of an adequate public transportation 
system for south2astern· Michigan. 

-7-
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Mr. °f. H. Lipscomb 
Viar ch 2 5 , l 9 71 . 
Page -2-

The next step fot the appl ·icant \'foul d be the preparation 
and subn1ittal of the fu1l,- formal project application to 
our agency for revicw-and-comLlent under the provisions of 
Section 204 of the Demonstration Cities and Metrppolitan 
Develop111ent /\ct. To expecJ·ite project consideration, 
copies should be sent at the same time to the inv6lved 
County Planning offices. 

Yours s·i ncere~~J,, 
~:::> '-"' \ j .. 

U' C».~_;, .. '\. ... 'f ::.r t \;,_" ";_;._/) 
Paui M. Reid, JI.IP, PCP 
Director~ Planning Division 
SEViCOG 

c.c. Francis Bennett 
George Skrubb 
Gnylord Yund 

PViR/bp 

enc 1 • 

.,.. 8. -

\' ·, 
;. 
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2331 WEST FOi(i sr;::r;:·;, DEr;::o1T, J.\JOl;G,\N .;021 c. 
FHANCIU P. DENNCl.i 

DlnCC(O~ 

MAUnlCC VI. ROACH • .JR • 

. Ass1'"°l'At·n· ouu-:cYoa 
March 2s, 1971 

Mr. Paul Reid, Director 
Planning Division of SEMCOG · 
810 Book Building 

·Detroit, Michigan 4827.6 

Dear Mr. Reid: 

.. 
I 

·-

•.·· .· .. : ..... 

... 

.. ·· 
' ',. I 

. ··" ·, ; .. 
'•· ". 

-----·---·----
PHONE (313) 221,-5018 -- 5019 - 5020 

·i 
1 

COMMISGIOt.lCnfJ 

OE'..RALD c. V/Ai1nLrl 
CHAIHMAf~ 

RODCH"f K. AHCHCH 
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Reference is made to the Letter of Intent submitted by SEMTA, 
relative to F~dcral Funding for studies in connect.ion with their 
opcr.ations. 

The Wayne County Planning Commission, at its meeting of March 10, 
1971, took action recommending <1.pproval of these programs, subject to 
obtaining written approval from the local corn.rnu;1i t:1es invol vcd. · 

l 
You will find attached copies of the.letters from the City of 

Detroit and City of llamtramck. The llighlancl Park lette1· is in the 
mail ancl \vill ·be fo:r..wJ.rclcd to you as 'soon as it is received. Approval 
has been given by High1ancl Park. All approve the program as being in 
the intcircsts o~ beticr publi~ transportation in this County. · · 

FPB/c 

Enclosures 

. cc: .~Ir·. T .. H. Li1)scomb 
G_eneral. ~!a'nager of SEMTA 

:\ 
Very. truly yours, 

. · _d;h'~ < ,'c' ,(/? ~3, 
' /Francis P. Bennett, Director 
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COMMISSION MCMBEF1S 

DONALD W. NICK 
CHArnMAN 

VICTOR WOODS 
VICE CHAIHMAN 

ROGER H. MARZ 
SECRETARY 

R. J. Al.EX/,NDEFl 
DANIEL W. E3AFWY 
THOMAS J. DILLON 
EUGENE W. KUTHY 
f'AUL W. Mc GOVERN 
ROGER D. OllEflG 
tlARLAN B. f!ITZE 
LEVY WILLIAl·!S 

0/).KLAJ'n) COUNTY PLAI'-JNIJ.'\TG. COMl-IIlSSIOT~ 
1200 NORTH 'fELLGRAPJ'·~ ROJ .. D • PON'.CIAC, MICHIGAN /,-0053 

\ 

Mr. T. H. Lipscomb 
General Manager 
Southeast Michigan 

March 23, 1971 

Transportation Authority 
1705 Industrial Building 
2325 West Grand Boulevard 
Detroit, Michigan 48226 

Dear Mr. Lipscomb: 

I have reviewed the letter dated March 19, 1971 
addressed to me regarding your intention to proceed 
with a $1,425,000 engineering project for rapid transit 

· in the Woodward corridor and other supplementary studies. 
I find this request to be fully in accordance with our 
planning program and am supportive of the conceptual 
purposes and nature of this study and am so advising 
Messrs. Turner and Reid at SEMCOG on this date. 

gns/j ac 

cc: Mr. Paul Reid 

' 
V t 1 \! ery ru y yours 1 

.~-··--, •. .. ··:· _/\ I i~ 
\\ .. \ ... ·" < ... k'~, ,, .. /1 \,_/\;'·"' (._--~---·--. -. ... '. ,; .- ... ·' \ ., .. "\; ' ' .... I/ 

Georee N. Skrubb 
Director 

Mr. E. Robert Turner 
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S'I'ATUS OF COMPEEHENSIVE PLAL\JNING P,ND TRANSPORTATION PLANNING 

A. Comprehensive Planning 

1. General 

A long-range comprehensive planning process exists 
in the six-county southeastern Michigan region which 
includes the counties of Wayne, Oakland, Macomb, 
Washtenc..w, Monroe and St. Clair. This regional 
planning process is carried out by the Planning 
Division of the Southeast Michigan Council of Govern-
ments (SEMCOG) . SEMCOG is a voluntary association 
of local governmental agencies including counties, 
cities, villages, school districts and special pur-
pose districts. 

Through a project of the Planning Division of SEMCOG, 
the Detroit Regional Transportation and Land Use 
Study (TALUS) , a comprehensive 1990 regional develop-
ment plan was developed and presented in August, 1969. 
Since that date, the plan has received continuing 
review, refinement, and updating from the Staff of 
SEMCOG's Planning Division. The regional plan includes 
allocations of land use for transportation, industrial, 
residential, cornmercia.l, governmental, recreational 
and ~ther activities to the year 1990. 

SEMCOG is the area-wide planning body responsible for 
the regional plan and the on·-going continuing Planning 
Process, and also serves as the regional data bank. 
These data files include such existing and projected 
data as population and land use forecasts, the regional 
transportation ridership files and 1970-Census tapes 
for the six-county region. 

SEMCOG has been certified by the Bureau of the Budget 
as the metropolitan clearinghouse under Bureau of the 
Budget Circular A-95. SEMCOG is also the areawide 
agency which performs review functions under Section 
204 of the Demonstration Cities and Metropolitan 
Development Act of 1966. 

The policy directive's of SEMCOG's General Assembly, 
which includes a local elected official from each 
member county, community or district, is carried 
through by the monthly meetings of the 35-seat 
executive committee, and the Executive Director. 

- 11 -
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The policies and programs of the Plannin~ Division 
are guided by two bodies, the Advisory Council on 
Regional Planning and the Technical Advisory Team. 

The Advisory Council is concerned with the identifi-
cation of regional planning issues, the development 
and recommendation of policies in relation to these 
issues and the merging of governmental, civic, and 
private interests on policy and development issues. 
Mernbership in this body consists primarily of policy 
representatives of county, regional and state agencies 
that are related to, or involved in, planning, and of 
representatives of manufacturing, utility, labor, 
architecture, engineering and university institutions. 
The Advisory Council has 32 members, including the 
Authority. 

The Technical Advisory Team serves in a technical 
advisory capacity to the Planning Division staff and 
to the Advisory Council on Regional Planning. The 
Team's major role is to carry on active participation 
in the development and maintenance of an effective 
system of functional and comprehensive planning through-
out the Region, relating local, county, regional and 
state levels of planning. Membership consists of 
representatives front county planning commissions, 
county road commissions, the City of Detroit, regional 
recreation, highway, water and transit agencies, re-
lated state agencies, as well as liaison officiaJ.s 
from certain state and federal agencies. 

The Southeastern Michigan Transportation Authority is 
a participant on the Technical Advisory Team, as well 
as on the Technical Advisory Team's Transportation 
Subcommittee. 

- 12 -



A. (Continued) 

2. Formal Regional Cooperation 

The Authority's statute provides that six of the nine 
Authority Board members will be appointed by SEMCOG, 
effective June 30, 1971. Thus, two of the three annual 
Board appointments (each for a three year term) will 

r be appointed by SEMCOG, with the Governor of Michigan 
appoin 1~ing the other Board member. 

The Authority's statute also requires that its plans 
and program be submitted to SEMCOG for review and 
comment. 

In addition, the Authority holds a non-voting seat on 
SEMCOG's Executive Committee. 

These formal links between the two agencies, in 
addition to the Authority's continuous active 
participation as a member of SEMCOG's Advisory Council 
on Regional Planning and its Operations Committee, as 
well as SEMCOG 1 s Technical Advisory Team and its 
Transportation Subcommittee, have fostered an unusually 
strong working relationship between the two agencies, to 
the benefit of the region. 
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Authority Activities 

The Southec:tstern Michigan Transportation Authority's 
major activ:L ties include the Technical, Administrative, 
Fund Raising and Public Information tasks which arc re-
quired to develop the unified, coordinc:tted and 
modernized bus system, and implement the regional 
rapid transit system, under the twin mandates of its 
enabling legislation, and in concert with the land 
use and transportation policies of the regional 
planning process, as outlined by SEMCOG. 

During the rel~tively brief existence of the Authority, 
substantial public and press recognition of the great 
needs for improved public transportation, and SEMTA's 
role as the regional implementing agency, has developed. 
For the first time in recent history joint city, county 
and state funding for public transportation has been 
developed. The Michigan Legislature approved Governor 
Milliken's public transportation program in 1970, thus 
bringing about for the first time strong state support 
of this vital urban need. 

The Authority has developed, and will continue at a more 
intensified level, close liaison with SEMCOG, county and 
local planning bodies. An informal Woodward Avenue 
planning group, representing the county and community 
planners from the Woodward Corridor, has met twice 
concerning current Authority plans for the Woodward 
Corridor rapid transit line. The Authority will 
continue to meet with these and other interested groups, 
so as to benefit from their experience and needs, and 
incorporate the most desirable inter·-relationship 
between community and land-use planning· into its transit 
line planning and engineering. 

The Authority has recently expanded its professional 
staff, in recognition of its increasing level of 
technical and other work elements. There are now nine 
professional staff members, including an engineer a.nd 
an architect, compared with four only one year ago. In 
addition, the Authority retained Thomas H. Lipscomb 
as its first General Manager, in February, 1971. Total 
staff now includes 14 persons, compared with 2 persons 
when the Authority received its first technical study, 
MICH T-·9-1. 
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B. Transportation Planning 

The comprehensive long-range transportation planning 
process is, as mentioned earlier, a part of the 
comprehensive planning program of the Southeast 
Michigan Council of Governments. 

The transportation plan submitted in August of 1969 is 
under review and refinement by the transportation planning 
·Staff of SEMCOG. 

The Long Range Transportation Plan includes 1990 Highway 
and Transit networks. The Transit Network encompasses 
the proposed rapid transportation corridors upon which 
the Southeastern Michigan Transportation Authority is 
basing its engineering, traffic refinement and revenue 
projection, and staging. 

Continued cooperation with the Region's land use and 
transportation goals will be carried out through clo~e 
cooperation between the Authority and the Continuing 
Regional Planning Program located in the Planning Division 
of the Southeast Michigan Council of Governments. 

The Southeastern Michigan Transportation Authority was 
created by the State of Michigan in 1967, un<}er Public 
Act 204, the "Metropolitan Transportation Au-C.hori ties 
Act of 1967". Under this legislation the Authority is 
mandated to consolidate and improve public transportation 
facilities i.n Southeastern Michigan through acquisition 
and coordination of existing bus operations, as well as 
through the construction, operation and maintenance of 
other transit facilities where a.nd as necessary. 

The Act, in defining the powers of the Transportation 
·Authority, granted certain prnwrs and duties especially 
pertinent to this study including: 

Sec. 6. Any authority in addition to its other pm·1ers 
and duties, may: 

(b) Plan, acquire, construct, operate, main-
tain, replace, improve, extend and contract 
for transportati.on facilities within the area . 

·- 15 ·-
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(Con tinned) 

In August, 1968, the Authority retained Coverdale and 
Colpitts, Consulting Engineers, to develop capital re-
quirements for, and the econor.-tic aspects of, the 
acquisition, unification and improved operation of bus 
systems within the jurisdiction of the Authority. 
Volume I of this report, published on April 1, 1969, re-
commended consolidation of bus lines into one six'-county 
regional system. These included: The City of Detroit's 
Department of Street Railw2,ys; Great Lakes Transit 
Corporation; Metropolitan Transit, Inc.; Lake Shore Coach 
Lines, Inc.; Martin Lines, Inc.; Pontiac Transit, Inc. and 
the Bee Line, Inc. 

The report went on to identify broad areas of improvement 
which would accrue to the Region as a result of acquisition 
and unification of the bus lines. l'.,.lso identified in the 
report were estimated operating revenues and expenses 
which would result from the combined system. Volume II of 
the report, published on December 10, 1969, recommended 
financial and broad operating guidelines for the unified 
six-county regional bus system. A $25,068,000 two-y~ar 
program for getting the proposed neu system underway wc:.s 
specified in Coverdale and Colpitts' report. The program 
includes an annualized schedule for bus replacement and 
upgrading; (400 buses over a two-year period) and a 
description of other major initial capital improvements 
needed to modernize, replace, and bring to £irstclass 
condition the plant, equipment and appurtenances required 
by the Authority to meet other needs incident to unifica-
tion. 

The Authority has moved to implement this recornmended plan 
for bus system improvements, and recently submitted an 
application to the Urban Mass Transportation Administration 

·of the U.S. Department of Transportation for 160 air-
Conditioned, radio equipped buses. This capital program 
development and valuation project was partially funded 
by a Technical Studies Grant (MICH T-9-1). 

During early 1970, the Authority contracted with Louis T. 
Klauder and Associates of Philadelphia to evaluate system 
cost and performance standards of several rapid transit 
modes, using as a base the SEMCOG six-corridor rapid transit 
network. The Technical Advisory Tea.tu of SEMCOG served as 
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(Co;1tinuec1) 

an advisory body to the Authori t:y, and has been asked to 
review th~ draft final report, which the Authority received 
from its consultant during January, 1971. The preparation 
of this report was partially funded by an UMTA Technical 
Studies Grant (MICH T-9-3). 

On February 2, 1971, the Board of Directors of the 
Southeastern Michigan Transportation Authority announced 
that it would construct its first rapid transit line in 
the Woodward Corridor, which is the most heavily built 
up and most densely travelled corridor in the Southeastern 
Michigan region. The same day, the Board also announced 
the selection of a duo·-rail mode for the Wood\vard 
Corridor. This selection was based on the review.of 
alternative modes evaluated for the Board by the firm of 
Louis T. Klauder and Associates, and the data described 
therein. 

During February, 1971, the Authority submitted a letter 
to the Planning Division of SEMCOG, in which it described 
its intent to apply for federal funds to assist in 
carrying out a preliminary engineering study of the 
Woodward Corridor 

This letter was later revised to include two additional 
work elements (Development of a staged ridership and 
routing program for corridors other than Woodward; and 
a bus service improvement action program) , and was re-
viewed by SEMCOG' s 'I'echnical Advisory 'i'eam, at its Illarch 
10, 1971 meeting. Soon after, the Planning Division of 
SEMCOG expressed its strong support for the entire three 
part program, as it would contribute to the implementation 
of the general policies of _the regional planning process. 

Under the term of a grant from the Michigan State Department 
of Com1nerce 's Bureau of Transportation, the Authority is 
undertaking a project definition for the Woodward Corridor 
rapid transit line. This grant provides for the general 
determination of alternative alignments, station locations, 
above - and below--grade sections of route, shop locations, 
parking requirements, fare systems and gross ridership 
projections. The data generated by this $90,000 grant will 
serve as the direct input to the Preliminary Engineering 
determination in June, 1971, from which will be developed 
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( ContiEued) 

engineering criteria for electrical, signal, fare, and 
other equipment; foundations; shop layout; real estate 
requirements; detail layouts of major intersections, &nd 
center city passenger distribution systems. 

The following chart describes the timing and relationship 
of all major Authority work efforts during the past three 
years. 
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IV PROJECT DESCRIPTION AND SCOPE 

'l'J.1is applicu_tion for a technical stud.ies grant has been struc-
tured to include three essential program cle;nents of the 
Southeastern Micl1igan Transporta-C.ion Authority, (SEI·lTl'1.) which 
are critical to the improvement of public transportation fa-
cilities in southeastern Michigan. 

These three program elements include the: 

- Preliminary Engineering Program (Woodward Corridor) 
- Ridership and Routing Development Progra~_ 

(Corridors other than Woodward) 
- Bus Service Improvement Program 

The work to be performed under each of these elements consti-
tutes a continuation of previous efforts in the planning and 
implementation of improved public transportation facilities in 
the SEMTA region. ~ 

The Wood1-1ard Cor:cidor, which is delineated elsewhere in this 
application, was identified in a comprehensive transportation 
and land use study of the region as a first priority route for 
the development of rapid transit facilities. Progress on this 
particular element of the S.E.M.T.A. program has included the 
evaluation of various modal technologies with respect to their 
ability to serve anticipated travel demands. This work was per-
formed with the assistance of a technical studies grant from the 
Urban Mass Transportation Administration (MICH T-9-3). 

1. Our current work efforts concerning the Woodward Corridor are 
proceeding under a state-supported program which will review al-
ternative corridor alignments, station locations, recommendations 
on elevated or subsurface construction, parking requirements, 
fare systems, ridership estimates and financing. The work that 
is proposed for funding under this application will produce the 
necessary groundwork for the Authority to initiate design and 
construction drawings. This work will include geological invest-
igations; foundation locations; topographic mapping; station layouts; 
real estate requirements and boundaries; utility relocation planning 
potential for adjacent or joint development; engineering crit~ria 
for electrical, signal, fare and other equipment; detailed la1outs 
o:i': r,1ajor intersections; analysis of center city passenger dis-· 
tribution systems; ridership estimates by station; time, direction 
and modal interchange; and equipment requirements . 

The extent of the work to be accomplished under this program en-
compasses the Woodward Avenue Corridor, which extends for 26-rniles 
between Pontiac and Detroit, and includes the intermediate cities 
of Birmingham, Royal Oak, Ferndale, Pleasant Ridge and Highland 
Park. The implementati6n of this project has received strong 
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support. from t.he Wayne and Oakland Cotmty Planning Commission~-;, 
as well as from other planning groups. 

It is expected that special emphasis will be placed on the sec-
tion between Ten Mile Road and Detroit's Central Business 
District, as this portion of the route is ex~ected to include 
the first stage of operations. In addition, the current plans 
of the Michigan Department of State Highways for its I-696 free-
way presents the Authority with the need for detailed engineer-
ing, jointly with the Highway Department, at the Ten Mile Road 
and Woodward Avenue interchange of the I-696 facility. This 
major three level roadway facility, and its proximity to the 
Detroit Zoo, presents the region with a most valuable and timely 
opportunity for a coordinated multi-modal development, including 
parking, bus facilities, inter-modal transfer facilities and 
other joint:. development potential. ·,, 

2. Once preliminary engineering work has begun on the first phase of 
the Woodward Corridor it wi.11 be necessary to proceed with a 
second program eJ.ement involving the analysis of ridership levels 
and route alignment alternatives in regional corridors other 
than Woodward. The objective of this program wi.11 be to estab-
lish a priority schedule for the development of additional rapid 
transit facilities in the region, based on objective standar~s 
of projected system development costs and estimated revenues. 
This project will provide for the simultaneous evaluation of all 
transit corridors froffi the standpoint 0f developing patronage in 
a specifi.c 6orridor and also on the overall system including the 
Woodward Corridor transit line. A procedure will be developed 
to evaluate the potential for new or refined technologies in 
developing transit facilities in additional corridors. A strong 
emphasis will be placed on investigating the use of capital-lighf 
modes, including reserved or special bus lanes and limited tram 
facilities. 

Procedures developed in connection with traffic and market 
analyses, performed under UMTA project MICE T-9-3, will be used 
to prepare estimates of ridership by origin and destination in 
order to establish station requirements, equipment requirements 
and manpower requirements necessary for the development of rapid 
transit facilities in the corridor. 

3. The third program element that will be covered under this ap-
plication involves the structuring of a bus service improve-
ment program. The desirability of coordinating public trans-
portation facilities in southt::'astern Michigan was docuri1entec1 as 
a result of the wor:Z do:-ie under project MICH T-9··1 by the fin.1 
of Coverc1G:.1c and Colpitts. It. we-ts furt.her determinec:. that th.::.s 
coordination can best be achieved by means of a regional trans-

, ' ' t' • ' , • ' • , , • b 1 r ~ '.-, por·ca·c1.on c:,u .nori"L:.y \-7.illCfl can provioe l· . .ne necessary ro2c, a.p;:-JJ~va.Cu 
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toward the operation of a comprehensive system devoted to the 
public interest, responsive to changing needs, financially 
stable and capable of providing the "best attainable measure 
of service to the cor.mmni ty." In order to accomplish the 
objectives of: the SEXrrA program w5_th respect to bus operations 
in the regio:-i it is necessary at this time to establish in de--
tail the adminis·trative, -fiscal, operational and policy changes 
that must be effectuated. The bus service improvement program 
has been structured to include work in the area~ of adminis-
trative and fiscal planning, operational planni~g, public re-
lations and business development and labor relations. 

The three program elements described above have been defined 
more completely in the following section of this application 
where specific work tasks are described. A detailed work program 
for each of the program elements will be the initial work per-
formed under this application, so as to detail the work input, 
output. and schedule for each of the projects. · 
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•r:1e \'.'O:ck t.o be c:lcco:,1:;_::ilis;1cc1 unde:;~ t.hc l"edc:cal Financial 
Assistance Grant rcqu2stetl in this application :c0prcsents 
a cont:inuat.ioi1 of -~-.!12 on-s·oin~f mi:lss transpo.1:~tation 
. 1 . 1 • • ' l . 1 . • • , • irnp .. emcn<:..ac.J_on p:cog:cam :i.n T le sou-cncasc.ern MJ.cnigan area. 

The Woodward Corridor has been selected as the first route 
for the construction of rapid transit. In an on-going, statc-
supported project, alignment:, station locations, above and 
below-grade construction, parking requirements, ridership and 
fare systems are being developed. The program for which fund-
ing is being requested in this application will finalize 
alignment and station location, determine foundations and 
layout, real estate boundaries and requirements for acquisition, 
determine shop layout, determine engineering criteria for 
electrical signal, fare, and other equipment, provide for de-
tailed layout of major intersections, and investigate center 
city passenger distribution systems. 

The preliminary engineering will cover the entire 26-mile 
route, but special emphasis will be placed on the section 
between downto1·1n Detroit and the Ten-Mile 'Hoad Woodward lwenue 
location. This program will produce the necessa:cy ground v1or}:: 
for the Authority to initiate design and construction drawings 
as the next phase of t.he Woocll-1a.rcJ Ccn:ric1or Prograrn. It i~; the 
intention of the Authority to request Federal assistance in 
later phases of rapid transit development leading toward the 
completion of a mass transportation system for southeaste~n 
Michigan. 

The work elements included wi'chin this program are: 

1. 

1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 

10. 

Cornmunity and SEMCOG Liaison 
Topographic mapping 
Geological investigations 
Right-of ·-we:~y and ir;tpact planning 
Station site planning . 
Route alignment and control survey 
Utility relocation planning 
Engineering criteria 
Center city passenger distribution system 
Public Hearing·s and Project Reports 

Crnni"Lnrni ty and SE.MCOG Lied_ son 

The guidance of the project will be carried out by the 
S ~-t£~ o~ t~e coi_·L 11e~sLE'rn Mi'chi"c·~n Tran°·)orL~Li·o~ nt:1~~or:Ly L... c l.. .L l. .i J._ u J.. L-1 a... L. ~ l J. J. _ _ :J o. ,;::, l \. L- o. L.. l l r"'" L. L .. ..L L. 

with the cooperation of other t.:ransportation·-oriented 
agencies within the southeastern Michigan area. This 
cooperation will be coordin~ted through the Southeast 
Michigan Council of Governments. 
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2. 

3. 

'i'opogTaphic Mappin<.J 

Using aerial photographs prepared for the Southeast 
Michigan Council of Governments, controlled photo-
gra~netric maps of the Woodward Corridor will be pre-
pared. ScaJ.e of the maps and contour interval will 
be dctcnnined such th2~t materials develop2c1 will be 
compatible with other available mapping materials in 
southeast Michigan~ 

Geological Investigations 

Surface and sub-·surface condit.ions in the corridor will 
be evaluated. Test borings will be ma~e where current 
information is unavailable or incomplete. This will 
include both station site conditions and route alignment. 

4. Right-of-way !~pact Planning 

5. 

"' 
s·c.rip rnaps will be prepared shovling ri~Jh t:-of-\·1ay for 2CJ.ch 
route segment, The maps will also show property owners, 
property boundaries, and acreage. Estimated property 
acquisitions will be listed for future right--o:Z-way work. 

A policy of future joint development aJong the rapid 
transit alignment will be pursued. The Authority is 
presently investigating possibilities for joint utility 
use with the utility companies in the Detroit area. 

A m.~thodology will be establis:1ed and implemented for 
cooperative planning with the various jurisdictions alon0 
the route of the Woodward Coj::-ridor rapid transit line. 
'l'his methodology will be directed tmrnrd lessenir;.g and 
solving problems arising during pre-·construc-t.ion anc1 
construction phases of the system. This will be oriented 
primarily toward other public agencies, and conducte6 
under the auspices of the Southeast Michigan Council of 
Governments. 

Station Site Planning 

Utilizins results. of the state-fund~d Project Definition 
Program, alternative station site plans vill be developed 
and internal feasibility and efficiency of the altern~tive 
plans for the initial route segments will be determined. 
Schc:n1atics will be prepared, i:n cooperation vii th o-C.he:~ 
app~opriate public agencies, for accessibility, traffic 
distribution, along with estimates for necessary improve-
ments to station areas. Further planning· and develop,12i1t 
of bus feeder systems will be coordinated with station 
planning. 
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Ncce::.; s a:cy al tc.rna-~:es for stat ion 1occ::.t:LoD~; c:mc1 t:1ei.r 
ef feet on the :cm-cte aJj,9mn2n-~: and traf:f:ic \·:ill be. 
p:cepu_red. 

6. Route alignment and control survey 

7. 

8. 

9. 

Imm2c1L1te aid and asf~istance will be provided on critical 
sections of the initial seg1:--,e:ats of the WoocJ:v1ard Corric1or 
line where right-of-way is shared with another moGe, such 
as the cu.se in those nort:Lons under cxistirw road-way. . ~ J 

Final location of horizontal and vertical alignment will 
be established, \·7lJ.ere ncces sc:;_ry, al ternat.i ves t.o cj_:-:i_ tic al 
segments will be prepared and investigated. The syste1~ 
will be set up for controlled survey, Necessary controls 
will be. located and established both on paper and in 
the field to complete re~ldiness fOj~ survey. 

Utility Relocation Planning 

A policy \·d_ll be e::;tablished for the relocation of the 
various utility facilities encountered in construction, 
after a review of legal requirements relating to relocation 
expenses. This policy will also reflect the requireme;1-i_-:.;:> 
of the utility ag·encies for their relocation. RelocaL:_on 
plans will be p:cepared for those systems deei-tK~d crit.icc:i_l 
along the initial segments. 

Engineering Criteria 

Requirements for signal, fare, electrical, and other equip-
ment will be developed relative to operating characteri.stics 
of the system. Engineering criteria for equipment neeCs 
will be developed for these characteristics including 
cars, work trains, and shops. 

Center City Passenger Distribution Systems 

_As part of the center city network, alternative passenger 
distribution systems will b2 planned. Feasibility and 
efficiency of alternative systems will be determined. 
Schelflatics will be prepared, and equip1-r1eiYt needs \·1ill he 
developed for alternatives. Center City passenger 
distribution systefils developraent will be coordinated with 
appropriate public agencies. 

10. Public Hearings and Project Reports 

Public lwc:c:cings \\'ill be held to advise the affected p',J>lic 
of the results of investigations undertaken within the 
above woYk items and to solicit public reactions. Public 
rc2orts &~d a firial report will ~e provi~ed for the WG~k 
items in this portion of the requested Grant. 
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1. Community and SEMCOG Liaison 

2. Topographic Mapping 

3. Geological Investigation 

4 • R.ight-of-wo.y and Impact Planning 

5. Station Site Planning 

6. Route Alignment and Control 
Survey 

7. Utility Relocation PJ.anning 

8. Engi.neering Criteria 

9. Ce~ter City Passenger Distri-
bution System 

10. Public Hearings and Project 
Reports 

Continaencv ;) .I. 

TO'J:'AL 
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$16,000 $ $16,000 

1,000 92,500 93,500 
I 
I 5 0 0 ' 24_ I 0 0 0 24,500 

8 I 0 0 0 .l J 8 I 0 0 0 125,000 

70,000 100,000 170,000 

6,500 112,000 118,500 

800 38,500 39,300 

4,500 92,500 97,00C 

13,000 8".:,000 9 ·1I0 0 0 

391700 2'1,000 63,700 

160,000 685,500 84'"5,500 

45,500 

890,000 
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B. Transit Systems for Regional T~avel Corridors 

A regional system for rapid transit trunklincs in major 
corridors of the region, reco::i.menclcd by TALUS will be 
refined and expanded to develop a comprehensive system 
of transit trunklines that would best _serve the region. 

Travel corridors identified recently by SEMCOG in its 
detailing of the TALUS work will be examined for purposes 
of staged implementation. In addition, other corridors 
with currently increasing traffic density will be stuCied 
for need of trunkline or other tran~it ·corridor route 
services / including re:;ervec1 lane bus or rapid tranfr1c:~y 
modal systems. These two modal alternatives will also 
be reviev1cd for their applicc:~tion to the SEMCOG 
corridors. Trunkline routes so identified wiJ.l have cost 
estimates prepared on the basis of the most £easible mo~al 
system to be used -- if developed nm1 - ·to establish a 
benchmark prior to staging for implementation. 

The most recent SEMCOG transportation systems plan analysis 
will be used as a basis for corridor ridership forecasts. 
A proccdu:ce fo:c sirnult.an12ous analysis of all transit 
corridors will be applied by a traffic research consultJnt 
with expert.ise in forec~.s·C.ini:f dcr.1and on 1noc1al systc~ms. 
Sensitivities of travel markets to new transit modal s1stcras 
which are attractive and competitive with private vehicles, 
develo~ed by T-9-3 traffic research work, will be applied. 
Estimates of riding by station location will be made to 
size regui.red vehicle fleet, feeder bus services, and 
station parking facilities, in order to complete cost 
estimates for capital and operating program. 

Project cost would be $225,000. 
description of work prograra. 
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Description of Work Program 

Dct~iled forecast demand for all arterial travel corridors 
in the region will be analyzed in order to determine the 
staging for providing several types and transit service styles 
in corridors that will not be provided with heavy duty rapid 
transit trunkline, while a staging of rapid transit trunk-
lines recommended by SEI'-:COG will be prepared. In adc1i tion, 
recognizing the high system cost for the current SEMCOG transit 
netwo:ck, capital-li9ht alternat.i ves will also be tested for 
these corridors. 

Four stages of work will be completed during a:bne year period. 
In brief, these are: 

1. Preparation of Small Area Travel Forecasts 

.. Recent projections of land uses and travel made by 'TALUS 
and SEMCOG will be utilized to pro~uce required analysis 
of travel. Procedures necessary to yield data for sma.11 
area analysis will be developed. Work will be done by 
SEMCOG, with the aid of SEM~A in determining data requirements. 

One analysis will describe all travel corridors with signifi-
cc:.n"i~ ·crav.c!l de1nand volume / in 1.vhich a transit trunkLi.ne 
system mu.y be of service as a complementary n•ode of travel 
to the use of auto1:-io!)iles. 'I'ravel c:1aractcristics by auto 
mode will be described, as an indication of transit require-
ments that may present an attractive alternative. 

Evaluation of this set of findings will be made by SEMTA to 
consider the potential utility of transit service in each 
corridor, and the type of transit technological systern and 
service operation that would be an attractive alternative to 
sole reliance on auto use. The output would be a comprehensive 
description of potential regional transit trunkline system. 

'l'hese reco:;nm2ndations would be· forrnulat.ed in consul tGJ.tiorc 1·1i th 
staff of SEMCOG in response to the regional land use planiling 
work. The rapid transit trunkline system previously tested 
by TALUS would be re-evaluated in the light of the current 
SEMCOG Continuing Planning Program and this fresh analysis of 
overall requirements for transit trunklines. 
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A second set of analyses will evaluate projected travel 
based on the rapid transit system tested by TALUS, in 
such manner that data is prcp2red for use in a corridor-
level transit forecust model described below. Data re-
quirements will be determined by. the traffic researcl1 con-
sultant in order that it may produce detailed forecasts of 
stat.ion ac-i:_i vi ties (demand for pu.r:(ing spaces, cc:.r f le ct 
required and such capital items), ridership and. revenues. 

The small-area travel forecast work will ~e completed with-
in ten \·leeks. About 50 man-days \"I~i.11 be required by Sl~I'l'2A, 
and a0out 16 man-days, rno~;tly progrc:Jn;11ing time, of SEi"·'lCOG. 
A contract with SEMCOG for $9,800 is included in an estimated 
cost of $15,000. 

2. Hapid 'J'r;:rnsit Corridor Ridership Forecasts 

A consultant ·will be retained by STMTA which has the reaciy 
capal:>il:i ty of applying to travel forecasts a multiple 
corridor s1nall-area-level transit usage forecast ffiodel by a 
simultancou5 solution, employing machine processing of data 
where necessary to reduce overall time and cost. A success-
ful application of the model will be considera& a requisite 
qualification in selecting the consultant. 

The transit trunkline system will be retested with detailed 
ridership forecasts by the consultant. Six corridor tru~k­
lines will be tested, including"the Crosstown line and four 
radial lines. 

One point in time (1990) will be analyzed, using basic 
travel forecasts prepared by SEMCOG in Stage l. One route 
alignment and service operation will be used. This will be 
the rnec~icul of al tern a ti v12s or the "most likely'' design con--
figuration, selected strictly for test of market and 
engineering feasibility, preliminary to more detaiJ.ed design 
of corridor systems. An ade~uate feeder bus system and 
adequo.te pct:cking facili·ties at commuter sta·tions will be 
assumed. 

Prof:essior1c:,l staff of SEr,.:r.r.'J\ will assist in develop~:..ng re-
quired descriptive a~ta and in providing input assumptic~s 
relating to patro~ response to selected system service· 
variables. Systc~s analysis capability will be generated 
that will be useful in later elaborations of a refined 
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regional 2lc:tn fo:c r.:~p:~c1 tr.:.1.rcsi·C., incluc1inc_:r dcs5.gn o{ t.r.::.n;:.;i·l~ 
service in corridors that wouJ.d not require convcntion~l 
heavy (Bl1.R'I' o:r Linc1cnv1old type:) tr<rnsi·L~, yet rcc1uires betC.eJ~ 
service than conventional bus routes operated in l.::.ncs open 
to all common traffic. 

The work will be coraplcted nine months after the start of the 
overall project, and would be carried on mainly from the 
eighth to the fortieth week. Work assigne~ to staff of 
SEJ'ti'TA wo<.<ld requi.re about: 260 man··days. i\fork done by the 
consultant would require about $85,000. Including SEMTA 

i costs, this stage would cost $112,500. 

Development of Corridor Cost Parameters 

A consultant would be asked to examine other corridors than 
Woodward for cos·t ana.lysis a.i1d staging of the proposed 
corridor trunklincs, applying findings and procedures dc-
velo?cd recently for T-9-3. In addition, likely transit 
modal technologies that would match demand in corridors where 
a "heavy" transit~ sys i.:em is no·C. ·the opt.irc:al solut:ion, v1ot·, l c~ 

be desc~ibed for corridors so identified as a r~sult of 
Stc..te One \.,.rork. 

'l'hc:~ designation of a 11 rnos t likely 11 trunk line rou·~·.e for ec:; c:·1 
corridor would b2 the starting point for engineering 
analysis. A syst.cm developrnen·C. plan for the nmost 1i};;:ely" 
route would be designed that is feasible and is median to 
likely al t.ernat.ive tre2tn1eiJ:cs as to alignracnt and raoc~.e where 
such may become apparent. 

Detail would be adequate for ~;eneralizecl. analysis of a route 
to serve the corridor, prior to the preliminary phase of 
design engineering undertaken for actual development of a 
trunkline. The output would be a descripti.on of a refined 
plan for a multi-corridor rapid transit system, with develop-
ment and operating costs based on present cost levels. 

l\. second phase of the 1·1ork ·would consider the available 
transit techi;olog·ica.J. sys ·c.e:n;:.; thct-C. would be ideal for u:=~c 
in those corridors whe~e full-scale heavy transit service 
is not justified. Besides ide~tifying avaiJable systeras, 
such as Euro?ean light transit, some consideration woul6 
be give~ to timing when other concepts would be operatio~al 
widespread use, and probable co3t levels in comparison 0ith 
the duo-rail mode chosen for the i··ioodwaj-:-d Corridor. 
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Wo:ck would commence \·1hen the 11 most likely" routes are de-
signated, and would include the period from the tenth to 
the fortieth weeks of the overall prograra. Work by tl1e 
consultant would cost $70 1 0 00. .About 25 man-days would 
be required by staff of SEM.r..L'A to coordinate the work pro-
gram and assist the consultant. The total cost for Stage 
3 is estimated at $72,800. 

4. Evaluation of Findings 

During the last quarter of the year the findings will be 
reviewed and discussed with SEMCOG and other concerned 
agencies. Impacts of the findings will be sought and re-
ported in general terms. A finc:tl report by the Authority 
will be prepared after receip-C. oi reports from co:isultaLts 
with descrip·tion of findings of feasibility analysis for 
the regional rapid transit system. Numerou~ directions 
for follmv-on wor:<. by the Authority would be presented for 
consideration especially in regards to light rapid transit. 
service concepts. A cost of $13,700 is estimated for the 
final stage, including $4,200 for costs of consultants &nd 
SEI!iCOG. 

Cos·t for the overall progrc-,11~ incluc1Gs conting·ency of $11, 000, 
for a total cost of $225,000. 

Contracts would be required with SEMCOG for $11,000; and. with 
consultants for $158,000. Authority staff and other costs 
are estimated at $45,000. 
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TRANSIT SYSTEMS FOR REGIONAL TRAVEL CORRIDORS: BUDGET 

ITEfll STAFF .CONSULTAWl' TOThL 

r 

1. Preparation of Small Area '-·. 

'l'ravel Forecasts $ 5,200 ~ 9,800 $ 15,000 

2. Rapid Transit Corridor 
r Ridership Forecasts 2.7, 500 85,000 . 112,500 

3. Develop"'.1en t of Corridor ._, 
Cost Parameters 2,800 70,000 72,800 

4. Evaluatio;:1 of Findings 9,500 4,200 13,700 
r 

$45,000 $169,000 $ 214,000 

r CONTINGENCY $ 11,000 

r- TOTAL $ 225,000 

r 

r 

r 
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Bus Service Improvement Program 

Excluding the interurban service provided by long haul 
carriers, approximately 125,000,000 bus passenger trips 
were made in the Southeastern Michigan region during 1970. 
This level of ridership has decreased from approximately 
150,000,000 bus trips made in 1960. The response by the 
.Michigan Leg·islature and the Governor was the "Metropolitan 
Transportation Authorities Act of 1967" which provided for 
the creation of regional authorities capable of maintain-
ing and upgrading public transit operations: These author-
ities are intended to provide the necessa~y broad approach 
toward operation of a comprehensive transit system devoted 
to the public interest, responsive to changing needs, finan-
cially stable, and capable of attaining the highest measure 
of transit service for the community. The Southeastern 
Michigan Transportation Authority was created under the pro-
visions of the above legislation and has been charged with 
conducting initial studies ..•. "necessary for the develo~­
ment of plans and recommendations necessary for the acqu-
isition, improvement and operation of existing bus systems 
and the implementation of such recoi:nmendations and plans .. ·." 

The initial phase of this task has been completed with the 
assist.ance of a technical studies grant awarded to the 
Authority in 1968 by UMTA, under a contract identified as 
T~9-l. Work performed under this contract included an 
analysis of capital requirements for the economic aspects 
of the acquisition, and a broad description for improved 
operation of the several regional bus carriers within the 
jurisdiction of the Authority. This work has allowed the 
Authority to prog-ress to a point where a detailed program 
for operations and administration must be prepared in or<l2r 
to successfully implement the program of consolidation fo;~ 
transit properties in the region. It is the intention of 
·the Authority to develop a bus service improvement progra~ 
which will be coordinated with the process of consolidation 
and allow for immediate and meaningful improvements in the 
service offered by SEMTA to transit riders in this region. 
This bus service improvement program has been structured 
to include work in four primary areas, including the develop-
ment of: 

- An Administrative and Fiscal Planning Program 
- An Operations Iraprovement Program 
- A Public Relations and Ridership Devel.opment Progrc:~.ill 
- A Facilities Improvement Program 

A more detailed description of the vork to be accomplishe~ 
under each of these project areas is set forth below: 
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C. (Continued) 

1. Administrative and Fiscal Plai·u~ing Program 

Prior to the consolidation of e~isting transit oper-
ations in the southeastern Michigan region it will be 
necessary for the Authority to.develop a specific pro-
gram for the administration a.nd financing of an improved 
system of regional bus operations. The major inputs to 
this work prograin will include inventory ~.1ork performed 
l;>y the firm of .Coverdale and Colpitts, ·which has fur-
nished background data on the existing transit operations, 
including: ~. 

- Inventory and Review of Present Bus Operations 
Preparation of Estimates of Fair Acquisition 

Price of Bus Systems Assumed to be Included in 
the Unified System 

Developraent of the requirements for a Unified System 
- Preliminary Estimates of Earning Pote'ntial and 

Financial Requirements of Unified.System 
Transit Development Program Elements 

This data will be supplemented wid1 additional information 
relative to existing labor agreements, work practices, 
operating revenue, operating costs, and other fiscal in-
formation necessary for the preparation of a short and 
long range financial program. 

The specific work tasks to be accomplished under the ad-
ministrative and fiscal planning program will include: 

a. Structuring of Management Objectives 

Prior to the actual design of an administrative 
structure or the preparation of a financial progra~, 
it will be necessary to determine and define the 
basic management objectives of the SEMTA prog-ram v1ith 
respect to the operation of bus service in the region. 

Work performed under this project will include the 
evaluation of various manage~ent alternatives as ttey 
may ultimately influence the level of bus service jn 
the region as well as the economic consequences of 
each alternative. 

In addition to the analysis of the tradeoffs between 
servic2 and costs, this project will address the con-
siderations of phased acquisition and develop a se-
quential p~ograra for consolidation utilizing inputs 
from the pr6j~cts addressing areas of personnel, 
administration, legal iss~es and financing. 
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C. (Continued) 
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b. Developillent of Personnel Policies and Administrative 

c. 

St~ucture 

In advance of the acquisition of any transit property 
it would be desirable for SEMTA to have developed a 
comprehensive personnel program including but not 
limited to wage rates, work rules, pension plans, in-
surance programs, and other management details nec-
essary for the Authority to design an administrative 
framework which ·will be flexible enough to accornmodc.te 
additional transit operations as they·are acquired. 
It is anticipated that extensive negotiation will be 
required between the Authority manag~ment and both 
the unions and the management teams of the various 
properties. 

Development of Short and Long Term Fisc~l Programs 
. .. 

A key element of the consolidation prog-ram, as well 
as continuing service programs, will be the accurate 
identification and allocation of monetary resources 
available to the Authority. Given costs of the acq~i~ 
sition of the existing transit properties in additi0ri 
to the initial costs of consolidation it will be nec-
essary to establish a sophisticated budgetary proce~s 
to assure that cash and credit resources are availa~le 
to match program expenditures. As in the case of 
structuring an administrative framework, the budget~ry 
process selected will need to be designed to accommo-
date expansions in the system as properties are acquired. 
Work performed under this project will also inclue'te the 
establishment of those c:.ccounting and auditing procedures 
necessary to the proper functioning of the Authority. 

TOTAL PROJECT COST: $45,000 

Work Element Staff Consultant 

Management Objectives $ 4,000 $ 1,0(;0 

Personnel Program 2,000 13,0GO 

20,000 5,000 ----Fiscal Program 

$26,000 $19,000 
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C. (Continu2d) 

2. Operations Improvement Program 

A basic justification for undertaking a program for con-
solidating resional transit operations involves the po-
tential for achie~ing operational improvements in the 

.bus system by restructuring existing routes and scheduling 
to provide fast, direct and co~venient bus service. The 
tasks involved in integrating the eight transit operations 
in the Southeastern Michigan Transportation Authority 
region will be extensive considering there are approxi-
mately 1,500 vehicles involved in the operation of over 
50,000,000 service miles annually. It is proposed that 
the Authority detail a comprehensive program of opera-
tional improvements prior to the acquisit~on of indivi-
dual propercies so that immediate and significant service 
improvements will occur as the individual operat.ions 0re 
incorporated into one regional system. The following · 
major work elements are proposed for inclusion in this 
program: 

a. Prepare Service Evaluation Techniques 

b. 

A first step in the analysis of existing transit 
services will be the formulation of uniform and con-
sistent criteria for the evaluation of transit ser-
vices. The evaluation techniques established in con-
junction with this work element will provide the basis 
for establishing priorities for service improvements. 
They will also allow for the development of a hierarchy 
of bus styles, including shuttle, medium and long ranse 
regional service models. This element will tie 
in with the management objectives section of part one. 

Perform Market Analysis for Transit Services 

In order to properly restructure transit services it 
will be necessary to perform an analysis of the ex-
isting demand for transportation services based on 
available information dealing with present and projected 
travel patterns. Trip origin and destination in~ 
formation was gathered in 1965 for use in a major re-
visi.on to the regional transportation and land use 
plan. This work element will include an analysis of 
this 1965 data, as structured through ~-9-3, to pro-
vide small area forecasts of travel demand in addition 
to ev.::.l uating alternative transit systems for meet::_ng 
this deraand. This ele~ent considers, as did the · 
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T-9-3 Peat, Marwick, Mi tchcll work, the ind.~:Y~dua~-.. 
trip maker; the broader analysis of travel markets, 
as described in section B·(other corridor analysis) 
uses the.standard home interview data in its house-
hold aggregation form, for relatively gross corri0or 
magnitudes .. 

c. Prepare Areawide Service Improvement.?roposal 

Once service criteria have been established and a 
market analysis program has been carried out it will 
be necessary to establish a program for improving 

r regional transit operations that can be coordinated 
with a program of consolidation. The improvement 
proposal to be prepared as a portion of this work 
element will include specific route revisions that 
will be desirable from the stand-point of improved 
operating efficiencies and improved quality of ser-

r vice. This is actually detailed schedule making, . 
building upon the conceptual framework for bus systems 
consolidation suggested to the Authority in Cover~ale 
and Colpitts report in T-9-1. 

r 

,-

a. Develop Iffiproved Scheduling Techniques 

Scheduling as a strong marketing variable can be &d-
justed depending on the management objectives oz a~y 

.given operator. Because the several operations in 
the region vary their scheduling practices, it will 
be a necessary element of the Authority's pre-
c0nsolidation program to develop an efficient method 
of scheduling which will coincide with the restruc-
turing of routes. It is proposed that computer 
assisted routing techniques be developed for con-
tinued use as ~ part of the Authority's on-going 
program.. As par-\:: of this work element, the f\,u·i:~1c,;<t.y 
will review opportunities for reduced cost and irnpcoved 
service offered by realignment of school hours, w~2re 
heavy student demands are placed on the transit system 
during peak periods. · 

e· Develop Vehicle Monitoring System 

Because of the large number of vehicles that will he 
involved in the operation of a regional bus system it 
will be necessary to i~prove the current methods o~ 
monitoring transit vehicles. Because of the sub-
sta;-.tia.l porC.io:1 of sepe:-:-visory t.irne .:::-equ:i.red to :i.;1-
sure schedule adhere~ce it is necessary to obtain t~e 
highest level o:E efficency in performing this task. 
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C. (Continued) 

3. 

' . ' 

. . 
Recent deve.lop~~te.nts in t.he area of automatic 
vehicle rc..onitoring hold promise for significantly 
reducing the cost and manpower required for this 
task. It is therefore the o~jectivc of this work 
eleLlent to develop a system of automatic vehicle 
woni toring which i:.·.rill ade:qua tely meet the needs of 
a consolidated bus operation. 

TOTAL PROJECT COST: $145,000 

Work Eler.<ent 

Prepare Service Evaluation 
Tedmiques 

Perform Market Analysis for 
Transit 

Prepare Areawide Service 
Improvement Program 

Develop Improved Scheduling 
Techniques 

Develop Vehicle Monitoring 
System 

' 
St'c1ff l --- ··--·-

$ 1,000 

18,000 
\' 

14,000 

5,000 

3,000 

$41,000 

Consultan·i: 

$ 7,000 

50,000 

20,000 

10,000 

_ 17 I 000_ 

$104,000 

Public Information and Ridership Development Progra~ 

Crucial to the success of the Southeastern Michigan 
Trarisportation Authority program is the development of 
a growth pat.tern in transit. ridership. Traditionaliy 
any reduction in transit services have resulte~ in ~e­
ductions in the level of ridership. It is anticipa~ed 
that if the benefits of improved service are to be =e-
f lected in the level of ridership these service ch&~1ges 
will need to be acco;:-;-tpan:L2d. by a vigourous p;::-ogran1 of 
public information and ridership development. Con-
sequently it is proposed that prior to the restructuring 
of existing services SE~fi'A undertake a program whic~1 will 
include the following elements: 

a. Public Information Program 

This eleraent will develop a detailed program of 
public inforillation including, but not limited to, 
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(Continued) 

4. 

b. 

c. 

printed schedules, telephone information services, 
informative route markers, information displays at 
major terminals and transfer points and information 
displays in major buildin~s and traffic generators. 
A review will be made of all appropriate literature 
and experience concerning these items. 

Ridership ~romotion Pibgram 

A ridership promotion program is aim~d primarily a~ 
attracting new riders to the fixed.route transit 
system. This program would utilize both conventional 
advertising media as well as innovative prornotionnl 
techniques. 

Special Marketing Program .. 
<; 

A marketing program aimed exclusively at the develop-
ment of special bus operations for both public and 
private groups will be undertaken. 

TOTAL PROJECT COST: $60,000 

Work Element Staff 

a $15,000 

b 1,000 

c 1,000 

$17,000 

Consultant 

$14,000 

19,000 

,10,000 

$43,000 

Transit Facilities Improvement Program 

In addition to the.operatio~ of transit service the 
Authority will be responsible for upgrading the overall 
image of transit riding and improving the facilities 
associated with transit riding. These facilities in-
clude terminal facilities, transfer facilities, infor-
mation centers and street 11 :Eurniture. 11 The objective 
of this work program will be to address the need for a 
comprehensive program to upg=ade and develop these fa-
cilities in a manner that will facilitate safe, comfor-
table and convenient transit ridership. The work elements 
involved in meeting this objective include: 

a. Develop~ent 6f Passenser Boarding Facilities Plant 
,. . .. ,l. , ., , . ..c '"I 'l-Tnis proJec~ wi~ invo~ve ~ne ana~ysis o~ ava1~aD~e 

data on major boarding and de?arture points on the 
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(Continued) 

system to establish the demand for route terminal 
·facilities, as well as to evaluate the adequacy of 
existing facilities. A further element of this work 
item will involve the design of prototype structu~es 
which will lead directly into the. detailed design of 
passenger-related structures. 

b. Development of Transfer Facilities Plan 
' \ --

Although one of the objectives of the consolidation 
program will be the provision of direct transit ser-
vice to the greatest extent possible, it is certaj.n 
that a substantial level.of transfer activity will 
still take place on the unified system. It is pro-
posed that a comprehensive olan for the developillent 
of transfer facilities be i~itiated to provide for 
these transfers. · 

C· Evaluation of Parking Requirements 

a. 

One area that is seldom considered by transit ope~ators 
is the availability of adequate parking facilities, 
both on and off street for use by their patrons. Be-
cause of the relatively low density development that 
characterizes the outlaying areas in the region, i.t is 
necessary to give full consideration to the automo~ile 
as a collector-distributor system. Work accorn;_Jli~:hed 

. under this project wD.l lead to considerably expaPc1ed 
parking facilities being made available to transit 
riders, including existing facilities such as drive-in 
movie, shopping center, and church parking lots, ~s 
well as new facilities where necessary and practicable. 

Maintenance Facility Planning 

In addition to· the planning of passenger facilities 
it will be necessary to develop a coordinated program 
for incorporating maintenance facilities. Not only 
will it be necessary to integrate the bus fleets but 
also the maintenance staffs. Work performed under 
this work element will result in a comprehensive 
program for intergrating all maintenance activity, as 
recorn:rt12nded in the Coverdale and Colpi ·::ts report. 
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TOTAL PROJECT COST: $50,000 

Work Element · ' Staff Consultant 
r 

Terminal Facilities \. ~. ___ 
Planning $1,000 $17,000 

Transfer Facilities 
r Planning ~,000 

Evaluation of Parking ,_·, 

Requiremen-ts 1,000 15,000 

Maintainance Facility 
r Planning 1,000 10,000 

$8,000 $42,000 

r-

r 

/ 
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Special Work Item 

A special work element for $10,000 has been included 
to assist the authority in the development of a detailed wo~ 
program for each of the three major work items. 
A detailed proje.ct budget will be prepared as 
part of this element. 

Full regional and state clea.:r:inghouse review of t:be 2.0olicati-· 
will be secured prior to submittal of 'the detailed .... v.

1 

work·program to UMTA. No other funds for staff or 
consul ting work will be cornmi tted prior to UMTA 
approval of the detailed work program. 

Source of Funds 

Federal $950,000 

State 330,000 

Regional 

TOTAL PROJECT COST $1,425,000 

Project Budget 

Special work item $ 10,000 
(Preparation of detailed 

work program) 

Preliminary Engineering 890,000 

Transit Systems for Regional 
Travel Corridors 

225,000 

Bus Service 
Improvement Program 

Lt-• :i 

300,000 

$1,1125,000 
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VI ABILITY TO CARRY OUT STUDY 

The Applicant will devote staff resources 
complete the project in a timely manner. 

\ 

' 

to successfully 

Selection of primary consultants will be made by the Applicant 
after submission of a formal proposal and history by each of the 
firms under review. Selection of all consultants will be based 
on experience, competence a~d interest. The work will .be accom-
plished by third-party 6ontracts to'the Applicant~ 

The Applicant's General Manager 
overall conduct of the Study. 
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I - INTRODUCTION 

ORIGINS OF THE STUDY 

The Southeastern Michigan Transportation Authority was created by the Michigan Legislature in 
1967, for the purpose of consolidating transit service in southeastern Michigan under a central 
management accountable to the public. In the three years of its life, the Authority, which has no 
taxing powers, raised funds from local, state and federal sources for the following purposes: 

(1) to conduct detailed studies of the requirements and 
costs of coordinated bus service for the metropolitan 
region; 

(2) to begin a bus demonstration project; 

(3) to review commuter rail alternatives; and 

(4) to initiate rapid transit development. 

.,,_.!. In late 1969, assisted with a grant of funds from the Urban Mass Transportation Administration, the 
Authority decided that its first step in the rapid transit implementation process should be a general .,:r evaluation, including system costs, externalities and performance capabilities, of those alternative 

" - , rapid transit technologies that seem most nearly suited to the region's needs. This report presents 

,..... 

.,..t.-· 

. r, 

---) 

r 
·-:·I 

.. ~J 

the results of that study. · 

SCOPE 

The analyses presented in this report are based upon a set of premises established early in 1970 by 
the Board of the Authority and its staff, so as to best reflect the highest standards of transit service 
in use anywhere in the \V orld. These premises \Vere delineated in a set of characteristics considered 
necessa1y and desirable for effective rapid transit service in the region. In addition, the Authority 
reviewed recent developments in rapid transit and selected several specific technologies for the 
evaluations presented here. 

Using the established premises, general descriptions of the facilities each selected technology would 
require were prepared, along with their operating characteristics. From these assumptions, estimated 
costs were developed for areas of interest in which significant differences among the modes could be 
anticipated. These included: 

I) Investment costs, for alignments and profiles as nearly 
identical for all modes as possible . 

2) Annual costs of operation for each system. 

3) User costs reflecting differences in downtown delivery, 
speeds, headways, and transfer time. 

4) Costs reflecting induced arterial congestion in the rapid 
transit corridors. 

5) Costs resulting from air pollution. 
I 
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The estimated costs in each of these areas arc tabulated in the final chapter of this report. 
Supporting details arc developed in the text. 

LIMITATIONS 

Being a general evaluation of costs and performance, this analysis cannot be regarded as a feasibility 
study, on the basis of which final decisions could be made to proceed with the design and 
construction of rapid transit facilities. Detailed analyses of rapid transit markets and fares have not 
~ccompanicd our work here. Moreover, large areas of public benefit ~vhere differences among 
selected technologies were not expected arc ignored. 

Further work remains for the Authority in determining such matters as precise route and station 
locations for any corridor or corridors under consideration for the first stage of implementation, 
and fare revenues which would accrue from such locational decisions. 

Our conclusions rest on an assumption that patronage would be the same for the alternative systems 
studied, which SEMTA has found necessary in the absence of detailed information regarding market 
potentialities. However, since our analyses show that the differe1~t modes would offer stril'Jngly 
different characteristics of speed and convenience, the number of riders each would attract 
probably would vary. 

Although these facts must be considered in any interpretation of our results, they by no means 
weaken the general conclusions \Ve have reached. In fact, since the Detroit Transportation and Land 
Use Study reports anticipate se1ious congestion on the region's higlnvays by 1990, any smaller 
patronage which lower-performance modes might achieve would actually represent a failure on the 
part of the region to solve its transportation problems. 

Unlcs<; hizJ1-speed, convenient transportation service, that would attract large volumes of daily riders, 
can be introduced in southeastern Michigan, the intolerable congestion that the TALUS reports 
foresee would become almost a certainty. 

A word on the reliability of our figures is in order. 

Although in analyses of this kind residual uncertainties must be assumed to exist, our estimates of 
costs associated with building and operating the alternative systems are within the normal bounds 
for engineering cstima ting of this type. All amounts include sufficient allowances to cover normal 
contingencies and owner overheads. 

Our estimates of user and external costs are somewhat less certain, but we believe they are as 
reli?ble as can be obtained within reasonable limitations of time and expense. 
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II - SUMMARY AND CONCLUSIONS 

In this stud)' we have been given a set of service characteristics and passenger volumes to be 
satisfied, and the selected technologies to be considered. 

Although we cannot, as part of this assignment, off er recommendations which involve matters such 
as regional developmental policy, project financing, and revenue analysis, we hope that our 
conclusions will serve to clarify the measurable consequences of the Authority's decisions regarding 
modal technology. 

Supporting discussions and details appear in the chapters to follow. Our results are summarized 
below. 

Steel rail 
Light-weight mbber traction 
Suspended monorail 
Buses on exclusive busways 
Buses in reserved freeway lanes 
Buses in freeway traffic 

3 

Estimated Annual System Costs 
($Million) 

226 
242 
270 
253 
257 
230 
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XI- C0:\1PARAT1VE EVALUATIONS 

Our com1x1rative evaluations incorporate the direct costs of construction and operation, plus 
measurable differences regarding user and external effects. 

USER COSTS 

Four elements of user benefit regarding which discernable differences occur can be identified. These 
·are travel time, time required for transfers at stations, time spent awaiting the arrival of vehicles, 
and downtown delivery time. 

Travel Time 

Our estimate of the cost associated with travel time derives from the differences in average speeds 
which each of the modes studied could provide. The average speeds are: 

Steel rail 
Monorail 
Light-weight rubber traction 
Buses on busways 
Buses in reserved freeway lanes 
Buses in freeway traffic 

44mph 
41 mph 
35 mph 
30mph 
30mph 
20mph 

User benefit "losses" for each mode derive from the differences between the average speed each 
could provide and the 45 mph average speed premised by the Authority. 

Assuming an average tiip length of 12 miles and applying a value for rider time of $1.50 per hour, 
the estimated user costs associated with travel time are as follows: 

Steel rail 
Monorail 
Light-weight rubber traction 
Buses on busways 
Buses in reserved freeway lanes 
Buses in freeway traffic 

$· 1.59 million 
6.13 million 

17.48 million 
30.4 million 
34.1 million 
85.0 million 

Transfer Time 

Quantifiable transfer time differences follow from the fact that the bus options provide some 
opportunity for riders to complete trips without need for transfer to the rapid transit line at 
sfations. 

To avoid unreasonable operating costs and preserve high service frequency, the Authority directed 
that the Coverdale & Colpitts analysis not assume that all feeder buses would operate through 
stations onto the corridor guideways. In addition, the Authority assumed that local area needs also 
prevent all ·feeder buses from operating as trunk line vehicles, without a great amount of 
duplication. 
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For the bus operating plan used, the SEP.ff A staff has advised that approximately 12% of riders 
could be carried to their destination stations without transferring from a feeder mode at a bo::-trding 
station. The 12% estim;:ite is based on marketing procedures which account for persons who would 
walk to the trunk line bus station, persons who would drive to the station, as well as those who 
would ride local area buses to the station. 

Applying these instructions to the typical headway differences that would exist between rapid 
transit modes and feeder bus lines in outlying areas, we estimate that S2. 72 million per year farily 
represents the transfer advantage for bus options. This amount is incorporated in our calculations as 
·a cost assigned to all non-bus alternatives. 

Waiting Time 

Waiting time differences among modes also derive from characteristic headways. We have 
determined that headway differences among the non-bus modes would not exist because all of them 
would provide adequate capacity at the headways specified in the Authority's premises. 

The CoverdaJe & Colpitts analysis makes clear, however, that high capacities would require very 
short headways between buses, which would provide an advantage for riders in reduced waiting 
times at stations. 

Working from the differences between the estimated bus headways and the Authority's premises, 
we estimate that the waiting time differences amount to $9.00 million per year. This amount is 
assigned as a cost to all of the non-bus alternatives. 

Downtown Delivery 

Options using buses on freeways arc at a disadvantage regarding distribution of riders in downtown 
areas. 

To avoid completely unacceptable street congestion and dcgre<;lation of service speed, our estimates 
of capitRl and operating cost for buses on freeways include a major off-street terminal in downtown 
Detroit. Since land needs and surface movement disruptions would preclude placing it at grade, we 
have estimated the costs of a tunnel connecting freeway exit ramps at Michigan and Gratiot 
Avenues. The tunnel would accommodate 480 buses per hour and would have underground stations 
at three points along its length. Buses serving all corridors entering the central business district 
would pass through these stations. 

The arrangement would bring the buses into the heart of downtown Detroit at John F. Kennedy 
Square. But it would not provide as good distributional coverage in the central business district as 
would the fixed guideway alternatives. Working from Transportation and Land Use Study 
projections of the distribution of 1990 transit destinations, we conservatively estimate that 
distribution deficiencies of buses on free\vays would introduce differential time costs for users of 
$8.49 million per year. 
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EXTERNAL COSTS 

Arterial Co11gestio11 

The traffic assignments of automotive traffic to the 1990 regional highway network prepared by the 
Transportation and Land Use Study indicate that serious congestion is likely to exist. The 
congestion would be particularly serious during peak hours of movement. Thus, construction of a 
rapid transit system of any type offers prospects for large benefits to the traveling public in 
southeastern Michigan by easing projected congestion. 

Since patronage on the rapid transit systems has been assumed uniform for purposes of this review, 
there would be no differences among the modes regarding the benefits of highway relief each one 
would bring. However, since two of the alternatives would provide rapid transit service by placing 
buses on the freeways themselves, these alternatives would complicate the congestion which TALUS 
predicts. We have recognized these effects in our comparative evaluations. 

Placing rapid transit buses in the stream of freeway traffic would cause diversion of many motorists 
to already congested arterial streets. Average speed for the displaced motorists would fall from 30 
mph to 18 mph. In addition, the motorists already using the arterials would experience a reduction 
in speed from 19 mph to 18 mph. Finally, we estimate that even during off-peak hours, freeway 
speed would be reduced approximately Yi mph. We estimate that the total annual costs associated 
with these effects would be approximately $12.66 million per year, over the entire southeastern 
Michjgan region. 

If, on the other hand, two freeway lanes in each of the TALUS rapid transit corridors were reserved 
for the exclusive use of rapid transit buses, the congestion would be considerably more severe than 
that resulting from having rapid transit buses in the stream of traffic. Again, the effects would 
include diversion of peak pe1iod motorists to already congested arterials and reduction in freeway 
average speeds during off-peak periods. We estimate that these combined effects would cost 
approximately $93. 76 million per year in additional delay for southeastern Michigan motorists. 

Air Pollution 

Auxiliary power requirements would be equal in all cases. Thus the only differences among modes 
derive from differing propulsion characteristics. 

Using information on po,;;cr generating equipment and fuels presently used in southeastern 
Michigan (supplied by the Detroit Edison Company), general mass-rate emission factors (published 
by the U.S. Public Health Service from national averages), and approximate total annual emissions 
in Wayne County (supplied by the Wayne County Department of Health), we have estimated the 
proportionate increase in regional emission load that would follow institution of electrically 
powered rapid transit service in the region. 

Similarly, we have derived the proportionate increase in regional pollution load that would 
accom1xrny diesel bus rapid transit. In this, we use the Coverdale & Colpitts estimates of annual 
bus-miles and average speeds, without considering the details of bus running cycle speed variations. 
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Converting the proportionate increases to anmwl dollar amounts on a pollutant-specific basis is 
impossible in the absence of c!etailecl information concerning individual cost effects. We therefore 
have used a general average of economically measurable atmospheric pollution costs, based on 
national averages. 

Estimating the annual cost per capita of existing pollution in southeastern Michigan at 
approximately $50, we have developed the following increase for each of the modes under study. 

Steel Rail 
Monorail 
Light-weight rnbber traction 
Buses on busways 
Buses in reserved freeway lanes 
Buses in freeway traffic 

Increased Annual 
Regional Costs 

$ 3,300 
3,500 
2,300 

849,000 
1, 187,000 
1,329,000 

Although these figures indicate substantial differences between modes powered with electrical 
energy and modes d1iven by diesel engines, the amounts themselves, have negligible effect in our 
comparative evaluations. 

SUMMARY OF ESTIMATED COSTS 

A tabular summaJy of estimated costs for each of the modes considered in all of the categories 
discussed appears on the following page. 

FEEDER SERVICE 

The SEMTA staff has defined areas of coverage, routes and service standards for bus feeder and 
distributor lines to serve the TALUS rnpicl transit corridors. 

45 

I AlllC! T 1(1 All,.......1'.:"r\ ... ,,......A,..._,.....,....,,._.. __ --··-···-·· - -



197l-1976 

Robert S. Bcnsor1 a11d I-Inrolci \1'lol1T1a11, editors 

Fore\vord by 
SOL ~A. LINOV/ITZ 



I ,,.... 

' r 
1-
1 
! 

1-

i-
i 

I . 
~ 

I 
r 

federal support for transportntion has becorne heavily br;l:·;nced i:1 
favo ... of l1i a11'1\V~rys '>,r1d· '"''II.;") tir1'?1 Qt~.,. 21• ("O.(•t·o·--~--'i'~".>'};:,,~·; 1 ·,~·i·;r ir;~,.-- ~ .,, 1 . "'i.;J ~(.,. (.,.A.&- (~'lt1 .... ...,~~~..1. • liri.Jt.VA t,...'"#'·~f~ lv i:""""~f'~·,...;,~J--t: ... ;. ..... ~.ot,...,.,J .o11,J,._~~--···: 

transit and railroads-hnvc sufiered by CO!i:1J.'rZ'lfif:on. (Sec rfr:bI;;, 
10: 1.) 

:· 
~ 

.. .,, . 

:· ' !''\; 

,) L' -J..'.,,l ~ ..... ) t- .. . ,1 

.. '' ·' ' ' "; 

.· 
·:..,, 

.• 
t 

') 
J 

..., 

" .\ 

") _, 



r 

r 

<1 ('!~·-a$~ 
t. ';.:,...;LJ • 

/I u 1' ':J ~ ;on / " v ' d t 

0 ,-~ .~/ 
. 1,.;1-, ,) 

t. 9.2SS 
2·7 f' C '. , ,_) 10 

0 (; (' .' 
, ,J IV 

,, /' ( '~ 
'- t-31# • ./ IV 

0 7('' • , J 

/l __ -i-...,___ 
- ( ... -- .., 

v--- ·--·- '-._/j 

-~-- .. _./l <.. :J .... - ~ .... 

'- ....___ ..... 



' 
~L 

"" ""'·"'• "'"f· ~~·,,' ~ .... . ,,_' ~ ,, ... , •• ,.,· ... •. . "i!' 
L j.,,_.: ·~,;.. "'c....> b . "-' 8 ii. A .J.-...i- •.'ii. 

r~ .. -·~ .... : 
~# ;;;.. .. ·, 

("~·(""""-. .•. , .-.. '· .. •.:-' ... 
It>.','.-,,.,; i:.:·' ..,.· ... '~ -~·;· 

. '~ -·-·7 
·~ _.i...:. ~; 

(· ·4-~ ~ .-~-.. 

~u~J~\~··J~ 

p.P- !...,_,. 
0--r..._·~:"-' 

(' 
··.:- i",<;;J. 

,.!:.,..;.JI),. 

< . ~ 
t.:....,-~; 

r• 
\} ,,...., ..,, -- ··~ r'I 

Ji~_,..:. ... ' ) 

Jc• r-- ·; 
(; ... , .. : . ,e;> 

b:;; cc::~ ... ;:::tz:J 20 
t_~:;f 0iA-~ ... 1]J s:: ~: ~L?.} ~-1 l_:;; <:? . f . ~, \ ~ ' -- ~;; ~ ~.~~ [- 7 ~ ~~ ' ~ 

t ,; .:. ~1 ~· J <&..l,.""" .. . .... l. :;.1 '(./' _.,. t _, ~ ..J 

!f n (: ~ 1, - ':: ,. C · -~ :; 
~ ""' ' ~). 
i lr.:, ~M • /"' i 

.... .. '~,.. \ -·~ 
;; ..:..·· ... ;. _,.;.,,. 
b " 

.,.-.. . /' 

' 
~ 

. t.!3 .., . ., .. -.. ~ - ~ 
' 1/ --- • .1 

("'',, ~ . 

·~ L1 ~ l ~ L~ : .,l ~.J , . 



r 

r· 

r 

plnn these rout~s, \vith pnrticipntion of all interests, includinz the 
. . ' . h' t ' b ' l A C!tl'"'~'i/S \'l,.!1'1Q::;('> flC'JU r1(',~l;l"t;q5 nrf~ to ··,r.:- (i'""~!·.1.'"·r\'Ui"'( . c;: q t•(><'p~6- Q/;1 
•. t . .tv ... ~·· ,-1.i .....-v ~~.# 'i...) '-J-A. :1.~~-~ ... ~ - '-' "'~"""'t. "-'J....., • ..., U .t.~-......'~tt .. 

this slov1-clD\Vn, tot~d f cd;;r 21 hi3hway outlnys (inchHHng the ABC 
S·u~~.--<~1) c!"'"tY,.~ --L-,('~.,_r,.,.,. (,",..."'"'I {i1,,,·1r ~.,. .• ..,.~""'1t }"'i1~} Ot ()/1 9 b:t1·,., .. t J~~,_:g ..;·"::..;:...J.•.! l.'',-~,£;,.. .. 1v-.., A11..• .. u u..... 1-'-'.c~;.,i 1.;:.~c .1. .,.) •· ~11.~L .. !11 O 

S3.1 billion in 1976. As or:th2ys nre divided nearly evenly betyvc;;~u 
rural !!~1d E'.)1u·tu:~1l interstate hi3lnvny construction, th~ postpcn:.inr; 
of one-h:JJ of th,~ ur():1n construction v1ou1d effect a $1 bEEon 

• • A ~· • • ,. ' ,, • 1 1 . ' f snvu13s, i~ r.-~iCUt!on to prov101ng 2GcattotHh p~an1ung tnne or co:1-
sic1<''"""~!ff,.1 cc rht".l"n <:Q"t"'l n"'e>'h' P fu"·t'1""- r'•~ph oi: t~~,.-:;,,,~ (';!-,:,~..,,, ~ /,}.,.:r!f;~t·.,..,,,A~ ,,.i 11 L:-t-i,.. "·' v.i'.i .P..-'iv\,.,~"-'}• '~ 1 J ... \. .... l \...1v ~i:.tg,. i .) .. ~~(; -..1~~:_.._f..;i::J 

\Vou!d b0 the grov1th .of a h:rge sui·plus in the I-Jighv;ny Trust Fu:1d, 
should it continue to collect rever1.ue under present la\vs. 

lc!za!ly, tlzc l-li3h1vay Trust Furul itself should be scrapped and 
a!l future highway /unding should occur ihrou:.;h direct appropria-
tions. \Vhen it V/HS inr:ugurnted during the 1930'8, the I-H::)1y-;ny 
Trust FHnd provided a thnely rc:;ponse to Ein overdue public invest-
111 r.i>•;~ 17"'!!·· .... 1 " Tl1-:o ~,.,.,.-:::,rl "''':is no .. ,, br»'"''lfl O'!,'°'ft""lk:~n 1°"' p·~~o~,~?·y·. b~1 0"';.;·. 0 ~ ~t.t.\ llwv~J. 4~ ,l,.,..-".,.,..,....:..;) !&t.i ', ~-. ~.....,-a. Y\i.# "'t~ ... ":i.-v .. .i.J JJ.1. A!(.. J ~ .. ,..:..-... .. 1., 
nno"'::i. p~·-"'r'~_; .... ,rr r·""nl~:,, .. ~,,i·n~-n~·" )Jut dnrp th,,. ~.·,01--i~n.,,.. nr.-:. ~hr..1{-,.:-:>r:,.~ i~·1 i:.· 1C . ~-. ............ 0 "'""1.··~'""''''"''"""~i.,, lt ._._ .. v.., ~""' tai1.. •• n .. ,_1 '·;~\.:· ..,~·-"'~"'"""'·'-""'"~ ts. 

(, . ·"" r --- ' ·t · I - ,, ·~,..,,· .-,...,~ :, .. , ,_ t4·•r>_,....r?. ~'~-··,.,, a trust. 1:.Ll!ra 1 lS c:~auy h~.:.!J1...1."SH.he t.O t1.1B0:.i.:;r th~L,1. 
If it is not politically possible to e;ul th3 fli[jhHYIY Trl!st Fund, 

'~1'> f· '"~f'!';:'.5'.'~'<':""~·-:d (CY·1t /r1:,., frHH 1-u, r;??~<~~·?;J,-?,1 to rn-:'-~?r>.c-';..,,., t.1n.? !''''·) 0-f &it.r.....- ~"'""'"'"""•'"•110 ..... ~i~V~ '4-r..v ( . ..__,, .... ~r.):;I ()V" L:::.1'~~• .. ......,.wv,...~ £4 ti~_,..:.;jt:;..Vtl 6-~~ l-l~·V ·~&....-,..+- J 

tG'''l,..'" l1.,,,f r-·,··n•o;,'.Jf' f·-•<:' ,~-~,..,,...(' ,,.,,, .. .,_,,.;--:t E:"'r' o;'o.-,·r ,_,, ... J?n~1 trnrv::_r;t".;"~fi:~,.,.., 
lti, .. ·l~L· ji>-;;l·i-,:.1 f1;'i,.Ui~f~'1 (>I ,·i:.;~"'~• IC~itu'- \-.,;i'~·:.J ;~J·t,_:¥ L·~: v"-:·.,fe. '"~~•·~,,,v , ....... ·~~w-··J'tr 

I•~-; 'Ir 1>'.f;H.O.r~~ 6'1 ~{.' ,,-~-.,flt'°' t"J ~·r•".' '~ ;~.H'~ -0(~ li ICC. or J~,; f"J~')•" 7'jY t ~ \ r"~ !"' \'f,.....t12' f~ ~; [\j· '·:C·• ,,, . ._V1~,,. ... .....,. .... l'._.ttt.:J • .r.. .... ~u LJ.,,....i.,,J ........ .._:t·-t.ird_...1t... .. ..,,.,.. ""-.i...,, ~ i.&t.fvle\rc( .. ,.. l.t ..... ,.,tt~.""'J , ~~ ...... ~ .. i~~ .. f .. riw' 

*" r··"'"~~"-...,,..!;O'?'I Oc f~·· .... ..-t ... 91-e-o 1i~"",'·'""'1 .... ,.r:·r1 ,.,,.,.,.~,,.,..,.. '!it 'l:~rn•e~.r1 ,., ., .. ,·,v1~-~ f~~.~ (.;~ . ~ ~ .. .; ·'~•\~:...~~!ti £4' ..,, v~! l~;,._J i..! (. ~.-~ ~J..j. ~J'l(.:. ;~V/v.. W.t ~.;.:,,~: ~-'• k o,;. '\,.; """" ~f.,l,-...,[.;. -.~"' '..J,1..1- -:~ -~ l. ~ !_~ 

f .. p~--,,.,~ r····-~1·····~ .•. a~-.···~~.,,1- f·r· c~ .. t.,..,~ ...... '·'·o. , ... ~r·r•!.~~1•·--A 'L''"'"~--/~r- fr·''"'""'; I:i~,--~.,. .. ,."~1 L~,~.:.t.:~"'.Jl (_;»,J~\..~f-t.~J.;.~.;J&\L it_;J ?'..J~\,.:~l~l l~~~ i;i~."'~~i ... i~.t!\..t:.:.: .. i ::~7-.i~--.:.:..i.~.t , s'f.~~!;,,ii,lf,, :.; 0 tl.:.~~.·t,.;j 

n~:" ~ ~ ,~3"'2 r~ ~ :"~., <:::--~~ ; ~~l c. ~---:- ~-,,. tt ~ ·~-~ ~ r~"l <'."'", ~ .. ·,""'\.-~ r- 1t)Y ft~ ~1 r; i ~' ¢~ t \ 1 '1-:"" '~~ ~-->: ,~?~~ ·~-; ·-0~1 ; ~·:t~ ~-~ ~-,r·-~ ... ~t~-
,.,. .... 0 i"~ v j:i·".-·:..£~t.~·~ ........ > L ... l.!L·4lf -':J•t.....;.· ... ~;:.J, (..~£..,._.,.LnJ f. U:\ ..... .;..!;u; . .;:W l~t. ... i.,.;,.,-1£_~·v1.l: .. .;.t.,,.~ .. " .... t~·;:i. ... .h ... J...-....c ..- ..:...o 

t-')': ~.~·.', \'r'· ~""~~ \'"/;11 r-.:'"'·1; ·::":•\.!~ t-r--r;f;?c_ f")·i'.'"J'.<;:•,1':?'~ Q';"l f\':lf1 t~''.T{)~~-;~-}-~ r~~n~·3 & ..... _~ ' J.il..;o.t~i(i;i(,,.~ """;:.....,, o.:4'..;i~VV._.- l.Ji.%.~..i4~•-- j:'"'.il.."'-/..,.·v~a-v •• ,_,,_..:.;......,. iJ._... .. ,1."'i:.~,,i;..._.;:_,.. <£<.,,,..__ 

c;r~, ... ~:-~~t \!~"''.°'l r;,C f·n·' :"~"...,11'·~~~1!l';''"'"n~ ~A. ...... ._""~~ \J'"'",;.~ \. _,,,i.,<;1 L:A '-"''\i'L·,,'·: • ..,,.a.LJ . .,, l::.....,t...Jtll\Jt.',;,:'~• 



r 

I 

t -r 
14 

t 

r 

-~ 
~ 

' -I 

I 
I 
I ,..-_J 
I 

f 
r J 

i 
.J 

rrnA.hl''· ~;' A "fl 11·-, "\. T 
~-~b_, .. ..,,;.,·--·~ 

Since \Vorld \Var II, public transport a tic~ has suff~r:-d fro;:a 
• • """-< t•--.. •u· ,...,_ 1:1~· ,i:\- ,. ... ;-,r C'; ,_...,, ... '-~'-·!'""' ... ' r ,.f,.~/'\!•~<:.!-:.,'-· .. increasing ope1d 11ig C;;p..,nsc.:1, G..;..C> ..... d;:i.1!1~ l.110.clt..:i, nnci J. C.t:.!~uil;;.•.Lt· 

ing clicntcle. Fc::res have ri~:,;n dr:::ffwticaHy, driving En~/ciy n-::c~t; 

custo1ners, and opcr[~ting incorne hns turned to deficit Priv~lt;; 
••• , 1i • f . . . . 1 enterprise ts \V1tnorav11n3 rorn tnm~1t <:is It percciyes nc~,v c:q)1t8~ 

and retained earnings to be hwdequnte for rcpl~cerncnt of n~r;d1in~ 
ery and cquiptnent. In l 959, nt a tin1c YJhen the p:.zbH~ trn11dt 

. ' l I ' 1 r r·"" • ' f ~ l · Svst<>tn \U:1S CPr·t~·1n ., PS~ t··1~1l'l c::o1•-~q;,10'0~'1t tn" •"'f·:~··v':~ r;n~J'"''•i· J .....,_. ,c,.,:, w ....... -~• J ...,_..,;, l~-. -wa.~...,·~..:..a.r.'!•'J.'-"••J l.i.-V w~~-v., £;>'-'"fV..tli)" 

ment spent thirty tirrws r:1ore on ro:~ds thm1 on &ll types cf 111r:ss 
transit. 

Federal outlays for n12ss transit prognsms hnve not yet begun to 
approach their needed size. They r.:;prcs;;nt k;:;s tlmn 3 p:::r cent of 
1971 federal aid to transportation. Estirn:+:;d n;-;e<l over the n~:d 
d d , . '· n • ' ,..,., . I . d ' "' . eca e, accorcun~ to tne n.r!p1a 1 rnns1t n:3t1tute nn t,-z.e ';:trnencr.:n 
T . A ... e2ob·11 • ('>175'·~~· r. ~.,." rans1t - ssocrnt1on, is .,,,'.1 l non-.:.; . uHl1on or Vlihcn is 101· 
rail transit.. A federal goven211umt pro~~ra1;2 now exists to pro21hi:: 
60 per cent 1natching funds for capital outlays to 1na:.;s ttcn:::it sy;;-
tems, but less than $60J rnillion· has been sp::nt on this pro:;;rc1;z_ 
since 1965;. we reconnnend that thc::e grants i;u:rea~~e frv;ii $215 
million in 1971 to $2 billion in 1976--a;ui 1~}e Qtz!Zcipt 211 tl::d OJ!t· 
lays Sllould l•nC ·~£-r.ir-f" / 1 rr·/t'zP"' rJ 11/'/• •. ,, IJ f !? "' f '1 -~ i' '·""" f'' r, l'f OJ 6 ''" (' <'!•";' :'

9
. '/ . · I -i..,nJ v ",... ......,.. f t,;; •'II' , I 6 0 .s: "...,.... """" t ... r..w 1 :.; ..._~. J ; ft: -· .... '!o. ... """"'t ~· .. .. ,;.- • 

Fro/ .. ~., 1971 to 1074 l 1 ,.,., r1°co· :1 ~, '<>r·ul t '~nt ou ~ lt.t" .... f, ,, l.tr.·orf n··5 :.: ~ 1:,.,:7.u I i ..,, I · lt' """ ..... i i I I i ...,,, " •·"J {..,. .., '#. ,.,,.,.~ & v "'- ) t.,) tf _.,., ...... t7 v ~ t .,,, I .._~ i .,, t «' ~ :..' C ~· .,f 

for l'n""l.OP"''"/OPfS 1·n e..-1·<:-t;~,,.., bt•(• 1·'(.?~1 n:u! c0~~''('.'''J1-.~,~· ,,.,,.,;nr:,..,:· F"'Hf Iii~ ,, ~-If<"'''~ •• ._, isa<.> ._.:;, ·,le 1 1.4.<,., Ln1,JI,,",, 9•1 •···'-"•"•'•·"-'" 1. .. ,_, 

for PfaJlJ"J
0

f~fJ a111! yP<;;~r11·•c1'' Qf t!··;r> t,.;p,,-1 (~i<~f>~jc;":c"-~l l·':"'~A~V \'.fr.> ~~1)·;:11 fr'> 
• £' 'o ''lo< ._.. ...... ,..,..t'- ' j e..i:.'v i\.J!l..\::;..• l[-v·..,,,~.:o..:...-._.,·_.,,.,-...,_ 1<.,l4'.A~l •".I• W 'l"' ~"' Ll.,>'li>s.l \,'.,,I 

avol.d dtl •·)l 0IC!:i l>t l0 
\''\ fJ ,, 'r:i ;:"' ri'I; st~·!,,.. r';,r ~)(°) ~·· ~lu f(; ~ :· ?1 '". h~"' ~ ~ ,,r, l"' , ... ~<; f'.C' c·· >: } .. ,,. A-1i..J !. lhJ' I.All· •\o.~ .... J~ 't....;,ti })._•·\~Jb~J lJ.._._, . ..,~1~""'"'J l1 .. ·...:.' ._.c_ . ._.~..,..-~.4~ i. 

h• 1 • l• F JC'7· !'l 1#•.r~~ 1 1gnways in our 1~1etropo Jt[H1 nre:~s.. ·1·o:m . :) ,_. to s 10 :::.~ ... :i 
b·"vona' \'/"" '""?1v·1.~io~1 f . ., ... ,.~& oft' .... .,. t~~~ .. - ~ .. "11~11 ~.;t f . .,,,,,.~ !~-.~ ... ,., r, .......• e • . '?,.- ...... 'l,J , - \;; ..;.:.., .... :~.i l ttiV<.1l • ll~i_., ~~i_:...;.~-~ ti'~•~~):"' 1 Ll~;;.~.:;,; cfl:~~L~1'""') .... ~ . .;.;, . .., t~ l'..~JJ. 

hardv.;are and instdlD~~on of 1-::e\'/ raH sys s or c:~L,~.:;:'.)~1:; c7 
existing systen1s. 

Ex1~~nditu1«".ll~ o·.·1 1··:;.,~r, .......... 11 ".'.~'er~ ,, • .,, •• ,.~,,, .. :,.~:-:·~:-::'n~ fo:;· i:··-:'°'0 ':' ""'~ :· ··" .. r ... t"' ~- \.r'-''-vt-4.l\,i <-,4.otJ. ... ··~">i~.i;.-\.JA,;;._,_~,.4.a4,• L·- o: ~ ... 4 .. ~~J L1c. ,,.. .. , .. ~"' 

ti 0f1 }} ave b""''('lln ~., '"'lll l 'l'' !,,,'i .o /· .,-~ . ., n .,,. ''J t1"" ~,, f <"·· •,··. ~ <"·~ ,- " ,,,.~ ~ ,.-. ,-., g' ~' •... ; ~ 1 '"' ,., r·' , "-·~'I 
" .... ,;~;ll 1lf..,,i_') "~)1tJ1-.. .... }f~~"')Jjc.J ;i~ t"-'1;~~:1>'J Jl ... "~;-.:-·t1i{;;i....,; J.t:1~--·.\:..:0.·:..1t l.'~. :.,,, 

ti 1i -~ 
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TABLE 10:2 
TRANSPORTATION 

1 

(Outlays, in millions of current dollars) 

l ) 
! 

-) 

I 

Administration Urban Coalition Recommendations 
Estimated Proposed 

1971 1972 1972 1973 1974 1975 
Mass Transit Capital Grants' 

Buses 160 154 129 134 
Improvement of Existing Rail 

Transit Facilities 189 264 225 233 
Extension of Existing Rail Transit Systems 120 162 196 233 
New Transit Systems 281. 1,.66 
Commuter Railroads 194 169 112 58 
Research and Development 70 100 100 75 

Subtotal 215 327 733 849 1,043 . 1,899 
Highways 4,880 4,923 4,100 . 3;765 3,445 2,980 
Civil Aviation 1,387 1,553 1,850 2,115 2,380 2;680 
Supersonic Transport 233. 281 10 0 0 0 
Other 

Coast Guard' 233 243 243 243 258 273 
Merchant Marine 356 467 315 282 225 147 
Inland Navigation (Corps of Anny 

Engineers) 411 428 386 349 306 224 
Railroads 48 57 70 42 50 60 

TOTAL 7,763 8,279 7,707 7,645 7,707 8,263 
1 The breakdown of Administration costs was not availnble. 
2 These figures are gross outlays not offset by revenues from recommende~ user cluu-3es. 
• Includes Coast Guard search and rescue, aids to navigation, and safety components. 

) 

1976 

139 

242 
103 

1,413 
61 
50 

2,00C 
3,070 
3,010 

0 

288 
125 

169 
65 

8,735 

_.,.,.f:ca 
',::-·::_?;~i·. 
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Salnvay route propoHCI by George N. Skrabb, oatlaad Coauty planning dlreetor, U.ws ltops at 
(1.) Detreit'1 downtown area, CZ.) Wayae state Unlvenity, (3.) New Center, (C.) F ............. (5.) 
Royal Oak baline11 district. < s.) Birmingham ba111les1 district, ( 7.) General Mo&an Tnlek ud Ceacll 
Division, (I.) proposed Pontiac Stadium, (I.) Geaeral Motors Pontiac Plant, (18.) Oald ... Couty 
Service Centet and ( 11.) Pontiac bu1ine11 district. 
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