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1.0 DESCRIPTION OF THE PROPOSED ACTION
1.1 INTRODUCTION

The majority of the Tampa interstate system was designed and constructed in the late
1950s and early 1960s. Realizing the need to upgrade the antiquated interstate system,
the potential for High Occupancy Vehicle (HOV) improvements, and to qualify the
urban interstate system in Hillsborough County for Federal interstate funds, a
preliminary study was conducted by the Florida Department of Transportation
(FDOT) in 1983. This preliminary study established year 2010 traffic for the
interstate system and described potential short-term safety and geometric solutions for
the existing interstate. Additionally, the study identified long-term, HOV-related

improvements to accommodate year 2010 traffic volumes.

A significant conclusion from the completed study determined that efforts mﬁst be
expanded to consider all fransportation needs within the corridor, including any
concurrent highway, rail, or transit improvements to the area which may imhact the
corridor, and to recommend improvements to the interstate system to accommodate

those needs.

Using the 1983 justification as a documented base, the Tampa Interstate Study (TIS)
began in late 1987. Generally, the purpose of the study was to produce a Master Plan
(Phase I), conceptual design, and environmental impact data base for improvements to
I-4, 1-75, and 1-275. Specifically, the objectives of Phase I of the TIS were to prepare
a series of reports documenting the requirements for conceptual design, including

existing and predicted conditions, typical sections, right-of-way requirements,



environmental constraints, and costs of recommended alternatives. The recommended
improvements are intended to serve traffic and transportation needs through the year

2010.
Services performed in Phase I included the following:

* A Master Plan of improvements to I-4, I-75, and 1-275 to accommodate
transportation needs through the year 2010.

*  Justification Report(s) for critical recommended new interchange
locations sufficient to obtain Federal interstate funding.

*  Conceptual designs of the recommended improvements in sufficient
detail to identify structural, environmental, and right-of-way impacts.

*  Conceptual right-of-way requirements.

* Development and consensus of a multi-modal transportation system to
accommodate year 2010 needs.

Preliminary cost estimates of all improvements, time-phased in
accordance with the Master Plan.

.

Following FHWA écccptance of the TIS Master 'Plan, provisions were set forth by the
FDOT to implement Phase II of the TIS. Phase II of this study is intended to satisfy
the requirements necessary to fully complete environmental documentation of the
recommended Master Plan. Completion of Phase II activities will enable the FDOT to
proceed with final design and to seek construction funding of the Tampa interstate
system. This document provides the Environmental Assessment of the project limits
identified as I-275 from the Howard Frankland Bridge to east of the Dale Mabry
Highway interchange and Memorial Highway (S.R. 60) from I-275 to just north of

Cypress Street. The project limits are graphically shown on Exhibit 1.1.
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The termini at the castern portion of the Preferred Alternative is the beginning of the
southern portion of the proposed Veterans Expressway (formerly known as the
Northwest Hillsborough Expressway). To appreciate the selection of this logical
termini, it is important to understand the Master Plan Concept for the Veterans
Expressway. The former Northwest Hillsborough Expressway was identified in the
original 1971 Tampa Urban Area Transportation Study (TUATS), which recognized
the need for construction of an adequate surface transportation system in
Hillsborough County. It has since been included on the most recent MPO Adopted
Year 2010 Long Range Transportation Plan. The project begins at 1-275 south of
Tampa International Airport (TIA) and proceeds northerly and northeasterly to a
terminus at Dale Mabry Highway north of Van Dyke Road. The preferred Master
Plan Concept for the Veterans Expressway is compatible with the TIS Master Plan for
1-275 and the Hillsborough County Aviation Authority (HCAA) Master Plan for

Tampa International Airport (TIA), as documented and illustrated in the Ngrthwglgt

Hillsborough Expressway Master Plan Report.32

"Due to the complexity of the Memorial Highway (S.R. 60)/Veterans Expressway

interchange and the TIA/Spruce Street interchange it was determined that the most
logical and appropriate termini for the Preferred Alternative is the point prior to the
conveyance of ramps onto the Veterans Expressway (or after the divergence of ramps

from the Veterans Expressway onto the interstate).

Currently, 1-275 provides a four-lane facility from the Howard Frankland Bridge to
Memorial Highway (S.R. 60) and six lanes from Memorial Highway (S.R. 60) to east of
the Dale Mabry Highway interchange. An auxiliary lane is also provided for the
eastbound weaving section between the Westshore Boulevavrd and Lois Avenue

interchanges.
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Year 2010 traffic projections indicate I-275 is anticipated to carry 124,000 vehicles per
day (vpd) west of the proposed Veterans Expressway (formerly the Northwest
Hillsborough Expressway) and 157,000 vpd east of the expressway. Using the 2010
forecast traffic volumes, along with other critical factors, a "Tier Analysis" was
conducted to consider, develop and evaluate various roadway design concepts for the
study area. As a result of the tier evaluation process, a Master Plan concept was
recommended for this facility. This Environmental Assessment is based upon the
Master Plan concept, which is referred to in this document as the Preférred

Alternative.
1.2 PROPOSED ACTION

The Preferred Alternative consists of a four-roadway system made.up of interstate
express lanes and separate.local acccss. freeway lanes. HOV/Transitway lanes are
included within the interstate alignment ending at Trask Street with an envelope
reserved to carry the HOV/Transitway lanes across the Howarq Frankland Bridge.
HOYV priority ramps will be provided to and from the east on 1-275 at Trask St.reet. A
fully directional interchange will be included for the I-275 connection to the Veterans
Expressway, and direct ramping will be provided from Memorial Highway (S.R. 60)
and Kennedy Boulevard to the Veterans Expressway. Existing interchange locations at
Westshore Boulevard, Lois Avenue and Dale Mabry Highway will remain. Other new
non-interstate improvements include the Sherrill Street extension north from Memorial
Highway (S.R. 60) and Kennedy Boulevard under 1-275 to Cypress Street, and the new

Lemon Street Connector to Westshore Boulevard from Occident Street.
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2.1 SYSTEM LINKAGE

The Tampa interstate system provides key links to all of the urban area and is
recognized as the most important regional highway system in the Tampa Bay area.
The February 1989 white paper entitled "Future Of Hillsborough Transportation
Concepts" prepared for the Florida House of Representatives Public Transportation
Committee stated clearly the significant role played by the interstate system in the
region’s transportation system and identified the Tampa Interstate Study’s proposed
reconstruction of 1-275, I-4 and 1I-75 as a "px;i'ority project." The Federal Aid

Classification system designates 1-275, I-4 and 1-75 as interstate facilities.

Similar official recognition for a major reconstruction of the interstate system is
found in the Tampa Urban Area Metropolitan Planning Organization’s "Year 2010
Long Range Transportation Plan for Hillsborough County." This document provides
for a2 minimum of eight interstate freeway lancsv throughout Tampa in the ycaxl 2010.
The planning of interstate reconstruction has included close coordination with the
Hillsborough County Rail Transit Study consultant (Bechtel/Parsons Brinckerhoff
Quade and Douglas). The Rail Transit Study’s purpose was to perform preliminary
planning work leading up to the engineering, construction and operation of a fixed

guideway rail transit system for the County.

Travel demand estimates for both the TIS and the Rail Transit Study were derived
from the same base model and developed jointly by the respective consultant teams,

thus ensuring Tampa of a truly balanced program of transportation improvements into

the next century.



Future planning efforts, relating to the adopted Metropolitan Planning Organization
(MPO) 2010 Long Range Transportation Plan, clearly indicate that reconstruction of
the interstate system is a basic component of their plan. Without the primary

interstate system, other associated freeways, expressways and arterials will fail to

provide the necessary capacity and system connectivity. Previous studies have

indicated that the reconstruction of the interstate system is preferable to development
of new alternative freeway corridors through densely «. veloped urban neighborhoods.
The Master Plan also assumes the eventual establishment of other high capécity

facilities, as provided by the MPO Plan.

Several major transportation projects that will connect to the reconstructed Tampa
interstate system, or are integrated system linkages, are shown on Exhibit 2.1. These
transportation improvements are integral to the overall future system and will provide
travel opportunities unknown by todaf’s Tampa traveler. The Veterans Expressway,
I-4/Crosstown Connector and the G_andy/Crosstown Extension will f qrm key segments
of the FDOT's prpposcd urban expressway loop system. Specifically, the Veterans
- Expressway will link ﬁp with I-275 in the viéinity.of Cypress Street. As part of this
project, a fully directional high capacity interchange will connect these two ma jor
facilities. In addition, the new parallel span and rehabilitation of the Howard
Frankland Bridge will provide cight freeway lanes into the western limits of this

project. The new bridge improvements are expected to be complete by 1995.

These key transportation improvements, and those of the currently adopted Year 2010
MPO Long Range Transportation Plan, are assumed to be part of the transportation

system served by the interstate after its reconstruction.
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2.2 EXISTING CORRIDOR CAPACITY

Initial work efforts for TIS focused on the evaluation of the entire interstate roadway
to determine its current condition. This physical evaluation was primarily designed to
determine the potential life expectancy of the various design elements, such as
structures, bridges and pavement surfaces. These activities resulted in the
development of a Task F.2.a "Component Package," which was presented to the FDOT
and the Federal Highway Administration (FHWA) on November 12, 1987 and
documented in the Task F.2.a - Component Package Presentation Summary.23 This
presentation provided a concise overview of the existing conditions within the TIS
area and the potential for rehabilitation of the ihterstate system. Major supporting

documentation for the Component Package presentation is found in the Task E2.a -

Existing Alignment Inventory Working Paper20 and the Task E.2.b.c - Interstate
Structural Inventory 'Working‘ Paper.21

The findings and :ecommehdations resulting from these initial stu_dy efforts indicated
that there is an overwhelming need to rehabilitate and/or reconstruct the existing
interstate system in urban Tampa. These evaluation findings were evident in all
aspects, including travel demand forecasting, structural integrity, traffic operations
and safety, and compliance with the adopted plans and policies of the various local
governments. Existing conditions within the project corridor are discussed in the
following paragraphs. A detailed description of existing conditions is provided in the

previously approved Traffic Memorandum!7 and Preliminary Engineering Reportl6

prepared for this project.



Using the existing peak hour volumes, traffic operations analyses were conducted for
1-275 from west of the Kennedy Boulevard on-/off-ramps to east of the Dale Mabry
Highway interchange. The existing laneage on 1-275 in this section and the

configuration of the ramps are illustrated schematically on Exhibits 2.2 and 2.3.

The basic freeway segments, wéaving areas and ramp junction merge/diverge areas
were analyzed using the methodologies described in Chapter 3 - Basic Freeway
Segments, Chapter 4 - Weaving Areas and Chapter 5 - Ramps and Ramp Junctions of
the 1985 Highway Capacity Manual (HCM).27 To be consistent with the operations
analyses conducted previously during Phase I of the study, the levels of service for the
basic freeway segments, weaving areas and mcrge/divcrgc arcas were determined using
the values developed' in M”—MMMMZS for TIS,
previously approved by FHWA. Basic freeway segment capacity parameters, lcyels of
service, merge/diverge and weaving area levels of service criteria used in the
operations analyses are provided in the Traffic Memorandum!7 and the nglg'rﬁingry

Engineering Rgngr;lﬁfor fhis project. Documentation of FHWA appréval of these

modified level of service criteria is provided in the Appendices of the Traffic

Memorandum.17

Only one of the four basic freeway segments analyzed operates at Level of Service D
or better in the a.m. peak hour. The segment of westbound I-275 west of the Kennedy
Boulevard interchange is currently operating at Level of Service C. The other three
segments are all currently operating at Level of Service E or F in the a.m. peak hour.

The volume-to-capacity (V/C) ratios for these three scgments range from 0.92 to 1.05.

2-4
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J Three of the four segments analyzed are currently operating at Level of Service E or
F in the p.m. peak hour. The V/C ratios for these three segments range from 0.93 to
1.03. The segment of eastbound 1-275 west of the Kennedy Boulevard on-/of f-ramps is
currently operating at Level of Service D with a V/C ratio of 0.77. It should be noted

that the two basic freeway segments east of the Dale Mabry Highway interchange

operate at unacceptable levels of service during both the a.m. and p.m. peak hours.
The existing conditions basic freeway segments capacity calculations are contained in

the Appendices of the Traffic Memorandum!7 and Preliminarv Engineering Report.16

Analyses of existing levels of service for the merge, diverge and weaving areas on I-
5 275 indicate that 11 of the 17 locations analyzed are currently operating at acceptable
levels of service (Level of Service D or better) in the a.m. peak hour. The six

; locations that are currently operating at Level of Service E or F are as follows:

"~ *  Eastbound I-275 off -ramp to Kennedy Boulevard (chelef Service F);

*  Eastbound 1-275 off-ramp to Memorial Highway (SR 60) (Level of
: Service F); -

*  Eastbound 1-275 on-ramp from Dale Mabry Highway (Level of Service
E);

*  Westbound I-275 off-ramp to northbound Dale Mabry Highway (Level
of Service F);

Westbound I-275 on-ramp from Dale Mabry Highway (Level of Service
E), and

*  Westbound I-275 off-ramp to Westshore Boulevard (Level of Service E).

The unacceptable levels of service occurring at these merge/diverge areas on 1-275 are

primarily the result of a lack of sufficient mainline capacity.




Analyses of existing levels of service for the merge, diverge and weaving areas on I-
275 in the p.m. peak hour indicate that 12 of the 17 locations analyzed are currently
operating at Level of Service D or better. The five locations that are currently

operating at an unacceptable level of service are as follows:

*  Eastbound I-275 between on-ramp from Westshore Boulevard and off-
ramp to Lois Avenue (Level of Service E);

*  Eastbound I-275 on-ramp from Lois Avenue (Level of Service E);

*  Eastbound I-275 on-ramp from Dale Mabry Highway (Level of Service
F);

*  Westbound 1-275 off-ramp to northbound Dale Mabry Highway (Level
of Service E), and

*  Westbound I-275 on-ramp from Kennedy Boulevard (Level of Service E).

As is the case in the a.m. peak hour, the unacceptable levels of service occurri_ng
during the p.m. peak hour at the four merge/diverge areas listed above are primarily
the rcsullt of a lack of suf ficient mainline capacity. The unacceptable level of service
currently existing on the segment of eastbound I-275 between the WéstshOre Boulevard
on-ramp and the Lois Avenue off-ramp is due to the relatively short length of the

weaving area (approximately 1,320 feet) and the large volume of weaving traffic.

It should be noted that two of the 17 locations analyzed are operating at unacceptable
levels of service during both peak hours. These locations are the eastbound I-275 on-
ramp from Dale Mabry Highway and the westbound I-275 off-ramp to northbound
Dale Mabry Highway. The existing conditions capacity calculations for the ramp

junctions and weaving areas are included in the Appendices of the Traffic

Memorandum!7 and the Preliminary Engineering Report.!6




% In addition to the I-275 freeway operations analyses, signalized intersection analyses
were also conducted for the a.m. and p.m. peak hours at the following ramp terminal

and arterial intersections:

Dale Mabry Highway and westbound I-275 on-/of f-ramps;
Dale Mabry Highway and eastbound I-275 on-/off-ramps;
Dale Mabry Highway and Spruce Street;

Dale Mabry Highway and Cypress Street;

Cypress Street and Himes Avenue;

Lois Avenue and westbound 1-275 on-/of f-ramps;

Lois Avenue and eastbound 1-275 on-/of f-ramps;
Westshore Boulevard and 1-275 on-/off-ramps;

Westshore Boulevard and Cypress Street;

Kennedy Boulevard and Memorial Highway (S.R. 60); and
Kennedy Boulevard and Hoover Street.

LR BE BN BN B R BE K SR BN

These analyses were conducted using the methodology described in Chapter 9 -
} Signalized Intersections of the 1985 Highway Capacity Manual.27 The existing a.m.
and p.m. peak hour turning movements and intersection lane geometry at thése
locations are provided in the Traffic Memorandum!7 and the Preliminary Engineering
Report.16 Traff ic_ signal phasing/tirhing plans were obtained from thé City of Tampa
and used in the analyses. At several locations, it was determined that iniproved
operations could be obtained with some minor rcviéions to the signal timing. Hence,

these revisions were incorporated into the analyses. Nine of the 12 signalized

intersections are currently operating at Level of Service C or better in the a.m. peak
hour, while the Westshore Boulevard/Cypress Street intersection is currently operating
at Level of Service D. The Kennedy Boulevard/Memorial Highway (S.R. 60)
intersection is currently operating at Level of Service E and the intersection of
Westshore Boulevard and the I-275 on-/off-ramps is currently operating at Level of

Service F.




In addition, analyses indicated that ecight of the 12 signalized intersections are
currently operating at Level of Service C or better in the p.m. peak hour and one
intersection (Dale Mabry Highway and Spruce Street) is currently operating at Level
of Service D. The Kennedy Boulevard/Memorial Highway (S.R. 60) intersection is
currently operating at Level of Service E in the p.m. peak hour, while the intersections
of Westshore Boulevard and the 1-275 on-/off-ramps and Westshore Boulevard and
Cypress Street are currently operating at Level of Service F. The existing conditions

signalized intersection capacity analyses are included in the Appendices of the Traffic

Memorandum!7 and the Preliminary Engineering Report.16

23 TRANSPORTATION DEMAND

As stated earlier, the Preferred Alternative includes a four-roadway system on I-275
from west of the Kennedy Boulevard on-/off-ramps to east of Dale Mabry Highway.
The fouf-roadway system consists of an express freeway system with HOV/Transitway
lanes in the cehter_ of the roa_dway and a local access freeway syst;m on the outside of

the express lanes. Interchanges are provided at the following locations:

*  Dale Mabry Highway (to and from the east and west on the local access
freeway lanes);

*  Lois Avenue/Cypress Street (to and from the east and west on the local
access freeway lanes); .

*  Westshore Boulevard (to and from the east on the local access freeway
lanes);

*  Veterans Expressway (to and from the east on the express freeway
lanes);

*  Memorial Highway (S.R. 60) (to and from the east and west on the local
access freeway lanes), and

*

Kennedy Boulevard (to and from the west on the local access f reeway
lanes).




g

To assess the impact of the proposed project, design year traffic projections were
estimated. These projections were estimated using the Florida Standard Urban
Transportation Model Structure (FSUTMS) for Hillsborough County, as supplied by
FDOT and refined during Phase I of TIS. The design year (2010) average daily
traffic volumes for the Preferred Alternative are illustrated on Exhibits 2.4 and 2.5.
Both the total daily traffic volumes and the daily HOV volumes are presented for the
express freeway lanes east of Trask Street. It should be noted that the total daily
traffic volumes also include the HOV volumes in the area where the HOV lanes are
present. As indicated on Exhibits 2.4 and 2.5, the 2010 average daily traffic volume
on I-275 increases from approximately 124,100 vpd west of the Kennedy Boulevard
interchange to approximately 215,800 vpd east of the Dale Mabry Highway

interchange.

Directional design hour volumes which were estimated from the 2010 daily traffic
volumes using the "K" and "D" factors documented in the Traffic Memorandum17 and
the Preliminary Engineering Reportl6 are illustrated on Exhibits .2.4 and 2.5. As
indica‘tcd on these exhibits, the total 2010 directional design hour volume on I-275
ranges from 5,459 vehicles per hour (vph) west of the Kennedy Boulevard interchange

to 8,631 vph east of the Dale Mabry Highway interchange.

24 SOCIAL DEMANDS AND ECONOMIC DEVELOPMENT

The new Tampa interstate facility will provide access to all areas presently served as
well as increase accessibility to the Westshore area with the addition of HOV ramps at

Trask Street. Improved traffic capacity and accessibility should provide more

economic and growth opportunities to businesses and development throughout the

2-9
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corridor study limits. The Sherrill Street extension will provide another north-south
facility through I1-275 in the Westshore area to potentially relieve congestion on

Westshore Boulevard and other areas and to increase circulation in the area.
2.5 MODAL INTER-RELATIONSHIPS

Existing multi-modal transportation serving the project area is discussed in the
following paragraphs. Future plans for multi-modal transportiation uses are discussed

in Section 3.3.

During 1990, the Hillsborough Area Regional Transit Authority (HART) operated 133
buses during peak periods on 31 local bus routes and 14 express bus routes. These
routes provided service as far east as Plant City; south to Ruskin, Sun Ci_ty and
Wimauma; north to Lutz; and west to .Clcarwatcr in Pinellas County. Approximately

27,000 daily passengers or 8.5 million annual passengers used these bus routes in 1990.

In conjunction with express bus routes, various park-n-ride lots were established

throughout the County to encourage transit usag;:. Some of the lots were built
exclusively for transit usage; however, many are mixed-use facilities. These mixed-use
lots were generally established through operating arrangements with local private
businesses, institutions and public agencies. No park-n-ride lots are currently located

within the project limits.

Tampa International Airport, located northwest of the project area, is a major
generator of traffic and contributes to volumes on 1-275 via Memorial Highway (S.R.
60). Proposed improvements to Memorial Highway (S.R. 60) to convert this f acility to

the Veterans Expressway will enhance access to the airport to and from 1-275.

. 2-10



2.6 TRAFFIC SAFETY

Accident data was obtained from the FDOT for the years 1985 through 1989. This
information is summarized in the following paragraphs. A more detailed discussion of

accident data is provided in the Preliminary Engineering Report!6 for this project.

Table 2.1 summarizes relevant accident data for the entire project corridor for each
analysis year. Between 1985 and 1989, 675 accidents occurred within the 1-275 pfojcct
corridor. This includes 7 fatalities, 532 injuries and 371 accidents involving property
damage. An examination of accident types indicates that 44 percent of the accidents
were rear-end collisions, 10 percent right angle,. and 9 percent sideswipe accidents.

Collisions with barrier walls accounted for 9 percent of the accidents recorded.

TABLE 2.1

ANNUAL ACCIDENT SUMMARY
Tampa Interstate Study - Phase II

Year Ang?gt:llnts Fatalities Injuries Property Economic Loss
1985 170 5 158 81 $4,743,000
1986 87 1 61 50 $2,427,300
1987 111 1 77 62 $3,096,900
1988 149 0 122 85 $4,157,100
1989 158 ] 114 93 $4.408.200
TOTAL 675 7 532 371 $18,832,500

2-11




Cnias

Table 2.2 summarizes the total number of accidents for each segment for the analysis
period along with the average actual accident rate, critical accident rate and safety
ratio. The inf orm@tion provided in this table includes the number of accidents (total
accidents as well as fatalities, injuries and property damage), economic loss, actual
accident rate, the critical accident rate and safety ratio for each roadway link. The
critical accident rate is the statewide average accident rate for a similar facility. The
safety ratio (the ratio-of the actual accident rate to the critical accident rate)
identifies safety problems and/or high accident locations. Thus, a safety ratio greater
than 1.00 indicates that the roadway is experiencing more accidents than would be
anticipated on this type of facility. None of the links analyzed show safety ratios

approachixig or greater than 1.0.

2.7 NAVIGATION

There are no crossings of navigable waterways within the project study limits.

2-12
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3.0 ALTERNATIVES CONSIDERED

3.1 NO-ACTION ALTERNATIVE

To identify the traffic operations impacts of not implementing the Master Plan in the
study area, a No-Action Alternative was evaluated for the year 2010. For the
purposes of this analysis, all segments of I-275 between interchanges which do not
constitute a weaving arca were analyzed as basic freeway segments using the 2010

design hour volumes illustrated on Exhibits 2.4 and 2.5 and the existing laneage

illustrated in the Traffic Memorandum!7 and the Preliminary Engineering Report.16

Table 3.1 summarizes the traffic operations analyses conducted for the 2010 No-Action
Alternative. As indicated in Table 3.1, all 11 freeway segments analyzed are projected
to operate at Level of Service F. The V/C ratios for these segments range from 1.09
(westbound I-275' between the Memprial Highway (S.R. 60) or;-ramp g’nd the Kennedy
Boulevard on-ramp) to 1.47 (eastbound and westbound I-275 east of Dale Mabry

Highway). The 2010 No-Action Alternative capiaciﬁty calculations are included in the

Appendices of the Traffic Memorandum!7 and the Preliminary Engineering Report.16

Given the severe lack of mainline capacity on 1-275, traffic operations analyses were
not conducted for the individual ramp merge/diverge and weaving areas. The number
of basic freeway lanes required to provide Level of Service D was determined for
each of these segments, and these lane requirements are listed in Table 3.1. As
indicated in Table 3.1, two additional lanes in each direction typically would be
required for I-275 from west of the Kennedy Boulevard interchange to east of the
Dale Mabry Highway interchange to provide Level of Service D. The only exceptions

are the segments of eastbound and westbound I-275 between the Kennedy Boulevard

3-1



TABLE 3.1

NO-ACTION (2010) FREEWAY OPERATIONS ANALYSIS SUMMARY

Location

EB 1-275 west of
Kennedy Boulevard
Off-Ramp

EB 1-275 between
Kennedy Boulevard
Off-Ramp and Memorial
Highway Off-Ramp

EB 1-275 between
Memorial Highway
On-Ramp and Westshore
Boulevard On-Ramp

EB 1-275 between
Lois Avenue On-Ramp
and Southbound Dale

BASIC FREEWAY SEGMENTS
Tampa Interstate Study - Phase II

Mabry Highway Off-Ramp-

EB 1-275 east of

' Dale Mabry Highway

On-Ramp

WB 1-275 east of
Northbound Dale Mabry
Highway Off-Ramp

WB 1-275 between
Dale Mabry Highway
On-Ramp and Lois
Avenue Off-Ramp

WB I-275 between

Lois Avenue On-Ramp
and Westshore Boulevard
Off-Ramp

WB 1-275 between
Westshore Boulevard
Off-Ramp and Memorial
Highway Off-Ramp

Directionsl Existing

Design Number

Hour Volume  of Lanes
5,459 2 1.40
4,390 2 1.12
6,926 3 1.18
8,341 3 1.42
8,631 .3 1.47
8,631 3 1.47
8,341 3 1.42
8,544 3 1.46
6,926 3 118

F

Required
Number

v/C!  LOS2  of Lanes3

4




o TABLE 3.1

NO-ACTION (2010) FREEWAY OPERATIONS ANALYSIS SUMMARY
BASIC FREEWAY SEGMENTS
Tampa Interstate Study - Phase 11

(Continued)
Directional Existing Required
Design Number Number

Location Hour Volume  of Lames V/Cl LOS? of Lanes3
WB 1-275 between g 4,255 2 1.09 F 3
Memorial Highway
On-Ramp and Kennedy
Boulevard On-Ramp
WB 1-275 west of 5,459 2 1.40 F 4
Kennedy Boulevard
On-Ramp

| 1 v/C = Volume-to-Capacity Ratio
2 LOS = Level of Service

‘ 3 Number of lanes required to provide Level of Service D with revised service flow
rates.




on-/off-ramps and the Westshore Boulevard on-/off-ramps. These segments would

require one additional lane in each direction to provide Level of Service D.
3.2 TRANSPORTATION SYSTEM MANAGEMENT ALTERNATIVE

Hillsborough County has, wherever possible, implemented Transportation System
Management (TSM) improvements to improve existing facilities. TSM improvements
involve increasing the available capacity within the existing right-of-way with
minimum capital expenditures and without reconstructing the existing facility. TSM
improvements to upgrade the existing 1-275 corridor without total reconstruction could
include adding HOV/Transitway lanes in the median or restriping existing lanes,
implementing incident management systems, improving weaving sections between

interchange ramps and providing ramp metering at entrance ramps.

The provision of HOV lanes will reduce the total number of vchiclc; ‘in the corridor
but not sufficiently to eliminate the need for additional lanes. Incident management
systems will improve flow during emergencies and accidcnts but ;nill not affect total
demand. Ramp metering will limit the volume of traffic accessing the interstate, thus
improving operations in the corridor, but will likely result in significant queues on
the local and arterial street system. Given the fixed location of interchanges and the
spacing, improving weaving areas would likely require braiding ramps and more

significant reconstruction.

These types of improvements would provide some relief to operations and increase
available capacity, but would still fall short of adding sufficient capacity to the
system to accommodate the projected travel demand at an acceptable level of service.
Thus, the TSM alternative will not improve capacity significantly beyond the No-
Action alternative and was elimin‘a‘ted from further study.

: 3-4




The Westshore Business District is served by the Westshore Transportation Management
Association and the Bay Area Commuters, Inc. Both of these organizations provide
support to various_vtransportation demand management initiatives within the Westshore
area. Although TSM and traffic demand management (TDM) measures alone will not
alleviate projected traffic congestion in the Westshore area, these organizations do
provide opportunities to lessen congestion through ride sharing, and vanpool/carpool

support activities will be ‘used to increase mobility in the study area.
33 MULTI-MODAL ALTERNATIVE

In addition to interstate and roadway design improvements and the implementation of
TSM and TDM measures to reduce automobile traffic, other modes of transportation
such as mass transit were also considered. Presently, the only available alternative is
bus service provided by HARTIline. Both express and local bus service is prbvidcd
throughbut Hillsborough County on}wcckdays, weekends and holidaysL Express fares

are $1.50 one way, w_hile local service fares are $.85 one way. Senior citizens and

handicapped people are provided discounted fares.

Transit typically best serves non-discretionary, frequent scheduled trips, such as home-
based work trips. Hillsborough County residents make a large percentage of
discretionary trips for other purposes, such as shopping, social and recreational trips.
Thus, transit is not as attractive because trip purposes are less frequent and

predictable, and more difficult to serve with scheduled bus service or fixed routes.

A recent rail transit study has been completed fdr Hillsborough County under the

direction of the MPO.



The purpose of this study was to perform preliminary planning work leading up to the
engineering, construction, and operation of a fixed guideway rail transit system for
Hillsborough Coun_ty. Based on earlier studies, initial work focused on the technology
known as light rail. Essentially, this type of system operates mainly on the surface
along its own exclusive right-of-way in which automobile and bus traffic could
operate crossing or paralleling operations. Service on this light rail system was

envisioned to be provided by a vehicle resembling a modern streetcar.

Additional rail transit information is provided in the TIS Master Plan!4 and the

Preliminary Engineering Rgngr;.w

In addition to light rail, the Tampa Bay Commuter Rail Authority has proposed a rail
system that will utilize the over 200 miles of active and/or retired train track in the
Hillsborough County and Pinellas County area. These hundreds of miles of rail
corridors connect many of the region’s major employment and residential centers, as
illustrated on Exhibit 3.1. The Tampa Bay Commuter Rail Authority was created to
plan, develop and build a commuter rail system in the Tampa Bay Region. Th.e four
corridors which havé been identified provide connections to Clearwater, Land
O’Lakes, Brooksville, Lakeland, Downtown Tampa, Tampa International Airport, Town
’n Country, Carrollwood, Temple Terrace, University of South Florida, Brandon, Plant

City and other employment centers.

Although these alternative modes of transportation would positively affect vehicular
traffic, bus and/or rail transit alone will not reduce vehicular traffic significantly
enough to satisfy demand and achieve an acceptable level of service on the interstate

system.
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3.4 CONSTRUCTION ALTERNATIVES

Several roadway concept alternatives were developed for the design segments located
within the study limits. Roadway design guidelines for developing these alternatives

are provided in TIS Task F.2.b - Design Criteria_ Policies and Procedures Technical

Memorandum.24 These alternatives are discussed in detail in the TIS Master Plan
Report!4 and Task F.6.a(6) - Tiers 1-3 Analysis.26 The following sections summarize
design criteria elements and the alternatives analysis as referred to in these

documents.
3.4.1 Roadwav Design Criteri

As noted in Section 3.1, the No-Action Alternative will not provide an adequate
facility for future traffic demand. As a result, design criteria and alternatives were
preparcd to determine the system of roadway improvements which best adheres to the

needs of this vital transportation corridor.

Design criteria prepared for this project address various design areas, including
roadway, structural, concurrent flow, HOV, and HOV/Transitway lanes. Tables 3.2,
3.3 and 3.4 provide the general design criteria for roadway, concurrent flow HOV and

HOV/Transitway. Design criteria are discussed in detail in TIS Task F.2.b - Design

Criteria Policies and Procedures Technical Memorandum?24 and briefly discussed in

the following sections.

Pavements widths for travel lanes will be 12 feet for freeway and HOV lanes.
Interchange ramp terminals for turning movements will also provide 12-foot lanes

with appropriate dimensions to accommodate design vehicle turning radii. Ramp lanes



TABLE 3.2

RECOMMENDED ROADWAY DESIGN STANDARDS

Tampa Interstate Study - Phase II .
Design F I | mm ndar
Speeds * Freeway - k60 mph Desirable

55 mph Minimum

* Collector/Distributor - 45 mph Desirable
40 mph Minimum

* Ramps - 50 mph Desirable
35 mph Minimum

* Loops - 30 mph Minimum
* Cross Streets - 45 mph Desirable
30 mph Minimum

Pavement Widths * Freeway - 12’ Standard Lane Width
12° HOV Lanes (w/painted Buffer)
12’ Interchange Turning Lanes
plus widening for curves
Ramps - 15’ Single Lane, 12’ Dual Lanes
Cross Streets - 12’ Desirable, 11’ Minimum

S

Shoulder Widths * Freeway - 12’ Outside (10’ Paved)
' 10° Outside (w/Barrier Wall)
6’-10" Qutside (If outside lane
is auxiliary lane w/Barrier Wall)
10’ Inside (w/Barrier Wall) g
i

* Ramps -
Single Lane - 6’ Outside (4’ Paved)
6’ Outside (w/Barrier Wall)
6’ Inside (2’ Paved)
6’ Inside (w/Barrier Wall)

Dual Lane - 10’ Outside (8’ Paved)
10’ Outside (w/Barrier Wall)
8’ Inside (4’ Paved)
6’ Inside (w/Barrier Wall)

Maximum Grades * Freeway - 3% for 60 mph
4% for 55 mph

* Collector/Distributor - 4% for 45 mph
5% for 40 mph

* Ramps - Ascending-6%
Descending-7% 3



G

TABLE 3.2

-
i
3

RECOMMENDED ROADWAY DESIGN STANDARDS
Tampa Interstate Study - Phase II
(Continued)

Design Factors Recommended Standards

Maximum Degree of Curve * Freeway & Collector/
Distributor - 60 mph 590-15
55 mph 69-30’
45 mph 100-15°
40 mph 130-15°
* Ramps - 50 mph 80-15°
35 mph 189-30°

* Loops - 30 mph 240-45’ (230’ R)

Cross Slopes (in tangent) * Freeway, Collector/Distributor, and
Ramp 0.03 ft. per ft. maximum

L

o \ * Shoulders - 0.06 ft. per ft. outside
. 0.05 ft. per ft. inside

* Embankments - 6:1 within clear recovery zone

Vertical Clearances * 16’6" Minimum over freeway
166" Recommended; 15°0"
minimum over cross road, for
existing structures
17 For overhead pedestrian
crossings and sign trusses

Sources: "A Policy on Design of Highways and Streets,"” AASHTO, 1990

"Manual of Uniform Minimum Standards for Design, Construction, and
Maintenance for Streets and Highways," FDOT, 1989

"Structures Design Guidelines," FDOT, 1987

3-9



TABLE 3.3

RECOMMENDED CONCURRENT FLOW HOV LANE
DESIGN STANDARDS
Tampa Interstate Study - Phase 11

Design Factors Recommended Standards
Speeds * 60 mph desirable/55 mph minimum

* Ramps: - 50 mph desirable/35 mph minimum

Pavement Widths * Minimum 12’ lane width
’ * Interchanges and ramps per 1990 AASHTO
standards, 12’ minimum lane width

Shoulder Widths, * 12’ @ left shoulder for HOV and interstate
Safety/Refuge Areas, vehicles with 2’ buffer area between HOV
and Buffer Areas lane and freeway lanes.

* Single Ramp: - 8 left and right
* Double Ramp: - 2’ right and lef t, 10’ center, median
refuge area

Vertical Alignment * 3% maximum desirable
Ramps: - 7% maximum g
* Length of crest and sag vertical curves - 1990 £

AASHTO Standards

Horizontal Alignment * 60 mph desirable/55 mph minimum .
' ' Ramps: - 50 mph desirable/35 mph minimum
* Ramp Transition Lanes - 1990 AASHTO Standard
600’ ;
* Ramp Taper Ratios - 1990 AASHTO Standard

Cross Slopes - Tangent * 0.03 ft. per ft. maximum

Vertical Clearances * 165

Notes: All HOV lanes assumed to be concurrent flow lanes adjacent to freeway
travel lanes,

@ Suggested minimum to provide for breakdowns and enforcement of HOV
lanes adjacent to barrier wall.

Sources: AASHTO; Existing documentation on transitway standards and planning
studies; Gannett Fleming Transportation Engineers, Inc. and Texas
Transportation Institute,

3-10 on



TABLE 3.4

RECOMMENDED HOV/TRANSITWAY DESIGN STANDARDS
Through Downtown Tampa Interchange Area
Tampa Interstate Study - Phase II

Design Factors
Speeds

Pavement Widths

Shoulder Widths

Median Refuge Area Width

Vertical Alignment

Horizontal Alignment

Cross Slopes - Tangent

Vertical Clearances

*

* % X »

Recommended Standards

60 mph desirable/55 mph minimum
Ramps: 50 mph desirable/35 mph minimum

12’ lane width
Ramps: 12’ lane width minimum

Single lane transitway: 8’ left and right desirable
2-lane 2-way transitway: 2’ left and right with 10’
median refuge area

Single Ramp: 8’ left and right

Double Ramp: 2’ left and right

2-lane 2-way transitway: 10°

3% maximum desirable

Ramps: 7% maximum .
Length of crest and sag vertical curves - 1990
AASHTO Standards .

60 mph desirable/55 mph 'minimpm

Ramps: 50 mph desirable/35 mph minimum
Ramp Transition Lanes - 1990 AASHTO Standard
Ramp Taper Ratios - 1990 AASHTO Standard
0.03 ft. per ft.

16.5°

Sources: AASHTO; Existing documentation on transitway standards and planning
studies; Gannett Fleming Transportation Engineers, Inc. and Texas
Transportation Institute. '
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will be 15 feet for single-lane ramps and 12 feet per lane for multi-lane ramps. Cross
street outside lane widths will generally be 14 feet which will accommodate bicycles.

Eleven feet was set as a minimum travel lane width.

Shoulder widths for the freeway sections will vary depending on conditions. A 12-
foot (10-foot paved) outside shoulder will be provided where no obstructions exist. A
10-foot outside shoulder will be used when pavement borders a barrier wall. Where
auxiliary lanes are located, the shoulder width will range ffom 6 feet with no
obstructions to 10 feet when accompanied by a barrier wall. Inside shoulder widths

will be 10 feet with a barrier wall.

Shoulder widths for single-lane ramps will be 6 feet on the outside (4 feet paved) with
no obstructions and 6 feet with a barrier wall. Inside shoulder widths will be 6 feet
(2 feet paved) with no obstrucﬁons and 6 feet with a barrier wall. For dual lane
ramps, 10 feet (8 feet paved) is required with no obstructions and 10 feet with a
barrier wall. Inside shoulder widths for dual lane ramps will be 8 feet (4 feet paved)

with obstruct:ons and 6 feet wnhout a barrier wall.

For concurrent flow HOV lanes, shoulder widths will be 12 feet for the left shoulder
and a 2-foot buffer between the HOV lane and freeway lanes. HOV ramps will
provide 8-foot shoulders on both sides, and dual lane HOV ramps will require 2-foot

left and right shoulders with a 10-foot center median ref uge area.

For HOV /Transitway lanes, shoulder widths for a single-lane transitway will be 8 feet
for both the left and right sides. For two-lane, two-way transifways, a 2-foot left and
right shoulder will be provided with a 10-foot median ref uge area. Ramp shoulder

dimensions will be same as noted for HOV ramps.
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3.4.2 r inary Alternatives (Tier Evaluation lysi

The comparative a_nalysis technique used to identify viable alternatives in the TIS is
called Tier Analysis. This screening process, or tiering, allowed the study team to
assemble a large array of competing design components in an easily understood matrix
format for evaluation. The key factor in the success of the tier analysis process is its
ability to "window down" the vast array of competing designs to the few viable

alternative concepts suitable for application in Tampa’s interstate corridors.

The first tier (or level) of analysis was on 1"=200" scale aerial maps and provided a
process for using key factors to evaluate the reconstructed highway’s impacts. This
analysis both ranked alternative concepts and identified any alternatives with extreme
or obvious detrimental impacts, which means it is considered to be *fatally flawed"

and is eliminated from further study.

The second tier of evaluation took the 1"=200 scale alternatives which remained after
the "first tier cut," and, as in the first tier, a matrix evaluation was prepared. This
matrix included quantification and estimates of impacts for each of the alternatives

by category of impact and resulted in a ranking of alternatives.

The third or final tier of evaluation included geometric layouts of the remaining
alternatives at 1"=100" scale. Those alternatives that survived the second tier
evaluation matrix were re-evaluated with more stringent standards and detailed

analyses.
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The refinement and continued development of alternatives through this systcmat?c
process assisted in providing all necessary documentation as to the logical process a. .
selection of viable alternatives. This process also provided the necessary
documentation for alternatives eliminated in the evaluation process, or modifications
to form "new" alternatives. Finally, this process enhanced the community’s ability to
better understand and follow a rather complex technical process in a step-by-step

manner until the selection of reasonable and viable alternatives was reached.

Tier 1 Alternatives Evaiuation

The Tier 1 matrix was composed of generalized and easily measured data or factors
available at the initiation of the alternatives development stage. These factors were
grouped into categories for ease of reference. For each alternative, a rating was
assigned to each factor to measure both positive and negative impacts. The evaluation
of a sinéle factor may also’ have identified an alternative as "fatally flawed," fhereby

eliminating that alternativeAf rom any further analyses.

The following sections contain specific design segment discussions of the Tier 1

evaluation. A detailed discussion of this process is provided in TIS Task F.6.a(6) -

Tier 1 Evaluation Technical Memorandgm.26

Eight alternatives were developed during the Tier 1 analysis. Table 3.5 provides

descriptions of each of the Tier 1 alternatives.




TABLE 3.5
DESCRIPTION OF TIER 1 ALTERNATIVES

Alternative 1A1 - 4-roadway system adhering to 50:1 FAA approach surface criterion
connecting with a 4-roadway system east of Himes Avenue. A three-level urban
interchange at 1-275 and Dale Mabry Highway.

Alternative JA2 - 2-roadway system from Howard Frankland Bridge to Lois Avenue,
4-roadway system cast of Lois Avenue, adhering to 62.5:1 FAA approach surface
criterion. A three-level urban interchange at 1-275 and Dale Mabry Highway.

Alternative 1A3 - Same as Alternative 1A2 without ramps to and from the west at Lois
Avenue.

Alternative 1A4 - Same as Alternative 1A1 without ramp service to and from the west
at Lois Avenue.

Alternative 1A5 - Same as Alternative 1Al ivith connection between Cypress Street
and Himes Avenue.

Alternative 1A6 - Same as Alternative 1Al transitioning to a 2-roadway system east of
Himes Avenue.

Alternative 1A7a - Same as Alternative 1Al locating Dale Mabry Highway ramp
movements outside and above mainline (Dale Mabry) lanes. This alternative connects
with a 4-roadway system east of Himes Avenue. :

Alternative 1A7b - Same as Alternhtivc 1A1 locating Dale Mabry Highway ramp

movements outside and above mainline (Dale Mabry) lanes. This alternative connects
with a 2-roadway system east of Himes Avenue.

Six of the eight alternatives ranked high with the same number of points. No one
alternative was clearly superior to the others. Rather than continue to carry such a
large number of alternatives into the second tier of analysis, it was determined
additional evaluation of the alternatives would .be done to determine what aspects or
design components of the various alternatives resulted in positive and negative
impacts. After this additional analysis, Tier 1 alternatives were re-combined and

refined into three alternatives to be evaluated for Tier 2.
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The Tier 1 analysis also included the development of a transit envelope with an
emphasis on HOV lanes and priority ramps. In Tier 1, the interstate system contained
HOYV lanes throughout the project limits, and the analysis of priority ramp locations
was conducted independently of the roadway analysis. Priority access ramps were
considered at Trask Street in the Westshore area. The priority ramps would have a
center drop ramp in the middle of the interstate. No park-n-ride lot was identified

with the HOV priority access ramps.
Tier Iternatives Evaluation

The Tier 2 evaluation included quantification and estimates of impacts for each of

the alternatives by category of impact and resulted in a ranking of alternatives.

The following briefly discusses the evaluation. A detailed discussion of this process is

provided in TIS Task F.6.a(6) - Tier 2 Evaluation Technical Memorandum.26

Three alternatives, 1A8, 1A9 and 1A10, were refined during Tier 2. Table 3.6

provides a description of these alternatives.

TABLE 3.6

DESCRIPTION OF TIER 2 ALTERNATIVES

Alternative 1A8 - 4-roadway system adhering to 50:1 FAA approach surface criterion
for TIA. Direct freeway connection to the Veterans Expressway. Interchanges at
Westshore Boulevard, Lois Avenue and Dale Mabry Highway. New Sherrill Street
extension through 1-275. Frontage roads between Cypress Street and Himes Avenue.
HOV /Transitway lanes beginning at the Howard Frankland Bridge.
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lternative 1A9 - Same as Alternative 1A8 with frontage roads east of Himes Avenue
and HOV priority ramps to and from the east on I-275 at Trask Street.

roative 1A10 - Same as Alternative 1A8 with 2-roadway system transitioning to 4-

roadway system at Lois Avenue. Adherence to 62.5:1 FAA approach surface criterion
for TIS. Frontage roads between Cypress Street and the Hillsborough River.

All Tier 2 concepts maintained a transit envelope within the interstate right-of-way
for HOV lanes and priority access ramps. The HOV lanes extend throughout the
project limits. Center-drop, priority access ramps to the HOV lanes were located at

Trask Street for Alternative 1A9,

Alternative 1A9 ranked higher than the other two alternatives. Alternative 1A9 was
found clearly superior to the others in terms of its minimal negative impacts on
existing land uses and significant positive impacts regarding maintenance of traffic
during construction, constructability, dcsign segment continuity, and lower structures
costs. Al_ternativc 1A9 was carried forward into Tier 3 for additional evaluation to

establish the aspects or design components which could be improved.

Tier 3 Alternatives Evglugtign

The third or final tier of evaluation included geometric layouts of all remaining
alternatives at 1"=100" scale. Basically, Alternative 1A9 was further developed
resulting in two new variations of this concept. These alternatives were evaluated
with more stringent standards and detailed comparative analysis. A detailed
discussion of this process is provided in TIS Task F.6.a(6) - Tier 3 Evaluation
Technical Memorandum.26 Table 3.7 provides a description of Tier 3 alternatives.
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TABLE 3.7

DESCRIPTION OF TIER 3 ALTERNATIVES

Alternative 1A9 - 4-roadway system. HOV /Transitway lanes beginning at the Howard
Frankland Bridge within the interstate alignment. Direct freeway connection to the
Veterans Expressway. 50:1 FAA approach surface criterion for TIA. Interchanges at
Westshore Boulevard, Lois Avenue, and Dale Mabry Highway (two-level). Frontage
roads east of Himes Avenue. New Sherrill Street extension through 1-275. HOV
priority ramps to and from east on I-275 at Trask Street.

Alternative 1A11 - 2-roadway system transitioning to 4-roadway system at Lois
Avenue. HOV/Transitway lanes beginning at the Howard Frankland Bridge within
the interstate alignment. Direct freeway connection to the Veterans Expressway.
62.5:1 FAA approach surface criterion for TIA. Interchanges at Westshore Boulevard,
Lois Avenue, and Dale Mabry Highway (two-level). No f rontage roads east of Himes
Avenue. New Sherrill Street extension through 1-275. HOV priority ramps to and
from east on 1-275 at Trask Street.

Alternative 1A12 - 2-roadway system transitioning to 4-roadway system at Lois
Avenue., HOV/Transitway lanes beginning at the Howard Frankland Bridge within
the interstate alignment. Direct freeway connection to the Veterans Expressway.
62.5:1 FAA approach surface criterion for TIA. Interchanges at Westshore Boulevard,
Lois Avenue, Dale Mabry Highway (two-level), and Himes Avenue. No f rontage roads
cast of Himes Avenue. New Sherrill Street extension through I-275. Elevated
exclusive HOV /Transitway lanes on I-275 at Trask Street; priority ramps to and from
east on 1-275,

The three alternatives cxaminéd in Tier 3 (1A9, 1A11 and 1A12) were reduced to one
alternative (1A9) by selecting the four-roadway system due to superior operational
characteristics. In addition, three modifications were recommended for Alternative

1A9 before inclusion in the Master Plan:

*  The addition of ramps to and from the proposed Veterans Expressway
to Memorial Highway (S.R. 60) and Kennedy Boulevard. This provided
additional local accessibility to the Veterans Expressway from the
Westshore area and reduced the number of collector-distributor roadway
lanes required between 1-275 and the TIA interchange.

*®

The addition of a Lemon Street connector at the Westshore Boulevard/I-
275 interchange. This new connector relieves potential queuing
problems at the I-275/Westshore Boulevard ramps relating to the
signalized movements at Westshore Boulevard and Cypress Street. A
two-lane, one-way westbound facility road was recommended.
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Modification of the I-275/Veterans Expressway interchange to provide a
62.5:1 approach surface relating to landing flight path of TIA. This
modification was developed in conjunction with TIS, FDOT and
Hillsborough County Aviation Authority staffs.

Tier alternatives are discussed in more detail in the TIS Master Plan.14

343 Pref gi';gﬂ Alternative

The following sections address the Preferred Alternative as recommended in the TIS
Master Plan (Phase I). The Preferred Alternative includes improvements such as major
interchange connections serving the mainline freeway, a local access freeway and

frontage roadways.
3.4.3.1 Description of Preferred Alternative

The Preferred Alternative concept is shown on 1"=100" scale aerial photography
contained in an abpended plan set. The plan éct shows conceptual laﬁé geometrics,
major land use features, existing and proposed right-of-way limits, candidate pond
locations and approximate limits of bridges, noise barriers and retaining walls. A

summary of the major features of the Preferred Alternative is provided in Table 3.8.

TABLE 3.8

MAJOR FEATURES OF PREFERRED ALTERNATIVE
Tampa Interstate Study - Phase 11

Four-roadway system from west of Kennedy Boulevard ramps to eastern project
limits

HOV/Transitway lanes within the interstate alignment beginning and ending at

Trask Street while maintaining the envelope to the Howard Frankland Bridge
Causeway



* HOY priority ramps to and from the east on 1-275 at Trask Street
* Direct I-275 connection to the Veterans Expressway

. Direct ramps from Memorial Highway (S.R. 60) and Kennedy Boulevard to the
Veterans Expressway

62.5:1 FAA approach surface criterion for Tampa International Airport

Existing interchange locations remain at Westshore Boulevard, Lois Avenue and
Dale Mabry Highway '

* New Sherrill Street extension north from Memorial Highway (S.R. 60) and
Kennedy Boulevard under 1-275 to Cypress Street

* New Lemon Street connector to Westshore Boulevard from Occident Street

First priority reconstruction segment

Beginning at the west end of the project, I-275 carries eight lanes (four lanes in each
direction) from the Howard Frankland Bridge to just west of the Kennedy Boulevard
ramps where the local access freeway lénes begin castbound and end westbound. No
other ramping opportunities are available between the interstate mainlinc and the

local access freeway within the project limits.

The basic number of lanes on the new facility (mainline plus local access f reeway) is
generally the same for the eastbound and westbound movements of roadway segments
and weaving sections, thus providing lane continuity throughout the f reeway system.
Between the Kennedy Boulevard ramps and west of Westshore Boulevard, a total of
four basic lanes (excluding ramp tapers) in each direction are provided. This includes
two express freeway lanes and two local access freeway lanes in each direction. From
west of Westshore Boulevard to east of Trask Street, the express and local access

freeway lanes increase to three in each direction.

From the vicinity of Trask Street to Lois Avenue, a total of 10 basic lanes are

provided including three express freeway lanes and two local access f reeway lanes in
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cach direction. From Lois Avenue to east of Dale Mabry Highway, a total of 12 basic
freeway lanes are provided including three ecxpress freeway lanes and three local

access freeway lanes in each direction.

HOYV and certain transit facilities were developed as part of the Preferred Alternative
concept for the reconstruction of the interstate system. The HOV/Bus facilities
included concurrent flow and exclusive HOV lanes, HOV/Transitways, priority access
ramps, and park-n-ride lots for buses and carpools. The HOV system extends from the
Howard Ffankland Bridge to the vicinity of the Livingston Avenue overpass on I-275

1

and from 1-275 to west of I-75 on I-4.

In general, concurrent flow HOV lanes adjacent to the interstate lanes are proposed.
The concurrent flow concept was s_electcd as the general HOV cross-section to
minimize right-of-way requirements and maintain two-way transit operations. The 54-
foot HOV envelope providg:s for extra-wide inside shoulders, a buffer area, an& HOVY

lanes. It is also wide enough to accommodate the conversion of the HOV lanes to rail

transit, if desired, at a future time.

Access to the HOV lanes is generally accomplished by using the normal f reeway ramps
and then by weaving across the interstate lanes. By-pass ramps were not generally
considered because of the high number of two-lane ramps already required to

accommodate projected traffic.

An HOV/Transitway envelope is provided in the center of the Preferred Alternative
concept throughout the project study limits. This envelope could be converted to rail
transit use, if the decision is made by appropriate governmental agencies to proceed
with rail transit in the County.A In the Westshore area, HOV priority ramps are
provided at Trask Street for moveﬁlcnts to and from the east.
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Several interchanges are proposed within the study limits. Beginning at the west end
of the project, single-lane ramps are provided to and from the west at Kennedy
Boulevard. The westbound entrance ramps connect to the I-275 mainline lanes, while

the eastbound exit ramp departs the interstate from the local access f reeway.

The interchange with the proposed Veterans Expressway is planned to accommodate
fully directional movements. The expressway interchange also includes signing for
ramping to destinations such as Tampa International Airport, the Veterans Expressway

and Clearwater via the Courtney Campbell Causeway (S.R. 60).

In addition, the construction of the Veterans Expressway interchange includes an
extension of Sherrill Street between Memorial Highway (S.R. 60) and Cypress Street
under I-275. This extension of Sherrill Street allows for additional north-south access
for office and business development in the Cypress Street area west of Westshore

Boulevaf'd and north of 1-275.

. At Westshore Boulevard, ramping with the 1-275 local access freeway is provided to
and from the east and includes at-grade intersections at Westshore Boulevard and
Trask Street. HOV priority ramps are located at Trask Street and access the I-275

HOV /Transitway envelope located in the center of the f reeway.

The Lois Avenue interchange is a modified diamond design providing service in both
directions on the I-275 local access freeway lanes. The westbound exit ramp intersects
with Cypress Street east of the intersection with Lois Avenue. The ramps to and from
the west are braided with the Westshore Boulevard ramps to eliminate weaving

conflicts.
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The Dale Mabry Highway interchange is a diamond design providing service to all
turning movements. Two-lane ramps are provided for movements to and from the

east, while single-lane ramps are provided for movements to and from the west.

3.4.3.2 Typical Sections

Due to the complexity of the project, and thc number and location of the interchanges
within the project limits, there are no "typical” sections. Several roadway cross
sections were developed for the Preferred Alternative within the project study limits.
These roadway cross sections are provided on Exhibits 3.2 through 3.4. They include
cross sections shown on I-275 at Trask Strect and. Marie Avenue and on the Veterans

Expressway at Cypress Street.

Typical sections for various overpass and interchange cross street treatments were also
developed. These typical sections, shown on Exhibits 3.5 through 3.8, were developed

to provide the basis for the interstate bridges as well as to guide the Department in

~ designing improvemenis to the cross streets. Cross streets in the study area provide 14-

foot outside travel lanes and accommodate 2-foot-wide bicycleways and 5-foot-wide

sidewalks for pedestrians.

Typical sections and design criteria are discussed in detail in TIS Task F.2b - Design
riteria Policies and Procedures Technical Memorandum.24 The discussion of the

design criteria used is included in Section 3.4.1 of this report.
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% 3.4.3.3 Construction Staging

The construction staging plan for Segment 1-A of 1-275 recommends that the

reconstruction work be performed according to the following schedule:

*  Construct the westbound 1-275 C/D and Mainline roadways west of
Hoover Boulevard, and the westbound on-ramps from Kennedy
Boulevard and Executive Drive.

*®  Construct the eastbound I-275 C/D and Mainline roadways west of the
Kennedy Boulevard on-ramp overpass, and the eastbound off-ramp to
Kennedy Boulevard.

* Complete the westbound I-275 Mainline roadway to Westshore
‘ Boulevard, and the ramp connecting the eastbound I-275 C/D with

northbound Memorial Highway. Construct the southbound Memorial
l Hghway roadways, the ramp connecting southbound Memorial Highway
with the westbound I-275 C/D, and partially construct the ramp
connecting southbound Memorial Highway to the eastbound 1-275 C/D
roadway.

*  Complete construction of the eastbound 1-275 C/D to Trask Street, along
with completing the ramp partially constructed connecting southbound
Memorial Highway with the eastbound 1-275 C/D roadway.

*  Complete the construction of the southbound Memorial Highway to the
' Sherrill Street extension. : -

*  Construct the northbound Memorial Highway roadways, the Sherrill
Street extension, and the ramp connecting the westbound I-275 Mainline
with northbound Memorial Highway.

*  Complete construction of the eastbound I-275 Mainline and westbound
C/D to Westshore Boulevard, along with the ramps connecting the
westbound I-275 C/D to northbound Memorial Highway, and the
southbound Memorial Highway with the eastbound 1-275 Mainline.

The Traffic Control Plan has been prepared to meet the requirement that the same
number of traffic lanes will be kept open at all times and that there will be no long
term closure of any of the main through routes. This section will be constructed in

six phases. The phasing will Bc:
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Construct castbound on-ramp at Lois Avenue.

*  Construction eastbound Collector/Distributor (C/D) from Trask Street
to Cypress Street.

Conétruct castbound Mainline (M/L) from Westshore Boulevard to east
of Lois Avenue and construct westbound C/D from Cypress Street to
east of Dale Mabry Highway.

*  Complete construction of westbound C/D, M/L, and HOV and
castbound HOV from Westshore Boulevard to Cypress Street.

Complete construction of eastbound C/D from Lois Avenue to Himes
Avenue and Westbound M/L and HOV from Cypress Street to Dale
Mabry Highway.

*  Complete remainder of M/L, ramps and HOV lanes.

On November 14, 1991, the FDOT adopted an "Interstate Highway System Policy,”
establishing statewide guidelines for interstate improvements, including a provision

limiting the number of through lanes.

ThroughA’cxtcnsivc coordina_tion among FDOT District VII, FDOT Central Office, and
FHWA, the Preferred Alternative was deemed consistent with the FDOT Interstate

Policy. A copy of the FDOT Interstate Policy implementation letter is provided in

Appendix B.
3.4.34 Construction Costs

The comparative cost analysis for the TIS Master Plan was conducted using FDOT’s

Long Range Estimates (LRE) Program and the Master Plan design study segment

concept plans.

The Preferred Alternative project study limits were entered into the system with
factors and variables pertinent to this particular segment of the interstate system.
Using a separate sequence for HOYV /Transitway, local access freeway, on-/of f-ramps,

3-25




etc., the program was used to generate quantities and costs for comparison. The
bridges were coded by type and length and width with embankment being coded into
the program as an X-Pay item (items provided by Greiner but prices were provided in
LRE data base) on an average depth per sequence. Barrier walls, retaining walls, and
noise walls were coded as Ex-Pay items (items and costs provided by Greiner) with a
cost per item. All pavement items were entered into the system as heavy duty/defense

highway.

Maintenance of traffic costs were calculated as a percentage of construction costs that
were coded into the typical cross-section. The program multiplied the accumulated
costs (Ex-Pay items and X-Pay items) by 3 percent and assigned the product to
"maintenance of traffic” cost. This was added to the running total, and the result was
multiplied by 5 percent for the mobilization factor. The amount calculated for
mobilization was then added to the runfxing total. The total segment construction cost
includesi'roadway, drainage, interchanges, bridges, lighting, signing, signalization,

retaining walls, noise walls and embankment.

The construction cost estimate for the Preferred Alternative is tabulated in Table 3.9.

All estimated construction costs have been prepared based on 1990/91 dollars.
35 DESIGN YEAR TRAFFIC OPERATIONS

Evaluations of design year (2010) operating conditions for the Preferred Alternative
concept and the No-Action Alternative were conducted using the directional design
hour volumes previously presented on Exhibits 2.4 and 2.5. The analyses were based
on assumptions provided in the Traffic Memorandum!7 and the Preliminary
Engineering Report. 16
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TABLE 3.9

ESTIMATED RIGHT-OF-WAY AND CONSTRUCTION COSTS ($000's)
Tampa Interstate Study - Phase II

Preferred Transition
Item Alternative Areal Total
Roadway $ 91,610,602 $16,604,017 $108,474,619
Bridges 108,168,269 3,787,200 111,950,469
Subtotal $109,673,871 $20,761,217 $220,425,088
Engineering @ 4.6% §_8.985,324 $933,805 $0.919.12
Subtotal $208,659,106 $21,686,022 $230,344,217
CELI@ % $_7.986.055 $867,401 $8.854,356
Subtotal $216,646,160 $22,552,428 $239,198,578
Change Order
Contin. @ 4% $_38.665 846 $902.007 - $9,567,943
Subtotal $225,311,906 $23,454,520 $248,766,516
Legal and Admin. @ 4% $_9.012.480 $938,181 $9,950.661
Subtotal $284,324,476 $24,302,701 $268,717,177
Contingency @ 9% $21,089.208 $2,195.348 $28.284 546
Subtotal $255,418,670 $26,588,044 $282,001,723
Utilities2 $6,623,208 $2,188,300 $8,811,608
Right-of-Way $52,867,000 $16,088,000 $68,055,000
Relocations $3,150,000 $1,870.000 $4,520,000
TOTAL $318,053,977 $46,234,344 $364,288,321

1 Transition ares is discussed in Section 4.6.

2 Utilities estimates do not include some relocations of gas lines owned by Peoples Gas System.

NOTES:

1.

Engineering contingency of 4.5% is for additional revisions and the development of drawings. Calculated as
4.5% of the subtotal of all items through the work items.

2. C.E. & ] of 4% is for engineering and inspection of the roadway systems. Calculated as 4% of the subtotal of
all items through the work items.

8. Change order contingency of 4% is for actual field change orders developed as the work progresses.
Calculated as 4% of the subtotal of all items through C.E. & I subtotal.

4. Legal administration of 4% is for administration of the work. Calculated as 4% of the subtotal of all items

through change order contingency subtotal.

Design contingency of 9% is for additional design requirements and will be reduced as the final working
documents are developed. Calculated as 9% of the subtotal of all items.
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3.5.1 fer No-Acti 1 raffi rati

The 1-275/Dale Mabry Highway interchange provides left-side on-/off-ramps. These
left-side ramps are provided to avoid operational problems (weaving, merging and
diverging) that would otherwise result due to the close proximity of the Lois Avenue
and Himes Avenue ramps. Traffic operations analyses conducted during Tier 2 of the
TIS Master Plan (Phase I) indicated that improved operations would result with the
left-side on-/off-ramps. This interchange concept also eliminates the possibility of
vehicles entering I-275 at Lois Avenue and exiting at Dale Mabry Highway (and the
return movement) without requiring "braided” ramps to preclude these movements.
The horizdntal alignment of I-275 in the vicinity of Dale Mabry Highway facilitates

the implementation of this type of interchange.

The design year (2010) traffic operations analyses for I-275 included evaluations of

ramp junctions and weaving arecas on the express freeway lanes ahd local access

freeway lanes. The analysés were conducted for the Preferred Alternative concept

during Phase I of TIS, and the results are documented in the Task F.5.e - Travel

Demand Technical Report.24 Merge/diverge and weaving area level of service criteria
used for these evaluations are listed in the Traffic Memoranduml!7 and the

Preliminary Engineering Report.16 Operations analyses were conducted for five
merge areas, five diverge areas and eight weaving areas. Excerpts from the Highway
Capacity Manual27 as provided in Appendix D, provide definitions for capacity and

levels of service.

All 18 locations analyzed are projected to operate at Level of Service D or better. In
addition, 10 of these 18 locations are projected to operate at Level of Service C or
better. The design year (2010) capacity calculations are provided in the Appendices of

the Traffic Memorandum!7 and the Preliminary Engineering Report.16
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In addition to the ramp merge/diverge area and weaving area analyses, signalized

intersection analyses were also conducted at the f ollowing locations:

Memorial Highway (S.R. 60) and Sherrill Street;
Westshore Boulevard and 1I-275 on-/of f-ramps;
Trask Street and 1-275 on-/of f-ramps;

Lois Avenue and I-275 on-/off-ramps, and

Dale Mabry Highway and I-275 on-/of f-ramps.

LR B AR BN J

The intersections listed above were analyzed to determine the lane geometry required

for these locations to operate at Level of Service D or better during the peak hours.

Peak hour turning movements and 2010 intersection lane geometry are provided in the
Traffic Memorandum!7 and the Preliminary Engincering Report.16 All five of the
intersections analyzed are projected to operate at Level of Service D or better in the
peak hours with the lane geometry improvements. Of the five intersections, three a.rc
projccted to operate at Level of Service C or better during the a.m. and p.m. peak

hours and two are projected to operate at Level of Service D.

Although all five signalized intersections are projected to experience average vehicle
delays of less than 40.0 seconds per vehicle, the V/C ratio for the intersection of Dale
Mabry Highway and the 1-275 on-/off-ramps is projected to exceed 1.00. The V/C
ratio indicates the proportion of available intersection capacity that is being used by
vehicles during the critical movements. If the V/C ratio exceeds 1.00, one or more of
the critical movements will be oversaturated and traffic flow breakdowns are likely to
occur on those movements. The analysis also indicates that all five signalized

intersections will operate at Level of Service D.
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/
Improvements to construct the I-275/Veterans Expressway interchange will be

terminated north of the Kennedy Boulevard/Memorial Highway (S.R. 60) intersection.
Although forecast volumes show the need for significant improvements, this
intersection is considered to be outside of the project study limits, but will be subject

to further study by the design team for the interstate.

3-30



SECTION 4.0
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4.0 ENVIRONMENTAL IMPACTS

4.1 URBAN AND COMMUNITY IMPACTS

The Westshore Business District is served by 1-275 in the project area. The land uses
adjacent to I-275 in this area are predominantly office and commercial for most of the
study area. Major commercial and office developments are located at the interchange
of 1-275 and Memorial Highway (S.R. 60). On the north side of the interstate and west
of Memorial Highway (S.R. 60), there is vacant -land which could be developed for
commercial use. In the southeast quadrant of the interchange is Westshore Plaza, a
regional shopping mall. Office complexes occupy the southwest and northeast
quadrants including the afea surrounding the Sherrill Street and Lemon Street
extensioﬂs from Memorial Highway to Lois Avenue, and the north side consists of a
variety of commercial, of ficc_ and hotel complexes. In the southeast quadrant of the
Westshore Boulevard/I-275 interchange, the Guest Quarters Hotel is located adjacent to
a multi-family apartment complex. Continuing along the south side of the interstate,
the land use consists of predominantly single-family residences up to the Cypress
Street overpass. The north side of the interstate, between Lois Avenue and Dale
Mabry Highway, consists of a variety of commercial and industrial properties. At the
Dale Mabry Highway and 1-275 interchange, commercial office and commercial/retail
land use types are located in all four quadrants. On the north side of I-275, just west
of Dale Mabry Highway, is Carver City, a residential neighborhood. Existing general

land uses within the project study limits are shown on Exhibit 4.1.

The Preferred Alternative concept will have minimal adverse impacts on the existing
land use, with the exception of relocations and right-of-way acquisition described in
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Section 4.1.3. Improvements along the study limits will provide more efficient
operating conditions capable of carrying increased volumes of traffic. This will

improve accessibility of commercial establishments within the study limits.

The existing study limits are currently developed with minimal vacant land. There is
a potential for redevelopment of existing land uses as well as in-fill development. The
City of Tgmpa’s future land use plan adjacent to the Preferred Alternative is the same
as the existing land use within the study limits. As with the impacts to existing land
use, the adverse impacts to future land use will be minimal, if any. The Preferred
Alternative concept will increase the available capacity to accommodate the projected

travel demand at an acceptable level of service.

4.1.2 mm hesion rvi

The project is an existing facility, ;urréntly carrying large volumes Qf traffic ranging
from 83,000 to 15_5,000 vehicles per day. There will be minimal adverse impacts on
community cohesion or community services from the Prcfcrred'Alternative, as the
proposed improvements address existing capacity deficiencies in the corridor. Existing
neighborhoods will retain.their integrity, and residents of surrounding communities
will benefit from improved traffic service in the corridor and mitigation measures
proposed for noise and aesthetic impacts. No interruption to utility services is

anticipated during the construction phase of this project.

One church is located within the proposed right-of-way of the Preferred Alternative.
The church is Iglesia Misionera Asamblea De Dios of the Assemblies of God
denomination. Within three miles of the Iglesia Misionera Asamblea De Dios, there is

another church of the same denomination. Therefore, parishioners will not be
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adversely impacted by the Preferred Alternative concept. No schools or hospitals are

located within 500 feet of the project limits.
4.1.3 ion/Di m xistin n

In order to minimize the unavoidable effects of right-of-way acquisition and
displacement of people, the FDOT will carry out a right-of-way and relocation
program in accordance with Florida Statute 339.09 and the Uniform Relocation

Assistance and Real Property Acquisition Act of 1970 (Public Law 91-646).

The FDOT provides advance notification of impending right-of-way acquisition.
Before acquiring right-of-way, all properties are appraised on the basis of comparable
sales and land use values in the area. Owners of property to be acquired will be

offered and paid fair market value for their property rights.

No person lawf ully occupying real property will be required to move w_ithout at least
90 days written notice of the intended vacation date and no occupant of a residential
property will be required to move until decent, safe, and sanitary replacement housing
is made available. "Made available" means that the affected person has either by
himself obtained and has the right of possession of replacement housing, or that the
FDOT has offered the relocatee decent, safe, and sanitary housing which is within his

financial mear: and available for immediate occupancy.

At least one relocation specialist is assigned to each highway project to carry out the
relocation assistance and payments program. A relocation specialist will contact each
person to be relocated to determine individual needs and desires, and to provide

information, answer questions, and give help in finding replacement property.

4-3
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Relocation services and payments are provided without regard to race, color, religion,

sex, or national origin.

All tenants and owner-occupant displacees will receive an explanation regarding all
options available to them, such as (1) varying methods of claiming reimbursement for
moving expenses; (2) rental of replacement housing, either private or publicly
subsidized; (3) purchase of replacement housing; (4) moving owner-occupied housing to

another location.
Financial assistance is available to the eligible relocatee to:

* reimburse the relocatee for the actual reasonable costs of moving from
homes, businesses, and farm operations acquired for a highway project;

* make up the difference, if any, between the amount paid for the
acquired dwelling and the cost of a comparable decent, safe, and
sanitary dwelling available on the private market; ‘

provide reimbursement of expenses, such as legal fees and other eligible
closing costs incurred in buying a replacement dwelling; and

make payment of eligible increased interest cost resulting from having
to get another mortgage at a higher interest rate. Replacement housing

payments, increased interest payments, and closing costs are limited to
$22,500 combined total.

A displaccﬂ tenant may be eligible to receive a payment, not to exceed $5,250, to rent
a replacement dwelling or room, or to use as down payment, including closing costs, on
the purchase of a replacement dwelling. The brochures which describe in detail the
Department’s relocation assistance program and right-of;way acquisition program are
"Your Relocation" and "Real Estate Acquisition Process.” Both of these brochures are
distributed at all public hearings and are made available upon request to any

interested persons.

4-4



A n 1 Rel ion Plan3! was conducted and several relocations have

been identified within the project limits as a result of the proposed improvements.
Table 4.1 providesra breakdown of the estimated number of relocations involved with

the Preferred Alternative concept which includes the Sherrill Street and Lemon Street

extensions.
TABLE 4.1
- ESTIMATED RELOCATIONS
Tampa Interstate Study - Phase 11
Residential
Owner 92
Tenant 48
TOTAL 140
Businesses
Owner . 3
Tenant 16 -
Non-Profit Organization 2
TOTAL ' 21

Comparable replacement housing for sale and rent is available in southern
Hillsborough County. However, there may be some last resort rent supplements and
last resort replacement housing payments necessary. Last resort housing payments
would be used in order to place the relocatees in decent, safe, and sanitary housing, if
necessary. Should last resort housing become necessary, there is ample single-family
dwellings for purchase for those displacees. Over 300 homes were listed for sale
during May 1991 in the vicinity of the proposed relocations. There are also ample
amounts of single-family and multi-family units for rent. As of October 1990,
Hillsborough County had 51,685 total vacant units. In the southern portion of
Hillsborough County, 3,159 units were vacant. It is believed that all displaced
businesses, residential units and non-profit organizations can be relocated within the
respective study limits, if so desired.
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4.14 Pedestrian and Bicycle Facilities

Due to the naturc of travel on interstates and expressways, bicycle or pedestrian
traffic is prohibited on these facilities. However, sidewalks are provided on Westshore
Boulevard, Lois Avenue and Dale Mabry Highway as they cross under I-275.
Currently, no marked bicycle lanes or routes are designated on the cross streets.
Typical sections for cross streets were developed to accommodate bicycles and
pedestrians with a 14-foot outside travel lane and 5-foot-wide sidewalks. The Sherrill
Street extension has also been developed to accommodate bicycles and pedestrians.

However, the Lemon Street extension does not currently incorporate these provisions.

4.1.5 Title VI and VIII

The proposed improvements will not affect any particular organization or group

within the study area including ethnic groups, minorities, the elderly_br handicapped

individuals. Those requiring relocation can be relocated within their existing

neighborhoods in accordance with the Federal Uniform Relocation Assistance and
Real Property Acquisition Act of 1970 (Public Law 91-646). This project has been
developed in accordance with the Civil Rights Act of . 1964, as amended by the Civil

Rights Act of 1968.
4.1.6 Utilities

A variety of utilities service the highly developed and urbanized area encompassed by
the project limits. Companies involved with existing utilities include Tampa Electric
Company, General Telephone Company, Peoples Gas System and Jones Intercable

Company. The City of Tampa is responsible for water and sewer utilities. A



discussion of the utility impacts and relative locations of the utilities is provided in

the following paragraphs.

Beginning at the west end of the project, utility relocations on 1-275 between the
Howard Frankland Bridge and Westshore Boulevard, not including the Veterans
Expressway, will be limited to the south side of I-275. Specifically, relocation will be
required of buried telephone lines which are presently located along the south side of

the Kennedy Boulevard exit ramp.

Between Westshore Boulevard and Lois Avenue, utility relocations on the north side of
I-275 include a 15-inch storm drain located along the outside of the Westshore
Boulevard exit ramp. Utilities affected on the south side of I-275 include 15-inch and
18-inch storm drains, 2-inch and 6-inch water mains, overhead electric lines, buried

telephone lines, and sanitary sewers.

On 1-275 between Lois Avenue and east of Dale Mabry Highway, north side
relocations include 15-, 18- afxd 24-inch storm drains, 2- and 8-inch water mains, and
overhead electrical lines just east of Dale Mabry Highway. On the south side of 1-275,

utility relocations should be limited to 15- and 18-inch storm drains.

On the Veterans Expressway, between I-275 (including the interchange) and Cypress
Street, relocations on the east side of the highway include 12-inch water mains, buried
and overhead electrical lines, and a 36-inch storm drain. On the west side of the
expressway, relocations may include 8- and 12-inch water mains, 18- and 48-inch storm
drains and buried electrical lines. Additional relocations along Cypress Street may
include cable television lines, overhead electrical lines and a gas main. No
interruption of community services are anticipated during the construction phase of
this project. |
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4.2 CULTURAL AND HISTORICAL RESOURCES

Cultural and historical resources include historically and archaeologically significant
sites, parks and recreational facilities, schools, and churches. The following

subsections discuss impacts to cultural and historical resources.
4.2.1 rical and Archaeglogical

A Cultural Resource Assessment, including background research and field survey,
coordinatcd with the State Historic Preservation Officer (SHPO), was performed for
the project. No archaecological or historical properties were identified nor are
expected to be encountered during subsequent project development. The FHWA, after
consultation with the SHPO, has determined that no resources listed or eligible for
listing on the National Register of Historic Places will be impacted. A letter of

concurrénce dated March 5, 1992 from SHPO is included in Appendix B.

4.2.2 Parks and Recreation Areas
There are no parks or recreational areas affected by the Preferred Alternative

concept. No parks or recreational areas are located in the vicinity of the Sherrill

Street or Lemon Street extensions.

4.2.3 Is and Church

There are no schools affected by the Preferred Alternative concept. The one church
affected by the Preferred Alternative concept is the Iglesia Misionera Asamblea De

Dios. This church is located within the proposed right-of-way of the Preferred
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Alternative concept. No schools or churches are located in the vicinity of the Sherrill

Street or Lemon Street extensions.

4.3 NATURAL ENVIRONMENT

Natural environment includes wetlands, uplands, aquatic preserves, Outstanding
Florida Waters, threatened and endangered species and farmlands. The following

subsections discuss impacts to the natural environment associated with the project.

4.3.1 Wetlands

The study area was investigated for the presence of wetlands and open water habitats.

Nine wetland sites were identified within the study area. Permits will be required

from the U.S. Army Corps of Engineers pursuant to Section 404 of the Clean Water

Act, as codified as 33 CFR Part 323, for discharges of dredged or fill material into
waters of the United States, which iﬁclude w;tlands. Additional permits for activities
| which impact wctlanas may also be required from the following state and local
regulatory agencies:

*  Florida Department of Environmental Regulation

*  Southwest Florida Water Management District

In compliance with Executive Order 11990, the study area has been evaluated for the

presence of wetlands which have the potential to be impacted by the proposed

improvements. The identification of wetland arcas was accomplished through

interpretation of 1"=1,000" and 1"=100’ scale aerial photographs, review of the National

Wetlands Inventory (NWI) Map - Gandy Bridge quadrangle, and a field review

cox\xducted on September 10, 1990. Wetlands were classified using the U.S. Fish and

4-9




Wildlife Service (USFWS) Classification System, "Classification of Wetlands and

Deepwater Habitats."

The project corridor contains natural and man-made wetlands. The natural systems
are estuarine and are associated with Tampa Bay. The man-made systems include
ponds and ditches. No impacts to natural or man-made wetlands are anticipated due
to the Sherrill Street or Lemon Street extensions. A variety of vegetation and wading
birds were observed during field reviews. Appendix C lists flora and fauna species
observed. Some of the species which may utilize these habitats are listed as either
endahgered. threatened or species of special concern. A discussion of listed species is

provided in Section 4.3.5 Threatened and Endangered Species.

The wetlands inventory led to the identification of nine wetland areas (Sites 1
through 9) within the project corridor. The locations of these sites are shown on
Exhibit 4.2. The followix_lg discussion summarizes the existing conditions at each

wetland site. Wetland sites which will potentially be impacted by the proposed

improvements were evaluated using the Wetlands Evaluation Technique (WET-II). .

This analysis describes the functions and values of the existing wetland systems and
evaluates the mitigation proposed to compensate for the loss of wetland f unctions and

values.

Site 1: This wetland is part of the Tampa Bay estuarine system and is located to the
north of I-275, near the Howard Frankland Bridge. Wetlands within this area extend
up to the edge of existing fill which was placed during the original construction of I-
275. Two USFWS classifications exist for this wetland system. Topographically lower
sections of this system are classified as E2AB3M - Estuarine, Intertidal, Aquatic bed,
Rooted vascular, Irregularly exposed. These sections consist of tidally influenced
areas which are exposed only during extreme low tides and are dominated by
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submergent species such as shoal-grass. Topographically higher sections of this
wetland are classified as E2SS3U - Estuarine, Intertidal, Scrub/shrub, Broad-leaved
evergreens. These areas are typically exposed during normal low tide events and are
dominated by red, black and white mangroves, marsh elder, saltbush, Brazilian pepper
and cabbage palm. As a result of recent freezes within the Tampa area, significant
reductions in the number and aerial cover of mangroves within this system were

observed.

This wetland is part of the Tampa Bay estuarine system which provides wildlife
habitat for a variety of wading birds including pelicans, herons, egrets, ibis, various

terns and other coastal species.

No impacts to this wetland nor animal species which utilize it are expected by the

proposed roadway improvements.

Site 2: This wetland is alsé part of the Tampa Bay estuarine system and is located to
the south of I-275, near the Howard Frankland Bridge Causeway. The USFWS has
classified portions of the coastline as E2USN - Estuarine, Intertidal, Unconsolidated
Shore, Regularly Flooded. Wetlands adjacent to those classified as E2USN are
classified as E2SS3U - Estuarine, Intertidal, Scrub/Shrub, Broad-leaved evergreen.
Dominant vegetation includes all red, black and white mangrove, marsh elder, salt
bush, sea ox-eye daisy and pink purslane. As with Site 1, mangroves in this area have

been impacted by past freezes.

This wetland is part of the Tampa Bay estuarine system and is expected to be utilized
by the same wildlife species as those discussed under Site 1. However, this system
appcared to be more impacted, and as a result, would provide less habitat value for
wildlife species than does Site 1.
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No impacts to this wetland are expected as a result of proposed roadway

improvements.

Site 3: Site 3 exists between I-275 and the Kennedy Boulevard entrance ramp to the
Howard Frankland Bridge. This site is an open water, man-made pond approximately
3.3 acres in size with fairly steep slopes. Using the USFWS system, the site is
classified as E1UB3yx - Estuarine, Subtidal, Unconsolidated Bottom, Mud, excavated. A
narrow band of vegetation consisting of b'roomsedgc, goldenrod, crab grass, saltgrass
and umbrella sedge exists along the slopes of this basin. Several small mangroves are
also colonizing the pond. Areas surrounding the basin are regularly mowed by the
FDOT. Various bird species observed utilizing the pond include the black skimmer,
gull-billed tern and great white egret. Approximately 1.3 acres of this pond will be

filled due to proposed roadway improvements.

Site 4: .'Sitc 4 also is a man-made pond. This site is located south of I-275, between
the intcrstatc and the Kennedy Boﬁlevard exit.ramp. Using the USFWS system, this
site- is classified as E1IUB3y - Estuarine, Subtidal, Unconsolidated Bottom, Mud,
excavated. Vegetation existing along the slopes of the basin include broomsedge,
goldenrod, Brazilian pepper saplings and various wildflowers typical of disturbed
areas. Approximately 0.7 acres of this pond will be filled as a result of proposed

roadway improvements.

Site §: Site 5 is a man-made detention pond which exists in the southwest quadrant of
the 1-275 and Memorial Highway (S.R. 60) intersection. This pond is classified by the
- USFWS as PUBHx - Palustrine, Unconsolidated Bottom, Permanently Flooded,
excavated. Vegetation along the banks of this basin consists of pickerelweed,
arrowhead, cattail and rattlebox. Approximately 0.2 acres of this 2.0-acre pond will be
filled for the proposed I-275 eastbound ramp and the widening of the Memorial
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Highway (S.R. 60) southbound lane. However, this pond will be expanded along its
eastern and southern boundaries by approximately 1.5 acres, thereby resulting in a net

increase of 1.3 acres of wetlands.

Site 6: Site 6 is a man-made pond existing to the north of I-275, in the ‘southeast
quadrant of the intersection between Lemon Street and Ward Street. Using the USFWS
classification system, this pond is classified as PUBHx - Palustrine, Unconsolidated
Bottom, Permanently Flooded, excavated. Vegetation down to the water line is mowed
regularly and maintained as lawn. However, emergent vegetation present below the
water line includes bacopa and coontail. The entire 0.5-acre pond will be filled for
the construction of additional lanes for 1-275. This pond will be replaced with 1.6-
acre and 0.8-acre stormwater management ponds located north of the proposed

roadway,

Site 7: Sitc 7 is a man-made ditch which flows north of 1-275, pcrpc'ndicular to Lois
Avenue. The ditch is approximately 20 feet wide and densely vegetated with such
species as primrose willow, élcphant ear, alliga‘tor- weed and sm#rtwecd. Using the
USFWS classification system, this wetland is classified as R2UBHx - Riverine, Lower
Perennial, Unconsolidated Bottom, Permanently Flooded, excavated. This 0.6-acre
ditch functions as a waterway by collecting drainage from surrounding areas.
Disturbance of approximately 0.2 acres of this ditch may result from the construction

of a 1.2-acre stormwater retention pond.

Site 8: Site 8 is a stormwater management basin located in the northeast quadrant of
the 1-275/Dale Mabry Highway interchange. Due to the dominance of emergent
vegetation, using the USFWS system this site is classified as PEMIHy - Palustrine,

Emergent Marsh, Persistent, Permanently Flooded, excavated. Dominant vegetation



includes cattail. Approximately 0.6 acres of this basin will be disturbed due to the

widening of 1-275.

Site 9: Site 9 is also a stormwater management basin located in the southwest
quadrant of the 1-275/Dale Mabry Highway interchange. Using the USFWS
classification system, this site is classified as PEMIHx - Palustrine, Open Water,
Emergent Marsh, Persistent, Permanently Flooded, excavated. Dominant vegetation
includes primrose willow. The proposed widening of I-275 will result in the

disturbance of approximately 0.40 acres of area classified as wetland within this basin.
Potential Impacts

Table 4.2 lists acreages of potential impact to each wetland site within the project
area. Wetlands inside the proposed limits of construction will be impacted directly By
dredge ahd fill activities.

TABLE 4.2

. POTENTIAL WETLAND IMPACTS
Tampa Interstate Study - Phase II

USFWS Anticipated

Site Classificationl Acres of System Acres of Impact

1 E2SS3U * 0.0

2 E2SS3U * 0.0

3 E1UB3y 3.3 13

4 E1UB3, 1.2 0.7

5 PUBH, 2.0 0.2

6 PUBH, 0.5 ' 0.5

7 R2UBH, 0.6 0.2

8 PEMIHy 0.6 0.6

9 PEMI1H, 0.8 0.4
TOTAL 3.9

1 USFWS National Wetlands Inventory Map - Gandy Bridge quadrangle, December
1982.

* These wetlands are part of the entire Tampa Bay estuarine system.
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Steps taken to avoid or minimize wetland impacts included the utilization of a
comparative analysis known as the "three-tier analysis.” This analysis enabled the
study team to compare each alternative based on potential impacts to various key
factors, including wetlands. The three-tier analysis, agency meetings and public
workshops led to the selection of the Preferred Alternative, which is presented in the

TIS Master Plgg,” available for review under separate cover.

Although some wetlands will be impacted, it is important to protect remaining
wetlands from degradation during the construction phase. Best Management Practices
and FDOT Standard Specifications will be used during construction to control soil

erosion and pollutant runoff. These measures may include:

hay bales

siltation fences

seed or mulch over bare soil areas
sediment basins

swales or grassed waterways
storm sewer inlet protection

LK R K )

‘Wetlands which will bc'disturbed consist of man-made ponds and ditches. Disturbance

of these areas will be vmitigatcd by constructing additional ponds or ditches to replace
lost stormwater treatment volume or to treat newly created runoff. Approximately
14.1 acres of pond area is being p-roposed for this purpose. These ponds will contain
littoral shelves vegetated with wetland species. These created wetland areas will

replace the approximately 3.9 acres of wetlands proposed for disturbance.
WET-II Analyses

In order to determine the qualitative value of wetlands within the project area, the

Wetlands Evaluation Technique (WET-II) was performed on specific wetlands proposed
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for impact. As discussed above, seven wetlands representing four wetland types will
be impacted by the proposed project. Utilizing WET-II, one wetland from each
wetland type was analyzed to determine its value with respect to hydrologic (e.g.
floodflow alteration), wildlife (e.g. wildlife diversity/abundance), and social (e.g.

recreation) functions.

The selection of wetlands analyzed was done by first separating the seven wetland
arcas proposed for impact into wetland types using the USFWS Classification System.
As discussed above, this resulted in four distinct wetland types; man-made brackish
water ponds (2), man-made freshwater ponds (2), man-made drainage channels (1), and
man-made herbaceous wetlands (2). Wetlands of sjmilar type were then reviewed for
size, drainage basin areas, out-fall types, and vegetative dominance to determine
similarities and differences. From this review, it was determined t}}at one wetland
within each wetland type would be adequate to determine the qualitative value of
wetlands within that type. One wetland of each type was then selected and analyzed.
Wetlands analyzed were Site 3 (man-made brackish water pond),v Site 5 (man-made
freshwater pond), Site 7 (man-made drainage channel), and Site 8 (man.-madc

herbaceous marsh).

Results of the WET-II analyses indicated that water quality treatment (e.g. nutrient
removal/transformation) and water quantity attenuation (e.g. floodflow alteration)
were the major functions performed by the wetlands within the project area. Wildlife
and social functions were ranked low or moderate for all sites analyzed. This was

expected due to the location and nature of the wetlands within the project area.

As discussed previously, the project area is urban in nature with little to no natural

communities present. The wetlands found within this area are man-made and were
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designed primarily as water treatment and/or flood volume storage ponds. They are
located within the infields of on-/off-ramps and have limited access to wildlife. In
addition, the lack of natural communities adjacent to or within the area of these
wetlands further limits the ability of wildlife to utilize them. These wetlands also are
subject to limited access and value as recreational arcas. While some fish species may
be present within open water areas of the wetlands, public access to them is limited or

restricted,.

As previously discussed, wetland impacts will be mitigated by the construction of
water quality treatment/flood volume attenuation ponds. Based on the results of the
WET-II analyses of existing wetlands, the creation of these ponds should compensate

for the functions performed by the impacted wetland areas.

4.3.2 Uplands

The Preferred Alternative concept which includes the Sherrill Street and Lemon Street

extensions traverses highly urbanized portions of Tampa’s Westshore area. The
majority of the natural environment has been altered to accommodate intense urban
development. Upland areas within the study corridor consist of landscaped lawns and
highway medians. The native vegetation of these areas has been replaced by turf
grasses and various ornamental trees, shrubs, and ground covers. No significant

natural upland areas exist within the study corridor.

4.3.3 Aquatic Preserves

The potential presence of designated "Aquatic Preserves” within the study area has

beqn investigated. Research included review of the previously published Task E.7 -

Natural Features Inventory, Tampa Interstate Studv2! and Chapter 17-302.700 of the
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Florida Administrative Code.3 Based on this review, no Aquatic Preserves exist

within the project vicinity.

4.3.4 Outstanding Florida Waters

Based on a review of the Florida Administrative Code, Chapter 17-302.700,
Outstanding Florida Watérs,3 and correspondence with the FDER (see Appendix B), it
has been determined that no Outstanding Florida Waters exist within the limits of the
study area. Therefore, the Preferred Alternative concept which includes the Sherrill
Street and Lemon Street extensions will not involve or have any impact on such

’ designated waters.
4.3.5 hreaten nd Endangered Speci

This project has been evaluated for impacts on threatened and endangered species. A
literature review was conducted to determine those threatened, endangered and species
of special concern which may inhabit the project area. This search resuh;ed in
findings that no listed species would be affected by the proposed action. This
determination was made after review of the advance notif ication responses and field
survey of the project area by a biologist. Furthermore, the potential for impacts to
critical habitat was assessed as to the relationship of the project to the USFWS

designated "Critical Habitat."

In accordance with Section 7(c) of the Endangered Species Act of 1973 as amended,
the project corridor has been evaluated for the potential presence of threatened or
endangered flora and fauna. Literature reviews and habitat evaluations were

originally conducted in 1988 by a qualified biologist and botanist to identify
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threatened or endangered species which may inhabit the area. This was accomplished
by utilizing the FDOT computer list of threatened or endangered species (SPECIES,
February 1988) f or Hillsborough County, a review of the Rare and Endangered Biota
of Florida4 published series, and informal consultation with USFWS and 'the Florida
Game and Fresh Water Fish Commission (FGFWFC). This resulted in the previously

published report Task E.7 - Natura]l Features Inventory, Tampa Interstate Study,22

which evaluated all TIS corridors.

Since the publication of the Task E.7 - Natural Features Inventory,22 additional

reviews for the potential presence of threatened or endangered species within the
study area have been conducted. This included' further agency correspondence (see
Appendix B), review of the published Task E.7 - Natural Features Inventorv,22 the
FDOT computer list of threatened or endangered species (SPECIES, December 1990)

and recent field reviews.

Based on information obtained through the above sources, the Preferred Alternative
concept which includes the Sherrill Street and Lémon Street extensions was evaluated
for potential involvement with threatened or endangered species. Tabie 4.3 lists
potentially occurring Federal and State threatened or endangered species and species
of special concern. No federally or state listed threatened or endangered species were
observed during field reviews. In addition, there is no USFWS designated Critical

Habitat for any threatened or endangered species within the proposed project limits.
The following summary is a description of federal and state listed threatened or

endangered species which were evaluated for potential involvement with the proposed

project.
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TABLE 4.3

THREATENED OR ENDANGERED FLORA AND FAUNA
Tamps Interstate Study - Phase 11

Qesig%atgg Status!
USFWS? FGFWFCS

Mammalian

Trichechus manatus latirostris (West Indian manatee) E E

Avian

* Ajais ajajs (roseate spoonbill) — ssC
Cistothorus palustris marianse (Marian’s marsh wren) - 88C
Egretta casrulea (little blue heron) : —-— 8SC
Egretta thula (snowy egret) - 8sc

* Egretts tricolor (tricolor heron) - 8sC ,
Falco pergrinus tundris (Arctic peregrine falcon) : T E
Falco sparverius paulus (Southeastern American kestrsl) C2 T
Haematopus palliatus (American oystercatcher) - 88C
Haliasetus leucocephalus (bald eagle) E T
Mycteria americana (woodstork) E E

* Pelecanus occidentalis carclinensis (Esstern brown pelican) e ssc
Sterna antillarum (least tern) - T

Amphibians and Reptiles
Alligator mississipiensis {American slligator) T(S/A) 1:{o]
Caretta caretts caretta (Atlantic loggerhead turtle) - T T
Chelonia mydas mydas linnaeus (Atiantic green turtle) E E
Dermochelys coriacea (lestherback turtle) E E
Lepidochelys kempi (Kemp’s ridley sea turtle) B E

Fish
Centropomus undecimalis {common snook) ) om- 8sC

; Flora .

Verbena tampensis (Tampa vervain) C1 E

1 Florida Game and Freshwater Fish Commission; Official List of Endangered Fauna and Flors in Florida, 1

April, 1901.
2 USFWS - United States Fish and Wildlife Service

3 FGFWFC - Florida Game and Freshwater Fish Commission
E = Endangersd

T = Threatened

T/SA - Threatened Due to Similarity of Appearance

SSC = Species of Special Concern

Cl= A candidate for federal listing, with enough substantial information on biological
vulnerability and threats to support proposals for listings.

C2= A candidate for listing, with some evidence of vulnerability, but for which not
enough data exist to support listing.

* = Observed species g A %
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Msmmals

The West Indian Manatee (Trichechus manatus latirostris) is listed as endangered by
the USFWS and the FGFWFC. This species may occur in the coastal waters of Tampa

Bay.

It is anticipated that the proposed project will not jeopardize the continued existence
of the manatee, nor will it destroy or modify its habitat. Because construction will be
limited to the causeway approaches to the Howard Frankland Bridge (no bridge work
is anticipated), the manatee’s passage in the vicinity of the Howard Frankland Bridge
will not be disrupted. Possible hazards to the manatee during shoreline construction
may include becoming trapped or entangled in turbidity barriers, or coming in contact
with construction equipment, such as work boats and barges. Mitigation measures will
be included as spccial‘ provisions of the construction contract to ensure the protection
of manatees. These measures are outlined by the Florida Department of Natural

Resources and include the following:

1. The contractor will instruct all personnel associated with the project of
the potential presence of manatees and the need to avoid collisions with
manatees.

2. All construction personnel will be advised that manatees are protected
under the Marine Mammal Protection Act of 1972, the Endangered
Species Act of 1973, and the Florida Manatee Sanctuary Act of 1978
and that civil and criminal penalties exist for harming, harassing, or
killing manatees. The permittee and/or contractor -may be held
responsible for any manatee harmed, harassed, or killed as a result of
construction activities.

3. Siltation barriers will be made of material in which manatees cannot
become entangled, will be properly secured, and will be regularly
monitored to avoid manatee entrapment. Barriers will not block
manatee entry to or exit from essential habitat.

4. All vessels associated with the project will operate at "no wake/idle”
speeds at all times while in water where the draft of the vessel provides
less than a four-foot clearance from the bottom and that vessels will
follow routes of deep water whenever possible.
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All construction activities in open water will cease upon the sighting of
a manatee(s) within 100 yards of the project area. Construction
activities will not resume until the manatee(s) has departed the project
area.

Any collision with and/or injury to a manatee will be reported
immediately to the "Manatee Hotline" (1-800-DIAL FMP) and to the U.S.
Fish and Wildlife Service, Jacksonville Field Office (904-791-2580) for
North Florida and to the Vero Beach Field Office (407-562-3909) for
South Florida.

Prior to initiation of any construction, the permittee will send a project
site plan to the Florida Department of Natural Resources (FDNR),
Division of Marine Resources, Protected Species Management, 3900
Commonwealth Boulevard, Tallahassee, Florida 32399. FDNR will then
designate on the site plan the temporary construction manatee sign
locations. A temporary construction sign criteria sheet/instructions will
be forwarded at this time. A minimum of two 3’ x 4’ temporary
construction manatee signs ("Manatee Habitat/Idle Speed in
Construction Area") will be installed and maintained at prominent
locations within the construction area/docking facility. These signs are
to be constructed or manufactured by the permittee of metal, wood,
plastic, heavy cardboard or other suitable weather resistant materials.
One sign will be located prominently adjaccnt to the construction
permit. The other signs will be installed in locations prommently
visible to water related construction crews.

Photos of the signs in place will be sent to the FDNR (addrcss above

#7) prior to initiation of construction. Temporary signs will be

removed by the permitteec upon completion of construction.

The contractor will maintain a log detailing sxghtmgs, collisions, or
injuries to manatees should they occur during the contract period.
Following project completion, a report summarizing incidents and
sightings will be submitted to the FDNR, Marine Mammals Section, 100
Eighth Avenue Southeast, St. Petersburg, Florida 33701-5095 and to the
U.S. Fish and Wildlife Service Office, Post Office Box 2676, Vero
Beach, Florida 32960 for South Florida.

The Arctic peregrine falcon (Falco peregrinus tundrius) may inhabit the coastal areas

of Tampa Bay during winter migration. Wintering peregrines in Florida require an

area that has a plentiful and dependable food supply and perches for roosting. It is

unlikely that the proposed project will result in a loss of suitable habitat.
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The project area contains suitable feeding habitat for the bald ecagle (Haliacetus
leucocephalus), which is federally and state listed as endangered. Bald cagles nest
primarily in riparign zones, where they feed along the shore. After the nesting season,
they are not as limited to shore arcas, but tend to inhabit areas where food is most
plentiful. No suitable nesting sites occur within the study area. Bald eagle nests are
closely monitored by the FGFWFC. Contact made in 1988 with FGFWFC siaff at the
Brooksville office indicates that no known cagle nests exist within one mile of the

proposed project corridor.

The woodstork (Mycteria americang), which is federally and state listed as

endangered, is known to feed in mangrove swamﬁs and stormwater ponds similar to
those. found within the project area. However, it is unlikely that woodstorks utilize
those mangrove habitats found within the project arca due to their limited size and
impacted nature. In addition, while existing stormwater ponds are proposéd for
impact, these impacts will be mitigated by the conétruction of additional ponds and
expansion of many existing ponds. This creation and expansion of pond habitat, in
turn, will increase the acreage of possible f eeding habitat which could be utilized by
this species. Due to these facts, no impacts to the woodstork are anticipated by the

proposed project.

The least tern (Sterna antillarum) is listed as threatened by the FGFWFC. This
shorebird inhabits the sandy and pebbly beaches along the coast of Tampa Bay.
Consultation with the Florida Natural Areas Inventory (FNAI) indicates that the least
tern inhabits areas adjacent to the project area. No least terns were observed during
field reviews. Additionally, their preferred habitat will not be affected by the

proposed project.
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Reptiles

The potential for impacts to four threatened or endangered sea turtles was reviewed.

Sea turtles which may inhabit waters in the vicinity of the proposed project include

the Atlantic loggerhead turtle, the Atlantic green turtle, the leatherback turtle and the

Kemp’s ridley turtle. These turtles inhabit saltwater bodies and estuaries, and nest on

sandy beaches. Information concerning these species was obtained through literature

reviews which indicate that while the USFWS lists the entire coast of Florida as being

possible nesting habitat for these species, the probability of finding these species

occurring or nesting along the shores of upper Tampa Bay is low. These turtles are
known to have very small and strict nesting habitats along the Atlantic coast of

Florida, the shores of Mexico and Texas in the Gulf of Mexico, and in the tropical

islands south of Florida. Potential for involvement due to construction near the

shoreline of the Howard Frankland Bridge was investigated. Literature reviews

indicate that these four species of turtles are unlikely to occur or nest along the
shorelines of the study area, and no nesting sites have been recorded adjacent to the

Howard Frankland Bridge. Therefore, it is unlikely that the proposed project would

have an adverse impact on these species.

4.3.6 Farmlands

Through coordination with the Soil Conservation Service, it has been determined that
the Preferred Alternative concept, which includes the Sherrill Streef and Lemon Street
extensions, is located in the urbanized area of the City of Tampa that does not meet
the definition of farmland as defined in 7 CFR 658.. Therefore, the provisions of the

Farmland Protection Policy Act of 1984 do not apply to this project.
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4.4 PHYSICAL ENVIRONMENT

The physical environment includes air quality, noise, contamination, water quality,
floodplains and coastal zone consistency. The f ollowing subsections discuss impacts to
the physical environment associated with the Preferred Alternative concept, which

includes the Sherrill Street and Lemon Street extensions.
4.4.1 r 1i

In accordance with FDOT guidelines, an air quality impact analysis was conducted to
determine the effect of the Preferred Alternative concept improvements on ambient
air quality. The Hillsborough County Environmental Protection Commission (EPC) in
cooperation with the Florida Department of Environmental Regulation (FDER)
operates an air monitoring network in Hillsborough County to collect ambient aﬁ
quality data for comparison to the National Ambient Air Quality Standards (NAAQS).
A synopsis of the most reccht air monitoring data (1990) obtainable for air monitoring
stations located near the Preferred Alternative concept study area is presented in

Table 4.4.

According to the Clean Air Act (CAA) Amendments of 1977, all areas within the state
are designated with respect to the NAAQS as either attainment, non-attainment, or
unclassifiable. Areas that meet the NAAQS are designated as attainment. Conversely,
areas t’hat violate the NAAQS are designated as non-attainment. Finally, areas where
data are insufficient for classification as either attainment or non-attainment are
designated as unclassifiable. In areas designated as non-attainment, a State
Implementation Plan (SIP) is developed to bring the area into compliance with the
NAAQS. The current attainment, non-attainment and unclassifiable designations for

Hillsborough County are presented on Table 4.5.
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TABLE 4.5

CURRENT ATTAINMENT/NON-ATTAINMENT DESIGNATIONS
FOR HILLSBOROUGH COUNTY?
Tampa Interstate Study - Phase II

Pollutant ignation
Carbon monoxide : Attainment
Nitrogen dioxide Attainment
Sulfur dioxide Unclassifiable
Particulate matter

- Total suspended particulate Non-attainmentb
- Inhalable particulate Unclassifiable
Ozone Non-attainment
Lead Attainment

|

2 Source: Section 1742, (410), (420), and (430) of the Florida Administrative Code.

b Restricted to a portion of Hillsborough County falling within the area of a circle
having a centerpoint at the intersection of U.S. 41 South and State Road 60 and a
radius of 12 kilometers.

Designations: Attainment: areas within which the NAAQS have not been violated.

Non-attainment: areas within which the NAAQS have been violated.

Unclassifiable: areas which cannot be classified as attainment or
non-attainment.
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As shown on Table 4.5, the U.S. Environmental Protection Agéncy (EPA) has
designated all of Hillsborough County as a non-attainment area for ozone (O3) and a
portion of the county as a non-attainment area for total suspended particulates (TSP).
As a result of these designations, Hillsborough County is currently subject to the
guidelines of a SIP. Essentially, the SIP calls for the reduction and control of TSP

and the precursors to O3, hydrocarbons (HC) and nitrogen dioxide (NO>).

The 1990 CAA Amendments have resulted in the designation of the Tampa Urban

Area as a "marginal” non-attainment area for O3.

A microséa]c analysis and HC emissions inventory were performed to evaluate the
impact of the proposed improvements on future air quality conditions. The microscale
analysis examines the generation and localized transport of carbon monoxide (CO), the
most prevalent pollutant emitted from motor vehicles. Following FDOT guidclinés,
the MOBILE4 emissions f actor model and CALINE3 dispersion model were nscdj in the
evaluation. The results of the modeling were used to compare the No-Build and
Preferred Alternative conditions and to indicate whether or not motor vehicle
emissions in the projeét vicinity would contribute to CO concentrations in exceedance
of the NAAQS. However, the MOBILE 4.1 or latest emissions factor model will be
used prior to the submittal of the Finding of No Significant Impact (FONSI) to

FHWA.

A "worst-case" approach was taken in the analysis. The premise of this approach is
that CO concentrations elsewhere along the project corridor will be lower than these
worst-case locations. After reviewing traffic data and aerial photography to identify
areas having a combination of heavy traffic volumes, low vehicular speeds and nearby

reasonable receptor sites, the I-275/Dale Mabry Highway interchange was selected for

4-28




|

the microscale analysis. Additional details concerning modeling assumptions and

methodology are provided in the Air Quality Report!2 prepared for this project.

Ten receptors were simulated at the I-275/Dale Mabry Highway interchange. The
receptor sites represent ax:eas where the public has routine access and may spend one
to several hours. Sensitive sites within the vicinity of the 1-275/Dale Mabry Highway
interchange include residences and businesses. The reasonable receptor sites closest to
the interchange were modeled. The modeled receptors include residences in the
southeast and northwest quadrants (Receptors 2, 3, 7 and 8) and the front walks of
businesses in the northeast, southeast, southwest and northwest quadrants (Receptors 1,
4, 5, 6, 9 and 10). As with the selection of the worst-case microscale analysis areas,
the premise of modeling the closest reasonable receptors is that CO concentrations at
other reasonable receptors will be lower. CO concentrations were predicted at each
receptor site for the year 2010 to coincide with the project’s design year. F.or
comparaﬁve purposes, the microscale analysis was performed for bo;h the No-Build

and the Preferred Alternatives.

Implementing all of the improvements recommended in the Preferred Alternative will
require numerous staged comstruction projects. The opening year for the various
projects will be staggered over several years and the opening of a particular project
segment will affect traffic volumes and operational characteristics on other project
segments with different opening dates. Theref ore, since a single opening year for the
ultimate improvement of the Tampa interstate systein cannot be established, an

opening year analysis was not conducted.

The results of the analysis are presented in Table 4.6. Contributions from future-year
traffic and a background CO value of 3.0 parts per million (ppm) are included in the
projected concentrations. Both the one- and eight-hour values are provided.
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TABLE 4.6

PREDICTED ONE-HOUR AND EIGHT-HOUR WORST-CASE
CARBON MONOXIDE CONCENTRATIONS
IN THE VICINITY OF THE 1-275/DALE MABRY HIGHWAY
INTERCHANGE FOR THE YEAR 2010
Tampa Interstate Study - Phase 11

—.No-Build _Build
1-Hour® 8-Hour® 1-Hour®? 8-Hour?

Receptor _(ppm) _(ppm)  _(ppm) _(ppm) Location/Description?

1 7.8 5.1 4.8 3.8 NE Quad/Business, front walk

2 4.7 37 4.3 3.5 SE Quad/Residential side yard

3 56 4.1 56 3.5 SE Quad/Residential backyard

4 6.0 4.3 5.7 4.1 SE Quad/Business, front walk

5 6.3 4.4 5.1 39 SW Quad/Business, front walk

6 7.3 4.9 4.9 39 SW Quad/Business, sidewalk

7 6.0 43 4.7 38  NW Quad/Residential backyard: 7
. 6.3 4.4 48 3.8 NW Quad/Residential front yard N
9 6.0 4.3 4.7 3.7 NW Quad/Business, sidewalk

10 6.9 4.7 5.7 4.2 ‘ NwW Quad/Business, sidewalk

2 Includes background concentration of 3.0 ppm.

b NE Quad = Northeast Quadrant
NW Quad = Northwest Quadrant
SE Quad = Southeast Quadrant
SW Quad = Southwest Quadrant

Ambient Air Quality Standards for Carbon Monoxide -- levels considered not to pose
any significant health risks:

One-Hour Standard = 35 parts per million
Eight-Hour Standard = 8 parts per million
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As shown in Table 4.6, for the year 2010, the predicted highest one- and eight-hour
CO concentrations under the No-Build Alternative at the 1-275/Dale Mabry Highway
interchange are 7.8 ppm and 5.1 ppm, respectively. For the Preferred Alternative, the
highest one-hour value is 5.7 ppm and the highest eight-hour value is 4.2 ppm, a
decrease from the No-Build Alternative. The NAAQS for CO are 35 ppm and 9 ppm
for the one- and cight-hour concentrations, respectively. CO concentrations are
expected to remain below the NAAQS at all receptor sites in the vicinity of the I-
275/Dale Mabry Highway interchange for the No-Build and the Preferred

Alternatives.

The HC emissions inventory compares the No-Build and Preferred Alternatives for the
year 2010 to determine the effect improving the Tampa interstate system would have
on HC emissions. HC, one of the primary pollutants emitted by highway vehicles, can
result in O3 buildup on a regional scale. The formation of O3 is a long-term
photochemical reaction involving solar radiation, NO2, and HC. In general terms,
NOj3 and HC are emitted into the atmosphere in the urban core areas and air currents
transport the oxidants to the suburbs. As such, viqlations of the NAAQS for O3 are

generally considered regional in nature.

Based on the emission inventory computations, 1,971 tons per year of HC emissions are
predicted for the Preferred Alternative and 2,329 tons/year are predicted for the No-
Build Alternative indicating that improving the Tampa interstate system will decrease
HC emissions by approximately 15 percent. The anticipated reduction in HC and CO
emissions is the result of increased motor vehicle mobility, faster operating speeds and
less stop-and-go driving that would be realized through improving the Tampa

interstate system.
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The project is in an air quality non-attainment area with transportation control
measures in the SIP which was approved by the EPA on June 15, 1981. The FHWA
has determined that this project is included in the Tampa Urban Area Metropolitan
Planning Organization’s Long Range Transportation Plan. Theref ore, pursuant to 23

CFR 770.9, this project conforms to the SIP.

4.4.2 Noise

The FHWA requires that highway noise impacts be assessed according to 23 CFR 772.
A noise analysis which evaluated the noise impacts of the proposed project and

possible abatement measures was conducted in accordance with these guidelines.

The existing noise environment in the vicinity of the Preferred Alternative study area
is typical of an urban community. Motor vehicles travelling the interstate system and

the urban roadway system are the ma jor intrusive sources of noise.

Existing lahd uses along the pi'ojcct corridor are primarily commercial, light ind;xstrial
and residential as shown previously on Exhibit 4.1. For the purpose of the analysis,
the study area was divided into nine noise study areas as shown on Exhibit 4.3.
Impacted noise sensitive sites within the nine study areas include single-family

residences, condominiums and apartments.

Existing noise levels within the Preferred Alternative concept study area were

evaluated through noise monitoring and modeling. The FHWA computer model,
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STAMINA 2.0, was validated with existing traffic and noise level data gathered
during the noise monitoring program by comparing measured values with predicted
values. Based on this comparison, the STAMINA model was determined to give
reliable predictions of traffic-related noise levels. Additional details concerning
model input paramecters and methodology are provided in the Noise Report!d prepared

for this project.

FHWA Noise Abatement Criteria, summarized in Table 4.7, establish guidelines for
traffic noise impact assessment with respect to various land uses. The results of the
STAMINA model noise analysis predict that the distance from the roadway centerline
to the 65 and 67 dBA contour will increase with the Preferred Alternative
improvements, as shown in Table 4.8. This is a result of higher, f uture-year Level of

Service C peak hour traffic volumes related to the expanded roadway network.

The analysis indicates that under existing (1990) and 2010 No-B_nild conditions,

approximately 154 noise sensitive sites located within areas adjacent to the project

" corridor experience noise levels that approach or exceed FHWA/FDOT noise level

criteria. FDOT considers the term "approach” to mean noise levels within 2 dBA of
the FHWA criteria. As shown in Table 4.9, there are 84 sites in Area E; 21 sites in
Area G; 48 sites in Area H; and 1 site in Area 1. In Areas A through D, all sites

within the 65 dBA contour are commercial and are not considered noise sensitive.

For the 2010 Preferred Alternative, the total number of impacted sites in Noise Study
Arcas F and G is predicted to increase with the proposed improvements to the Tampa
interstate system. A decrcasc in noise semsitive sites is anticipated in Noise Study

Arcas E and H. The decrease is a result of property acquisition to attain

4-33



TABLE 4.7

FHWA NOISE ABATEMENT CRITERIA
Tampsa Interstate Study - Phase II

Activity Category _____ Description of Activity Category Leg (h)

A Lands on which serenity and quiet are 57 (Exterior)

of extraordinary significance and serve
an important public need and where the
preservation of those qualities is
essential if the area is to continue

to serve its intended purpose.

B Picnic areas, recreation areas, 67 (Exterior)
playgrounds, active sports areas, parks,
residences, motels, hotels, schools,
churches, libraries, and hospitals.

C Developed lands, properties, or activities 72 (Exterior)
not included in Categories A or B above.

Undeveloped lands. N/A

E Residences, motels, hotels, public meeting 52 (Interior) -
rooms, schools, churches, libraries, hospitals, .
and auditoriums.

Source: Code of chc_ral Regulations, Title 23, Part 772.

N/A = No Standard for this Activity Category, therefore not applicable.
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A TABLE 4.8

NOISE ISOPLETHS
Tampa Interstate Study - Phase II

Approximate Distance From

Roadway Centerline (feet)

Noise : 2010
Study " Hourly 1990 2010 Preferred
Area®  Limits LEO (dBA) Existing No-Build Alternative
A West of Memorial Highway, 67 220 220 310
south of 1-275 65 380 - 380 515
B West of Memorial Highway, 67 240 240 450
north of 1-275 ‘ 65 370 370 550
C Between Memorial Highway 67 _ 350 350 350
and Westshore Boulevard, 65 500 500 500
north of 1-275
D Between Memorial Highway 67 360 360 350
% and Westshore Boulevard, 65 500 500 500
south of 1-275 :
E ‘Between Westshore Boulevard 67 295 295 380
‘and Lois Avenue, 65 420 420 485
south of 1-275
F Between Westshore Boulevard 67 . - 275 275 -300
' and Lois Avenue, 65 425 425 590
north of I-275
G Between Lois Avenue 67 290 290 370
B and Dale Mabry Highway, 65 400 400 480
g south of 1-275
H Between Lois Avenue 67 280 280 350
and Dale Mabry Highway, 65 400 400 575
north of 1-275
I Between Dale Mabry Highway 67 270 270 400
and Himes Avenue, 65 400 400 500

south of 1-275

4 See Exhibit 4.3 for Noise Study Area Locations.

%
|
it
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TABLE 4.9

NOISE IMPACT SUMMARY
Tampa Interstate Study - Phase 11

Number of Noi nsitly b
Noise 2010
Study - 1990 2010 Preferred
Area® Existing No-Build  Alternative
84 84 52
F 0 0 5
G 21 21 35
H 48 48 42
I 1 -1 1
TOTAL 154 154 135

* 8 = See Exhibit 4.3 for Noise Study Area Locations.
b = Number of noise sensitive sites within the 65 dBA contour.
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additional right-of-way for the improved roadway. Overall, the total number of
impacted noise sensitive sites is predicted to decrease to 135. There is an estimated
total of 52 sites in Area E; 5 sites in Area F; 35 sites in Area G; and 42 sites in Area

H; and 1 site in Area I.

Noise abatement measures were evaluated for impacted noise sensitive areas which
approached or exceeded FHWA/FDOT Noise Abatement Criteria. Abatement measures
addressed include alignment selection, traffic system management, property

acquisition, land use controls and noise barriers.

Alignment selection involves orientating and/or siting the roadway at sufficient
distances from noise sensitive areas so as to minimize the noise impact. The proposed
alignment primarily follows the existing alignment, making full use of existing right-

of-way. Shifting the alignment would reduce noise impacts on one side of the facility,

- but this would result in additional right-of-way costs and increased noise impacts on

the other side of thp facility. Therefore, it was determined that shifting the

alignment was not a feasible abatement measure.

Traffic management measures which limit motor vehicle type, travel speed, traffic
volume or time of operation are sometimes used as noise abatement measures.
However, placing these limitations on the Preferred Alternative is not consistent with

the project’s goals for providing a modern urban interstate system.

Property acquisition programs to provide noise buffer zones are not recommended for

this project due to the high cost and limited availability of land.
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Proper land use controls can effectively minimize future impacts. Local governmental
and planning agencies with land use control can use the noise level isopleths
calculated for this project to develop policies that minimize the location of noise
sensitive land uses adjacent to the roadway. Proper land use controls can also be used

to maintain existing buffer areas.

Noise barriers reduce noise levels by blocking the sound path between a roadway and
noise semsitive site. Barriers are most often used on high speed, limited access
facilitics" where noise levels are high and there is adequate space for continuous
barriers. A qualitative noise barrier location evaluation was performed to determine
source/receiver relationships, impacted site densities and the availability of land for
continuous barriers. This preliminary analysis resulted in candidate noise barrier

locations in Noise Study Areas E, G and H.

A noise barrier analysis was conducted for the three candidate noise study areas using
the FHWA’s noise barrier simulation model OPTIMA. In aécordancc with
FHWA/FDOT guidelines, this' analysis was conducted (1) by dcvclobing barriers which
would meet minimumv noise reduction goals at impat;:ted sites, (2) estimating the cost of
the barrier and (3) determining the cost of the barrier per benefited receptor. In
order for a barrier to be considered recasonable and feasible, it must meet the

following FDOT conditions:

1. Provide a minimum insertion loss (noise reduction) of at least 5 to 10
dBA and

2. Cost no more than $25,000 per benefited receptor.
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The results of the barrier analysis, by Noise Study Area, are summarized in Table 4.10.
The analysis indicates that barriers are economically reasonable in two Noise Study

Areas (E and H).

Although noise barriers are economically reasonable, other important factors such as
community desires, adjacent land uses, safety and constructibility play important roles
and require further consideration in determining the reasonableness and feasibility of

the barriers.

The noise analysis indicates that the project will result in increased noise levels and
associated noise impacts as an unavoidable consequence. It is recommended that
future noise impacts be mitigated through local land use ordinances involving zoning,

building setbacks and building construction materials.
443 in n

This section presents the results of a hazardous'matcrial site sun)cy conducted along
the project’s study limits in order to identify any known, or potential, hazardous
material sites. Because there is no single comprehensive source of information
currently available which identifies hazardous material sites along the project’s study

limits, this survey consisted of the following tasks:

*  Contacting representatives of the following two agencies responsible for
pollution control and hazardous material regulations in the study area:

- Florida Department of Environmental Regulation (FDER), and
- Hillsborough County Environmental Protection Commission (EPC);
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*  Consulting the following publications by the FDER and the Tampa B.ay
Regional Planning Council (TBRPC) for locations of potential
environmental contamination:

-  Stationary Tank Inventory System (FDER),

- Contamination Detail Report (FDER),

- Groundwater Management System Hazardous Waste Quick Look
(FDER),

-  The Sites List, Summary Status Report (FDER), and

-  County Government Hazardous Waste Management Assessment for
Hillsborough County (TBRPC);

* Reviewing R.L. Polk Co. City Directories for Tampa from 1903 to 1988
to identify past land uses potentially mvolvmg hazardous material
along the project corridor;

* Evaluating historical aerial photography of the TIS corridor taken in
1960, 1966, 1972 and 1987;

*  Conducting field investigations within the study area in order to verify
known hazardous material sites and to identify and investigate any
previously unrecorded sites focusing on underground storage tanks and
hazardous material use; and

* Documenting with photographs the current condition of each
investigated site.

As a result of the survey, 17 potential hazardous material sites were identified along

the Preferred Alt’cmaﬁvc concept. One site (Site No. 18) was idc'nti‘fied along the

Transition Area. Exhibit 4.4 illustrates the approximate location of each identified
site. Additional information including the name, address, and other site
characteristics is provided in Table 4.11. Photographs of each site have been retained

by Greiner, Inc. and are contained in the project files.

Most of the identified sites are (1) businesses which maintain underground storage
tanks containing petroleum products or (2) sites that previously maintained
underground storage tanks. Other sites include a photograph processing lab,
automotive maintenance facilities, a pump sales business and a print shop. The survey
did not reveal any toxic waste disposal areas, surface impoundments, landfills, or any

other discharges of hazardous, or potentially hazardous, materials or substances.
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Using the information collected during the survey, each identified site was evaluated
according to the Project Development and Environmental (PD&E) Contamination Risk
Evaluation Guidclincs, Revision 2, developed by the FDOT District 7. Utilizing thc
FDOT risk evaluation rating system, each investigated site was assigned a rating of
"No," "Low,"” "Medium,” or "High" based upon the information collected during this
survey. The risk rating assigned to each site indicates the potential for hazgrdous
material problems which- could impact the Preferred A!tcrnative concept. Additional
information on the methods used to evaluate each site is contained in the TIS Task

A.5.b.16 Hazardous Material Report.1?

Sites rated "No" are not included in this section. A rating of "Low" was assigned to
seven of the identified sites because the handling and/or storage of hazardous
materials at these facilities is not expected to impact the Preferred Alternative
concept. A rating of "Medium" was assigned to ten of the sites because the 's'urvey
data indicated that these sites pose a potential risk of impacting the project. None of
the sites was assigned a raﬁng of "High." Each of the identified sites is individually

discussed in the following paragraphs:

No. 1 lor f Amer - is located in an industrial
complex on the southeast corner of Frontage Road and Laurel Street, and is
a print shop. FDER has no record of hazardous waste generation at this
facility. However, print shops typically generate waste inks and petroleum-
based solvents. The proposed right-of-way acquisition is 70 feet west of this
site.

Site No. 2 (National Car Rental System, Inc.) - is located in an industrial

complex on the southeast corner of Frontage Road and Laurel Street, and is
an auto service facility for company vehicles. FDER has no record of
hazardous waste generation at this facility. However, auto service facilities
usually generate waste oil and used batteries. The proposed right-of-way is
340 feet west of this site.

ite N For i - is located at the northeast corner of
Frontage Road and Lemon Street. The FDER has no records on the
underground storage tanks at this site. It is not known if the underground
storage tanks are still .in place or whether soil/groundwater contamination
has occurred. Some right-of-way acquisition for 1-275 is planned along the
site’s western boundary.
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Site No. 4 (Pearless Pumps) - is located along the east side of Sherrill Street,

just north of I-275, and is a pump sales and service facility. This site
generates waste oil and used cleaning solvents, which are stored in 55-gallon
drums and disposed of by a private contractor. The facility is not registered
with FDER as a small quantity hazardous waste generator. The entire site
is planned for 1-275 right-of-way acquisition.

ic D Pr ing) - is located along the south side of
Lemon Street, just north of 1-275, and is an office building with shipping
and receiving facilities. The site has two underground storage tanks
containing gasoline and diesel, both of which are registered with FDER. No
soil/groundwater contamination has been reported to FDER, and EPC did
not document any violations during the September 6, 1990 compliance
inspection. Right-of-way acquisition for I-275 is planned for the entire site.

Site No. 6 (Amoco #628) - is located along the north side of Kennedy

Boulevard between the entrance and exit lanes to Memorial Highway, and is
a full service gas station. Groundwater contamination was reported to
FDER and the site is eligible for Early Detection Inceantive (EDI) state
cleanup. Petroleum odor has been reported in the northwest and southwest
groundwater monitor wells. No right-of-way acquisition is proposed for this
site.

Site No. 7 {(Chevron #48084) - is located in the northeast corner of Westshore

Boulevard and 1-275, and is a former gas station. Groundwater
contamination was reported to FDER and the site is eligible for EDI state
cleanup. EPC has reported that the storage tanks were removed on February
5, 1991. Ten feet of right-of-way acquisition is planned along the site’s
western boundary.

ite No hell-Sh vice) - is located at the northwest corner of
Westshore Boulevard and Cypress Street, and is a gas station. The site is
registered with FDER, but no soil or groundwater contamination has been
reported. Three feet of right-of-way acquxsmon along the eastern property
is planned at this site.

ite N Nev Bob’ If & Tennis) - is located at the southwest corner
of Lois Avenue and Lemon Street, and is a former gas station. FDER and
EPC have no records on the underground storage tanks, and it is not known
if the tanks are still in place. The absence or presence of soil/groundwater
contamination has not been established. Right-of-way acquisition for I-275
is planned for the entire site.

ite No. 10 (M Buiidi - is located at the southeast corner of Lois
Avenue and Cass Street, and is an office building. This site was previously
a gas station. FDER has no record of soil or groundwater contamination at

‘this site. Planned right-of-way acquisition is 60 feet north of the site.

ite N h - is located at the southwest corner of Lois
Avenue and Cypress Street, and is a gas station. Groundwater
contamination was reported to FDER and the site is eligible for EDI state
cleanup. EPC has reported petroleum odor in the northwest groundwater
monitor well. Right-of-way acquisition is not planned for this site; however,
a stormwater management pond is planned for the parcel directly south of
the site.
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Site No. 12 (Semco Printing) - is located along the southern side of Cypress

Street cast of Lois Avenue, and is a print shop. FDER has no record of
hazardous waste generation at this facility. However, print shops typically
generate waste inks and petroleum-based solvents. Complete right-of-way
acquisition is planned for this site.

Site No. 13 (Jesto Transmission) - is located along the southern side of

Cypress Street and cast of Lois Avenue, and is an auto service facility.
FDER has no record of hazardous waste gencration at this facility.
However, auto service facilities usually generate waste oil and used
batteries. Complete right-of-way acquisition is planned for this site.

i 4 (Former -0 Facility) - is located at the southwest corner of
I-275 and Laurel Street and is a former auto repair facility., FDER has no
record of hazardous waste generation at this facility. However, auto service
facilities usually generate waste motor fluids. No right-of-way acquisition
is planned at this site.

Site No. 15 (Ziebart) - is located at the southwest corner of 1-275 and Dale
Mabry Highway, and is an automobile rust-proofing facility. FDER has no
record of hazardous waste generation at this facility. However, the facility
generates waste paint and thinners. No right-of-way acquisition is planned
at this site.

#02- - is located on the northeast corner of Dale

Mabry Highway and Grace Street, and is a full service gas station.

Groundwater contamination was reported to FDER, and the site is eligible

for EDI cleanup reimbursement. On April 24, 1990, EPC reported petroleum

- odor in the northwest and southwest groundwater monitor wells. No right-

of-way acquisition is required at this site; however, a stormwater
management pond is planned for the parcel directly north of the site.

r Limousine) - is located at the
southwest corner of I-275 and Dale Mabry Highway, and is a former
underground storage tank site. FDER has no record of the tanks. No right- }
of-way acquisition is planned at this site.

i 18 (Dr - is located west of Himes Avenue just south of I-
275, and is a tile showroom and warehouse. The site previously contained
on¢ underground storage tank which was excavated in August 1989. No
tank closure report was filed with EPC so it is unknown if soil or
groundwater contamination exists. Complete right-of-way acquisition is
planned for this site.

In accordance with FDOT guidelines, Level II hazardous material investigations are

recommended at all "Medium" rated sites in order to verify the existence of

soil/grdundwatcr contamination which could impact the Preferred Alternative concept.

These Level II investigations should be conducted prior to roadway right-of-way

acquisition and project construction.

ShadigE

4-47

(=t



Initially, the Level II investigations should consist of an additional review of FDER
and EPC files to update the status of any known and/or any new contamination at
these "Medium" rated sites. Following the regulatory file update, subsurface
investigations are recommended. These subsurface investigations should be conducted
within the areas designated for right-of-way acquisition, utility relocation or
stormwater management ponds. They should consist of field collection of soil and
groundwater samples from each site and analysis for the presence of petroleum
contamination at existing and former locations of underground storage tanks. At sites
where underground storage tanks are not the expected source of contamination, any
sampling and analytical work to be conducted should be determined on a site-specific
basis. At sites where contamination is detected, further field investigations should be
conducted to determine the extent of the contamination, identify the source, and

estimate the cost of remediation.

The findings in this report are based upon preliminary information only and are not
intended to rcplgcc more detailed studiqs such as subsurface soil/groundwater
investigations. Rather, this report is intended as a guide for identifying potential
hazardous material sites in the project study limits. Other technical studies may be
required to determine the existence of site contamination prior to right-of -way
acquisition, utility relocation or stormwater pond construction. Finally, it should be
noted that potential hazardous material sites may extend beyond those identified in
this preliminary survey because of limited historical and regulatory information,
illegal dumping practices, and the lack of compliance with the FDER stationary tank

registration and the hazardous waste generator programs.
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4.4.4 Water Quality
Surface Water

The Preferred Alternative concept lies within the regional watershed of the Gulf
Coast Lowlands Physiographic Province.? The study area is located in an urbanized
area characterized by office, retail and other commercial land uses. The following

basins drain this area:

* (Cleveland Street Basin - located south of I-275 between Memorial
Highway and Howard Avenue,

* Cypress Memorial Basin - located north of I-275 from Memorial
Highway to Trask and Lois Streets, and

* Lemon Street Basin - located north and south of I-275 between Trask
Street and Armenia Avenue.

Exhibit.4.5 illustrates the locations of water resources and drainage basins in the
study area. Surface water drainage from the existing highway is _gc;xcrally untreated;
however, some detention and treatment is provided at the Memorial Highway
intersection. Currently, surface water drainage in the basins is conveyed westward
through an existing network of open ditches and enclosed storm sewers that discharge
into Old Tampa Bay. Stormwater runoff from both the Cypress Memorial and Lemon
Street Basins is discharged into the Bay north of 1-275 via the Lemon Street ditch,
while runoff from the Cleveland Street Basin is discharged into the Bay south of I-275
at Culbreath Bayou. In the area west of Mcmorial Highway, surface water essentially

flows through an array of small ditches and sewers directly into Old Tampa Bay.7

Surface waters in the study area are designated by the State of Florida as Class II and

Class III Waters.3 Water quality in Class IT Waters must be maintained to provide for

4-49




gy LiIgIiHX3 |

I I ETITEYSY
SNISY8 3OVNIVHQ aNy
$304N0S3Y HILYM

BpLIOj4 ‘AJunogy ybnologsiji
Il 3SVHd
AGNLS J1VISHILINI VdNVYL

ANIJWSSISSY TVINIWNOHIANT
NOILVIHOdSNVYL 40 INIW1HVd3Q VaIdO1d

3OS OL LON

‘SHIALVM Il SSV1D

= —

)

‘GANMAMS pue edwey Jo AlD ay) woly saipnys uiseq
abeujelp pue spiooas Jwiad UoIIONIISUOD HEL'S
(QAMAMS) 10817 Juswabeueyy

181BM BPLICIH 1SBMUINOS ‘20E~ /1 181dBYD ‘9p0on)
SAHEASIUIWPY BPLIO|4 UO PBSEq 'Ouj ‘JoulaIn)
80inog

Adgvn 3va

AN AN

AV SI01

SHILVM Il SSV1D -

AVE VdWV.L d70

o

{
[

"3AY QYYMOH J

— 40} SNAWNT00 “on e

"

| ——

i

A

{ =

i m

Z
> m
u > a
: LHOdHIv m
, IVNOLLYNYILNI e
GAE "Hr ONDE H3HLNT NLYVYA J¥a VAL 2
S

moj4 abeuie.iq —
IIBM dlisawoqg *
uiseqg abeujeiqg:

aN3331

"3AY HONOYOESTHH




shellfish propagation or harvesting. This designation requires adherence to more
stringent water quality standards than the Class III designation. The Class 11
designation appli:s to portions of Old Tampa Bay between the Howard Frankland
Bridge (I-275) and the Courtney Campbell Causeway (S.R. 60). As previously stated,
these areas receive stormwater discharges from the Cypress Memorial and Lemon

Street drainage basins.

The Class III designation requires protection of water quality for public recreation
and the propagation and maintenance of fish and wildlife populations. This
designation applies to Old Tampa Bay north of S.R. 60 and south of 1-275 and,
therefore, applies to surface water discharges into these waters from the Cleveland

Street Basin.

Table 4.12 summarizes the surface water designations in the study area and identifies

the drainage basins that discharge to these waters.

TABLE 4.12

.~ WATER QUALITY DESIGNATIONS
Tampa Interstate Study - Phase II

Protection Surface , Drainage
Class Level Waters Basins
11 Shellfish propagation 0Old Tampa Bay Cypress Memorial and
and harvesting between 1-275 Lemon Street Basins
and S.R. 60
111 Public recreation, fish Old Tampa Bay Cleveland Street Basin
and wildlife north of S.R. 60
and south of
1-275

Source: Greiner, Inc. based on FAC, Chapter 17-302.
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The Hillsborough County Environmental Protection Commission continuously monitors
water quality in Old Tampa Bay. Their most recent report, entitled Surface Water
Quality 1988-1989, Hillsborough County, Florida,! indicates the water quality in Old
Tampa Bay near the project site is good and meets the standards established by the

Florida Department of Environmental Regulation.

The impacts of discharge on Old Tampa Bay have been determined as per the
guidelines contained in FHWA Publications, Constituents of Highway Runoff (1981),
Effects of Highway Runoff on Receiving Waters (1987), and Pollutant Loadings and
Imbacts from Highway Stormwater Runoff (1990). The appropriate stormwater
management practices contained in FHWA Publications, Management Practices for
Mitigation of Highway Stormwater Runoff Pollution (1985), and Retention, Detention,
and Overland Flow for Pollutant Removal from Highway Stormwater Runoff:
Interim Guidelines for Management Measures (1988) will be used to mitigate

stormwater runoff impacts.

Potential short-term surface water quality impacts anticipated from the p'roposcd
improvements are limited to the occurrence of soil erosion during project construction.
Erosion could temporarily increase turbidity in Old Tampa Bay. Impacts will be
minimized through the use of Best Management Practices for erosion control and

adherence to federal, state and local water quality standards.
Erosion control techniques may include, but are not limited to:

* Scheduling of construction activities to minimize exposed area and
duration of exposure,

*  Clearing only minimal distances ahead of grading,

*  Revegetating as soon as possible after construction,
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*  Use of hay bales and silt fences, -
* Covering of stockpiled fill material,
Use of energy dissipators at outfalls, and

*  Wetting of exposed areas during windy conditions.

Other potential surface water pollutants associated with highway stormwater runoff,
such as heavy metals, nutrients, suspended solids, oil and grease, could adversely
affect the long-term water quality in the area. These impacts will be minimized
through detention and treatment of stormwater runoff. Detention ponds are being
proposed as treatment. These ponds will incorporate landscapes, fountains, littoral
zones, structural designs and other features to provide both aesthetic and functional
systems. Other treatment methods may also be sclected during final project design,
based upon available right-of-way, treatment volumes, and maintenance and permit

requirements.

Section 401 water quality certification will be obtained from the Florida Department
of Environmental Regulation prior to project copstruction. T'his certification is
required under Section 401 of the 1977 Clean Water Act to ensure compliance with the
Clean Water Act and state water quality laws. The certification will be obtained
through the Section 404 dredge and fill permitting process described in Section 4.3.1 -

Wetlands.

A National Pollutant Discharge Elimination System (NPDES) permit will also be
obtained from the U.S. Environmental Protection Agcnéy (EPA) prior to project
construction. EPA established NPDES permit requirements for discharge of
stormwater runoff through revisions to the Clean Water Act promulgated in November

1990.
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The FDOT has coordinated with Southwest Florida Water Management District
(SWFWMD) stormwater personnel and provided them with a preliminary coordination
package dcscribing_ the conceptual design of the stormwater management system for
this project. As a result of that coordination, the FDOT is developing a stormwater
treatment system for the project in accordance with Chapter 17-25, FAC. The FDOT
will continue the coordination effort during subsequent project development stages to
ensure compliance with Chapter 17-25, FAC. Coordination does not relieve the FDOT
of the necessity to acquire permits under Chapter 17-25, FAC, nor does. the

preliminary review ensure a favorable permitting review.
Groundwater
The Preferred Alternative concept study area is underlain by the f ollowing soil types:

Arents,

Myakka Urban Land,
Tavares Urban Land, and
Urban Land.

" ERR

The soils are predominantly fine sands and fill materials, generally less than 25 feet
deep.30 Fine sands were deposited during the Holocene and Pleistocene Epochs during
interglacial periods, when water levels rose due to melting of the polar ice caps. The

unconsolidated sands are terraced and form parts of the Pamlico and Talbot Terraces.®
Groundwater is present under water table conditions in the surficial deposits. The

depth of this water table varies from 0 to 6 feet below grade in the study area.30 The

surficial aquifer is not used as a source of potable supply in the area.ll
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Surficial sands ovcflic interbedded Quaternary and Tertiary carbonate and clastic
deposits, which overlic Tertiary and Cretaceous carbonates. The interbedded
Quaternary and Tertiary carbonate and clastic deposits are generally less than 25 feet
thick in the study area and exhibit an eastward thickening trend. These laterally
discontinuous deposits are thin or absent from western portions of the study area.
They are comprised of sand, clay, marl, marine shell material, dolomite and limestone,
which formed through intermixing of riverine terrestrial dcposits with upper Tertiary
deposits during the early Miocene, Pliocene and Pleistocene Epochs. These

discontinuous deposits form a confining bed in eastern portions of the study area.6

Tertiary and Cretaccous carbonates lic beneath the confining bed. These marine
deposits, which are over 3,000 feet thick in the study area, begin less than 50 feet
below grade.2 They consist of solution-riddled and faulted limestone composed of
chemically precipitated limestones and dolomites containing marinc. shell material.
These carbonates form the Floridan Aquifer, which is the principal source of potable
groundwater supply in the area. The predominant flow direction in _thc aquifer is

southwestward.9

There are no aquifers in the study area that have been designated by the EPA as "a
sole or principal drinking water source" under Section 1424(e) of the Safe Drinking
Water Act, as amended.28 Table 4.13 outlines the hydrogeologic framework of the

study area.
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TABLE 4.13

STUDY AREA HYDROGEOLOGY
Tampa Interstate Study - Phase II

Major
General Lithologic Hydrogeologic
Svstem Series Lithology Unit Thickness Unit
Quaternary Holocene Surficial sand, Sand 0-25 ft. Surficial Aquifier
and ‘terrace sand
Pleistocene : _ :
Sand, clay, marl, Carbonate 0-25 ft. Conf ining bed
Tertiary Pliocene shell, dolomite and
and limestone clastic
Miocene
Oligocene Fossiliferous Carbonate 3,000 ft. Floridan aquifer
Eocene limestone, :
dolomite

Source:  Greiner, Inc., adopted from Florida Geological Survey.6

Dale Ma"bry Highway approximates the divide between zones of"discharge and
recharge in the study area. Portions of the study area west of Dale Mabry Highway
'contain Floridan Aquif; er limestone near the land su;f ace, but there is no infiltration,
because the groundwater is discharging from the limestone.8 Portions of the study
area cast of Dale Mabry Highway have a confining layer over the Floridan Aquifer.
Recharge to the aquifer in this area occurs at a very low to moderate rate of 2 to 10

inches per year.6

SWFWMD well construction permit records indicate that two domestic wells occur
within the proposed right-of-way. Their approximate locations are previously shown
on Exhibit 4.5. Shallow wells used for landscape irrigation and underground storage
tank monitoring may also occur in the study area. No public supply wells occur

within one-half mile of 1-275 in the study area.!l
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Potential short-term groundwater impacts associated with the proposed improvements
are limited to periodic dewatering of the surficial aquifer during the installation of
utilities and bridge piers, and the removal of the few wells located within the
proposed right-of-way. The surficial aquifer is not used for potable supply in the

study area, so the potable water supply will not be affected by the dewatering.

The two domestic wells which lie within the proposed right-of-way could be directly
impacted by project construction activities. Irrigation and monitor wells may also
occur within the proposed right-of-way. Well locations within the proposed right-of-
way will be surveyed prior to project construction. Wells located within the project
right-of-way will be purchased by FDOT. Wells will be abandoned in accordance with

SWFWMD rules for well abandonment.10

The only potential long-term groundwater impact that could be associated with the
proposed improvements is the projeqt’s contribution to the cumulative_'loss of Floridan
Aquifer recharge area. Some rechargc to the aquifer occurs in the stﬁdy area east of
Dale Mabry Highway; However, this impaét will be minor, because recharge to the
aquifer occurs at a low rate in this area and much of the affected area is already

covered with impervious surface.

4.45 , Floodplains

Floodplain impacts for the project were identified in the Location Hydraulic Report
(LHR),13 which was completed in accordance with the requirements set forth in

Executive Order 11988 "Floodplain Management" and FHPM 6-7-3(2), Paragraph 7.

The existing roadway traverses the Federal Emergency Management Agency (FEMA)
flood zones A, B and C within the project limits. A floodplain map, prepared for the
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project corridor from the FEMA Flood Insurance Rate Maps (FIRM) and Flood
Insurance Studies (FIS), is illustrated in Exhibits 4.6 through 4.13. This information
was taken from the City of Tampa FIRM Community Panel Numbers 120114 0021C,

and 120114 0022C, dated September 30, 1982.

The base floodplain within this area results from the storm surge associated with a
tropical storm or hurricane. The base floodplain (Zone A10) extends from the eastern
terminus of the Howard Frankland Bridge east to North Hesperides Strect.‘ The
segment of the interstate from Hesperides Street to Dale Mabry Highway is in FEMA
Zone C. Several areas are defined as FEMA Zone B and Zone C along the interstate
where it is elevated above the storm surge. Althdugh the project corridor parallels the
Lemon Street Canal, the proposed improvements will not cause longitudinal floodplain
encroachment to the canal. No floodways are designated within the project c.orridor.

This project should not affect flood heights or floodplain limits.

Floodplain impacts for fhc project are minimal because the existing roadway
alignment will be utilized. Due to the degree of existing development within the
project area, the proposed roadway improvements should not cause incompatible
floodplain development or reduce beneficial floodplain values. Modifications to the
roadway width and drainage structures should improve the use of the facility for

emergency services and excavation purposes.
4.4.6 17Z n n

The Office of Planning and Budget, Office of the Governor has determined that this
project is consistent with the Florida Coastal Zone Management Plan. See Appendix B

for correspondence from the Office of the Governor.
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4.5 CONSTRUCTION

Construction activities for each construction stage of the Preferred Alternative
concept will impact air, noise, water quality, traffic flow, and visual impacts for those
residents, businesses, and travelers within the immediate vicinity of the project. These

construction impacts are summarized below.

The air quality impact will be temporary and will primafily be in the form of
emissions from diesel powered construction equipment and dust from embankment and
haul road areas. Air pollution associated with the creation of airborne particles will
be effectively controlled through the use of watering or the application of calcium
chloride in accordance with FDOT’s ndar ifications for R nd Brid

Construction,3 as directed by the FDOT Project Manager.

Noise and vibration impacts will be from heavy equipment movement and construction
activities, such as pile driving and vibratory compaction of embankments. Noise

control measures will include those contained in FDOT Standard Specif icg;iohg for
Road and Bridge Construction.’

Water quality impacts resulting from erosion and sedimentation will be controlled in

accordance with FDOT’s Standard Specifications for Road and Bridge Constructiond

and through the use of Best Management Practices.

Maintenance of traffic and sequence of construction will be planned and scheduled so
as to minimize traffic delays throughout the projc.ct. These maintenance of traffic
plans may include undertaking construction activities during night time to reduce
congestion and shorten construction schedules. Signs will be used as appropriate to
provide notice of road closures and other pertinent information to the travelling
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public. The local news media will be notified in advance of road closings and other
construction-related activities which could excessively inconvenience the community
so that motorists, residents, and businesses can plan their day and travel routes in
advance. Access to all businesses and residences will be maintained to the extent
practical through controlled construction scheduling. Close coordination between the
Westshore Transportation Management Association and the FDOT will be undertaken
to develop a program for maintaining mobility in the Westshore Business District.
Development of travel demand management and transportation system management
techniques during construction will be considered and evaluated by the FDOT as part
of its design and construction activities. Traffic delays will be controlled to the
extent possible where many construction operations are in progress at the same time.
The contractor whenever practical will maintain two lanes of traffic in each direction
and comply with the Best Management Practices of FDOT. When lane closures are

required, they should be limited to nighttime hours.

For the residents and businesses along the project’s right-of -way, some of the materials
stored for the project may be displeasing visually; however, this will be a temporary

condition and should pose no substantial problem in the long-term.

Construction of the roadway may require excavation of unsuitable material (muck),
placement of embankments and use of materials such as limerock, asphaltic concrete
and portland cement concrete. Demucking is anticipated at most of the wetland sites
and would be controlled by Section 120 of the FDOT Standard Specifications for
Road and Bridge Construction.d Disposal would be on-site in detention areas or off-

site. The removal of debris will be in accordance with local and state standards. The
contractor is responsible for his methods of controlling pollution on haul ‘roads, in
borrow pits, other material pits, and areas used for disposal of waste materials from
the project. Temporary erosion control features as specified in the FDOT’s Standard
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Spoecifications for Road and Bridge Construction, Section 104, will consist of

temporary grassing, sodding, mulching, sandbagging, slope, drains, sediment checks,

artificial covering, and berms.
4.6 TRANSITION AREA

The project study arca comprises onc of several segments of the entire Master Plan
study area. Due to the magnitude of improvements required, various segments of the
Master Plan are planned to follow different conmstruction schedules. The following
text describes transitional roadway geometrics that will extend from the improved
facility (included within this project’s study limits), to cxisﬁng conditions at the
eastern project boundary. The geometric transitions assume that no roadway
improvements on 1-275 east of Dale Mabry Highway will take place prior to the

construction of this project.

The transitional geometrics were developed based on standard criteria for merging
and/or dropping freeway lanes as well as adding freeway lanes, without consideration

of providing acceptable level of service.

Beginning with the castbound express freeway lanes, three through lanes continue on
the future I-275 alignment from Dale Mabry Highway to the exit ramp at Armenia
Avenue, where they tie into the existing three eastbound lanes. The eastbound HOV
lane transitions into the express freeway lanes between Dale Mabry Highway and

Himes Avenue.

The eastbound lanes of the local access freeway taper from three to two lanes between

Dale Mabry Highway and Himes Avenue. This reduction in the local access f reeway
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lanes is accomplished by tying in the Dale Mabry Highway eastbound entrance ramp
with the mainline lane. The future alignment ties this ramp into the local access
freeway. East of Glcn Avenue, the Himes Avenue entrance ramp ties into the express
freeway east of Lincoln Avenue. The two-lane ramp connection carries an auxiliary
lane with the three express freeway lanes to Armenia Avenue, where a two-lane exit

ramp with Armenia Avenue eliminates the additional lane.

For westbound movements on 1-275, the transition area begins east of Armenia Avenue
where the existing three lanes widen to four lanes on the future alignment. West of
Armenia Avenue, the four westbound lanes transition to three express freeway lanes
and two local access freeway lanes. The three express freeway lanes continue
westbound to east of Dale Mabry Highway, where they join the Preferred Alternative
and where the westbound HOV lane begins. The two westbound lanes of the local
access freeway become a three-lane seétion. The additional Iane is from the temporary
connection of the Armenia Avenue entrance ramp in the vicinity of MacDill Avenue.
The three lanes continue westbound, providing a single-lane exit ramp for Himes
Avenue. These lanes continue westbound, | joining the Preferred Alternative in the
vicinity of Dale Mabry Highway. The transition of the local freeway lanes to the
future alignment is accomplished by providing access to Dale Mabry Highway with an
exit ramp originating from the express freeway. Future plans provide a two-lane exit

ramp from the local access freeway.

The existing land uses within the transition area consist of office/commercial and
light industrial, located both north and south of 1-275 between the Dale Mabry
Highway interchange and Himes Avenue. The remaining land uses, located both north
and south of I-275 from Himes Avenue to Armenia Avenue, are residential,

commercial, recreational and one religious facility.
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. Right-of-way impacts resulting from the transitional geometry consist of the Agape

Fellowship Church and one hazardous material site. The hazardous material site is

Drew Tile, which is shown and described previously in Section 4.4.3.

An air quality analysis has indicated that the amount of carbon monoxide (CO)
emitted by motor vehicles is inversely proportional to vehicle speed; that is, slower
moving or idling moter vehicles emit more CO than faster moving vehicles.
Furthermore, comparison of the no-build freeway operations analysis and the
transitional freeway operations analysis for the basic freeway segments indicates that
vehicle speeds will be lower for the No-Build Alternative than for the transition area
of the Preferred Alternative. As previously demonstrated in Section 4.4.1, the
predicted wbrst-case CO concentrations for the No-Build Aitcrnativc are well under
the NAAQS. Therefore, CO concentrations for the transition area are also anticipated
to be well under the NAAQS. No imbacts to the natural environment are anticipated

as a result of the transitional geometry.

- The noise impact analysis predicts that approximately 178 noise sensitive sites

adjacent to the transition area will approach or exceed the FHWA noise abatement
criteria. Approximately 97 impacted sites are located s;outh of 1-275, designated as
noise study area J, and 81 impacted sites are located in noise study area K, north of I-
275 (Noise Study Areas previously shown on Exhibit 4.3). Impacted land uses include
single-family residences, the MacFarlane Baptist Church, MacFarlane Park and the
Boys and Girls Club of Greater Tampa. No noise sensitive sites are anticipated to

experience a substantial noise increase of 10 dBA above existing levels.

In accordance with FHWA requirements, noise abatement measures were evaluated for

noise semsitive sites which approach or exceed the noise abatement criteria. As
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discussed in Section 4.4.2, Noise, noise barriers were identified as possible abatement

measures.

In order for a barrier to be considered reasonable and feasible, it must meet the

following FDOT conditions:

1. Provide a minimum insertion loss (noise reduction) of at least § to 10
dBA, and

2. Cost no more than $25,000 per benefited receptor.

The results of the barrier analysis, by noise study area, are summarized in Table 4.14,
The analysis indicates that economically reasonable noise barriers can abate noise

impacts in noise study areas J and K.

Although noise barriers are economically reasonable, other important factors such as
community desires, adjacent land uses, safety and constructibility play important roles
and require further consideration in determining the reasonableness and feasibility of

the barriers.

TABLE 4.14
NOISE BARRIER SUMMARY
Tamps Interstate Study
Transition Area
Noise Barrier Total Avmce Number of  Numberof  Cost per
Sensitive ID. Length Height Total Impacted Benefited Benefited
~Area®  Location Numbers  (fest)  [feet) = _Cost - Receptors  Receptors  Receptor
J From Himes Ave.
to Armenia Ave. 1,2,3 5,900 16.0 $1,416,000 97 78 $18,200
‘K From Himes Ave.
to Armenia Ave. 4,5,6,7 6,870 18.0 41,528,000 81 71 $21,500
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The noise impact analysis for the transition area indicates that increased noise levels
and associated noise impacts are an unavoidable consequence of the project. The areas
adjacent to the transition area are already heavily developed; however, local land use
ordinances involving zoning, building setbacks and building construction materials

should be used, when possible, to mitigate future noise impacts.
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5.0 COMMENTS AND COORDINATION

5.1 INTRODUCTION

A Public Involvement Program has been developed and is an integral part of the TIS -
Plan I and Phase II projects. This program was used to ensure that local residents,
organizations and elected officials concerned with the project and its potential
impacts were aware of the project and could participate in the review of the
Preferred Alternative. To ensure open communication and agency and public input,
the FDOT provided an early notification package to state and federal agencies as well
as interested parties defining the project. In addition, to expedite the project
development process, eliminate unnecessary work, and provide a substantial issue-
identification/problem-solving effprt, the FDOT has conducted an extensive
interagency coordination and consultation effort and public participation process.
This section of the document details the FDOT’s program to fully identif y, address

and resolve all project-related issues identified through the public involvement

program.

5.2 ADVANCE NOTIFICATION

The FDOT forwarded an Advance Notification (A-95) Package to federal, state and
local agencies having permitting, environmental or other interest in the TIS - Phase II.
The package documenting the existence and scope of the project was distributed on
December 6, 1990 and is included in Appendix A. The following agencies received the
Advance Notification Package. An asterisk indicates those agencies that responded to

the Advance Notification.



Federal Highway Administration
National Marine Fisheries - Area Supervisor
U.S. Department of the Interior - U.S. Geological Survey
U.S. Department of the Interior - Bureau of Land Management
U.S. Department of Housing and Urban Development
U.S. Environmental Protection Agency
U.S. Department of the Interior - U.S. Fish and Wildlife Service-Field
Office
National Marine Fisheries Office
U.S. Army Corps of Engineers
U.S. Department of the Interior - National Park Service
Federal Emergency Management Agency
National Oceanic and Atmospheric Administration
Federal Aviation Administration - District Office Department of
Energy
U.S. Department of Health and Human Services - Centers for Disease
Control -
Commander (oan) - Seventh Coast Guard District
Marine Fisheries Commission
*  Florida Department of Natural Resources - State Land Management
Tampa Bay Regional Planning Council
Southwest Florida Water Management District
Federal-Aid Program Coordinator
Chief Office of Environment
Florida Department of Environmental Regulation - District Office

5.3 " INTERAGENCY COORDINATION AND CONSULTATION

Interagency coordination and consultation has been accomplished through a series of
meetings over the course of the study to ensure that all appropriate parties are

apprised of the study status and provided an opportunity for input.
5.3.1 Utility Coordination

Utilities coordination has been accomplished through a series of letters requesting
information regarding the location of existing utilities and past estimates for utility
relocations associated with the Preferred Alternative. Representatives of the
following utilities were contacted: The Tampa Electric Company, General Telephone

Company, Peoples Gas System and Jones Intercable Company. The City of Tampa was
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also contacted for location and cost estimates of water and sewer utilities. The
information received from the utility companies is detailed in Section 4.1.6 of this

document.

5.3.2 Multi-M 1 rdinati

To coordinate the TIS and the RTS with the Long Range Transportation Plan for
Hillsborough County, a Multi-Modal Consensus Committee was created by the FDOT.

The following participants were involved in this committee:

Florida Department of Transportation,

Tampa Urban Area Metropolitan Planning Organization,
Hillsborough Area Regional Transit Authority,

Tampa Interstate Study consuitants, and

Rail Transit Study consultants.

* 4 % s

The Multi-Modal Consensus Committee met regularly to ensure the Tampa interstate
and rail transit study teams included the latest developments of each study in their
respective transportation plans. In this way,'compatibility in the transpoftation
program development of the two studies wés achieved. This committee also met
regularly with the Rail Transit Study Management Team (SMT) and the TIS consultant
to discuss coordination issues. In addition, the RTS consultant and the MPO are

members of the Agency Task Force (ATF) Committee of the TIS.

In summary, both study teams agreed upon the basic assumptions which underline
planning and engineering considerations for the development of traffic and transit
ridership forecasts for these two projects. As a result of this cooperation, compatible

and consistent data and results were utilized to develop the design features of the
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. into the 2010 Needs Plan.”

respective transportation facilities. A detailed discussion of the process used to reach
this consensus is contained in an MPO technical memorandum, "Multi-Modal Consensus

- Travel Demand Forecasting Coordination Effort.”

5.3.3 in i i i 1} nci

Coordination meetings were held with several public officials and agencies to update
and distribute information concerning the Preferred Alternative concept. The
meetings included a presentation of the Preferred Alternative concept as well as a
review and discussion of the Preferred Alternative. Below is a list of public agencies

that received a presentation:

Hillsborough County Board of County Commissioners
City of Tampa - City Council

MPO - Planning Commission

State Representative - Mr. James T. Hargrett, Jr.

. 8 0 s

A workshop was conducted with the MPO on October 17, 1988 to review the project
status and technical efforts accomplished by the study team. The MPO concurred
with the results of the study regarding the multi-modal consensus. A detailed
discussion of the process used to reach this consensus is included in an MPO technical
memorandum, 1ti-M

Effort. Further, a letter from the MPO stating their consensus is included in

Appendix B, as well as the MPO 2010 Long Range Transportation Plan,33 which states

that "HOV lanes are designated in the Tampa Interstate Study, which is incorporated
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Citizens Advisory Committee, Agency Task Force, Relocation Task Force and the
Cultural Resource Committee

The Citizens AdviSory Committee (CAC) was created to stimulate interaction between
study team members, corridor users, land owners, businesses and residents. Members
of the CAC include professors, state representatives, news reporters, utilities

administrators and realtors.

The Agency Task Force (ATF) was composed of local, state and federal agencies. The
ATF's participation fluctuated with a specific agency’s staff attending when an area
of specific concern was discussed. The representatives or agencies that composed the

ATF are provided below:

Hillsborough County Aviation Authority
Hillsborough County City/County Planning Commission
. Hillsborough County School Board
~ City of Tampa Housing & Community Development
Hillsborough County Housing and Community Development
Hillsborough County Board of County Commissioners
City of Tampa - Mayor’s Office
Habitat for Humanity (Main Listing Atlanta)
Westshore Alliance
Ybor City Chamber of Commerce
West Tampa Civic Group
FHWA
Historic Tampa/Hillsborough County Preservation Board
Tampa Downtown Partnership
Tampa Chamber of Commerce
Tampa Tribune
Tampa Interstate Study CAC Representative

State Senators State Representaﬁves
Helen Gordon Davis Elvin L. Martinez

John A. Grant, Jr. Jim Davis III

Malcolm E. Beard James T. "Jim" Hargrett, Jr.

Brian P. Rush



It is important to note that the Hillsborough County Aviation Authority (HCAA) was
an active participant in the identification of alternatives and development of the
Preferred Alternative concept of the TIS Master Plan and the Northwest Hillsborough
Expressway Master Plan (currently known as Veterans Expressway) that provides
access to Tampa International Airport (TIA). Representatives of HCAA and TIA
served on the TIS Agency Task Force and participated in numerous technical and
policy meetings during the 1987-1989 Master Plan activities, which established the
access plan for TIA as provided in the Veterans Expressway’s interchange with both

TIA and I-275. Refer to Appendix B for associated correspondence.

The Relocation Task Force (RTF) was developed during Phase II of the TIS and is
made up of local officials, community leaders, elected officials and area residents.
The goal of the RTF is to deal with specific issues as they relate to property
acquisition and relocation. Agencies and organizations which are represented on 'the

RTF are as f ollows:

City of Tampa - Mayor’s Office

Tampa Habitat for Humanity

Tampa Downtown Partnership

Hillsborough County City/County Planning Commission
Tampa Housing Authority

Historic Tampa/Hillsborough County Preservation Board
State Representative - Mr. James T. Hargrett, Jr.

City of Tampa Housing and Community Development
Architectural Review Board

Hilisborough County School Board

Ybor Square

Westshore Alliance

The Cultural Resource Committee (CRC) has been formed to coordinate federal, state
and local interests in historic and archaeologic resources affected by the interstate

program. As mentioned previously, no impacts to historic or archaeologic resources




o are anticipated in the project study limits. A list of the organizations and agencies is

presented below:

Florida Department of Transportation - District VII
Florida Department of Transportation - Central Office
Historic Tampa/Hillsborough County Preservation Board
Tampa Interstate Study Team Members

5.34 Alternatives Public Meeting

An alternatives public mecting was held regarding the Preferred Alternative concept.

The public meeting was held on April 30, 1991 at the Tampa Convention Center from
- 4:00 p.m. to 8:00 p.m. The meeting was an informal format where the attendees
viewed acrial photography, a video tape presentation and board exhibits of the
proposed improvements to 1-275. The attendees had the opportunity to contribute
written comments conccrniné the project or give verbal comments to court reporters
that were present. Approximately 230 people attended the meeting. Of the 230 people
attending the meeting, 7 people gave their comments to the court reporters, and 13

written comments were submitted. A summary of the alternatives public workshop is

detailed in Task A.l.e., Comments Summarv Working Paper.!8

Sraials

The FDOT will not make a final decision on the proposed action or any alternative
until a public hearing has been held on this project and all comments received have

been taken into consideration.
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' FLORIDA DEPARTMENT OF TRANSPORTATION

T BOB MARTIEZ BEN G. WATTS
- December 6, 1990
%‘é Director
Florida State Clearinghouse
Executive Office of the Governor
Office of Planning and Budgeting
The Capitol :
Tallahassee, Florida 32399-0001
Subject: Work Program Item Number: 7140004
State Project Number: 99007-1402
Federal-Aid Project Number:  IR-9999(43)
Tampa Interstate Study from the Howard Frankland Bridge/Kennedy
Boulevard Ramps to the I-275/Dale Mabry Highway Interchange on the
E east and just north of Cypress Street-on the North
1 Hillsborough County

Advance Notification Package Submittal ’

g The attached Advance Notification Package is forwarded to your office for processing
s through appropriate State agencies in accordance with Executive Order 85-150.
Distribution to local and Federal agencies is being made as noted.

Although more specific comments will be solicited during the permit coordination
process, we request that permitting and permit reviewing agencies review the attached
information and furnish us with whatever general comments they consider pertinent
at this time. '

This is a Federal-aid action and the Florida Department of Transportation, in
consultation with the Federal Highway Administration, will determine what degree of
environmental documentation will be necessary. The determination will be based upon
in-house environmental evaluations and comments received through coordination with
e other agencies. Please provide a consistency review for this project in accordance
- with the State’s Coastal Zone Management Program.

We are looking forward to receiving your comments on the project within 30 days.
Should additional review time be required, a written request for an extension of time
must be submitted to our office within the initial 30-day comment period.

Your comments should be addressed to:

Mr. David A. Twiddy, Jr. P.E.

District VII PD&E Administrator
Florida Department of Transportation
4950 West Kennedy Boulevard '
Suite 500

Tampa, Florida 33609

g
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Lcttcr/Dircctor-Advancc Notification
December 6, 1990
Page Two

With copy to:
Mr. J. C. Kraft, Chief
Office of Environment
Florida Department of Transportation
605 Suwannee Street, M.S. 37
Tallahassee, Florida 32399-0450

Your expeditious handling of this notice will be appreciated.

Sincerely,

David A. Twiddy, Jr. P.E.
District VII _
PD&E Administrator
DAT/hd

Attachment
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Lettcr/Dircctor-Advancc Notification
December 6, 1990

Page 3

Xc:

MAILING LIST

Federal Highway Administration

National Marine Fisheries-Area Supervisor

U.S. Department of the Interior-U.S Geological Survey

US. Department of the Interior-Bureau of Land Management

U.S. Department of Housing and Urban Development

U.S. Environmental Protection Agency

U.S. Department of the Interior-U.S. Fish and Wildlife

Service-Field Office

National Marine Fisheries Office

U.S. Army Corps of Engineers

U.S. Department of the Interior-National Park Service

Federal Emergency Management Agency

National Oceanic and Atmospheric Administration .
Federal Aviation Administration-District Office Department of Energy
U.S. Department of Health and Human Services-Centers for Disease Control
Commander (oan) - Seventh Coast Guard District :
Marine Fisheries Commission

Florida Department of Natural Resources-State Land Management
Tampa Bay Regional Planning Council -
Southwest Florida Water Management District

Federal-Aid Program Coordinator

Chief Office of Environment

Florida Department of Environmental Regulation-District Office



. Ua/e0 ADVANCE NOTIFICATION FACT SHEET

1. Need for Project: see attached text

2. Description of the Project:  See attached text

3. Envxronmentallnformanon. See attached text

a. Land Use: ¢, attached text

b. Wetlands: See attached text

¢. Floodplain: See attached text

d. Wildlife and Habitat: see attached text

e. Outstanding Florida Waters: see attached text

£ AquaticPreserves: see attached text

8 Coastal Zone Consistency Determination is Reqmred? xxYes _ No

h. Cultural Resources: See attached text

i. Coastal Barrier Resources: see attached text
jo Hazardous Materials:  see attached text

k. Other Comments: See attached text

4. Navigable Waterway Crossing? __ Yesxx No

5. List Permits Required:

See attached text

.




1.

Need for project: This project is consistent with, and a basic component of, the
Metropolitan Planning Organization (MPO) Long Range Transportation Plan.
Traffic congestion is a continuing and outstanding problem in the City of Tampa
and Tampa Bay Area. Recent national surveys have shown traffic to be the most
limiting factor to the quality of life of the Tampa Bay residents. Travel is
expected to increase nearly 70% in the next 20 years. Estimates of the year 2010
traffic demands are as high as 120,000 vehicles per day on I-275 east of the
Howard Frankland Bridge. This issue must be resolved and the proposed project
is the most practical methodology for addressing this issue. .

Description of the :project: The study limits are: 1-275 from the Kennedy .
Boulevard ramps to the Dale Mabry Highway interchange on the east and just
north of Cypress Street on the north. A map showing the study limits is attached.

The study will develop alternatives, and make recommendations as to the
preferred type and location of multi-lane improvements, potential high occupancy
vehicle facilities, transit facilities, traffic management techniques, and traffic
surveillance and control systems. This study will include consideration of
transportation needs, social impacts, economic factors, and environmental impacts.
A public involvement plan will be incorporated into the study to ensure that all :
interested citizens are fully informed of the study’s progress. The study is expect ;
to last 18 months. : :

Environmental Information

a. Land Use: The project area from the Kennedy Boulevard ramps eastward to
the Dale Mabry Highway interchange is highly urbanized with both
commercial and residential elements. Land use for the area from the I-275
Interchange to Cypress Street is urbanized commercial and industrial

development.

The proposed project is not expected to alter any of the existing land use
patterns described above.

b. Wetlands: There are limited wetlands involved in this project. The Fish
Creck area which is just morth of the projéct study limits is an estuarine
systcm dominated by mangrove and other salt-tolerant species. Little impact is
expected to occur to the limited amount of wetlands that currently exist.
Thorough field work by qualified bioligists will be necessary to determine the
exact acreages involved with this project.

c. Floodplain: 1-275 from Kennedy Boulevard ramps north to Cypress Street lies

within the Old Tampa Bay floodplain. There are several locations where the
project crosses or is tangent to the 100-year flood zone.

A-5



d.

VWildlife and Habitat: There arc a variety of vegetative communities located
within the study area. The potential for occurrence of endangered and
threatened species is based on habitats known to exist in these areas. Using

L) : 0 nGang g and B BnNge A A angd rlora
Florida, 1986, and ildli 1987, a
candidate list of federal endangered and threatened species which may exist in
the study arca has been compiled and is shown below.

SCIENTIFIC NAME -~ COMMON NAME STATUS
AMPHIBIANS AND REPTILES |
Alligator mississippiensis American alligator - Threatened
Drymarchon corais couperi Eastern indigo snake Threatened
BIRDS
Ammodramus savannarum floridanus = Florida grasshopper sparrow  Endangered
Haliacetus leucocephalus Bald cagle Endangered
Mvcteria americana Wood stork ‘
MAMMALS !
Trichechus manatus latirostris . West Indian manatee Endangered
PLANTS '
Chrysopsis floridana ' Florida golden aster " Endangered

A field investigation will be required to determine the exact species and
extent of their involvement within the project study area. There are, however,
no critical habitats within the project limits.

Outstanding Florida Waters: Outstanding Florida Waters, as defined by

. Section 403.061, Florida Statutes, are not found in the project study area.

f.

Aquatic Preserves: Aquatic preserves, as defined by Chapter 258, Florida
Statutes, are not found within the project study area. ‘

Coastal Zone Consistence: Yes, this project is subject to a Coastal Zone
Consistency Review as required by 15 CFR 930. The consistency
determination will be accomplished through the Florida Department of
Environmental Regulation permit review process.

Cultural Resources: An historical and archaeological site survey will be
performed. The study area will be field truthed for evidence of any historical
and archaeological resources. All existing known historic districts, sites and
locations will be identified and mapped.

-A-6
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i. Coastal Barrier Resources: No portion of the proposed project will involve
any coastal barrier resources jurisdictional to Governor's Executive Order 8§1-
105. .

J. Hazardous Materials: There arc no known hazardous waste generators in the
project arca. Based upon existing land use, most potential hazardous material
sites would consist of gasoline service stations and automotive repair and
service facilities. A hazardous materials evaluation will be conducted for this
project.

k. Other Comments: None.

Navigable Waterway Crossing? No, the proposed project will not require
modification/reconstruction of any structures spanning navigable and/or tidal
waters.

List Permits Required: Actions resulting f rom the proposed project may require
permits from the following agencies:

(1) Federal
U.S. Army Corps of Enginecers
U.S. Coast Guard

(2) State '
Florida Department of Environmental Regulation

3) Regional _
Southwest Florida Water Management District

(4) Local .
Tampa Port Authority
Hillsborough County
Pasco County
City of Tampa

A-7
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FLORIDA DEPAR | e _‘_'/‘
DIVISION OF HISTORICAI. RESOURCES
R.A. Gray Bullding
00 South Brunough
Tallehasece, Florida 32399-0250
Discetor's Office Telecopter Number (FAX)
(904) 455-1400 _ (900) 4882353
Mareh 5, 1992
Mr. C. Lero Irwin In Reply Reter To:
Environmant and Management: office Laura A. Kammercr
Department of Transportation Historic preservationist
Hayden Burné puilding, M6 #37 rvisgor
€05 Suwannee street (904') 487-.-2333
32399-0450 project File No. 920502

Tallahassec, Florida

e

RE: Cultural Rosource Assessaent Roviev Request
t Survey of the Tampa

A Cultural Resource Ascessmen

Interstale study'ACtivity a, Task I (EA) pProject Area
Between Old Tampa Bay Through the Dale Mabry Interchange,
! Hillsborough county, Florida. Pperformed by Piper

o Archaeclogical Research, Inc., Decenber 3990,

8SPN: 99007~1402; WPN: 7140004; FAPN: IR-9999(43)

o
Wik

| |
[ Dear Mr. Irwin:

In accordance with the provisions of the National Historic
pPreservation Act of 1966, as amended, which are implemented by
the proceduress contained in 36 C.F.R., part 500; as well as the
provisions contained in section 267.061, Florida Statutee, we
have reviewed the above referenced project for possible impact to
1isted, or eligible for 1isting, in the

st laces, ©r othervise of historical

historic properties
National Re ]
or architectural value.

o This office has reviewed the above referenced historic property

e assessment survey performed by piper Archaeological Recearch,
Inc., and find it to be complete and sufficient. We note that
two (2) known prehistoric archaeclogical sites (8HI323 and
81111077), four (4) previously unknown prehistoric archaeolagical
gites (BHI4044, 4045, 4049 and 4050), and thraee (3) standing .

nistoric structures were investigated and evaluated.

pased on our review of the methoduvlogy employed during the survey

and the data collected, we cencur with the conclusion of Piper
Archaeological Resear _that no historic properties listed, or
r istoric

aligible for 1listing, in the N tio
ces, or otherwise of nistorical or architectural wvalue were

Archaeological Reseasch Flosida Folldife Pragrams Historic Preservation Musertm .of Flozlda History
(004) 487.2299. (90¢) 397-2192 (004) 487-2333 (904) 468-16n4

v
&
@

g
i
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Mr. €. Leroy Irwin
March 5, 1892
Page 2

encountered during the survey. This office, therefore, concurs
that this project will have no effect on any such historic
properties, and that the project may proceed.

If you have any questions concerning our comments, please do not
hesitate to contact Laura Kammerer. Your interest in protecting
Florida‘'s historic properties is appreciated.

Sincersly,

ivisdon of Historical Resocurces
and
State Historic Preservation Officer

GWP/K1k
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STATE OF FLOGRIDA

®ffice of the Governor
TALLAASSRR Lo 9550 E}EE"VED

March 4, 1991 MARL S 187

GREINER, INC:
- TAMPA

Mr. David A. Twiddy, Jr., P.E.
District VII PDSE Administrator
Department of Transportation
4950 West Kennedy Boulevard
Suite 500

Tampa, Florida 33609

RE: State Project 99007-1402 - Work Program Item 7140004 -
Advance Notification of Tampa Interstate Study - From the
Howard Frankland Bridge/Kennedy Boulevard Ramps to the
I-275/Dale Mabry Highway Interchange on the East and just
North of Cypress Street on the North in Hillsborough County,

Florida

SAI: FL9012260779C
Dear Mr. Twiddy:

The Florida State Clearinghouse, pursuant to Presidential
Executive Order 12372, Gubernatorial Executive Order 83-150,
section 216.212, Florida Statutes, the Coastal Zone Management
Act Reauthorization Amendments of 1990 and the National
Environmental Policy Act, has coordinated a review of the above

referenced project.

Pursuant to Presidential Executive Order 12372, the project will
be in accord with State plans, programs, procedures and
objectives; and approved for submission to the federal funding
agency when consideration is given to the enclosed agency

comments.

The Department of Environmental Regulation (DER) indicates that
permits will be required prior to start of construction. Sound
development practices should be maintained during all phases of
construction and early coordination with DER's district office in
the project area may help to eliminate problems in the permitting

process.

The Department of State (DOS) notes that a cultural resource
survey will be conducted to identify significant archaeological
and/or historic sites. The proposed project will have no effect
on this site, if the Department of Transportation avoids or
mitigates the impact on sites identified in the survey.

i
1
e
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Mr. David A. Twiddy, Jr. | ;
Page Two

Based on the comments from our reviewing agencies, funding for
the proposed action is consistent with the Florida Coastal
Management Program (FCMP) advanced notification stage.
Subsequent environmental documents will be reviewed to determine
continued consistency with the FCMP as provided for in 15 CFR
930.95. These documents should provide thorough information
regarding the location and extent of wetlands dredging and
£illing, borrow sources, dredging or filling associated with
bridge construction and stormwater management. Continued
concurrence with this project will be based, in part, on adequate
resolution of issues identified during earlier reviews. Any
environmental assessments prepared for this project should be
submitted to the Florida State Clearinghouse for interagency

review.

Pursuant to section 215.195, Florida Statutes, State agencies are
required, upon federal grant approval, to deposit the amount of
reimbursement of allocable statewide overhead into the State-
Federal Relations Trust Fund. The deposits should be placed in
SAMAS account code 31 20 269001 31100000 00 0015 60 00. If you
have any questions regarding this matter, please contact your OPB
budget analyst or Jean Whitten at (904)487-2814. -

Please enter the State Application Identifier (SAI) Number, shown
above, in box 3a of Standard Form 424 and append a copy of this
letter and any enclosures to your application. These actions

will assure the federal agency of your compliance with Florida's
review requirements, help ensure notification of federal agency
action under the Federal Assistance Award Data System (FAADS) and -
reduce the chance of unnecessary delays in processing your
application by the federal agency. .

Sincerely,

Est &.qlwﬁtfé% t Difeétor

State Clearinghouse

EDW/rt

Enclosure(s)

cc: Department of Ehvironmental Regulationf

Department of State o
J. C. Kraft - Department of Transportation

B-3




_zﬂ Flurida Department of Environmental Regulation
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e TE FIL

' g Sourhwest Districet ® 4520 Cak Fair Boulevard ® Tampa. Florida 33610-"347

Lawton Chlies. Governor

February 22, 1991

Director A FERB o oS
State Clearinghouse ‘ e 26 1991
Office of Planning and Budgeting .
Executive Office of the Governor STATE CLeap
The Capitol

Tallahassee, FL 32399-0001

RE: SAI #FL9012260779C
Howard Franklin Bridge/Kennedy Blvd. Ramps

Dear Sir:

Review of this advanced notification indicates that certain
activities associated with this project potentially impact
estuarine intertidal wetlands associated with Fish Creek and open
waters of Tampa Bay. Wetland resource permits will be required
for any structures, £illing or dredging within these waters.
Permitting considerations will involve a review of methods of
construction, the ability of DOT to minimize encroachment and any
methods necessary to offset any adverse impacts. Wildlife
habitat, water quality. threats to endangered or threatened

. species or their habitats and the marine productivity of the area

will enter into the permit application review.

Should you have any additional guestions, please contact
George Craciun of my staff at (813)623-5561 Ext. 332.

Sincerely,

(Bof Sl

Bob Stetler
Environmental Administrator
Water Management

BS/msb

B-4
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WILLIAM G. BOSTICK, JR. DON WRIGHT THOMAS L. HIRES, SR.  MRS. GILBERT W. HUMPHREY JOE MARLIN HILLIARD

Winter Haven Oriando Lake Wales Miccosukee Clewiston
SOUTH REGION
ROBERT M. BRANTLY. Executive Director 3900 Drane Field Road
ALLAN L. EGBERT, Ph.D., Assistamt Executive Director Lakeland, Florida 33811
(813) 644-9269

11 February 1991 | @E@EHWE@

Ms. Susan L. Thomas, Environmental Planner FEB13 1997
Greiner, Inc. : = il
P.O. Box 31646 (33631-3416)

7650 West Courtney Campbell Causeway GREINER, INC:
Tampa, FL 33607-1462 TJTAMPA

Dear Ms. Thomas:

This letter is in response to your inquiry concerning bald eagle nests in the
vicinity of the Tampa Interstate Study. We recommend surveys be conducted in
construction areas where eagles are suspected to ensure no nests are .

disturbed. The following information details possible conflicts with the
study according to known nest sites. ' g

The first section of construction, as it appears on your map, is from Old
Tampa Bay east along I-275 to Dale Mabry Highway, Task A.1 EA. The Commission
has no record of any eaglg nests in this area. _

The second section of construction is from Dale Mabry Highway east, then north
along I-275 to 1/2 mile north of Dr. M.L. King, Jr. Boulevard; and east along }
I-4 to 1/2 mile east of 50th street; and south along 2nd street to McKay Bay,
then east for one mile, Task A.2 EIS. The map is insufficient to determine if
the construction would be within the critical area for an existing nest.

There is a nest located in Section 10, range 19E, township 29S. The nest
should be located on a more detailed map to determine how close the proposed
construction will be to the nest.

I have enclosed of copy of the document "Management Guidelines for the Bald
Eagle in the Southeast Region". The document was jointly developed by the
U.S. Fish and Wildlife Service and the Florida Game and Fresh Water Fish
Commission to assist the public in complying with various state and federal
laws protection bald eagle nests. Should the proposed construction encroach
on critical area, this is the document the Commission will use to evaluate and

resolve the issue.

If the proposed construction will come within one mile of the nest, we request
that documentation be submitted detailing the construction in reference to the
nest, construction plans and any data pertinent to the project. We will then
try to assist you in planning vour construction to eliminate detrimental |
effects on the birds. 3

B-5
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Ms. Susan L. Thomas
11 February 1991
Page two -

Thank you for your interest and concern for Florida’s threatened and
endangered species. Please feel free to contact me if I can be of further
assistance. .

Respectfully,

7.

& Cathri’J. Smith
o Biological Scientist Supervisor

cc: Don Wood
S. Martin
P. Schultz

ESC 1-1

B-6



FLORIDA NATURAL AREAS INVENTORY

1018 Thomasville Road, Suite 200-C e Tallahassee, Florida 32303 e (904) 224-8207

@E@EUWE@ January 16, 1991

Ms.. Susan L. Thomas

P.O. Box 31646
Tampa, F1 33631-3416  GREINER, INC.
TAMPA

Dear Ms. Thomas:

This letter is in reference to gour request for information from the Florida Natural Areas
Inventory. Your data request specified an area in Hill County where the widening of Interstate

275 is proposed.

We currently do not have any Element Occurrence Records recorded on the site,
however, we do have a record of Sterna antillarum, least tern (FNAI G4/S3; State-Threatened)
within 3/4 mile of the site. Due to the similarity of habitat between the Site where the least
tern(s) nest and Howard Franklin Bridge causeway this area should be surveyed for the presence
of nesting (during nesting season) terns prior to any construction activities at this site.

I hope this information is of use to you. Please call if you have any questions or if 1
can be of further assistance to you. ‘ :

The quantity and quality of data collected by the Florida Natural Areas Inventory are dependent
on the research and observations of many individuals and organizations. In most cases, this
information is not the result of comprehensive or site-specific field surveys; many natural areas
in Florida have never been thoroughly surveyed. Records for new occurrences of plants and
animals are continuously being added to the database and older occurrence records may change

as new information is gathered.

For these reasons, the FNAI cannot provide a definitive statement on the presence,
absence, or condition of biological elements in any part of Florida. Florida Natural Areas
Inventory reports summarize the existing information known to FNAI at the time of the request
regarding the biological elements or locations in question. They should never be regarded

as final statements on the elements or areas being considered, nor should they be

substituted for on-site surveys required for environmental assessments,
Information provided by this data base may not be published without prior written notification

to the Florida Natural Areas Inventory and FNAI must be credited as an information source in
these publications. FNAI data may not be resold for profit.

Sincerely,

M%,OCLS%L

Rodney O. Cassidy
Environmental Reviewer

The Nature Conservancy and the FloRda Department of Natural Resources




FLORIDA DEPARTMENT OF STATE JA 14 199
~ Jim Smith
Secretary of State e SUBE
DIVISION OF HISTORICAL RESOURCES STATE CLERFINGHY
R.A. Gray Building
* 500 South Bronough
~ Tallahassee, Fiorida 32399-0250
Director’s Office Telecopier Number (FAX)
_ (904) 488-1480 {904) 488-3353
January 9, 1991
Karen K. MacFarland In Reply Refer To:
State Planning and Development Susan M. Herring
Clearinghouse Historic Sites Specialist
Office of Planning and Budgetlng (904) 487-2333
The Capitol Project File No. 910005

Tallahassee, Florida 32399-0001

RE: Cultural Resource Assessment Request
SAI #FL9012260779C, Florida Department of Transportatlon
Work Program Item Number: 7140004
State Project Number: 99007-1402 -
Federal Aid Project Number: IR-9999(43)
Advance Notification Tampa Interstate Study from the Howard .
Frankland Bridge/Kennedy Blvd. Ramps to the I-275/Dale Mabry
Highway Interchange on the East and North of cYpress Street
on the North, Hlllsborough County, Florida

]

Dear Ms. MacFarland:

In accordance with the procedures contained in 36 C.F.R., Part

o 800 ("Protection of Historic Properties"), we have reviewed the

- above referenced project(s) for possible impact to archaeological
and historical sites or properties listed, or eligible for
listing, in the National Reagister of Historic Places. The

) authority for this procedure is the National Historic

bk . Preservation Act of 1966 (Public Law 89-665), as amended.

We note that this project will have a cultural resources survey
conducted. Therefore, conditioned upon the Florida Department of
Transportation undertaking a cultural resource survey, and -
appropriately avoiding or mitigating project impacts to any
identified significant archaeological or historic sites, the
proposed project will have no effect on any sites llsted or
eligible for listing, in the National Register of Historic
Places, or otherwise of national, state, regional, or local
significance, and will be consistent with the historic -
preservation aspects of Florida’s coastal zone program. We look
forward to reviewing the resulting survey report.

‘ B-8
f Archaeclogical Rescarch Florida Folklife Programs Historic Preservation Museum of Florida History
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Ms. MacFarland
- January 9, 1991
Page 2

If you have any questions concerning our comments, please do not
hesitate to contact us. Your interest in protecting Florida’s
archaeological and historic resources is appreciated.

Sincerely,

2 D e

George W. Percy, Director
Division of Historical Resources
_ and ]
e e . - State Historic Preservation Officer-

GWP/smh
cc: C. Leroy Irwin
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4 . G. BOSTICK,JR. DON WxIGHT  THOMAS L. HIRES, SR. MRS GILBERT W. HUMPHREY  JOE MARLIN BILLIARD

i FARRIS BRYANT BUILDING
ROBERT M. BRANTLY, Emcutive Directer 620 South Mendian Street -
ALLAN L. EGBERT, Pa.D., Assiseam Esscutive Director Tallahassee. Florida 32399-1600
(904) 488-1960

December 13, 1990

C. Lynn Miller

Tampa Interstate S

P. 0. Box 31646 :

7650 West Courtney Campbell Causeway
Tampa, Florida 33607-1462

Re: Tampa Interstate Study,

Hillsborough and Pasco
Counties

Dear Ms. Miller:

e

Thank you for your letter of October 29, 1990, concerning the Tampa
oo Interstate Study.

Our records indicate that the Florida Game and Fresh Water Fish
Commission was not notified by the Agency Coordination letter of August 15,
" 1990, and did not attend the Augus

t 30, 1990, Tampa Interst:at:e_ Study (TIS)
. Agency Coordination Meeting.

The Florida Game and Fresh Water Fish Commission is not a regulatory
~ é agency in the same sense as Florida Department of Environmental Regulation,
Florida Department of Natural Resources, Florida Department of Transportation,
or Southwest Florida Water Management District. The Commission does not issue

- long-term commitments or long-term regulatory approval for those activities
E regulated by Chapter 39, Florida Adninistrative Code. :

By its nature, the protection of the fish and wildlife resources of the
: ?L State is a site-specific and time-specific process. Given the dynamic nature
’ of fish and wildlife populations, the Commission cammot grant authorization
which might not reflect site conditions at the time of construction.

Sincerely,
BE@EHWE@ radley J. ﬁ%ﬁﬁ
. : Office of ronmental Services
BIH/JVB, s : ‘DE_C 24 1990 ) )

ENV 2-1-1/5

GREINER, INC,
TAMPA
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Executive Director
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spotitan Planmng Organization
201 E. Kennedy, Suite 600
Tampa. Flonida 33602
813/272-5940

FAX NO: 813/272-6258

MEMORANDUM NOV L i
DATE:  November 9, 1990 | GR%’A“A%?AINC,
TO: MPO Board Members /\

FROM: Thomas L. Thomson, Executive Director | UVV\

RE: Coordination Between the Tampa Interstate étudy and

Rail Transit Study

During the November 6 MPO meeting, the board had considerable
discussion regardini‘the relationship of the Rail Transit and
interstate corridor. In particular, the board members were
concerned whether adequate coordination occurred during the
planning process.

Attached for your information are sections of the Hillsborough
County Mass Transit Corridor Alternatives Analysis Study and the
Tampa Interstate Stuc? which document the coordination efforts
of the study teams and the results of those efforts. :

Attachment A, which is Page 10 of the Executive Summary from
the Rail Transit Study concisely describes how the rail system and
interstate were planned to compliment one another and describes
how the 54 foot ch'igh Occupanecgt Vehicle (HOV) lanes for buses
and carpools could be converted to a future rail corridor if
necessary. : '

Attachment B, which is Section VI from the Tampa Interstate
Study report which is a slightly more technical description of the
multi-modal coordination effort that was undertaken by the study
teams. Exhibit VI-2 shows how the 54 foot wide corridor could, if
desired and necessary, be converted to a rail corridor.

A workshop was conducted with the MPO on October 17, 1988 to
review the results of the technical team efforts. The MPO
concurred with the technical team's study results concerning the
multi-modal consensus.

I hope this information helps answer some of the questions that
were raised during the meeting. Please call me if you would like
to discuss this further.

/1f

B-11
Cooperative Comprehensive Mult-Modal Transportation Planning for
the Local Governments and Transportation Agencies in Hilisborough County, Florida
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y [ATTACHMENT B]

The primary purpose of the Multi-Modal Consensus Committee was to coordinate the technical consis-
tency between the two studics and the Long Range Transportation Plan. The focus of this technical consis-
tency was the travel demand estimates for each mode that reflected a balanced transportation system. Several
meetings were held to discuss input data and model parameters used by each consultant in their travel demand
forecasting procedures. Comparative analyses of travel demand forecasts generated by the different forecast-
ing procedures were performed. The basic bus and rail transit information used by the TIS consultant to
e simulate the Tier 2 and Tier 3 aliernatives, including rail transit, was provided by the RTS consultant. This '
@ information included the basic transit route files for local bus, express bus and rail transit for peak and off-
peak periods, mode of transit access files, and model parameters for transit path-finding and mode choice
programs. The TIS consultant refined the basic highway network and socio-economic data prepared by the
Tampa MPO staff. They updated the basic mode specific constants to reflect an improved public perception
and usage of the current wransit system. Both consultants worked together to refine the results of the Direct
Utility Assessment (DUA) Survey to incorporate it into the validated travel demand model for Hillsborough
County. The committee reached agreement on the highway and transit networks and modal split procedures
that produced consistent travel demand results on the highway and rail transit systems. All the travel demand
data used for the multi-modal coordination were presented to the MPO during a special workshop on October
17, 1988.

: In summary, both study teams agreed upon the basic assumptions which underline planning and engi-
neering considerations for the development of traffic and transit ridership forecasts for these two projects. As
a result of this cooperation, compatible and consistent data and results were utilized to develop the design
features of the respective transportation facilities. A detailed discussion of the process used to reach this
'“) mummmmmwwumm

HOV/Bus Transit Plan

HOV and cenain transit facilities were developed as part of the Master Plan for the reconstruction of
the interstate system. The HOV/Bus facilities included concurrent flow and exclusive HOV lanes, HOV
transitways, priority access ramps, and park-n-ride lots for buses and carpools. The HOV system extends from
ﬂleHowatdanklandBﬁdgewmevicinhyofﬂwIivingsthmmovapassmI-275andfmm the west
of I-75 to I-275 on I-4, as illustrated on Exhibit VI-1. The impacts of the HOV system were considered in
the redesign of the interstate system. The final plan for the HOV system included in the Master Plan is -
presented below.

In general, concurrent ﬂowHOthwadjwmtwmeinmmhnesumwwiexceptmme
vicinity of the Tampa CBD. In the CBD area, from North Boulevard to south of Floribraska Avenue on I-
275 and west of 14th Street on 14, an exclusive HOV transitway is proposed to minimize weaving sections,
to maintain operations at L :vel of Service C or better, and to allow the interstate profile and HOV profile
to scparate through the I-275/1-4 interchange. The concurrent flow concept was selected as the general HOV

- CToss-section in order to minimize right-of-way requirements and maintain two-way transit operations. The
34-foot area provides for extra-wide inside shoulders, a buffer area, and HOV lanes. It is also wide enough
to accommodate the conversion of the HOV lanes to rail transit, if desired at a future time, as illustrated on

| Exhibit VI-2. '

A Flonda Depanmerﬁﬂzfransponanon Proﬁ:cs
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United -tates Department of the __ terior
FISH AND WILDLIFE SERVICE

P.0. BOX 2676
VERO BEACH, FLORIDA 32961-2676

October 12, 1990 @E@E”WE@

Ms. Susan L. Thomas

Environmental Planner 0cT ;1 7 1990
;ham%a I.nters'trate Study e RHNER

e Greiner Team
P.0.Box 31646 TAMPA’NC-’

7650 West Courtney Campbell Causeway
Tampa, Florida 33607-1462

Dear Ms. Thomas: ;
Reference is made to your September 28, 1990 request to prepare an Environmental
Impact Statement for various segments of the Tampa Interstate Study. Specifically, you
requested information on threatened and endangered species that occur within the project
il boundaries. The project number for this proposal is IR-99999(43) while the State Project
o Number is 99007-1402. These comments are submitted in accordance with the provisions
- of the Fish and Wildlife Coordination Act (48 Stat. 401, as amended; 16 U.S.C. 661 et
o seq.), and the Endangered Species Act of 1973 as amended.

N Because of the surrounding urban land present along the highway corridor, no threatened
| or endangered flora or fauna would be expected to occur at the main project site. The
endangered wood stork may be expected to use wetland areas associated with McKay Bay
and Old Tampa Bay for foraging.

We appreciate the opportunity to comment on this proposal.

~Sincerel urs,

I

% g i

164on
/ Acting Field Supervisor
FWS, Jacksonville, FL !/

74
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FLORIDA NATURAL AREAS INVENTORY

1018 Thomasville Road, Suite 200-C e Tallahassee, Florida 32303 e (904) 224-8207

October 3, 1990

Ms. Susan Thomas

Grenier Inc.

P.O. Box 31646

Tampa, Florida 33631-3416

Dear Ms. Thomas:

This letter is in reference to your request for information from the Florida Natural
Areas Inventory. Your data request specified a tract of land in Hill County associated with
the Tampa Interstate Study.

A search of our maps and computerized data base im}icates that currently, we have
the following "Element Occurrence Records” located on the-site:

n : adjowm Mf) hab dat i
Sterna antillarum, Least tern, (FNAI G4/83; State-Threatened).
Special Plants:

None currently mapped on the site or in the immediate vicinity.

The quantity and quality of data collected by the Florida Natural Areas Inventory
(FNAI) are dependent on the research and observations of many individuals and organizations.
In most cases, this information is not the result of comprehensive or site-specific field surveys;
many natural areas in Florida have never been thoroughly surveyed, and new species of plants
and animals are still being discovered. For these reasons, the FNAI cannot provide a definitive
Statement on the presence, absence, or condition of biological elements in any part of Florida.
Florida Natural Areas Inventory reports summarize the existing information known to FNAI
at the time of the request regarding the biological elements or locations in question. They
should never be regarded as final statements on the elements or areas being considered, nor
should they be substituted for on-site surveys required for environmental assessments.

Information provided by this data base may not be published without prior written
notification to the Florida Natural Areas Inventory and FNAI must be credited as an
information source in these publications. FNAI data may not be resold for profit.

I hope this information is of use to you. Please call if you have any questions or if I
can be of further assistance to you.

Sincerely,

o
wh
b
L
o) (:-.._:Q ~
)

Rodney O. Cassidy
Environmental Reviewer

encls.
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1 HOWARD NEEDLES TAMMEN & BERGENDOFF

- January 17, 1989 [//O/ Cljod £ X/ 4l //”/L

crzsf &*
Mr. James G. Kennedy, P.E.

Deputy Assistant Secretary D TRE
FDOT - Tampa Bay Urban Office - District 7 -h g

4950 West Kennedy Boulevard
JAN 1 1989

Suite 500
Tampa, Florida 33609
GREINER, 2, TAMPA, FL
(TAMPA INER- . ATE STUDY)

Attention: John F. Tgmple

Re: Northwest Hillsborough Expressway
Section 1A
State Project Nos. 10270-1518 & 10140-1543
W.P.I. Nos. 7113816 & 8113817
: I-275 to Spruce Street Interchange
T and
o Section 2
State Project Nos. 10140-1544 & 10230-1508
W.P.I. No. 7113818 & 7113819
Spruce Street to Hillsborough Avenue

Dear Mr. Kennedy:

As a result of the meetings on November 29, 1988 and December 5, 1988, the
following direction has been given to Greiner, Inc. and Post, Buckley,
~ Schuh & Jernigan to complete their respective conceptual designs.

1. Barr, Dunlop and Associates, as traffic subconsultant for Post,
o Buckley, Schuh & Jernigan, was directed to provide a percentage
o breakdown of traffic from the Northwest Hillsborough Expressway,
o Hillsborough Avenue, ‘Memorial Highway and Independence Parkway to a
., point north of the Courtney Campbell Causeway. This traffic data was
?% forwarded to Greiner, Inc. to be entered into the TIS traffic model on
ot December 16, 1988.

Greiner, Inc. furnished the final "Tier 3" TIS traffic for the proposed
alignment south of Independence Parkway on January 10, 1989 (traffic
data attached). Traffic projections for the Northwest Hillsborough
Expressway at a point south of Independence Parkway were transmitted to

Engineers Planners 4100 West Kennedy Boulevard, Sutte 301, Tompa, Florids m. 813 873-0651 James O. ﬂﬁuh P.E., Associate

Pariners Gerard F. Fox PE, Charles T. Hennigan PE, Daniel J. Watkins PE, Daniel J. Spigei PE, John L. Cotion PE, Francis X. Hall PE, Robert S. Coma PE,
Donaid A. Dupies PE, William Love FAIA, Roben D. Miter PE, James L. Tuttle, Jr. PE, Hugh E. Schall PE, Cary C. Goodman AlA, Gordon H. Slaney, Jr. PE,
Harvey K. Hammond, Jr. PE, Siephen G. Goddard PE, John W. Wight, Jr. PE
Assocletes Dor R. Ornt PE, Kendall T. Lincoln CPA, Roberts W. Smithem PE. Richard D. Beckman PE, Harry D, Bertossa PE. Ralph E. Robison PE,
Cecil P. Counts PE. Staniey |. Mast PE, Robent W. Anzia PE, Waller Sharko PE, James O. Russell PE, Ross L. Jensen AlA, Frank T.Lamm PE, Ronald W. Aarons AIA,
HJerome Butler PE, Blaise M. Carriere PE, Michael P. ingardia PE, Bernard L. Prince PE, Staphen 8. Quinn PE, Saul A. Jacobs PE, Ewing H. Miller FAIA,
Dougias C. Myhre PE, Carl J. Mellea PE, Daniel F. Becker PE, Richard L. Farnan AIA, Donald P. Keuth PE, Douglas E. Prescotl PE,
g Rongig L Hanje PE, Robent W. Luscombe PE, Thomas L. Williams AIA, Dennis €. Conkiin PE, John E. Kupke PE, Rodney P. Pelio PE, Steven M. Reiss AIA
§ Lo Offices Alexandria, VA, Allanta, GA, Austin, TX, Baton Rouge. LA, Boston, MA, Charleston, WV, Chicago, IL, Cleveland, OH, Dailas, TX, Denver, CO, Faidiel, NJ,
iiod Hartlorg, CT, Houston, TX, indianapolis, IN, bivine, CA, Kensas City, MO, Laxingion, KY, Lexinglon, MA, Los Angeles, CA, Mismi, FL. Milwsukes, WI,
Minneapolis. MN, Nashua, NH, New York, NY, Orlando, FL, Overiend PariBKq $hiladeiphia, PA, Phoenix, AZ, Raleigh, NC, Seattie, WA, Tampa, FL. Tulsa, OK,
Wimington, DE




James G. Kennedy, P.E.
Sections 1A and 2
January 17, 1989

Page Two

Barr, Dunlop and Associates to enter into their "window" traffic model,
covering the proposed Northwest Hillsborough Expressway from mnorth of
Courtney Campbell Causeway thru Hillsborough Avenue. Once Barr, Dunlop
and Associates runs their model, they will finalize their report of
traffic for Post, Buckley, Schuh & Jernigan to be presented to the
Expressway Authority. A draft of their report is anticipated on or
before January 20, 1989. '

It should be noted that the Greiner, Inc. traffic model has been
approved by FHWA and FDOT. However, the model has not been updated in
the Town ’'N’ Country area. Through the Expressway Authority contract
with Post, Buckley, Schuh & Jernigan traffic consultants, Barr, Dunlop
and Associates was tasked with the assignment of addressing the traffic
of the area surrounding the Northwest Hillsborough Expressway from
south of Courtney Campbell Causeway to north of Hillsborough Avenue.

2. There will be no tolls at the entrance or exit of the outer Expressway
from Memorial Highway. This toll scheme was presented to the press and
Town 'N’ Country Impact Committee on December 12, 1988 and to the
public during an ‘open’ Expressway Authority Meeting on December 14,
1988. : :

3. Two (2) lane frontage roads will be provided on the east and west sides
of the Northwest Hillsborough Expressway from south of Memorial Highway
to Hillsborough Avenue to provide free travel to/from the north (like
the existing four lane divided Eisenhower Boulevard).

4. A minimal amount of Right-of-Way will be taken on the east and west
sides of the Northwest Hillsborough Expressway, from Cypress Street to
Hillsborough Avenue and north and south sides of Courtney Campbell
Causeway, without affecting the integrity or safety of the roadway
facilities. These minimal encroachment areas include but are not
limited to the Tampa International Airport, commercial properties south
of Hillsborough Avenue, parks and recreation areas, environmentally
sensitive areas, commercial properties along the north side of the
Courtney Campbell Causeway and Bay Pointe development along the south
side. Bridge and barrier walls will be wused as needed, to avoid
Right-of-Way takings.

5. Alternative I, with a few modifications, is to be developed into a 1" =
100’ scale masterplan by Post, Buckley, Schuh & Jernigan and their
subconsultant Jack E. Leisch and Associates. The modifications include
but are not limited to, a) no ramps between inside and outside roadways
south of Independence Parkway, b) the express lanes in the middle
should be designed to accommodate three lanes each instead of two
lanes, south of Courtney Campbell Causeway and, c¢) any relevant
comments from the HNTB review (comments attached).

B-19




James G. Kennedy, P.E.
Sections 1A and 2
January 17, 1989

Page Three

6.

The design of Courtney Campbell Causeway interchange should be

accomplished with a reduction of commerical development along the north
side of the Courtney Campbell Causeway, similar to the design shown on
the Phase 1A plans of the Courtney Campbell Causeway prepared by
Greiner, Inc. Post, Buckley, Schuh & Jernigan and their
subconsultants, Jack E. Leisch and Associates were tasked with the

development of a similar interchange to Phase 1A except to provide for

ramps exiting the right side of the outside roadway, as opposed to the

left side. All ramp noses from the south of Courtney Campbell Causeway

should be located similar to Phase 1A study to provide adequate weaving

distances. As soon as, Post, Buckley, Schuh & Jernigan shows by

preliminary alignment sketches and profiles that vertically and

horizontally this interchange design can be accomplished, then Greiner,

Inc. will be requested to revise their Phase 1A study. Should the -
right turn lane be unfeasible from a design standpoint then Post,

Buckley, Schuh & Jernigan are to use the Phase 1A Study with slight

modifications as suggested in the HNTB review comments.

Post, Buckley, Schuh & Jernigan and Jack E. Leisch and Associates have
indicated that the design can be accomplished with a ramp exiting on
the right side. Greiner, Inc. has been notified of this conversation.
However, they will not make any changes until the preliminary sketches
and. profiles have been submitted and approved. Preliminary plan and
profiles of Courtney Campbell Causeway were submitted on December 23rd
and 27th. These drawings meet the Part 77 Criteria. Subsequent
drawings were submitted on January 5th and 6th.

. Post, Buckley, Schuh & Jernigan is to design an wunderpass at the

Bay Pointe Plaza entrance and an at-grade intersection along Courtney
Campbell Causeway, as far west as the Red Lobster Restaurant . Right
turn only lanes are to be provided to improve the capacity of the
intersection. The southbound Eisenhower Boulevard to Courtney Campbell
Causeway westbound ramp should be separated from the northbound to
westbound Courtney Campbell Causeway ramp up to the signalized
intersection. No left turns from the Eastbound Courtney Campbell
Causeway will be allowed at the intersection. This concept is not -
recognized as the final DESIGN concept (Year 2010 or later). However,
due to all the restraints of the location of the bay, expensive
properties, access and timing, this design should provide a workable
solution until the ultimate plan for Courtney Campbell Causeway can be
developed from the Rocky Pointe area to the Bay Pointe Plaza area.

. Greiner was requested to consider placing more traffic on the inner

roadway via St. Petersburg, Spruce Street, Kennedy Boulevard, etc.,
realizing that three (3) lanes of express lanes in each direction might
be required. Per recent conversations, Greiner, Inc. indicated they
can provide access to Kennedy Boulevard to/from the express lanes.

B-20
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James G. Kennedy, P.E.
Sections 1A and 2
January 17, 1989

Page Four

9. If Post, Buckley, Schuh & Jernigan show that it would be feasible to
exit the outside CD Northbound roadway from the right as opposed to the
left, then OGreiner, Inc. will revise the Spruce Street Westbound ramp
to enter the outside CD Northbound roadway from the right instead of
the left side. Should Post, Buckley, Schuh & Jernigan show this option
is unfeasible then Greiner, Inc. will need to revise the ramp from the
Tampa International Airport Southbound roadway to the outside CD
Northbound roadway to enter from the left side. Also, Greinmer, Inc. is
to consider the merits of Spruce Street Westbound traffic splitting
between the Northbound express lanes and Northbound outer expressway CD
lanes.

10. Due to requests from Hillsborough County Aviation Authority and their
masterplan consultant, Peat & Marwick, Greiner, Inc. is to consider the
increase in 1laneage of all roadways entering/exiting the Tampa
International Airport by one (1) lane. This addition would provide for
six (6) lanes entering and exiting the Tampa International Airport.

11. Even though Hillsborough County Aviation Authority staff has repeatedly
turned down a roadway facility within their approach surface, south of
Spruce Street the masterplan will continue to show Sherril Street
extension. It has been noted that the City of Tampa would accept
O’Brian Street accessing Spruce Street.

12. Greiner, Inc. and Post, Buckley, Schuh & Jernigan, each, are designing
the roadways in accordance with FAA guidelines (Approach Surface 50:1
with 17' clearance) and only slight encroachment (if it cannot be
designed otherwise) of the new Hillsborough County guidelines (Approach sy
Surface 62.5:1 with 17’ clearance). There are a few locations of g
slight encroachment, which need to be Tresolved. On going o
communications with the Hillsborough County Aviation Authority will
continue even through Final Design. They advised us at a December 23,
1988 meeting that the 62.5:1 clearance must be maintained in order for
the Airport to retain their present runway category.

Should you have any questions or comments, please call the writer or John
Owen.

Very truly yours,
HOWARD NEEDLES TAMMEN & BERGENDOFF

. /)
(bl E

Dale E. Patten, P.E.
Project Manager

cc: Ray Speer : Wayne Tocknell -
David May, P.E. Bill Robertson %
Ron Gregory File: 11547-21(D.1.03) (D.2.03) JNW23-44 *@
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TAMPA INTERSTATE STUDY
The Greiner Team

PO. Box 23646

5601 Mariner Street, Suite 104
Tampa, Florida 33630-3146

(813) 286-7667

1-800-624-0074

& y/
C1255. @—’

October 26, 1988

Mr. James G. Kennedy, P.E.

District Secretary '

Florida Department of Transportation
District 7

4950 West Kennedy Boulevard

Suite 500

Tampa, Florida 33609

—

' Reference: Tampa Interstate and Northwest Expressway Clearances
% for Tampa International Airport

Dear Mr. Kennedy:

3 Attached is a copy of the recent FAR Part 77 surfaces and HCAA zoning ordinance
‘ review by our aviation engineering section on behalf of the HCAA. This review was
requested by this office as part of our Tampa Interstate Study and Northwest
Expressway Phase 1A Master Plan. The previously submitted Northwest Expressway
Phase 1A Master Plan does not violate cither the FAR Part 77 or HCAA zoning
surfaces. The TIS-Northwest interchange "clear boxes" on top of the ramps for Tier 2
Alternatives 1A8 and 1A9 apparently intruded into the HCAA zoning ordinance
surface on ramps "B*, "C", and "D". We have proceeded to reduce this HCAA
ordinance intrusion to the greatest extent possible in the Tier 3 Alternatives. There
were no violations of the Federal Aviation Administration’s FAR Part 77 surface in
these TIS interchanges. Tier 2 Alternative 1A10 did not violate the HCAA ordinance
or FAA Par 77 surfaces.

The subject of HCAA and FAA Part 77 surfaces was discussed brief ly at the October
18 Federal Highway Administration review of Tier 3 Alternatives. The FHWA felt
that the FAA Part 77 surface was the valid rule for TIS planning, and that the HCAA
local zoning did not apply to Federal Highways. We concur with this opinion and
suggest that the Department go on record to the HCAA that state and federal highway
projects are not subject to local zoning ordinances. Qur planning staff feels that such
approval authority over transportation projects would be an unreasonable constraint
by local authorities.

B2 2
o A Florida Department of Transportation Project




Letter/James Kennedy
October 26, 1988

Page Two

I would appreciate discussing this issue with you at your convenience. If you have
any inquiries regarding this information, please do not hesitate to contact this office.

Sincerely,

GREINER, INC:

o W,

Ronald W. Gregory, AICP
Associate Vice President
Project Manager

xc: Wallace Hawkes
Tom Darmody
Sharon Phillips
John Chiarelli

A Florida Depanmgﬁgéf Transportation Project
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MEMORANDUM
To: Ron Gregory M
From: '°Frank Harrist"

Subject: TIS and Northwest Expressway Clearances

At your request we have reviewed Alternatives 1A8, 1A9, and 1A10 and the
Northwest Expressway for compatibility with FAR Part 77 surfaces and the
) HCAA zoning ordinances. The following assumptions and/or criteria were used
L for our review:

1. 17.0' clear height above highway
ey 2. 12' lanes and 10' shoulders
f 3. 10% super elevation
- 4. Alternatives 1A8 and 1A9 have the same ramp plan and profiles.

| TIS alternatives 1A8 and 1A9 are unacceptable for the following reasons:

1. Ramp B at Station 154+90 of the 1-275/S.R. 60 Interchange penetrates the
62.5:1 surface by 21. 02 feet.

2. Ramp C at Station 279+00 of the I-275/S. R. 60 Interchange .penetrates the
62.5:1 surface by 17.55 feet.

3. Ramp D at Station 175+00 of the I-275/S.R. 60 Interchange penetrates the
62.5:1 surface by 21.35 feet.

50:1 clearances are contained in the calculations.

Alternative 1A10 must be closely evaluated with a more accurate horizontal
Tocation in reference to the Runway System. Particular points of possible
conflict are as follows:

1. Ramp B at Station 12+30 at the 1-275/S.R. 60 Interchange clears the
- 62.5:1 surface by 1.83 feet.

2. Ramp C at Station 151+60 of the I-275/S.R. 60 Interchange clears the
: 62.5:1 surface by 1.24 feet.

3. Ramp D at Station 155405 of the 1-275/S.R. 60 Interchange clears the
: 62.5:1 surface by 2.51 feet.

‘if‘f’i
i
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The Northwest Expressway has several areas that must also be closely
evaluated. These points are as follows:

1. Ramp A at Station 11480 of the Airport Interchange clears the 62.5:1
surface by 7.52 feet.

2. Ramp C at Station 429+60 of the Airport Interchange clears the 62.5:1
surface by 3.08 feet.

3. Ramp D at Station 429+00 of the Causeway Interchange clears ;he 62.5:1
surface by 2.61 feet.

The above figures are arrived at by transferring data from the 1:100 and
1:500 scale aerials of the airport to the 1:200 scale aerials of the
respective studies. The possibility of error in transferring the data is
much too large to be definitive with tolerances as close as those that are
calculated. Calculations are enclosed as Appendix A. :

e
L

Appendix B contains an isometric of the approach zones.

It must be pointed out that this analysis only pertains to the roadway and
the 17 foot clear area above it. Any signage or lighting would have to
analyzed separately. - :

As regards the extension of Sherrill Street, the extension would traverse
the clear zone of Runway 36R at the airport. The Federal Aviation
Administration participated in the acquisition of this clear zone and would

-. have to concur in a sale or other transfer of the required right of way. In
1980 a similar right of way (with a slightly different alignment) was

. proposed. FAA objected to ‘the proposed right of way. The correspondence
= .. files are enclosed in Appendix B. Our investigation has revealed that their
= response at this time would be similar. '

Eaaa

: i#: Bi1l Conners
it Warren Schwartz
John Chiarelli

MR




4
:
i
G

e

NORTHWEST HILLSBOROUGH EXPRESSWAY
REVIEW COMMENTS
SEPTEMBER 22, 1988
PREPARED BY HNTB, JONN OWEN

Review of the Northwest Hillsborough Expressway for the area from Spruce
Street interchange northward to Hillsborough Avenue interchange. The review
includes Section 1, Cypress Street to Independence Parkway prepared by
Greiner, Inc. and Section 2, Fish Creek to north of Hillsborough Avenue
Alternatives I and II prepared by Post, Buckley, Schuh & Jernigan (PBS&J).
The Tampa Interstate Study alternatives for 1-275 between Himes Avenue and the
Howard Franklin bridge were considered as they affect the expressway and
interchange concepts north of Cypress Street.

These pléns are considered to be conceptual studies rather than master plans.
A. The following are general comments which apply to the full project:

(1) All baselines including ramps, collector-distributors (where
alignment is different from mainline), and connections should
be shown on the plan, as well as degree of curvature on all
horizontal curves. All horizontal curves and radii fit the
specified criteria except at locations mentioned herein.

(2) All profiles should be included in the review set since all
have obviously been set, as evidenced from those submitted.
Vertical curves could not be checked in most cases because of
the lack of a full set of profiles for the designs. Those
profiles which have been provided were checked and problem
areas mentioned herein.

(3) All ramps seem to have been designed to meet the guidelines
for a 40 mph design, including exit ramps. It is our
recommendation that vertical curves at the beginning of exit
ramps from 60 mph facilities be upgraded to meet 50 mph
guidelines.

(4) Grading limits should be shown in some critical locations on
the plan to provide construction 1limits for right-of-way
purchases.

(5) Retaining wall heights should be shown on the plan to provide
a basis for probable cost of the retaining walls.

(6) Specific clear recovery areas were not obvious from the set of
plans. According to the Florida DOT Standard Index 700,
embankment slopes should be 6:1 to the edge of the clear zone
(30'-36' for 60 mph freeway lanes) and 4:1 or 3:1 outside of
the clear zone. Is this standard not being used for this
specific area?

(7) From the information available, there does not appear to be
any roadways where the profile is above the approach zones,
primary zones, or transitional zones of the proposed and
existing runways of the Tampa International Airport (TIA).

B-26
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(8)

(9

10)

(11)

(12)

(13)

(14)

(15)

JNW22-119

A couple of areas of concern exist where the roadway elevation
plus the maximum height of a truck is encroaching into the
zones. These areas include Ramps "A" and "B" at the Spruce
Street Interchange, ramps from NB collector-distributor (C/D)
to WB Courtney Campbell Causeway, and from EB Courtney
Campbell Causeway to NB C/D at the Courtney Campbell Causeway
Interchange on Alternative II, and -the mainline between
Courtney Campbell Causeway and Hillsborough Avenue on
Alternative 1. Because we do not have enough information
(except for Ramp *A") to determine the exact elevation of the
roadways, it is impossible to be certain whether this will be

a problem,

The proper typical sections seem to have been included at this
stage. Typical sections should be shown for basic one-lane,

two-lane, and three-lane ramps.

In several areas throughout the plan, the geometrics of ramp
tapers seem to have been shown incorrectly. Specific ramps
are addressed within the comments for each segment.

Exact ramp gore and bullnose configurations were
undeterminable.

A question arose as to why PBS&J Alternative I is not the
proposed alternative for the Courtney Campbell Causeway
Interchange. The right-hand exit ramps from the NB express &
C/D roadways onto Courtney Campbell Causeway seem more
feasible, and Greiner's design at Spruce Street could easily
be redesigned to accommodate a right-hand entrance onto the
C/D roadway. Left-hand entrance and exit ramps should be
avoided when there is another feasible solution.

The drawings should incorporate the toll booths showing lane
widening and tapering in these areas. The roadway design with
these tapers, if working within a limited R/W, may warrant a
redesign or new concept.

The weaving LOS calculations which were provided in Greiner,
Inc.'s traffic analysis report were checked and accepted. Six
lanes in the area between Spruce Street and Courtney Campbell
Causeway are feasible for LOS D. Curvature and superelevation
meet the design speed criteria. They do not play a part in
the weaving analysis as done in accordance with the Highway

Capacity Manual.

The design accommodates a Level of Service D except in the
locations mentioned herein.

Not all movements are complimented. Eliminating some
movements have been addressed in the comments mentioned

herein.

BQZjl;; '
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The Tampa Interstate Study is considering three alternatives

for 1-275 between Himes Avenue and the Howard Franklin Bridge.
Two of the alternatives, 1A8 and 1A9 have ramps entering and
exiting the inner expressway east of Himes Avenue and the
third alternative 1A10 has a ramp entering and exiting the
inner expressway west of Lois Avenue. In order to provide
better traffic service on the outer expressway between 1-275
and Courtney Campbell Causeway the third alternative 1Al0
would be preferable. Should this alternaitve be selected the
traffic around the end of the aiport could be reduced for the
outer expressway and increased for the inner expressway.

B. The following are comments for the first segment of the proposed

design,
Creek:

JNW22-119

(1

(2)

(3)

(4)

Section 1, Greiner, Inc.'s layout from Cypress Street to Fish

There are movements missing on the interchange. Movements
from the NB C/D roadway to EB Spruce Street cannot be made nor
from WB Spruce to the SB C/D roadway. Both Spruce Street and
the SB C/D roadway lead downtown and therefore the movements

may not be needed.

Loop "H" from the NB C/D roadway to the east frontage road, is
an uncomplimentary movement. The loop seems to provide access
redesign or mew concept. Access is not provided, however,
from these businesses to the SB C/D roadway. The design speed
of 25 mph on this loop is also low for the proposed operation.
The question arises whether Loop "H" in needed or could be

eliminated.

Ramp "A" from the SB C/D roadway to TIA entrance/exit has a
lane diverge Level of Service (LOS) of D. The chart from
Greiner, Inc. had LOS C. The freeway segment in this area has
a LOS D. Therefore, it is impossible to have a lane diverge
L0S better than that of the freeway. An analysis was
performed (see attached) and the LOS is D. The remaining lane
diverge/merge calculations were checked and accepted.

(a) Ramp "K" from the SB C/D roadway to LaSalle Street is an
uncomplimentary movement. This seems to provide access
to the Westshore Development Area from the SB C/D
roadway. The LaSalle Street to the NB C/D roadway
movement is not provided, however.

(b) Ramp "L" from LaSalle Street to EB Spruce Street is an
uncomplimentary movement. Access into ‘the Westshore
Development Area is not provided from WB Spruce Street,
except for at the proposed Sherril Street Extension vhich
is east of the interchange.

(c¢) The ramp off of Loop "J" running parallel with LaSalle
Street 1is an uncomplimentary movement. Access to TIA
from Westshore Development Area is not provided, except
at the aforementioned Sherril Street Extension. '

B-28 _
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(6)

N

(8)

(9

(10)

3
~3t

The question arises whether these ramps are necessary.
An uncomplimented movement should normally be eliminated
or complimented. If enough traffic warrants a lane into
the Westshore Development Area, then it should warrant a
complimentary movement coming out.

The horizontal curve on Ramp "F" should be lengthened to
accommodate a 40 mph design speed. This will move the
bullnose location upstation approximately 150 feet; therefore,
Ramp "C" will have to be adjusted to keep the minimum 800 feet
between entrance noses. There should be no problem doing this
since there 1s excess distance between Ramp "C" entrance and
the left hand exit at Courtney Campbell Causeway.

Ramps "B", "E", and "J" have ramp tapers wvhich seem to be
shown incorrectly on the plans. The geometrics of these ramps
do not seem to follow any available standard for ramp tapers,
but because of the limited information available on the plans,
we are unsure whether they require acceleration/deceleration
lanes, longer tapers, or something else.

The express and C/D roadway profiles between Cypress Street
and Spruce Street were incorrectly labeled. The mainline 5B
and NB and the NB C/D roadway are controlled by the same
profile grade, while the SB C/D is controlled by a different
profile. The grade and elevation for the mainline and NB C/D
shown for this area do not seem to be correct since all are on
structure over Cypress Street. The 700’ vertical curve on the
SB C/D profile is currently designed close to the minimum
guidelines for 60 mph design and could be lengthened to
upgrade the curve.

Ramp "A" profile currently has a 6% grade between Station
23400 and Station 32+00. According to the Florida Department
of Transportation Design Manual the maximum grade for 40 mph
design is 5%. Because of the limited information available,
we do not know if other constraints require this grade to be
6%, but we recommend a flatter grade be incorporated at this
location. ' '

The mainline and C/D roadway profiles seem to be on the same
grade as existing Memorial Highway over Fish Creek. If this
is the case, there may be a problem with the freeboard over
the existing and proposed 24' x 10.5’ box culverts at the Fish
Creek crossing because of the superelevation on the proposed
roadways. '

Consideration may be given to having the WB Spruce Street
roadway tying into the inner expressway on the right rather
than the C/D expressway on the left.

C. The following are comments for the second segment of the proposed design
PBS&J's Alternative 1I for the intersection of the Northwest Hillsborough
Expressway and Courtney Campbell Causeway. The traffic projections, 1lane
balance, and basic horizontal layout were examined.

JNW22-119
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(1)

(2)

(3

(4)

5

(6)

The NB express lanes to WB Courtney Campbell Causeway ramp (1
lane) merges with the NB C/D roadway to WB Courtney Campbell
Causeway ramp (3 lanes) and becomes a 3-lane movement. One
principle of lane balance states that all downstream movements
must have equal or one additional lane more than the upstream
movements. After obtaining this, the lane must be carried for
a sufficient length and then, if desired, merge with the other
lanes. This applies on merges or diverges with 2 major
movements. We recommend that the 3-lane diverge from the C/D
roadwvay be changed to 2 lanes. This still meets a LOS D for
the freeway segment and the merge and diverge in this segment
would be eliminated. The 6-lane C/D roadway would split into
the 2-lane diverge and the remaining 4 lanes would continue.
The aforementioned 2-lane diverge merging with 1l-lane diverge
from the express lanes would continue with no taper of either
movements. If all 3 lanes diverging from the C/D roadway are
needed, we suggest continuing the 1-lane ramp off the NB
express lanes through to the Courtney Campbell Causeway and
tapering out the right lane of the ramp off the NB C/D roadway
after continuing it for a sufficient length.

To obtain LOS D, Courtney Campbell Causeway requires 5 1lanes
in each direction instead of the currently provided 4. This
eliminates merging or diverging. All lanes would then

continue through the ramps.

The following movements -- 4 lanes on NB C/D roadway, 1l-lane
ramp from NB express lanes to NB C/D roadway, 2-lane ramp from

EB Courtney Campbell Causeway to NB C/D roadway--merge a total
of 7 lanes into 5 lanes. Being that all of these merges are
left-hand entrance ramps, it would be appropriate to continue
these 1lanes on the left throughout the duration and taper the
right lanes after these lanes have been continued for a

sufficient length.

The ramp from Courtney Campbell Causeway (3 lanes) merges with
the SB C/D roadway (4 1lanes) into 6 1lanes. We suggest
continuing all 7 lanes into the next interchange because it
shows 3 1lanes diverging from the C/D roadway and 4 lanes
continuing. All lanes would continue, thereby achieving lane

balance.

From the information available, it seems that the majority of
the horizontal curves on the ramps throughout this interchange
have been designed using.50 mph guidelines. The ramp from EB
Courtney Campbell Causeway to the SB C/D roadway though, was
designed for 40 mph, and should be upgraded to 50 mph.

The ramp from the NB express lanes to the NB C/D roadway is
without a complimentary movement in the southbound directien.
If this movement was intended to be included then it needs to
be shown; if not, the NB ramp should be eliminated.

B-30 _
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(7) Several ramps appear to have ramp tapers which seem to be
designed incorrectly according to the information available.
The length between the left entrances from the NB express
lanes and Courtney Campbell Causeway to the NB C/D lanes
(mentioned in comment #(3) above) is insufficient to taper the
lanes into the C/D lanes, as well as not meeting AASHTO's
standard of 800 feet between entrances onto a C/D roadway.
Because of 1limited information, it 'is unclear what |is

occurring at other locations.

D. The following are comments for the third and final segment of the
proposed design, PBS&J Alternative I for the area north of Independence
Parkway through the Hillsborough Avenue interchange. The traffic
projections, lane balance, and basic horizontal layout were examined.

(1) The right turn from EB Memorial Highway to SB C/D roadway
requires 2 lanes instead of 1.

(2) West C/D roadway between Memorial Highway and Hillsborough
Avenue shows a 2-way road. It possibly should be a SB l-way

movement.

(3) From the SB express lanes to the SB C/D roadway between
Memorial Highway and Independence Parkway, the plan shows a
4-lane ramp. To maintain LOS D, only 3 1lanes are needed,
This eliminates two lane balance problems occurring when this
ramp diverges from the expressway (5 lanes with 4 lanes
continuing and 2 lanes diverging) and when the ramp merges
with the C/D roadway (2 lanes merging with a 4-lane ramp into
5 lanes). .

(4) In the same area, from the NB C/D roadway to the NB express
lanes, a 4-lane ramp is shown. To maintain LOS D, only 3
lanes are needed. This also eliminates lane balance problems
like the aforementioned SB situation.

(5) Memorial Highway has a signalized intersection under the
expressway bridge. It would be better to bring this
intersection to the east side of the expressway. The frontage
road should then have a through lane to form a diamond

interchange.

(6) There are two locations where the "Texas Turnaround” movements
meet with the C/D roadways (one near Memorial Highway and one
near Hillsborough Avenue). At each location of merging and
diverging, there should be at least 600 feet between the point
of the merge/diverge and the nose of any xramp in the area.
The distances shown do not meet this criteria.

(7) The interchange of the expressway and Hillsborough Avenue is
planned as a modified urban diamond. The SB C/D roadwa
through movement should normally be eliminated. :

B-31
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(8) The three short horizontal reverse curves on the centerline of
the express lanes over the Memorial Highway Interchange do not
seem necessary. The same effect can be accomplished with one
long, flat horizontal curve between the two tangents.

(9) All roadways (express and C/D) should be moved east between
Independence Parkway and Courtney Campbell Causeway in order
to minimize the amount of right-of-way being taken. This
should be done only if there is clearance with respect to the
airport transitional =zone on the west side of the proposed
runway of the Tampa International Airport.

The following are comments for the remainder of PBS&J's Alternative I
layout, specifically the intersection of the Northwest Hillsborough
Expressway and Courtney Campbell Causeway. This alternative is not a
part of the proposed design.

(1) Courtney Campbell Causeway (both-EB and WB) needs 5 lanes to
achieve a LOS D. This also eliminates merging and diverging.
All lanes would continue through to the ramps.

(2) EB Courtney Campbell Causeway (3 lanes) merges with the SB C/D
roadway (4 lanes) into 6 lanes. We suggest continuing all 7
lanes into the next interchange because it shows 3 1lanes
diverging from the C/D roadway and 4 lanes continuing. All
lanes would continue and lane merging and diverging would be
eliminated.

- (3) EB Courtney Campbell Causeway (2 lanes) merges with NB C/D
roadway (4 lanes) into a 5-lane movement. We suggest
continuing 6 lanes for a sufficient length before tapering the
right lane.

(4) There is a lane balance problem on this alternative that also
exists on PBS&J Alternative II interchange (see comment #(1)
under Item C).

(5) Several ramps appear to have ramp tapers which seem to be
designed incorrectly according to the information available.
Because of the limited information, recommendations cannot be
made since it 1s unclear how these ramps are operating.

(6) Comment #(5) under Item C, PBS&J's Alternative II interchange,
should be considered for this alternative as well.

The following are comments for the remainder of Greiner, Inc.'s
Master Plan Concept, specifically the intersection of Northwest
Hillsborough Expressway and Courtney Campbell Causeway. This
alternative is also not a part of the proposed design, but the review
was completed on it as well:

(1) Freeway segments on both NB and SB express lanes mnorth of

Courtney Campbell Causeway requires 3 1lanes for 3,210
vehicles/hour in order to maintain LOS D.

B-32
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(2)

(3)

(4)

(5)

(6)

(7

(8)

(9)

(10)

There 1is a lane balance problem on this alternative that also
exists on PBS&J Alternative II interchange. See comment #(1)
under Jtem C.

A lane balance problem exists on both the NB and SB express
lanes north of Courtney Campbell Causeway. Ramp "F", from SB
express lanes to the SB C/D roadway (2 lanes) diverges from
the SB express lanes (2 lanes). In the same manner, Ramp "B"
from the NB C/D roadway to the NB express lanes (2 lanes)
merges with the NB express lanes (2 lanes). These problems
would be eliminated if the express lanes (NB and SB) had 3
lanes as mentioned in comment #(1). The NB express lanes
would ‘require all 1lanes to continue for a sufficient length

before tapering the right lane.

Ramp “G", from the SB C/D roadway to Courtney Campbell
Causeway (2 lanes) and WB Courtney Campbell Causeway (3 lanes)
merges into &4 lanes. They should continue 5 lanes for a
sufficient length and taper the right‘lane.

The horizontal reverse curve on Ramp "B" seem a 1little too
sharp for the proposed operation and should be upgraded to at
least 50 mph design guidelines. This should not cause any
problems with the vertical clearance below Ramp "D".

Because of the heavy traffic movement on Ramp "E", the
horizontal curve should be upgraded to at least 50 mph design
guidelines. This will probably require a good deal of
redesign in the interchange.

Several ramps appear to have ramp tapers which seem to be
designed incorrectly according to the information available on
the plan. In particular, Ramps "B" and "F", which were
mentioned in comment #(3) above, give no indication as to how
they are tapered from two two-lane facilities into one

one-lane facility.

The "slip" ramps which have been provided on the north and
southbound C/D roadways do not meet AASHTO's standard for
length from nose to nose of 400 feet, so each needs to be
lengthened accordingly.

The express 1lane profile currently contains positive and
negative 4% grades between Station 325400 and Station 360+00.
According to the Florida Department of Transportation Design
Manual, the maximum grade for 60 mph design is 3%. Because of
the limited information available, we do not know if other
constraints require this grade to be 4%, but we recommend a
flatter grade be incorporated.

The 1200’ vertical curve with point of wvertical intersection
at Station 375400 is currently designed close to the minimum
guidelines for a 60 mph design and should be 1lengthened to
upgrade the curve.

B-33
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RAYE R. EENDERSON
C1104. B8,H7,M2 r
April 13, 1988 |
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L3 pe21088 —
Mr. William J. Connors, Jr.
Director of Planning and Development ChElzn g,
Hillsborough County Aviation Authority ' Theurd

Post Office Box 22287
Tampa, Florida 33622

Reference: Tampa International Airport Access

Dear Mr. Connors:

E | In recent months the Florida Department of Transportation, the Tampa-
o Hillsborough County Expressway Authority and its consultants have been
. preparing plans for the Northwest Expressway. Access to Tampa International
. Airport is planned to be provided by the Northwest Expressway via TIA's
Terminal Parkway. Consultants for the Hillsborough County Aviation Authority,
Florida Department of Transportation, and Tampa-Hillsborough County Expressway.
o Authority have met during these past months to determine the necessary traffic

| lanes for future airport needs. We have reviewed the March 1988 Draft Master
‘ Plan Update, prepared by the Hillsborough County Aviation Authority, and
e information provided by Peat Merwick Main & Co. regarding future vehicle
E demands for Tampa International Airport.  Detailed comments on this Master
o Plan will be forthcoming after further review. ‘

e Based upon these studies and coordination, we have determined that the optimum
a laneage to be provided ' by the expanded Northwest Expressway to serve Tampa
' International Airport will be four (4) freeway lanes inbound and four (4)
: freeway lanes outbound in the design year 2010. This laneage will provide for
hj approximately 4,800 vehicles inbound and 4,800 vehicles outbound per hour for
h the airport. This capacity will provide a superior level of traffic service
“C" and represents a vast. improvement in the traffic access currently
experienced by the airport user (which is "F" at this time). This increase in
roadway capacity represents an enplanement level approximately midway between
your Master Plan's Third and Fourth Planning Activity Level; i.e., between 10
and 15 million enplaned passengers at Tampa International Airport. It is our
understanding that the future plans and design for Terminal Parkway between
the existing terminal and Spruce. Street provides four (4) lanes inbound and
four (4) lanes outbound. Thus, our planning is consistent with your design
activities on Terminal Parkway. .

; Recognizing that the March 1988 Draft Master Plan Update prepared by the
o Hillsborough County Aviation Authority estimates 20 million enplaned
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‘Page Two

passengers in some future time frame, it is important that the Hillsborough
County Aviation Authority and the Florida Department of Transportation begin
planning for adequate alternate and supplemental vehicle access to Tampa
International Airport. The most logical area to begin this alternate
evaluation would appear to be to the north of the airport. Based upon your
Master Plan, this additional ultimate access will require approximately three
(3) lanes inbound and three (3) lanes outbound at level of service “C". . The
Florida Department of Transportation is prepared to assist the Hillsborough
County Aviation Authority in its evaluation of adequate supplemental access to
meet the future "“fifth planning activity level® of 20 million enplanements.

The continued cooperation of the Hillsborough County Aviation Authority will
be important in the development of the Northwest Expressway. Assistance of
the Aviation Authority, with necessary access improvements and provision of
right-of-way, wi]l speed the completion of these vital tﬁansportation
improvements. : L

If you need any further 1nformation on the planned access for Tampa .

International Airport, p]ease contact this office.

Very truly yours,

Waad

Thomas L. Thomson o
District Director of. Planning & Programs-
District VII_

TLT/hd

xc: Ray Speers
Dale Patten
RoA"Gragory -
J. G. Kennedy
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O~ N ezt N Arwick

Airport Consuiting Services

: Post Marwick Main & Ce.
“Post Office Box 8007 . “Telephone 415 571 7722 “Telecopier 415 571 5220
Ssn Francisco Internations! Airport
San Francisco, CA 84128-8007

Office Locstion:
180 Bovet Road
San Mateo, CA 84402-3107

February 27, 1988

Mr. Ronald W. Gregory A.I.C.P.
Project Manager

Tampa Interstate Study
Greiner Engineering Sciences, Inc.
5601 Mariner Drive, Suite 104
Tampa, Florida 33630-3416

Re: Tampa International Airport Master Plan update
Dear Mr. Gregory:

In accord with your February 22, 1988, meeting with William
Connors of the Hillsborough County Aviation Authority and
subsequent request, we are pleased to provide a summary of our
forecasts of design hour vehicular traffic volumes at Tampa
International Airport. These volumes correspond to forecasts
of passenger enplanements at Tampa International Airport for
five planning activity levels. By the fifth level (20 million
enplanements) we estimate that about 8,000 vehicles per hour

entrance to the Airport).

, ¢
will be entering the Airport on Terminal Parkway (the main ") %73, 7
el ec b

We anticipate that Terminal Parkway will need to be widened to

7 lanes in each direction mmo c_fore-
casts. These requirements assume a service volume of 1,100 to
1,200 passenger cars per hour per lane, based upon (1) level
of Service C conditions, (2) ideal design standards and negli-
gible grades, and (3) a driver familiarity factor of 0.7 to
0.8, in accord with the 1985 Highway Capacity Manual.
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MPeat Marwick

Mr. Ronald W. Gregory A.I.C.P.
February 27, 1988

We trust this information will be of assistance to you in
connection with the Tampa Interstate Study. Please feel free
to call us should you have any questions.

Sincerely,

e Matle
Peter B. Mandle
Manager

PBM/koc
Enclosure

cc: . Mr. William J. Connors, Jr.
~Mr. J. C. Orman
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Table S5-<6

SUMMARY OF FORECASTS OF PEAK HOUR VEHICULAR TRAFFIC VOLUMES
: Tampa International Airport

Direction Planning activity level?
—Roadway/location of traffic First Second Third |Fourth Fifth

. Terminal Parkway

between Spruce Street

and the Airport Mail " Inbound 2,000® 3,000 4,000 6,000 8,000
Facility (AMF) Outbound 2,000® 3,000 4,000 6,000 8,000

a. Planning activity levels:
First -- 5 million enplaned passengers
Second =~ 7.5 million enplaned passengers
Third -- 10 million enplaned passengers
Fourth =~ 15 million enplaned passenger
s Fifth -- 20 million enplaned passenger
- b. Approximates April 1987 conditions.

Source: Peat Marwick, assuning'April 1987 traffic circulation patterns.

.
|
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4950 W. Kennedy Blvd., Sulte 409
‘I'ampa, FL 33609 - 2
July 22, 1992

Mr. J. R. Skinner

Division Administrator

Federal Highway Administration

227 North Bronough Strect, Room 2015
Tallahassee, FL 32301

RE: WPI No. 7140004
State Project No. 99007-1402
FAP No. IR-9999(43)
Tampa Interstate Study (TIS)

Dear Mr. Skinner:

A meeting between Central Office and District VIL was held in Tallahassee on July 15, 1992,
to rcach agreement on those steps necessary (o ensure compatibility of District VII's TIS Master
Plan with FDOT Interstate Policy of November 14, 1991. It was agreed that District VII could
procead with implementation of the ‘IS in accordance with the terms of the January 17, 1992,
policy letter provided that they comply with the following:

L The. "footprint” of TIS Master Plan will be maintained to accommodate ultimats
build-out. - . .

. The Masier Plan must bc implemented in stages. The first stage of
implementation shall have no mors than six "general-use’ lanes (three in each -
dircction). All additional through lanes in the first stage will be designated as

110V.

® Implementation of the first stage will he accomplished in such a manner that will
ensure maximum salvageability when subsequent stages are constructed. This
reflects guidance offered by FHWA.

] An implementation plan will be developed by District VII which identifies the
transition, by stage. from the cxisting configuration to the Master Plan. This
implementation plan will be consistent with the above requirements and will
maximize carly development of the HOV/multimodal envelope. Environmental
Asscssment, Environmental Impact Statement, and other PDALK documents shall
commit to the staged implementation plan.

RECYCLED
varen
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Mr. J. R. Skinner
July 22, 1992 ' g
Page 2

] The ultimate typical section for the TIS, as stated in the November 14, 1991,
Interstate Policy, *...will include four physically separated, exclusive lanes (two
in cach direction) for through traffic, public transit vehicles, and other high-
occupancy vehicles.* These lanes will be developed in accordance with the terms
of the January 17, 1992, policy letter signed by Scerctary Watts.

On 1-275, north of Dr. Martin Luther King, Jr. Blvd. (formerly Buffalo Ave),
Distriet VII will fully develop the ultimate typical section for the freeway
mainline and the corresponding required interchange improvements as the
alternative to the current typical section in the IS, Develapment of the ultimate
: typical section will occur concurrently with the staged implementation. plan
) efforts. After the ultimate typical section has been developed, FRWA, FDOT
‘_; . Central Office and FDOT District VII will evaluate it against the constraints of
. the original TIS Master Plan. District VII will prepare final environmental
documentation for the agreed upon ultimate typical scction,

' L District VII will work with local agencies responsible for bus/mil systems and
. land use planning and regulation to create an environment which supports the use
] ~ of public transportation and utilization of the multimodal aspects of TIS.

The above commitments reflect District ViI's emhrace of both the ‘TIS Master Plan and the
HDOT Interstate Policy. These commitments comply with the terms contained in. Secretary
) Wats' letter of January 17, 1992, that conditionally reinstated the TIS Master Plan.
Sincerely, o

comiem. DO

[ William H. McDaniel, Jr., P.E.

ety

District VII Secretary
WHM/DAT/ck
Carlile, Assistant Secretary
7492 .
ST _ Date ! K
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APPENDIX C

OBSERVED SPECIES
Tampa Interstate Study

FAUNA

Common Name

Great egret

Black skimmer

Gull-billed tern

Royal tern

Black-crowned night heron
Yellow-crowned night heron
Belted kingfisher

Great blue heron

Least sandpiper

Brown pelican

Laughing guli

Roseate spoonbill
Tri-colored heron

Common gallinule

FLORA

Common Name

Trees

Australian pine
Laurel Oak
Live Oak
Royal Palm
Cabbage palm

Shrubs

Black mangrove
Brazilian pepper
Florida elder
Marsh elder
Pokeweed
Rattlebox

Red mangrove
Salt bush

White mangrove

Casmerodius albus
Rynchops niger
Gelochelidon nilotica
Sterna maxima
Nycticorax nycticorax
Nycticorax violacea
Megaceryle alcyon
Ardea herodias
Calidris minutilla
Pelecanus occidentalis
Larus atricilia

Ajaia ajaja

Egretta tricolor
Gallinula chloropus

Scientific Name

Casuarina equisetifolia
Quercus laurifolia
Quercus virginiana
Rostonea regia

Sabal palmetto

Avicennia germinans
Schinus terebinthifolius
Sambucus simpsonii

Iva frutescens
Phytolacca americana
Sesbania punicea
Rhizophora mangle
Baccharis halimifolia
Laguncularia racemosa



Common Name
Herbaceous

Alligator weed
Arrowhead
Bacopa
Beggar-ticks
Broomsedge
Carpetweed
Cattail
Christmasberry
Coast sandspur
Coontail
Crabgrass
Dayflower
Dog fennel
Elephant ears
Flat-sedge
Fragrant bedstraw
Goldenrod
Grass sp.
Lantana

Madagascar periwinklie

Pennywort
Pickerel weed
Pink purslane
Pampas grass
Prickly pear
Primrose willow
Railroad vine
Saltgrass

Sea daisy

Sea purslane
Smartweed
Smooth cordgrass
Spanish needles
Umbrella sedge
Virginia creeper
Wild balsam apple

APPENDIX C
OBSERVED SPECIES
Tampa Interstate Study
(Continued)

FLORA (Continued)

fi m

Alternanthera philoxeroides
Sagittaria latifolia
Bacopa caroliniana
Bidens mitis

Andropogon glomeratus
Lippia nodiflora

Typha latifolia

Lycium carolinianum
Cenchrus incertus
Ceratophyllum demersum
Digitaria sanguinalis
Commelina erecta
Eupatorium capillifolium
Colocasia esculenta
Cyperus odoratus
Galium triflorum
Solidago sp.

Eleusine indica

Lantana camara
Catharanthus roseus -
Hydrocotyle bonariensis
Pontederia cordata
Portulaca pilosa
Cortaderis sellona
Opuntia humifusa
Ludwigia peruviana
Ipomea pes-caprae
Distichlis spicata
Borrichia frutescens
Sesuvium maritimum
Polygonum hydropiperoides
Spartina alterniflora

"Bidens bipinnata

Cyperus sp.
Parthenocissus quinquefolia
Momordica charantia
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TABLE 1-1. TYPES OF FACILITIES

FACILITY CHAPTER

Uninterrupted Flow Facilities
Freeways

Basic freeway segments..............covevnvninn.n, 3

WeaVInE BreAS. .. iueiiiinen e enrenseessesnencnnnns 4

Ramps and ramp junctions.............ccovevenenen. 5

Freeway systems.........ooiiiinennnnnennnnnnn soees 6
Multilane Highways..........ocoivviiiiiinnnnnn... 7
Two-Lane Highways .....cooviiiiinieiininrnnnninen, 8
Interrupted Flow Facilities
Signalized Intersections............oovvevuevrnrninnnss 9
Unsignalized Intersections (2-way STOP-YIELD-controlled
approaches; 4-way STOP-controlled intersections) ........ 10
Arterials....... S n
TrAnSit. oo vs i iiiiie o i frreariaeans 12
Pedestrians ....vuieiiiiiiainieniresecsinnironsosonss 13
BiCYCles c ottt ittt are e e enrean 14

essary to examine points of fixed interruption as well as
uninterrupted flow segments.

Pedestrian and transit flows are generally considered to be
interrupted. Uninterrupted flow can exist under certain circum-
stances, such as in a long busway without stops or a long
pedestrian corridor.

CAPACITY AND LEVEL-OF-SERVICE CONCEPTS

A principal objective of capacity analysis is the estimation of
the maximum amount of traffic that can be accommodated by
a given facility. Capacity analysis would, however, be of limited
utility if this were its only focus. Traffic facilities generally
operate poorly at or near capacity, and facilities are rarely de-
signed or planned to operate in this range. Capacity analysis is
also intended to estimate the maximum amount of traffic that
can be accommodated by a facility while maintaining prescribed
operational qualities.

Capacity analysis is, therefore, a set of procedures used to
estimate the traffic-carrying ability of facilities over a range of
defined operational conditions. It provides tools for the analysis
and improvement of existing facilities, and for the planning and
design of future facilities.

The definition of operational criteria is accomplished using
levels of service. Ranges of operating conditions are defined for
each type of facility, and are related to amounts of traffic that
can be accommodated at each level.

The following sections present and define the two principal
concepts of this manual: capacity and level of service.

Capacity

In general, the capacity of a facility is defined as the maximum
hourly rate at which persons or vehicles can reasonably be
expected to traverse a point or uniform section of a lane or
roadway during a given time period under prevailing roadway,
traffic, and control conditions.

The time period used in most capacity analysis is 15-min,
which is considered to be the shortest interval during which
stable flow exists.

D-1
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Capacity is defined for prevailing roadway, traffic, and control
conditions, which should be reasonably uniform for any section
of facility analyzed. Any change in the prevailing conditions
will result in a change in the capacity of the facility. The def-
inition of capacity assumes that good weather and pavement
conditions exist.

1. Roadway conditions— Roadway conditions refer to the
geometric characteristics of the street or highway, including:
the type of facility and its development environment, the number
of lanes (by direction), lane and shoulder widths, lateral clear-
ances, design speed, and horizontal and vertical alignments.

2. Traffic conditions— Traffic conditions refer to the char-
acteristics of the traffic stream using the facility. This is defined
by the distribution of vehicle types in the traffic stream, the
amount and distribution of traffic in available lanes of a facility,
and the directional distribution of traffic.

3. Control conditions— Control conditions refer to the types
and specific design of control devices and traffic regulations
present on a given facility. The location, type, and timing of
traffic signals are critical control conditions affecting capacity.
Other important controls include sTOP and YIELD signs, lane
use restrictions, turn restrictions, and similar measures.

These and other factors affecting capacity are discussed in
greater detail in a subsequent section of this chapter.

It is also important to note that capacity refers to a rate of
vehicular or person flow during a specified period of interest,
which is most often a peak 15-min. period. This recognizes the
potential for substantial variations in flow during an hour, and
focuses analysis on intervals of maximum flow.

Leveis of Service

The concept of levels of service is defined as a qualitative
measure describing operational conditions within a traffic
stream, and their perception by motorists and/or passengers.
A level-of-service definition generally describes these conditions
in terms of such factors as speed and trave! time, freedom to
maneuver, traffic interruptions, comfort and convenience, and
safety.

Six levels of service are defined for each type of facility for
which analysis procedures are available. They are given letter
designations, from A to F, with level-of-service A representing
the best operating conditions and level-of-service F the worst.

1. Level-of-service definitions—In general, the various levels of
service are defined as follows for uninterrupted flow facilities:

o Level-of-service A represents free flow. Individual users are
virtually unaffected by the prosence of others in the traffic
stream. Freedom to select desired speeds and to maneuver within
the traffic stream is extremely high. The genera) level of comfort
and convenience provided to the motorist, passenger, or pedes-
trian is excellent.

» Level-of-service B is in the range of stable flow, but the
presence of other users in the traffic stream begins to be no-
ticeable. Freedom to select desired speeds is relatively unaf-
fected, but there is a slight decline in the freedom to maneuver
within the traffic stream from LOS A. The level of comfort and
convenience provided is somewhat less than at LOS A, because
the presence of others in the traffic stream begins to affect
individual behavior.
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o Level-of-service C is in the range of stable flow, but marks
the beginning of the range of flow in which the operation of
individual users becomes significantly affected by interactions
with others in the traffic stream. The selection of speed is now
affected by the presence of others, and mancuvering within the
traffic stream requires substantial vigilance on the part of the
user. The general level of comfort and convenience declines
noticeably at this level. '

o Level-of-service D represents high-density, but stable, flow.
Speed and freedom to maneuver are severely restricted, and the
driver or pedestrian experiences a generally poor level of comfort
and convenience. Small increases in traffic flow will generally
cause operational problems at this level. :

o Level-of-service E represents operating conditions at or near
the capacity level. All speeds are reduced t0.a low, but relatively
uniform value. Freedom to maneuver within the traffic stream
is extremely difficult, and it is generally accomplished by forcing
a vehicle or pedestrian to “give way” to sccommodate such
maneuvers. Comfort and convenience levels are extremely poor,
and driver or pedestrian frustration is generally high. Opcrations
at this level are usually unstable, because small increases in flow
or minor perturbations within the traffic stream will cause break-
downs.

o Level-gf-service F is used to define forced or breakdown
flow. This condition exists wherever the amount of traffic ap-
proaching a point exceeds the amount which can traverse the
point. Queues form behind such locations. Operations within
the queue are characterized by stop-and-go waves, and they are
extremely unstable. Vehicles may progress at reasonable speeds
for several hundred feet or more, then be required to stop in a
cyclic fashion. Level-of-service F is used to describe the oper-
ating conditions within the queue, as well as the point of the
breakdown. It should be noted, however, that in many cases
operating conditions of vehicles or pedestrians discharged from
the queue may be guite good. Nevertheless, it is the point at
which arrival flow exceeds discharge flow which causes the
queue to form, and level-of-service F is'an appropriate desig-
nation for such points.

These definitions are general and conceptual in nature, and they
apply primarily to uninterrupted flow. Levels of service for
interrupted flow facilities vary widely in terms of both the user's
perception of service quality and the operationa! variables vsed
to describe them. Each chapter of the manual contains more
detailed descriptions of the levels of service as defined for each
facility type.

2. Service flow rates—The procedures of this manual attempt
to establish or predict the maximum rate of flow which can be
accommodated by various facilities at each level of service,
except level-of-service F, for which flows .are unstable. Thus,
each facility has five service flow rates, one for each level of
service (A through E), defined as follows.

The service flow rate is the maximum hourly rate at which
persons or vehicles can reasonably be expected to traverse a
point or uniform section of a lane or roadway during a given
time period under prevailing roadway, traffic, and control con-
ditions while maintaining a designated level of service. As to
capacity, the service flow rate is generally taken for a 15-min
time period. :

Note that service flow rates are discrete values, while the

levels of service represent a range of conditions. Because the
service flow rates are defined as maximums for each level of
service, they effectively define flow boundaries between the var-
ious levels of service. i

3. Measures of effectiveness—For each type of facility, levels
of service are defined based on one or more operational param-
eters which best describe operating quality for the subject {acility
type. While the concept of level of service attempts to address
a wide range of operating conditions, limitations on data col-
lection and availability make it impractical to treat the full range
of operational parameters for every type of facility. The param-
eters selected to define levels of service for each facility type
are called “measures of effectiveness,” and represent those avail-
able measures tha: best describe the quality of operation on the
subject facility type. Table 1-2 gives the measures of effectiveness
used to define levels of service for each facility type.

Each level of service represents a range of conditions, as
defined by a range in the parameter(s) given in Table 1-2. Thus,
a level of service is not a discrete condition, but rather a range
of conditions for which boundaries are established.

TABLE 1-2. MEASURES OF EFFECTIVENESS FOR LEVEL OF SERVICE
DEFINITION

TYPE OF FACILITY

Freeways
Basic freeway segments.......
Weaving areas...............

MEASURE OF EFFECTIVENESS

Density (pc/mi/In)
Average travel speed (mph)

Ramp junctions ............. Flow rates (pcph)
Multilane Highways............ Density (pc/mi/In)
Two-Lane Highways ........... Percent time delay (%)
Average travel speed (mph)
Signalized Intersections......... Average individual stopped delay
(sec/veh)
Unsignalized Intersections....... . Reserve capacity (pcph)
Arterials...................... Average travel speed (mph)
Transit....oooveinnininnannen Load factor (pers/seat)
Pedestrians ........c..ooueunen. Space (sq ft/ped)

. BASIC PRINCIPLES OF TRAFFIC FLOW

Traffic Flow Measures

The operational state of any given traffic stream is defined
by three primary measures:

1. Speed.
2. Volume and/or rate of flow.
3. Density.

1. Speed is defined as a rate of motion expressed as distance
per unit time, generally as miles per hour (mph) or kilometers
per hour (km/h). In characterizing the speed of a traffic stream,
some representative value must be used, as there is generally a
broad distribution of individual speeds that may be observed in
the traffic stream. For the purposes of this manual, the speed
measure used is average travel speed. This measure is used be- |,
cause it is easily computed from observation of individual ve- '
hicles within the traffic stream, and because it is the most
statistically relevant measure in relationships with other varia-
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