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1. Conclusion

The proposed interstate system will inject billions of dollars into South Carolina and create jobs in the retail, service,
warehouse, and tourism industries.

After the completion of I-73, both existing businesses and potential new businesses can benefit from the interstate.
For existing businesses in the I-73 Corridor, the interstate can improve travel efficiency and produce cost savings of
$120.8 million in 2030" (Table 1.1).

The most immediate new businesses associated with the construction of 1-73 are the service businesses clustering
around interchanges. These service businesses will serve both motorists on I-73 and local residents. They can
generate an economic impact of $401.9 million and support 3,205 jobs per year in South Carolina in 2030, most of
them being located in the I-73 Corridor.

It is likely that I-73 can support a distribution center in the western rural portion of the I-73 Corridor with an
economic impact of $31.1 million and 286 jobs in 2030.

The Myrtle Beach portion of 1-73 to 1-95, the route taken by most visitors, could boost tourism in the region by 7.1%,
with an annual economic impact of $1.4 billion in South Carolina and the creation 18,856 jobs, most in the beach
area.

State and local governments of the region are expected to reap considerable fiscal benefits from this project. When
the project is complete, it is estimated that in 2030, the South Carolina state government will receive $86.1 million
in sales tax, gasoline, corporate, and individual income tax. The local governments in the 1-73 Corridor will receive
annual tax benefits totaling $43.2 million in 2030 in the form of local-option sales tax, hospitality, accommodation,
and admission taxes.

Table 1.1 summarizes the economic impact of I-73 on South Carolina.

Table 1.1: Annual Economic Impact Summary of I-73 on South Carolina in 2030

Total
Employment State Tax Local Tax
Total Economic Compensation Total Job Revenues Revenues
Creation $MM $SMM
Cost Saving (Productivity) $120.8
Roadside Services $401.9 $138.5 3,205 $23.1 $11.4
One Distribution Center $31.1 $14.5 286 $1.7 $0.0
Tourism $1,428.6 $384.1 18,856 $61.3 $31.8
Total 2030 $1,982.4 $537.2 22,347 $86.1 $43.2
Source: Chmura Economics & Analytics

' The year 2030 is used in this report because it coincides with the year the traffic study forecast was performed.
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2. Executive Summary

The United States Congress designated Interstate 73/74 (1-73/74) as a corridor of national significance, connecting

the Great Lakes region with t he73@aversesthemarthedstemn partoftthe stdten S o u 't

through Dillon, Marion, Marlboro, and Horry counties. Those four counties constitute the I-73 Corridor in South
Carolina. This study, produced by Chmura Economics & Analytics,2 evaluates the economic impact of the proposed
[-73 in South Carolina, with the understanding that the majority of the economic impact will stay in the 1-73 Corridor.

The I-73 Corridor of South Carolina is made up of four counties.

In this study, the I-73 Corridor region of South Carolina is defined as the following counties: Dillon, Marion,
Marlboro, and Horry. The economy of the I-73 Corridor in South Carolina is impacted by two separate regions.
Dillon, Marion, Marlboro, and the western part of Horry County are largely rural. In the eastern part of Horry County
is Myrtle Beach, a major tourism destination in South Carolina.

Economic literature indicates that highway networks are beneficial to regional economies.

Economic literature on the relationship between highway and economic development generally concludes that the
following economic benefits are associated with a highway network:

Travel efficiency. The construction of a highway can reduce travel time for business and residential
areas. Trade, tourism, manufacturing, and construction sectors will benefit more from a new highway than
other sectors such as health care or education.

Attraction of service businesses. Businesses such as hotels, gas stations, retail stores, and restaurants
often cluster around interstate interchanges.

Strategic economic development. I-73 can potentially attract businesses such as distribution centers in rural
parts of the I-73 Corridor. In addition, the proposed I-73 would likely accelerate the development of the proposed
South Atlantic International Logistic Center (SAILC) in Western Marion County. The 3,000-acre site will be
located eleven miles from 1-95, and less than seven miles from the proposed I-73. When fully built, the SAILC
will contain 15.0 million square feet of industrial, commercial, and manufacturing space; and will directly create
15,000 jobs in northeast South Carolina.?

Boost to tourism business. Several case studies have found that improved access to tourist attractions
(in this case, Myrtle Beach) can provide significant increases in visitor volume and associated spending in
the area.

2 Chmura Economics & Analytics, headquartered in Richmond, Virginia, is an economic consulting firm specializing in applied
economics.Si nce 1999, the firmbés economic i mpact studies have
tourism, and mixed-use developments. Further details are available at www.chmuraecon.com.

% Source: Summary of the Master Plan for the South Atlantic International Logistic Center (SAILC). Prepared for Marion County
Economic Development Commission, by CH2MHILL, August, 2009.
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In the past four decades, the economy in the I-73 Corridor performed better than the state average in
population and employment, largely due to rapid growth in Horry County. The other three counties lagged
behind the state average.

From 1970 to 2009, the population in the I-73 Corridor region increased 2.1% per year, compared with statewide
growth of 1.5%. The population in Horry County grew at 3.5% per year, while Dillon, Marion, and Marlboro counties
experienced stagnant population growth.

From 1970 to 2008, the I-73 Corridor experienced 2.7% annual average employment growth, compared to 2.0% for
the state. Employment in Horry County expanded 4.1% per year, while employment in the other three I-73 Corridor
counties experienced limited growth or even decline.

In 2008, per capita income in all localities of the 1-73 Corridor region was lower than the statewide average.
However, per capita income growth in the past four decades has been keeping pace with the state average.

[-73 can provide $120.8 million in annual cost savings for current businesses as a result of improved travel
efficiency.

A new highway can reduce travel time for regional businesses, thus producing cost savings and improved
productivity. On average, I-73 can provide a 28% time-savings for businesses and motorists using the road. The
total cost savings for the region is estimated to reach $120.8 million in 2030.

In 2030,* I-73 can support 126 service businesses in the I-73 Corridor. Those service businesses can
subsequently maintain 3,205 jobs in South Carolina with a total annual economic impact of $401.9 million
per year starting in 2030.

In 2030, it is estimated that I-73 can support approximately 126 businesses. This includes 42 motels/hotels, 36 gas
stations, 28 fast food restaurants, and 20 full-service restaurants around the interchanges along I-73. The direct
output of these businesses is estimated to be $259.1 million in 2030 and each year thereafter with ripple effects of
$142.8 million. In terms of job creation, service businesses will directly employ 2,231 workers in the I-73 Corridor,
with a ripple effect of an additional 974 jobs per year in South Carolina. Many of those ripple economic impacts will
also occur in the 1-73 Corridor.

The newly built I-73 may attract retail distribution centers, each adding 286 jobs and averaging $31 million
in economic impact in 2030.

[-73 may attract retail distribution centers. An average distribution center employs about 200 workers and would
directly generate about $19 million in direct economic output in 2030. Adding ripple effects, the total economic
impact of a distribution center can reach $31 million in output and 286 jobs in 2030.

* The year 2030 is used in this report because it coincides with the year the traffic study forecast was performed.
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I-73 will greatly improve the access to the Myrtle Beach area, which can boost tourism by 7.1%. That
translates into an additional $909.9 million direct tourism spending in the Myrtle Beach area.

The $909.9 million incremental tourism spending can generate ripple effects of $518.7 million in South Carolina,
reaching total impacts of $1.4 billion per year in 2030. In addition, incremental tourism spending can support 18,856
jobs in South Carolina, with the majority of them located in the Myrtle Beach area.

After I-73 is completed, it is estimated that the state of South Carolina can receive $86.1 million in annual
tax revenue while fiscal benefits for local governments generate $43.2 million per year.

The state is expected to collect sales, gasoline, corporate, and personal income taxes from service businesses,
potential distribution centers, and incremental tourism spending. State tax revenues are estimated to be $86.1
million per year in 2030. For local governments, 1-73 is projected to contribute $43.2 million in revenue per year in
2030, in the form of local-option sales tax, hospitality, accommodation, and admission taxes.

Other benefits of I-73 are better market access, increased appeal for business relocations, faster
population growth, safer travel, and an improved quality of life for residents. Rural areas also benefit from
thousands of jobs created each year during the construction phase

I-73 will benefit manufacturers in the 1-73 Corridor region by providing easier access to markets. The presence of
an interstate highway can increase the appeal of the region to expanding and relocating firms, especially those in
the mining, manufacturing, and distribution sectors. 1-73 will also have a positive effect on population growth in the
region. Other benefits include fewer accidents and improved safety on the roads.

As the site of most of the construction activities, the rural areas of the 1-73 Corridor (Marion, Dillon, Marlboro, and
western Horry) will also benefit from the construction impact. The construction activities can add 7,720 new jobs
per year in the region, for five years.5

There are both upside and downside risks for economic projections made in this study.

The analysis of the economic impact of I-73 attempts to project the regional economy more than twenty years from
now based on a certain set of assumptions. The projection is subject to forecasting risks, as actual events may
change those assumptions. Unpredictable events create the potential for either larger (upside) or smaller
(downside) effects than indicated here. For example, an oil crisis and subsequent rise in gas prices could reduce
the traffic on the proposed I-73 and reduce the economic impact. Imposing tolls on 1-73 could also reduce the use
of the road and the resulting economic benefits. However, the expansion of a large manufacturing firm to the area
that benefits from the new interstate would cause the projections in this report to err on the low side.

5 Schunk, Donald. 2009. The Economic Impacts of I-73 Construction: A Focus on Job Creation. BB&T Center for Economic and
Community Development, Coastal Carolina University
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The economic impact of I-73 is summarized in Table 2.1.

Table 2.1: Annual Economic Impact Summary of I-73 on South Carolina in 2030

Total
Employment State Tax Local Tax
Total Economic Compensation Total Job Revenues Revenues
Creation $SMM $MM
Cost Saving (Productivity) $120.8
Roadside Services $401.9 $138.5 3,205 $23.1 $11.4
One Distribution Center $31.1 $14.5 286 $1.7 $0.0
Tourism $1,428.6 $384.1 18,856 $61.3 $31.8
Total 2030 $1,982.4 $537.2 22,347 $86.1 $43.2
Source: Chmura Economics & Analytics
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3. Introduction

In 1991, the United States Congress identified the need for a north-south corridor from northern Michigan to Myrtle
Beach, South Carolina. This highway was designated Interstate 73 (I-73). I-73 passes through South Carolina,
North Carolina, Virginia, West Virginia, Ohio, and Michigan. In South Carolina, I-73 will progress near the northeast
portion of the state. Its north terminus is in the vicinity of Bennettsville, at the North Carolina state line.® From there,
I-73 will travel in a southeast direction. It will cross 1-95 just south of Dillon, South Carolina. After 1-95, it will
continue southeast, joining with current State Route 22, and will utilize the existing South Carolina Route 22 (SC-
22). Interstate 73 ends at Myrtle Beach, where it intersects U.S. Route 17.

Figure 3.1: I-73 in South Carolina
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Source: National 1-73/1-74/1-75 Organization. Website http://www.i73.com/map.htm.

A corridor feasibility study was conducted in 1994 after the I-73/I-74 Corridor was designated as a high priority. This
study evaluated several route options. For example, one option called for upgrading existing roads starting at the
North Carolina state line at U.S. Route 1 in Marlboro County. This continued through Dillon, Marion, Horry, and
Georgetown, or possibly Williamsburg and Berkeley Counties, and ending on the U.S. Route 17 corridor near the
city of Charleston in Charleston County, South Carolina.’

South Carolina Department of Transportation (SCDOT) completed a second feasibility study for 1-73 within South
Carolina in June 2003. The study was completed in response to the change of the 1-73 terminus from Charleston,

6 Eventually, 1-73 will join 1-74 in Richmond County, North Carolina. Source: FEIS for I-73 North in South Carolina.
" Source: FEIS for I-73 North in South Carolina.



CHMURA &/

South Carolina, to the Myrtle Beach, South Carolina area. The study cited the need for 1-73 as fulfilling
congressional intent and providing an interstate link to the Myrtle Beach area along with the benefits of improved
hurricane evacuation, improved capacity for vehicular and freight movement in the area, and supporting population
and economic growth.®

After the feasibility study, two environmental impact studies were conducted for I-73 in South Carolina: one for the
northern segment (from 1-95 to the North Carolina State Line) and one for the southern segment (from 1-95 to SC-
22 near Conway).9 For the northern segment, SCDOT completed the report Interstate 73 Final Environmental
Impact Statement: 1-95 to North Carolina.™ This study evaluated different alternatives and the environmental impact
and recommended a preferred route. In 2008, the Federal Highway Administration (FHA) issued a Record of
Decision (ROD), so the design and eventual construction of the highway could proceed.

For the southern segment, the South Carolina Department of Transportation completed a Final Environmental
Impact Statement (FEIS) for the portion of the 1-73 Corridor from 1-95 to the SC-22 in the Myrtle Beach area. The
FHA approved this on November 29, 2007. A ROD was signed by the FHA for the southern segment of I-73 in
South Carolina on February 8, 2008, and final design of the project and right-of-way acquisition began in the
summer of 2008.

An economic impact study focusing on construction was completed in 2009 by economists from Coastal Carolina
University.11 That study estimated the temporary job creation during road construction, but did not analyze the
permanent economic impacts after the road completion. Chmura Economics & Analytics (Chmura) was retained to
provide a detailed economic impact analysis of I-73 on the state of South Carolina that would occur after road
completion. The remainder of this report is organized into the following sections.

Section 4 provides a review of the economic literature on the role of highways in economic development
Section 5 is an analysis of the current economic background of the I-73 Corridor region

Section 6 summarizes the location, access points, and traffic data on I-73 in South Carolina

Section 7 provides a detailed analysis of the ongoing economic impact of I-73, including the impact due to
cost savings, new service businesses, and the impact on tourism in the Myrtle Beach region

Section 8 estimates the fiscal benefits for the state and local governments

1 Section 9 details the assessment of risk

=A =4 =4 =4

=

8 Source: FEIS for I-73 North in South Carolina.

® The final segment of 1-73 (from SC-22 to Myrtle Beach) will utilize the exiting SC- 22. Thus, it was not included in the feasibility
study, but is included in the economic impact study

1% This can be found at: http://www.i73insc.com/draft_envir_statement_northern.shtml.

1 Schunk, Donald. 2009. The Economic Impacts of I-73 Construction: A Focus on Job Creation. BB&T Center for Economic and
Community Development, Coastal Carolina University.
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4. Literature Review

Over the years, there have been a significant number of studies investigating the roles of highway systems in
economic development. These studies have covered a wide range of geographical areas and have used a variety

of economic analysis tools. In terms of geographical region, some studies integrated a broad scope, such as the
entire national interstate highway system, while others have been as specific as a single road or interchange. In
terms of methodology, previous studies have used either econometric regression for national studies or a case
study approach for regional studies. The economic impact literature generally supports the conclusion t h a't
devel opment of the interstate highway system has had
performance since 19560 (NCHRP, 2006).

Due to the sheer size of the literature, it is not possible to include all studies in this review. For that reason, the
following literature review summarizes the results of key studies that are relevant to the economic impact of I-73 in
South Carolina. Representative studies are categorized in the following four sections: Aggregate National Studies,
Regional Studies, Studies Discussing Social Benefits, and Previous Economic Impact Studies on I-73.

4.1. Aggregate National Studies

National studies usually analyze the interstate highway system as a whole. They normally use econometric
methods to quantify the effect of highway investment on business cost, output, and productivity.

The best known and most cited example of an aggregate national study was conducted by Nadiri and Mamuneas
(1996)13 who found that interstate highway investments lowered production costs and distribution costs in virtually
every industry sector. In terms of economic impact, U.S. industries have realized production and distribution cost

savings averaging 24 cents annually for each dollar invested in the non-local road system.

The study also concluded that interstate highway investments have made significant contributions to U.S.
productivity growth, which refers to the average output for unit input factors. During the 1950s, highway network
investments contributed to 31% of U.S. productivity growth. The contribution of the highway network to productivity
growth was 25% in the 1960s but then fell to 7% in the 1980s. The relatively smaller effect from 1980 to 1990
reflects the diminishing marginal product of highway investment. In other words, as the interstate highway system
was built up to its capacity, the incremental effect of investments diminished.

Nadiri and Mamuneas also found that the benefit of highways varies by industry. Not surprisingly, industries that
rely on transportation generally reap the most benefits. Wilbur Smith Associates (2006) identified the following
vehicle-intensive industries that experience the most productivity gains from interstates: trade, finance, insurance,
real estate, construction, and transportation equipment manufacturing.**

A study by Rephann and Isserman (1994) investigated the economic effects of new highways on nonmetropolitan
cities, the urban fringe, and more spatially isolated rural areas and counties adjacent to the counties with highways

12 Source: The Economic Impact of the Interstate Highway System, Technical Memorandum Task 2, National Cooperative
Highway Research Program (NCHRP), Project 20-24 (52), FY 2006. Retrieved June 27, 2007 from
http://www.interstate50th.org/index.shtml.

'3 Source: Contribution of Highway Capital to Output and Productivity Growth.

* Source: Delta Development Highway System Plan, prepared by Wilbur Smith Associates for the Delta Regional Authority.
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during both construction and post-construction periods. Results of the study showed that income growth during the
highway construction period was positive and statistically significant for the construction industry and for total
earnings in the region.

Chandra and Thompson (2000)"° examined the economic effects, as measured by wage growth, of new highway
construction on rural areas. Their study, which included all rural counties in the nation, showed that the wages of
industries with more regionally traded goods (retail sales, government, and farming) improved in the direct counties
where highways are located, but declined in the adjacent counties. A spatial competition model was constructed to
show that direct counties drew economic activity away from the adjacent counties. This study also showed that the
wages of industries with more nationally traded goods (manufacturing) increased in both direct counties and
adjacent counties.

4.2. Regional Studies

Regional studies usually focus on a particular segment of highway and its economic impact on a region. Instead of
taking an econometric approach, these studies commonly use a case study approach to estimate the impact of a
highway. They often focus on indicators such as job creation, firm relocation, and tourism.

Regional studies generally fall into two categories. The first is the analysis of economic impact after the completion
of a highway. These studies are based on actual data collected through surveys or interviews. Some compare
economic indicators before and after the highway construction. Other studies choose a similar region without
highway construction as a control and analyze the difference between the regions. The second type of regional
analysis utilizes forecasting. With this form of research, simulation models are used to estimate the potential impact
of a highway based on assumptions and projections. The economic impact of I-73 in South Carolina provided in this
report relies on a forecasting and simulation model. Nevertheless, the studies based on post-construction data are
important, as they provide significant assumptions.

4.2.1. Evaluating Post-construction Impact

A report by Jack Faucett and Associates and the Economic Development Research Group16 studied a number of
new highway corridors after highway completions. It was found that an interstate highway alone does not guarantee
economic development success, but that it needs to be combined with other infrastructure and incentive policies to
be most effective. This research correlated county-level data on population, employment, income, etc., with the
periods before, during, and after the completion of an interstate highway. In some counties, observed changes in
economic indicators implied that the influence of the interstate is positive from an economic development
standpoint. Manufacturing employmentincr eased 30 % i n-43Worrglar.dmed.aurerds £ouhty corridor in
Georgia (I-16) experienced a 40% increase in population and a 100% increase in employment between 1969 and
2002, developing into a major logistic and warehousing center. However, the study also found areas where
construction of interstate highways did not result in more jobs or additional residents, such as I-26 in Orangeburg
County, South Carolina.

'® Source: Chandra, Amitabh and Eric Thompson, 2000, iDoes Public Infrastructure affect Economic Activity? Evidence from the
Rural Interstate Highway System.0Regional Science and Urban Economics, 30: 457-490.

'® Source: Economic Effects of Selected Rural Interstate at the County Level, 2005, by Jack Faucett Associates and the
Economic Development Research Group.
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One particularly applicable case study by Faucett and Associates'’ is that of I-81 in Virginia. Faucett and
Associates found that the population and employment growth of the 1-81 corridor in Virginia, though lagging behind
the state average, outperformed other rural counties in Virginia. From 1971 to 2002, the employment growth of

Vi r g il-8licerridsr averaged 2.0% per year compared with 1.3% for all rural Virginia areas. As a result of 1-81,
distribution centers became an increasingly important industry for localities along the 1-81 corridor. In fact, as a
result of economic and population growth in the corridor, three new metropolitan statistical areas (MSAs) were
designated in the 1-81 Corridor in Virginia since 2000: Blacksburg, Harrisonburg, and Winchester.

4.2.2. Simulating Potential Impact

In cases where actual post-construction data were not available, researchers utilized simulation models such as
IMPLAN to estimate the economic impact of a highway. In these studies, rather than collecting before and after
data, the job creation and economic outputs were calculated using an economic simulation model.

The economic impact analysis of the Maine East-West Highway utilized the simulation methodology. This study,
which was conducted during the planning phase of the project, estimated the direct economic impacts in several
categories: transportation costs, industry productivity, and tourism (including purchases from service businesses).
The Maine study also analyzed the impact on business attraction, relocation, and retention through a case study of
two similar highway investments in other parts of New England, I-89 and I-91. The researchers found that counties
served by 1-89 and [-91 experienced faster job growth than counties without interstate connections.

Using a REMI model, Wilbur Smith Associates (1998) researched the economic impact of the Appalachian
Development Highway System (ADHS) for the Appalachian Regional Commission based on 12 highway segments
in the Appalachian region. In addition to one-time construction impacts, their study estimated the following three
direct ongoing impacts of the highways:

1. Lower transportation costs and improved productivity

2. Service business impact, which includes gas stations, hotels/motels, restaurants, gift shops, and other
businesses that are typically located near highways

3. Tourism impact from highways that bring more visitors to the region

The three direct impacts were input into the REMI model to estimate the overall economic impact. The researchers
found that: (1) from 1965 to 1995, 16,000 jobs were created that would not have existed without the ADHS; (2) the
ADHS increased gross regional product by $1 billion in 1995; and (3) the ADHS highway system created travel
efficiencies valued at $4.89 billion from 1965 through 1995.

4.3.3. Studies Focusing on Business Attractionand Generation

Several studies have investigated the economic development impact of rural highways. There are two types of
businesses that can be attracted to a highway corridor. One is roadside service businesses that cater to motorists
as well as residents. The second type is businesses such as distribution centers or manufacturing facilities that
consider proximity to an interstate highway advantageous to their business.

" Source: Economic Effects of Selected Rural Interstate at the County Level, 2005, by Jack Faucett Associates and Economic
Development Research Group. This study was prepared for Federal Highway Administration, U.S. Department of
Transportation.
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Hartgen et al'® studied the effect of new business growth of roadside businesses. Using rural interstate highways in
North Carolina as an example, they found that a rural interstate can support restaurants, gas stations, and motels
that cater to motorists. However, the number of businesses that can be supported depends on the traffic volume
and the distance of the interchanges to population centers.

Distribution centers are increasingly becoming an important business for communities along an interstate highway
in this era of big-box retailers, widespread internet commerce, and just-in-time inventory systems. Studies have
found that distribution centers are built in less populated areas where land is inexpensive, but are still close to
population centers. A study of retail distribution centers in the United States® found that though 84.1% of
distribution centers are located in metropolitan areas, the majority of distribution centers (61.2%) are located in
places with a population density lower than 500 people per square mile. Retail distribution centers not only create
hundreds of jobs for communities, but these jobs can also provide higher wages.

4.3.4. Studies on Tourism Development

Many academic studies have shown that the tourism industry in a particular region depends on accessibility. For
exampl e, i n a study tTranspatationiSystem Dévelomnefﬁt,bzoaras@atchea fouhd that traffic
congestion, construction delays, poor road conditions, and absent or confusing signage decrease the drawing
power of a tourist attraction. On the other hand, transportation investment helps to increase tourist volumes, lengths
of stay, and spending per visitor. This study implies that I-73 would have similar effects on tourism attraction in
South Carolina.

Several case studies have shown that for many tourist attractions, road improvements have brought in tremendous
increases in visitor volumes. For example, in evaluating the potential impact of a road improvement project to
Chaco National Historic Park, researchers compared visitor volume to six national parks before and after the road
improvement projects.21 They found that the effect ranges from a 42% increase in four years for Canyonlands
National Park to a 575% increase in four years for Capital Reef National Park, both in Utah.?” On an annual basis,
the increase in visitors to those tourism attractions ranges between 10% and 57% per year. Another study on
Grand Canyon West in Arizona indicated that the improvement to the access road could increase visitor volume by

18 source: Hartgen, et al. "Growth at Rural Interchanges: What, Where, Why. Transportation Research and Record, 1359.

19 Source: Retail Distribution Centers: How New Business Processes Impact Minority Labor Markets.
http://www.eeoc.gov/stats/reports/retaildistribution/index.html.

®sSource: Tourism Travel and Transportation System Devel opment,
Meyer, and Alan Pisarski, for Transportation Research Board, National Cooperative Highway Research Program, available at
http://ntl.bts.gov/lib/16000/16200/16209/PB2000103006.pdf, 1998.

L Source: Potential Impacts Associated with Improvements to County Road 7950, prepared by Jonathan Upchurch, for Chaco

Culture National Historic Park, available at http://www.chacoalliance.com/2005 Road Study.pdf, 2005.

2 The four year period is chosen because the study compared average visitor volume two year prior and two years after the

road projects.
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20% in four years.”® Another case study shows that in Hovenweep National Monument in Utah/Colorado, the visitor
volume increased 32% in 10 years after road improvements.24

4.3. Economic Impact Study of-¥3 in Other States

Several studies were conducted for the impact of 1-73 in Virginia. During the location study phase of 1-73, James
Gillespie of the Virginia Transportation Research Council completed an economic impact analysis of I-73. The main
purpose of the Gillespie study was to rank 12 different route options in terms of economic impact. The two methods
used in this study were an fiexito method and a fAdoll
economic impact of highways because it only estimates the economic impact of service businesses.” Based on the
Hartgen et al. (1992) paper on the relationship between rural interchanges and service businesses, Gillespie
estimated that the proposed I-73 could support 61 gas stations, 60 new restaurants, and 52 new hotels, with a total
job creation of 4,830.%° The exit method did not capture other economic benefits of an interstate highway such as
cost savings for existing businesses.

The dollar method evaluated the impact of I-73 on the overall regional economy based on aggregate studies
reviewed in section 4.1 of this report. The method assumes that for every 1% increase in highway stock in the
region, regional economic activity increases by a certain percentage. However, Gillespie did not provide a
justification on the magnitude of this percentage. In the most optimistic scenario, Gillespie estimated that I-73 would
create 3,186 jobs. Though this method captured the potential effect of the highway on the overall economy, the
drawback of the Gillespie study is that it did not try to reconcile the seemingly different results of the exit and dollar
methods. Readers were left wondering about the size of the economic impact of 1-73.

The Economic Development Research Group conducted a separate study on the potential economic impact of 1-73
on the city of Roanoke. The report studied the impact of I-73 on retail, office, and tourism industries. It concluded
that I-73 (with a central alignment through Roanoke) could generate 5,670 jobs for the city of Roanoke. However,
many of those jobs would be the result of business relocations between Roanoke and the surrounding areas. This
study did not attempt to evaluate the economic impact on the entire I-73 Corridor region.

In 2007, Chmura Economics & Analytics completed a study on the economic impact of I-73 on Virginia. This study
used a combination of exit and dollar methods in a simulation model framework. The study estimated that both
existing businesses and potentially new businesses could benefit from I-73 after its completion. For existing
businesses located in the 1-73 Corridor, the highway could help improve travel efficiency and provide cost savings
estimated at $141.2 million in 2020. The study estimated that a total of 141 service businesses could be supported
by I-73 in 2020, generating an economic output of $210 million and directly employing 2,455 people. Furthermore, it

8 Source: Economic Impacts of Prospective Diamond Bar Road Improvements, by Harvey Economics, for Grand Canyon
Resort Corporation, available at
http://resource.co.mohave.az.us/File/Public%20Works/Engineering/PDF/Projects/APPENDIX%20A%20DIAMOND%20BAR%20
ROAD%20IMPROVEMENTS%20ECON%20IMPACT%20ANALYSIS.pdf, 2009.

4 Source: Potential Impacts Associated with Improvements to County Road 7950, prepared by Jonathan Upchurch, for Chaco
Culture National Historic Park, available at http://www.chacoalliance.com/2005_Road Study.pdf, 2005.

% |n this study, service businesses refer to those around interstate interchanges that serve motorists. Typical service businesses
are gas stations, restaurants, and hotels.

% This number may not be directly comparable with what was found in the 2007 Chmura study, as the route and interchanges
may have since changed.
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was determined to be likely that I-73 development could support distribution centers in the 1-73 Corridor with the
total economic impact of one distribution center estimated to contribute $22.4 million and 277 jobs in 2020.

In 2009, Chmura Economics & Analytics completed a study on the economic impact of I-73 in West Virginia. This
study used a combination of exit and dollar methods in a simulation model framework. The study estimated that a
total of 83 service businesses could be supported by I-73 in 2020, generating total economic impacts of $172
million that support 1,765 jobs in the I-73 Corridor in West Virginia. Regional businesses would also benefit from
cost savings and productivity improvement.
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5. Economic Overview of the 173 Corridor

The I-73 Corridor region in South Carolina is comprised of the counties of Dillon, Marion, Marlboro, and Horry. This
section summarizes the historic economic performance of the 1-73 Corridor in terms of population, employment,
income, and industry mix.

5.1. Population

In 2009, the I-73 Corridor had an estimated population of 357,031, which accounts for 7.8% of the state total (Table
5.1). The region has experienced healthy population growth since 1970. From 1970 to 2007, regional population

grew by an average 2.1% per year, faster than the state average of 1.5%. However, most of the growth occurred in
ed. Horry
year, thanks to its strong tourism sector that attracts over 15 million visitors each year.27 In addition, due to its mild
weather and rich amenities, the Myrtle Beach area has been able to attract a large number of retirees from the

northern states.

Horry County, where Myrtil e

Locality

Beach i s

| ocat

Table 5.1: Population Estimates

1980

South Carolina 2,590,516 3,121,820

|-73 Corridor 156,251
Dillon 28,838
Marion 30,270
Marlboro 27,151
Horry 69,992

Source: U.S. Census Bureau

198,315
31,083
34,179
31,634

101,419

1990

2000

3,486,703 4,012,012 4,
236,427 291,635

29,114
33,899
29,361

30,722
35,466
28,818

144,053 196,629

Countyds

Average Annual
2009 Growth Rate

561,212
357,031
30,912
33,468
28,783
263,868

1.54%
2.14%
0.18%
0.26%
0.15%
3.46%

The other three counties in the I-73 Corridor are mostly rural and have experienced stagnant population growth in
the past four decades (Table 5.2). The rural nature of those counties and the lack of easy access to a major

transportation network may have contributed to an inability to retain or attract new residents.

Table 5.2: Average Annual Growth Rate in Population

Locality

I-73 Corridor
Dillon

Marion
Marlboro
Horry

South Carolina

1970-1980 1980-1990

1.9% 1.1%
2.4% 1.8%
0.8% -0.7%
1.2% -0.1%
1.5% -0.7%
3.8% 3.6%

Source: U.S. Census Bureau

1990-2000
1.4%

2.1%

0.5%

0.5%
-0.2%
3.2%

2000-2009
1.4%

2.3%

0.1%
-0.6%
0.0%

3.3%

" Source: Myrtle Beach 2010 Summer Visitor Assessment, November 2010. Prepared by Equation Research.
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5.2. Employment

In 2008, total employment in the I-73 Corridor was 193,467, or 7.5% of the state total. Over the last 38 years,
employment in the 1-73 Corridor increased at an average rate of 2.69% per year while employment in the state
grew 2.04% per year (Table 5.3). Employment growth in the I-73 Corridor mimics the population growth of the
region. Horry County has consistently added jobs at a much faster rate than the state average, but job growth in the
other three counties lagged behind the state average. Employment in Marlboro County has diminished since 1980.

Table 5.3: Total Employment (Full Time and Part Time)

Average Annual

1970 1980 1990 2000 2008 Growth Rate

South Carolina 1,195,991 1,523,489 1,912,747 2,274,642 2,579,280 2.04%
I-73 Corridor 70,485 94,945 124,718 162,283 193,467 2.69%
Dillon 11,377 11,270 11,449 12,783 12,710 0.29%
Marion 13,518 14,938 14,778 14,478 15,829 0.42%
Marlboro 12,078 12,473 11,379 9,931 9,962 -0.51%
Horry 33,512 56,264 87,112 125,091 154,966 4.11%
Source: Bureau of Economic Analysis

Even in swiftly developing Horry County, employment growth has slowed in recent decades when compared with
previous decades (Table 5.4). From 2000 through 2008, the average job growth rate was 2.7% per year. This rate
was slower than 3.7% reached from 1990 through 2000, or 4.5% reached from 1980 through1990. Marion County
has reversed its declining trend after 2000, averaging 1.1% job growth per year from 2000 through 2008.

Table 5.4: Average Annual Growth Rate in Employment

Localit 1970-1980 1980-1990 1990-2000 2000-2008
South Carolina 2.4% 2.3% 1.7% 1.6%
I-73 Corridor 3.0% 2.8% 2.7% 2.2%
Dillon -0.1% 0.2% 1.1% -0.1%
Marion 1.0% -0.1% -0.2% 1.1%
Marlboro 0.3% -0.9% -1.4% 0.0%
Horry 5.3% 4.5% 3.7% 2.7%
Source: Bureau of Economic Analysis

5.3. Income

The latest data indicate that per capita income in the I-73 Corridor was $27,954 in 2008, 14% lower than the state
average of $32,495 (Table 5.5). Historic income data indicate that the region has been keeping pace with the 1.7%
income growth of the state from 1970 through 2008. Among all localities in the 1-73 Corridor, only Horry County has
an income level that is close to the state average. For Dillon, Marion, and Marlboro Counties, their rural nature and
stagnant job growth limited the growth potential of personal incomes. For Horry County, despite rapid population
and employment growth, the per capita income for the county was still below the state average because of the
industry mix of the county. As will be explained later, the major economic engine in Horry County is tourism, which
employs a relatively large percentage of part-time workers and low-wage employees having basic skills when
compared with other industries.

!‘ | 18
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Table 5.5: Per Capita Income (2008 Dollars)

Average Annual

Locality 1970 1980 1990 2000 2008 Growth Rate
South Carolina $16,927 $20,208 $26,096 $31,345 $32,495 1.73%
I-73 Corridor $13,965 $17,139 $22,786 $28,337 $27,954 1.84%
Dillon $11,669 $14,001 $18,320 $22,971 $23,957 1.91%
Marion $12,993 $15,420 $19,371 $22,886 $24,396 1.67%
Marlboro $13,281 $14,777 $17,595 $21,646 $23,284 1.49%
Horry $15,597 $19,416 $25,551 $31,139 $29,383 1.68%
Source: Bureau of Economic Analysis and Bureau of Labor Statistics

5.4. Industry Mix

In 2008, services were the largest industry sector in the I-73 Corridor, accounting for over 43% of regional
employment, a reflection of the strong tourism industry in the Myrtle Beach region (Table 5.6). Since 2001, the
service industry has expanded from 40.6% to 43.3% in 2008. Meanwhile, the importance of manufacturing in the
regional economy has waned. Its share in regional employment fell from 10.1% in 2001 to 5.6% in 2008.

Table 5.6: Industry Mix-Employment as a Percentage of Total Employment

Ag. & Mining Construction Manufacturing TWU Trade FIRE Services Government

I-73 Corridor

2001 0.6% 7.6% 10.1% 2.0% 17.8% 9.2% 40.6% 12.2%
2008 0.3% 8.1% 5.6% 18% 17.7% 11.5% 43.3% 11.8%
South Carolina

2001 0.6% 6.9% 14.4% 3.3% 15.1% 6.5% 36.1% 17.1%
2008 0.5% 6.8% 9.8% 32% 14.3% 8.7% 40.8% 15.8%

Ag: Agriculture
TWU: Transportation, Warehousing, and Utilities
FIRE: Finance, Insurance, and Real Estate

Source: Bureau of Economic Analysis

In the past seven years, the manufacturing and agricultural and mining sectors in the 1-73 Corridor have
experienced declining employment; other industry sectors enjoyed healthy growth (Table 5.7). Employment in the
finance, insurance, and real estate (FIRE) sector registered the fastest growth at 6.3% per year. Compared with the
state average, the pace of growth for the I-73 Corridor was faster for trade, government, and construction.
However, it was slower for manufacturing; agricultural and mining; transportation, warehousing, and utilities (TWU);
and FIRE sectors.
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Table 5.7: Average Annual Growth Rate in Industries

Ag. & Mining Construction Manufacturing TWU Trade FIRE Services Government

I-73 Corridor

2001-2008 -5.9% 3.8% -5.3% 1.7% 28% 6.3% 3.9% 2.3%
South Carolina

2000-2006 0.6% 1.9% -3.4% 18% 1.3% 6.5% 3.9% 0.9%

TWU: Transportation, Warehousing, and Utilities
FIRE: Finance, Insurance, and Real Estate

Source: Bureau of Economic Analysis

Growth of the high-tech industry in the I-73 Corridor lagged behind the state (Figure 5.1). The percentage of high-
tech employment in the 1-73 Corridor stayed near or below 4% during the past nine years. This percentage has
been steadily declining from 3.6% in 2003 to 2.8% in 2009. On the other hand, the high-tech employment rate in
South Carolina has been expanding its share in recent years. For the same period, the percentage of high-tech
employment in South Carolina increased from 7.3% to 8.5%.

Figure 5.1: Percentage of High-tech Employment in Total Employment (2001-2009)
9%

South Carolina

7%

6%

5%

4%

3% — —

2%

1%

0% T T T T T T T T
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% There is no standard or widely accepted definition of high-tech industries. The definition used here is the same one used by
C h mu rVarging&a Economic Trends.
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In summary, disparities exist among the counties located in the 1-73 Corridor in South Carolina. Horry County,
which includes Myrtle Beach, experienced faster employment and population growth than the state average.
Growth in the remaining three counties in the I-73 Corridor lagged behind the state in population, employment, and

income. The industry structure of the region is skewed toward tourism sectors, due to the inclusion of Myrtle Beach
in the corridor. The region had very few high-tech industries.
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6. Location, Access, and Traffic Impact of }73

6.1. Location of k73 in South Carolina

6.1.1. I-73 North Segment Location

The boundaries of the northern segment of I-73 in South Carolina are the North Carolina state line and 1-95, for a
length of 36.8 miles. The segment, shown as the blue line in Figure 6.1, passes through Dillon and Marlboro
Counties.

This segment starts at the northern end of the interchange with 1-95. It extends in a northern direction on the
western side of Bingham where there is an interchange with S.C. Route 34. It continues north for approximately 3.5
miles north of Bingham where there is an interchange with S.C. Route 381 between Blenheim and Clio. It continues
northwest where it has another interchange with U.S. Route 15/401 east of Bennettsville. Interchanges are also
provided at S.C. Route 79, north of Bennettsville, and with 1-74 near Hamlet, North Carolina.

Figure 6.1: Location of I-73 Northern (Yellow) and Southern (Red) Segments

Source: Colleen Balzotti, Graphic Design Manager, Myrtle Beach Area Chamber of Commerce.

6.1.2. 1-73 South Location

The proposed I-73 located to the south of I-95 has two segments. The southern segment of I-73 in South Carolina
runs from 1-95 to SC-22 for a total of 43.5 miles. This segment consists of new roadways that need to be
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