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Introduction 
 
The transportation network is an essential element in advancing the economy, safety and the 
quality of life for the community.  Simply stated, a transportation system is a means of moving 
people and goods.  The costs of a transportation system are not only the direct costs of concrete, 
steel, and asphalt, but also the indirect costs: the drivers’ cost for vehicles, fuel, and time; the 
cost to society in environmental impacts; and the cost in lives and injuries related to accidents.  A 
transportation system which limits mobility for certain segments of the population, such as the 
disabled or elderly, restricts their ability to support and care for themselves and increases their 
dependence on social services and charitable organizations, thus shifting additional costs to the 
community.  All these costs must be considered in planning for an efficient and affordable 
transportation system for the future.  Investments in our transportation system provide various 
benefits, such as improving access to jobs, the efficient movement of freight, promoting safety, 
and preserving the pavement integrity of the existing transportation infrastructure.   
 
The Metropolitan Transportation Plan is Longview’s strategy to respond to the transportation 
needs of the community for the next twenty-five years.  It includes plans for meeting existing 
and projected transportation needs identified through the continuing, comprehensive, and 
cooperative planning efforts of the Longview Metropolitan Planning Organization. 
 
This is the fifth major transportation plan for the Longview Metropolitan Area developed under 
the auspices of the Metropolitan Planning Organization.  The Metropolitan Area encompasses the 
cities of Longview and White Oak, as well as portions of Gregg and Harrison Counties.  (Refer to 
Map I-a for boundary)  The initial concept for the thoroughfare plan was published in 1965.  This 
effort was updated and expanded after the establishment of the Metropolitan Planning 
Organization, with major updates published in 1976, 1988, 1994, 1999 and 2004. 
 
The Metropolitan Transportation Plan was prepared with the assistance and cooperation of many 
public entities, technical staff and private citizens.  The success in preparing the plan and 
achieving its implementation will be due in large measure to their efforts.  (Refer to pages 4 and 
5 for acknowledgements)  
 
 
Transportation Funding Bills 
 
In 1991, the Intermodal Surface Transportation Efficiency Act (ISTEA) was signed into law.  This 
transportation bill placed a renewed emphasis on planning, and outlined new requirements for 
developing transportation plans.  Plans must address multiple transportation modes and consider 
a number of transportation issues, including connectivity, land use, and management systems.  
Efficient use of existing systems is emphasized.  The current update broadens the approach of 
the earlier plans by including other transportation modes, such as bicycle and pedestrian 
transportation, and by including strategies for maintaining and enhancing existing transportation 
systems.  A precedent setting component of ISTEA is the requirement that a financial element 
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must be included in the long-range plan and the Transportation Improvement Program.  The 
purpose of the financial plan element is to demonstrate consistency of proposed transportation 
investments with currently available, projected and proposed sources of revenue.  
  
The reauthorization of ISTEA, known as the Transportation Equity Act for the 21st Century (TEA-
21), was formally approved into law by President Clinton on June 9, 1998.  TEA-21 reinforces and 
retains the metropolitan transportation planning process goals and concepts of ISTEA.  
Specifically, TEA-21 is designed to meet the challenges of improving safety as traffic continues to 
increase at record levels, protecting and enhancing communities and the natural environment as 
we provide transportation, and advancing America’s economic growth and competitiveness 
domestically and internationally through efficient and flexible transportation.   
 
 
SAFETEA-LU 
 
In 2005, President George W. Bush signed into law the Safe, Accountable, Flexible, Efficient 
Transportation Equity Act:  A Legacy for Users, known as SAFETEA-LU.  With funding for 
highways, highway safety, and public transportation totaling $244 billion, SAFETEA-LU represents 
the largest surface transportation investment in our nation’s history.  SAFETEA-LU builds on the 
foundation laid by the previous two highway bills, ISTEA and TEA-21 for investments to sustain 
and maintain our vital transportation infrastructure.  SAFETEA-LU promotes more efficient and 
effective federal surface transportation programs by focusing on transportation issues of national 
significance, while giving state and local transportation decision makers more flexibility for solving 
transportation problems in their communities.   
 
SAFETEA-LU is a core formula program with the following areas of emphasis:   
 
Safety – SAFETEA-LU establishes a new core Highway Safety Improvement Program that is 
structured and funded to make significant progress in reducing highway fatalities.  It emphasizes 
increased safety on our highways by almost doubling the funds for infrastructure safety and 
requiring strategic highway safety planning.  Other programs target specific areas of concern, 
such as work zones, older drivers and pedestrians, including children walking to school.  These 
concerns further reflect SAFETEA-LU’s focus on safety. 
 
Equity – The new Equity Bonus Program ensures that each state’s return on its share of 
contributions to the Highway Trust Fund, in the form of gas and other highway taxes, is at least 
90.5% in 2005 building toward a minimum of 92% relative rate of return by 2008.   
 
Innovative Finance – SAFETEA-LU makes it easier and more attractive for the private sector to 
participate in highway infrastructure projects, bringing new ideas and resources to the table.   
 
Congestion Relief – Tackling one of the most difficult transportation issues, SAFETEA-LU gives 
states more flexibility to use road pricing to manage congestion, and promotes real-time traffic 
management to provide better information to travelers and emergency responders. 
 
Mobility & Productivity – SAFETEA-LU provides a substantial investment in programs to improve 
interregional and international transportation, address regional needs, and fund critical 
infrastructure projects of national and regional significance.   
 
Efficiency – SAFETEA-LU promotes the use of innovative technologies designed for longer lasting 
highways and practices to speed up the construction of efficient and safe highways and bridges.   
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Environmental Stewardship – SAFETEA-LU adds new programs focused on the environment, 
including a pilot program for non-motorized transportation.  It also includes significant 
environmental requirements for the statewide and metropolitan planning process. 
 
Environmental Streamlining – SAFETEA-LU incorporates changes aimed at improving and 
streamlining the environmental process for transportation projects.  These provisions include a 
new environmental review process for highways, transit and multimodal projects, with increased 
authority for transportation agencies, but it also increases responsibilities.  The air quality 
conformity process is improved with changes in the frequency of conformity determinations and 
conformity horizons.   
 

Transportation Plan Objectives 
 
The objectives of this long-range transportation plan are: 
 
 1. To develop a unified transportation plan encompassing all transportation modes  
  that will effectively accommodate future growth for a twenty-five year period and 
  address the mobility needs of all residents. 
 

2. To promote efficient use of existing transportation systems. 
 

3. To identify and prioritize improvements to transportation systems to enable 
transportation development to occur in conjunction with future development of 
the urban area. 

 
4. To identify and preserve transportation corridors for future growth. 

 
5. To evaluate the resources of the community and to implement necessary 

improvements. 
 

6. To develop methods of maintaining existing infrastructure. 
 

Transportation Planning Process 
 
Transportation planning is a process of projecting future transportation needs, investigating and 
evaluating alternative actions for meeting those needs, assessing the financial ability of the 
community to implement those actions, and recommending reasonable strategies based on needs 
and available resources.  Elected officials and others in decision-making roles need access to this 
information to help them develop policies, programs, and projects. 
 
The transportation planning process is continuous.  Conditions affecting the transportation 
system, such as population growth, land use patterns, employment changes and traffic volumes 
are monitored.  All transportation modes for the entire metropolitan area are studied and 
addressed in a comprehensive manner.  The transportation planning process is structured to  
include cooperative input and direction from participating cities, counties, agencies, and the 
public.   
 
As an urbanized area with a population of over 50,000, the City of Longview was designated as a 
Metropolitan Planning Organization (MPO) by the Governor.  The MPO is governed by a Policy 
Board composed of elected officials and senior staff members from Longview, White Oak, Gregg 
County, Harrison County, and the Texas Department of Transportation.  Representatives of the 
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Federal Highway Administration, the Texas Commission on Environmental Quality, the Texas 
Department of Transportation-Aviation Division, and the State Representatives serve as non-
voting members of the Policy Board.  The MPO Technical Committee constituted of staff 
members from participating public entities and agencies develop policies, plans, and projects for 
recommendation to the Policy Board.  Daily operations of the MPO are accomplished by the City 
of Longview Planning Department staff.  Federal metropolitan planning funds and state matching 
funds for transportation planning are provided to the MPO through the Texas Department of 
Transportation.  The Longview Metropolitan Planning Organization’s website is 
www.ci.longview.tx.us/services/metropolitan_planning_organization_mpo.html. 
 
The Metropolitan Transportation Plan development process involves data collection and analysis, 
socioeconomic data projection, special studies and citizen input.  The Metropolitan Transportation 
Plan serves as a framework for project development, and guides public entities in selecting 
projects from the Plan for implementation through the State’s Transportation Improvement 
Program (STIP), the City of Longview’s Capital Improvements Program (CIP), and other 
transportation programs. 
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Public Involvement Activities 
 
It is the intent of the Metropolitan Planning Organization (MPO) to provide every opportunity for 
the involvement of citizens, as well as, staff and elected officials during the planning process and 
creation of the Metropolitan Transportation Plan.  Recognizing the importance of public 
involvement, the Longview MPO implements the procedures outlined below to insure: 
 

1. That the public is fully informed about transportation issues 
2. That the public has adequate opportunities to express their opinions and concerns 

about transportation issues in an orderly manner and in an appropriate forum, and 
3. That transportation plans, policies and decisions have public support. 

 
The Longview Metropolitan Planning Organization’s Public Involvement Policy states:  “The public 
will have an opportunity to participate during all phases of the transportation planning process 
including development of the long-term transportation plan, the Longview Metropolitan 
Transportation Plan.  Public participation shall be available through the following formats:  public 
notification, public meetings, public review, public comment, public appearances, and project 
solicitation. 
 
Metropolitan Transportation Plan (MTP) project solicitation was conducted in the form of a public 
opinion transportation survey.  With guidance and input from the Longview Metropolitan Planning 
Organization’s Technical Committee, MPO staff created a survey for the MTP that was mailed out 
to 27,000 water customers in their water bill statements in April and May 2009.  A block ad 
announced the survey, and that it was available on-line at surveyconsole.com, that the survey 
will be mailed in the city water bills, that the survey can be picked up or that a survey can be 
mailed to citizens by calling the MPO office.  Access to the survey in multiple methods and 
opportunities was published.  The block ad announcing the survey was published in the area’s 
three newspapers:  the Longview News-Journal on April 26, 2009, the free newspaper, The East 
Texas Review on May 7, 2009, and in Spanish in the free community newspaper, La Opinion, on 
May 7, 2009.    Surveys were placed at the switchboard/reception area at Longview City Hall, at 
the entrance to the water bill payment office in City Hall and at the entrance of the Longview 
Public Library.  The survey was available on-line at the City of Longview’s website, so customers 
could fill out the survey electronically.  Copies of the survey were placed at the Longview 
Partnership/LEDCO/Convention & Visitor’s Bureau and Kilgore College-Longview Center.  The 
survey was sent regular mail and emailed to various MPO mailing lists:  the Public Distribution 
List, Major Employers, Freight, the Longview Bus Coalition, as well as the MPO Technical 
Committee and MPO Policy Board.   
 
The Longview MPO Technical Committee met, reviewed and revised the Metropolitan 
Transportation Plan (MTP) during three committee meetings on August 25, September 9 and 
September 24, 2009. Three public meetings were held to present the MTP. The first public 
meeting was held October 7th.   Meeting notification for the October 7th public meeting also took 
the form of a meeting notice with the City of Longview’s cable television Channel 5 scrolling 
messages which started airing September 14, 2009.  The second public meeting was an MPO 
Policy Board workshop held October 27, 2009. Publicity for the meetings on October 7th and 
October 27th was in the form of newspaper block ads, which were placed in the Longview News-
Journal, the East Texas Review, and in the Spanish newspaper, La Opinion.  The October 7th 
public meeting was videotaped and rebroadcast four times a day for two weeks after the meeting 
on Channel 5.  A 30-day public comment and review period was held October 7 through 
November 6, 2009.  In conjunction with advertising the October 7th public meeting, public notices 
were sent out to advertise the 30-day public comment and review period.  The third public 
meeting was held November 12, 2009 when the MPO Policy Board reviewed and adopted the 
MTP.  Official notices announcing the meetings were posted in the courthouses of Gregg and 
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Harrison counties and in the City of Longview and City of White Oak municipal buildings.  Public 
notices for the three MTP public meetings were mailed to the MPO’s Public Distribution List 
consisting of interested citizens, elected officials, major employers, environmental organizations, 
historic agencies, area freight shippers, schools and universities.                          
 
Various provisions of SAFETEA-LU require Expanded Consultation and cooperation with federal, 
state, local and tribal agencies responsible for land use, natural resources and other 
environmental issues during the adoption of the long term plan.  These are agencies that are 
responsible for historic preservation, natural resource conservation, environmental protection, 
and land use management, as appropriate, in the development of the long-term transportation 
plans.  As part of the Metropolitan Transportation Plan public involvement process, the Longview 
Metropolitan Planning Organization contacted a list of Expanded Consultative Partners, to seek 
and identify environmental mitigation concerns they may have.  Longview MPO staff mailed a 
copy of the draft Metropolitan Transportation Plan along with a letter inviting comments and 
attendance to the October 7th public meeting to the following list of federal, state, local and tribal 
agencies.  
   
 Gregg County 

Gregg County Historical Museum 
 Harrison County 

Local Parks and Recreation Departments 
Longview Economic Development Corporation (LEDCO) 
Longview Partnership (Chamber of Commerce) 
Texas Commission on Environmental Quality (TCEQ) 

 Texas General Land Office  
Texas Historical Commission 

 Texas Parks and Wildlife 
 Tribal Agencies  

U.S. Department of Agriculture (Forest Service) 
U.S. Environmental Protection Agency 

 
Environmental mitigation activities conducted during the planning process ensure that the 
environmental functions affected by the transportation plan are restored and maintained.  
Environmental mitigation activities serve to avoid, minimize or compensate for impacts associated 
with implementation of the transportation plan; they consider neighborhoods, homes, businesses, 
cultural resources, parks, recreation areas, wetlands, water sources, forests and agriculture.  
Refer to page 25 for more information about environmental mitigation.   
 
Another element of SAFETEA-LU emphasizes consultation with other planning agencies that have 
a direct or indirect tie to transportation planning such as land use and economic development 
planning. As part of the development of the Metropolitan Transportation Plan, the Longview 
Economic Development Corp. and the Longview Partnership were contacted.  The purpose is to 
promote consistency of the transportation plans with state and local planned growth and 
economic development patterns.     
 
In order to better communicate transportation plans with the general public, SAFETEA-LU also 
emphasizes the use of visualization techniques to depict transportation plans.  Examples of 
visualization techniques are charts and graphs, tables, Geographic Information System maps 
overlaid with data and aerial photography.  The intent for this technique is to better depict the 
programs and their impact on the public.  The Longview Metropolitan Transportation Plan 
contains over 40 charts, graphs, tables, maps and other similar visual tools to provide the reader 
with a display of transportation-related data and information.   
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Environmental Justice 
 
Title VI of the 1962 Civil Rights Act states, No person in the United States shall, on the grounds 
of race, color or national origin, be excluded from participation in, be denied the benefits of, or 
be subjected to the discrimination under any program or activity receiving federal financial 
assistance.  An Executive Order issued in 1999 further amplifies Title VI by providing that each 
federal agency shall make achieving Environmental Justice part of its mission by identifying, as 
appropriate, disproportionately high and adverse human health or environmental effects of its 
programs, policies, and activities on minority populations and low-income populations.   
 
During the adoption of the Metropolitan Transportation Plan, it is the Longview Metropolitan 
Planning Organization’s policy to ensure fair and full participation in the transportation planning 
process by all citizens who may be potentially affected.  Public outreach to low-income and 
minority populations was made by maintaining a distribution mailing list of community 
organizations and inviting them to public meetings.  Public notices were placed in free community 
newspapers and published in Spanish in a free community newspaper, La Opinion, to reach the 
maximum extent of the low-income and minority citizens in the area.  Prior to the adoption of the 
Metropolitan Transportation Plan, the Metropolitan Planning Organization Technical Committee 
reviewed the data for low-income and minority populations identified by Traffic Analysis Zones.   
Long-term projects were overlaid on a map with the traffic analysis zone data.  The effects or 
burdens of transportation programs of the MTP on these populations were reviewed by the 
Technical Committee on September 24, 2009, and the Technical Committee found that the 
projects were not disproportionately distributed against low-income and minority populations.    
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TRAVEL DEMAND 
 
 

 
Personal mobility is important in our economy and our society.  In the foreseeable future, cars 
and trucks will be the primary means of transportation within the Longview Metropolitan Area. 
Travel surveys in Texas indicate that the number of the vehicle trips made per household has 
steadily increased over the past thirty years.  To develop a good transportation plan, it is 
essential to project traffic on the major streets and highways system to locate future system 
deficiencies.   
 
Forecasting future demand on the street network is accomplished through the use of a travel 
demand model. Travel demand modeling uses a mathematical process to replicate observed 
travel patterns under existing demographic conditions, and then assigns future traffic to the 
street network based on projected demographic conditions. The demographic data establishes 
relationships among population, employment, shopping, entertainment, and other trip 
generators.  The model can then be used to locate corridors with future congestion problems and 
test alternatives for reducing congestion, such as building new thoroughfares or increasing 
capacity of existing arterials.  Demographic data for the model is compiled by the MPO.  The 
Texas Department of Transportation (TxDOT) counts traffic at hundreds of locations, and uses 
this information to validate the model. In the validation process, accomplished by TxDOT�’s 
Transportation Planning & Programming Division, the model is adjusted to make theoretical 
values replicate actual conditions. When the validation of the base year model is complete, a 
future year model is built based on projected demographic conditions. The models can then be 
translated to formats used by TransCad, a desktop computer program, which is available to the 
MPO to test alternatives on the network validated by TxDOT.  
 
Longview�’s first travel demand model was developed in 1985. Though the local economy was in a 
downturn, demographic data used in the model reflect an optimistic expectation that recovery 
would be swift and local growth would return to the high levels of the later 1970�’s. This led to 
higher population projections and correspondingly higher projected traffic volumes than have 
actually been generated. The 1988 Update to the Major Street and Highway Plan was based on 
this model.  
 
A new travel demand model with a base year of 2002 (the fourth Longview area model) has been 
developed based on more moderate growth projections.  In 2007, Longview MPO staff produced 
a 2002 base year model, which projected a forecast year of 2035. For model purposes, the 
Longview Metropolitan Area was subdivided into 221 traffic analysis zones. Employment, 
population, income, land use, housing, and special traffic generator information was collected for 
each zone. Area wide employment and population forecasts for the year 2035 were prepared, 
then allocated to traffic analysis zones by a group of citizens using a travel demand modeling 
charrette workshop for growth allocation. The MPO Technical Committee and the MPO Policy 
Board approved the forecast data. This section details information on major demographic factors 
and the suballocation process.  
 
 
Traffic Analysis 
 
Capacity expansion and new thoroughfare locations are the most expensive types of 
transportation projects likely to be undertaken in this area, and generally require many years of 
planning.  Travel demand models, which simulate and forecast vehicular traffic on street 



   

    11 

networks, have been developed to help locate capacity deficiencies and evaluate benefits of 
possible projects.  These models are mathematical representations of the complex system of 
streets, interchanges, routes, trips, and activities, which dictate travel supply and demand.      
 
In 2002, TxDOT counted traffic at hundreds of locations in the area in preparation for developing 
a new base year travel demand model for the Longview Metropolitan Area.  After the 2002 
socioeconomic data for each of 221 traffic analysis zone in the area was prepared by the MPO, 
TxDOT began developing the model.  Travel demand modeling is a three-step process.  In the 
first stage, trip generation, the number of trips likely to be produced within each zone and 
attracted to each zone is determined based on the socioeconomic data.  Every trip has two ends, 
a production and an attraction.  During trip generation, the model balances theoretical 
productions and attractions.  Half of all trip productions are from homes, and trip attractions may 
be businesses, entertainment spots, schools, etc.  Trips are stratified by different trip purposes. 
Home based work is when a driver leaves home, goes to work or leaves work and goes home. 
Home based non-work trips are when a driver leaves home and goes shopping.  Non-home 
based trips are when a driver leaves work and runs errands.  Non-home based EXLO is a trip 
category comprised of visitors, commuters and extra trips.  Truck and taxi trips are also 
calculated.  External local trips have either origin or destination outside the study area. External 
through trips have both origin and destination outside the study area. 
 
The second step in the travel demand modeling process is trip distribution.  During trip 
distribution zone-to-zone trip movements are determined using a gravity model.  This model is 
based on the premise that trips will be distributed to other areas in proportion to the accessibility 
of those areas and the opportunities in those areas.  In other words, people will usually travel to 
the closest location that meets their needs.  The trip distribution model describes the pattern of 
urban travel.  Finally, the distributed trips are assigned to the street network.  The model uses a 
multiple-path capacity restraint technique, which assigns trips to the shortest path between 
points until the street becomes congested and speed is reduced.  This gives realistic results, 
paralleling driver tendencies to find alternate routes when the shortest route becomes congested 
and therefore slower.  Standard capacity and speed data by area type and facility type were 
input into the model by TxDOT to produce the capacity-restrained traffic assignment. 
 
Using a travel demand modeling software, TransCad, the Texas Department of Transportation 
Planning and Programming Division in Austin validated a 2002 base year model for Longview in 
2008.  After validation, a 2035 model based on socioeconomic forecasts was also produced. 
 
The model output includes information on volume and capacity.  The relationship between 
volume and capacity is a standard measure of general street congestion.  Congestion begins to 
result when volume nears capacity.  These values are for twenty-four hour intervals, and may not 
accurately reflect peak hour congestion.  Peak hour congestion is often best managed through 
operational improvements at intersections rather than by corridor-long capacity expansion. In 
addition, the model is considered valid at the corridor level within an error window of about 10%.  
The model is best used to evaluate travel trends rather than individual link volumes.  Map II-a, 
2002 Base Year Volume/Capacity map, shows the results of the 2002 base year model.   
 
 
Economy and Employment 
 
The economy of an area is a key determinant in projecting future growth. Population, 
employment and income growth are critical input factors in the travel demand model, and 
economic condition.    
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Graph II-a 
 

                       Source: American Fact Finder, Census 2000 

 
Prior to the discovery of the East Texas Oil Field in the 1930�’s, Longview was primarily a service 
center for the surrounding agricultural areas. After oil was discovered, the local economy became 
heavily dependent on petroleum and related industries. Over time, the economy has become 
more diversified, and Longview has emerged as a regional retail center. Nonetheless, in 1998, 
Longview still had a significantly higher proportion of its wage and salary workers employed in 
manufacturing and trade (retail and wholesale) than the state as a whole. (Graph II-a) 
 
Changes in the structure of the local economy are evident from examination of the employment 
share for major employment categories. Table II-1 indicates historical employment by type in 
1970, 1980, 1990, 2000, 2010 and 2020.  �“Blue Collar�” employment in mining, construction, and 
manufacturing increased between 1970 and 1980, then dropped somewhat by 1990.  The drop in 
percentage of total employment for these job categories dropped significantly by 2000.  In the 
coming decade, their employment shares are expected to drop further, then level off and remain 
relatively steady through 2020.  By contrast, service employment has shown a steady increase 
between 1970 and 1990, with its employment share increasing from 21% to 26% in the period.  
Service employment is expected to continue to increase through 2020.  By 2010, more people 
will be employed in the service sector (29.1%), as in mining, construction, and manufacturing 
combined (23.4%).  A similar trend can be seen for retail employment, where the employment 
share increased from 16.9% to 20.2% between 1970 and 2000, and will continue to increase 
through 2020.   
 
In compiling the 2002 base year employment data for the travel demand model, two major 
sources were used.  A 2002 database of employment by Standard Industrial Classification (SIC) 
code was assembled from the Texas Workforce Commission (TWC). A similar database of several 
thousand employers was obtained from Claritas, Inc., a third party vendor, and crosschecked 
against the TWC data. Using the Polk City Directory and other directories, the business data was 
manually loaded for each zone by the business address into a zonal book. The TWC and Claritas 
data of SIC codes and number of employees for each business was entered into the zonal books 
to make the data complete.  This process was an extremely time-consuming and data intensive 
process.  For rural areas around Longview, field evaluations were conducted and referenced 
against the Gregg and Harrison County datasets from TWC and Claritas.  Phone contact was also 
part of the process to ensure the accuracy of the 2002 benchmark year. Major employers and 
special generators were also contacted by telephone to validate employment figures.  The 
combined database was geo-coded and mapped into the Geographic Information System, where 
the final data reduction and analysis were performed.   
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Table II-1   EMPLOYMENT BY TYPE   1970 – 2020 

Industry 1970 1980 1990 2000 2010 2020 

 # % # % # % # % # % # % 

Farm 270 0.7 400 0.7 340 0.5 370 0.4 390 0.4 390 0.4 

Agricultural Services 170 0.5 310 0.5 630 0.9 840 1.0 970 1.0 1,060 1.0 

Mining 2,860 7.8 6,110 10.2 4,860 7.2 4,490 5.2 5,120 5.2 5,680 5.2 

Construction 2,270 6.2 4,990 8.4 4,230 6.3 5,090 5.9 5,640 5.7 6,020 5.5 

Manufacturing 7,000 19.0 9,740 16.3 9,430 14.1 11,520 13.4 12,340 12.5 12,940 11.8 
Transportation,Comm. 

Public Utilities 2,040 5.5 3,060 5.1 2,950 4.4 4,060 4.7 4,350 4.4 4,590 4.2 

Wholesale Trade 2,060 5.6 3,420 5.7 3,470 5.2 4,370 5.1 5,370 5.4 6,200 5.6 

Retail Trade 6,240 16.9 10,490 17.6 12,690 18.9 17,380 20.2 20,470 20.7 23,280 21.2 
Finance, Insurance 

and Real Estate 2,020 5.5 3,810 6.4 4,120 6.1 5,660 6.6 6,780 6.9 7,630 6.9 

Services 7,750 21.0 11,690 19.6 17,450 26.0 24,450 28.5 28,760 29.1 32,630 29.7 

Government 4,200 11.4 5,590 6.4 6,900 10.3 7,600 8.9 8,570 8.7 9,490 8.6 

TOTAL 36,880 100.00 59,610 100.0 67,070 100.0 85,830 100.0 98,760 100.0 
109, 
910 100.0 

Source: Woods & Poole, Inc., 2000 Data Set 

 

 
Population 
 
Population data for Gregg County, Harrison County, and Longview for the last 100 years reflect 
Longview�’s shift from a small town servicing the needs of the local agriculture based economy to 
a diversified urban center. In 1930, the City of Longview accounted for just under a third of the 
total Gregg County population. By 1970, Longview�’s share of the population was nearing two 
thirds. The extremely high growth rates for Longview between 1930-1940 and 1970-1980 are 
related to the discovery and development of the East Texas Oil Field in the 1930�’s and to the oil 
crisis of the 1970�’s. Though Longview�’s economic base was highly dependent on the oil and gas 
industry, diversification in other industries and the development of Longview as a major retail 
center has helped stabilize the local economy. At the same time, production and reserves in East 
Texas Oil Field have declined. These factors make Longview�’s economy less susceptible to 
extreme population fluctuations.   
 
When forecasting population, the number of people moving into or out of the community must 
be estimated. Graph II-b and Table II-3 indicate that Longview and Gregg County experienced 
out-migration between 1920 and 1930, and an extremely high rate of in-migration between 1930 
and 1940 when the East Texas oil field opened.  In-migration and out-migration are strongly 
influenced by the local economy. Diversification of the local economy should help protect 
Longview from future dramatic fluctuations in migration rates. Table II-4 identifies population 
forecasts for Gregg County to the year 2030.  
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Table II-3 
HISTORICAL POPULATION CHANGE 1900 – 2006 

YEAR GREGG 
COUNTY 

 
% CHANGE 

 

HARRISON 
COUNTY 

 
% CHANGE 

 
LONGVIEW % CHANGE 

1900 12,343  31,878  3,591  
1910 14,140 14.6 37,243 16.8 5,155 43.6 
1920 16,767 18.6 43,565 17.0 5,713 10.9 
1930 15,778 -6.0 48,937 12.3 5,036 -11.9 
1940 58,027 267.8 50,900 4.0 13,758 173.2 
1950 61,258 5.6 47,745 -6.2 24,502 78.1 
1960 69,436 13.4 45,594 -4.6 40,050 63.5 
1970 75,929 9.4 44,841 -1.7 46,744 16.7 
1980 100,292 32.0 52,546 17.2 62,762 34.3 
1990 104,948 4.6 57,483 9.4 70,311 12.0 
2000 108,319 3.2 63,839 11.0 73,344 4.3 
2001 108,504 0.2 64,394 0.9 73,739 0.5 
2002 108,677 0.2 64,961 0.9 74,021 0.4 
2003 113,531 4.5 63,669 -2.0 74,272 0.3 
2004 113,951 0.4 62,403 -2.0 75,306 1.4 
2005 114,621 0.6 62,502 -.16 76,332 1.4 
2006 116,042 1.2 63,375 1.4 76,524 .25 

Source: Gregg & Harrison Counties- U.S Bureau of the Census Population Estimates for Texas Counties: 1900 to 2000; Data Center, City of 
Longview Planning & Zoning Dept.  

 

 

 

 

Graph II-b 

Historical Population Trends 1900-2008

0

20,000

40,000

60,000

80,000

100,000

120,000

140,000

1900 1950 2000 2008

Year

Po
pu

la
tio

n

Harrison
Longview
Gregg

 
Source: U.S. Census Bureau (1900 to 1990 for counties), Texas A&M University, Texas State Data Center, Texas Almanac (1900 to 2000 
for   City of Longview), & Texas A&M University, Texas State Data Center (2001-2003) 

 

Table II-4 compares population estimates for Gregg County from three different sources. The 
data shows a wide disparity in population projections among sources. Growth rates from Woods 
& Poole were significantly higher than those from the other sources. Data from the Texas State 
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Data Center shows population growing slowly for a few years then leveling off after the year 
2020. 
 
 

Table II-4 
GREGG COUNTY POPULATION ESTIMATES 

YEAR State Comptroller’s 
Office 

% 
Change 

Woods & Poole 
Data 

% 
Change 

Texas State 
Data Center 

% 
Change 

1990 104,948  105,110  N/A  
2000 113,126 7.8 115,210 9.6 111,379  
2005 116,533 3.0 119,530 3.7 114,773 3.0 
2010 121,068 3.9 124,110 3.8 117,803 2.7 
2015 125,956 4.0 129,010 3.9 120,412 2.2 
2020 130,314 3.5 134,020 3.9 122,383 1.6 
2025 134,427 3.2 138,890 3.6 123,696 1.0 
2030 138,599 3.0 N/A N/A 124,733 0.6 

Source: Texas Comptrollers Office Winter 2001-2002 County Forecast; Woods & Poole data set, 2000; Texas State Data Population 2000 
and Projected Population 2005-2040 

 
Several sources of information were reviewed in projecting employment growth to the year 2035 
forecasts. These forecast trends were used in developing Metropolitan Area projections. It was 
assumed that the portion of Harrison County included in the Longview Metropolitan Area would 
probably exhibit growth patterns similar to those for Gregg County. Gregg County is very small in 
area with the majority of its population located in urbanized areas, while Harrison County is a 
large, mainly rural county.  

 
Travel Demand Model - Population and Employment Forecasting 
 
During the 2002 base year travel demand model, the cohort-survival method was used to 
develop the population projections to 2035.  Cohort-survival is a method which involves the 
determination of fertility, mortality and migration rates.  Estimates of declining birth rates, by 
race, developed by the Texas State Data Center were used to arrive at estimates of births in each 
traffic analysis zone.  Death rates were kept the same.  Migration rates, the most difficult to 
estimate and project, were kept at the state average.  The preliminary forecast numbers 
developed using birth, death and migration rates were then used as a starting point for further 
refinement.  This method showed a population increase of 34,843 people.  They would need 
12,909 homes and cover about 3,227 acres of residential development, at a typical residential 
development density of 4 units per acre.  Interestingly, this also showed that the elderly 
population in the modeling area would increase from 13% in 2005 to 24% in 2035.  With a 
population to employment ratio 0.5, the estimated 34,843 people would need 17,422 new jobs.  
3,171 new jobs were created in the last four years, from 2004 to 2007, in the modeling area, 
which amount to about 800 jobs a year.  Source:  Longview Economic Development Corp.  For 
the 17,422 new jobs needed out to the year 2035, 580 jobs are needed every year to sustain the 
projected growth.   
 
A charrette workshop was organized as a way of revealing the preliminary forecast numbers, 
collecting information and reaching consensus about the growth patterns of the modeling area.  
A charrette is a fast-paced, interactive workshop for solving problems posed to a group of 
citizens, community officials and stakeholders.  In the charrette, the participants were charged 
with helping identify critical development trends and future growth opportunities in the modeling 
area including:  future land use, reviewing future growth and change in housing, retail, office and 
education, economic development including employment centers and infrastructure issues, such 
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as what might encourage or discourage development.  Over 30 representatives from the cities, 
school districts, counties, the Texas Department of Transportation and Longview Economic 
Development Corporation participated in the charrette workshop.  Results of the charrette were:  
the overall growth projections for population and employment were considered to be reasonable, 
numbers for Harrison County were considered to be too low compared to the development that is 
currently going on in the area; most of the short and long-term residential development will take 
place north of Loop 281.  The Longview Metropolitan Planning area in Harrison County will also 
see substantial growth.  Most of the commercial growth will follow the residential growth along 
Loop 281.  Most of the industrial growth will be in and around the current industrial parks.  
 
Based on input from the charrette, the 12,900 homes were distributed across the traffic analysis 
zones in the travel model.  Each traffic analysis zone was evaluated based on the vacant land 
available for development, the development trends in the area and the anticipated potential for 
development as assessed by the charrette participants.  As expected, housing in Harrison County 
was increased compared to the preliminary forecast numbers.  The housing was then translated 
to population growth per traffic analysis zone.  The long-term and short-term assessment of the 
growth in the charrette was used to distribute the development over the 25 year time frame.  
The new houses were then translated to new population.  Population growth is mostly focused in 
the northern and ester parts of the modeling area. Table II-5 identifies population and 
employment estimates used in travel demand model for the 2002 base year and the 2035 target 
year. 
 

Table II-5   Population & Employment for the Travel Demand Model 
 Population Employment 

2002 Estimate 124,718 80,895 
2035 Estimate 155,130 98,300 

 
 
 
Current Trends used in the Travel Demand Model 
 
These trends served as a basis for developing the 2035 forecast for the travel demand model.  
They are critical in evaluating the pace of growth and the areas within the planning area that 
growth is most likely to happen.  Property value information, obtained from the Gregg County 
Appraisal district, revealed substantial increases in property values.  This information allows 
planners to gauge the development pressures in different parts of the planning area.  The 
number of children enrolled in public schools increased substantially within the Spring Hill and 
Hallsville ISDs, while Pine Tree and Longview ISDs saw stable or slightly declining enrollment.  
There are several new subdivisions planned within Pine Tree ISD and the Hallsville ISD.  The 
Hallsville ISD is expected to add 2,622 more students by 2017 with 23 new subdivisions.  The 
City of Longview has seen substantial growth since 2002.   
 
Retail giants such as Target, Wal-Mart and Kohl�’s have opened new stores in the city.  Dana 
Corporation provided jobs to more than 800 people.  Some of the more successful areas for 
residential growth have been the Spring Hill area, US 80 and Loop 281, north of Loop 
281/Hawkins Parkway/Dundee Rd./Tenneryville Rd. to the city limits to the west.  There has also 
been single family and multifamily development to the north east of Longview.  There has been 
little or slow growth in the south.  Data from the Longview Economic Development Corporation 
shows that 3,171 jobs have been added in the modeling area.  A review of the total vacant land 
in Longview�’s growth area far exceeds the estimated absorption demand to 2035.  The city�’s 
building permits were also analyzed as part of the trends research.  The building permits are a 
strong indicator of future growth areas.  A brief review of the City�’s infrastructure indicated that 
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the planning area is well suited for further population and employment growth.  Similarly, the 
City�’s water supply infrastructure is also sufficient to serve new growth.   
 
The City of White Oak has experienced modest growth since 2002.  It has increased its housing 
stock by 11.2% and retail sales within the last year have increased 22.4%.  With the Lake Harris 
Business Park, the Willow Lake Business Park and the Cherokee Trace Industrial Park, the city is 
poised to grow and offer employment and residential opportunities in the future.   
 
Employment Growth 
 

 Basic employment is most likely to grow in and around existing industrial and business parks.  
Near and mid-term growth is most likely to be focused in Longview and Kilgore Industrial parks.  
Long-term growth will also include US 80, the North Longview Business Park and the areas near 
the East Texas Regional Airport.   
 

 Retail employment is most likely to follow population growth in the northern and eastern part 
of the planning area.  Areas near Loop 281 will see the bulk of the retail growth.  Smaller reail 
nodes in Harrison County will provide neighborhood level retail services.  The intersection of Loop 
281 and Interstate 20 is also projected to be a retail node to serve industrial growth south of 
Interstate 20.   
 

 Service employment is more dispersed than basic and retail employment.  It will also follow 
the general pattern of population growth.  The downtown and inner core areas are most likely to 
see a healthy service employment growth as a population increases.   
 

 Education employment:  location of future education is very difficult to forecast.  In general, 
the new schools will be located near the future population growth, but many times school 
districts find cheap land, build schools and residential development follows.  Therefore, the 
locations of future schools may not be in the exact traffic analysis zone but in the general vicinity.   
 
 
 
Income  
 

 Projected income is a significant factor in determining traffic patterns and travel volume.  A 
household's income determines both the number of vehicles likely to be available and the number 
of non-essential trips household members are likely to make.  Median household incomes depend 
a lot on the kind of jobs that are in the area.  The Longview area has a significant strength in the 
manufacturing/warehousing sector and in the healthcare sector, both of which put opposing 
pressures on the median household incomes.  Reviewing recent trends, the Census estimates 
inflation adjusted income to have risen at the rate of 2% a year between 2000 and 2006.  This 
trend has been used to estimate incomes in the future.  Some of the traffic zones that are 
projected to have new housing subdivisions, especially in Harrison County, have been adjusted at 
higher income growth levels.  These areas are more likely to attract the more affluent people 
from all sectors of the Longview area�’s economy.   
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ENVIRONMENTAL ISSUES 
 
 
 
Air Quality 

Transportation has a direct affect on select environmental issues such as ozone. The goal in 
addressing environmental issues is to minimize the negative impact on our natural environment 
while maintaining the economic well being of the community.  Congress enacted the Clean Air 
Act in 1990, which is the comprehensive law that regulates airborne emissions from area, mobile, 
and stationary sources nationwide.  This law authorizes the U.S. Environmental Protection 
Agency (EPA) to establish National Ambient Air Quality Standards (NAAQS) to protect public 
health and the environment.  The goal of the act is to require federal, 
state and local transportation and environmental agencies to review and 
assess the environmental impacts of their actions and to direct such 
agencies to consider alternative projects that would mitigate or restore 
these environmental impacts.  

The Texas Commission on Environmental Quality (TCEQ) also protects 
our natural resources.  TCEQ is the state regulatory agency protecting 
Texas’ air, water and waste.  The Texas Commission on Environmental 
Quality (TCEQ) is responsible for the enforcement of water and air quality standards.  TCEQ’s 
website is www.tceq.state.tx.us.  

 

In a statewide survey, Texans ranked the environment the eighth most 
important issue facing Texas.  Air quality was rated the single most 
important environmental concern facing Texas.  The survey respondents 
identified “health” as their biggest concern associated with air pollution.  
Source:  Drive Clean Across Texas website, www.drivecleanacrosstexas.org 
 
 
Most planning efforts are generally broad in scope with environmental 
concerns addressed on the project level as development occurs. However, 
due to changing philosophies in environmental regulations and policy, the 

environmental consequences of planning activities are now a part of the equation in long-range 
plan development. Two categories of environmental issues, air quality and wetlands deserve 
particular attention during the planning process.  

 
Air quality concerns all of us and has a potential affect on our health and our environment. Most 
modes of transportation contribute to air pollution. In spite of the relatively low level of traffic 
congestion in Longview, this area has occasional short-term spikes in levels of certain pollutants. 
These spikes could put the area above federal air quality standards. Failure to meet these 
standards would have a severe impact on transportation improvements as well as on existing 
business and economic development.  Air quality is measured at three monitoring stations at the 
East Texas Regional Airport in Gregg County, the Tyler Airport in Smith County, and at Karnack in 
Harrison County. The pollutants of primary concern are particulate matter (PM10) and carbon 
monoxide, but ozone is a serious concern.  
 
The Environmental Protection Agency has issued a number of rules that will help states make 
progress toward meeting the ozone standards.  The rules will significantly reduce ground-level 
ozone pollution, both regionally and nationally, by reducing emissions of nitrogen oxides.  These 
rules include the Clean Air Interstate Rule to reduce ozone forming emissions from power plants 
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in the Eastern United States and the Clean Diesel Program to reduce emissions from highway, 
nonroad and stationary diesel engines nationwide.   
  
 

  
Source: Texas Commission on Environmental Quality 

TCEQ air monitoring sites
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Air Quality Status 

As of November 2009, based on the Texas Commission on Environmental Quality website 
information on ozone data, the 8-hour design values for 2007 - 2009 are 75 parts per billion 
(ppb) at the Longview monitor, 74 ppb at the Tyler monitor and 68 ppb at the Karnack monitor.  
These fourth highest readings are averaged with the fourth highest readings from 2008 and 2007 
to determine the 2007 – 2009 design value.  These values are below the 1998 ozone standard of 
75 parts per billion; therefore, all air quality monitors for Northeast Texas as of now are 
measuring attainment status.  In other words, the Longview-Tyler-Marshall area retained 
attainment status for ozone, which means the five-county region of Gregg, Harrison, Rusk, Smith 
and Upshur has achieved the current National Ambient Air Quality Standard as established by the 
Environmental Protection Agency. 

 

 

 

 

 

 

 

 

 

 

Ozone Formation 
 
Ozone avoidance in the upper atmosphere protects us from harmful ultraviolet radiation. But this 
layer is 9 to 18 miles higher than the air we breathe. Sustained high concentrations of ozone at 
ground level can have harmful effects of personal health and vegetation. It can aggravate chronic 
lung conditions; cause headaches, nausea, and eye and throat irritation. High ozone levels can 
also decrease crop and forest yields. 
 
Ozone is formed by a photochemical reaction in the atmosphere. In the presence of sunlight, 
oxygen reacts with nitrogen oxides (NOX) and volatile organic compounds (VOCs) to produce 
ozone. NOX and VOC are known as ozone precursors, and reductions in these precursors would 
decrease ozone. NOX is a mixture of nitrogen oxide and nitrogen dioxide produced by man-made 
sources, such as boilers, engines, and incinerators, and by natural sources, such as plant decay 
and lightning. Volatile organic compounds or VOCs are chemicals that evaporate or volatilize 
when exposed to air. Because they contain carbon, they are called organic. VOCs are used as 
fuels, such as gasoline and heating oil, and are ingredients in many common household items like 
polishes, cleansers and cosmetics. VOCs are also used in industry and government as degreasers 
and solvents and in the process of dry cleaning. Biogenic VOCs emitted by the trees and plants 
are byproducts created during photosynthesis. Plants and trees manufacture and emit a variety 
of substances called photchemicals, many of which are VOCs. 
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Air Quality Trends 
 
Chart III-1 is a representation of ozone trends from 1998 to 2009.  The chart identifies the 
annual fourth highest eight-hour ozone values for the air quality monitoring sites in Longview, 
Tyler and Karnack. Overall, there has been a decline in ozone values since 1998, and a steep 
decline since 2005.  The red line marks the 2008 ozone standard of 75 parts per billion.   
 

Chart III-1 
 

 
Chart III-2 contains Longview/Tyler/Marshall area emissions according to modeling conducted by 
Environ, Inc. for the NETAC Technical Committee. The chart shows emissions for 1999, 2002 and  
2005. 
 

Chart III-2 

 

5-County Area Anthropogenic NOx Emissions Trends

0

50

100

150

200

250

300

350

1999 2002 2005

N
O

x 
Em

is
si

on
s 

(T
on

s/
D

ay
)

Point Sources

Area Sources

Off-Road Mobile

On-Road Mobile

 

Annual 4th Highest 8-Hour Ozone Value 
East Texas Monitoring Sites

65

70

75

80

85

90

95

100

105

110

1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009

O
zo

ne
 (p

pb
)

Longview (C19)

Tyler (C86/C82)

Karnack (C85)

 



   

  22   

Point sources are defined as stationary, commercial or industrial operations that emit more than 
10 tons per year of VOCs or 25 tons per year of Nitrogen Oxides (NOX) and Carbon (CO).  Point 
sources are power plants, petrochemical facilities, and gasoline pipeline companies.  Major 
sources are industrial sources, which emit a pollutant at an emission rate greater than 100 tons 
per year and are part of the Texas Commission on Environmental Quality statewide emission 
inventory system.  Area sources are comprised of gasoline stations, dry cleaners, oil and gas 
production, small print shops, landfills and wastewater treatment facilities.  Highway vehicles, 
both gasoline and diesel belong to the on-road mobile source category.  Off-road mobile sources 
include recreational vehicles, lawn and garden equipment, agricultural construction, industrial 
equipment, and aircraft.  Biogenic emissions come from trees and plants that are byproducts 
created during photosynthesis. 
 
Other factors contribute to ozone formation: time, place, temperature, and atmospheric 
conditions, and quantity of transport emissions from other areas. The highest probability of an 
ozone exceedance occurs on clear days when winds are less than 10 miles per hour and the 
temperature is over 90 degrees. These conditions most often occur during the summer months. 
The “ozone season” which runs from May through September is the period when the Texas 
Commission on Environmental Quality (TCEQ) actively monitors area ozone precursors. 
  
 

Chart III-3 Nitrogen Oxides (NOx) 2005 Emission Summary - Longview/Marshall/Tyler Area 
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Transportation Conformity 
 
Should Longview be designated as nonattainment, most transportation projects must be 
subjected to a process known as model based transportation conformity determination. 
Transportation conformity is a requirement of Section 176[c] of the Federal Clean Air Act. Section 
176[c] states that “No federal agency may approve, accept or fund any transportation plan, 
program or project unless such plan, program or project has been found to conform to any 
applicable implementation plan in effect under this act.” The transportation conformity rule 
requires nonattainment area Metropolitan Planning Organizations to demonstrate through 
regional analysis, that the estimated on-road motor vehicle emissions from the transportation 
plans, programs and projects will be less than the allowable estimated on-road motor vehicle 
emissions listed in the State Implementation Plan (SIP). Developed by the Texas Commission on  
Environmental Quality, the SIP is the state’s air quality plan, which is submitted to the EPA to 
show that the state is fulfilling the requirements of the Clean Air Act. Elements contained in the 
SIP are an area emissions inventory, monitoring data, motor vehicle rules, industrial controls, 
consumer project rules and other control strategies. The SIP also includes a requirement of the 
Clean Air Act, to maintain a certain rate of progress where the emissions are reduced on an 
annual basis by a certain percentage. 
 
Nonattainment areas are required to demonstrate transportation conformity within the 
Metropolitan Transportation Plan and Transportation Improvement Program.  Failure to meet 
these requirements can have consequences such as withdrawal of federal funds for 
transportation related capacity improvement projects. 
 
If transportation conformity cannot be demonstrated, a conformity lapse occurs where only 
certain projects are allowed to progress through the transportation programming process. These 
projects are exempt projects, such as safety, maintenance, mass transit or non-capacity projects, 
transportation control measures listed in the SIP; and non-federal projects from the first three 
years of the last conforming Transportation Improvement Program. Capacity projects, such as 
the Loop 281 or State Highway 149 improvements, could experience funding forfeiture if 
conformity cannot be demonstrated.  Past and recent experience in nonattainment cities has 
shown that the conformity process is burdensome and that demonstrating conformity is 
extremely difficult. In addition to controls directly affecting transportation planning, 
nonattainment will impact economic growth. Industrial facilities may have to limit expansion, new 
businesses may prefer to locate elsewhere, automobile owners may be required to have 
emissions inspections every other year, and large employers will be encouraged to establish trip 
reduction programs.  
 
Northeast Texas Air Care      
 
Maintaining our air quality attainment status is one of the 
region’s primary goals. A voluntary coalition of 
government, industry, business and individuals in the five 
county region of Gregg, Harrison, Rusk, Smith and Upshur, 
known as Northeast Texas Air Care (NETAC), was formed 
in Spring 1994. Dedicated to improving air quality, NETAC 
provides notification of Ozone Action Days to inform the 
public what measures can be taken to reduce emissions and ozone precursors during the ozone 
season of May through September. NETAC also supplies technical assistance to local industry and 
public education.  NETAC’s website is www.netac.org 
 
NETAC is comprised of two committees: the Policy and Technical Advisory Committees.  The 
committee is co-chaired by the mayor of Tyler and the Gregg County Judge.  Other members of 
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the Policy Board include county judges, mayors, city managers, and chief executive officers from 
major employers and chambers of commerce.  NETAC’s Technical Committee consists of 
environmentalists and technical staff from the cities of Longview, Tyler, Marshall, Kilgore, utility 
companies, major employers, the medical profession and economic development corporations. 
The Technical Committee is responsible for technical review and detailed analysis of regional air 
quality related policy, technology, and funding sources. 
 
In addition, NETAC functions to provide and maintain various ozone awareness programs and 
activities: 
 

 Ozone Action Day notification program which includes an email notification to major 
industries, major employers, the cities of Longview and Tyler and the Texas Department 
of Transportation 

 On-going media information program which consists of status reports to newspapers, 
television and radio stations, and City of Longview Public Access Channel announcements 

 Coordinates programs to manage facility operations to minimize emissions on Action 
Days at businesses and local government locations which include deferral of mowing, 
grounds and municipal maintenance and fleet management 

 Coordinates special media events such as annual media kick-off conference, periodic 
informational newspaper supplement, and periodic call-in show on government access 
channel. 

 Speakers bureau for local civic, business, government and educational audiences 
 Provides and distributes brochures, fact sheets, and action lists to public and interested 

employers 
 Supports employee awareness programs for major employers 

 
 
Ozone Action Days 

 
Since conditions favoring ozone formation can be predicted, NETAC alerts the community, in the 
form of announcing an Ozone Action Day, when these conditions are likely to cause an 
exceedence. Publicity and media news releases heighten public awareness, which in turn, can 
assist in reducing emissions. Suggested measures to reduce ozone precursors are: reducing 
vehicular trips, walking, bicycling, postponing filling of gas tanks or mowing lawns until late in the 
day, keeping cars in good operating condition, avoiding use of off-road vehicles, and buying 
products with lower Volatile Organic Compound (VOC) ratings.  These voluntary measures are 
cost-effective and could make the difference in improving air quality status. 

Various governments, industrial business and major employers from the five county region have 
voluntarily adopted Ozone Action Day plans. The cities of Gilmer, Gladewater, Henderson, 
Kilgore, Longview, Marshall, Tyler and White Oak; the counties of Gregg, Rusk and Upshur; 
thirteen school districts and three state agencies: Texas Department of Transportation, Health 
and Human Services, and Workforce Commission have all implemented Action Plans.  Thirty-four 
(34) area major industrial and utility companies have adopted Ozone Action Day Plans as well. 
Ozone Action Day Plans facilitate employee awareness and promote activities and actions, which 
can reduce emissions of ozone precursors. Such daily operation includes the deferral of mowing 
and grounds maintenance, municipal maintenance and fleet management.  

 
Alternative Fuels & the East Texas Clean Cities Coalition 
 
Another method of reducing mobile source emissions is to use cleaner burning fuels than 
gasoline. The Alternative Fuels Program promotes the use of alternative transportation fuels in 
Texas through demonstrating their positive environmental impact, technical feasibility and energy 
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efficiency. Originally designed to assist state agencies under legislative mandate to operate a 
percentage of their fleets on alternative fuels, the program currently is more inclusive.  Ultra-low 
sulphur diesel is emerging as cleaner alternative fuel.   
 
The United States Department of Energy (DOE) established the Clean Cities Program as a locally 
based public/private alliance to expand the use of alternative fuels to gasoline and diesel fuel. By 
combining local decision-making with voluntary action by partners, the grassroots approach of 
clean cities departs from traditional top-down federal programs. It creates an effective plan 
carried out at local level for creating a sustainable, nationwide alternative fuels market.   
 
The East Texas Council of Governments coordinated the formation of the East Texas Clean Cities 
Coalition (ETCCC).  In January 2004, the ETCCC was approved for designation by the U.S. 
Department of Energy, which makes the Coalition eligible to submit projects under the Dept. of 
Energy’s special projects solicitation.   
 
 
Drive Clean Across Texas Campaign 
 
Drive Clean Across Texas is the nation’s first 
statewide public outreach and public education 
campaign designed to motivate drivers to take 
steps to reduce their personal vehicle emissions.  Drive Clean Across Texas is sponsored by the 
Texas Department of Transportation, the Texas Commission on Environmental Quality, the 
Federal Highway Administration, as well as local air quality coalitions from across the state.   
 
The program is designed to boost awareness and change attitudes about air pollution and to 
ultimately inspire changes in driving behavior that will help clean up the air in Texas.  The 
campaign focuses on nine urban areas in Texas with poor air quality.   There are five simple 
messages:  maintain your vehicle, drive less, buy a cleaner vehicle, drive the speed limit and 
reduce idling.  Drive Clean Across Texas has an extensive public outreach program.  It advertises 
to the general public in English and Spanish through television, radio, billboards, gas pump 
toppers and through their website www.drivecleanacrosstexas.org.  The program also distributes 
brochures, printed materials, a speaker’s bureau and education materials for teachers.  Every two 
years, DCAT conducts a statewide survey to quantify the effectiveness and success of the 
program.  The latest survey results show that nearly 70 percent of those who were aware of the 
DCAT message have adopted at least one of the behavioral changes.     
 
Although industrial activities contribute significantly to air pollution, in large metropolitan areas of 
the state, cars and trucks create most of the harmful emissions; therefore, the initial focus of the 
campaign is on mobile source pollution.      
 
Other Transportation Modes 
 
Encouragement of non-automotive forms of transportation and mass transit can also result in 
some improvement of air quality. The Metropolitan Transportation Plan includes improvements to 
the bicycle, pedestrian and public transportation system.  Refer to related sections in this 
document for further information. 
 
Greenhouse Gases and Climate Change 
 
There is general scientific consensus that the earth is experiencing a long term warming trend 
and that human-induced increases in atmospheric greenhouse gasses (GHGs) are the primary 
cause.  The combustion of fossil fuels is by far the biggest source of GHG emissions.  In the 
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United States, transportation is the largest source of Greenhouse Gas (GHG) emissions, after 
electricity generation.  Within the realm of transportation, cars and trucks account for a majority 
of emissions.   
 
Gases that trap heat in the atmosphere are called greenhouse gases.  CO2 is the major 
greenhouse gas created by cars and trucks.  Atmospheric concentrations of GHGs are growing 
every year because CO2 emissions are growing and CO2 has a long atmospheric lifetime of 100 
years or more.  Unlike urban air pollution, which dissipates under the right weather conditions, 
CO2 accumulates in the atmosphere because plants and the oceans can’t absorb it fast enough.   
 
Opportunities to reduced GHG emissions from transportation include switching to alternative 
fuels, using more fuel efficient vehicles, and reducing the total number of miles driven.  Each of 
these options requires a mixture of public and private sector involvement.  Transportation 
planning activities, which influence how transportation systems are built and operated, can 
contribute to these strategies.  In addition to contributing to climate change, transportation will 
likely also be affected by climate change.  Transportation infrastructure, such as roads, highways 
and interstates, is susceptible to predicted changes in sea levels and increases in severe weather 
and extreme high temperatures.  Long term transportation planning will need to respond to these 
threats.   
 
In addition to a physical threat, climate change also poses an economic threat.  Climate changes 
can damage natural environmental assets as well as manmade assets.  Weather-related natural 
disasters can cause damage worth billions of dollars.  These losses have a direct toll on local, 
regional, and national economies.  At the same time, the development of new technology to 
reduce and prepare for climate change offers economic development opportunities.  New 
transportation technologies can generate new economic activity as they are developed and 
exported. 
 
A safe transportation system protects users from hazards, including hazards resulting from 
climate-related stresses on the system.  Transportation agencies need to protect the system from 
potential floods and perform routine maintenance and replacement on infrastructure components 
affected by extreme temperatures and storms.  Other safety enhancements can actually reduce 
GHG emissions.  Enhancements that reduce the risk of crashes and smooth traffic flow reduce 
GHG emissions from congestion.  In some cases, slowing vehicle travel speeds can contribute to 
improved fuel efficiency and improved safety.  
 
A secure transportation system ensures the protection of critical infrastructure and exposes users 
to less risk.  Infrastructure protection is going to require assessing risk from climate-related 
stresses on the system.  Transportation agencies need to consider security as part of a broader 
consideration that incorporates planning for natural disasters, emergency response and 
preparedness and infrastructure preservation.      
 
While accessibility and mobility have often been interpreted as synonymous with more travel by 
car and truck, these goals can also be achieved with reduced vehicle travel.  Multimodal 
transportation systems can be coordinated with land use patterns such that people and goods 
need to travel shorter distances and make fewer trips by car and truck.  In fact, travel by private 
car is inherently inaccessible for many low-income, elderly, and young people.  The systematic 
provision of other options both improves mobility for these populations and helps to reduce GHG 
emissions.   
 
The introduction of climate change into long range transportation plans is a new development.   
Issues to consider when evaluating climate change are:  the growth of vehicle miles traveled, 
traffic congestion levels, changing development and land use patterns, temperature swings, sea 
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level rise, accelerated aging of infrastructure from climate change, and rapidly changing fuel and 
vehicle technologies.  Nationally, planners are addressing climate change through existing 
interagency groups.  Climate change issues span boundaries of geography and jurisdiction.  Many 
agencies recognize that multi-agency action has the greatest potential to incorporate change into 
transportation planning.   
 
To ensure a transportation system that will serve the mobility needs of passengers and freight 
and that fosters economic development between areas, states, cities and counties will need to 
consider the implications of climate change on their infrastructure to ensure connectivity is 
preserved.   Source:  Integrating Climate Change into the Transportation Planning Process, July 
2008. 
 
Some strategies that can be implemented to reduce greenhouse gas emissions are:   
 

 Improve transportation system efficiency 
 Monitor traffic signal coordination to reduce idling and improve traffic flow  
 Promote public transit 
 Encourage alternative fuel vehicles 
 Monitor development and land use patterns 
 Provide multimodal options, such as highways, air, passenger rail, public transportation, 

walking and bicycling for the traveling public and provide reliable transfers between 
transportation modes 

 Continue the use of travel demand modeling to assist planning of future transportation 
projects 

 Utilize congestion management programs to improve traffic flow 
 Continue the Ozone Action Day notification program 
 Encourage ride share programs and park & ride programs 
 Encourage efforts that focus on safety management and emergency preparedness during 

natural disasters 
 Design structures and pavements to withstand increased heat, higher water levels and 

severe weather events 
 Recognize the potential for damage to the transportation network such as flooded 

roadways, bridge damage, accelerated pavement deterioration,  
 Continue to fund street and highway maintenance to preserve the existing infrastructure 
 Maintain pavement management strategies to efficiently target pavement deterioration 

 
 
Environmental Mitigation 
 
Environmental mitigation activities conducted during the planning process ensure that the 
environmental functions affected by the transportation plan are restored and maintained.  
Environmental mitigation activities serve to avoid, minimize or compensate for impacts associated 
with implementation of the transportation plan; they consider neighborhoods, homes, businesses, 
cultural resources, parks, recreation areas, wetlands, water sources, forests and agriculture.   
 
Potential environmental mitigation activities include:  
 

 Inform the environmental community during the formulation of the Metropolitan 
Transportation Plan and encourage feedback 

 Encourage discussions on mitigation issues and transportation projects with affected 
agencies early in the planning process 

 Utilize NEPAssist, an environmental analysis software, early in the planning process.  
NEPAssist provides a preliminary environmental assessment of a project’s potential 
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environmental impact.  The software contributes to a streamlined review process that 
potentially raises important environmental issues at the earliest stages of project 
development.   

 During the environmental clearance process, reach out to the public through public 
meetings, website feedback, press releases and public notices to stakeholder groups.   

 
 
Wetlands 
 
Wetlands are areas that connect deep water and land, which help control floodwater and can 
filter pollutants. Examples of wetlands are marshes, swamps, ponds and bogs, which are 
biological nurseries for migratory birds, fish and aquatic plants.  They also provide natural flood 
and erosion control.  Wetlands are rapidly disappearing nationwide.  In Texas, the U.S. Fish and 
Wildlife Service estimate the state lost approximately 8.4 million acres (or 52 percent) of 
wetlands between Colonial times and the 1980’s.  On July 11, 2003, the U.S Department of 
Transportation’s Federal Highway Administration joined with the Environmental Protection 
Agency and the U.S Army Corps of Engineers to issue new guidance that will help ensure the 
effective replacement of wetlands affected by federal-aid highway projects and improve 
regulatory decision-making in the permit process.  The Transportation Equity Act for the 21st 
Century established a preference for mitigation banking to compensate for unavoidable losses to 
wetlands or other natural habitats caused by transportation projects receiving federal assistance. 
Mitigation banking is a system for balancing wetland losses against wetland gains. The National 
Wetlands Mitigation Action Plan affirms the goal of "no net loss" of the nation's wetlands. It 
outlines a series of steps to be taken over three years to improve mitigation site selection, ensure 
more effective performance monitoring, and develop interagency mitigation databases which 
accurately reflect the performance of compensatory mitigation sites.  Source: USDOT,FHWA 
press room 
 
In 1977 the Fish and Wildlife Service began the National Wetlands Inventory to classify and map 
America’s remaining wetlands. The National Wetlands Inventory classifies wetlands by soils, 
hydrology, and vegetation. Wetlands are considered transitional lands between land and water 
systems. The water table is usually at or near the surface, or the land may be covered by shallow 
water. To be classified as a wetland, an area must support predominantly hydrophytes (water 
plants), be mainly undrained hydric soil, or be water saturated or covered by shallow water at 
some time during the growing season every year. 
 
In the transportation planning construction process, environmental issues must be addressed to 
insure minimal adverse impact. Operating under Section 404 of the Clean Water Act, the U.S. 
Army Corps of Engineers has jurisdiction over waters in the U.S. and is the designated agency 
that issues wetlands permits. Prior to issuing a permit, the Corps of Engineers solicits input from 
environmental entities such as the EPA, the U.S. Fish and Wildlife Service, and the Texas 
Commission on Environmental Quality. Project owners like the Department of Transportation  and 
cities use the following mitigation measures to lessen environmental impacts to wetlands:  
 
      Avoidance: 

Whenever possible, the preferred option is location of the project on an 
alternate upland site to avoid wetland damage or loss.  

 

      Minimization: 
If there is no reasonable alternate path, the project is designed to 
minimize adverse environmental impact. An example is surrounding a 
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wetland area with a silt screen to prevent eroding soil from damaging the 
wetlands 
 

Compensation: 

In some cases, construction is allowed in a wetlands area when equal or  
greater amounts of wetlands elsewhere are permanently preserved from 
development. The City of Longview, as part of its Master Drainage Plan, 
intends to purchase certain wetlands areas along creeks for the purpose of 
flood control and possible mitigation/compensation for future projects. 

 
From a transportation construction standpoint, building a project in or through wetlands is not 
only costly and time consuming in terms of environmental assessment and permitting, but is also 
usually expensive because of the additional engineering required to stabilize roads or bridges in 
wet soil and avoid flooding during heavy rains or wet seasons. For these reasons, construction 
through designated wetlands tends to be avoided when possible.  
 
The most significant wetlands in Longview are along the Sabine River, which runs east west 
through southern Gregg County. Longview’s primary east-west transportation corridor, Interstate 
20, traverses major wetland areas along the Sabine River system. Arterial development in 
Longview has skirted most of the wetlands system. Access to Interstate 20, particularly from 
western Longview, is limited. State Highways 31, 149, and FM 2087 are the only arterials 
crossing through major wetland areas to connect with Interstate 20.  However, any additional 
access arterials to I-20 from Longview would cross major wetlands areas. When new alignment 
projects directly cross wetland areas or the Sabine River, they would require a significant number 
of bridges.  It is important to note the cost/benefit scale is highly affected by the overall cost to 
provide mobility across the wetlands. It is most likely that the proposed new alignments would be 
used for mobility purposes only, since land use development within the wetlands area will be 
minimal. In addition to the major wetlands areas along the Sabine, there are scattered small 
wetlands in Longview along small lakes, creeks, and tributaries. 
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MAJOR STREET AND HIGHWAY PLAN 
 

 
  
Project Selection Process 
 
The Major Street and Highway Plan projects were ranked using these criteria.  In February 2004, 
the Longview MPO Technical Committee created a project ranking criteria in order to effectively 
select projects for the funding through the Unified Transportation Program, Category 3, Urban 
Area Corridor Projects.  The corridor ranking criteria is illustrated in the following table: 
 
 
 
 
 
 
 
 
Calculations for the traffic scores incorporate an extra weighting for truck traffic.  The Longview 
MPO Policy Committee formally approved the above ranking criteria on April 15, 2004 and also 
approved that city projects would be selected in accordance with each city�’s ranking criteria for 
Capital Improvement Program projects.  On August 25, 2009 the MPO Technical Committee 
revisited and reaffirmed the above project ranking criteria.   
 
 

 
 

EVALUATION OF MAJOR PROJECTS 
 

 
 
The major street and highway projects are divided into three sections:   
 

 2010 �– 2020 Plan, for projects between the fiscal years 2010 through 2020,  

 2021 �– 2035 Plan, for projects between the fiscal years 2021 through 2035, and 

 An Illustrative List of projects, which are identified as needs but not expected to be 
funded within a 25-year time frame.  The illustrative list is found in Appendix G.  
 
 
 
 
 
 
 
 
 
 

Federal & State Project Ranking Criteria  
Quality of Service (congestion) 50 points 
Traffic (annual average daily traffic) 25 points 
Safety (accident rates) 25 points 

Total possible score   100 
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2010 �– 2020 PLAN 
FEDERAL & STATE FUNDED PROJECTS 

 

 
State Highway 42 
State Highway 42 is a narrow, two lane road.  It is an access route from White Oak and western 
Longview to I-20, and is presently exceeding capacity south of Harrison Road.  This is an 
important freight corridor, used by heavy trucks moving goods in and out of the industrial areas 
along Harrison Road and Highway 42.  Only a small portion of this facility is within the Longview 
Metropolitan area.  Once detailed estimates were performed in 2006, it was determined that 
widening SH 42 between U.S. 80 and Interstate 20 would cost $35 million dollars, creating a $20 
million shortfall of funding. Factors contributing to the high cost are:  the right of way purchases 
would be extremely expensive with numerous oil and gas wells next to the highway; 
environmental issues and mitigation due to the construction through the Sabine River and 
tributaries; the steep terrain at the edge of the pavement and the realization of a very small 
economic development return on the infrastructure investment.  The estimate of widening SH 42 
from two to four lanes was deemed cost prohibitive by the MPO Policy Board in November 2006.  
The Policy Board shifted the project scope from a widening project to a safety project, therefore, 
the project was revised to a project consisting of improvements to the turning lanes at U.S. 80 
and FM 2206, widen the existing shoulders, and install safety features.  These improvements will 
greatly increase safety for both freight and personal vehicles.   Construction of this project began 
in 2009 and is expected to be completed by 2010. 
 
 
Loop 281 
Although congestion problems are apparent on Loop 281 in the travel demand model, the 
general consensus from the project solicitation surveys, letters to the newspaper, and other 
comments and complaints, is that Loop 281 is Longview's most serious traffic problem.  
Longview's largest retail areas are located along the Loop between west US 80 and US 259.  
Loop 281 access is uncontrolled between Toler Rd. and McCann Rd.  Due to a very high accident 
rate, a flush median between McCann and Judson Rd. was replaced in 1996 with a raised curb & 
gutter section median.  This improvement safely controlled turning movements along this densely 
developed retail segment of the Loop.  Numerous driveways and turning movements slow traffic 
and cause frequent conflicts and accidents.  The plan includes the continuation of installing raised 
medians and widening Loop 281 from four to six lanes, between Shofner Rd. and U.S. 259.   
 
 
Loop 281 at FM 2087/UPRR 
A Union Pacific railroad track runs parallel to FM 2087 at its intersection with Loop 281.  Due to 
safety concerns and the delay times for vehicular traffic when freight trains routinely stop traffic, 
plans for this segment are comprised of a grade separation interchange consisting of a Loop 281 
overpass railroad bridge, to bypass the railroad crossing.  This section of Loop 281 is routinely 
utilized as an Interstate 20 relief route, when the interstate is closed and re-routed through 
Longview.  This short segment of Loop 281 will be widened from four to six lanes, with raised 
medians and with improvements to the signalized intersection of Loop 281, on the east side of 
S.H. 31. 
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2010 �– 2020 PLAN 
LOCALLY FUNDED PROJECTS 

 
 
Silver Falls Road (Phase I) 
Currently a two lane facility, Silver Falls Rd. frequently serves as a vital connector between U.S. 
80 and Pine Tree Rd. (FM 1845).  The narrow pavement, open ditches, increased development 
and the location of public schools have resulted in high traffic demands and frequent left turn 
conflicts.  Curb and gutter installation is needed to improve traffic safety and drainage.  The plan 
recommends including this as a long-range project, specifically, reconstructing Silver Falls from a 
two-lane to a four-lane facility with curb and gutter between U.S. 80 and FM 1845.  This project 
will be phased into two projects, the first project�’s limits are from Pine Tree Rd. to Birch and the 
second project�’s limits are from Birch to U.S. 80.  This project would be entirely funded by the 
City of Longview.  Construction of Phase I began in 2009. 
 
 
Reel Road (Phase I) 
Reel Road is an important connector between Gilmer Rd. and Pine Tree Rd. north of Loop 281.  
Though the area is nearly fully developed, traffic has been increasing, and the facility now 
operates near or over capacity.  The plan recommends widening this street between Gilmer Rd. 
and Pine Tree Rd. from two to four lanes.   This project will be phased into two projects, the first 
project phase is from Gilmer to Knobcrest and the second project phase is from Knobcrest to Pine 
Tree Rd.  This project would be entirely funded by the City of Longview. 
 
 
Bill Owens Parkway (north) Extension 
Plans for extending Bill Owens Pkwy. North have been included in transportation plans for over 
10 years.  In 1997, a Corridor Location Feasibility Study was performed by Freese & Nichols, Inc.  
The purpose of the study was to define and assist in the preservation of traffic corridors in order 
to facilitate orderly planning of future major transportation facilities.  The study examined the 
extension of Bill Owens Pkwy. to the north of its terminus at Spring Hill Rd. and the extension of 
George Richey Rd. (FM 2275) to the east of its terminus at Gilmer Rd. (SH 300).  Bill Owens 
Pkwy. is proposed to be extended as a four-lane road northward from Spring Hill Rd. 
approximately 0.5 miles northward to Graystone Rd.  By curving the alignment slightly westward, 
a Bill Owens extension will miss a large part of Grace Creek.  Project phasing of this roadway 
may occur in two segments: Phase One, from Spring Hill Rd. to the new extension of FM 2275 
(George Richey Rd.) and Phase Two, from FM 2275 (George Richey Rd.) to Graystone Rd.  
Construction timing and coordination of the extensions of Bill Owens Pkwy. and FM 2275 will be 
accomplished.  This project would be entirely funded by the City of Longview. 
 
Once constructed, this project would create a continuous four-lane facility from Marshall Ave. 
(U.S. 80) to Graystone Rd.  This project would be funded entirely by the City of Longview. 
 
 
 
 
 
 
 



  33   

2021�– 2035 PLAN 
FEDERAL & STATE FUNDED PROJECTS 

 

 
State Highway 149 
The Estes Parkway/Hwy 149 corridor is a critical transportation facility.  Several north-south 
routes, including Mobberly, Green, High, and FM 1845, funnel traffic into Estes Parkway north of 
Interstate 20.  In addition to its importance as a primary access route to I-20, Estes Parkway 
channels traffic to Eastman Chemical and Marathon LeTourneau, two of the area's largest 
employers, and to the East Texas Regional Airport.  The entire segment of the Estes/SH149 
facility operates over capacity.  Employee and freight traffic, which will be generated as industrial 
growth in the area occurs, will put a great strain on these facilities.  A Wal-Mart Supercenter was 
opened in the spring of 2006.  Sysco, Inc. opened its 290,000 square foot distribution center in 
2008.  The plan recommends widening Estes Parkway and Hwy 149 from four to six divided lanes 
with adequate turning and deceleration lanes to accommodate freight traffic for the entire section 
between Interstate 20 and the southern split of SH149/SH 322, south of the Sabine River.  
Improvements to the Sabine River bridge are also planned.  This project would be funded with 
federal and state funds.  The City of Longview and Gregg County would pay for any necessary 
right-of-way acquisition and relocation of utilities.   
 
 
FM 2275 (George Richey Rd.) Extension 
The extension of George Richey Rd. from Gilmer Rd. (SH 300) eastward to US 259 is proposed as 
a phased project.  This critical project would provide a much needed east/west corridor in 
Longview�’s high growth area.  Parallel east/west arterials are currently reaching capacity.  A 
Corridor Location Study was conducted in 1997 by Freese & Nichols, Inc. along with John F. 
Hickman & Associates to recommend a general alignment for this roadway.  Advance 
identification of a transportation corridor provides guidance for local development activity and 
preserves the transportation facility from future development encroachment.  Additionally, the 
study investigated a new extension of Bill Owens Parkway north to Graystone Rd., which is 
outlined in the Bill Owens Pkwy. project description in this section. 
 
In 2008, the Texas Department of Transportation hired BWR to closely review the alignment 
alternatives of the FM 2275/George Richey Rd.  extension.   Six alternatives were identified and 
labeled alignments A through F.  BWR performed an extensive and detailed evaluation of all 
possible project impacts and concerns.  BWR�’s research focused on four categories of impacts:  
1). Project cost and engineering criteria, 2). Project safety and access, 3). Social and human 
environment and 4). Natural environment.  After an extensive review of six alignment 
alternatives, A,B and F were eliminated due to high project impacts.  As shown on Map IV-a, 
Alignment D was selected as the preferred alternative due to the least impact in the four 
environmental areas and it was favored by the majority of the public who made comments and 
elected officials.  The MPO Policy Board approved Alignment D on November 18, 2008.  The 
proposed recommended alternative alignment extends FM 2275 at the terminus at Gilmer Rd. 
easterly to connect McCann Rd. just north of Graystone Rd, ultimately intersecting with U.S. 259.  
The proposed route of four lanes of new roadway may be accomplished in three phases: Phase I-
Gilmer Rd. to McCann Rd., Phase II - McCann Rd. to Judson Rd. and Phase III-Judson Rd. to U.S. 
259.  The extension of George Richey to McCann Rd. and eventually through to an intersection 
with U.S. 259 will relieve traffic from the existing Spring Hill Rd. and the congested area around 
Spring Hill schools.  This project would create a continuous facility as far as U.S. 271 west of 
White Oak into Longview to U.S. 259.  These projects would be funded with federal and state 
transportation funds, with any necessary right-of-way acquisition and utility relocation to be done 
by the City of Longview and Gregg County. 



   

FM 2275 / George Richey Rd. Extension Alignment

Map IV-a 
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Toll 49/East Texas Hourglass  
 
The Toll 49 / East Texas Hourglass concept was born out of the idea to connect the western 
section of Longview�’s outer loop with the eastern section of Tyler�’s outer loop intersecting at 
Interstate 20 near the county line.  Uniting these areas with a regional transportation facility 
would enhance mobility and economic viability of the North East Texas region. To create such a 
route, leaders in Gregg and Smith counties and Longview and Tyler have partnered and 
established a North East Texas (NET) Regional Mobility Authority (RMA) in 2004, working 
cooperatively with Texas Department of Transportation (TxDOT) and Texas Turnpike Authority. 
This facility is planned to be a toll road, which eventually would connect to the Interstate 69 
Corridor in Harrison County.  Formation of a NETRMA will assist in the development, planning, 
designing and financing of critical transportation projects that will serve the region�’s unique travel 
demands. The new projects will introduce new travel modes, enhance safety, decrease travel 
time, and improve the quality of life for citizens for the Northeast Texas region.   Map IV-b, the 
East Texas Hourglass map, identifies a planning corridor (approximately 46 miles from I-20 to 
U.S. 59) for this regional toll road.  Detailed, comprehensive planning studies will be required 
before an exact alignment of the toll road is determined.   
 
For alignments of Toll 49, refer to the NETRMA TOLL 49 Map IV-b on the following page.  
 
 
Northeast Texas Regional Mobility Authority 
In 2001, the Texas Legislature authorized the creation of Regional Mobility Authorities (RMAs) 
through Senate Bill 342 for the purpose of constructing, operating and maintaining turnpike or 
similar projects in the state.  In the face of sharp decreases in traditional funding sources and the 
great number of critical mobility improvements needed, a RMA could step in and provide more 
flexibility by focusing local dollars to leverage revenue bonds for major projects and construct 
them sooner, rather than later.  The legislation outlined the broad powers of RMAs and in the fall 
of 2001 voters in Texas overwhelmingly supported the concept of a RMA as a viable mechanism 
to develop and implement critically needed mobility improvements.   
 
During the spring of 2004, the county judges from Gregg and Smith counties, Judge Bill Stoudt 
and Judge Becky Dempsey along with the mayors of Longview and Tyler began a dialogue of 
how the two counties and cities can pool their resources together and cooperatively unite for the 
good of both areas.  A variety of issues were discussed and one commonality for both is the 
challenge of funding for the outer loops; the western segment of Longview�’s outer loop and the 
eastern segment of Tyler�’s Loop 49 lacked reasonable funding.  In October 2004, the Texas 
Transportation Commission approved the creation of a North East Texas Regional Mobility 
Authority (NETRMA), the 5th RMA in the state of Texas.  The board of directors that comprise the 
North East Texas Regional Mobility Authority consists of seven board members: three from Smith 
County, three from Gregg County and one appointed by the governor.  In 2006, the counties of 
Cherokee, Harrison, Rusk and Upshur joined the RMA with one member from each county.    
Bowie, Cass, Panola, Titus, Van Zandt and Wood counties joined the RMA in 2007 adding one 
member from each county.   
 
 
 
 
 



   

 

                             

Map IV-b 
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                            2021-2035 PLAN 
                         LOCALLY FUNDED PROJECTS 
 

 
 
Reel Road (Phase II) 
Reel Road is an important connector between Gilmer Rd. and Pine Tree Rd. north of Loop 281.  
Though the area is nearly fully developed, traffic has been increasing, and the facility now 
operates near or over capacity.  The plan recommends widening this street between Gilmer Rd. 
and Pine Tree Rd. from two to four lanes.   This project will be phased into two projects, the first 
project�’s limits are from Gilmer to Knobcrest and the second project�’s limits are from Knobcrest to 
Pine Tree Rd.  This project would be entirely funded by the City of Longview. 
 
 
Lake Lamond Rd. 
Concurrent widening of Lake Lamond from two to four lanes will provide a continuous four-lane 
facility from Cotton Street north to U.S. 80 (Marshall Ave.) and then join Bill Owens from U.S. 80 
north to Spring Hill Road.  Because the section of Lake Lamond between Cotton Street and 
Jaycee Dr. shows only marginal congestion, and because most of the adjoining land use is 
residential, the plan does not recommend widening Lake Lamond south of Cotton Street.  This 
project would be entirely funded by the City of Longview and is included in the current Capital 
Improvements Program.   
 
 
Magnolia Lane 
Currently a two lane unimproved road, Magnolia Lane functions as an extension of Hollybrook Dr. 
because of its straight tie into Hollybrook.  Magnolia Lane provides a connection between McCann 
and Judson Rd., south of Loop 281, in the immediate vicinity of the Longview Mall.   Horseshoe 
Lane, used as an alternate entrance to the Longview Mall, connects at Magnolia Lane�’s midpoint.  
Improvements to Magnolia include the installation of a traffic signal on the east end of Magnolia 
as part of the Hollybrook widening.  Hollybrook between Judson Rd. and US 259 was widened in 
1998 from two to four lanes and was realigned to tie directly into Magnolia Lane.  Magnolia is 
separated from the Longview Mall by two 300-unit apartment complexes and a residential 
neighborhood.  As traffic becomes increasingly congested on Tall Pines, motorists will look for a 
less congested route, such as Magnolia.   Widening Magnolia from two to four lanes will facilitate 
the flow for east/west traffic and will provide a continuous Loop 281 relief route.  This project 
would be entirely funded by the City of Longview, and is included in the current Capital 
Improvements Program. 
 
 
Silver Falls Road (Phase II) 
Currently a two lane facility, Silver Falls Rd. frequently serves as a vital connector between U.S. 
80 and Pine Tree Rd. (FM 1845).  The narrow pavement, open ditches, increased development 
and the location of public schools have resulted in high traffic demands and frequent left turn 
conflicts.  Curb and gutter installation is needed to improve traffic safety and drainage.  The plan 
recommends including this as a long-range project, specifically, reconstructing Silver Falls from a 
two-lane to a four-lane facility with curb and gutter between U.S. 80 and FM 1845.  This project 
will be phased into two projects, the first project�’s limits are from Pine Tree Rd. to Birch and the 
second project�’s limits are from Birch to U.S. 80.  This project would be entirely funded by the 
City of Longview. 
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Bill Owens Parkway (south) Realignment  
Bill Owens Parkway is a four-lane facility and was originally constructed with a sharp double 
curve near the intersection with US 80.  This was done to bypass a water booster pump station, 
now abandoned and removed.  The section presently operates at less than half its capacity, but 
traffic will more than double in the next 25 years.   Realignment of Bill Owens Parkway between 
Jenny and U.S. 80 to eliminate the sharp curves and intersect at U.S. 80 with Lake Lamond will 
drastically improve the safety of the facility.   
 
 
Toler Realignment 
Toler Rd. currently intersects Loop 281 at an irregular angle.  The plan recommends realigning 
Toler to the east and connecting it at a right angle to Loop 281 at the existing traffic signal at the 
Pine Tree Jr. High entrance.  The realignment of Toler would eliminate the need for a future 
traffic signal at the Loop 281/Toler intersection and would improve safety.  This project would be 
entirely funded by the City of Longview. 
 
 
Dundee Road 
Dundee Road forms a link in a continuous arterial system connecting Hawkins Parkway with 
Tenneryville Rd. (FM 2605).   This continuous street network acts as an extension of Hawkins 
Pkwy., a Loop 281 relief route.  To improve the safety of this facility, the plan recommends 
improving the existing two-lane facility and adding a continuous left turn lane from Pine Tree Rd. 
to Gilmer Rd.   This project would be entirely funded by the City of Longview.   
 
 
Hollybrook Drive 
Hollybrook from US 259 to Loop 281 is a two lane facility adjacent to some rapidly developing 
areas of Longview.  Sam�’s, Wal-Mart, Lowe�’s and other businesses have been built on Loop 281 
in the area to the northwest, and retail growth is expected to continue in the area.  Residential 
developments are being built south of Hollybrook near Loop 281.  In addition, Longview Regional 
Hospital is located on Hollybrook, making it an important route for emergency vehicles and those 
making trips to nearby medical offices.  In 1998, Hollybrook was widened from 2 to 4 lanes from 
Airline Rd. to US 259; Airline was realigned to a right angle intersection at Hollybrook; and 
Hollybrook was extended west to directly tie into Magnolia Lane where a traffic signal was 
installed at Judson Rd.  Presently, Hollybrook operates below capacity.  Improvements to this 
eastern section of Hollybrook coupled with the widening of Magnolia Lane to the west will form 
one continuous four lane Loop 281 relief road.  The plan recommends widening Hollybrook from 
two to four lanes from US 259 to Loop 281.  This area presently has relatively little traffic, but is 
expected to increase to near capacity within the 25 year planning horizon as it becomes 
increasingly utilized as a Loop 281 relief route.  This project would be entirely funded by the City 
of Longview, and is not included in the current Capital Improvements Program. 
 
 
Spring Hill Rd. Extension 
Spring Hill Rd. is a two lane road which parallels Hawkins Parkway to the north. Currently, Spring 
Hill Rd. terminates at Judson Rd.  The plan recommends extending Spring Hill Rd. by 
construction a new two-lane section of Spring Hill Rd. east of Spur 502 (Judson Rd.) to Airline 
Rd.  Extending Spring Hill Rd. to Airline Rd. will provide traffic congestion relief along Hawkins 
Parkway.  Spring Hill Rd. is adjacent to a high growth area of town and extending Spring Hill Dr. 
will also provide congestion relief at the intersections of Hawkins and McCann, Judson and U.S. 
259.  This project would be entirely funded by the City of Longview. 
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TRAFFIC OPERATIONS PLAN 
 

 
Capacity is a measure of a facility's ability to accommodate the flow of vehicles or people.  
Congestion is the result of traffic increasing beyond the capacity of a road.  Congestion delays 
are costly in terms of time, accidents, and increased air pollution from idling vehicles.  Projects, 
goals and objectives in the Traffic Operations Plan are designed to improve the performance of 
existing transportation facilities to relieve congestion and to maximize the safety and mobility of 
people and goods. 
 
Congestion can be relieved by increasing capacity or by reducing traffic.  Reducing traffic involves 
modifying travel behavior, a very difficult task.  Capacity can be increased by adding driving lanes 
or making operational improvements.  In some cases, widening a street may be the best 
alternative, but it is also very costly, and usually takes many years to plan, acquire funding, and 
construct.  Capacity is influenced by many factors besides number of lanes, including adjacent 
land uses and driveways, grades, lighting, surface type and condition, and traffic conflicts.  
Traffic conflicts at intersections are usually the primary capacity limiting factor on urban arterials.  
Widening a road may not adequately address these critical, complex locations. 
 
Functional capacity can also be increased by improving operational flow to minimize or eliminate 
delays.  Operational improvements are far less costly than road widening projects, can usually be 
funded more quickly, and can make a significant difference in a relatively short time.  Operational 
improvements can be considered "real-time" responses to problems, and can focus on critical 
intersection problems.  Well-planned operational improvements frequently reduce traffic 
accidents as well.     
 
Operational improvements include traffic engineering improvements and traffic control 
improvements.  Examples of traffic engineering improvements are dedicated turning lanes, 
channelization, acceleration and deceleration lanes, median control, and pavement markings.  
Traffic control includes signal optimization and coordination, upgrading signal equipment, and 
computer based traffic control. 
 
Though some operational improvements can be projected over a long period, others are best 
implemented in response to actual traffic problems as they develop.  Changes in general travel 
patterns can be anticipated, but modifications to signal phasing, for example, must be made in 
response to actual situations. 
 
Traffic Signal System 
 
Traffic signals exist to regulate traffic patterns to eliminate traffic conflicts, reduce accidents, and 
increase travel speed and flow on arterials with high traffic volumes.  The type of signal used is 
influenced by the type and volume of traffic and the proximity to other traffic signals.  Three 
major types of signal operations are recognized: 
 
 

Pretimed Signal Operation   
On a pretimed signal, all signal phases for the various traffic movements and cycle 
lengths are preset.  The cycle repeats itself continuously without change.  Pretimed 
signals are often used in synchronization with nearby signals to reduce stop-go traffic by   
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allowing a group of vehicles to progress along the arterial through two or more  
intersections without being stopped by a red light.  Pretimed signals work best where 
signals on the arterial network are closely spaced. 
 
Semi-actuated Signal Operation  
The primary arterial always has a green light until sensors detect a vehicle on a side 
street.  The signal actuates a change interval and a green light for the side street until all 
vehicles clear the intersection or until a preset maximum green time is reached.  This 
works well where there is a significant difference in volumes between the main street 
and the side street, and where synchronization with other signals is not necessary. 

 
Fully actuated Signal Operation   
Signal phases for both streets are actuated by sensors.  Maximum green times and cycle 
lengths are usually specified. 

 
The difficulty with any of these types of signal operations is that traffic movements are complex, 
and may vary considerably at different times of day, days of the week, or times of the year.  
Affordable computer technology has greatly increased the sophistication of traffic signal 
operations in the last decade.  Computer controlled closed loop systems that allow multiple 
phasing plans and phase modifications from a central location are now available, which can utilize 
a variety of signal timing plans based on multiple factors and conditions. 
 
The first closed loop traffic signal in Texas was installed on Eastman Road at Alpine in the mid-
1980's.  The signal controller and traffic sensors were connected by a communications cable to a 
microcomputer in the Traffic Maintenance Department of the City of Longview.  This system 
allowed the Traffic Manager to set up a signal phasing plan which varied by time of the day, and 
to monitor the intersection's performance and modify the phasing plan as needed from his office 
computer using the On-Street Arterial Master Systems (OSAMS).   
 
The computerized system allows alternate phasing plans to be implemented automatically based 
on the time of day, time of year, workday status, or other factors selected by the traffic 
operations personnel.  Alternately, the signal can be placed in free plan mode, in which the 
computer selects the appropriate phasing based on traffic conditions as relayed by the sensors. 
 
The closed loop system has since been expanded, and by the end of 2004 will include about 80% 
of the 130 signals in Longview.  The system is most effective on arterials with closely spaced 
signals.  The arterials presently controlled by OSAMS are Alpine, Marshall (Fisher-Eastman), High 
(Whaley-Jean), McCann (Glencrest - Ruthlynn), Downtown Grid Network (20 signals), Gilmer 
(Hawkins to Fairmont), Loop 281 (4th to McCann), NW Loop 281 (Bill Owens to W. Marshall), 
Hawkins Pkwy. (US 259 to McCann), Fourth Street (Hollybrook to Pegues) and Pine Tree 
(Tenneryville to Reel).   
 
Most of the signals on the OSAM system are set for an AM plan, which operates during the 
morning peak traffic period, a PM plan, which operates during the evening rush hour, and an off-
peak plan.  Signals in school zones also have a special phasing plan which is activated only on 
school days.  Some signals, particularly those at a distance from other signals, operate in free 
plan mode.   
 
Recommendations for traffic operations improvements are based on traffic projections, special 
studies, current congestion and safety problems, information needs for the Congestion and 
Safety Management Systems, and plans for operational improvements in the Longview area. 
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TRAFFIC OPERATIONS SUMMARY 
RECOMMENDED PLANS, POLICIES AND PROGRAMS 
 
 Continue to promote on site commercial and retail traffic channelization, consolidate driveway 

movements and maintain the efficient operation of the City�’s arterial street system. 
 
 Maintain the baseline traffic signal inventory so that traffic signal equipment condition status 

can be effectively monitored and scheduled for repair/replacement. 
 
 Implement safety management activities, evaluate accident locations, develop prevention 

strategies, and prepare statistical data for submission under the Hazard Elimination (HES) 
program.  
 
 Investigate funding and implement a scheduled traffic counting program to monitor traffic on 

major thoroughfares. 
 
 Develop a traffic operations congestion management program as a means of identifying and 

measuring area improvements in congestion and mobile sources air quality. 
 
 Continue to add signalized intersections onto the coordinated system as traffic signals are 

installed. 
 
 Signal system upgrades - conduct signal timing and phasing optimization studies, modernize 

equipment and implement signal synchronization and progression plans for the city�’s arterial 
signal systems and other signal systems in the Longview Metropolitan Planning boundary. 
 

Gilmer Road System   North Loop 281 System 
  Judson Road System   Mobberly Street System 

High Street System   U. S. 80 System 
McCann Street System   Downtown Grid System 

  Hawkins Parkway System  Fourth Street System 
  NW Loop 281 System   Pine Tree System 
 
 
 Safety and congestion improvements - conduct traffic studies at targeted locations to 

determine the need for capacity improvements such as turning lanes, channelization, one-way 
operations, etc. 
 

Marshall Avenue (US 80) and High/Judson Streets 
  Marshall Avenue (US 80) and Spur 63 
  Eastman Pkwy. (US 259), and Cotton Street 
  4th - 6th Street System 
  Marshall Avenue (US 80) and Eastman Road (US 259) 
  Spur 63 and Cotton Street 
  Marshall Avenue (US 80) and Alpine Street (FM 2208)  
  Whaley - Methvin Street System 
  Judson Rd. and  H.G. Mosley 
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 Traffic Studies - conduct traffic studies at targeted locations for realignment of intersections to 
enhance safe traffic movements and to reduce congestion: 
 
  U.S. 80 and Lake Lamond/Bill Owens Pkwy. 
  U.S. 259, Eden and Tryon 
  Graham Road, George Richey and Pine Tree Road 
  Mobberly and Young 
  Judson Road, Magnolia Lane and Hollybrook 
 
  Traffic studies - conduct traffic studies at intersections & install new signals when warranted: 
            
  Gilmer Road (SH300) and Toler Road 
  Eastman Road (US 259) and Birdsong Street E. 
  Gilmer Road (SH 300) and George Richey Road (FM 2275) 
  Gilmer Road (SH 300) and Cheryl St. 
  Pine Tree Rd. (FM 1845) and George Richey Road (FM 2275) 
   

 
 Traffic studies - replace/improve outdated traffic signals as warranted: 

  
  Judson Rd. (Spur 502) and H.G. Mosley Pkwy./Delwood  

US 80 at SH 42 
  Cotton Street and Lake Lamond 
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FREIGHT TRANSPORTATION PLAN 
 
 
Efficient movement of goods is a key factor in maintaining the economic vitality of an area. 
Industries, agriculture, and retail business depend on a good freight transportation network. A 
product typically makes a number of trips, often by multiple transportation modes, between the 
raw material producer and the consumer. The primary freight modes in the Longview area are 
truck, rail and pipeline, with small amount of freight also being transported by air. The choice 
among modes depends on trip length, speed, access, shipment size and cost. Nationally, the 
largest share of freight by ton-miles is transported by rail. This is an indication that rail transport 
is generally less expensive as distances increase.  In the U.S., the majority of goods by weight 
are transported by truck.  Railroads are more fuel efficient than other modes of transportation, 
on average, they are three times more fuel efficient than trucks and that makes them cheaper 
and less polluting.  Because of their fuel efficiency, railroads also have an advantage over other 
modes of transportation in terms of greenhouse gas emissions, most notably carbon dioxide.   

 

Safety and the secure transport of goods 

 
Safe transportation of hazardous materials in the United States is an important national issue.  
Given the dimension of terrorism, the movement of hazardous materials encompasses an even 
greater safety concern.  The majority of these material move by either rail or truck.  With an ever 
increasing number of trucks moving on the nation�’s highways, there is cause for concern not only 
over safety issues, but the impact on highway gridlock, environmental implications and 
infrastructure deterioration.  Rails can offer many advantages over truck for hazardous materials 
movement.  Because rail and truck transportation is mainly interstate in nature, the safe 
transport of any commodity, including hazardous materials, requires uniform standards that apply 
nationally,  As common carriers, railroads and most major trucking firms are required by federal 
law to move hazardous materials.  Since both modes must transport hazardous materials, the 
focus should be on the safest method of shipping.  Statistically, railroads are the safer form of 
transportation for hazardous materials.  The rail hazmat accident rate has declined by 88 percent 
from 1980 to 2007 and 39 percent since 1990.  Railroads and trucks carry roughly equal hazmat 
ton-mileage, but trucks have 16 times more hazmat releases than railroads.   

 

Truck Freight 
 
Freight is moved by truck in several ways. Large distributors, retail operations, and some 
manufacturers maintain their own fleets of trucks for long-distance hauling. Common carriers and 
owner-operators contract freight transportation on truckload or less-than-businesses operate a 
large number of small trucks to move stock, service customers, etc.  Using the street network as 
their distribution system, trucks have the advantage of adaptability of routes and destinations.   
 
Due to the diverse uses and types of truck freight movement, it is difficult to estimate the total 
tonnage of freight moving in and through the area.  Data furnished by the Texas Department of 
Transportation shows that the primary truck corridor through Longview is Interstate 20.  During 
2007, on IH-20 in Longview, there was an average of 12,400 trucks per day, which accounts for 
40% of the total Interstate 20 traffic. Important freight routes into and through the City include 
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Highway 31, US 259, Highway 300, US 80, Loop 281, Spur 502 (Judson Rd.), and Spur 
63/McCann Rd.) 
 
Truck freight transportation needs include: 
 

 Access to majority intercity routes, particularly I-20, US 259, and State Hwy 31 
 Adequate thoroughfares and access to major industrial and commercial areas 
 Adequate physical facilities to accommodate trucks, including pavement condition, 

turning radii, and acceleration/deceleration lanes 
 
While truck transportation is essential to the area�’s economic structure, there are some negative 
impacts, notably noise and pavement damage. Because of the noise levels and extra pavement 
wear caused by heavy trucks, truck routes have been established in the City of Longview. The 
truck route ordinance was updated in 2007, focusing on commercial and industrial land, zoning, 
and available thoroughfares. The truck routes were revised accordingly. In conjunction with the 
Spur 63 (McCann Rd.) widening project in 1996, a noise abatement wall was constructed 
contiguous to the apartment complex located at the northeast corner of Spur 63 and Hawkins 
Pkwy. Its purpose was to shield the residents of the apartment complex from excessive roadway 
noise.  
 
Maintenance of pavement is addressed in the Maintenance section of this plan. One particular 
concern is Hawkins Pkwy, a city-owned and maintained street, which was included as a truck 
route in the new ordinance.  This street was constructed on an iron ore base, which has a lower 
bearing capacity and higher failure rate than crushed stone, and has exhibited some failure in 
certain sections.  To address this problem, the most needed sections of Hawkins Pkwy, east of 
SH 300 (Gilmer Rd.) were reconstructed with concrete. 
 

Rail Freight 
The golden age of railroads began around 1865, when there was about 35,000 miles of track.  It 
peaked in 1916 at 250,000 miles.  Today, trains move more than two billion tons of freight a year 
on 140,000 miles of track, nearly all of it privately owned and maintained.  An average freight 
train has about 70 cars and carries more than 3,000 tons of freight.  Texas has the largest 
number of rail freight workers, about 17,000.  Texas has more railroad miles than any other state 
in the country.   
 
Even with a ailing economy and a reduction in freight-train traffic, a U.S. Chamber of Commerce 
report predicts that demand for freight trains is expected to double over the next 25 years.  The 
nation�’s 140,000-mile network of rails devoted to carrying everything from cars to grain by rail is 
experiencing a strain of congestion, with trains forced to stand aside for hours because of one-
track lines.  Freight trains triple the fuel efficiency of trucks and that makes them cheaper and 
less polluting.   
 
Two major rail lines operate through Longview. Union Pacific, with its terminal facilities and yards 
located in the Longview junction area east of downtown Longview, runs about thirty-five trains 
per day through the area.  A Union Pacific main line runs between El Paso and St. Louis runs east 
and west through central Longview.  Longview is also a junction point with a Union Pacific line 
heading south to Houston, Laredo, and Gulf ports.  The Burlington Northern Santa Fe (BNSF) line 
terminates in Longview, running south through Silsbee toward Beaumont. 
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Rail access and sidings are available in most of Longview�’s industrial area. Piggy back service is 
handled in Dallas. 
 
Freight railroads are critical to the economic health and global competitiveness of the United 
States.  They move more than 40 percent of the nation�’s freight and connect businesses with 
each other across the county and with markets overseas.  Freight railroads also directly 
contribute tens of billions of dollars to the economy through wages, purchases, retirement 
benefits and taxes.   
 
U.S. freight railroads operate in a highly competitive marketplace.  Railroads account for just over 
40 percent of freight ton-miles, more than any other mode of transportation.  Railroads carry a 
wide variety of commodities, coal being the most single important commodity, as it accounts for 
half of the United States electricity generation.  Other major commodities carried by rail include 
chemicals, grain, non-metallic minerals, lumber, cars and waste materials.   
 
The fastest growing rail traffic is intermodal.  Intermodal is the movement of shipping containers 
or truck trailers by rail and at least one other mode of transportation, usually trucks or ocean-
going vessels.  Intermodal combines the door-to-door convenience of trucks with the long-haul 
economy of railroads.  Rail intermodal has tripled in the last 25 years.  It plays a critical role in 
making logistics for a more efficient for retailers and others.  The efficiency of intermodal 
provides the United States with a huge competitive advantage in the global economy.   
 
Freight railroads offer major public benefits in addition to cost-competitiveness and efficiency.  
First, railroads are more fuel efficient than other modes of transportation, on average, they are 
three times more fuel efficient than trucks.  In 2006, railroads move a ton of freight an average 
436 miles per gallon of fuel.  That number is an 80 percent increase from 1980.  Because of their 
fuel efficiency, railroads also have an advantage over other modes of transportation in terms of 
greenhouse gas emissions, most notably carbon dioxide.   
 
 
East Texas Freight Mobility Study 
 
In 2008, the Texas Department of Transportation began an analysis of the East Texas region�’s 
freight network (roads, railroads, and intermodal facilities) and the process of developing ways to 
accommodate and capitalize on future freight movements.  It identifies improvements that may 
provide relief to residents and the traveling public adversely affects by delays, interruptions, and 
noise attributed to the movement of freight within the region.  It also identifies alternatives that 
may improve regional freight capacity by enhancing the efficiency and operations of the freight 
transportation network.  The report identifies up to $519 million of improvements for the 42-
county East Texas region comprised of the TxDOT Atlanta, Lufkin, Paris, and Tyler Districts.  
These improvements are categorized as: 

 Grade Separations (bridges to separate the railroad from streets) - $61.1 million 
 Grade Crossing Closures (closing and re-routing the street at the intersection with the  

 railroad) - $600 thousand 
 Roadway Capacity Improvements (adding roadway lanes to existing highways) - $426 

 million 
 New Rail Bypass �– between $8.4 and $30.9 million, depending on alternative 

 
The East Texas Region Freight Study identifies existing and projects truck and freight rail 
transportation operations, bottlenecks, and constraints with the goal of establishing a slate of 
potential infrastructure improvements geared toward providing solutions that may resolve the 
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problems associated with rising congestions levels and the expected growth of commodity 
movements. 
 
For more information about the East Texas Freight Mobility Study, go to 
www.txdot.gov/txdot_library/publications/rail.htm 
 
 
Texas Rail System Plan 
 
The purpose of the Texas Rail System Plan (TRSP) is to identify current and proposed rail 
projects, determine infrastructure and capacity needs on the Texas rail system, and develop an 
awareness of the issues and processes by which to address rail infrastructure needs by 
transportation policy makers. The mission of the Texas Department of Transportation (TxDOT) is 
to provide safe, effective and efficient movement of people and goods. TxDOT fulfills its mission 
by focusing on five objectives: 
 

�• Reliable mobility 
�• Improved safety 
�• System preservation 
�• Accelerated project delivery 
�• Economic vitality 

 
The TRSP was initiated in response to the increasing involvement by the state of Texas in freight 
and passenger rail issues, and to provide a baseline analysis of the current rail system in the 
state. The rapid economic growth of the state has resulted in ever-increasing freight volumes 
through the state�’s water ports, on the Texas rail system and along Texas highways. Policy 
makers, planners and the public would benefit from the understanding of how the rail system fits 
into the overall statewide transportation system. This will allow them to incorporate rail 
transportation system improvements into long-range planning processes in order to improve 
regional and statewide safety and mobility. Historically, TxDOT has been limited in its ability to 
expend funds on rail projects without specific legislative appropriations. In 2005, the 79th Texas 
Legislature passed bills enabling the expenditure of funds by TxDOT for rail projects. These bills 
will allow TxDOT to improve transportation system safety and efficiency through targeted 
improvements to the Texas rail system. This new legislation will increase TxDOT�’s involvement in 
rail projects and the further development of the state�’s multimodal transportation system. 
 
For more information on the Texas Rail System Plan, go to 
www.txdot.gov/txdot_library/publications/rail.htm 
 
 
Pipelines 
 
An often overlooked but extremely important component of freight transportation systems is the 
pipelines network. Pipelines in this area include the �“Big Inch�”, built during World War II to 
supply petroleum to the northeastern U.S., a large network of petroleum and natural gas 
pipelines between oil fields and refineries, and supply pipelines to local industries.  
 
Eastman Chemical Company, one of the largest employers in the Longview area, makes heavy 
use of both the rail freight transportation system and pipelines for raw material supplies. Two 
pipelines transport raw materials from the Gulf Coast to the company�’s salt dome storage facility 
in Tyler. An additional pipeline transports raw materials from the Gulf Coast directly to the 
Eastman plant in Longview. From Tyler, five pipelines transport ethane, propane, and chemical 
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intermediates to the Eastman Chemical plant in Longview. In addition to these feed stocks, sub 
bituminous coal is brought in by rail for use in the production process.  
 
Air Freight 

East Texas Regional Airpark is a 300-acre industrial airpark which offers opportunities for 
businesses to buy lots near the airport for several benefits including foreign trade zones, fixed 
base operator, charter services and commercial development opportunities.  Two current fixed 
base operators, KRS Express, Inc. and Stebbins Jet Center, offer amenities and services including 
fuel and courtesy cars.  Air freight transport is commonly used for relatively small shipments of 
urgently needed shipments. Air freight is handled by American Eagle through the East Texas 
Regional Airport.   There was a sharp drop in air freight from 2000 to 2001 due to the terrorist 
attack on the World Trade Center in 2001.  In general, freight fluctuates greatly from year to 
year but has remained fairly steady over the last decade. 

The East Texas Regional Airpark has a Foreign Trade Zone.  Under Foreign Trade Zone 
procedures, foreign and domestic merchandise may be admitted into the trade zone for 
operations such as storage, exhibition, assembly, manufacture or processing, without being 
subject to formal customs entry procedures, such as the payment of custom duties or federal 
excise taxes.  When merchandise is removed from a Foreign Trade Zone, customs duties may be 
eliminated if the goods are then exported from the United States.  If the merchandise is formally 
entered into U.S. commerce, customs duties and excise taxes are due at the time of transfer 
from the Foreign Trade Zone.  The advantages of location in the East Texas Foreign Trade Zone 
are the easy access to the airport, minus the congestion of flying and operating in a larger, 
busier airport.  The landing fees are significantly lower at East Texas Regional Airpark compared 
to the Dallas Ft. Worth Airport.      
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FREIGHT TRANSPORTATION SUMMARY 
RECOMMENDED PLANS, POLICIES, AND PROGRAMS 
 

 Give special consideration to capacity improvements on important freight corridors as 
needs are identified through travel and demand forecasts. 

 
 Consider additional or improved acceleration and deceleration lanes when improving 

freight corridors as needs are identified. 
 
 Maintain pavements in serviceable condition as needs are identified in the Pavement 

Management system. 
 
 Support region-wide initiatives to improve major highways and air freight into Longview 

and the East Texas area.  
 

 Support region-wide initiatives to improve rail congestion along the existing Interstate 20 
corridor between Dallas/Ft. Worth and Shreveport and along the U.S. 59 (Interstate 69) 
corridor between Houston and Shreveport.   

 
 Inform freight shippers of MPO public meetings to afford the opportunity for comment on 

the Metropolitan Transportation Plan and the Transportation Improvement Program. 
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PUBLIC TRANSPORTATION PLAN 
 

 
 
Public transportation refers both to intracity transport and intercity service by a variety of 
transportation modes. Longview is fortunate to have outstanding public transportation via bus, 
rail and air.  With the recent economic recession, it has never been more important to coordinate 
multiple modes of transportation, linking air, rail and bus to provide transportation options to the 
traveling public.   
  
Air   
 
The East Texas Regional Airport, located on State Highway 322, four miles south of Longview, is 
serviced by one commercial airline, American Eagle, with two arriving and two departing flights 
to the Dallas/Fort Worth Airport daily. It was officially opened on July 15, 1947.  It is owned by 
Gregg County and is operated by the Gregg County Commissioner�’s Court. The airport has been 
serving the residents of East Texas for over 60 years.  The airport is served by two runways; the 
longest is 10,000 feet and the other is 6,100 feet in length.  Because of its exceptional runways, 
the East Texas Regional Airport is used as a military training facility and is capable of handling 
nearly any type of aircraft, including the space shuttle and Air Force One. The airport operates as 
an alternate landing site for the space shuttle and operates a Foreign Trade Zone.  A new 20,000 
square foot passenger terminal facility was completed in 1988, twice as large as the original 
terminal.   

In September 2008, East Texas Regional Airport passengers began flying on new regional jets.  
The old 34-seat turboprop planes were replaced with 50-seat Embraer EMB-145 regional jets and 
passengers will arrive at the Dallas Forth Worth airport sooner.  The Embraer jets come with 
improved passenger amenities, including more standing room in the cabin area and 9.5 feet of 
overhead baggage space for each passenger.  Embraer jets are flown in five continents and are 
well-known for their standards in comfort and reliability.  In 2008, a decision made by Dallas-
based American Airlines reduced the number of daily flights at the East Texas Regional Airport 
from three to two, however, the new, larger capacity regional jets allow for the same number of 
daily seats for passengers.   

Passenger enplanements (departing passengers) have increased 1.2% over the last 5 years.  
Passenger deplanements or those passengers arriving have increased 1.7%.   Passengers on 
commercial flights arriving or departing from the airport monthly are approximately 2,000.   

Two-fixed base operators service the airport, supplying fuel, hangar space, flight school, charters 
and maintenance facility. One rental car agency, a taxi company and one limousine service are 
available for intermodal transfer, as well as a parking lot that is free of charge to passengers and 
has 24 hour police security.  Other businesses furnish airport related services, including 
LeTourneau University�’s School of Aeronautical Science, which provides a flight school and 
mechanic training.  In 2009, LeTourneau University moved its entire Aeronautical Science 
program to a 50,000 square foot facility at the airport.  The University will perform renovations 
estimating $6 million for added classrooms, meeting areas, labs and office.  Approximately 250 
students will attend the new campus.   There are approximately 90 aircraft based at the airport, 
mostly private and corporate planes.   On an annual basis, takeoffs and landings, also known as 
operations, number about 90,000.    

For more information about the East Texas Regional Airport, go to www.flyggg.com 
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Passenger Rail 
 
Amtrak presently operates fourteen passenger trains through Longview each week.  As a junction 
city, Longview is fortunate to have north/south and east/west Amtrak routes.  Amtrak�’s Texas 
Eagle route stops in Longview, Marshall and Mineola on its way north and south between Chicago 
and San Antonio.  The Texas Eagle travels seven times per week northbound to Chicago via Little 
Rock and St. Louis. The Eagle heads westbound for Dallas, Ft. Worth, Austin and San Antonio 
seven times per week, three of which have a final destination of Los Angeles.  In 1996, a 
thruway bus replaced the southbound train to Nacogdoches, Houston, and Galveston; it departs 
once from Longview seven days per week.  Another thruway bus departs at the Longview train 
station bound for Shreveport twice a day, seven days a week, with a destination of the 
Shreveport Regional Airport.     
 
Passenger rail ridership and revenue for Amtrak�’s Texas Eagle route are rising to levels that have 
not been seen in many years.  For fiscal year 2008, Longview Amtrak passengers totaled 27,920 
and in fiscal year 2009, Longview passengers totaled 28,828.  On average, 79 passengers per 
day board or exit at the Longview station.  The Longview Amtrak station has the 4th highest 
ridership rate in the state, behind Ft. Worth, Dallas and San Antonio.  There are more people 
boarding in Longview, Marshall and Mineola stations combined than there are in Dallas.  For the 
last several years, Longview has been a $1 million plus station for Amtrak in revenues.  Ridership 
on the Texas Eagle Amtrak route is steadily increasing.  In fiscal year 2007, 218,321 passengers 
rode the Texas Eagle, in fiscal year 2008, there were 251,518 passengers and in 2009, 260,487 
rode the Texas Eagle.  This is an interesting statistic given the national economic down turn of 
2008 which has caused lower travel rates across most modes of transportation.  Ticket revenue 
for the Texas Eagle was $16.4 million in 2007, $19.5 million in 2008 and $19.7 million in 2009.  
Late train arrival times have been reduced drastically.  The improvement to on-time performance 
can be attributed to a federal agreement with Union Pacific, who owns the railroad tracks.  The 
agreement allows Amtrak improved priority on the rails it shares with freight trains.  Although 
federal regulations allow Amtrak�’s Texas Eagle to operate at a maximum speed of 79 mph 
between Fort Worth and Texarkana, the Texas Eagle averages about 35 mph because of freight 
traffic.   
 
The primary passenger rail problem in Longview is the limited station space.  The Amtrak station 
is located in a small portion of the Union Pacific terminal on Pacific Street near Mobberly Ave.  
The facilities are overcrowded, and passengers frequently have to wait in these uncomfortable 
conditions.  The waiting area has a capacity of only 30 persons and there are on an average 50 
people waiting and boarding the train at a time.  The Union Pacific transferred ownership of the 
Texas & Pacific passenger rail station to the City of Longview in October 2009.  The City of 
Longview�’s Master Plan includes the renovation of the historic Texas & Pacific train station to its 
original condition and to create a multimodal transportation center.   
 
The vast majority of the approximately 22,000 miles over which Amtrak operates are actually 
owned by freight railroads.  The fate of future passenger rail is closely tied to the freight rail 
congestion problem mainly because passenger trains must share the tracks with freight trains.  
In order to relieve rail congestion, one important East Texas regional priority is to double track 
the Union Pacific rail line that parallels U.S. 80, between Longview and Marshall, which is a 23 
mile track critical to the train junction to the north, south, east and west.   
 
The American Recovery and Reinvestment Act of 2009 (ARRA), enacted by Congress, included an 
unprecedented appropriation of $1.3 billion to enable the Secretary of Transportation to provide 
grants to Amtrak for investments in capital security including life safety improvements, repair, 
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rehabilitation, or upgrade of railroad assets or infrastructure, and for capital projects that expand 
passenger rail capacity.  Amtrak passenger train stations in Texas will benefit from $2,665,000 in 
improvements as part of the national share of transportation upgrades through the ARRA.  The 
2009 ARRA is a component of President Obama�’s plan to improve the existing passenger rail 
system and to lay the ground work for a nationwide high-speed rail system.   
 
Nationally, public demand for passenger rail has increased.  When gasoline prices broke the $4 a 
gallon mark in 2008, travel habits began to change; an increasing number of travelers changed 
their travel plans to rail.  Price alone is not the only reason U.S. travelers are switching to rail.  
Growing congestion on our nation�’s highways and increasing delays at airports are making rail an 
attractive travel option.   
 
For more information about Amtrak, go to www.amtrak.com 
 
 
Mayor’s Task Force for Passenger Rail Facilities 
 
In response to high gasoline prices and reductions in local airline flights, Mayor Jay Dean 
announced in May 2008 the formation of a task force to help develop reliable passenger rail 
service in Longview.  Mayor Dean appointed Tim Vaughn as the Chairman of the task force.  Mr. 
Vaughn is the chairman of the East Texas Corridor Council and former White Oak mayor.  
Members of the task force are Keith Honey, Shelby Moore, Brian Bunt, Griff Hubbard, Dennis 
Suitor, and Councilman Daryl Williams, City Council Liaison.  The passenger rail task force has 
assisted the city identify strategies for securing ownership and developing the train station into 
an integrated multimodal transportation center.  The Union Pacific transferred ownership of the 
Texas & Pacific passenger rail station to the City of Longview in October 2009. 
 
 
Multimodal Transportation Center 
 
A Master Plan for the Restoration and Rehabilitation of the Historic Texas & Pacific / Missouri�–
Pacific passenger train station was completed by Gerald Bratz, Architect in June 2002.  The 
master plan was initiated by the City of Longview to determine the feasibility for restoring and 
adapting the structure as a transportation center.  The study forms a part of the 21st Century 
Steering Committee�’s report to the Longview City Council on June 26, 2002. Vision 2015 has 
added its approval for the continuance of this project.  The master plan recommends returning 
the circa 1940 structure to its original condition with strict attention to historical accuracy.  The 
plan also recommends adapting the use of this facility from strictly a passenger rail station to 
providing services for multiple modes of transportation.  Expanded waiting areas for Amtrak and 
Greyhound bus passengers are part of this plan.  A visitors center and transportation museum 
are included in the plans, as are additional parking spaces to accommodate the increased traffic 
expected.   
 
As a transportation hub, the multimodal center could enhance the City�’s existing transit system, 
Longview Transit, Amtrak passenger rail, Greyhound Bus, local taxicab service and other 
transportation providers and could provide shuttle service to connect to the East Texas Regional 
Airport.  The traveler is the greatest beneficiary from this project in the form of increased 
efficiency and improved convenience.  This project also increases the accessibility, safety, 
security and mobility options for the traveling public, especially Americans with disabilities.   
 
Construction of the Texas & Pacific/Missouri-Pacific passenger station was completed in May 
1940.  The building is approximately 9,300 square feet and currently serves Amtrak passenger 
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services and as a communication site for Union Pacific Railroad.  Only a small portion of the 
building is currently occupied.  This project proposes the full utilization of the building with 
services that will enhance transportation convenience and efficiency while securing its place in 
history.  Union Pacific Railroad has recognized the importance of this project and transferred 
ownership of the depot to the City of Longview on October 9, 2009.   
 
This project has the benefit of recognizing this East Texas community�’s heritage associated with 
rail transportation and will serve as an integral part of surface transportation as well as a tourist 
attraction.  The historical/museum aspect of the transportation center will serve as a reminder of 
the advancement of ground transportation in the last 70 years.  The historical interpretation links 
past generations of travelers with the present and the enhanced features will provide a positive 
impression of Longview.   Local residents, school children and visitors will be able to feel history 
come alive as they visit the depot and read about it in the museum.  By using original blueprints, 
the master plan includes an adaptive reuse that is beneficial to the user and functions as a living 
interpretation of history.   
 
The restoration of this property has the potential to spur economic development and 
revitalization of the surrounding properties.   Improving the building and landscaping of the 
multimodal center will encourage other property owners to do likewise.  With the City�’s transit 
offices and bus stop located adjacent to the train station, Longview Transit could be the 
connecting link to provide step-on tours and transportation to dining and shopping destinations.  
The nearby historic �“Junction�” is an area that is currently being restored as well as vacant 
buildings nearby to provide services within walking distance from the depot.  The South 
Longview community will be able to use this project to launch new opportunities that will improve 
the economics of the area.  As a transportation hub, a multi-modal center can bring in an influx 
of people to the immediate area, thus creating the need for supporting services, such as 
overnight accommodation, dining and convenience items, and boosting the economic climate.   
 
In light of possible natural disasters and other man-made threats to the community, the 
restoration and rehabilitation of the train station can be a necessary critical evacuation 
headquarters in a time of civil emergencies.      
 
The success of restored train depots as transportation centers and museums has been proven 
throughout the nation.  Matching grants, both public and private, may be available to assist the 
funding.  Trends indicate costs will increase over time; therefore, it is advantageous to proceed 
as early as possible to limit the total expenditure. 
 
 
Quiet Zones 
 
A quiet zone is a railroad grade crossing at which trains are prohibited from sounding their horns 
in order to decrease the noise level for nearby businesses and residences.  Train horns can be 
silenced only when other safety measures compensate for the absence of the horns.  The Federal 
Railroad Administration (FRA) train horn rule provides municipalities with the opportunity to 
establish quiet zones.  The federal rule pre-empts all applicable state laws.  To qualify, cities 
wishing to establish quiet zones must apply to the FRA for approval.  Once approval is granted by 
the FRA, the city must equip proposed grade crossings with adequate safety measures to 
overcome the decrease in safety created by silencing the train horns.  The additional safety 
measures must meet federal specifications.   
 
As part of the May 2007 Bond Election, a project was included to improve the Longview 
downtown parking areas along Cotton Street adjacent to Center Street and Fredonia Street.  
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Streetscape improvements were included in this bond project, as well as improvements necessary 
to establish the downtown railroad quiet zone.  These improvements include the installation of 
medians between Cotton and Tyler at Horaney, Center, and Fredonia Streets.  In October 2008, 
the City issued a �“Notice of Intent�” to establish a railroad quiet zone.  This notice was issued to 
the Federal Railroad Administration, Union Pacific Railroad, Amtrak, the Texas Department of 
Transportation, and to several employees of the City of Longview.    In February 2009, a meeting 
was held with the Federal Railroad Administration, Union Pacific Railroad, KSA Engineers, and the 
City of Longview.  This meeting was to review the location against the proposed improvements.  
No substantial deficiencies with the proposed improvements were found.  The City of Longview 
filed a formal application to the Federal Railroad Administration in March 2009 and is awaiting 
approval of the application by the FRA to construct the improvements necessary and complete 
the downtown parking project. 
 
 
Gregg County Rail District 
 
Priorities of the Rail District are to pursue a regional, multi-purpose transportation complex for 
the existing passenger railroad facility; to pursue an industrial railroad spur into the Foreign 
Trade Zone at the East Texas Regional Airport; and the pursue an alliance with other county rail 
districts through the common goals for increased capacities and higher speeds within the East 
Texas Corridor Council.  The proposed rail spur to the East Texas Regional Airport would insure 
growth and competitiveness while allowing manufacturers to ship goods by highway, air or rail.   
 
 
East Texas Corridor Council   
 
The East Texas Corridor Council is a non-profit, regional consensus for capacity investments to 
secure higher speed rail for the 6.5 million residents along the Interstate 20 and Interstate 69 
corridors from Dallas/Ft. Worth to connect with Arkansas and Louisiana.  Founded in 2004, the 
Longview-based organization, East Texas Corridor Council (ETCC) includes 35 municipalities 
between Fort Worth and Shreveport and north to Texarkana.   The goals of the ETCC are focused 
on rail capacity improvements in the East Texas region:  which will enhance the movement of 
goods and people, shift trucks and people from highways to railroads and will benefit the entire 
region per infrastructure dollar and will create jobs throughout the Texas �– Louisiana region.   
Other goals are to connect the South Central and Gulf Coast high-speed rail corridors together 
between Marshall, Texas and Meridian, Mississippi; assist with efforts of funding regional rail in 
the Dallas/Ft. Worth metroplex and Shreveport rail initiatives; join the Southern Rapid Rail Transit 
Commission and facilitate appropriation requests for high-speed rail studying and infrastructure. 

 
The Corridor Council has been successful in securing two federal grants for higher-speed 
passenger rail.  In 2007, a grant of $455,000 and in 2008, a $285,000 federal grant to fund a 
feasibility study for higher-speed passenger rail along the Interstate 20 corridor between Dallas & 
Shreveport.  High speed rail could greatly shorten the passenger rail travel times such as 
Longview to downtown Ft. Worth in 119 minutes or Shreveport to Dallas in 142 minutes. 
 
In order to relieve rail congestion, one important regional priority is to double track the Union 
Pacific rail line that parallels U.S. 80, between Longview and Marshall, which is a 23-mile track 
critical to the train junction to the north, south, east and west.  Improving the rail capacity is an 
important initiative to the success of both freight and passenger rail.  Although federal 
regulations allow Amtrak�’s Texas Eagle to operate at a maximum speed of 79 mph between Fort 
Worth and Texarkana, the Texas Eagle averages about 35 mph because of freight traffic.  
Additional rail capacity, such as double tracking, will relieve congestion on the railroad and 
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highways while improving reliability for passenger trains.  Higher speed rail has spurred economic 
growth and improved the quality of life for millions of Americans residing in the Midwest and 
along both coasts.   
 
These rail initiatives have the potential to bolster economic development efforts in Gregg County 
because its goal is to improve the railroad infrastructure for the movement of goods and people 
in the East Texas region.   
 
 
North East Texas Regional Mobility Authority Rail Committee 
 
The North East Texas Regional Mobility Authority (NET RMA) Rail Committee held its first 
meeting in January 2007.  The committee�’s focus has been on the completion of several tasks, 
including the outline of the committee function and structure, conducting a rail survey of key 
stakeholders in the area and submitting a congressional appropriations request for rail study 
funding.  In January 2009, the NET RMA Rail Committee set a goal to prioritize rail projects in 
northeast Texas in order to formulate a rail plan.  The committee identified a list of several 
criteria to guide the selection of rail projects.  The seven criteria identified are:  the regional 
significance and serves the most NET RMA member counties; the volume and speed of trains and 
cars per day; the preservation of rail corridors; intermodality; advanced projects that could be 
completed quickly; the opportunity for economic development; and projects that improve safety. 
 
 
High Speed Passenger Rail  
 
In 2009, President Barack Obama introduced a Vision for High-Speed rail in America, a strategic 
plan to build a nationwide high-speed rail system, with two routes in Texas.  The plan would tap 
an unprecedented $8 billion for rail from the American Recovery and Reinvestment Act of 2009, 
as well as $5 billion from the federal budget over the next five years.  The president�’s vision is to 
transform the nation�’s transportation system by rebuilding existing rail infrastructure while 
launching new high-speed passenger rail services in 100-600 mile corridors that connect U.S. 
communities.   This will be similar to how interstate highways and the U.S. aviation system were 
developed in the 20th century.   
 
The benefits of high-speed rail include promoting economic expansion, including new 
manufacturing jobs; it creates new choices for travelers in addition to flying or driving, it reduces 
the national dependence on oil and fosters urban and rural community development.  High-speed 
rail technology is green and energy efficient.  Current intercity passenger rail service consumes 
one-third less energy per passenger-mile than cars.  It is estimated that if high-speed rail lines 
are built on all federally-designated corridors, it could results in an annual reduction of 6 billion 
pounds of CO2.   
 
The Federal Railroad Administration plans to award its first round of grants in 2009.  The first 
round of funding would focus on projects that can be completed quickly and yield measurable, 
near-term job creation along with other benefits.  A second round would call for comprehensive 
proposals that encompass entire corridors.  Additional grants would provide startup funding to 
plan corridors that are not ready for construction.   
 
The federally designated high-speed rail corridors crossing Texas include the South Central 
Corridor which traverses Northeast Texas near Longview, would link Dallas-Fort Worth, Austin, 
San Antonio, Texarkana, Oklahoma City and Tulsa; and the Gulf Coast Corridor connecting 
Houston with New Orleans, Mobile and other cities in the southeast.  The exact location of the 
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South Central Corridor has not yet been defined.  Unfortunately, the Interstate 20 route between 
Longview, Marshall and Mineola is not the only high-speed rail alignment under consideration.   
 
 
Federally designated high-speed rail corridors 
 
In 1992, the U.S. Department of Transportation initiated a high speed rail corridor program under 
the Intermodal Surface Transportation Efficiency Act (ISTEA).  This program designated corridors 
in California, the Pacific Northwest, the Midwest, Florida, and the Southeast.   Section 1010 of 
ISTEA established a special program to fund safety improvements at highway-rail grade crossings 
on corridors that were �“designated�” as high-speed passenger rail corridors based on their present 
utility and their potential for future development.  Corridors were selected based on projected 
ridership, public benefits, and anticipated partnership of states, localities and the freight 
railroads.  In 1998, the Transportation Equity Act for the 21st Century (TEA-21) broadened the 
high speed rail program to include the Gulf Coast Corridor, the Keystone Corridor and the Empire 
Corridor.  In 2000, the Northern New England and South Central corridors were designated.  The 
South Central Corridor runs from San Antonio to Dallas/Ft. Worth to Texarkana and on to Little 
Rock as well as to Dallas/Ft. Worth north to Oklahoma City and Tulsa. 
 
The South Central Corridor consists of a hub at Dallas/Ft. Worth with spokes extending to 
Oklahoma City and Tulsa to the north, Texarkana and Little Rock to the east and northeast, and 
Austin and San Antonio to southwest.  Currently, Amtrak serves these cities with a single long-
distance train, the Texas Eagle and the Oklahoma Heartland Flyer train.  
 
The map below outlines the routes of ten (10) federally designated high speed rail corridors. 
 

 
Federally designated high-speed rail corridors
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Intercity Bus  
 
Greyhound Bus Lines on E. Magrill St. and Kerrville Bus Lines that operate schedules out of the 
Longview bus terminal provide intercity transportation with twelve daily schedules making 
connections at Dallas, Houston, Shreveport and Texarkana.  The connecting services allow 
passengers to travel to destinations nationwide as well as to Canada and Mexico.   Intermodal 
transfer is available with Longview Transit and London Cab.  The Longview Transit transfer point 
is one block north of the Greyhound Bus Lines terminal.  Taxi service is available upon request.  
Greyhound Bus Lines also provides package shipping service.  This service is referred to as 
Greyhound Package Express (GPX.)  GPX provides same day service (250 mile radius) and 
overnight service (500 mile radius).  GPX is unique in that it provides same day and overnight 
shipping services seven days per week. Source:  Rickey Skinner, Greyhound Bus Lines.  
For more information about Greyhound Bus Lines go to www.greyhound.com  
 
Intracity Public Transportation 

Americans took 10.7 billion trips on public transportation in 2008, the highest level of ridership in 
52 years and a modern ridership record, according to a report released by the American Public 
Transportation Association (APTA). This represents a 4.0% increase over the number of trips 
taken in 2007 on public transportation, while at the same time, vehicle miles traveled (VMT) 
declined by 3.6% in 2008, according to the US Department of Transportation. 

Public transportation use is up 38% percent since 1995, a figure that is almost triple the growth 
rate of the population (14%) and up substantially over the growth rate for the vehicle miles 
traveled (VMT) (21%) for that same period.  Source: American Public Transportation Association 
www.apta.com 

 
The East Texas Regional Coordination Public Transportation Plan 
 
A reliable and comprehensive public transportation network is vital to the residents of Texas, 
especially those who have no other means of transportation.  To ensure that available 
transportation resources are utilized as efficiently as possible, the Texas Legislature passed HB 
3588 in 2003, which amended the Texas Transportation Code to add Chapter 461 �– Statewide 
Coordination of Public Transportation.  Its overall purpose is to maximize transportation 
resources by coordinating services.  The intent of coordination is to eliminate waste, generate 
increased efficiencies, and further the state�’s efforts to reduce air pollution (Texas Statutes 
Transportation Code, 2006). 
 
The Texas Transportation Commission assigned development of regional transit coordination 
plans in compliance with Chapter 461 to the Regional Planning and Public Transportation Study 
Group.  The Study Group concluded that each region in the state, as defined by TxDOT Transit 
Region boundaries, should develop a regional coordination plan to present to the TTC in 
December 2006. 
 
The East Texas Regional Transportation Coordination Planning Steering Committee was formed in 
2005 to implement Chapter 461 of HB 3588.  The mission of the Steering Committee was to 
create and connect a comprehensive, flexible, and sustainable public transportation service 
throughout and beyond the 14 counties of State Planning Region 6.  The East Texas Regional 
Transportation Coordination Plan (the Plan) is the regional coordination plan for State Planning 
Region 6, which encompasses 14 counties in East Texas including Anderson, Camp, Cherokee, 
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Gregg, Harrison, Henderson, Marion, Panola, Rains, Rusk, Smith, Upshur, Van Zandt, and Wood 
counties. 
 
Section I of the East Texas Regional Coordination Plan provides an overview of HB 3588 and the 
purpose and need for the Plan.  The purpose and need is based on the existence of a large 
population of people in East Texas who depend on a �“comprehensive, flexible, and sustainable 
public transportation service�” to maintain their quality of life.  The purpose of the Plan is to 
identify a set of concrete actions and projects that will fulfill the mission of the Steering 
Committee by creating a framework to implement the six priorities officially adopted by the 
Steering Committee: 

1. People first, barrier free 
2. Multi-modal interconnectivity across the region 
3. Aggressive outreach and education to a broad base 
4. Increased and flexible funding 
5. Increased and expanded services 
6. Emergency planning and homeland security 

 
Section II of the East Texas Regional Coordination Plan provides background information on the 
East Texas region and a history of coordination activities.  The background information focuses 
on the geography, demographic data, and public transportation providers in East Texas, while 
the history of coordination activities describes both past and present coordination. 
 
Section III of the Coordination Plan describes the plan development process, including planning 
activities that occurred prior to the organization of the Steering Committee in 2005.  It then 
focuses on the process that has taken place to develop the Plan, including a description of the 
Steering Committee, consultants, and their roles in the process.  A summary of the other 
agencies that have participated in the development of the Plan is also included in this section of 
the document. Section III ends with a summary of public involvement activities, including a 
survey of agencies conducted by the East Texas Center for Independent Living, public meetings 
that took place in 2000 and 2001, agency and stakeholder meetings held in 2005, and the public 
involvement process associated with the development of the Plan.  This process included monthly 
Steering Committee Meetings and a series of five public workshops, and an agency survey. 
 
Section IV of the East Texas Regional Coordination Plan addresses the objectives and goals of 
the Plan and focuses on the six priorities identified by the Steering Committee. 
 
Section V of the East Texas Regional Coordination Plan includes subsections detailing the 
determination of needs, barriers and constraints, projects, and the evaluation process.   The 
determination of needs summarizes information obtained from public involvement, available 
demographic data, discussions with stakeholders, and documentation from previous planning 
efforts.  A Technical Memorandum on Transportation Needs was submitted to the Steering 
Committee in October 2006.  The Barriers and Constraints section of the Plan explains the 
differences between barriers and constraints and focuses on specific barriers in East Texas that 
were identified through the planning process. The Steering committee submitted a Technical 
Memorandum on Barriers and Constraints to the State in October 2006.  The purpose of the East 
Texas Regional Coordination Plan was to identify a set of concrete coordination projects to 
implement.  The Steering Committee identified a total of fifteen separate projects in Section V.  
They are listed below. 

1. Centralize vehicle maintenance for small providers. 
2. Bring all transit stops, train station platforms and approaching sidewalks up to 

compliance with ADA and TAS standards. 
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3. Establish transit centers to facilitate transfers among transit routes, especially between 
rural and urban service routes. 

4. Establish a local vehicle sharing program. 
5. Conduct targeted education and outreach to promote transit use. 
6. Conduct a training program for HHS agency staff about regional transit service available 

for their clients. 
7. Design, construct and implement a centralized call center, dispatching operation and 

information line or a phone routing system (bilingual and accessible). 
8. Establish volunteer programs to assist with transportation needs. 
9. Optimize use of Amtrak, Greyhound and Lone Star Coach. 
10. Provide business-sponsored shopping day and special event transit service. 
11. Conduct feasibility studies of specific new expanded transit services. 
12. Seek foundation grants to fund service expansion or vehicle purchases. 
13. Prepare a regional application for JARC and New Freedom funding. 
14. Implement an interagency automated fare card system. 
15. Create efficiencies by identifying and eliminating duplication of services where possible. 

 
Section V of the East Texas Regional Coordination Plan summarizes the process that was used to 
evaluate each project.  A Technical Memorandum on the evaluation process was submitted to the 
Steering Committee in October 2006.  This section of the plan explains the criteria that were 
used to evaluate each proposed project, as well as a matrix that was utilized as part of the 
evaluation process. 
 
Section VI of the East Texas Regional Coordination Plan addresses the Implementation Plan, with 
subsections addressing the role of the State, governments and organizations in East Texas, and 
the Steering Committee in implementing the Plan.  This section focuses on three key elements to 
successful implementation: cooperation, coordination, and consolidation.  Section VI also includes 
an implementation schedule and a summary of the coordination plan�’s relationship to federal 
planning requirements.  
  
 
FTA Section 5311 Rural Public Transportation 
 
The Federal Transit Administration Section 5311 Program funds transportation services for people 
residing outside urban areas. The East Texas Council of Governments (ETCOG) presently 
provides these services in the rural portions of Gregg, Harrison, Rusk and Upshur counties and on 
an average provides 3,818 trips per month. 
 
The non-urbanized areas under a population of fifty thousand are eligible for this grant.  The 
eligible recipients include state agencies, local public bodies, private nonprofit organizations, 
Indian tribes and groups, and operators of public transportation services.  
 
Kilgore College Ranger Ride Program 
 
The Ranger Ride transportation program started in August of 2008 by the East Texas Council of 
Governments for service between the Kilgore College campuses in Kilgore to the campus in 
Longview.  The program was created in part because of the $4 per gallon gas prices of 2008.  
Anyone can travel using Ranger Ride but Kilgore College students ride the twenty passenger bus 
for free with student ID.  The bus service is offered five days a week, Monday through Friday, 
and is only operational during semesters.  Currently Ranger Ride departs from the Longview 
Campus twice in the morning, at 6:40 a.m. and 7:20 a.m., and departs Kilgore three times in the 
afternoon, 12:30 p.m., 2:30 p.m. and 5:30 p.m.  Riders are picked up and dropped off at the 
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Kilgore Campus Devall Center and the bookstore at the Longview campus.  Since beginning 
operations the ridership has progressively increased every semester.     
 
FTA Section 5309 & 5310 Grant Funds 
 
The Section 5309 program provides funding for the establishment of new rail or busway projects 
(new systems), the improvement and maintenance of existing rail and other fixed guideway 
systems, and the upgrading of bus systems.  Capital assistance grants made to states and local 
agencies are funded up to 80% of the net project costs, unless the grant recipient requests a 
lower Federal grant percentage.  The Section 5310 program is a discretionary capital assistance 
program used to supplement the Section 5307 Longview Transit Program.  Section 5310 
authorizes funding for public transportation capital projects planned, designed and carried out to 
meet the special needs of elderly individuals and individuals with disabilities.   
 
FTA Section 5316 Job Access & Reverse Commute 
 
Section 5316 provides funding for local programs that offer job access and reverse commute 
services and provide transportation for low income individuals who may live in the city core and 
work in suburban locations.  States and designated recipients must select grantees competitively.  
In 2008, the East Texas Workforce Board was a recipient of Section 5316 funding and provides 
their clients trips on Longview Transit.   
 
Title III (Older Americans Act) 
  
In addition to Section 5311 transportation, ETCOG contracts with Minibus, Inc. to provide public 
transportation to area residents age 60 and over under the Title III program, also known as the 
Older Americans Act.  Source:  Texas Department of Transportation.   
 
FTA Section 5307 Urban Public Transportation 
 
Section 5307 is a grant for public transportation in an urbanized area with a population of fifty-
thousand and over. Funds are distributed by the Federal Transit Administration using a formula 
based on population and population density. This is the major federal funding source for 
urbanized transit projects, such as Longview Transit.   

 

Longview Transit 
 
Longview Transit, a fixed-route bus system, started hourly operations on March 17th, 2003 as a 
result of the recommendations of the Fixed Route Feasibility Study conducted by LKC Consulting, 
Inc. and the Mayor�’s Task Force on Public Transportation.  Longview Transit provides quality 
public transportation within the Longview urbanized area.  Six fixed routes operate on a flag stop 
basis meaning the vehicle can embark or disembark passengers anywhere along the route where 
it is safe.  Longview Transit offers riders a safe, clean, affordable and comfortable commute. 
Longview Transit has convenient hours of operation from 6:15 a.m. through 6:15 p.m. Monday 
through Friday, and from 7:15 a.m. through 5:15 p.m. on Saturdays.  
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Longview Transit Fare Schedule 

Adults 15 and older  $1.00 
Children 6-14 $0.75 
Children 5 and under (Must be accompanied 
by a paying passenger) 

Free 

Medicare, Seniors & Persons with disabilities 
(with Longview Transit Photo ID) 

$0.50 

Transfers (to complete one-way trip) Free 
 
 
Longview Transit also offers pre-paid discount rates with an Adult 10-Ride pass for $9.00 and a 
31-day monthly pass of $45.00.  Discounted fares are available with a Longview Transit 
Medicare, Senior and Disability (MSD) Pass.  All vehicles are ADA accessible and operators are 
trained in assisting and securing passengers in wheelchairs or other mobility devices. 
 
Longview Transit also operates a curb-to-curb demand response service for those with disabilities 
that are unable to use the fixed route bus service.  Approved clients can schedule individual trips 
within the same area and times service is provided by the fixed route system.   
 
Longview Transit has a fleet of eleven buses.  The Longview Transit Administration Offices are 
located at 908 Pacific Avenue, across from the Amtrak passenger rail station.  Longview Transit 
Ridership has risen slightly each year with substantial increased in July through October of 2008 
as gas prices neared all-time highs.  In 2003, Longview Transit�’s annual ridership was 69,400.  By 
2008, Longview Transit�’s annual ridership increased to 194,800, which is a 180% increase over 5 
years. 
   
 
 

 
 
 
 
 
 
 
 
 
 
 
 

Longview Transit Bus l 
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Longview Transit 
Fixed Route Ridership 

2003 – 2008 
 

 
 
 
East Texas Regional Command for Emergencies & Disasters 
 
In response to lessons learned during Hurricane Ike, the Longview/Gregg County Emergency 
Operations Center (EOC) recently entered into an agreement with the Governor�’s Division of 
Emergency Management to serve as the East Texas Regional Command (ETRC).  This new 
operational structure not only enhances response capability to coastal evacuations but will allow 
better service for local needs. 
 
The need to expand from the Longview/Gregg County EOC to become ETRC was identified during 
the response review period for Hurricane Ike, which took place in September 2008.  East Texas 
serves as an integral part of Texas�’ overall plan for coastal evacuation.   
 
As ETRC, Longview/Gregg County will host 2000 Special Needs Citizens from Beaumont and 
other coastal areas in the even of a hurricane impacting the Texas or Louisiana coast.  These 
2000 people will be transported to Longview by bus and will be housed at the Longview 
Fairgrounds in specialized tents, which include sleeping tents, dining tents, showers, restrooms, 
laundry facilities, infirmary, and pharmacy. 
 
East Texas Regional Command partners include the American Red Cross, Good Shepherd Health 
System, Longview Regional Medical Center, Longview Convention and Visitor�’s Bureau, Humane 
Society of East Texas, Texas Baptist Men, Baptist Child and Family Services, Texas Department of 
Public Safety, Texas Military Forces, Army National Guard, area churches, and local non-profits. 
 
Since 1999, the Gregg County area has been federally declared as a disaster area through FEMA 
on three occasions: 2000 Ice Storm, 2005 Hurricane Rita, and 2008 Hurricane Ike.  These 
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declarations resulted in eligibility for disaster recovery funds such as debris management in 
addition to funding provided for sheltering evacuees from coastal Texas.  While not federally 
declared disaster area, the Longview/Gregg County EOC provided extensive support and shelter 
for Katrina and Gustav evacuees. 
 
 
PUBLIC TRANSPORTATION SUMMARY 
RECOMMENDED PLANS, POLICIES, AND PROGRAMS 
 

 Investigate options for improving the efficiencies of bus routes and for increasing 
ridership within the Longview Transit fixed route system.   

 
 Review and analyze Longview Transit passenger data to determine system 

deficiencies and assess customer needs.   
 
 Investigate options for improving cost effectiveness of service within the 

Longview Transit Demand Response transportation program for the elderly and 
transportation disabled.   

 
 Support efforts and obtain funding for a multimodal transportation center to link 

Amtrak, Greyhound Bus lines, air service, Longview Transit, the rural transit 
program, the local taxi company, rental car companies, and other local and 
regional transportation providers.   

 
 Participate and support efforts of the East Texas Regional Steering Committee 

and the East Texas Regional Coordination Plan to connect a comprehensive, 
flexible, and sustainable public transportation service throughout and beyond the 
14 counties of State Planning Region 6.   

 
 Support efforts to expand daily passenger rail service in the East Texas region 

and support efforts to improve rail capacity in the East Texas region. 
 
 Support efforts to maintain passenger air service at the East Texas Regional 

Airport.  
 
 Participate and support efforts of the East Texas Regional Command for 

emergency operations during hurricanes and other natural disasters to ensure 
the safety and security of the transportation system and its citizens.  
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BICYCLE TRANSPORTATION PLAN 
 
 

 
Bicycling is a non-polluting, inexpensive form of transportation.  As an attainment area, Longview 
citizens can use bicycling as an alternate mode of transportation to reduce ozone pollution.  
Because it is inexpensive, bicycling can be a means of providing transportation to some 
individuals who cannot afford to buy, insure, and maintain an automobile.  The positive 
consequences of bicycling and walking as healthy modes of transportation can be expressed in 
terms of the health of the environment, as well as the health of those who are more physically 
active.  A transportation system that promotes bicycling can receive, in return, the benefits of 
reduced congestion and improved quality of life.  A bicycle plan can encourage bicycling and 
improve safety, which is a concern of both bicyclists and motorists.   
 
Goals for development of bicycle transportation are: 
 

 Encourage bicycling as non-polluting form of transportation. 
 

 Create a network of bicycle improvements that allow access to major destinations. 
 

 Enhance safety for bicyclists and motorists. 
 

 Improve accessory facilities for bicycles at destinations and intermodal points, such as 
public transportation facilities. 

 
The area has a number of avid cyclists, as evidenced by a very active Longview Bicycle Club and 
by various local bicycling events.   
 
Interesting Facts 
 
As per the National Survey of Pedestrian and Bicyclist Attitudes and Behaviors in an August 2008 
report, 43% of the total population in the United States over the age of 16 rode a bicycle at least 
once during the summer of 2006.  
 
The most common purposes of trips were for recreation or leisure (29%) and for exercise or 
health reasons (24%).  Fewer trips were made to run personal errands (14%), to go home 
(14%), and to visit a friend or relative (10%).  Just 5 percent said they used their bicycles for 
commuting to work or school.  The table indicates the percentage split. 
 

2006 Purpose of Bicycle Trips 
Recreation 29% 
Exercise or health reasons 24% 
To go home 14% 
Personal errands  14% 
To visit a friend or relative 10% 
Commuting to school/work   5% 
Other   2% 
Required for job   1% 

Source:  www.nhtsa.dot.gov 
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Safety 
 
Safety is a key concern in bicycling, both from the perspective of the motorist and the cyclist.  
Bicycle accidents are usually only reported when a motor vehicle is involved, and some sources 
estimate that this represents only about 10% of all bicycle accidents.  In many of the motor 
vehicle-bicycle accidents, the cyclist was at fault.  Part of the problem stems from the fact that 
bicycling is often considered a recreational activity, by both children and adults, and there is a 
lack of awareness of rider responsibilities when bicycling on public streets. 
 
Facility Types 
 
Several types of bicycle facilities exist to assist cyclist in many communities.  A bicycle plan may 
include one or more of these facility types. 
 

Bike Trails:   Bicycle or bicycle/pedestrian trails on a separate right of way from motor 
vehicles.  Bike trails are good for children and inexperienced riders, but are generally not 
preferred by expert riders, particularly if pedestrians are permitted on the facility.  Because 
trails require construction and right-of-way acquisition, cost per mile is relatively high.  Bike 
Lanes:  Bike lanes are separate, striped lanes on the same roadbed as motor traffic.  
Difficulties with bike lanes include limiting on-street parking, enforcement, maintenance, and 
safety problems at intersections where bicycle and vehicle turning movements conflict.  Costs 
include striping and signing, and are not as high as bike trail construction costs.   

     
Bike Lanes:   A bicycle lane is a portion of the roadway that has been designated by striping 
and pavement markings for the preferential or exclusive use of bicyclists.  It can consist of 
re-striping an existing road if sufficient lane width for vehicular traffic exists or it can consist 
of adding additional road width when widening or constructing new roads.  Most bicycling 
studies suggest that striping bike lanes on the roadway has a positive impact on the actual 
and perceived safety of the bicyclists.  Bike lanes support and encourage bicycling as a 
means of transportation.  Bike lanes help define road space, remind motorists to look for 
cyclists, and promote an orderly flow of traffic and increase the predictability of both 
motorists and bicyclists.  A recent study comparing roads with striped bike lanes and with 
wide outside lanes, confirmed that in addition to creating more orderly traffic flow, the 
striped lanes encouraged safer behavior by cyclists.  Cyclists using the roads with a striped 
bike lane were less likely to ride on the sidewalk, were less likely to ride against the flow of 
traffic, and were more likely to obey stop signs and signals.  Riding on the sidewalk, riding 
against traffic, and failing to stop or yield at intersections are by far the most significant 
causes of bicycle and motor vehicle crashes.  The installation of bike lanes is the highest cost 
option when comparing the three bicycle facility types, and is the option generally preferred 
by serious cyclists.  Source:  www.bicyclinginfo.org 

 
Bike Routes:  Based on a "shared roadway" concept, bike routes are numbered and marked 
by signs.  The signs improve bicycle safety by alerting drivers to the likely presence of 
bicyclists.  Cyclists do not have an exclusive right-of-way, and must follow all existing rules of 
the road.  The existence of bike routes does NOT preclude cyclists from using other public 
roads.  Costs include only signage, maps and promotional materials.   

 
 
Recommendations of the Longview Bicycle Club 
 
A public meeting was held in June 2004, which focused on the Public Transportation Plan, the 
Bicycle Plan and the Pedestrian Plan of the Longview Metropolitan Transportation Plan.  Several 
members of the Longview Bicycle Club attended and were asked by City Planning staff to 
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prioritize the major street and highway projects in the current Metropolitan Transportation Plan, 
in regards to which roads would they prefer to ride on, if bike lanes could be feasibly installed.     
 
The Longview Bicycle Club made the following recommendations:   
 

High priority projects for the installation of bike lanes: 
State Highway 42 
Loop 281, from Harrison Rd. to US 259 
FM 2208 (Alpine Rd.) 
FM 2275 (George Richey Rd.) 
Bill Owens Pkwy. North (extension to Graystone Rd.) 

 
 Medium priority projects for the installation of bike lanes: 
  FM 2206 (Harrison Rd.) 
  Loop 281, Estes Pkwy. to FM 2206 
  US 80 
  Hollybrook Dr. 
  Silver Falls Rd. 
 
 Low priority projects for the installation of bike lanes: 
  SH 149/SH322 
  SH 300 (Gilmer Rd.) 
  Bill Owens Pkwy. South & Lake Lamond Rd. 
  Branch St. 
  Dundee Rd. 
  Magnolia Ln. 
  Reel Rd. 
  Spring Hill Pkwy. 
   
 
Existing Trails 
 
The City of Longview Parks and Recreation Department�’s Trail System encompasses both Linear 
Trails and Small Loop Trails.  Built in the 1970s and rehabilitated and expanded in the 1990s, the 
�“Cargill-Long Trail�” extends from U.S. Hwy. 80 at the southern trail head north to Loop 281 and 
ends at the parking lot on North 4th Street.  At nearly 3 miles in length, this National Recreation 
Trail (as designated by the Department of the Interior) is currently Longview�’s longest linear trail.  
The trail is constructed on an abandoned railroad corridor.  The trail has benefitted from 1994 
Transportation Enhancement Funding, a National Recreation Trail Grant and was a City of 
Longview Capital Improvement Project.   The Paul G. Boorman Linear Trail Phase 1 opened to 
the public in 2007.  Funded with an 80/20 Transportation Enhancement Grant, the 1.25 mile 
concrete trail goes north from U.S. Hwy. 80 to Fairmont Street and encompasses Lois Jackson 
Park.  Phase 2 of the Trail is funded with construction beginning in 2009.  Phase 2 will continue 
the Trail to the north from Fairmont to Loop 281 following the Grace Creek Corridor.  Total length 
of the trail will be approximately 3 miles.  Other linear trails located within individual parks 
include:  Akin Trail in Akin Park (3/4 mile), Guthrie Trail in Guthrie Park (1.25 miles), and 
Julieanna Trail linking Julieanna Park, Ward Park and McWhorter Park (3/4 mile.)  Small Loop 
Trails are also located within the Park System.  Broughton Trail in Broughton Park (1/4 mile), 
Hinsley Trail in Hinsley Park (1/4 mile), McWhorter Trail in McWhorter Park (3/4 mile), Spring 
Creek Trail in Spring Creek Park (1/4 mile), South Ward Trail in South Ward Park (1/4 mile), and 
Teague Lake Trail in Teague Park (1/4 mile). 
 
The development of Longview�’s Trail System continues to be a priority of citizens.  The 1998, 
2004 and 2009 Parks, Recreation and Open Space Master Plans all indicate that �“Paved Walking 
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and Biking Trails�” are in demand.  The 2009 Master Plan survey results show that the number 
one priority of 57% of survey respondents is the desire for additional trails.  As a result of this 
information, the City of Longview will continue to work to develop the Master Trail Plan. 
 
 
BICYCLE TRANSPORTATION SUMMARY 
RECOMMENDED PLANS, POLICIES, AND PROGRAMS 
 
 

 Explore opportunities to provide additional width for bicycle lanes in plans for building 
new roads or widening existing roads, whenever feasible. 

 
 Extend the off-road bicycle trail system and secure Transportation Enhancement funding 

for additional sections, if possible. 
 

 Support safety education efforts through Safety City and other safety programs. 
 

 Support the Longview Police Bicycle Patrol Program and Community Policing efforts to 
encourage bicycling and improve bicyclists�’ safety.  
 

 Encourage the inclusion of bicycle racks or storage facilities during design, improvement, 
or renovation of public buildings. 

 
 To improve multi-modalism (multiple modes of transportation); include bicycle access 

and storage facilities in the plans for a transportation multi-modal center. 
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PEDESTRIAN TRANSPORTATION PLAN 

 
The dominance of the automobile has dictated the form of most new development since World 
War II.  As automobile availability became near-universal in this country, consideration of the 
need for sidewalks and pedestrian access declined.  Longview is no exception.  Only about 30 
miles of sidewalks exist within street rights-of-way.  A large concentration of these sidewalks are 
located downtown, and nearly all the remainder are in South Longview.  The part of Longview 
north of US 80, most of which was built in the last 30 years, has almost no sidewalks. 
 
The resurgence of interest in energy conservation and clean air has helped turn the focus back 
on planning for pedestrian facilities.  Because of the concern for cleaner air, it is important to 
encourage this non-polluting, healthful form of transportation whenever possible.   
 
Safety is a primary concern for pedestrians.  The most obvious safety problem relates to the 
danger inherent in an automobile-pedestrian accident.  When examining accidents involving a 
vehicle and a pedestrian between 2006 and 2009; out of 115 accidents reported, only nine 
pedestrians escaped injury.  Three were fatally injured.  A large number of accidents happened 
when pedestrians attempted to cross a street mid-block.  This suggests that education may help 
improve safety, but physical improvements to crossings may encourage people to avoid jay-
walking as well.  Personal safety is also a concern for pedestrians.  A car is perceived as affording 
some measure of individual protection.  Programs to decrease crime may also serve to increase 
the inclination of the public to walk rather than drive on short trips. 
 
The Longview Comprehensive Park, Recreation, and Open Space Master Plan, conducted by 
Bucher, Willis and Ratliff Corp., consultants, was formally adopted in October 2009.  One 
component of the Master Plan, a random household survey, was conducted in the spring of 2009 
to determine the opinions and needs of the community.  The citizens of Longview sampled in the 
survey identified the most important type of parks and recreational facility needed was a 
hike/bike/walk trail.  The City�’s Master Trail Plan recommends the use of additional linkage 
opportunities such as utility easements and rail corridors to connect existing and future parks, 
schools, businesses and other significant destinations. Currently, there are approximately 5 linear 
miles of existing bike/hike trails and 7 linear miles are proposed.  
 
The most recent additions to Longview�’s Trail System are the Paul G. Boorman Trails which are 
located along Grace Creek between U.S. 80 and Loop 281.  The City of Longview applied for and 
was awarded federal Transportation Enhancement Program funds for the construction of the 
Phase 1 of the Paul Boorman Trail (between U.S. 80 and Fairmont St.) which was open to the 
public in 2007. The City of Longview funded Phase 2 of the Paul Boorman Trail (between 
Fairmont St. and Loop 281) and trail construction began in the summer of 2009.   
 
 
Pedestrian Circulation Networks 
     
Pedestrian circulation networks include primary routes and residential access walks.  Primary 
pedestrian routes generally span a long distance from their beginning to ending points.  Primary 
routes serve as transportation routes by accessing traffic generators, such as stores, schools, 
employment and business areas.  Most often, primary routes are located within the right-of-way 
of major arterials.  There are few primary pedestrian routes existing in Longview.  Improvements 
to US 80 in 1991 included sidewalks along both sides of a six-mile section of that facility, forming 
the longest continuous primary pedestrian route in the area.  In the early 1980's, asphalt 
sidewalks were installed along sections of High Street, Fourth Street, and Martin Luther King Jr. 
Blvd.  These asphalt walks are discontinuous and in generally poor repair. Concrete sidewalks 
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were installed in conjunction with the Spur 63 (McCann Rd.) widening project (Loop to Hawkins 
Pkwy.), the FM 2208 (Alpine Rd.) widening project (US 80 to US 259) and the Spur 502 (Judson 
Rd.) widening project (north of Loop 281). 

 
Another type of primary route is the "bike-hike" trail.  Longview presently has about five miles of 
these trails, which exist on a separate right-of-way from automobile traffic.  The longest of these 
trails is the three mile Cargill-Long Trail which extends from US 80 north across Hollybrook along 
an abandoned rail corridor and ends on Fourth St.  Additionally, the Paul G. Boorman Trail which 
runs along Grace Creek has 1.25 miles of trail currently being utilized with an additional 2 miles 
planned. 
 
There are very few residential access sidewalks in Longview.  Developers have been required to 
build relatively wide residential streets as they build new subdivisions, but are not required to 
build sidewalks.  Though the wide streets afford some measure of pedestrian safety in 
comparison to narrow streets, pedestrians are not as safe as they would be on separate walks.   
 
Existing Facilities 
 
Existing facilities need to be maintained and improved.  Pedestrian facilities include ramps, 
warning signals, crosswalks, and signal pushbuttons as well as sidewalks.  Time-controlled 
overhead flashing signals were installed on major arterials near schools in 1990, and another set 
was installed in 1994 on Hawkins Parkway near Longview High School.  City of Longview has 
scheduled projects in the Capital Improvements Program for meeting ADA requirements and 
improving pedestrian facilities. 
 
Connections with Other Modes 
 
Frequently overlooked in transportation planning is the fact that nearly every trip is multi-modal.  
We walk from house to car, from parking lot to store or business.  Pedestrian access to other 
modes of transportation needs to be considered as development occurs. This includes Longview 
Transit, the rural public transit program, major parking lots, etc.  Improvements to all of these 
modes of transportation are necessary to provide a safe and efficient transportation network. 
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PEDESTRIAN TRANSPORTATION SUMMARY 
RECOMMENDED PLANS, POLICIES, AND PROGRAMS 
 

 Encourage sidewalks in plans for building new roads, widening roads and along 
Longview Transit bus routes, whenever possible, particularly in high-traffic areas. 

  
 Continue the development of bike-hike trails along drainage ways throughout the City.   

 
 Review of Subdivision Regulations by the Longview Planning & Zoning Commission to 

consider requiring sidewalks in future developments.   
 

 Maintain existing facilities and improve them to meet requirements of the Americans 
with Disabilities Act and other pedestrian needs.  

 
 Evaluate pedestrian facilities in high-use areas, particularly schools, and make 

improvements as funding permits.   
 

 As Longview Transit plans develop, consider pedestrian access to stops and transfer 
points, and plan improvements as needed. 

 
 Encourage pedestrian safety education through the Safety City program and other 

channels. 
 

 Support Neighborhood Watch programs, the Police Bicycle Patrol program, and 
Community Policing efforts to improve pedestrian security.  
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MAINTENANCE PLAN 
 

 

Pavement Management 
 
The cost of streets and pavement represent a large portion of the taxpayers�’ investment in 
transportation infrastructure. Protection of that investment through adequate maintenance 
should be a high priority. Unfortunately, the process of pavement deterioration is sometimes not 
understood by those in decision-making capacity. Faced with the difficult task of apportioning 
limited funds, street maintenance budgets have been cut in some communities, particularly in the 
important category of preventive maintenance. But savings accrued in the short term by 
deferring maintenance are obliterated in the long run by extremely expensive rebuilds and 
overlays.  
 
Pavement Life Cycle 
 
Pavements typically have a design life of about twenty years. Though the deterioration process 
begins immediately, the surface generally remains in good riding condition for about fifteen 
years. After this, the process of deterioration accelerates quickly. The pavement reaches a critical 
point at which the materials no longer hold together. As water permeates the subbase through 
cracks, the ability of the surface to carry weights declines, intensifying the surface cracking. 
Within about five years, the condition drops from fair to poor, then plunges quickly to the failure 
point.  The chart below illustrates the pavement life cycle. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The critical question is this: at what stage in the pavement life cycle is maintenance most cost 
effective?  Is it less expensive on an annualized basis to perform frequent minor maintenance 
before cracks appear?  Or to wait until the pavement fails and reconstruct the surface? Studies 
have shown that the annualized cost of performing preventive maintenance in the form of seal 
coats and timely overlays are about one quarter of the annualized cost of rehabilitating failed 
pavements.  Simply stated, this means that each year, it costs as much to rehabilitate one road 
as it costs to prevent four roads from needing rehabilitation next year.   
 

Pavement Life Cycle
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In practice, this means that the immediate highest priority for the street maintenance budget 
should be to protect the taxpayers' investment in pavement infrastructure by practicing low-cost 
preventive maintenance to those streets in good to fair condition.  Rehabilitation of streets rated 
poor to very poor should be part of a planned program to bring those streets up to standard 
without cutting into the preventive maintenance budget.  Over a period of years, this will result in 
an overall higher quality of pavement condition.  At times, implementation can be politically 
difficult.  Public perception may be that "we're spending money to fix roads that are okay, and 
ignoring those that are falling apart".  Support of elected officials and public education are critical 
in effecting a sound pavement management policy. 
 
Inaugurating a comprehensive pavement management strategy involves several steps: 
 

1.  Develop a comprehensive database of existing street data. 
2.  Evaluate the surface condition of each segment after winter damage. 
3.  Determine the appropriate type of maintenance needed. 
4.  Examine various funding scenarios and conduct long-range planning. 
5.  Review and refine street construction specifications. 
6. Adhere to the planned maintenance strategy in the face of public and political pressure       
to fix failed surfaces instead of preventing future failure. 

 
The City of Longview maintains 956 lane miles of pavements, with an asset value in excess of 
$500,000,000. About 53% of the streets within the Longview Metropolitan Area are maintained 
by the City of Longview.  Another 15% are maintained by the Texas Department of 
Transportation.  Gregg and Harrison Counties maintain 22%.  In Gregg County, the County 
Commissioner determines road maintenance for each precinct.  Maintenance in Harrison County 
is under the County Engineer.  The City of White Oak maintains 6% of the streets in the 
Metropolitan Area, and about 1% are privately owned and maintained. 
 
The Longview MPO laid the foundation for a pavement management system for the City of 
Longview in 1985 with the development of the Street Survey database. The database includes a 
record for each street segment in the metropolitan planning area. Within the City of Longview, 
about one-fourth of the streets are maintained by the Texas Department of Transportation, 
which maintains a statewide Pavement Management system of its own to determine priorities 
and strategies. Oil-dirt streets, comprising about 3.5% of the total, are maintained cooperatively 
by the City of Longview and Gregg County. Most of the remaining streets and asphalt are 
maintained by the City of Longview under the pavement management system.  
 

Pavement Management System 
 
In June 1997, the pavement evaluation system was modernized and replaced with a high tech 
pavement management system. Using Metropolitan Planning Organization Federal PL 112 funds, 
the Longview MPO and the City�’s Public Works Department jointly contracted with Stantech, Inc. 
(formerly ITX Stanley), to use state-of-the-art equipment to inventory the street pavement 
conditions, enter pavement data into a database software program, identify deficiencies and 
recommend a pavement management plan to address the city�’s maintenance needs. The 
previous Street Survey database was used as a foundation for this endeavor. Stantech staff 
surveyed 360 miles of city maintained asphalt streets and conducted an ultrasonic analysis of 
pavement surfaces utilizing a specially equipped van.  
 
The system has flexible report generation capabilities allowing sorting and filtering of data to be 
reported.  Report types include sectional attribute reports; maintenance needs reports, financial 
analysis reports and performance histograms. Reports can provide priority listings indicating the 
pavements in order of best to worst, or worst to best pavement conditions. In the priority-
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programming mode, the user specifies the budgets expected for each year within the specified 
programming period and the software determines how these annual budgets should be spent to 
maximize the benefits.  The pavement management software is capable of establishing a five-
year maintenance program based on the amount of city-appropriated funds and the desired 
overall pavement performance. The Public Works Department staff routinely updates the 
database, as streets are seal coated and overlaid.  
     
The current program, Roadmatrix, is currently funded through the general funds.  The City�’s 
Public Works and Engineering department maintains the inventory of all City maintained streets.  
The street rating based on the pavement quality index rates the streets from worst to best. The 
PQI or pavement quality index is a scale from 0 to 100. The three factors that give the PQI value 
are riding comfort, surface distress, and structural adequacy. The riding comfort measures 
smoothness of the road by checking for any bumps, dips and depressions. The surface distress 
measures the surface defects such as cracking and aging. Lower traffic streets tend to age faster 
as flexible pavements need regular traffic to maintain resilience. Structural adequacy measures 
the strength of the pavement and underlying foundation. This factor is important for heavier 
traffic streets or those that have more truck traffic.  
 
Previously, city streets with no recent preventive maintenance activities were visually inspected 
on an annual basis. The method of maintenance to be performed was determined by the 
inspector based upon his experience. The street rating or PQI informs us about the action that 
needs to be taken with respect to the street condition. For instance, if a street has a good riding 
comfort rating, a good structural adequacy rating, and a poor surface distress rating, the 
maintenance activity would be a seal coat or if a street has a poor riding comfort rating, a good 
structural adequacy rating, and a poor surface distress rating, the maintenance activity would be 
an overlay. Similarly, if all the ratings were poor, the street would be beyond maintenance and 
would need to be reconstructed.  
 
The graph below illustrates the inventory of all streets in the City of Longview with an average 
street rating of 61 for the year 1999. After improvements were made, the rating increased to a 
score of 83 in the year 2009.  
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The funding budget for maintenance projects is determined using two types of models. The first 
is a �“needs�” driven model and the second, a �“budget�” driven model. The needs model output 
assumes unlimited resources are available and a budget model output assumes an input budget 
and applies the budget to the most pressing and cost beneficial needs. Both models were 
presented to Longview City Council for fiscal years 2002 through 2010 with an aggressive level of 
service and a moderate level of service. City Council approved the budget driven model with a 
moderate level of service for fiscal years 2002 to 2010. The table below lists the allotted funding 
for the fiscal years 2002 through 2010.         

 
 

Budget Model – City Streets 2002-2010 
         

Fiscal Year   Moderate Level of Service Aggressive Level of Service 

    2002/2003 $700,000 $2,000,000 

    2003/2004 $700,000 $2,000,000 

    2004/2005 $750,000 $2,000,000 

    2005/2006 $800,000 $2,000,000 

    2006/2007 $1,000,000 $2,000,000 

    2007/2008 $600,000 $2,000,000 

    2008/2009 $600,000 $2,000,000 

    2009/2010 $800,000 $2,000,000 

 
 
 
 
MAINTENANCE PLAN SUMMARY 
RECOMMENDED PLANS, POLICIES, AND PROGRAMS 
 

 Continue plans to fund the City of Longview�’s annual street maintenance at a moderate 
level of service. 

 
 Maintain the City of Longview�’s Pavement Management System to target maintenance 

needs and strategies. 
 
 Continue to monitor pavement design standards and improve as needed. 

 
 Reconstruct oil/dirt streets to asphalt as funding is available.    

 
 Participate in the Bridge Management Systems as needed.  

 
 Participate in the Federal-Aid Bridge Replacement Program to upgrade and replace 

eligible bridge structures as needed. 
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FINANCIAL PLAN 
 
 
 
Project costs are itemized in the spreadsheets found on the following pages.  The Financial Plan 
Summary summarizes the costs and projected funds for the projects in the twenty-five year 
period.  The Financial Plan Summary compares costs by category, and shows that projected 
funds will be adequate for future needs based on the stated assumptions.   
 
The purpose of the Financial Plan is to evaluate the resources of the community to build and 
maintain transportation facilities. It is based on an analysis of past funding, expected funding 
from federal, state and local sources and projected needs. The Safe, Accountable, Flexible, 
Efficient, Transportation Equity Act:  A Legacy for Users (SAFETEA-LU) is the congressional 
transportation bill.  SAFETEA-LU requires that the financial plan �“demonstrates the consistency of 
proposed transportation investments with already available and projected sources of 
revenue�….all cost and revenue projections shall be based on the data reflecting the existing 
situation and historical trends.�” (23 CFR Part 450, Section 450.322). To summarize, the long term 
transportation plan must be �“financially constrained�” which demonstrates the projected revenue 
will be available to fund the projects in the long-term transportation plan for the Longview 
Metropolitan Area. 
 
The expenditures for the Metropolitan Transportation Plan are financially constrained by the Year 
of Expenditure requirements of SAFETEA-LU.  This financial constraint is based on an analysis of 
past funding, expected funding and expected needs. 
 
 
Total Project Costs and Year of Expenditure 
 
In accordance with SAFETEA-LU, the Metropolitan Transportation Plan (MTP) contains the Total 
Project Costs and Year of Expenditure dollars for each project.  The revenues and expenditures 
for the Metropolitan Transportation plan are financially constrained by the Year of Expenditure 
requirements of SAFETEA-LU.  The Total Project Costs are provided to detail the parts of each 
projects, such as:  preliminary engineering, right of way purchase, utility relocation and, in the 
case of transit projects:  operating, planning, maintenance and capital.  The Year of Expenditure 
or the year in which construction project or a transit project is anticipated and their associated 
inflated costs, have been identified for all projects.  An annual inflation rate of 4% was applied to 
all projects.  The revenues and expenditures address the construction or implementation of 
highway and public transportation projects, as well as address the operation and maintenance 
needs of the existing transportation system and public transportation systems.    
 
The spreadsheets, which follow this narrative, identify the Total Project Costs and Year of 
Expenditure dollars for the projects within this Metropolitan Transportation Plan (MTP).    In the 
case of the public transit program, the year in which major capital purchases or construction, 
such as buildings and facilities has been identified in the applicable spreadsheets.    The planning 
staff must account for cost escalation as part of the fiscal constraint determination.  It is 
understood that future revenues may not grow at the same rate as construction expenses costs 
are subject to inflation over the twenty-five year window, therefore, project reductions or change 
in project scope, over time, may be needed.  While reviewing the MTP for financial constraint, 
the Longview Metropolitan Planning Organization�’s Technical Committee found it most 
challenging to address the mobility and maintenance needs of the area. 
 
Continued cooperative regional transportation planning will be required to explore and implement 
ways to address the increasing transportation needs of the Longview area.   New or additional 
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funding sources will be considered to assist with the traditional streams of funding.  Public and 
private partnerships will be explored to address the transportation needs of the area.  Pass-
through financing, comprehensive development agreements, North East Texas Regional Mobility 
Authority funding sources and other innovative funding will be considered to make up the 
funding shortfall.   

 

State and Federal Funding 
 
No discussion of highway funding would be complete without an explanation of the multifaceted 
factors which currently deplete funding for the Longview area.  These factors severely affect the 
ability for the Longview area to receive state and federal mobility funding for highways.  With gas 
tax revenues declining and construction cost fluctuations, it is becoming more difficult to pay for 
new highway construction.   
 

 Declining gas tax revenues.  Over the next two decades, fuel consumption will 
decrease because of the impact of increased fuel efficient vehicles, even though 
there will be an increase in the driving population.  More fuel efficient vehicles are 
good because they improve the quality of our air and motorists save money at the 
pump.  Due to the economic downturn in 2008 & 2009, the recession has created a 
decrease in truck shipments and Americans are driving less.  As fuel consumption 
decreases, so do gas tax revenues.  The federal gas tax is currently 20 cents per 
gallon.  The last increase in the federal gas tax was in 1993.   

 
 The uncertainty of federal funds.  The National Highway Trust Fund experienced a 

zero balance in 2008.  The fund is being depleted because the estimated outlays 
exceed the revenues.  The last increase in the federal gas tax was in 1993.   A grave 
challenge faces Congress to remedy the highway funding problem.  Another issue 
affecting federal funding is federal rescissions, in which previously promised Texas 
highway funding is retracted.  In 2006 & 2007 a total of $666 million was rescinded.  
The rescissions are a result of other federal needs, such as the Iraqi War, Homeland 
Security and Hurricane relief and other natural disasters.  In 2008 & 2009, an 
unprecedented $2.9 billion was rescinded.   

 
 The movement of state transportation dollars to pay for other state priorities.  Over 

time, diversions in the state gas tax have been moved from the State Highway Fund 
to pay for other priorities such as education and the Texas Department of 
Transportation.  Out of the 20 cents per gallon gas tax, 5 cents goes to education 
and 4 cents goes to the Department of Public Safety, which leaves 11 cents per 
gallon for transportation.  The last increase in the state gas tax was in 1991. 

 
 The impact of inflation.  Inflation has rapidly driven construction costs at an 

unprecedented rate.  Between, 2002 and 2007, in only five years, highway 
construction costs have increased 62%.  The volatility of inflation creates a level of 
uncertainty.  As a result, the years in which future projects are constructed or 
implemented could change.  This results in, yet, another problem:  the longer 
projects are postponed, the higher the project cost becomes.   

 
 The need to increase funding for maintenance.  Texas highways are showing the 

wear and tear of more traffic.  Some of the highway mobility funding was 
redirected into the pavement maintenance fund to meet the increased need 
throughout Texas due, in part, to the droughts of 2005 & 2006.  It is important to 
preserve and maintain the existing transportation system without compromising it.
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Major Street and Highway Plan and the Maintenance Plan 
 
Federal and State Funding - The revenue projections are in this Plan consist of funding 
amounts which are reasonably expected to be available for the twenty-five year planning horizon.  
For the Major Street and Highway Plan, a total of $102 million is the estimated total funding for 
state and federal mobility projects for the upcoming twenty-five years. The total of $102 million 
is one-third less than the total for the previous Plan.  The $102 million is primarily based upon 
recent developments which have lead to the uncertainty of future federal funding.  It is also 
based upon the funding forecast from the 2010-2019 Unified Transportation Program, other 
categories of anticipated funding, such as legislative earmarks, District and Commission 
Discretionary funding and funding from Category 3, Urban Area Corridor Projects.  The Longview 
Metropolitan Planning Organization Technical Committee discussed and reviewed the funding 
forecast at several Technical Committee meetings in September 2009.  The Committee concurred 
with the amount of $102 million as the reasonably expected funding for the Major Street & 
Highway projects for the twenty-five year term.   For the development of the federal and state 
funding forecast for the Maintenance Plan, an annual average percentage of the Tyler District 
maintenance funds (preventive maintenance and preventive rehabilitation projects) spent within 
the Longview Metropolitan Area was determined by the Technical Committee to be $64 million, 
given recent economic and funding crises.  This methodology was also utilized to predict the on 
and off-system bridge program funding which is included in the Maintenance Plan.  The $64 
million represents a greater than 50% reduction compared to the previous Maintenance Plan.   
 
For categories that are non-bank balanced programs, in which projects are selected upon a score  
or index, an average per year value was obtained and multiplied by twenty-five to derive 
forecasted funding.  Federal funding is subject to specific type of allocations and sub-allocations. 
 
Local funding - Forecasted funding levels for city-funded projects were derived by researching 
historical expenditure trends, the bond elections of 1994, 1998 and 2007 and the expected future 
funding levels.  The Longview Metropolitan Planning Organization Technical Committee reviewed 
the funding forecast at several Technical Committee meetings in September 2009 and concurred 
with the figure of $57 million as the reasonably expected funding forecast for the Major Street & 
Highway projects. 
 
Appendix G:  The Illustrative List of Projects contains a list of unfunded Major Street and 
Highway projects; which are projects identified as needs, but are not expected to be funded 
within the twenty-five year planning horizon. With revenues declining, it is becoming more 
difficult to pay for new highway construction.  Other funding, such as innovative financing will be 
explored.     
 
 
Public Transportation Plan 
The projected expenses for Longview Transit fixed route/demand response projects of 
operations, planning and capital were derived from an annual average of the 2008 -2011 
Transportation Improvement Program (the short-term plan).  The annual average for the 
categories of operating, capital and planning expenses was multiplied by 25 for the twenty-five 
year time frame of the plan.   An inflation factor of 4% per year was then applied to the twenty-
five year figure.  Total project costs were calculated for major capital purchases, such as 
buildings, transit facilities and major fleet expansions.  Total project cost is not required for the 
types of expenses such as operating, planning and minor capital purchases.   
 
Given current inflation rates and the uncertainty of future federal funding, it is fairly certain there 
will be a funding gap between the expenditures and revenues for the twenty-five year term. The 
funding gaps are identified on page 76 under �“the amount the public transportation program 
must be reduced to match projected revenues�”.  Current apportionments, which have stayed 
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relatively the same during the previous five years, are not increasing enough to cover the ever-
increasing rate of inflation.  Strategies to address the funding gaps might be to reduce service 
hours and routes, to reduce the rate at which buses are replaced or to generate additional 
revenue through advertising, fare increases, explore other revenue generation methods or 
increase local funding to the transit program.   
 
 
Traffic Operations, Bicycle, Pedestrian and Maintenance Plans 
A twenty-five year projection of federal and state revenue funding was calculated based upon  
a combination of historical funding since 1994, future projects from the current four-year 
Transportation Improvement Program, the ten year Unified Transportation Program (UTP) and 
expected future district allocations.   
 
 
Operations and Maintenance 
The Financial Plan includes systems-level estimates of costs and revenue sources for adequately 
operating and maintaining the facilities.  The operations and maintenance costs are found in the 
spreadsheets that follow this section, titled Maintenance, Traffic Operations, Bicycle, Pedestrian, 
and Public Transportation Plans.  Highway preservation is a top priority for Texas.  The integrity 
of the existing highway system should not be allowed to deteriorate.  Maintaining the public 
transportation transit system buses, building and program is important as well.  The revenues 
and expenditures address the construction or implementation of transportation projects, as well 
as address the operation and maintenance needs of the existing transportation system and public 
transportation systems. 
 
The maintenance revenue projections for future state and federal funding are based upon 
historical data since 1995 for these types of improvements:  signal modernizations, general signal 
improvements, pavement rehabilitation, pavement microsurfacing, sealcoating, overlays, 
replacement of bridges, replacement of bridge approaches and upgrading to standards.   
 
Inflation rate 
An inflation rate of 4% per year was applied to the project costs in the Financial Plan.  
 
Local funding 
Basic and preventive maintenance, including overlays, seal coats, patching, and other 
maintenance activities are funded through the City's General Fund.  General Fund revenues 
primarily consist of property taxes, the local option sales tax, licenses, permits and fees. Future 
construction projects will not be possible without another bond election.  Forecasted funding 
levels for city-funded projects were derived by researching historical expenditure trends, the 
bond elections of 1994, 1998 and 2007 and the expected future funding levels. 
 
Maintenance project estimates for the City of White Oak were based upon previous historical 
expenditures.  An annual average was obtained from the total amount spent on maintenance in 
White Oak from 2005 through 2009, which was divided by five, then multiplied by twenty-five to 
derive a total estimate for the twenty-five year planning term.   An inflation factor of 4% per year 
was applied to the twenty-five year estimate.   
 
Most of the road and bridge funding for Gregg and Harrison Counties is spent outside the 
Metropolitan area.  No historical information on funds spent solely within the Metropolitan area is 
available.  Gregg and Harrison Counties maintain approximately 150 lineal miles of roads within 
the Longview Metropolitan Area, representing approximately 15% of the 1023 total miles.  To 
estimate the available funds for maintenance for the planning period, fifteen percent of the total 
twenty-year projection for road and bridge expenditures was used.  Funds for road and bridge 
expenditures for the counties are derived from general tax revenue.  
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APPENDIX A 
METROPOLITAN PLANNING PROCESS: EIGHT BROAD AREAS 

 

 
 
Metropolitan transportation planning regulations are outlined in 23 CFR Part 450 PL 300-338, the 
Safe, Accountable, Flexible, Efficient, Transportation Equity Act: A Legacy for Users (SAFETEA-
LU) identifies eight broad areas which must be considered, if applicable, in the metropolitan 
planning process.  These broad areas and the manner in which they have been addressed are 
outlined below. 
 
1. Support the economic vitality of the metropolitan area, especially by enabling 

global competitiveness, productivity, and efficiency 
 

 Seek Hazard Elimination System (HES) funding annually to secure additional 
funding for roadway projects. 

 
 Continue the use travel demand modeling to reliably and accurately predict 

future traffic on the major street and highway system. 
 

 The adoption of a long-term transportation plan ensures that transportation 
projects are planned in a comprehensive, continuous and complete manner. 

 
 Explore, consider and evaluate the implementation of Intelligent Transportation 

Systems (ITS) within project development when feasible. 
 
2. Increase the safety of the transportation system for motorized and non-

motorized users 
 

 Administer a safety management program to continue to identify hazardous 
locations and recommend improvements. 

 
 Support safety education efforts of Safety City and other safety programs as a 

means to educate nonmotorized users of the transportation system. 
 

 Support the Longview Police Bicycle Patrol Program and Community Policing 
efforts to improve bicyclists safety. 

 
 Continue to promote regulations that will enhance access, consolidate driveway 

movements and increase safe operation of the City�’s arterial street system. 
 

 Conduct signal timing and phasing optimization studies, and implement signal 
synchronization and progression plans for the City�’s street network to increase 
safety and mobility. 

 
 Conduct traffic studies at targeted locations to determine the need for capacity 

improvements such as turning lanes, channelization, one-way operations, grade 
separations, etc. 
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3. Increase the security of the transportation system for motorized and non-
 motorized users 
 
          Longview�’s emergency operation center is the East Texas Regional Command  
  Center for the area.  Longview is one of only two regional commands in Texas.   
  The regional command center is the hub for maintenance on vehicles, such as  
  buses, that bring natural disaster evacuees to this area.  
 
           Longview is the evacuation site for Beaumont in the event of an emergency,  
  therefore, the City of Longview is continually prepared to address the needs of  
  hurricane evacuees in terms of food, shelter and transportation. 
 
        Provide support to the transportation section of the emergency operation center  
  as needed to ensure the security of all modes of travel in our area in the event of 
  an emergency either by natural disaster or man made. 
 
    Address transportation�’s role regarding emergency response, coordination, and     

 recovery during and after a declared or other major emergency. 
 
    The Longview Transit bus service also participates in local efforts to improve   

 security for its passengers and drivers by using security cameras on the buses. 
 

 Improvements to U.S. 259 are critical because they are emergency evacuation 
routes in the Longview transportation planning area.     

 
  
4. Increase the accessibility and mobility options available to people and for 

freight  
 

 As intersection improvements are planned and constructed, install pedestrian 
buttons and ADA ramps and consider other mobility options as technology 
becomes available. 

 
 As arterials are widened or built, it is recommended that sidewalks be included in 

the right-of-way whenever feasible. 
 

 Continue funding for Longview Transit and the Longview Elderly & Disabled 
Transportation Program.  Consider program expansion to facilitate service 
improvements.   

 
 Improvements recommended in this Plan to State Highway 149 will improve 

airport access to principle arterials. 
 

 Improvements recommended in this Plan to Interstate 20, State Highway 149 & 
FM 2206 (Harrison Rd.) will enhance freight movement. 

 
 Operational improvements identified through the Congestion Management 

System will enhance freight movement. 
 

 The City of Longview revised its truck route ordinance in 1993 to improve freight 
routing through Longview. 
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5. Protect and enhance the environment, promote energy conservation, improve 
the quality of life; and promote consistency between transportation 
improvements and state and local planned growth and economic development 
patterns 

 
 The City of Longview has adopted an Ozone Action Day Plan to manage facility 

operations to minimize emissions which includes deferral of mowing, grounds 
maintenance, municipal maintenance and fleet management. 

 
 Support the efforts of North East Texas Air Care, such as assisting with the 

publishing of air quality informational brochures and have MPO and City staff 
actively participate in the NETAC Technical and Policy committees. 

 
 Support the continuation of the Ozone Action Day Notification program which 

includes an announcement to major industries, major employers, the Cities of 
Longview and Tyler the Texas Department of Transportation, as well as the 
general public. 

 
 Continue to utilize alternative fuels, such as ultra-low sulphur diesel, in the 

Longview Transit fleet to help reduce emissions.   
           

 Support air quality studies performed by North East Texas Air Care. 
 

 Conduct signal timing and phasing optimization studies, modernize equipment 
and implement signal synchronization and progression plans for the City�’s street 
network to promote congestion relief thereby reducing vehicle emissions. 

 
 Conduct traffic studies at targeted locations to determine the need for capacity 

improvements such as turning lanes, channelization, one-way operations, grade 
separations, etc. 
 

 Develop a traffic operations congestion management program as a means of 
identifying and measuring area improvements in congestion and mobile sources 
air quality.  A congestion management program will reduce idle time, thereby 
reducing vehicle emissions. 

 
 Seek additional funding for future bicycle and pedestrian projects.  Bike trails and 

pedestrian improvements will encourage non-polluting forms of transportation. 
 

 The City of Longview Capital Improvements Program includes unfunded plans to 
build bicycle/pedestrian trails along drainage easements acquired under the 
City�’s Master Drainage Plan. 

 
 Continue the use of travel demand model forecasting and employment 

projections to reliably and accurately predict future traffic on the major street 
and highway system to provide congestion relief. 

 
 Explore, consider and evaluate the implementation of Intelligent Transportation 

Systems (ITS) aimed at solving congestion and reducing the environmental 
impact of growing travel demand. 
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6. Enhance the integration and connectivity of the transportation system 
 

 A corridor location study and preliminary environmental assessment was 
conducted for two transportation corridors; the extension of FM 2275 and the 
extension of Bill Owens Pkwy, north of Spring Hill Rd.  Advance planning will 
reduce disruption by identifying transportation corridors before major 
development occurs, whenever possible. 

 
 Continue collaborative transportation planning efforts with the Northeast Texas 

Regional Mobility Authority (NETRMA) to promote the concept of regionalism 
between Gregg, Harrison & Smith Counties.  The concept of Toll 49, a regional 
loop enhances integration and connectivity for these counties.   

 
 Conduct signal timing and phasing optimization studies, modernize equipment 

and implement signal synchronization and progression plans for the City�’s street 
network to promote connectivity of the transportation system. 

 
 Bicycle trails are multi-use, for both pedestrians and bicyclists, thus integrating a 

single facility for multiple purposes. 
 

 The travel demand model assists in identifying the need for future transportation 
facilities, which is used by the MPO, City and TXDOT staff to comprehensively 
plan for future integration and connectivity of the transportation system. 

            
7. Promote efficient system management and operation 
  

 Maintain the City of Longview Pavement Management System by identifying the 
street inventory, collecting street condition data, determining needs and 
demonstrating funding impact to protect the City�’s infrastructure investment.  

 
 Consider the implementation of cost effective Intelligent Transportation Systems 

(ITS) aimed at improving operational efficiencies. 
 

 Routinely review signalization to ensure traffic is flowing as smoothly as possible. 
 

 Support efforts to revise the driveway ordinance that will enhance access, 
consolidate driveway movements and maintain the efficient operation of the 
City�’s street network business areas. 

 
 Conduct signal timing and phasing optimization studies, modernize equipment 

and implement signal synchronization and progression plans for the City�’s street 
network to promote efficient system management and operation. 

 
 Conduct traffic studies at targeted locations to determine the need for capacity 

improvements such as turning lanes, channelization, one-way operations and 
grade separations. 

 
 The Congestion Management System will be used to identify congested areas, 

develop congestion reduction strategies, and plan improvements. 
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8. Emphasize the preservation of the existing transportation system 
 

 Maintain the City of Longview Pavement Management System by identifying the 
street inventory, collecting street condition data, determining needs and 
demonstrating funding impact to protect the City�’s infrastructure investment. 

 
 Continue to plan to increase the City of Longview annual street maintenance 

fund up to $2 million annually, based on a philosophy of preventive maintenance. 
 

 Rebuild failed streets through short-term capital improvements programs. 
 

 Continue to monitor and improve pavement design standards. 
 

 Cooperatively work with TxDOT�’s Bridge Division Project Development Section to 
identify bridge deficiencies and prioritize improvements. 
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APPENDIX B 
TRAFFIC ANALYSIS ZONES 

 

 
Traffic analysis zones, also known as TAZs, are geographic units used to inventory existing and 
future demographic data required for the travel demand modeling process.  The primary 
definition for traffic analysis zones is the major street network and in a few cases the zones are 
delineated by rivers or creeks.   
 
For travel demand modeling purposes, the socio-economic data, such as population, households, 
median income, and employment are loaded into the 336 traffic analysis zones for the Longview 
Metropolitan Area.  The study area encompasses all of Gregg County and a small portion of 
western Harrison County.  The current 336 TAZ structure is maintained and applied during all 
model applications. 
 
On the following page, Map B-a identifies the 336 traffic analysis zones for the Longview 
Metropolitan Area.  The 2002 and 2035 socio-economic data is broken down by TAZ for 
population, number of households, median income, and three types of employment:  basic, 
service and retail.  The total number of trips destined to a particular TAZ is determined by the 
number of employees within a TAZ and its density as measured by a weighted combination of 
population and employment in relation to total TAZ acres.  The trip generation model calculates 
trip productions and trip attractions by trip purpose for each TAZ in the region.  Trip productions 
are a measure of how many trips a zone is expected to produce based on the number of 
households within the TAZ and each household�’s size (number of people) and income.  Trip 
attractions are a measure of how many trips each TAZ is expected to receive.   
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APPENDIX C 

2002 TRAFFIC COUNTS 

 
Every five years, the Texas Department of Transportation counts traffic at several hundred 
locations throughout the Metropolitan Area.  The last set of saturation counts, conducted in 2002, 
was used in the validation process for the 2002 base year travel demand model.  Traffic forecasts 
are used to determine congestion for the next twenty five years.  Traffic patterns can also be 
recognized by traffic counts. 
 
Map C-a includes the 2002 traffic counts.  The counts are 24-hour unadjusted counts.   
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APPENDIX D 
HIGHWAY FUNCTIONAL CLASSIFICATION 

 
 

Federal functional classification represents the hierarchy of purposes that roadways serve.  Every 
road serves a specific purpose, whether it is strictly the movement of vehicles through an area, 
such as a freeway or serving the access needs of a residential neighborhood, such as a local 
street.   

Accurate federal functional classification is essential for informed transportation-related decision-
making and appropriate roadway funding.  Data aggregated by functional classification are used 
extensively in the analysis of highway system condition, performance, and investment needs that 
make up the biennial Condition and Performance Reports to Congress.  The data is also used by 
other federal, state, and local officials to make data driven decisions.   

Although roadway funding is no longer directly tied to the mileage percentage of each functional 
classification, funding for the federal-aid highway system is still linked to functional classification.  
The amount of National Highway System funding apportioned to the state is dependent upon 
principal arterial data.  Interstate maintenance funding can only be spent on roadways classified 
as interstates.  Roadways of all functional classifications are eligible for some type of federal 
funding.  It is important that roadways be properly classified in order to qualify for the proper 
funding.   

Several factors may be considered when determining the appropriate functional classification for 
a given roadway, such as length, traffic volumes, cross-section, and land uses served.  It is 
important, however, to keep in mind that typically no single factor should be considered when 
assigning functional classification to roads. 

There are four basic functional classification categories; principal arterial, minor arterial, collector 
and local.  Other factors that may be considered when determining the appropriate functional 
classification are; vehicle miles traveled, roadway spacing, roadway access versus mobility, 
signalization and posted speed limit.  Roadway functional classification is relative and cannot 
necessarily be determined by any one aspect, such as traffic volumes.  Two roads carrying the 
same traffic volumes may be serving different purposes, and therefore, has different functional 
classifications.  This is particularly applicable among urban areas with very different populations 
or between urban and rural areas. (Source:  Guidance for Updating Functional Classification, Federal 
Highway Administration, August 2009) 

Previously, the Federal Highway Administration (FHWA) issued guidance for each functional 
classification category that included mileage percentages (of the total roadway network).  While 
there are no mileage percentage limits, they should be used as a rule of thumb, according to the 
FHWA Highway Texas Division.   

Functional Classification             Vehicle Miles Traveled                Percent of Mileage 
 
PRINCIPAL ARTERIAL     40 �– 65                5 �– 10% 
MINOR ARTERIAL     65 �– 80              15 �– 25% 
COLLECTOR         5 �– 10                5 �– 10% 
LOCAL        10 �– 30              65 �– 80% 
 
Map D-a shows the revised functional classification system as adopted by the MPO Policy 
Committee on 06/16/05.  Because of the mileage limitations, some streets that could have been 
appropriately classified as part of a higher system may have been moved to a lower system.  
Consequently, functional classification may not be identical to classifications used for landscape 
ordinances, transportation modeling, etc. 
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Characteristics of each functional classification types are: 
 
The Principal Arterial System: 
 

 Serves major centers of activity, highest volume traffic corridors, and longest trip 
lengths 
 Carries the major portion of trips entering and leaving the urban area and significant 

intra-urban travel (for example, between downtown and residential areas) 
 Spacing ranges from 1 mile or less in CBD to 5 miles in urban fringes 

 
The Minor Arterial System: 
 
  Interconnects with and augments the Principal Arterial System 

 Accommodates trips of moderate length, distributes travel to smaller geographic areas 
than Principal Arterials 
 Includes urban connections to rural collector roads, unless already classified as 

Principal Arterials 
 Ideally, should not penetrate neighborhoods 

 
The Collector System: 
 

 Provides land access and traffic circulation within neighborhoods, commercial and 
industrial districts 
 Distributes trips from arterials to ultimate destinations 
 Collects traffic from local streets and channels it into the arterial systems 

 
The Local System: 
 
  Provides direct access to adjacent land and to higher systems 
  Includes all facilities not on higher systems 
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APPENDIX E 
NATIONAL HIGHWAY SYSTEM 

 

 
The National Highway System is a 163,000-mile system of significant rural and urban roads 
serving major population centers, international border crossings, intermodal transportation 
facilities, and major travel destinations. It includes the Interstate System, other urban and rural 
principal arterials, highways that provide motor vehicle access between the NHS and major 
intermodal transportation facilities, the defense strategic highway network, and strategic highway 
network connectors.  
 
On August 10, 2005, President George Bush signed into law the Safe, Accountable, Flexible, 
Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU). With guaranteed funding 
for highways, highway safety, and public transportation totaling $244.1 billion, SAFETEA-LU 
represents the largest surface transportation investment in our Nation's history. The two 
landmark bills that brought surface transportation into the 21st century—the Intermodal Surface 
Transportation Efficiency Act of 1991 (ISTEA) and the Transportation Equity Act for the 21st 
Century (TEA-21)—shaped the highway program to meet the Nation's changing transportation 
needs. SAFETEA-LU builds on this firm foundation, supplying the funds and refining the 
programmatic framework for investments needed to maintain and grow our vital transportation 
infrastructure.  
 
The NHS program is funded at $30.5 billion through 2009. The formula to distribute funding is 
continued, based on lane-miles of principal arterials (excluding Interstate), vehicle-miles traveled 
on those arterials, diesel fuel used on the State's highways, and per capita principal arterial lane-
miles. Source: http://www.fhwa.dot.gov/safetealu/summary.htm) 
 
The National Highway System mileage for the Longview urbanized area is 33.2 miles.  The NHS 
routes were selected from among designated Principal Arterials (refer to Appendix D, Functional 
Classification).  Map E-a on the following page shows roadways of the National Highway System 
in the Longview urbanized area.   
 
 
 

NATIONAL HIGHWAY SYSTEM (NHS) PROGRAM 

Year 2005 2006 2007 2008 2009 

Authorization* $5,911M $6,005M $6,111M $6,208M $6,307M 

*Authorizations shown here will be augmented by a portion of the Equity Bonus Program funds  
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APPENDIX F 

FUTURE LAND USE 
 

 

The transportation system is the infrastructure element, which most influences urban form.  
Changes in the transportation system contribute to the dynamic nature of cities.  Similarly, 
changes in land use impact the transportation system of the area.   

 

Experience indicates that transportation planners must understand the relationships between 
transportation systems and land use activity patterns.  Transportation planners must also 
anticipate and evaluate the nature of the change of land use activities, which can be expected as 
the result of changes in the urban transportation systems.   

 

Reconstruction to widen and improve the level of service existing roadways is generally very 
costly.  The improvement in the level of service is often temporary because the improved service 
will stimulate increased business activity.  This, in turn, will generate more traffic and traffic 
conflicts with a decrease in traffic service.  Furthermore, the shallow property depth, multiplicity 
of ownership, and right-of-way limitations generally preclude good access and site circulation 
design, even when substantial expenditures are made for reconstruction of existing streets.  In 
order to better accommodate traffic demand, roadway improvements are required and a cyclical 
sequence of events occurs, which requires continuing capital investments for arterial 
improvements or relocation.  In more severe cases, the arterial must be relocated due to the 
functional obsolescence and the process starts all over again on a new location.  The cycle is 
illustrated in the figure below.   

 

Map F-a on the following page is the Future Land Use Plan for the City of Longview, which was 
adopted by the Planning & Zoning Commission and subsequently adopted by the Longview City 
Council in January 2008.  
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APPENDIX G 
ILLUSTRATIVE LIST OF PROJECTS – NEEDS LIST 

 

 
The Illustrative List of Projects is a “needs list” of important highway projects for our area, but 
funding for these projects is not reasonably expected.   

Only transportation projects for which construction funds can reasonably be expected to be 
available may be shown within the MTP in the Major Street and Highway Plan.  According to 
federal regulation 23 CFR 450.324, an “illustrative list” of unfunded projects is allowed to be 
shown in the appendix of the MTP.  Once reasonable expected sources of funding have been 
identified later by the Longview Metropolitan Planning Organization and the Texas Department of 
Transportation, these “illustrative” projects can later be amended into the Major Street and 
Highway Plan of the Metropolitan Transportation Plan.   

It is important to note that project development, studies and other project planning activities can 
be performed on projects contained in the “illustrative list”.   

The Safe, Accountable, Flexible, Efficient, Transportation Equity Act:  A Legacy for Users 
(SAFETEA-LU) is the congressional transportation bill.  SAFETEA-LU requires that the financial 
plan “demonstrates the consistency of proposed transportation investments with already 
available and projected sources of revenue….all cost and revenue projections shall be based on 
the data reflecting the existing situation and historical trends.” (23 CFR Part 450, Section 
450.322).  In other words, the Longview Metropolitan Transportation Plan (MTP) must be 
“financially constrained” which demonstrates the projected revenue will be available to fund the 
projects in the long-term transportation plan for the Longview Metropolitan Area.  The 
expenditures for the Metropolitan Transportation Plan are financially constrained by the Year of 
Expenditure requirements of SAFETEA-LU.  This financial constraint is based on an analysis of 
past funding, expected funding and expected needs.   
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FM 2275 (George Richey Rd.) Extension 
The extension of George Richey Rd. from Gilmer Rd. (SH 300) eastward to US 259 is proposed as 
a phased project.  This critical project would provide a much needed east/west corridor in 
Longview’s high growth area.  Parallel east/west arterials are currently reaching capacity.  

 
In 2008, the Texas Department of Transportation hired BWR to closely review the alignment 
alternatives of the FM 2275/George Richey Rd. extension.   Six alternatives were identified and 
labeled alignments A through F.  BWR performed an extensive and detailed evaluation of all 
possible project impacts and concerns.  BWR’s research focused on four categories of impacts:  
1). Project cost and engineering criteria, 2). Project safety and access, 3). Social and human 
environment and 4). Natural environment.  After an extensive review of six alignment 
alternatives, A,B and F were eliminated due to high project impacts.  Alignment D was selected 
as the preferred alternative due to the least impact in the four environmental areas and it was 
favored by the majority of the public who made comments and elected officials.  The MPO Policy 
Board approved Alignment D on November 18, 2008.  The proposed recommended alternative 
alignment extends FM 2275 at the terminus at Gilmer Rd. easterly to connect McCann Rd. just 
north of Graystone Rd, ultimately intersecting with U.S. 259.  The proposed route of four lanes of 
new roadway may be accomplished in three phases: Phase I-Gilmer Rd. to McCann Rd., Phase II 
- McCann Rd. to Judson Rd. and Phase III-Judson Rd. to U.S. 259.  The extension of George 
Richey to McCann Rd. and eventually through to an intersection with U.S. 259 will relieve traffic 
from the existing Spring Hill Rd. and the congested area around Spring Hill schools.  This project 
would create a continuous facility as far as U.S. 271 west of White Oak into Longview to U.S. 
259.  These projects would be funded with federal and state transportation funds, with any 
necessary right-of-way acquisition and utility relocation to be done by the City of Longview and 
Gregg County. 
 

FM 2206 (Harrison Rd.) 
Located in west Longview, FM 2206 is an important freight corridor, with a number of industrial 
and heavy commercial businesses located nearby.  Traffic is presently at three-fourths of its 
capacity and in some segments at capacity.  Because of its importance to freight movement in 
Longview, the plan recommends widening this road to four lanes, with adequate turning and 
deceleration lanes for heavy truck traffic.  Harrison Rd. converges with Loop 281/FM 1845 at 
Standard Street.  The entire section of Loop 281 south of US 80 is a critical freight corridor 
linking the West Industrial District to the principal arterial in and out of the Longview area.  The 
project consists of widening FM 2206 from four to six lanes.  This project would be funded with 
federal and state transportation funds, with any necessary right-of-way acquisition and utility 
relocation to be done by the City of Longview and Gregg County. 

 

US 80 (Marshall Ave.) 
In the early 1990's, US 80 was widened to include a continuous center left turn lane from Fisher 
Rd. to US 259.  In conjunction with signal synchronization, this greatly improved traffic flow.  In 
1994, TxDOT completed a construction program on US 80 between Fisher Road and US 259, 
which updated driveway and sidewalk crossings to ADA standards.  TxDOT installed left-turn 
lanes at important intersections along this segment, which improved safety and traffic flow.  In 
1999, Hazard Elimination Program funding was approved for the widening of a small section of 
US 80 between FM 3272 (White Oak Rd.) and SH 42 to include the installation of a continuous 
left turn lane.  The remaining section of US 80 from SH 42 to Fisher Rd., should be considered 
for widening to include a continuous turning lane as well.  Staff will continue to seek grant and 
alternative sources of funding to improve the safety of this facility.  As volumes increase, 
installation of a continuous left turn lane or depressed median would help roadway capacity.  The 
section between Loop 281 and FM 3272 (White Oak Rd.) presently operates above capacity.  The 
separation of traffic would increase speeds and thereby increase the capacity of the road.  This 
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would also improve the connection to Hwy 42, an access route to I-20 from the White Oak and 
west Longview areas.  The majority of US 80 operates at three-fourths of capacity at present, 
and is expected to exceed capacity by 2035.  This project would be funded with federal & state 
funds.  Gregg County would pay for any necessary right-of-way and relocation of utilities. 

 
FM 2275 (George Richey Rd.) 
Improvements to FM 2275 between S.H. 300 (Gilmer Rd.) and U.S. 271, near Gladewater are 
needed.  This plan proposes improving the safety of FM 2275 to include widening of the lanes, 
shoulders and other safety features.   
 

Interstate 20  
Interstate 20 traverses the southern section of the Longview Metropolitan Area and is a four-lane 
divided interstate.  Interstate 20 is a heavily utilized transportation corridor, providing statewide 
transportation as well as nation-wide transportation.  In the 25 year term, it is expected that 
traffic volumes will reach capacity, necessitating widening of the interstate to six lanes.   Project 
cost of widening the interstate will be significant due to several bridge crossings of the Sabine 
River and its tributaries.  The plan recommends widening I-20 to six lanes divided roadway.  In 
2007, the Texas Department of Transportation Tyler & Atlanta Districts applied for funding of a 
study to investigate the feasibility of managed tolls lanes (the addition of one tolled lane in each 
direction) on Interstate 20. 

 

FM 2208 (Alpine Rd.) 

FM 2208 converges with FM 2879 northeast of Longview and leads across Loop 281 toward the 
Central Business District.  Grade separations at Loop 281 were built in the late 1980's.  The 
section of Alpine between US 80 and US 259 is classified as a principal arterial, and as such was 
eligible for project funding under the National Highway System program through 1995.  For this 
reason, this portion of the project was brought forward so that available funding could be utilized 
before the opportunity passed.  The section was widened to four lanes with a center left turn 
lane in 1995.   

Alpine Rd. north of US 259 is a two lane road.  It presently operates below capacity, except the 
area between US 259 and Page Rd.  Though congestion is not a problem now, volumes on this 
northern section are expected to double by 2035. The widening of Alpine to four driving lanes, 
plus a center left turn lane, will relieve congestion and create a good entrance into the city's 
central business district.   

 

Loop 281 Background 

When the Texas Department of Transportation (TxDOT) revised its ten-year Project Development 
Plan in 1993, all plans for Loop 281 projects were deleted.  In order to evaluate the complex 
problems on Loop 281 and devise alternative solutions, the MPO contracted with Traffic 
Engineers, Inc. of Houston to undertake a comprehensive study of current and future traffic 
problems on Loop 281.  Completed in 1995, the Loop 281 Corridor Study was comprised of Phase 
I, which identified short-range solutions, while Phase II presented the long range solutions for 
Loop 281.  In January of 1998, a Loop 281 Design Concept Team was formed due in part to the 
MPO Policy Committee’s request to investigate an avenue to initiate programming of Loop 281 
projects into the Project Development Plan (PDP).  The Loop Concept Team took planning and 
comprehensive studies conducted by the MPO and conveyed them to corridor level.  The Loop 
Design Concept Team was comprised of transportation planners, engineers and technical staff 
members of the Texas Department of Transportation (TxDOT) Tyler District Office and TxDOT 
Longview Area Office.  The team re-evaluated the recommendations of the Loop 281 Corridor 
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Study and prioritized projects, which closely mirrored the Loop 281 Corridor Study’s findings.  
Findings of the Loop 281 Design Concept Team were presented to and approved by the MPO 
Policy Committee on July 29, 1999.   

 

Loop 281 Recommendations 

Loop 281, from Shofner Rd. to FM 2206 (Harrison Rd.): This section of the Loop is 
planned to incorporate an additional lane in each direction.  The roadway will also incorporate a 
raised median with median breaks and turning bays.  This project is planned to widen Loop 281 
from four to six lanes.   
 
Loop 281, from FM 2206 (Harrison Rd.) to Ray St: 
This section of the Loop would be improved with the addition of one lane in each direction and 
installing a raised median with median breaks and turning bays.   Improvements to this section of 
the Loop will consider the heavy truck traffic and traffic associated with heavy industrial 
development along this segment of the Loop.  Improvements to this section of the Loop consist 
of widening it from four to six lanes.   
 
Loop 281, from Ray St. to Estes Pkwy:  This section of Loop 281 is planned to incorporate 
an additional lane in each direction.  The roadway will also incorporate a raised median with 
median breaks and turning bays.  This project is planned to widen the Loop from four to six 
lanes.     
 
The Loop 281 projects would be funded with federal and state funds.  The City of Longview 
would pay the cost for additional right-of-way and utility adjustments.  

 

TOLL 49/East Texas Hourglass – North and East Segments  

The East Texas Hourglass concept was born out of the idea to connect the western section of 
Longview’s outer loop with the eastern section of Tyler’s outer loop intersecting at Interstate 20 
near the county line.  Uniting these areas with a regional transportation facility would enhance 
mobility and economic viability of the North East Texas region. To create such a route, leaders in 
Gregg and Smith counties and Longview and Tyler have partnered and established a North East 
Texas (NET) Regional Mobility Authority (RMA) in 2004, working cooperatively with Texas 
Department of Transportation (TxDOT) and Texas Turnpike Authority. This facility is planned to 
be a toll road, which eventually would connect to the Interstate 69 Corridor in Harrison County.  
Formation of a NETRMA will assist in the development, planning, designing and financing of 
critical transportation projects that will serve the region’s unique travel demands.  The western 
section of Toll 49, from Interstate 20 at the Gregg County line to US 259 can be found in the 
Major Street and Highway Plan.  The Toll 49 north segment is from US 259 to East Texas 
Hourglass  identifies a planning corridor (approximately 46 miles from I-20 to U.S. 59) for this 
regional toll road.  Detailed, comprehensive planning studies will be required before an exact 
alignment of the toll road is determined.  
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