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A corridor feasibility study was started in 1994 after ISTEA was approved and identified the I-73/1-74
corridor asahigh priority. Thisstudy evaluated upgrading existing roads starting at the North Carolina
state line at U.S. Route 1 in Marlboro County, going through Dillon, Marion, Horry, Georgetown, or
possibly Williamsburg and Berkeley Counties, and ending on the U.S. Route 17 corridor near the city
of Charleston, South Carolinain Charleston, County.?

The Transportation Equity Act (TEA-21), enacted in 1998, built on what ISTEA had established by
continuing and improving the current programs, while establishing new initiatives. TEA-21 shortened
the I-73/1-74 High Priority Corridor by changing its terminus from Charleston, South Carolinato the
general vicinity of Myrtle Beach, Conway, and Georgetown, South Carolina.

A second feasibility study was completed by the South Carolina Department of Transportation (SCDOT)
for I-73 in South Carolinain June of 2003. The study was completed in response to the change of the
[-73 terminus from Charleston, S.C. to the Myrtle Beach, S.C. areain TEA-21. The study cited the
needs of fulfilling congressional intent and providing an interstate link to the Grand Strand area along

with the benefits of improved hurricane evacuation, improved capacity for vehicular and freight
movement in the area, and support of population and economic growth as reasons for building [-73.

The feasibility study recognized that there had been some improvements to roads in the project study
area; however, the improved roads were predicted to have capacity problems along some segmentsin
2025, based on traffic modeling. Futuretraffic projectionsindicated that I-73 would divert traffic from
existing roadways, thereby improving capacity and reducing traffic congestion.?

The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-
LU) was passed by Congress and signed into law on August 10, 2005. SAFETEA-LU acknowledges
the prior purpose for, and designation of, I-73 asaHigh Priority Corridor, along with designating it as
aproject of “national and regional significance” (23 U.S.C. 8101(2005)). In addition, SAFETEA-LU
provides substantial funding for the I-73 project in South Carolina.

At the Statelevel, Concurrent Resolution H3320 by the S.C. General Assembly states*that the members
of the General Assembly expresstheir collective belief and desire that the Department of Transportation
should consider its next interstate project as one that provides the Pee Dee Region with access to the
interstate system.” Both Congressand the S.C. General Assembly have appropriated money to SCDOT
to study the potential corridor for the proposed I-73.

1.1.4 Who isresponsible for this project?

The SCDOQOT, in partnership with the FHWA, recognizes the need for transportation improvements
from Interstate 95 to the Myrtle Beach region. This EIS is being prepared by the SCDOT for the
FHWA (Project Team) in accordance with the National Environmental Policy Act (NEPA) of 1969, as
amended; the Council on Environmental Quality (CEQ) regulations implementing NEPA (40 CFR
881500-1508); and, the FHWA environmental impact and related procedures (23 CFR 8771). The

2 South Carolina Department of Transportation. (April 1997). 1-73 Feasibility Study.
3 South Carolina Department of Transportation. (June 2003). 1-73 Feasibility Study.
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FHWA must have an approved Final EIS and signed Record of Decision (ROD) prior to the final
design activities, property acquisition, purchase of construction materials, or commencement of project
construction (23 CFR §771.113).

The FHWA has extended invitations and the following

agencies have accepted the request to participate as ) .
. . What is a cooperating agency?
cooperating agencies:

According to the CEQ, a cooper ating

« U.S. Army Corps of Engineers (USACE); agency isany agency (including state, local,
« U.S. Coast Guard (USCG); and tribal governments or agencies) that

haslegal jurisdiction or special expertise

» U.S. Department of Agriculture, Natural Resources regarding any environmental impact from
Conservation Service (NRCYS); the project. Thefull definition can be found

« U.S. Fish and Wildlife Service (USFWS); in 40 CFR §1508.5, and the cooper ating

« U.S. Environmental Protection Agency (USEPA); agency processisdescribed in §1501.6.

* National Oceanic and Atmospheric Administration
Office of National Marine Fisheries (NOAA
Fisheries);

* S.C. Department of Archives and History (SCDAH);

» S.C. Department of Commerce (SCDOC);

* S.C. Department of Health and Environmental Control (SCDHEC);

* S.C. Department of Health and Environmental Control Office of Coastal Resource Management
(SCDHEC-OCRM);

» S.C. Department of Natural Resources (SCDNR);

 S.C. Emergency Management Division (SCEMD); and

* S.C. Department of Parks, Recreation, and Tourism (SCPRT), (refer to Appendix A).

The proposed project will attempt to conserve the natural environment, community values, and cultural
resources by minimizing impacts to the natural and human environment. One way this project will
seek to conserve the natural environment is by evaluating the use of existing roadways. Avoiding
sensitive areas and minimizing impacts will be done to the extent that they can be reasonably
accomplished. Meaningful participation from the public, interested stakehol ders, and resource agencies
hasbeen and will continueto be encouraged to ensurethat both natural and human interests are addressed.

1.2 Why study impactsto the environment?

This EIS has been prepared to comply with NEPA. NEPA requiresthat a detailed analysis be prepared
if any federal agency is undertaking a“major federal action significantly affecting the quality of the
human environment”.# In this detailed study, the federal agency must include an assessment of the
impacts to the environment from the proposed action and any adverse effects that cannot be avoided
should the proposed action be implemented.® In addition, the agency must include any alternatives to

442 U.S.C. §4332(C)(2).
542 U.S.C. §4332(C)(2)(i)-(ii)

1-7 Chapter 1. Purpose and Need For Action



Interstate 73 EIS: 1-95 to the Myrtle Beach Region

PATHWAY TO
PROGRESS

the proposed action, the relationship between short-term uses of the environment and long-term
productivity due to the proposed action, and any irreversible or irretrievable commitment of resources
if the proposed action were to occur.® The purpose of NEPA documents is to provide the decision
makers with the best available information so that agency personnel can make an informed decision
about the project. Theintent of NEPA isto promote better decision making by federal agencies when
they undertake actions that may have effects on the environment.

The CEQ isthe regulating agency for NEPA and has developed a set of regulations that provide more
detailed information about implementation of NEPA. These regulations have specific requirements of
what should be included in an EIS (40 CFR 8§1502).

1.2.1 What type of impacts will be evaluated?

There are three types of impacts that may occur when an action takes place: direct impacts, indirect
impacts, and cumulative impacts. Each are defined and discussed below. The terms “impact” and
“effect” are used interchangeably throughout this document, because they share the same meaning
according to the CEQ regulations (40 CFR 81508.8).

Direct impacts are defined by the CEQ as impacts, “which are caused by the action and occur at the
sametimeand place” (40 CFR §1508.8(a)). For example, adirect impact to aresource such aswetlands
would be aloss of acreage due to the construction of the road.

Indirect impacts are defined in 40 CFR 81508.8(b) as those impacts “which are caused by the action
and arelater intime or farther removed in distance, but are till reasonably foreseeable. Indirect effects
may include growth inducing effects and other effects related to induced changes in the pattern of land
use, population density or growth rate, and related effects on air and water and other natural systems,
including ecosystems.” An example of an indirect effect would be development by athird party after
anew road and interchange has been constructed.

The CEQ defines cumulative impacts in 40 CFR §1508.7 as an “impact on the environment which
results from the incremental impact of the action when added to other past, present, and reasonably
foreseeable future actions regardless of what agency (Federa or non-Federal) or person undertakes
such other actions. Cumulative impacts can result from individually minor but collectively significant
actions taking place over a period of time.” An example of a cumulative impact would be loss of
habitat from a current project added to changes resulting from past and future projects in the project
study area, such astimber harvesting or agricultural practices.

Impacts are analyzed to determine how an alternative may affect resources if it were implemented.
Each alternative that isunder consideration may have impacts of varying degrees. These variances, or
differences, are used by the decision makers to evaluate and compare each aternative.

6 42 U.S.C. §4332(C)(2)(iii)-(v)
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1.2.2 How does the FHWA evaluate impacts?

FHWA has devel oped a set of regulations (23 CFR 8§771) to further guideitsagency in applying NEPA
and CEQ regulations. In addition, FHWA published Technical Advisory T 6640.8A in 1987 to help
further guide the agency in preparation of NEPA documents, aswell as Position Paper: Secondary and
Cumulative Impact Assessment in the Highway Project Devel opment Process’ for further guidance on
indirect and cumulativeimpacts. Guidancefor noise abatement due to construction and highway traffic
noise and mitigation of environmental impacts to privately-owned wetlands can be found in 23 CFR
8772 and 8777, respectively.

FHWA uses the term “secondary” for indirect impacts, and gives it similar meaning as the CEQ
regulations. Indirect and cumulative impacts must be addressed when doing a project, especialy in
terms of the impacts from induced growth (i.e. new businesses, industry, residences). FHWA must
incorporate indirect and cumulative impacts from induced growth, but is not responsible for mitigating
actionsthat are beyond itscontrol .2 Thisrequires FHWA to evaluate the possibility of induced growth,
but FHWA is not responsible for mitigating for the growth since athird party would be performing the
action.

1.3 What isthe purpose of the project?
The purpose of the proposed project isto provide an interstate link between 1-95 and the Myrtle Beach
region to serve residents, businesses, and tourists while fulfilling congressional intent in an

environmentally responsible and community sensitive manner.

1.4 Why do we need the project?

Thefollowing primary and secondary needs have been What are primary and secondary needs?
identified in connection with the proposed federal
action, which are in accordance with FHWA
guidelines. The degreeto whichthe project will serve
the primary needsidentified below will receive greater A Secondary Need is a need of |esser

emphasis than the secondary needs in the alternatives Importance that may be met indir ectly
and impacts analysis.

A Primary Need is an essential need for
the project that must be met.

when the project is completed and the
primary needs are fulfilled.

1.4.1 Primary Needs:

e System Linkage—Improve national and regional connectivity by providing adirect link between
[-95 and the Myrtle Beach region.

e Economic Development — Enhance economic opportunities and tourism in South Carolina.

"HEP-32. FHWA (April, 1992).
8 Department of Transportation v. Public Citizen, 541 U.S. 752, 124 S. Ct. 2204 (2004).
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1.4.2 Secondary Needs:

e Hurricane Evacuation — Facilitate a more effective evacuation of the Myrtle Beach region
during emergencies.

o RelieveLocal Traffic Congestion —Reduce existing traffic congestion on roads accessing the
Myrtle Beach region.

e Multimodal Planning—Allow for future provision of amultimodal facility within the Interstate
Corridor.

1.5 What is system linkage?

|-73 provides an opportunity to addressasignificant link

lacking in theinterstate systemin South Carolina. Horry ?r?i Setresrt“a'tg‘l'i‘ggebve":\',\'/ezloﬁei 2 :ri;e;tte o
County is the most pgpulated county in the State not at 1-95 and the Myrtle Beach region. This
currently served by aninterstate highway. The proposed new interstate link will improve tourist
project would provide aneeded connection between the access and facilitate the movement of goods

highly popular tourist destination of Myrtle Beach and to and from South Carolina.
the interstate system at 1-95. It would also provide an
interstate link to Marion County.

According to the 2005 Myrtle Beach Statistical Abstract, there were an estimated 12.8 million visitors
to the areain 2003. Approximately 81 percent of the visitors travel to the area via automobile from
within South Carolina; from surrounding states such as North Carolina, Kentucky, New Y ork,
Pennsylvania, and Ohio; and from the eastern Canadian provinces. In 2004, the American Automobile
Association (AAA) ranked Myrtle Beach fourth in the United States as a driving destination, behind
the major metropolitan areas of Orlando, Florida; Anaheim, California; and LasVegas, Nevada. Myrtle
Beach is the only one of these destinations not served by at least one mgjor interstate.® [-73 would
provide linkage to facilitate the movement of people and goods to and from South Carolina via the
interstate highway system.

The aternative corridors developed for 1-73 would extend south from [-95 and end at S.C. Route 22.
S.C. Route 22 currently isafour-lane divided highway extending between U.S. Route 501 near Conway
to U.S. Route 17 in North Myrtle Beach. The interchange of these two roads would be such that the
traffic on 1-73 would continue smoothly onto S.C. Route 22. It would not be apparent to motorists that
they had left [-73 and moved onto S.C. Route 22.

The portion of S.C. Route 22 from where 1-73 would intersect it, all the way to its eastern terminus at
U.S. Route 17 would be incorporated into 1-73. It is a fully controlled access roadway and would
otherwise meet interstate design standards except that the paved portion of the road shoulders is too

9 American Automobile Association. (May 19, 2004). AAA Travel Agency Sales Srong for 2004; Cruises, European
Destinations Once Again Top Agent’s List.
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narrow. This would require additional paving of the road shoulders. However, the footprint of the
roadway would not change, thus no additional direct impacts would result.

The current roads between Myrtle Beach and [-95, such as U.S. Route 501, U.S. Route 378, and S.C.
Route 9, are used heavily during the tourist season (which runs from April to September). U.S. Route
501 isthe main road used between [-95 and the Myrtle Beach region in the project study area (refer to
Figure 1-2 on page 1-3).

1.6 How could thispr oj ect affect economic development?

The project would provide opportunity for
economic development for thethree

countiesin the project study area.

The project study areaislocated in the northeast portion of

South Carolina, including the Pee Dee and Waccamaw

Regions. The project study area encompasses portions of
Dillon, Marion, and Horry Counties. With the exception of Horry County, which has experienced
rapid growth, the project study area has grown at a moderate rate over the last several decades. The
proposed action is needed in order to provide opportunity for economic development within the region
in hopes of bringing needed jobs.

SAFETEA-LU identifies selection factors that are used to determine where to focus federal resources
with regard to highway projects. Several of the selection factors are focused on economic devel opment
inregions. One selection factor isto determineif the project would allow regional integration to spur
economic development and growth, especially in areasthat are not adequately served by existing roads
(23 U.S.C. 8101 (2005)). This project would provide better integration of the study area with the rest
of the Midwestern United States and Canadato facilitate easier movement of goods and people. Other
selection factors of SAFETEA-LU focus on more efficient movement of commercial freight through a
corridor (23 U.S.C. 8101 (2005)). As discussed in Section 1.7, the current roadways through the
project study area experience frequent stop and go situations and heavy congestion. Thisproject would
provide another corridor for moving goods to and from the project study area, which would reduce the
travel and delivery times for commercial freight.

1.6.1 Who livesin Dillon, Horry, and Marion Counties, and what population characteristics shape
these counties?

Population growth in Marion and Dillon has been moderate over the past four decades, while Horry
County has experienced significant population growth since 1970 (Table 1.1).

Chart 1.1 provides population forecasts through year 2030 based on 2000 U.S. Census data. It is
anticipated that Horry County would continue to experience high popul ation growth, especially when
compared to Dillon and Marion Counties. According to the 2005 South Carolina Statistical Abstract,*
Dillon County isexpected to have apopul ation growth of 1.1 percent, while Marion County isforecasted

10 South Carolina Budget and Control Board, Office of Research and Statistics. (2005). South Carolina Statistical
Abstract. http://www.ors2.state.sc.us/abstract/index.asp Last accessed March 13, 2006.
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to have population growth of 5.8 percent
between 2005 and 2030. Horry County is
expected to have a population increase of
53.4 percent between 2005 and 2030.

Table1.1
County Population Growth

Total Population, in Thousands
Interstate 73 EIS: 1-95 to the Myrtle Beach Region

The Citiesof Dillon, Marion, and Conway
arethe County seatsof Dillon, Marion, and
Horry Counties, respectively. The Cities
of Dillon and Marion serve as population
centersfor their respective counties, while
the City of Myrtle BeachisHorry County’s
population center. The demographic
composition of the population centers and
county seatsareshownin Table 1.2 on page
1-13.

1970 1980 1990 2000 % Change

Dillon 28.84 31.08 2911 30.72 6.5%
Horry 69.99 101.42 144.05 196.63 180.9%
Marion 30.27 3418 3390 3546 17.1%

Source: United States Census Bureau, Census of Population, 1970-2000.

Chart 1.1 Of thethree counties, Dillon and Marion had
County Population Growth Forecasts, 2005 to 2030 lower median household incomes than those
of the rest of the state as well as the United
States in 2000.** They averaged $10,500
below the median household income of the
State of South Carolina and $15,416 below
that of the nation (Chart 1.2 on page 1-13).12

W Horry
W Marion

O Dilion 1.6.2 What are some of the social and
housing characteristics of Dillon, Horry,
and Marion Counties?

Population, in Thousands

Table 1.3 (page 1-14) provides information
Source: South Carolina Statistical Abstract 2005, South Carolina onthe social characteristicsof Dillon, Horry,
Budget and Control Board, Office of Research and Statistics. and Marion Counties. The populationsof the
three counties are similar in terms of their
median age, the percentage of the population older than 65 years, and average household size. The
Counties of Dillon and Marion, as compared to Horry County, have higher percentages of households
with no vehicle and no phone service. In addition, Dillon and Marion Counties have more than twice
the percentage of the population with less than a ninth grade education level when compared to Horry
County.®

11'U.S. Census Bureau. (2000). 2000 U.S. Census Sate and County Quickfacts,http://quickfacts.census.gov Last
accessed March 28, 2006.

2 | bid.

13 U.S. Census Bureau. (2000). American Fact Finder Census 2000, Demographic Profile Highlights, http://
factfinder.census.gov Last accessed March 28, 2006.
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Tablel.2

Demogr aphic Composition of County Seats and
Population Centerswith Greater than 2000 People
Interstate 73 EIS: 1-95to the Myrtle Beach Region

2000 Popultion % Non-White

Dillon County

Dillon (County Seat) 6,316 46.6% 53.4%
Latta 1,410 42.3% 57.7%
Horry County

Conway (County Seat) 11,788 45.1% 54.9%
Myrtle Beach 22,759 20.8% 79.2%
N. Myrtle Beach 10,974 6.6% 93.4%
Loris 2,079 44.4% 55.6%
Marion County

Marion (County Seat) 7,042 68.2% 31.8%
Mullins 5,029 62.7% 37.3%

Source: Census 2000 Population, Demographic and Housing Information, Population by Race and Hispanic or Latino
Origin for Places in South Carolina.

Table 1.4 provides information on the housing

Chart 1.2 characteristicsof Dillon, Horry, and Marion Counties.
2000 M edian Household I ncome All of the counties are similar in terms of owner-
occupied housing. Dillon and Marion Counties are
similar in many housing characteristicsincluding the
median value of homes, the number of homes built
before 1979, and the number of ownersthat havelived
in their homes for more than 10 years. Seventy-five
percent of homesin Horry County were built within
thelast 26 yearsand 72 percent of the population have
lived in their homes for less than ten years. These
figuresreflect the growth occurringin Horry County.

Marion
Horry

Dillon

SC.

u.s

0 10,000 20,000 30,000 40,000 50,000

Dollar Amount

The median value of homes in Horry County is significantly higher than those in Dillon and Marion
Counties. Dillon and Marion Counties have around the same percentages of housing structures as
mobile homes and single family structures, while Horry County had a lower amount of both types,
which can be attributed to more multi-family units located in the county.

According to the 2000 U.S. Census, of the three counties that encompass the project study area, Horry

County had the highest percentage (81.1 percent) of people 25 or older with a high school education.
This percentage was higher than that of the United States, which was 80.4 percent and that of South
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<L ble
b e
b O emogr ap ar acter1stics
T erdate 9o tothe e Beach Regio
| B Dillon Horr Marion SC.
. Median Age 34 38 32 35
- Population over 65 12% 15% 13% 12%

Average household size 2.7 2.3 2.6 25
No vehicle 15% % 16% 9%
No phone service 10% 3% 9% 4%
Population w/ less than 9" 0 o o
grade education 11% 5% 11% 8%

Source: U.S. Census Bureau American Fact Finder Census 2000 Demographic Profile Highlights.

Tablel1l.4
Housing Characteristics of Countiesin the Project Study Area

Interstate 73 EIS: 1-95 to the Myrtle Beach Region
| oilon ] Hory | Marion ] SC.|

Owner occupied 2% 73% 74% 2%
Median value of homes $60,700 $119,700 $63,500 $94,900
Homes built before 1979 59% 25% 61% 54%
Owner lived in homes more than 10 years 44% 28% 44% 37%
Mobile homes 33% 20% 30% 20%
Single family structures 57% 45% 61% 62%

Source: U.S. Census Bureau American Fact Finder Census 2000 Demographic Profile Highlights.

Carolina, which was 76.3 percent. Dillon

County had 60.7 percent of people 25 or older Chart 1.3

in their county with a high school education, Education Levels of Dillon, Horry,
while Marion County had 68 percent. The and M arion Counties
percentage of people 25 and older who had a 90

bachelor’ sdegree or higher in the three counties 80 1

was lower than both South Carolina (20.4 28 chijgh Shool
percent) and the United States (24.4 percent) g 50 Education
(Chart 1.3). Horry County had 18.7 percent of 3 40 ] m Bachelor's Degree
its population 25 and older with a bachelor's 30 1 E;iﬁ?g;
degree or higher, while Marion County had 10.2 ig |

percent and Dillon County had 9.2 percent in 0l

2000.% Dillon Horry Marion SC. u.s

14 U.S. Census Bureau. (2000). 2000 U.S. Census Sate and County Quickfacts,http://quickfacts.census.gov Last
accessed March 28, 2006.
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1.6.3 What are the employment characteristicsin Dillon, Horry, and Marion Counties?

What job training opportunities are available in the three counties?

Table 1.5 presents some of the public job training and adult education options available in Dillon,
Marion, and Horry Counties. Each county hasanumber of educational centersfor adultsto receive
job training, adult literacy programming, resume/interview preparation and other career training.
Both Dillon and Horry countieshave 2-year technical collegesand Horry County has Coastal Carolina

University, the only 4-year college in the region.®

Dillon

Horry

Marion

Table1.5

County Job Training/Adult Education Options
Interstate 73 EIS: 1-95tothe Myrtle Beach Region

Name

Dillon One-Stop Workforce Center Job Training
The Center for Accelerated Technical Training Job Training
Dillon Technology Center Technology
Northeastern Technical College Technical
Dillon County Technology Center-Adult Education Adult Education
South Carolina Academy for Nurse Aide Training Job Training
Horry County One-Stop Workforce Center Job Training
The Career Center Job Training
Horry -Georgetown Technical College at Conway Technical
Coastal Carolina University 4-Y ear College
Marion County One-Stop Workforce Center Job Training
Marion County Technical Education Center Technology
Clemson Cooperative Extension Service of Marion Adult Education
Marion County Adult Education Center Adult Education

Source: South Carolina Employment Security Commission, College and Technical School Info, 2006.

How has employment changed in the three counties?

Employment opportunities in the three-county area are primarily located in Horry County, with
Dillon and Marion Counties having a lower number of jobs and experiencing some losses since
2000. Thisdeclinein employment during the 2000-2004 timeframe was attributed to plant closures

5South Carolina Employment Security Commission. (2005). Quarterly Census of Employment and Wages by County,
Second Quarter 2005

1-15
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and layoffsin certainindustries such asthoserelated to textiles, plastics, and foods/candy production,
and someintheretail sector aswell. These operationswere either moved off-shoreto lessexpensive
markets(e.g., to South Americaor Asia), consolidated operationswith other South Carolinalocations,
or simply downsized. As shown in Table 1.6, only Horry County has experienced positive job
growth since 2000.

Table1.6

Total Employment, by County
Interstate 73 EIS: 1-95 totheMyrtIe Beach Region
2 | 5-yr
Average

2004 % Change

Dillon 9,702 9,197 9,085 9,281 - 6.4%

Horry 98,017} 96,401 105009 | 99,756 7.1%
Marion | 11,800 | 10,809 9,998 | 10,648 -15.3%

119519 | 116,407 | 118,379 | 1 ojpz-;' 124002 | 119685 | 38%
Source: South Carolina Employment Security Commission, “Labor Force and Employment Data, 2000-2004" .

Three-county Total

What are the employment characteristics for the three counties?

County employment characteristicsfor Dillon and Marion Countiesare quite similar in termsof the
top employment sectors. Manufacturing, retail trade, educational, health care and food service employ
avast mgority of both Counties' labor forces. Not surprisingly, Horry County’s tourism sector
drives its economy with accommodation and food services, retail trade and professional services
employing many of the county’s employees (see Charts 1.4 to 1.6 on page 1-17).%

Table 1.7 (page 1-18) lists the top employers located in Dillon, Horry, and Marion Counties.
According to the 2000 U.S. Census data, the primary industries in Dillon and Marion Counties
include manufacturing, educational/health/social services, and retail trade. Primary industries in
Horry County include construction, retail trade, educational/health/social services, and the service
industry.

Agricultureis also an important part of the economic base within the three counties. For example
in 2002, Dillon County ranked 4"in the state and 34" in the United Statesfor total value of tobacco
sales; Horry County ranked 1% in the state and 5" in the nation for total value of tobacco sales; and
Marion County ranked 3in the state and 28" in the country for total value of tobacco sales.”

16 South Carolina Employment Security Commission. (2006). College and Technical School Info, http://www.sces.org/
Individual/Education/schools.htm L ast accessed March 28, 2006.

17 USDA. (2002). 2002 Census of Agriculture County Profile, Dillon, Horry, and Marion Counties.
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Chart 1.4

Dillon County Employment, by I ndustry

Agriculture, Forestry,
Fishing, Hunting, and
Mining 3.6%

Arts, Entertainment,

Recreation, . Public
Acoomodation, and Other Services Administration
Food Services 4.0%
8.5%

Educational, Health, and
Social Services
17.2%

Professional, Sientific,

Management,
Adminigtrative, and
Waste Management
Services Information Retail Trade
3.1% 0.8% 11.0%

Transportation and

Finance, Insrance, Real Warehousing, and

Estate, and Renta

Wholesale Trade
3.6%

Construction
7.5%

Manufacturing
29.2%

¢ Utilities
Leasing 4.8%
3.6%
Chart 1.5
Horry County Employment, by Industry
Public Agriculture, Forestry,
Other Servi i ini
Arts, Entertainment, 8230/\”06 Adminigtration Fishing, and Mining
. g 0 % .
Recreation, 3906 11% Construction
Accomodation, and 11.4% Manufacturing
Food Services 7.1%
20.1%
Wholesdle Trade
2.3%
Retail Trade
15.7%
Educationd, Health, and Trangportation and
Social Services Warehousing, and
14.2% . . Utilities
Professonal, Sientific, Finance, I nsurance, Real Information 3.006
Management, Edtate, and Rental 2.6% :
Adminsitrative, and Leasing
Waste Maﬁagernmt 8.4%
Services
6.4%
Chart 1.6

M arion County Employment, by I ndustry

. Public
Arts, Entertainment, Administratio Agriculture, Forestry,
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Tablel1.7
Top Employers by County

Interstate 73 EIS: 1-95to Myrtle Beach Region

Dillon County

Perdue Farms Poultry processing

Dillon Yarn 423 Synthetic yarn

South of the Border 450 Tourism

Wix Corporation 374 Oil and air filters

McL eod Health 320 Medical care

Franco Manufacturers 300 Kitchen accessories distribution
Harbor Freight Tools 240 Tool distribution

Marion Count

Horry County Department of ;

Eduesfion 4000 Education :
Burroughs & Chapin Co. 2214 Real Estate & Development
Wal-Mart Associates Inc. 1792 Customer service

Horry County Gov. 1470 Government

AV X-Conway 1380 Electronic Components
Conway Hospital Inc. 1000 Health Care

Grand Strand Regional

Mediedl Center 1000 Health Care

Myrtle Beach Nationa 960 Golf Course Management

Arvin Meritor 734 Automotive components
Bluementhal Mill, Inc. 770 Woven damask jacquard
Beneteau USA, Inc. 245 Sailboats

Sara L ee Hosiery 210 Women's hosiery

Precision Southeast 210 Plastic parts molding
SOPAKCO 200 Military rations packaging
Datwyler Rubber & Plastics 143 Plastic and rubber moldings
SLI Lightin 105 Light bulbs

Source: U.S. Census Bureal, American Fact Finder Census 200 -Demographic Profile Highlights.

1.6.4 What are the unemployment rates and poverty levelsin Dillon, Horry, and Marion Counties?

Unemployment ratesreflect the total employment trends observed previously in Table 1.6 (page 1-16).
With a three-county region unemployment rate of roughly 9.8 percent, the region’s unemployment is
much higher than South Carolina s state average of 6.7 percent and the national average of 5.1 percent
(Table 1.8 on page 1-19). Dillon and Marion Counties have two of the higher unemployment ratesin
South Carolina.

According tothe U.S. Census Bureau, acounty isconsidered poor if morethan 20 percent of itspopulation
isbelow the poverty line. According to 2000 poverty estimates cal culated by the U.S. Census Bureau,®

18 U.S. Census Bureau. (2000). 2000 U.S. Census Sate and County Quickfacts,http://quickfacts.census.gov Last
accessed March 28, 2006.
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, _ Table1.8

both Dillon (24.2 percent) and Marion Unemployment Rates, 2005

Counties (23.2 percent) have exceeded 20 Interstate 73 EIS: 1-95 to the Myrtle Beach Region

percent of their populationsliving below the [ L Rg]

federal poverty threshold, respectively. Dillon 9.5%

Horry County has only 12 percent of its Horry 59%

population living below the poverty line. Marion 13.9%

The state percentage of 14.1 percentisalso Three-County Average 9.8%

lower than both Dillon and Marion Counties. State Average 6.7%
National Average 5.1%

Source: South Carolina Employment Security Commission,
“Labor Force and Employment Data, 2005”

1.6.5 How would this project benefit the recruitment of new businessesto the three-county
area?

Having an interstate would provide opportunities to recruit new businesses and industry by virtue of
being linked and having proximity to the interstate system. Although the presence of an interstate is
not enough to generate new jobs, it is one of the key factors that industries and businesses seek when
siting a facility. According to an industry magazine specializing in evaluating future locations for
companies, “whether a company is setting up a manufacturing facility, distribution center, (or) retail
outlet...it is absolutely critical that the location it chooses be supported by a robust transportation
infrastructure. Regardless of the specific type of facility, it will need to be able to quickly and
economically move raw materials, supplies, and finished products in and out....Not having the
transportation infrastructure you require, however, will almost always get a location removed from
your list of possibilities.”*°

Certainly an interstate alone does not necessarily lead to economic growth, but the improved access
and mobility from I-73 would provide the Pee Dee Region with enhanced development opportunities.
However, the presence of an interstate is anecessary component of the ability to attract new businesses
to an area. Local city and county governments, along with non-governmental organizations, would
have the ultimate responsibility in recruiting new businesses and industries to their areas. However,
having thisinterstate would be an added advantage to attract a company to locate in these counties.

It is also anticipated that the construction of a new interstate facility would stimul ate the devel opment
of tertiary services in close proximity to the corridor. Convenience services such as restaurants, gas
stations, and accommodations would provide additional employment and income to the neighboring
communities. Opportunitiesfor development of tourist-friendly establishmentsand recreational facilities
would likely increase with an interstate connecting the Myrtle Beach region to 1-95 and the interstate
highway system.

¥ Bill King and Michael Keating. “2005 Logistics Quotient: The Top Logistics Metrosin the United States.”
Expansion Management September 14, 2005: www.expansionmanagement.com.

1-19 Chapter 1. Purpose and Need For Action



Interstate 73 EIS: 1-95 to the Myrtle Beach Region

PATHWAY TO
PROGRESS

1.6.6 Would this project benefit travel and tourism in the three-county area?

Travel and tourism are the largest employer and fourth largest generator of gross state product in South
Carolina, respectively. 1n 2004, tourists spent $7.8 billion in South Carolina, approximately 31 percent
of itin Horry County.?* Salestax paid by visitorswas over $253 million (11.4 percent of total salestax
collections), and overall state and local government revenues generated by tourism were over $1 billion.?
According to the Myrtle Beach Area Statistical Abstract the majority of visitorsare attracted to the area
by the beach, shopping, and numerous golf courses.? Economic development in the Myrtle Beach
region isanticipated to continue and the interstate woul d hel p to accommodate this growth and increase
tourism.

Tourism is based on the concept of a location being a desirable vacation destination. The Atlantic
Ocean as well as an abundance of golf courseslead to the attractiveness of the Myrtle Beach region as
adestination of choice. The Travel Channel named Myrtle Beach as one of America’ s Best Beaches
for 2003-2004, and named it as one of the Best Family Beaches due to the multitude of activitiesfor all
ages.® In addition, VacationSpots.com named Myrtle Beach the Top Beach Spot in 2005 and it was
named a favorite travel destination by readers of Southern Living magazine in 2005.2 Along with
being a top beach destination, the Myrtle Beach area has received numerous awards as a top golf
destination. Infact, Myrtle Beach isninth on Golf Digest’slist of the 50 Greatest Golf Destinationsin
the World (based on a survey of 700 low-handicapped golfers), and received the 2005 Golfers' Choice
Bronze Award for Best Travel Destination by the Toronto Sun (based on asurvey of more than 200,000
readers).®

Reaching the destination with efficiency and easeisapart of the overall vacation experience. American
Automobile Association, along with the American Highway Users Alliance and The Road Information
Program, released a study in 2005 locating the top summer traffic bottlenecks in the country. These
bottlenecks were based on information from the FHWA, state departments of transportation, and the
travel and tourism industry. The drive between 1-95 and the Myrtle Beach areaon U.S. Route 501 was
listed as 23 in the top 25 for vacation travel delays and congestion.?” The proposed project would
enable tourists to access the areamore efficiently and provide a high-speed access route to the region.

2 South Carolina Budget and Control Board, Office of Research and Statistics. (2005). South Carolina Statistical
Abstract 2005, http://www.ors2.state.sc.us/abstract/index.asp Last accessed March 28, 2006.

2 South Carolina Department of Parks, Recreation and Tourism (2004), The Economic Impact of Domestic Travel
Expenditures on South Carolina Counties.

2 South Carolina Budget and Control Board, Office of Research and Statistics. (2005). South Carolina Statistical
Abstract 2005, http://www.ors2.state.sc.us/abstract/index.asp L ast accessed March 28, 2006.

2 Myrtle Beach Area Chamber of Commerce. (February 2005). Statistical Abstract for the Myrtle Beach Area of South
Carolina 16" ed.

| bid.

% Myrtle Beach Area Convention and Visitors Bureau, Myrtle Beach Area Accolades http:/
www.myrtlebeachinfo.com/cvb/media/press-accolades.html Last accessed March 21, 2006.

#|bid.

21 American Automobile Association, American Highway Users Alliance, and The Road Information Program (June
30, 2005), Are We There Yet? A Report on Summer Traffic Bottlenecks and Steps Needed to ensure that Our Favorite
Vacation Destinations Remain Accessible.
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1.7 How would this project affect hurricane evacuation?

Hurricane evacuation is a concern for the Myrtle Beach region due to the dramatic increase in the
resident population and coinciding tourist and hurricane seasons. The Saffir-Simpson Hurricane Scale

isused by the National Hurricane Center and the SCEMD
to rate the intensity of the hurricane on ascale of oneto
five. Thewind speed isthe primary determining factor
when rating a hurricane, with Category One hurricanes
having the lowest wind speeds and Category Five
hurricanes having the highest wind speeds.

The Saffir-Simpson Hurricane Scale:
Category One— 74 to 95 mph winds
Category Two — 96 to 110 mph winds

Category Three— 111 to 130 mph winds
Category Four — 131-155 mph winds

Category Five—Morethan 155 mph winds

Theregion is currently served by
three designated hurricane
) evacuation routes that connect
20 U.S. Route 17 to 1-95: S.C. Route
9; U.S. Route501; and U.S. Route
521 (Figure 1-5). Inaddition, U.S.
Route 378, designated as a
hurricane evacuation route,
connects to U.S. Route 501 in
Conway.

Columbia

o

Lake City

MNorth
Myrile Beach

Mynle Beach

{TLANTIC OCEAN

Hurricane
Evacuation Routes

Figure1-5. Northern Coastal Conglomer ate

Horry County had a permanent population of 196,629 people in 2000.22 According to SCPRT,
Horry County’ s resident population, combined with its tourists, equated to an average popul ation per
day of 296,809. In the event of anatural or man-made threat, Horry County would need to evacuate
both the resident and tourist populations. Approximately 300,000 people attempting to leave an area
viathe current evacuation routes would result in astrain of the existing facilities. The addition of a
four-lane interstate system would help reduce the time for evacuation.

The 2003 South Carolina Hurricane Plan, completed by SCEMD, contains evacuation estimates for
the Northern Coastal Conglomerate that encompasses Clarendon, Darlington, Dillon, Florence,
Georgetown, Horry, Lee, Marion, Marlboro, Sumter, and Williamsburg counties, and in turn, the project
study area.® As stated in the 2003 Plan:

% South Carolina Budget and Control Board, Office of Research and Statistics. (2005). South Carolina Statistical
Abstract 2005, http://www.ors2.state.sc.us/abstract/index.asp Last accessed March 28, 2006.
2 South Carolina Emergency Management Division. (June 2003). The South Carolina Hurricane Plan.
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Clearance times generally fall below 24
hours...however, dueto the limited road network
and the large numbers of tourists and permanent || What is evacuation clearance time?
residents who would have to evacuate in the . .

. . Evacuation clearance time is the amount of
northern conglomerate, times could pOtentla”y time that passes between the first vehicle
exceed 26 hours for a Category 4-5 hurricane, evacuating entering the road network and
high tourist occupancy scenario. ends when the last vehicle has reached an
assumed point of safety, in this case, 1-95. It
Within the Northern Coastal Conglomerate, two major || dosnot account for thetimeany one vehicle
bottlenecks occur on U.S. Route 501. One bottleneck spendstraveling on theroad network tor each
occurson U.S. Route 501 between U.S. Route 17 Bypass
and Conway that causes an increase in evacuation time
(refertoFigure 1-5). Lanereversal isfeasibleonaportion
of U.S. Route 501; however, it results in negligible clearance time reductions because the other major
bottleneck that controls clearance time on this road (U.S. Route 501 at Aynor) is “upstream” of the
reversal area.*® The proposed project would provide afour-lane controlled-accessinterstate facility for
which the lanes could be reversed, as opposed to U.S. Route 501, which is not a controlled-access
facility. Thiswould easily provide a more efficient evacuation route than is currently in place and is
anticipated to relieve pressure on other evacuation routes currently running at capacity.!

the point of safety.

A study was completed to analyze what impacts the 1-73 corridor would have to the efficiency of
evacuating residents and touristsfrom the Myrtle Beach areaduring the threat of ahurricane coinciding
with high tourist occupancy rates.® The same model used by SCEMD to study hurricane evacuation
scenarios was used to perform thisanalysis. The study looked at evacuation timesfor 2005 along U.S.
Route 501, asit isthe primary evacuation route for the largest number of peoplein the region, has the
greatest bottlenecks, and it would be the most relieved if 1-73 were constructed. The study compared
evacuation timesfor the year 2005 and the year 2030 with and without 1-73, and if lanes were reversed
on I-73, including the Conway Bypass (S.C. Route 22) section.

Table 1.9 (page 1-23) reflects current and projected 2030 evacuation times (in hours) by storm category
along U.S. Route 501, S.C. Route 9, and on |-73 if it is constructed.®® The times for the different
hurricane categories are presented due to the increasing numbers of persons evacuated by category
zones. The higher the category of storm, then the larger the evacuation area and the more traffic on
evacuation routes.

If I-73 is constructed, and assuming high tourist occupancy, the time for evacuation along U.S. Route
501 would reduce by 10.9 hours for a Category 4-5 and high tourist occupancy with the addition of
traffic evacuating along I-73. If lanes were reversed on 1-73 and the Conway Bypass (S.C. Route 22)

% 1hid.
81 SCDOT. December 2005. I-73 Environmental |mpact Statement Hurricane Evacuation Analysis.
32 SCDOT. December 2005. 1-73Environmental Impact Satement Hurricane Evacuation Analysis.
% 1bid.
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Tablel.9
Evacuation Clearance Timeson U.S. Route 501, S.C. Route 9 and
I-73 by Hurricane Category (in hours)
Interstate 73 EIS: 1-95 tothe Myrtle Beach Region

Category 1-2 Category 3 Category 4-5

Evacuation times on U.S. Route 501

2005 Base Y ear 16 21 24.2
2030 without 1-73 constructed 24 32 37.4
2030 with 1-73 constructed 16.7 22.6 26.5
2030 with 1-73 constructed & Lane

Reversal on |-73 13.8 18.9 22.4
Evacuation timeson S.C. Route 9

2005 Base Y ear 9.8 11.6 13.4
2030 without 1-73 constructed 11.2 13.2 155
2030 with 1-73 constructed 9 10.8 12.6
2030 with 1-73 constructed & Lane 7.9 9.5 11.2

Reversal on |-73

Evacuation times on Inter state 73

2030 with 1-73 constructed 19.5 25 29
2030 with 1-73 constructed & Lane
Reversal on |-73 12.6 16 18.9

then the evacuation time would reduce by 15 hours on U.S. Route 501 for a Category 4-5 storm and
high tourist occupancy. Evacuation time along S.C. Route 9 would also benefit by decreasing 2.9
hourswith 1-73 present and by 4.3 hours if lanes were reversed at the Conway Bypass and on |-73.

If 1-73 were not built, the evacuation time in 2030 on S.C. Route 9 would be over 15 hours while
evacuation time could exceed 37 hours in a worst-case scenario (Category 4-5) on U.S. Route 501.
With clearance times this long, the decision to evacuate would have to be made early in the hurricane
watch period before the National Hurricane Center has reliable data to make predictions concerning
storm track or hurricane intensity. This could result in needless evacuations of residents and tourists,
which would hurt the region’ s economy.

[-73 would provide another route for evacuation and reduce This project would reduce clear ance times
clearance times along U.S. Route 501 by over ten hours. along U.S. Route 501 by over 10 hours,
The southbound lanes of I-73 and the Conway Bypass(S.C. || @/!owing the Myrtle Beach region to
Route 22) could also be reversed, allowing more cars to evacuate faster in emer gency situations.

evacuate at the same time.

With lanereversal, evacuation timewould be reduced by an additional four hoursalong U.S. Route 501
and an additional ten hourson I-73. The potential overall savingsin evacuation time could be up to 18
hoursin aworst-case scenario (Category 4-5 and high tourist occupancy). Dueto the eight aternatives
being in close proximity to one another, from ahurricane evacuation standpoint, no appreciabledifference
would be discerned in attracting different amounts of evacuation traffic from either coastal or inland
counties.
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1.8 Would the project relieve local traffic congestion?

As discussed in Section 1.5, System Linkage, the vast — , . .
majority of the visitorsto the Myrtle Beach region travel By providing an inter statelink, tourism

. . . . traffic would be diverted from theregional
there by automobile. This large number of visitors roadways in turn relieving traffic
arriving to the area by vehicle congests the local congestion on other roads accessing the
transportation network. Traffic diverted to 1-73 would Myrtle Beach region.
reduce congestion on local roads. The addition of 1-73
would improve the travel efficiency within the three-
county (Dillon, Marion, and Horry Counties) study area.

Based upon the results of the traffic modeling, the average
A traffic model isa numerical program speed of travel of vehicles on the network would increase
based on existing conditions that enablesthe from dlightly less than 52 miles per hour to more than 56
user to project current and futuretraffic miles per hour, depending upon the alternative. Thisisa
volumes. large increase in speed when spread over the number of

trips in the network each day. This efficiency is also
reflected in the reduction that would occur intravel timesbetween 1-95 and U.S. Route 17, an approximately
65 mile distance, of between 10 to 15 minutes. Likewise, vehicle hourstraveled (VHT) would decrease
in the network for all of the build alternatives versus the no-build (refer to Chapter 2).

Safety isaconcern on roadways with high congestion and frequent stop and go conditions. Roadsin the
project area are used by tourist and commercial traffic that are sometimes not familiar with the roads.
Added to that isthe local traffic, some of which isfarm machinery or slow moving vehicles. U.S. Route
501, U.S. Route 378, and S.C. Route 9 all have uncontrolled access, meaning that accessisunconstrained
to the businesses and residences along them. This resultsin increased stopping of traffic for vehicles
turning off and onto these roads, along with anumber of stoplights and signage. In Dillon, Horry, and
Marion Counties, amajority of thework force either commutes alone (74 to 79 percent), with asmaller
percentage carpooling (14.4 to 18 percent) or taking public transportation (0.5 to 1.3 percent). The
average travel time to work for Dillon County and Marion County residents is around 28 minutes,
while the average travel time to work for Horry County residentsis 23.7 minutes.®

Aninterstate would have controlled access viainterchanges and access ramps, have mainly one posted
speed (normally it is anticipated to be 70 miles per hour in rural areas), and would not have frequent
stopping due to traffic turning or stoplights/signs. In addition, an interstate would have better safety
designs and standards than the current roads in the project area. An interstate would provide relief to
the already strained network accessing the region by improving capacity, thereby providing a safer
transportation route for tourists and residents.

% U.S. Census Bureau. (2000). American Fact Finder Census 2000, Demographic Profile Highlights, http://
factfinder.census.gov L ast accessed March 28, 2006.
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1.9 How would the project incorporate multimodal planning?

The U.S. Department of Transportation (USDOT) stated

that traffic congestion is expected to increase 400 percent The project would proactively plan for
on our urban freeways and 200 percent on other roads by futuret_r ansportation optionswithin thel -
2020.5 One need of the proposed action is to provide a 73 corridor.

corridor to accommodate a future multimodal facility. By
providing for a multimodal facility, an increase in future
visitors could be served without having to add highway capacity. Although at thispoint in the planning
process a specific multimodal component has not been designated, the goal isto provide a corridor for
future rail within the proposed right-of-way corridor. The future rail within the project study area
would be limited to a design speed of 79 miles per hour, which is not appreciably different from the
proposed design speed of 75 miles per hour for 1-73. The future rail project would be required to
undergo a separate NEPA analysis and environmental permitting process prior to construction.

On October 20 1992, under ISTEA, the USDOT announced the designation of the Southeast High-
Speed Rail (HSR) corridor connecting Charlotte, North Carolina, Richmond, Virginia, and Washington,
D.C. On December 1, 1998, under TEA-21, the Southeast HSR corridor was extended from Charlotte,
North Carolinathrough Greenville, South Carolinaand Atlanta Georgiato Macon, Georgia; and from
Raleigh, North Carolina through Columbia, South Carolina and Savannah, Georgia to Jacksonville,
Florida .*

HSR, asamode of transportation, hasthe potential to provide an efficient, reliable, safe, and an affordable
alternative to highway and airport congestion. In order to implement the devel opment of the Southeast
HSR corridor, the Southeastern Economic Alliance was created consisting of 14 cities across six
Southeast states. In 1999, the SCDOT Transportation Commission passed aresolution in favor of the
Southeast HSR corridor and supporting extensions of the HSR system to Charleston, South Carolina
and Myrtle Beach, South Carolina.

An EIS was completed for the corridor between Washington, D.C. and Charlotte, North Carolinain
2002, identifying a preferred route for the rail system. The EIS for the segment from Petersburg,
Virginia (and possibly Richmond, Virginia) to Raleigh, North Carolina is currently underway and
should be completed in the spring of 2006 or 2007.3” Also, an EISis currently being prepared for the
linking of Hampton Roads and Norfolk, Virginia area to the Southeast HSR corridor and should be
completed by early 2006.% A feasibility study for HSR between Charlotte, North Carolinaand Macon,
Georgia was completed in 2004, and found a HSR corridor between the two locations was practical.
The City of Charlotte is also generating funds via alocal tax to build portions of their commuter rail
system that will likely become part of the HSR.

% Southeast High Speed Rail Organization. www.sehsr.org Last accessed March 28, 2006.
% Federal Railroad Administration. http://www.fra.dot.gov Last accessed March 28, 2006.
87 Southeast High Speed Rail Organization. www.sehsr.org Last accessed March 28, 2006.
% 1hbid.
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Since the alignment of the Southeast HSR corridor could come in close proximity to the ultimate I-73
corridor, this project seeks to plan for future transit options by preserving a corridor adjacent to the
proposed 1-73. Thisrail corridor could provide a connection between the HSR line and the Myrtle
Beach region. The future Myrtle Beach monorail as well as other local transit options such as the
Lymo bus system would provide these travelers with the means to travel locally while visiting the
Myrtle Beach region. Again, this I-73 project will only preserve 100 feet for future multimodal
accomodations. More detailed analysis is beyond the scope of decisionsto be made in this document.

1.10 Will I-73 be a toll road?

Although 1-73 has received to date 90.5 million dollarsin An earmark refersto money that has been
federal earmarks and an additional 2.5 million dollarsin reserved or set asidefor a particular
state funding from the S.C. General Assembly, it will not purpose.

be enough to construct this project.

Traditionally, roadway construction has been financed using the money raised by taxes|evied on fuel.
The federal government provided the largest share of the money, typically 80 percent, while the state
and/or local governments provided the balance. The projected highway needs for South Carolinatotal
morethan $59.7 billion over the next twenty years (2005 dollars). The FHWA funding projectionsfor
South Carolinaover that time are $10.5 billion and state highway funding projections are roughly $8.9
billion®. Thisleaves a projected funding shortfall of over $40 billion dollars.

SCDOQOT, aong with the Metropolitan Planning Organizations (MPO) and Council of Governments
(COG), identified interstate improvement and construction projects throughout the state. These needed
interstate improvements, which include widening existing interstates, improving existing interchanges,
and construction of new interstates, are estimated to cost approximately $10.5 billion (2005 dollars, |-
73 isone of the projects listed).

The gap between state needs and the funding available are not unique to South Carolina. High
infrastructure demands nationwide have led to awide gap between the cost of the roadway improvement
needs and the amount of money available for financing projects. This has resulted in a movement
toward the use of innovative finance techniques and other methods of project delivery such as the
design/build approach, asexplained in Section 1.11. In an effort to take advantage of every opportunity
to attract the funds necessary for the project, other available means to provide the financing for this
project will be explored.

Congress a so has recognized this gap and has enacted changes in federal legislation to permit the use
of innovative financing. Previous highway bills began addressing innovative financing by permitting
the establishment of State Infrastructure Banks (SIB’s) which alow the use of federal funds to make
loans to projects which require additional funding to advance the projects in atimely manner. South
Carolina hasthe most successful SIB in the country. Thisbank has assisted in the financing of over $3

% 20 Year Needs Analysis, SCDOT, January 2005.
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billion of projectsin the state. However, these |oans require some form of revenue to pay debt service
over thelife of the bonds, which are issued by the bank. L oan repayments have included |ocal fees and
taxes as well as state truck registration fees, gas tax, and future federal highway funds.

Another useful financing tool has involved the establishment of loan and credit assistance programs
under the Transportation Infrastructure Finance and Innovation Act (TIFIA). This program provided a
much needed federal loan which alowed construction to begin on the Arthur Ravenel, Jr. bridge in
Charleston. Thefundsto repay theloan included acombination of future state highway funds, Charleston
County funds, and funds from the State Ports Authority.

The advent of innovative financing tools has generated more interest in the use of tolls as a financing
mechanism in many parts of the United States. Until recently tolls were not allowed on Interstate
facilities except on new highway bridges or tunnels. A major change occurred as a part of the 1998
highway bill (TEA-21) which established atoll pilot program. This program allowed tolling on up to
three existing Interstate facilities to fund needed construction or rehabilitation on Interstate highway
corridors that could not otherwise be maintained or improved.

SAFETEA-LU (passed in 2005) continued thistrend by providing states an opportunity to allow tolling
on new facilities that use federa funds (Interstate System Construction Toll Pilot Program). This
program included the following requirements:

States or interstate compacts of states may apply;

Tolling must be the most efficient and economical way to finance the project;

Automatic toll collection is required (see later discussion of toll collection);

There may be no requirement to block improvements to competing facilities;
Revenues may only be used for debt service, reasonable rate of investment of private
equity, and for operation and maintenance costs.

The S.C. General Assembly passed Bill H4422 on January 24, 2006 which stated that “the Department
of Transportation may impose and collect atoll on the proposed Interstate 73 corridor upon completion
of thishighway project. Thistoll must be used to pay for the cost of planning, right-of-way acquisitions,
financing, construction, operation, and other expenses associated with thishighway project, and for the
removal of the tolls upon payment of al such costs.” The FHWA and SCDOT have looked into the
possibility of usingtollsto pay for part or al of theinterstate construction, in accordance with SAFETEA-
LU (23 U.S.C. 8129 (2005)).

Innovative ways of financing roadway construction are currently being utilized throughout South
Carolina. These include issuance of bonds that are paid back over time to pay for the construction of
projects. These bonds can be paid back in avariety of ways, such as using future federal funds. Many
localitiesare aso joining in funding roads previously funded entirely by the state. One exampleisthe
hospitality fees Horry County used to match State Infrastructure Bank funds to construct the Road
Improvement and Development Effort (RIDE) program. Other counties have assessed alocal option
sales tax to assist in meeting highway transportation demands. These include Y ork, Beaufort, and
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Charleston County. South Carolina DOT has also constructed the first road in the state funded with
revenues fromtolls (the Cross I sland Expressway on Hilton Head Island) and licensed a private entity,
the Connector 2000 Association (a 401C(3) corporation), to build and operate a second toll road, the
Southern Connector in Greenville County.

A recent innovation inthe U.S. hasbeen the sale of a“concession” to aprivate entity to finance, design,
and operateatoll facility. Thismethod providesaprivate organization the opportunity to obtain alease
to build and/or operate a roadway facility for a period of time. To date, concessionaires have been
European and Australian investors who have acquired a portfolio of toll facilities in those countries
which are anticipated to provide sizeable returns on investment over along period (i.e. 75to 99 years).
The stability provided by the portfolio as awhole has attracted large investors, such as pension funds,
which heretofore have not been attracted to toll road investment. In most cases the facility isor will be
atoll road that provides the long term return on investment.

In some cases the concession has been deemed of such value that the concessionaire has provided the
owner an up front payment for the long-term lease. An example of thisisthe Chicago Skyway, where
aprivate firm paid over $1.8 billion for a 99-year lease to operate the facility. The amount paid for a
concession is directly related to the amount of money anticipated to be generated over the life of the
lease. A second exampleinvolvesthe construction of anew facility in Texas. The Trans-Texas Corridor
Initiative has resulted in an agreement with a concessionaire giving them the right to finance and
construct $6 billionininfrastructure projects (toll roads) inthel-35 corridor. Inreturn, the concessionaire
ispaying $1.2 billion for the concession rights. It should be noted that the creation of such aconcession
often entails restrictions on improvements to competing routes, to protect the potential revenue stream
for aleased facility.

The above examples are perhaps among only afew throughout the country that provide the opportunity
for such alarge up front payment to the owner. However, that approach may be applied to construction
of 1-73.

Based on the above discussion, there appear to be five general approachesto financing 1-73:

1) traditional financing with 80 percent federal and 20 percent state or local funding;

2) publicly issued bonds backed by future revenue; either from federal funding, toll revenue, local
funds or some combination of the two;

3) acombination of 1 and 2;

4) a public/private partnership involving some level of private and public funds; and,

5) use of the concession approach involving a lease to a private entity in return for the right to
finance, design, and build the road.

The last four options will probably involve toll financing. Each of these financing mechanisms is
dependent upon the potential future revenues, either from federal allocations, other taxes, or tolls.
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The amount of money that can be borrowed is limited
by projections of these future revenues. An evaluation

of the potential toll revenues, called aninvestment grade
toll study, is a way to project the future revenues. It
would be performed by the entity interested in financing
the project. The revenue obtained by tolling can vary,

With the current state and federal funding
climate the likelihood is that some type of

tolling will have to be used to finance I-73.

depending upon thetoll rate, traffic volume, competing
untolled routes. Thesefactorsareofteninterrelated. The
availability of competing routes can affect the traffic
volumes on atolled facility.

The method of tolling can also affect the toll revenues. For example, a “closed system” with atoll
required at most entrances and exits along aroad would normally generate more money than an “open
system” with alimited number of toll booths at specific locations. The closed system would generally
involve traditional toll boths where users pay cash by the trip and could also contain electronic toll
lanes which accommodate frequent users who can pay tolls electronically at high speed. An open
system would eliminate cash booths and would require all usersto have an electronic toll tag. Clearly
this presents a problem on afacility like I-73 which will have a significant number of non-local users.
In the future many anticipate aregiona or even national system of electronic toll tags which can be
used at al toll facilities in the region or ultimately in the United States. This would make the open
system more attractive.

Finally adiscount for local traffic, either based upon number of trips per month or use of an electronic
transponder, would affect projected revenue.

This EIS was prepared based upon the impacts of a non-tolled highway. This provides a*“worst-case”
analysis for most impact categories, which are based upon traffic volumes. Further NEPA analysis
would be completed if the facility istolled in the future. It is anticipated that by tolling the interstate
traffic volumeswould decrease. A reductionintraffic volumewould be expected to reducethe project’s
economic benefits, depending upon the amount of the reduction. The percentage of this decreasefor |-
73 could be between 50 to 70 of the untolled traffic volume, depending upon thetoll cost and method of
collecting thetoll. Onceadecisionismadeontolling, aninvestment gradetoll study would be anticipated.
Thisstudy would providetraffic volumesthat could be used to re-eval uate project impacts and benefits.

1.11 How would the road be constructed?
There are several optionsfor this project to move through construction. 1t may be completed in phases,
such as S.C. Route 31, or al at once like S.C. Route 22. The traditional method is design/bid/build,

which involves as a first step the preparation of design construction plans. Right-of-way would be
acquired toward the later stages of the roadway design and would generally be obtained before
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construction is commenced. The project would be advertised and construction firms would bid to
construct a project for a specific dollar amount. The SCDOT would select a firm based upon these
bids.

A second option is the design/build approach, where bidders may be responsible for some portion of
the right-of-way purchase and for both designing and building aproject. The SCDOT selectsonefirm
based upon factors which may include qualification and experience, time to construct the project, and
cost.

If the project should be constructed as apublic private partnership (PPP) or as a concession, that entity
would be responsible for most or all right-of-way acquisition and would probably use the deign/build
approach.

1.12 Summary

The purpose of this project isto provide an interstate link between 1-95 and the Myrtle Beach region to
serve residents, businesses, and tourists while fulfilling congressional intent in an environmentally
responsible and community sensitive manner. The I-73 project is listed as a National High Priority
Corridor and aproject of “national and regional significance” by the U.S. Congressand a so issupported
by the South Carolina General Assembly.

The project is primarily needed to provide a mgjor link from 1-95 to the Myrtle Beach region, which
will provide new opportunities for economic growth and development to counties that are at or below
the nation’s poverty standards. Dillon and Marion Counties both have 24.2 percent and 23.2 percent,
respectively, of their populationsliving below the national poverty standard. 1n addition, both counties
have average median household incomes that are $10,500 below that of the state, and $15,400 below
that of the nation. The link will also provide an integration of regions and facilitate the movement of
residents and tourists into and out of the Dillon, Horry, and Marion Counties. This|-73 corridor will
provide ameans of movement between the region and the Midwestern United States and Canada. The
project will secondarily fulfill the needs of expediting hurricane evacuation of residents and tourists
from the Myrtle Beach region, alleviate traffic congestion on state and local roads between 1-95 and the
Myrtle Beach region, and provide a corridor for future multimodal transportation. 1-73 would provide
anew hurricane evacuation route, lowering the evacuation times on other primary evacuation routesin
theareasuch asU.S. Route 501 by more than ten hours. Peopletraveling through the areawill havethe
option of using acontrolled-access highway which would reduce traffic from local and state roads and
relieve some congestion. The corridor of 1-73 will include a right-of-way that would allow for future
high speed rail options.

There are several options for financing the roadway, but it seemslikely that tolling will be used to pay

for at least aportion of I-73. Thetolling can be donein avariety of ways, depending upon the revenue
needed and type of accessfor local traffic that is desired.
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