FEDERAL HIGHWAY ADMINISTRATION
FINDING OF NO SIGNIFICANT IMPACTS
FOR
GDOT Projects NHIM0-0016-01(092), NHIM0-0016-01(131), NHIM0-0075-02(177), and
NH000-0016-01(104)
Bibb County, Georgia
P.I. Numbers 311000, 311005, 311400, and 311410
The Selected Alternative/Alternative 9 represents a proposed project that includes the
reconstruction of the I-16/I-75 interchange, I-16/Spring Street interchange, I-16/Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard interchange, I-16/Second Street interchange, and
the I-75/Hardeman Avenue interchange within the City of Macon. The project will widen I-75
from the I-75/Pierce Avenue interchange to the I-75/Hardeman Avenue interchange and widen I16 from the I-16/I-75 interchange to the I-16/Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard interchange. The project also includes a Collector Distributor (C/D) road network
parallel to both sides of the interstates. The total length of the proposed project will be
approximately 6.57 miles.
The Georgia Department of Transportation (GDOT) in consultation with the Federal Highway
Administration (FHWA) has prepared an Environmental Assessment of the referenced project.
The document was made available for public inspection as announced in a public notice and
comments were invited from all interested parties. Subsequent to the availability of the
Environmental Assessment and the comment period, a Final Environmental Assessment was
prepared and has been furnished to the FHWA by the GDOT with the recommendation for a
“Finding of No Significant Impact.”
The FHWA, after reviewing the Environmental Assessment, finds that the project will have no
significant impact on the human environment.
The Finding of No Significant Impact is based on the Environmental Assessment, which has
been evaluated by the FHWA and determined to adequately, and accurately discuss the
environmental issues and effects of the proposed project. The Environmental Assessment also
provides sufficient evidence and analysis for determining that an environmental impact statement
is not required. The FHWA takes full responsibility for the accuracy, scope, and content of the
attached Environmental Assessment.

________________
DATE

____________________________________
FOR: RODNEY N. BARRY, P.E.
DIVISION ADMINISTRATOR
FEDERAL HIGHWAY ADMINISTRATION
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I.

NEED AND PURPOSE

A. Introduction
The proposed project proposes to reconstruct Interstate interchanges within the City of Macon to
improve the safety and operational efficiency of the following interstate interchanges in Macon:
Mainline I-16 at Mainline I-75;
Spring Street at I-16;
Second Street at I-16;
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard at I-16; and
Hardeman Avenue at I-75.
The proposed project will reduce traffic congestion, improve safety, and provide better access to
and from the downtown Macon area (see Figure 1). Improving traffic conditions in this area will
lower the high crash rate within the project area. Further, improving sight distances, separating
through traffic from local traffic, and improving existing interchange operations on I-16 will
substantially contribute to reducing the crash rate, which will improve the safety of the project
area.
B. Planning Basis of Proposed Action
The original configuration of the I-16/I-75 interchange, which was constructed in 1962-1963,
included a two-lane ramp from I-75 southbound (SB) to I-16 eastbound (EB) and provided two
through lanes for traffic continuing SB on I-75. These configurations have since been modified
in order to reduce the high number of sideswipe crashes occurring at this decision point.
In the 1980s, many planning proposals were made to correct the operational deficiencies and
safety problems at the I-16/I-75 interchange. At a public meeting, the Georgia Department of
Transportation (GDOT) Office of Planning first introduced the idea of providing a Collector
Distributor (C/D) system. However, the only modifications to improve the safety of the
interchange that were implemented included the striping out of lanes on both the entrance to I-16
EB and the entrance to the I-75 mainline so that only the left lane could exit to I-16 and the right
lane continued south on I-75. The interchange operated for many years under this condition until
the 1990s when an I-75 widening project and a separate maintenance project resulted in the
reclaiming of the previously striped out I-75 lane through the interchange. Both the I-75
widening project and the maintenance project were I-75 mainline capacity projects and did not
address the interchange deficiencies and safety concerns.
In November 1994, the Macon Metropolitan Planning Organization (MPO) first proposed in a
meeting with the GDOT and the City of Macon Engineer, a basic concept plan on aerial
photography for the improvement of the I-16/I-75 interchange and the interchanges at Spring
Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. Using this
basic concept plan, the GDOT then began the concept development work for the improvement of
the I-16/I-75 interchange and the three interchanges along I-16 east of I-75.
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Figure 1: Project Location Map
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These operational improvement projects were first proposed and programmed in the June 1995
Transportation Improvement Plan (TIP) for Fiscal Years (FY) 1996 -1998. These projects
included:
P.I. No. 311000 - I-16/Spring Street, Second Street, and Martin Luther King
(MLK) Jr. Boulevard/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
Interchange Improvements
P.I. No. 311410 – I-16 Widening 4 to 6 Lanes from I-75 to SR 11
P.I. No. 311005 – I-16 Widening 4 to 6 Lanes from SR 11 to MLK Jr. Boulevard
P.I. No. 311400 – I-75 Widening 4 to 6 Lanes from I-16 to Pierce Avenue
However, these projects were not fully developed or acted upon. One year later in June of 1996,
the proposed reconstruction of the I-16/I-75 Interchange which included the C/D system and
improvements for the interchanges at Spring Street, Second Street and MLK Jr.
Boulevard/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard was first programmed in
the TIP for Fiscal Years 1997-1999. This project was also placed in the 2025 Long Range
Transportation Plan (LRTP), which was adopted in June of 2000.
In 1999 September, the GDOT let a contract for validating the project concept, conducting public
information meetings, evaluating alternatives, conducting the necessary environmental studies,
preparing preliminary construction plans, and preparing final right-of-way plans for the I-16/I-75
Interchange Improvement project.
These projects are identified in the current Macon Bibb LRTP and Conformity Determination
Report (CDR), Macon Area Transportation Study 2035, and in the FY 2009-2013 Statewide
Transportation Improvement Plan as Projects MCN-10, MCN-66, MCN-13, and MCN-9. The
2035 Macon LRTP was recently amended to include the projects in the 2020 network year.
GDOT has also updated the I-16/I-75 projects for network year 2020 and ensured that the
projects are in the 2011-2014 TIP.
The LRTP and CDR were approved by the Macon Area Transportation Study (MATS) as the
public comment period ended March 23, 2010 with no significant comments. The LRTP and
CDR were approved by Environmental Protection Agency (EPA) and the Federal Highway
Administration (FHWA). Additionally, these projects with GDOT PI Nos. 311000, 311005,
311400, and 311410 have right-of-way approved for the FY 2011. However, there are no
construction funds approved for these projects.
1. Existing Conditions
The section of I-75 to be reconstructed currently has two lanes in each direction north of I-16,
and three lanes in each direction south of the I-16 interchange. The section of I-16 to be
improved currently has two lanes in each direction throughout the project limits, except for the
section between I-75 and Spring Street, which consists of three lanes in each direction.
The proposed project limits also include four major interchanges on I-16 and I-75. The
interchange of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and I-16 is one of only
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two fully developed interchanges in the project area. It is a full diamond interchange, but
operationally insufficient for the existing and proposed traffic (see Table 3: Average Annual
Daily Traffic and Levels of Service on page 8). Queues in the existing condition extend onto the
mainline of I-16 during peak traffic hours, creating a situation where drivers have to stop
unexpectedly, contributing to the high rear-end crash rate within the project area. The only other
full interchange in the project area is the I-16/I-75 interchange, which is characterized by poor
sight distance, short driver decision time and inadequate distance for weaving movements. Table
1 summarizes the type of interchanges and their existing characteristics.
The existing interchanges proposed for improvement include a number of major structures.
There are 20 bridges within the project corridor. The existing bridges and their dimensions are
shown in Table 2. None of the existing bridges can be considered structurally deficient
according to GDOT’s latest bridge inspection reports completed between May 2004 and June
2006 (see Table 2). The existing bridges are being replaced for either one or a combination of
the following reasons:

Conflict with 100-year flood. The I-16 mainline bridges and the Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard Bridge over the Ocmulgee River
do not meet the required one-foot of minimum freeboard over the 100-year flood
of the Ocmulgee River.
Insufficient pier spacing (lateral clearance) for either proposed roadway widening
or future railroad widening underneath.
Insufficient vertical clearance over either proposed roadway widening or future
railroad widening underneath. The profiles of several bridges, including Second
Street over I-16 and the Ocmulgee River, will need to be raised to accommodate
proposed roadway sections underneath. In the case of Second Street, I-16 must be
raised at this location to avoid inundation by the 100-year flood since it is an
evacuation route. The proposed Second Street Bridge must be raised by more
than four feet to provide vertical clearance. It was determined that replacing this
structure would be more economically feasible than jacking and widening the
existing structure (Bridge Type Survey Report, HNTB, 2005).
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Table 1: Existing Interchanges and Exit Ramp Summary
Location
I-16 at
Coliseum Drive/Martin
Luther King (MLK) Jr.
Boulevard
I-16 at
Second Street

Interchange
Type
Full Diamond
Partial
Cloverleaf

I-16 at
Spring Street

¾ Diamond
with Loop

I-16 at I-75

Directional “Y”
Type
Interchange

I-75 at Hardeman Avenue
and Forsyth Street

Split Diamond
Interchange

Description of Existing Ramps
I-16 EB exit to Coliseum Dr. (one lane)
I-16 EB entrance from Coliseum Dr. (one lane)
I-16 WB exit to Coliseum Dr. (one lane)
I-16 WB entrance from Coliseum Dr. (one lane)
I-16 WB exit to Second St. ( one lane loop)
I-16 EB exit to Spring St. (two lanes)
I-16 EB entrance from Spring St. NB only (one
lane)
NB Spring St. to I-16 WB (one lane loop)
SB Spring St. to I-16 WB (two lanes)
I-75 NB to I-16 EB (two lanes)
I-75 SB to I-16 EB (one lane)
I-16 WB to I-75 NB (one lane)
I-16 WB to I-75 SB (two lanes)
I-75 NB exit to Forsyth St. (one lane)
I-75 NB entrance from Hardeman Ave. (one lane)
I-75 SB exit to Hardeman Ave. (one lane)
I-75 SB entrance from Forsyth St. (one lane)
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Table 2: Summary of Existing Structures (Bridges)
Bridge
ID Number

Location of Existing Bridges

Length
(in feet)

Width
(in feet)

Sufficiency
Rating

Inspection
Date

021-0207-0

David Lucas Pedestrian Bridge over I-75

498

11.0

N/A*

05/03/04

021-0181-0

Walnut Street over I-75 @ MP 164.61

239

60.8

93.82

05/03/06

021-0048-0

392

62.7

63.18

05/03/06

313

34.4

64.43

05/17/04

247

34.4

56.62

05/17/04

564

34.5

67.33

06/06/06

430

34.5

66.22

06/06/06

198

40.3

86.25

05/12/04

209

40.3

90.57

05/17/04

287

34.4

57.00

05/17/04

021-0117-0

Riverside Drive over I-75
I-75 NB over ramp to I-16 EB and NorfolkSouthern Railroad
I-75 SB over Norfolk-Southern Railroad @
MP 164.99 (within interchange)
I-75 NB over Norfolk-Southern Railroad @
MP 165.58
I-75 SB over Norfolk-Southern Railroad @
MP 165.60
I-16 WB to I-75 SB ramp over I-75 NB
I-75 NB to I-16 EB ramp over NorfolkSouthern Railroad
I-16 WB to I-75 SB ramp over ramp to I-16
EB and Norfolk-Southern Railroad
I-16 EB over Ocmulgee River

840

46.0

70.36

05/30/06

021-0118-0

I-16 WB over Ocmulgee River

816

50.0

73.36

06/05/06

021-0119-0

I-16 EB over Spring Street

191

40.5

86.80

05/10/06

021-0120-0

I-16 WB over Spring Street
I-16 EB over Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard
I-16 WB over Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard
Second Street over I-16 and the Ocmulgee
River
Coliseum Drive/Martin Luther King (MLK)
Jr. Boulevard over Ocmulgee River

193

63.4

84.69

05/10/06

139

40.5

89.33

05/10/06

139

40.5

89.33

05/10/06

140

38.0

91.40

05/10/06

422

77.0

81.20

05/10/06

021-0095-0
021-0096-0
021-0097-0
021-0098-0
021-0114-0
021-0115-0
021-0116-0

021-0121-0
021-0122-0
021-0028-0
021-0015-0

Source: Georgia Department of Transportation
*N/A- Not available

C. Operational Deficiencies
The interchanges within the project area are generally not reflective of current interstate highway
design standards. When the existing interstate system in Macon was constructed in the mid1960s, interchange design at that point was a relatively new science. Many interchange
configurations that were considered "state of the art" in the 1960s and 1970s are, by today's
standards, considered unsafe and obsolete. With the exception of I-75 between I-16 and
Hardeman Avenue, the section of freeway proposed for improvements has not received any
substantial improvements (capacity or operational) since opening to traffic. Since the design of
these roadways in the early 1960s, the American Association of State Highway and
Transportation Officials (AASHTO) criteria for the geometric design of highways has become
more safety conscious. Differences between criteria found in the 1965 American Association of
State Highway Officials (AASHO) "blue book" and the current (2004) AASHTO "green book"
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account for numerous locations within the project area where existing roadways do not meet
current design standards. Major areas of concern in the existing project corridor are described in
the following paragraphs.
Currently, the distance between the Spring Street and Second Street interchanges with I-16 is
only 2,000 feet, and the distance between the Second Street and Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard interchanges with I-16 is only 1,500 feet. The close proximity of
these interchanges through downtown Macon contributes to the occurrence of crashes because
large numbers of vehicles are entering and exiting the freeway within a relatively short section of
roadway. Also, traffic flow and movements from downtown Macon are impacted by the partial
interchanges on I-16 located at Second Street and Spring Street, which limits accessibility to and
from the interstate.
In addition to the dense spacing of these interchanges, limited turning movement storage on
surface streets within the interchanges is a persistent problem that creates congestion and
contributes to deficient operations on the surface streets beyond exit and entrance ramps. A
project to improve operations within this corridor would need to separate traffic movements that
currently cause vehicles to weave in and out of travel lanes. Due to lane configurations and
limited section lengths, the weaving movements between the I-16/I-75 interchange and the I16/Spring Street interchange are of particular concern for this project because of the high number
of traffic crashes.
Also contributing to the operational deficiencies within the project corridor in the vicinity of the
I-16/I-75 interchange is the inadequate sight distance for I-75 SB traffic as the approach is made
toward the I-16 split. Currently, a short (less than 300-foot) one-lane exit for I-16 EB traffic
exists on the left side of I-75, which has two lanes at this location. The inadequate sight distance
occurs as a result of the existing horizontal and vertical geometry of I-75 to the north of the
interchange. Currently going into the split, there are 3 lanes of traffic. The left lane which is
short, at only 300 feet long, is the exit to travel on I-16 EB. The unexpected left exit causes
confusion for drivers, not only because it is on the left, but also because it is the expected
through movement. The other two lanes at the split (middle and right lanes) exit to I-75 SB.
Consequently, there is little driver decision time to enter the appropriate lane to proceed on EB I16 or SB I-75. This lack of adequate decision time and sight distance results in driver confusion
and erratic weaving movements on this portion of I-75, which has contributed to the historically
high crash rate for this section of freeway (see crash and injury data under Section I.C.3, Safety
Considerations). Attempts to eliminate this problem with improved signage have not been
successful. One of the main purposes of the proposed project is to improve the safety of the I16/I-75 interchange and other adjacent interchanges by addressing the operational deficiencies
such as the ones described previously in order to reduce the high number of crashes associated
with the I-16/I-75 interchange and to improve the overall safety of the facility.
1. Average Annual Daily Traffic and Levels of Service
The average annual daily traffic (AADT) for five cross-sections along the I-16/I-75 corridor was
developed, and the peak hour traffic conditions associated with those five sections were
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evaluated to determine each section’s worst-case existing level of service (LOS). The five
sections included three along I-16 and two along I-75. Level of service is a qualitative measure
of the operational efficiency of a roadway as they are seen from the driver’s perspective. There
are a total of six different LOS designations, from A to F, with LOS A representing the best-case
operational conditions with no delays in traffic and LOS F representing a complete breakdown in
traffic flow.
The LOS for these sections was examined for three time frames and for two conditions. The
LOS was evaluated for the existing conditions (2005), the Build year (2016) under the No-Build
and Build condition and the design year (2036) under the No-Build and Build condition. The
peak hour traffic conditions for the five sections on I-16 and I-75, including C/D roadways
associated with the 2016/2036 Build conditions, were evaluated using procedures contained in
the latest edition of the Highway Capacity Manual, a publication by the Transportation Research
Board in Washington, D.C.
I-16 Analysis
Table 3 summarizes the cross-section AADT and the worst-case peak hour LOS for three
sections along I-16 within the area of the proposed project. The LOS results in Table 3 are
general and are not completely indicative of individual roadway segment LOS conditions
experienced by the driver. For more detailed results, refer to the Interchange Modification
Report available at the GDOT Offices. That report provides the LOS results for each segment of
interstate and C/D roadways for each direction.
Table 3: Average Annual Daily Traffic and Levels of Service on I-16
I-16 Location
(From/To)

2005
Traffic
Conditions
AADT/LOS¹/(N)²

2016
No-Build
Condition
AADT/LOS¹/(N)²

2016
Build Condition
AADT/LOS¹/(N)²

2036
No-Build
Condition
AADT/LOS¹/(N)²

2036
Build
Condition
AADT/LOS¹/(N)²

From I-75 to
Spring Street

80,460/C (6)

112,550/E (6)

112,550/B (7/6)

157,000/F (6)

157,000/C (7/6)

From Spring
Street to
Coliseum
Drive/Martin
Luther King
(MLK) Jr.
Boulevard

52,120/D (4)

60,100/D (4)

60,100/A (4/7)

85,050/F (4)

85,050/B (4/7)

East of Coliseum
Drive/Martin
Luther King
35,680/B (4)
43,050/C (4)
43,050/C (4)
62,300/D (4)
62,300/D (4)
(MLK) Jr.
Boulevard
Source: Moreland Altobelli Associates, Inc. and the GDOT. Data as reported by the GDOT in the latest available
approved project concept report, which is based on actual traffic counts.
Notes: 1Worst case peak hour LOS as reported in – Interchange Modification Report, June 2010.
²The first number represents the number of mainline lanes and the second number represents the number of
lanes that are part of the C/D roadways and ramps.
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The existing AADT on I-16 ranges between 35,680 to 80,460 vehicles per day (vpd) from east of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to west of Spring Street. This
segment of I-16 has a corresponding LOS ranging from B to D. These LOS values indicate that
I-16 can generally meet the traffic demand for the existing year 2005.
To determine the year 2016 and 2036 traffic, regression analysis was conducted using 24-hour
historical count data obtained from GDOT to develop growth factors for the study area. These
growth factors were applied to the existing traffic to determine the projected 2016 and 2036
traffic volumes. These traffic volumes were compared to the traffic volumes from the MATS at
specific external and internal locations in the regional model. The projected traffic volumes
were adjusted and balanced based on the regional traffic model.
For the 2016 No-Build condition, the AADT on I-16 is projected to range from 43,050 vpd east
of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to 112,550 vpd west of Spring
Street, representing deterioration in the overall LOS compared to 2005. The LOS of I-16 from I75 to Spring Street will decrease from LOS C in 2005, to LOS E in 2016. Also, the LOS of I-16
east of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will decrease from LOS B in
2005 to LOS C in 2016. The LOS of the section of I-16 from Spring Street to Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard will remain the same at LOS D because there is
only a small increase in traffic volumes.
For the 2016 Build condition, the AADT on I-16 is projected to range from 43,050 east of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to 112,550 vpd west of Spring Street
(see Figure 2: Build and Design Year Average Annual Daily Traffic - Build Condition on I-16).
For the 2016 Build condition, the LOS will substantially improve at two locations while staying
the same at the third. On I-16 from I-75 to Spring Street, the LOS will substantially improve
from LOS E to LOS B. Level of Service B means that traffic is free flowing, although the
presence of other vehicles on the road begins to be noticeable. Minor traffic disruptions will
easily be absorbed into the traffic flow. Also, the LOS of I-16 from Spring Street to Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard will improve from LOS D to LOS A, which
means traffic is free flowing. East of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
the LOS will remain at LOS C.
The AADT on I-16 for the 2036 No-Build condition is projected to range from 62,300 vpd east
of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, to 157,000 vpd west of Spring
Street. The corresponding 2036 No-Build LOS conditions indicate that two sections of I-16 will
operate at LOS F. Level of service F will not meet the expectations of the motoring public and
indicates a total breakdown in traffic flow. The last section of I-16 east of Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard will operate at LOS D, which is an acceptable
LOS.
For the design year 2036 Build condition, the AADT on I-16 is projected to range from 62,300
vpd east of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to 157,000 vpd west of
Spring Street. The LOS results indicate a dramatic improvement over the failing levels of
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Figure 2: Build and Design Year Average Annual Daily Traffic - Build Condition on I-16
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service experienced under the 2036 No-Build condition. Two of the locations experienced an
improvement from LOS F to LOS C or B, while the third location remained the same at LOS D.
I-75 Analysis
Table 4 summarizes the AADT and the LOS for two sections along I-75 within the area of the
proposed project. The existing AADT for I-75 had a range from 67,000 vpd south of Pierce
Avenue to 80,100 vpd north of Hardeman Avenue. The LOS ranged from LOS D to LOS C
along this section of I-75. These LOS values indicate that I-75 can generally meet the traffic
demand for the existing year 2005.
Table 4: Average Annual Daily Traffic and Levels of Service on I-75
I-75
Location
(From/To)

2005
Traffic
Conditions
AADT/LOS¹/(N)²

2016
No-Build
Condition
AADT/LOS¹/(N)²

2016
Build Condition
AADT/LOS¹/(N)²

2036
No-Build
Condition
AADT/LOS¹/(N)²

2036
Build
Condition
AADT/LOS¹/(N)²

South of
Pierce
Ave.

67,000/D (4)

76,200/E (4)

76,200/C (7)

101,650/F (4)

101,650/D (7)

North of
Hardeman
80,100/C (6)
99,650/D (6)
99,650/B (6/5)
144,950/F (6)
144,950/C (6/5)
Ave.
Source: Moreland Altobelli Associates, Inc. and the GDOT. Data as reported by the GDOT in the latest available
approved project concept report, which is based on actual traffic counts.
Notes: 1Worst case peak hour LOS as reported in – Interchange Modification Report, June 2009.
²The first number represents the number of mainline lanes and the second number represents the number of
lanes that are part of the C/D roadways and ramps.

For the 2016 No-Build condition, the AADT on I-75 will range from 76,200 to 99,650 vpd. The
LOS on I-75 south of Pierce Avenue will deteriorate from LOS D to LOS E. North of Hardeman
Avenue, I-75 will deteriorate from LOS C to LOS D. For the 2016 Build condition, the AADT
on I-75 is projected to range from 76,200 vpd south of Pierce Avenue to 99,650 vpd north of
Hardeman Avenue (see Figure 3: Build and Design Year Average Annual Daily Traffic - Build
Condition on I-75). The LOS of I-75 south of Pierce Avenue will be LOS C and north of
Hardeman Avenue will operate at LOS B, representing an increase from LOS E and D,
respectively.
For the 2036 No-Build condition, the AADT on I-75 will range from 101,650 vpd south of
Pierce Avenue to 144,950 vpd north of Hardeman Avenue. The LOS for both of these sections
of I-75 will be LOS F. For the design year 2036 Build condition, the AADT on I-75 is projected
to range from 101,650 vpd south of Pierce Avenue to 144,960 north of Hardeman Avenue (see
Figure 3). For the 2036 Build condition, the LOS south of Pierce Avenue will be LOS D and
north of Hardeman Avenue, I-75 will operate at LOS C, representing an improvement from LOS
F. As is indicated in the preceding tables, existing and future AADT volumes demonstrate the
general need for substantial improvements in the area of the I-16/I-75 interchange.
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Figure 3: Build and Design Year Average Annual Daily Traffic - Build Condition on I-75
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2. Future Design Hour Traffic and Levels of Service
Future year (2036) freeway and surface street operations within the study area roadway network
were analyzed according to the latest version of the Highway Capacity Software (HCS). Future
traffic conditions were analyzed for the 2036 Build and No-Build condition. The LOS was
determined for basic freeway sections, ramp junctions, weaving sections, and signalized
intersections within the project limits. The Build condition consists of the Selected
Alternative/Alternative 9 and its related transportation improvements. Under the No-Build
condition, no action would be taken to construct any transportation improvements. See Appendix
E for Design Hour Traffic Volumes.
Analysis of Basic Freeway Sections
No-build and Build (Alternative 9) freeway segment analysis was conducted for one-way
freeway segments of I-75 and I-16 using projected year 2036 traffic volumes and lane
configurations. The LOS results with the associated direction and number of lanes for each
segment are shown in Table 5: Year 2036 Freeway Segment LOS Analysis Results.
The majority of the freeway segments will operate at capacity or a failing LOS under the 2036
No-Build condition. The only segments that are shown to be operating at LOS D or better for
both the AM and PM peak hour are I-75 from Hardeman Avenue to I-16 and I-16 east of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
TRAF-CORSIM, a network computer simulation program was used for this project to further
understand the operation of the interstate under the No-Build and Build conditions. The TRAFCORSIM simulation model of the No-Build condition indicates that the lack of capacity on I-75
south of Forsyth Street (outside the project limits) impedes the operations upstream on the
interstate, causing queuing on I-75 between I-16 and Hardeman Avenue during the AM peak
hour. It is proposed that the I-75 mainline from Forsyth Street to Mercer University Drive be
widened to four lanes in each direction as part of the Hardeman Avenue Forsyth Street
interchange project.
The simulation also shows that the lack of capacity for traffic exiting I-16 EB at Spring Street
creates back-ups through the I-16/I-75 interchange and along NB I-75 between Hardeman
Avenue and I-16 during the PM peak hour.
The Selected Alternative/Alternative 9 Build condition substantially improves the overall traffic
flow of the transportation corridor compared with the No-Build condition.
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Table 5: Year 2036 Freeway Segment LOS Analysis Results
No-Build
Build
Dir. No. of
AM
PM
No. of
AM
PM
Lanes (LOS) (LOS) Lanes (LOS) (LOS)
NHIM0-0075-01 (214), P.I. No. 311560 (I-75/Hardeman Ave./Forsyth St. Interchange)*
Freeway Segments
(From/To)

I-75 south of Forsyth St.

NB

3

E

D

4

C

C

I-75 south of Forsyth St.

SB

3

C

F

4

C

D

NHIM0-0016-01(131), NHIM0-0075-02(177), NH000-0016-01(104), NHIM0-0016-01 (092)
P.I. Numbers 311005, 311400, 311410, 311000
I-75 from Hardeman Ave. to I-16

NB

4

B

C

2

B

C

I-75 from I-16 to Hardeman Ave.

SB

4

C

D

3

A

C

I-16 from I-75 to Spring St.

EB

4

C

C

4

B

A

I-16 from Spring St. to I-75

WB

3

D

F

3

A

C

I-16 from Spring St. to Second St.

EB

3

C

B

4

B

A

I-16 from Second St. to Spring St.

WB

2

C

F

3

A

C

I-16 from Second St. to Coliseum Dr.

EB

3

C

B

2

A

A

I-16 from Coliseum Dr. to Second St.

WB

3

C

E

3

A

C

I-16 east of Coliseum Dr.

EB

2

C

C

2

C

C

I-16 east of Coliseum Dr.

WB

2

B

D

2

B

D

I-75 from I-16 to Pierce Ave.

NB

2

E

F

3

B

C

I-75 from Pierce Ave. to I-16

SB

2

F

E

3

D

C

NHIM0-0075-02 (211), P.I. No. 312090 (Widening of I-75 from Pierce Ave. to Arkwright
Rd.)
I-75 north of Pierce Ave.

NB

2

D

F

3

B

D

I-75 north of Pierce Ave.

SB

2

F

D

3

C

C

*

This project was analyzed with the recommended widening of I-75 mainline from Forsyth Street to Mercer
University Drive included in the Build condition.

Analysis of Ramp Junctions
Ramp junction analysis was performed for all ramp junctions under the year 2036 No-Build
Alternative and the Selected Alternative/Alternative 9. Results of all the ramp junction analysis
are shown in Table 6: Year 2036 Ramp Junction LOS Analysis Results.
The ramp junctions have failing levels of service at many of the same locations as the failing
freeway segments, indicating that the future traffic volume cannot be handled under a No-Build
Alternative. With the exception of the I-16 EB diverge to Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, the only ramp junctions to operate at a LOS D or better during both the
AM and PM peak hours are along I-75 between Hardeman Avenue and I-16, along I-16 between
14

Table 6: Year 2036 Ramp Junction LOS Analysis Results
No-Build
Ramp Junctions

AM
(LOS)

Build

PM
(LOS)

AM
(LOS)

PM
(LOS)

NHIM0-0075-01(214), P.I. No. 311560 (I-75/Hardeman Ave./Forsyth St. Interchange)*
I-75 NB diverge to Forsyth St.
Forsyth St. Ramp merge with I-75 SB

F
C

D
F

C
C

B
D

NHIM0-0016-01(131), NHIM0-0075-02(177), NH000-0016-01(104), NHIM0-0016-01(092)
P.I. Numbers 311005, 311400, 311410, 311000
Hardeman Ave. merge with I-75 NB
I-75 SB C/D diverge to Hardeman Ave.
I-75 SB diverge to Hardeman Ave.
I-75 NB diverge to I-16 EB
I-75 SB C/D merge with I-75 SB
I-16 WB merge with I-75 SB
I-16 EB diverge to Spring St.
I-16 EB C/D diverge to Spring St.
Spring St. merge with I-16 EB
I-16 EB diverge to Coliseum Dr.
I-16 WB C/D merge with I-75 SB
I-75 NB C/D diverge to I-16 EB C/D
Second St. merge with I-16 EB
Coliseum Dr. merge with I-16 EB
I-16 WB diverge to Coliseum Dr.
I-16 WB diverge to WB C/D
I-16 WB diverge to Second St.
Coliseum Dr. merge with I-16 WB
I-16 WB C/D diverge to I-75 NB C/D
Spring St. SB merge with I-16 WB
Spring St. NB merge with I-16 WB
I-16 WB diverge to I-75 SB
I-16 west-to-north C/D merge with I-75 NB
I-16 EB merge with I-75 NB
I-16 WB merge with I-75 NB

C

C

C
C

D
D

D
C

E
C

C
C

C
C

B
B

B
D

C
C

F
E

D
C
F
F
D
F

F
F
F
F
D
F

B
D

B
B

B
A
A
D
A

C
B
B
B
B

C
C
B
B
C
B
B

B
B
C
A
B
D
D

A
B

B
B

A
B
B
A

B
B
A
B

NHIM0-0075-02(211), P.I. No. 312090 (Widening of I-75 from Pierce Ave. to Arkwright Rd.)
I-75 SB diverge to I-16 EB
I-75 NB diverge to Pierce Ave.
Pierce Ave. merge with I-75 NB
I-75 SB diverge to Pierce Ave.
Pierce Ave. merge with I-75 SB

F
F
D
F
F

F
F
F
E
D

D
B
B
C
C

D
C
C
C
C

* This project was analyzed with the recommended widening of I-75 mainline from Forsyth Street to Mercer
University Drive included in the Build condition.
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I-75 and Spring Street, and along I-16 east of Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard. These also happen to be the only three freeway segments found to operate at LOS D
or better under the HCS analysis. Similar to the freeway segment analysis, all of the ramp
junctions under the Selected Alternative/Alternative 9 will operate at LOS D or better under the
Build condition.
Analysis of Weaving Areas
Two weaving areas on I-16 were analyzed under the 2036 No-Build condition. The results are
provided below in Table 7: Year 2036 No-Build Weaving Area LOS Analysis Results. For the
No-Build condition, both were identified and analyzed as type “A” weaving areas, or rampweave sections, consisting of an on-ramp closely followed by an off-ramp, where an auxiliary
lane joins the two. The geometric configuration of a type “A” weave must require one vehicular
lane transition to successfully complete the weaving maneuver. For a type “A” weave analysis,
the length of the weaving segment cannot exceed 2,500 feet. The two weaving segments for the
no-Build condition, shown in Figure 4: Weaving Diagram – I-16 EB between Spring Street and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Figure 5: Weaving Diagram - I-16
WB between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Second Street, are
projected to operate at LOS F during either the AM or PM peak hour.

Table 7: Year 2036 No-Build Weaving Area LOS Analysis Results
Freeway

I-16

Weaving Area Limits (From/To)
Spring Street on-ramp to Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard off-ramp
Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard on-ramp to Second Street off-ramp

* Indicates the number of lanes for that particular segment.
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Type

Dir.

N*

Length
(ft.)

AM

PM

A

EB

3

1325

F

D

A

WB

3

1200

E

F

Figure 4: Weaving Diagram – I-16 Eastbound between Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard

Figure 5: Weaving Diagram – I-16 Westbound between Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard and Second Street
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For the Build condition, the change in configuration of the freeway system and the addition of a
C/D road system has eliminated the level and type of weaving traffic that occurs along the I-16
mainline. The proposed C/D system allows traffic that would normally utilize I-16 to utilize the
C/D roads for ramp movements. The type “A” weaves that exist in the No-Build condition will
no longer exist under the Selected Alternative/Alternative 9; however, a type “B” weave will
exist on the I-16 EB C/D system between the I-16/I-75 interchange and the Second Street offramp. A type “B” weave is where weaving vehicles in one direction may complete a weaving
maneuver without making a lane change, and other vehicles in the weaving segment must make
one lane change to successfully complete a weaving maneuver. This segment is projected to
operate at LOS C for both the AM and PM peak periods, as shown in Figure 6: Weaving
Diagram – I-16 EB C/D between I-75 and Spring Street.
Figure 6: Weaving Diagram – I-16 Eastbound C/D between I-75 and Spring Street

Under the No-Build condition, the weaving segment of I-75 NB between the Hardeman Avenue
entrance ramp and I-16 split was evaluated even though the length of the weave exceeds 2,500
feet. This weave is a type “C,” where motorists must transition two lanes to continue on I-75
NB. The results of the analysis indicate that this weave is operating at a LOS D and LOS E
during the AM and PM peak hours, respectively, as shown in Figure 7: Weaving Diagram - I-75
NB between Hardeman Avenue and I-16.
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Figure 7: Weaving Diagram - I-75 Northbound between Hardeman Avenue and I-16

Under the Build condition, this weave is eliminated; however, the Selected
Alternative/Alternative 9 has a type “B” weaving segment on the I-75 NB C/D road between
Hardeman Avenue and Spring Street/Second Street. This weaving segment will operate at LOS
C during both the AM and PM peak hours as shown in Figure 8: Weaving Diagram – I-75 NB
C/D between Hardeman Avenue and Spring Street/Second Street.
Figure 8: Weaving Diagram - I-75 northbound C/D between Hardeman Avenue and
Spring Street / Second Street
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Analysis of Signalized Intersections
Intersection capacity analysis for 2036 No-Build and Build conditions was conducted and the
results are summarized in Table 8: Year 2036 Build Intersection LOS and (Vehicle Delay)
Analysis Results.
Table 8: Year 2036 Build Intersection LOS and (Vehicle Delay) Analysis Results
No-Build
Intersection

Build

AM
PM
AM
PM
LOS (delay) LOS (delay) LOS (delay) LOS (delay)

Spring Street @ I-16 WB on-ramp/Emery Hwy

F (119.8)

B (19.9)

B (16.8)

B (16.1)

Spring Street @ I-16 EB off-ramp

E (79.4)

E (73.8)

C (33.8)

C (34.9)

C (23.5)

C (32.1)

Second Street @ I-16 EB off-ramp
Second Street @ I-16 WB off-ramp **
Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard @ I-16 WB off-ramp **
Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard @ I-16 EB off-ramp
Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard @ Riverside Drive

F (184.0)

F (704.4)

B (17.7)

B (15.1)

F (1301)

F (>12000)

C (23.6)

D (38.4)

F (119.4)

F (446.4)

D (42.0)

D (50.3)

B (19.7)

E (61.7)

C (21.8)

D (54.7)

* Values are given in seconds per vehicle delay
** Unsignalized analysis for the No-Build Condition only

The results indicate that the proposed intersections will operate at an acceptable LOS D or better
under the year 2036 Build condition. These levels of service indicate an improvement compared
to the year 2036 No-Build analysis, in which all but one intersection will operate at LOS E or F
during one or both peak hours.
In summary, future traffic conditions with regard to the overall freeway system, C/D system, and
surface street network will operate substantially better under the proposed Selected
Alternative/Alternative 9 as compared to the No-Build condition. The full extent of the project
impact is measured in terms of the improved operational LOS on key freeway segments,
weaving segments, and ramp junctions, which all result in improved safety along these sections
of the interstates.
3. Safety Considerations
Crash data indicates the need for major improvements to the congested I-16/I-75 interchange.
From 2001 through 2008, there were 3,433 crashes on the mainline of the two interstates within
the project area (see Table 9: Crash, Injury and Fatality Rates for I-16/I-75). As a result of these
crashes, 1,508 injuries and 3 fatalities were recorded in the proposed project area. In 2008, the
most recent year for crash data tabulation, there were 332 crashes on the combined I-75 and I-16
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interstates of the project area. For 2008, the crash rate on the portions of I-16 to be reconstructed
was nearly twice the statewide rate for comparable interstates.
Table 9: Crash, Injury and Fatality Rates for I-16/I-75
Year

Total
No. of
Crashes

I-16
Crash
Rate

Statewide
Crash
Rate

Total
No. of
Injuries

I-16
Injury
Rate

Statewide
Injury
Rate

Total
No. of
Fatalities

I-16
Fatality
Rate

Statewide
Fatality
Rate

2001
2002
2003
2004
2005
2006
2007
2008

255
280
264
247
250
215
215
222

574
654
718
591
480
409
358
370

201
204
200
190
206
200
186
187

160
152
125
112
93
87
106
93

360
355
340
268
179
165
177
155

51
49
48
44
49
46
43
43

1
0
1
0
0
0
0
0

2
0
3
0
0
0
0
0

0.81
0.54
0.71
0.59
0.77
0.73
0.58
0.62

Year

Total
No. of
Crashes

I-75
Crash
Rate

Statewide
Crash
Rate

Total
No. of
Injuries

I-75
Injury
Rate

Statewide
Injury
Rate

Total
No. of
Fatalities

I-75
Fatality
Rate

Statewide
Fatality
Rate

2001
2002
2003
2004
2005
2006
2007
2008

246
237
244
144
185
221
98
110

269
253
254
155
209
247
147
165

201
204
200
190
206
200
186
187

115
83
84
54
85
81
37
41

125
89
87
58
96
90
56
62

51
49
48
44
49
46
43
43

1
0
0
0
0
0
0
0

1
0
0
0
0
0
0
0

0.81
0.54
0.71
0.59
0.77
0.73
0.58
0.62

All Rates are crashes, injuries, or fatalities per 100 million travel miles. Rates are calculated using the following formula:
Rates = Number of crashes, injuries or fatalities / 365 x ADT of roadway section x length of roadway section in miles x 108
Source: Georgia Department of Public Safety, Crash Reporting Unit.

In 2008, there were 134 injuries resulting from traffic crashes on the combined I-75 and I-16
interstates in the project area. In 2008, the injury rate on the portions of I-16 to be reconstructed
was approximately 3.6 times the statewide rate and for I-75 was 1.4 times the statewide rate for
comparable interstates.1
The combined crash data for the proposed reconstruction of the I-16/I-75 interchange and three
additional interchanges indicates that both crashes and injuries exceed the statewide rate on these
two urban interstates. One fatality occurred in 2003 and contributed to a fatality rate of three (3)
fatalities per 100 million vehicle miles of travel. Two other fatalities occurred in 2001 on both I75 and I-16 and were computed at the rate of one (1) and two (2) fatalities per 100 million
vehicle miles, respectively. The statewide rate for fatalities for comparable interstates in 2003
was 0.71 and 0.81 in 2001. A separate evaluation of the crashes on these two interstates

1

To calculate this number, the 2008 rate was divided by the statewide rate.
21

indicates distinctive patterns of crashes indicating different causes for the high number of crashes
on each of the freeways. This evaluation is presented in the paragraphs below.
A further evaluation of the 2008 crash data on the I-16 portion of the project indicates that 47
percent of these crashes were rear-end collisions. This high number of rear-end collisions
coupled with the high number of injuries as a result of these crashes indicates that the traffic
congestion on I-16 in downtown Macon results in a high number of moving vehicles crashing
into decelerating or stopped vehicles. These types of crashes are common for exiting vehicles
that queue onto the mainline of the interstate. This situation can occur suddenly causing rear-end
collisions because driver decision time is short and the slower or stopped traffic is unanticipated.
The crash data supports the need to separate local traffic destined for the downtown Macon exits
from through traffic on I-16. Through traffic will then encounter less decelerating or stationary
traffic on the mainline of I-16.
A further evaluation of the crash data on the I-75 portion of the project indicates that rear-end
collisions accounted for 33 percent of the crashes. Sideswipe/angle collisions accounted for 22
percent of all crashes on I-75 and 24 percent on I-16. In addition, 32 percent of the crashes on I75 involved cars colliding with objects off the road. This crash data is indicative of problems
with weaving, sight distances, and short driver decision time.
One previous example of this occurs on SB I-75 just north of the I-16 split. Motorists’ view of
the approaching I-16/I-75 split is obscured due to the existing horizontal and vertical geometry
entering this interchange. At this point drivers have very little decision time to weave into the
appropriate lane to continue on I-75 south or to transition to EB I-16. A second example is the
merge of WB I-16 with SB I-75. Driver decision time and weaving opportunities are inadequate
for drivers exiting on Hardeman Avenue or Forsyth Street. The proposed improvements will
address these existing conditions.
A summary of the crash data is illustrated on Figure 9: I-16 and I-75 Crash Data Diagram. This
diagram shows the location that the crashes are occurring on the I-75 and I-16 mainlines. The
section of I-16 that has the most crashes for all six years is between I-75 and the Spring Street
Interchange. Most of the crashes occur at the gore point, which is the final decision point
between exiting to Spring Street and continuing on I-16 eastbound. The weaving section on I-16
EB between I-75 and Spring Street is a “Type C” weave, which is characterized as a weaving
section that requires two vehicular lane changes to successfully complete the weaving maneuver.
As shown in Figure 8, crashes can be directly attributed to the inability to negotiate lane changes
in this weaving section.
The section of I-16 that has the second highest number of crashes is the merge point between I16 WB mainline and the Spring Street on-ramps. Currently, the loop ramp from Spring Street
joins the WB mainline with a parallel acceleration lane that abruptly ends with a short taper. The
tapered end of the lane is hidden from sight by the vertical crest of the I-16 bridge over Spring
Street. At this point, drivers have very little decision time to merge onto I-16. Additionally, this
merge point is closely followed by the two-lane ramp merge from SB Spring Street. The twolane on-ramp merges the left lane with I-16 instead of the right lane of the two lane entrance.
Therefore motorists in the left lane are forced to merge with I-16 or merge into the right lane.
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Figure 9: I-16 and I-75 Crash Data Diagram

23

This merge does not give drivers enough decision time or lane-changing opportunities and
frequently results in sideswipe collisions.
It is anticipated that the operational efficiency improvements proposed for the I-16/I-75
interchange as well as improvements to other interchanges in the project area would create safer
facilities for the motoring public. The increase in operational efficiency on both I-16 and I-75
would allow an improved LOS with less congestion, improved sight distances, and reduced
weaving movements/conflict points, which should result in fewer crashes.
The safety and operational improvements with this project will not be limited to the interstate
mainlines. At each of the proposed interchanges, the local streets will also be improved as
necessary to comply with current state and federal design criteria. The following is a breakdown
of traffic/safety improvements that will occur on major crossroads within the project corridor:
Hardeman Avenue: The Craft Street intersection will be closed and Craft Street
terminated with a cul-de-sac due to its close proximity to the exit ramp from I-75 SB. This
intersection is currently located within 60 feet of the off-ramp intersection. Current GDOT
guidelines require a minimum of 300 feet for access control (limited access) from the
radius return of interchange ramps. Closing this intersection will remove conflicts that
occur between vehicles turning right onto Hardeman Avenue from I-75 SB and vehicles
turning onto Craft Street. Two commercial driveways on Hardeman Avenue on the east
side of the I-75 interchange will be closed for the same reason as described previously for
Craft Street above. Both of these driveways provide access to the existing business on the
corner of Hardeman Avenue and Middle Street. Access to this property will still be
provided via an existing driveway on Middle Street.
Spring Street: The McDonalds driveway from Spring Street will be closed due to its
proximity (less than 50 feet) to the proposed ramp to I-16 WB. Access to this property
will still be provided via an existing driveway on Baconsfield Drive. The through
movement from Emery Highway to the I-16 WB entrance ramp at Spring Street will not
exist in the proposed condition. These modifications at Spring Street will improve traffic
flow through the interchange and improve safety by reducing the weaving that results from
local ingress/egress adjacent to the interstate ramps.
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard: An existing driveway into the
Centreplex parking lot is proposed to be closed due to its proximity (less than 50 feet) to
the proposed entrance ramp to I-16 WB. This is one of two driveways that currently
service the Centreplex from Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
This serves as a secondary drive – the primary entrance is located approximately 1,500
feet to the north on Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, outside of
the limits of this project. It should be noted that an additional Centreplex exit is proposed
on Second Street directly across from the entrance ramp to I-16 WB as part of this project.
This will enhance traffic flow exiting the Centreplex during events by providing egress
onto two routes and by providing more direct access onto the interstate. Removal of the
secondary drive on Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will
improve traffic flow and safety through the interchange.
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4. Storm Evacuation
In 1999, Hurricane Floyd threatened the Georgia coast and an evacuation of coastal areas was
advised. EB traffic was halted on I-16 and all lanes were used for the WB evacuation. The I16/I-75 interchange, which currently only provides a single lane for the movement from I-16 WB
to I-75 NB, proved to be a major bottleneck for traffic headed away from coastal areas 2 (see
Figure 10: Regional Location Map). The proposed project directly addresses the hurricane
evacuation route capacity issue by widening the ramp from I-16 WB to I-75 NB from one to two
lanes. Another improvement within the project corridor that will benefit hurricane evacuation
will be the construction of a WB C/D road adjacent to I-16. The two-lane C/D road will provide
additional capacity through downtown Macon in an evacuation event. Also, construction of 12foot shoulders on the interstate mainline will aid in improving the evacuation route. The primary
purpose for the wide, paved shoulders is to provide refuge for disabled vehicles and access for
emergency vehicles. During an evacuation event, the shoulders could be utilized for additional
capacity through downtown Macon.
D. Logical Termini
The northwestern logical terminus for the proposed improvements to the I-16/I-75 interchange is
a point just southeast of the I-75/Pierce Avenue interchange, which is approximately 1.8 miles to
the northwest of the I-16/I-75 interchange. The Pierce Avenue interchange is located at a
sufficient distance from the I-16/I-75 interchange such that the safety issues related to
operational deficiencies identified within the I-16/I-75 Interchange Improvement project will be
addressed prior to reaching this location. Therefore, improvements to the I-75/Pierce Avenue
interchange are not needed to improve the operations of the I-16/I-75 interchange. The proposed
improvements to correct the horizontal and vertical alignment inadequacies at the I-16/I-75
interchange SB split, coupled with a sight distance problem for SB traffic approaching the I-16/I75 interchange at the I-75 bridge over the Norfolk Southern Railroad, also require that
improvements to I-75 be extended back to a point just southeast of Pierce Avenue. These
improvements are necessary to correct sight distances and to increase driver decision time for
traffic making the transition from SB I-75 to EB I-16. The reduced sight distance results in
erratic weaving and preventable crashes. In order to address this condition, the I-75 profile and
alignment must be altered to a point well north of the bridge over the railroad. Additionally, a
separate project is underway to improve the I-75/Pierce Avenue interchange and the section of I75 between the I-75/Pierce Avenue interchange and the I-75/Arkwright Road interchange
[Project NH-IM-75-2(211), PI 312090]. This project is currently in the right-of-way phase and
anticipated to be constructed prior to construction of the I-16/I-75 Interchange Improvement
project. The proposed I-16/I-75 Interchange Improvement project will match the six-lane section
of the Pierce to Arkwright project to provide lane continuity on I-75; therefore the southeast
terminus of PI 312090 will be the logical northwestern terminus of the I-16/I-75 Widening and
Interchange Improvement project.

2

As a result, GDOT commissioner Wayne Shackelford announced to the Atlanta Journal Constitution that plans
were underway to re-engineer this interchange to improve future evacuations.
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Figure 10: Regional Location Map

The eastern logical terminus for the proposed improvements to I-16 is east of the I-16/Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard interchange, which is located approximately 1.6
miles southeast of the I-16/I-75 interchange. The identified problems in this area are the signage,
weaving movements between closely spaced interchanges, and exiting traffic queuing onto the
mainline of I-16. The completion of the proposed improvements will address these problems.
The next I-16 interchange east of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard is I16/SR 87. This interchange is located several miles to the east of Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard. No weaving or other operational deficiencies related to the safety
issues of the I-16/I-75 interchange have been identified east of the I-16/Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard interchange. Operational improvements will, therefore, end at
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the I-16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange with the tapering
of lanes and restriping continuing for approximately 4,300 feet east of this interchange to
accommodate the transition back to the existing lane configuration of I-16.
The 2005 AADT on I-16 west of the I-16/Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard interchange was 52,120 (LOS D in 2005). The 2005 AADT east of the I-16/Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard interchange was 35,680 (LOS B in 2005). As
this traffic data illustrates, the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
interchange handles a substantial volume of ingress/egress traffic and traffic volumes on the
interstate mainline drop by 32% east of this interchange. This break in traffic volume combined
with the absence of the weaving problem east of the I-16/Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard interchange makes this interchange the logical eastern project terminus.
Currently I-75 SB traffic must exit to the left to access the I-16 interchange, which creates
reduced driver expectancy, poor lane continuity, and unacceptable weaving movements on
mainline I-75 SB between Hardeman Avenue and I-16. In order to correct these operational
deficiencies, the southern logical terminus for the proposed improvements to the I-16/I-75
interchange is north of the I-75/Hardeman Avenue/Forsyth Street interchange, which is
approximately 1.1 miles south of the I-16/I-75 interchange. The I-75/Hardeman Avenue/Forsyth
Street interchange is located a sufficient distance south of the I-16/I-75 interchange such that all
safety issues and operational deficiencies identified in the I-16/I-75 interchange will be
addressed prior to this location. Therefore, improvements south of the I-75/Hardeman
Avenue/Forsyth Street interchange are not necessary to improve the safety and operations of the
I-16/I-75 interchange. A separate GDOT project is planned to improve the I-75/Hardeman
Avenue/Forsyth Street interchange. The plan concentrates primarily on the ramp location, access
issues, and capacity and operations of Hardeman Avenue and Forsyth Street rather than I-75
mainline operations.
1. Project Identification
The proposed improvements to the I-16/I-75 interchange from Pierce Avenue to the northwest,
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to the east, and Hardeman Avenue to
the south, are included in the MATS Adopted Transportation Plan and the TIP. Project NHIM00016-01(092), PI 311000, the widening/reconstruction of I-16 from SR 11 to SR 87, is in the TIP
as MCN-10. Project NHIM0-0016-1(131), PI 311005, the widening of the I-16 bridge at Martin
Luther King Drive, is in the TIP as MCN-66. Project NHIM0-0075-02(177), 311400, the
widening/reconstruction of I-75 from County Route 478 to I-16, is in the TIP as MCN-13.
Project NH000-0016-01(104), PI 311410, the reconstruction of the I-16/I-75 interchange, is in
the TIP as MCN-9.
2. Other Road Improvement Projects in the Area
Other road improvement projects in the area of the proposed project include the proposed
improvements to the I-75/Hardeman Avenue/Forsyth Street interchange. This planned
improvement concentrates primarily on the ramp location, access issues, and capacity and
operations of Hardeman Avenue and Forsyth Street rather than I-75 mainline operations. This
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project, IMNH0-0075-01(214), is in the TIP as MCN-4, and is also identified as PI 311560 (see
Figure 11: Other Road Improvement Projects in the Area). Improvements proposed with PI
311560 are restricted to the connecting ramps between Hardeman Avenue and Forsyth Street,
and the addition of a dual right turn from the NB I-75 exit ramp to EB Forsyth Street. These
improvements are beyond the limits of construction for the I-16/I-75 project (PI 311410), which
will be restricted to the ramps north of Hardeman Avenue. The improvements with these
projects are not inter-dependant and neither project would preclude work by the other. This
project is currently in Long Range and is still in the concept phase.
Project NHIM0-0075-02(211), PI 312090, proposes to reconstruct I-75 from a four-lane road to a
six-lane road from Pierce Avenue to Arkwright Road. Preliminary plans for this project are
complete and right-of-way acquisition is complete. Construction is currently programmed for
FY 2010 and the project letting is scheduled for April 2010.
A sound barrier was determined to be necessary along I-75 NB within the limits of PI 312090
and the adjacent part of the I-16/I-75 Interchange Improvement project PI 311400. GDOT is
proposing to construct the entire length of this barrier as part of project PI 312090. There are not
any existing or proposed utilities within the interstate right-of-way that require coordination
between these projects. Interstate lighting will be coordinated as part of the final design process
for both projects.
Project CSTEE-0008-00(072), PI 0008072, proposes to construct the Ocmulgee Heritage Trail
multi-use path along the Central of Georgia Railroad on the southwest side of the Ocmulgee
River between Rose Hill Cemetery and Amerson Waterworks Park. Final design plans are
presently underway. Also associated with the Ocmulgee Heritage Trail system, Project CSMSL0008-00(950), PI 0008950, proposes to add an overlook to the Water Works Park. Project
CSHPP-0007-00(636), PI 0007636, proposes to add walkways within the Water Works,
Ocmulgee and Central City Parks. Project CSTEE-0008-00(986), PI 0008986, proposes to add
an extension to Walnut Creek from the Ocmulgee Heritage Trail. Project CSTEE-0008-00(072),
PI 0008072, begins at the entrance of Riverside Cemetery, west of I-75, and ends before the trail
crosses I-16. Per discussion with the overseers of the Ocmulgee Heritage Trail Master Plan, these
projects are currently funded and anticipated to move forward in the next couple of years (see
Appendix G for the Ocmulgee Heritage Trail Master Plan - March 2008).
Projects STP00-3223-00(004)/BRMLB-3223-00(006), PI 351090/PI 351095; STP00-322300(002), PI 342080; STP00-3223-00(005), PI 351080; and STP00-0000-00(835), PI 0000835,
would widen Jeffersonville Road from a two-lane rural section to a five-lane urban section from
Emery Highway (U.S. 23, U.S. Alt 129, SR 19, SR 87) to Emery Road (U.S. 80, SR 57), and
would widen Millerfield Road from a two-lane rural section to a five-lane urban section from
Jeffersonville Road to New Clinton Road. This project is currently in the preliminary
engineering phase and right-of-way is programmed for FY 2015.
Project CSHPP-0007-00(612), PI 0007612 proposes to add sidewalk to a 1.35-mile section of
Riverside Drive (SR 87). The project concept for this project has been approved. Construction
was scheduled for FY 2010; however, it is currently proposed to move out to FY 2011.
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Figure 11: Other Road Improvement Projects in the Area
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Project CSHPP-0007-00(650), PI 0007650 proposes to add sidewalk, pedestrian improvements,
and lighting along Riverside Drive (SR 87). Environmental compliance for this project has been
completed. Construction is scheduled for FY 2010.
Project NH000-0016-01(191), PI 363630, proposes to extend Eisenhower Parkway from its
existing terminus at Lower Boundary Street in East Macon over to Emery Highway on the north
side of I-16. This project is presently in the environmental phase and the specific project
alternative has not yet been determined; therefore, the location of this project has not been
identified on Figure 11. It is currently in Long Range.
II.

DESCRIPTION OF ALTERNATIVES

A. Alternatives Considered
Ten alternatives, excluding the “No-Build” Alternative and the GDOT Initial Concept, were
developed and evaluated to varying degrees to meet the goals of the project. The following
describes the alternatives analysis process.
During the development stage of the proposed project, eight alternatives for improving the safety
and operational characteristics of the I-16/I-75 interchange were developed and evaluated.
Concurrently with the development of alternatives, criteria for evaluating the alternatives were
developed. The development of alternatives and evaluation criteria was the result of input from a
local Citizens Advisory Committee (CAC), numerous public information meetings, and a
government agency coordination meeting. The Initial Concept for the project was developed in
the 1990s. The other alternatives, including the original Preferred Alternative (Alternative 7),
were developed within the 1999/2000 timeframe.
Each of the concept alternatives was presented to a local CAC for review and comment. Input
from the CAC, as well as work sessions with FHWA, and input from the public were beneficial
to the project team’s development of the Selected Alternative/Alternative 9.
The original Preferred Alternative (Alternative 7) was the eighth alternative introduced to the
CAC. The concept was a hybrid model that responded to problems encountered with the other
seven concepts that were being evaluated (the Initial Concept and Alternatives 1-6). A set of
criteria was applied to the development of a matrix that identified the overall benefit of a
proposed concept. The original Preferred Alternative (Alternative 7) was chosen for its success
in best meeting the evaluation criteria outlined by the CAC (see Table 10, Project Criteria Matrix
2001).
1. Evaluation Criteria
Safety. As indicated previously and in the Need and Purpose of this document, improving the
safety characteristics in the area of the I-16/I-75 interchange is very important. Each of the eight
alternatives was evaluated to determine their capability to reduce the crash rate and improve
safety throughout the corridor.
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Driver Expectancy. Since the completion of the I-16/I-75 interchange and other downtown
interchanges, there have been concerns about driver confusion. Traffic congestion, poor sight
distance, the close proximity of interchanges, and inadequate signage has caused driver
confusion. Each of the eight alternatives was evaluated to determine whether the alternative
would eliminate or substantially reduce driver confusion.

Table 10: Project Criteria Matrix 2001

Key: Excellent – meets all criteria; Good – meets most criteria; Needs Improvement –
meets few criteria; Unacceptable – meets no criteria. Alternatives 8, 9, and 10 were not
developed at the time of this evaluation and could therefore not be included in this
matrix.

Congestion. As discussed in the Need and Purpose section of this document, eliminating or
reducing traffic congestion in the area of the I-16/I-75 interchange has been identified as a
primary need in order to improve the safety for the proposed project. Both the mainline
interstates and the downtown interchanges endure “gridlock” conditions of unacceptable
duration. Traffic regularly backs up from interchanges to the mainline of the interstates. Each of
the eight alternatives was evaluated to determine if they would eliminate or alleviate congestion.
Constructability. The degree of difficulty to construct a project and the duration of the
construction are important considerations, especially when interstate highways are being
improved. Each of the eight alternatives was evaluated to determine if their construction was
feasible without major disruptions to the existing roadway operation and to determine the
duration of the construction time.
Cost. In a project of this magnitude, cost is a major concern. Each of the eight alternatives was
evaluated to determine if the benefits of the project would justify the cost. The source of funds
for constructing the proposed project was also evaluated.
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Property Impacts. New right-of-way requirements and the number of residential, commercial
and institutional displacements need to be taken into consideration on any road project. Each of
the eight alternatives was evaluated with respect to right-of-way needs and the potential for
displacements.
Environmental Impacts. Minimizing the impacts to the natural and the built environment must
be taken into consideration for any project where public funds will be used. Compliance with
numerous federal and state laws, regulations, and Executive Orders concerning the environment
has been taken into account. Each of the eight alternatives was evaluated with respect to
environmental concerns.
Cultural Impacts. Impacts to cultural resources were a major concern on this project. The City
of Macon has a number of historic districts as well as individual historic properties. The
presence of the Ocmulgee National Monument and the associated Traditional Cultural Property
(TCP) were major concerns. Each of the eight alternatives was evaluated with respect to their
impact on cultural resources.
Aesthetics. The look and feel of the project and how it will be viewed aesthetically was
evaluated. There is a desire for the proposed project to create a favorable gateway for the City of
Macon. Each of the eight alternatives was evaluated with respect to aesthetics and their
contribution toward an attractive approach to the city.
Pedestrians. Accommodating pedestrians and making the proposed project pedestrian friendly
was an important component in the analysis. Pedestrian facilities need to be incorporated into
the final design. Each of the eight alternatives was evaluated for the capability of
accommodating pedestrians.
Geometric Improvement Considerations
As identified previously, Alternative 7 was originally chosen as the Preferred Alternative;
however, the following problem areas still existed for this alternative:
Reduced driver expectancy on mainline I-75 SB due to left hand I-16 EB access;
Poor lane continuity on mainline I-75 due to left hand I-16 EB access;
Unacceptable weaving movements on mainline I-75 between Hardeman Avenue and I16; and
Undesirable weaving movements on WB C\D road between Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard and Second Street.
Alternative 7 was identified as the preferred concept alternative in August 2000 following an
extensive process of public involvement and agency coordination. In January 2003, following
their review of the draft Environmental Assessment (EA), FHWA recommended that the project
team revisit the project geometry. This recommendation included the removal of all left-hand
ingress/egress from the I-75 mainline.
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In order to develop an alternative that met the criteria of entering the interstate mainline on the
driver’s right side, three additional alternatives were developed. Using the evaluation criteria
developed by the CAC, these additional alternatives, identified as Alternative 8, Alternative 9
(Selected Alternative), and Alternative 10, were evaluated similarly to the initial alternatives.
Three additional alternatives suggested by concerned citizens were also compared. See Table 11
Table 11: Project Criteria Matrix 2005

As a result of FHWA stressing the safety concern regarding the ramps entering on the left hand side rather than the
right hand side, the “safety” criteria was revised to be “unacceptable” for alternatives that entered the interstate
from the right.

which includes a comparison of these additional alternatives. Also see Section IV, Section 4(f)
Evaluation for a more detailed description and graphics of all alternatives evaluated for the I16/I-75 project.
In addition to the criteria as identified above to screen the alternatives and determine which
alternative was preferred, a constructability review was held between the project engineers,
GDOT Urban Design, GDOT District 3, and Bibb County on January 30, 2008. The minutes of
this constructability review are contained in Appendix B. In addition to the constructability
review a preliminary field plan review (PFPR) was held on March 19, 2008. As part of this
PFPR, the preliminary construction plans and stage construction plans – currently comprised of
162 drawings – were discussed (a copy of these plans are available for review at GDOT Urban
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Design). A detailed sequence of construction that outlines proposed work through six phases,
each with up to four to seven stages of construction to accomplish the overall work, is also
contained in Appendix A. In order to avoid major issues in the field during construction, the
assessment of constructability will continue to be a component of the ongoing design.
A brief description of each of the alternatives considered is provided below with a discussion of
the advantages and disadvantages of each. The first seven alternatives all propose widening I-75
and I-16 as described in the approved concept; however, the design of the interchange ramps and
C/D road system along I-16 varies from concept to concept. These variations in the design of the
C/D roads and local access ramps will be detailed in the discussion of the first seven alternatives.
Selected Alternative/Alternative 9 is presented in greater detail below the other alternatives
considered. Figures that illustrate each of the Alternatives considered are located within the
Section 4(f) evaluation section of this document.
Initial GDOT Concept
I-75
The Initial GDOT Concept proposes widening I-75 between Pierce Avenue and I-16 from four
lanes to eight lanes. The additional two lanes in each direction would be added by widening one
lane on the outside of the existing travelway and one lane in the grassed median, creating a
barrier-separated interstate section. North of the I-16/I-75 interchange, the two I-75 bridges over
the Norfolk Southern Railroad would require reconstruction. Between Hardeman Avenue and I16, one additional outside lane is proposed in both directions along I-75 to establish a ten-lane
section in place of the existing eight-lane section. The existing shoulders would be widened to
meet current interstate design criteria. The interstate improvements would necessitate the
reconstruction of the Walnut Street overpass, the Riverside Drive overpass, and the David Lucas
Pedestrian Bridge in Pleasant Hill.
I-16
Along I-16, the initial concept proposes six lanes throughout the project limits, utilizing the
existing grassed median for widening to create a barrier-separated freeway section. The existing
interstate consists of four WB and three EB lanes west of Spring Street and two through lanes in
each direction east of Spring Street for the remaining length of the project. The reduction in
mainline lanes west of Spring Street is viable because of the added capacity of the proposed C/D
road system along I-16, which would vary from one to four lanes depending on location. In
addition, the existing shoulder widths would be widened to meet current interstate design
standards.
It was determined that this Initial Concept did not satisfy the need and purpose of the project for
the following reasons:
Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The American Association of State
Highway and Transportation Officials (AASHTO) guidelines recommend against this
due to poor driver expectancy. Furthermore, FHWA stated in multiple meetings with
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GDOT that no alternative that maintained left-hand ingress and egress on I-75 would be
acceptable;
Creates two undesirable weaving sections on the C/D system. In the EB and WB
directions between I-75 and Spring Street, there is insufficient distance for the necessary
weaving movements. A related operational concern is the traffic imbalance between
mainline I-16 and the C/D system. The primary traffic movement between I-75 and I-16
is local rather than through, which means that there would be more traffic on the C/D
road than on the mainline interstate; and
Causes unacceptable impacts to the Ocmulgee National Monument and the Ocmulgee
Old Fields TCP. The impacts to these cultural resources were due to the extension of the
EB and WB I-16 C/D roads east of Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard to Walnut Creek. Further drawbacks to the initial concept include expensive
railroad modifications at the Central of Georgia Railroad overpass, an excessively large
project footprint along I-16 with adverse impacts to the Ocmulgee River flood plain, and
a lack of access from the I-16 mainline to the local interchanges in downtown Macon (all
ingress/egress occurs on the proposed C/D system).
Alternative 1
As mentioned previously, the first seven alternatives differ from the initial concept only in the
proposed configuration of the I-16 C/D roads and local access ramps. Similar to the initial
concept at Spring Street and Second Street, Alternative 1 proposes a right hand exit from the EB
C/D road and direct entrance ramps to I-16, and would require expensive braided ramp structures
between Spring Street and Second Street and between Second Street and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard. The EB C/D road would terminate at a signalized
intersection with Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard in order to avoid
impacts to the Ocmulgee National Monument, identified in the initial concept. The existing
ramp alignment would be utilized for the Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard entrance to I-16 EB.
The WB C/D road would also be altered from the initial concept in order to avoid impacts to the
Ocmulgee National Monument. Between Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and Spring Street, the WB C/D road would be eliminated. A WB I-16 ramp directly
to Second Street would be provided just west of the Central of Georgia Railroad overpass,
utilizing existing ramp alignments to NB and SB Second Street. The existing ramp to NB
Second Street is currently abandoned. The WB I-16 ramp to Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard would maintain the existing alignment and a direct ramp from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to I-16 WB would braid with the
proposed WB ramp to Second Street. A direct ramp from Second Street to I-16 WB would also
be provided. The WB C/D road would begin just west of Spring Street at the merge of both the
WB ramps from Spring Street NB and SB. The WB C/D road would maintain a similar
configuration to the initial concept through the I-16/I-75 interchange with a right-hand flyover
exit to I-75 SB.
The Alternative 1 concept was designed to have minimal impacts to the Central of Georgia
Railroad, the Ocmulgee National Monument, and the Ocmulgee Old Fields Traditional Cultural
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Property; however, it was determined that this concept did not satisfy the need and purpose of
the project for the following reasons:

Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The AASHTO guidelines recommend
against this due to poor driver expectancy. Furthermore, FHWA stated in multiple
meetings with the Department that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable;
Creates poor driver expectancy due to multiple destination signage for EB C/D at single
exit point on I-75 SB ramp to I-16 EB;
Allows for undesirable weaving conditions on EB C/D road between I-75 and Spring
Street; and
Allows for undesirable weaving conditions on WB C/D road between Spring Street and I75 (weave is improved from initial concept because there is less traffic volume on C/D
road).
Alternative 2
The key features of this alternative are the at-grade, signalized intersections of the EB C/D road
with Spring Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
and, consequently, the lack of expensive braided ramps. Like Alternative 1, the C/D road would
terminate at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and the existing ramp
alignment would be utilized for the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
entrance to I-16 EB. This configuration results in reduced construction costs but increased
difficulty in construction staging because EB interstate traffic cannot be efficiently diverted onto
the proposed C/D road. The signalized intersections would also diminish operations along the
proposed C/D road. To improve access to the interstate mainline, EB slip ramps would be
provided between Spring Street and Second Street and between Second Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard to provide access to and from the C/D road. The
exit slip ramp would eliminate the aforementioned poor signage to the EB C/D destinations;
however, the proximity of the slip ramp junctions on the EB C/D to the signalized intersection
with Second Street could present undesirable congestion and signage issues.
It was determined that this concept did not satisfy the need and purpose of the project for the
following reasons:
Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The AASHTO guidelines recommend
against this due to poor driver expectancy. Furthermore, FHWA stated in multiple
meetings with the Department that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable; and
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Creates less efficient operations on the EB C/D road due to the routing of C/D road traffic
through at-grade intersections with local streets.
In addition to the items outlined above, the following were determined to be undesirable issues
with this alternative:
Requires WB C/D road construction, which would likely require expensive modifications
to the Central of Georgia Railroad;
May create traffic queues from Second Street onto the I-16 EB mainline due to location
of exit slip ramp; and
Would make I-16 EB stage construction difficult because the proposed C/D road is
insufficient to reroute interstate mainline traffic.
Alternative 3
Similar to Alternative 2, this alternative routes the EB C/D road traffic through at-grade
intersections with Spring Street and Second Street, but not Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, which has direct ramp access to and from I-16 in this concept, utilizing the
existing EB entrance ramp alignment. The signalized intersections would reduce construction
costs along the EB C/D road; however, construction staging of the interstate traffic would be
more difficult. The proposed EB exit ramp to Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard would braid with the EB C/D road, which terminates on I-16 at Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. A unique feature of Alternative 3 is the
proposed “Texas U-turn” at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, which
provides EB access from the I-16 mainline to Second Street. No EB slip ramps are provided in
this alternative, which inhibits access to the I-16 mainline and results in undesirable signage to
multiple destinations at a single exit point along the SB ramp from I-75 to I-16.
In the WB direction, C/D traffic would exit along with service traffic and would be routed
through a signalized intersection at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
This movement would utilize the existing ramp alignment, minimizing and/or avoiding impacts
to the Ocmulgee National Monument and Central of Georgia Railroad overpass. Just west of the
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard intersection, a slip ramp is proposed
to provide WB access to the I-16 mainline for traffic from Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. Beyond this point, the proposed WB C/D road is configured exactly the
same as with Alternative 2. Alternative 3 was eliminated from consideration for the following
reasons listed below:
Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The AASHTO guidelines recommend
against this due to poor driver expectancy. Furthermore, FHWA stated in multiple
meetings with the Department that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable;
Creates slower traffic on the EB C/D road due to routing of C/D road traffic through two
signalized intersections with local streets;
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Does not provide direct access from the I-16 mainline to Spring Street;
Does not provide a slip ramp access between I-16 EB and the EB C/D road;
Would make stage construction on mainline I-16 difficult due to the at-grade
intersections with the C/D roads;
Requires a Texas U-turn concept, which may be confusing and would violate driver
expectancy; and
There are undesirable weaving sections on the C/D road between Spring Street and the
SB C/D exit to I-75 and on I-75 SB at the closely spaced junctions of the SB ramp from
I-16 and the west-to-south C/D road.
Alternative 4
This alternative terminates the EB C/D road at an at-grade intersection with Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and provides left-hand exit ramps from the EB
C/D road to Spring Street and Second Street, therefore eliminating any EB braided ramps. This
configuration provides direct ramp access to I-16 EB from Spring Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, which utilize the existing I-16 EB
entrance ramp alignment. The weave on the proposed EB C/D road between I-75 and Spring
Street that was identified in the initial concept and Alternative 1 is present in Alternative 4 also.
There is not enough distance between the formation of the C/D road proper and the left-hand exit
to Spring Street.
In the WB direction, the proposed C/D road is eliminated between Spring Street and Second
Street. WB traffic to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Second
Street would exit together at the existing Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard ramp from I-16. Immediately after exiting the interstate, the Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard traffic would split to the left of the existing ramp alignment
and proceed under the existing Central of Georgia Railroad overpass, necessitating expensive
modifications and/or reconstruction. Second Street traffic would proceed over Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard on the structure, and separate ramps would be
provided to NB and SB Second Street. The concept had the following disadvantages and was
eliminated from consideration:
Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The AASHTO guidelines recommend
against this due to poor driver expectancy. Furthermore, FHWA stated in multiple
meetings with the Department that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable;
Requires WB C/D road, which would likely require expensive modifications to the
Central of Georgia Railroad overpass;
Does not have a “relief valve” to get from I-16 EB mainline to the Macon cross streets;
Incorporates left-hand exit ramps from C/D road, which are undesirable in relation to
driver expectancy;
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Features successive entrance ramps to I-16 EB mainline, which could pose operational
and weaving problems; and
Requires difficult stage construction for I-16 EB mainline traffic.
Alternative 5
The key feature of Alternative 5 is the conversion of Spring Street (SB) and Second Street (NB)
into a one-way pair. This one-way pair concept utilizes an abandoned WB ramp to Second
Street NB, while eliminating the unnecessary loop ramp at Second Street, and reconfiguring the
existing loop ramp at Spring Street to accommodate traffic from the WB C/D road to SB Spring
Street. Otherwise, the configuration of the WB C/D road is the same as with Alternative 4
except that direct ramp access is provided from Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and Second Street to the I-16 WB mainline. This alternative was determined not to be
an overall viable solution, due to the following issues:
Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB. The AASHTO guidelines recommend
against this due to poor driver expectancy. Furthermore, FHWA stated in multiple
meetings with the Department that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable;
Requires WB C/D road, which would likely impact Central of Georgia Railroad east of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard;
Does not have a “relief valve” to get from I-16 EB mainline to the Macon cross streets;
Maintains left-hand exit ramps from C/D road which are undesirable in relation to driver
expectancy;
Features successive entrance ramps to I-16 EB mainline could pose operational and
weaving problems;
Does not utilize the existing loop ramp right-of-way at Second Street; and
May cause possible ingress/egress issues associated with properties along one-way pairs
including the Macon Centreplex.
Alternative 6
The key features of Alternative 6 are the conversion of Second Street (SB) and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard (NB) into a one-way pair, and the inclusion of a
direct WB C/D ramp to Emery Highway. This alternative is exactly the same as Alternatives 4
and 5 in the configuration of the EB C/D road. The modifications to the WB C/D road were
limited to accommodating the one-way pair of Second Street and Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard. At Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, the
concept would be exactly the same as with Alternative 5. At Second Street, the existing loop
ramp to Second Street SB is modified to connect with the WB C/D road and a WB ramp from
Second Street would braid with the C/D road and connect directly with the I-16 mainline. A
direct ramp would be proposed between Spring Street and Second Street to access Emery
Highway and the existing WB access to Spring Street would remain unchanged, except that it
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would connect with the C/D road, instead of I-16.
consideration for the following reasons:

This concept was eliminated from

Does not address a dangerous weave that occurs on I-75 NB between Hardeman Avenue
and I-16;
Maintains left-hand ingress and egress on I-75 SB, which are undesirable in relation to
driver expectancy The AASHTO guidelines recommend against this due to poor driver
expectancy. Furthermore, FHWA stated in multiple meetings with the Department that
no alternative that maintained left-hand ingress and egress on I-75 would be acceptable;
Requires WB C/D road, which would likely require expensive modifications to the
Central of Georgia Railroad east of Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard;
Does not provide egress from the I-16 EB mainline within downtown Macon. Traffic
destined for downtown Macon must exit prior to the I-16 / I-75 interchange;
Maintains left-hand exit ramps from C/D road, which are undesirable in relation to driver
expectancy;
Features successive entrance ramps to I-16 EB mainline could pose operational and
weaving problems;
Requires difficult stage construction for I-16 EB mainline traffic;
May cause possible signal coordination and operational issues on Spring Street; and
May cause possible ingress/egress issues associated with properties along the one-way
pair streets, specifically, the Macon Centreplex.
Alternative 7
The Alternative 7 concept was introduced as a hybrid concept created to correct deficiencies
described in the initial concept and Alternative 1, while incorporating several of the positive
features from Alternatives 2 and 3. While the first six alternatives focused on correcting the
safety and operational issues associated with I-16 and the proposed C/D system, Alternative 7 is
the first concept to address the deficiencies above and beyond those identified within the I-16
corridor. The local CAC identified Alternative 7 as the Preferred Concept Alternative in August
2000; however, after further evaluation, the concept has since been eliminated from
consideration. The following is a description of the key features of the Alternative 7 concept.
This alternative proposes an EB C/D road along I-16 that connects I-75 NB and SB to Spring
Street and terminates at a signalized intersection there. A second leg of the EB C/D system
would take off from I-16 at Spring Street, providing undesirable, left-hand access to Second
Street and terminating at a signalized intersection with Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. Direct ramp access to I-16 EB from all three cross streets is provided,
requiring one EB braided ramp between Spring Street and Second Street. The proposed EB C/D
system eliminates the poor weaving conditions that exist on I-16 EB between Spring Street and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. The addition of the C/D system will
also reduce congestion on the I-16 mainline by separating local ingress/egress from through
traffic.
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The first leg of the WB C/D road originates just west of the Central of Georgia Railroad
overpass, provides ingress from Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
egress to Second Street, and merges with the I-16 mainline at Spring Street. A direct WB exit
ramp is provided from I-16 to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
utilizing the existing ramp alignment. The second leg of the WB C/D road collects traffic from
Second Street and Spring Street and conveys it along I-16 to I-75 NB and SB via a directional
split just east of the Ocmulgee River, improving the driver expectancy in comparison to the
previous alternatives. The proposed WB C/D system configuration improves the local street
access to I-16 WB and eliminates the need for expensive braided ramp structures. In addition,
the existing, undesirable “weaving” section on I-16 WB between Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard and Second Street is eliminated and the traffic is more evenly
balanced between the C/D system and the interstate.
Alternative 7 has minimal impact on the Central of Georgia Railroad, the Ocmulgee National
Monument and the Ocmulgee Old Fields TCP, while improving the safety and operational
efficiency of the corridor by eliminating dangerous “weaving” sections, separating the traffic
movements, and enhancing access. Although this alternative was identified as the Preferred
Alternative and endorsed by the project’s local CAC in August 2000, it has been since eliminated
from consideration for the following reasons:
Maintains left-hand ingress and egress on I-75 SB, which are undesirable in relation to
driver expectancy. The AASHTO guidelines recommend against this due to poor driver
expectancy. Furthermore, FHWA stated in multiple meetings with the Department that
no alternative that maintained left-hand ingress and egress on I-75 would be acceptable;
Incorporates a fully directional three-legged “Y” type interchange similar to the
configuration that currently exists and is undesirable due to reduced driver expectancy
and lack of continuity on the I-75 mainline through-lanes;
Causes complex weaving movements on I-75 NB and I-75 SB between Hardeman
Avenue and I-16; and
Does not provide enough distance between the existing interstate access points to
adequately handle future traffic.
Alternative 8
In an attempt to resolve the aforementioned operational issues with Alternative 7, work sessions
were held with the consultants, FHWA, and GDOT. The FHWA recommended several
modifications to the Alternative 7 concept that were evaluated extensively before being
incorporated into Alternative 8. In addition to the left-hand access on I-75 SB and the complex
weaving movements on I-75 south of I-16, FHWA modifications focused on improving the
undesirable weaving movements on the WB C/D road between Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard and Second Street and on I-16 between I-75 and Spring Street.
While the previous seven concepts focused primarily on alternative configurations of the I-16
C/D road system and local street interchanges, Alternative 8 proposed more extensive concept
improvements to I-75 north and south of the I-16/I-75 interchange, including the expansion of
the C/D road system. These operational and geometric improvements result in a significant
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increase in the project footprint along I-75 north and south of the I-16/I-75 interchange; however,
along I-16, the project footprint is actually narrower.
A newly developed feature of Alternative 8 was the proposed reconstruction of the Second Street
overpass. The previous concepts assumed that the two proposed EB ramps could be tied into the
existing steel bridge structure and that the C/D roads could be threaded through the existing bent
locations. In order to avoid impacts to the newly constructed Ocmulgee Heritage Trail, the EB
C/D roads must be constructed with little separation from mainline I-16. In addition, the
preliminary vertical alignments that were generated for Alternative 7 revealed that the Second
Street overpass is vertically constrained in the area of the proposed interstate due to the
minimum flood elevation and maximum overpass clearance requirements. These constraints to
the location and design of the C/D system at Second Street make it necessary to reconstruct the
existing overpass. This reconstruction would most likely have been necessary with each of the
previous alternatives that proposed to thread the EB C/D road beneath the existing bridge spans.
As mentioned previously, Alternative 8 was developed in response to cooperative work sessions
in which the critical deficiencies of Alternative 7 were evaluated and addressed. These
operational deficiencies include the aforementioned left-hand I-16 access on I-75 SB and
inadequate weaving movements on I-75, I-16, and the WB C/D road. However, the Alternative
8 concept creates some critical operational problems of its own and, therefore, has been
eliminated from consideration for the following reasons:
Contains critical capacity and weaving issues. Essentially, the mainline operational
problems are simply shifted onto the adjacent C/D roads;
Does not provide interstate or C/D road access from Hardeman Avenue to Spring Street,
Second Street, or Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. This traffic
movement would have to be accomplished via surface streets and could result in negative
impacts to the local traffic network; and
Creates adverse impacts to the Pleasant Hill neighborhood.
Alternative 10
In an effort to shift some of the Spring Street traffic to Second Street, the Alternative 10 concept
eliminated access between Spring Street and I-75 south of the I-16/I-75 interchange. The
restriction of access at Spring Street eliminates two C/D ramps, most notably the WB flyover
bridge at the river, which has not been well received by the locals. Similar to Alternative 7, the
Alternative 10 concept proposed an EB C/D junction on I-16 at the Spring Street overpass.
However, due to the increased traffic to Second Street, the ramp must be three lanes wide instead
of two, resulting in a lack of EB lane continuity on the I-16 mainline. The Alternative 10
concept also proposed direct ramp access to I-16 WB at Second Street.
The rerouting of Spring Street traffic could result in additional lanes on Second Street and the
reconstruction of three local intersections. The intersections of Riverside Drive, Emery Highway,
and Gray Highway with Second Street would have to be reconfigured to handle the additional
turning movements and increased traffic flow. Additional lanes could be necessary on Second

42

Street; however, a capacity analysis was never performed, as flaws emerged during the
evaluation process.
Another goal with the Alternative 10 concept was to minimize the impacts to the Pleasant Hill
neighborhood. As such, the stretch of I-75 NB between Hardeman Avenue and the split to I-16
EB was configured as proposed under Alternative 7, which is almost identical to the existing
condition. The elimination of any NB ramps or C/D roads along I-75 avoids significant impact
to Pleasant Hill. The configuration of the SB stretch of I-75 between I-16 and Hardeman
Avenue proposed under Alternative 9 was maintained in Alternative 10. On this side of the
interstate, there are minimal impacts to the residences in Pleasant Hill and there are significant
operational benefits to the interstate configuration. However, this concept was eliminated from
consideration because of the following operational deficiencies:
Contains unacceptable weaving conditions on I-16 WB between Second Street and I-75;
Creates an unacceptable weaving condition on I-75 NB between Hardeman Avenue and I-16
due to the close spacing of the entrance and exit ramps; and
Creates a lack of lane continuity on I-16 EB. All traffic from I-75 SB that needs to continue
onto I-16 EB through the city must transition at least one lane.
The three alternatives as suggested by the public (Passoneau, McCullough, Holliday) were also
evaluated; however none of these alternatives met the project need and purpose, and all were
found to have fatal flaws. Therefore, these alternatives were not evaluated in as great of detail
as the other alternatives considered.
The Passoneau Alternative would require that the Norfolk Southern Railroad be relocated to the
other side of the Ocmulgee River. In addition, the relocated rail line would have to be higher
which would increase noise. Other issues with this alternative included the lack of access to I-75
SB from Spring Street. This alternative would require traffic to use Second Street instead, which
would overload the Second Street interchange. The overall cost and constructability of lowering
I-16 and raising Spring Street over the interstate, relocating the rail line, and closing Spring
Street for a period of two years to build this alternative were considered fatal flaws. It should be
noted that the cost estimate initially prepared for the Passoneau Alternative did not reflect these
additional items because the Alternative neglected to identify these other features that would be
necessary to implement this alternative.
The McCullough Alternative proposed to eliminate the interchange at Spring Street, requiring
traffic to use the Second Street interchange. Similar to the Passoneau Alternative, the undesirable
congestion on the local street network and overloaded Second Street interchange were
considered fatal flaws.
The Holliday Alternative proposed to shift the I-16 alignment to follow that of the proposed
Eisenhower Parkway extension. However, the I-16/I-75 interchange would require a much
larger footprint than the I-75/Eisenhower Parkway Interchange to accommodate interstate to
interstate traffic. The overall impacts to the environment were estimated to be much greater at
this shifted location as compared to using the existing I-16/I-75 interchange footprint.
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B. The Selected Alternative/Alternative 9
As a result of the evaluation described previously, Alternative 9 has been chosen as the Selected
Alternative/Alternative 9. The Selected Alternative/Alternative 9 for the I-16/I-75 Interchange
Improvement project consists of the widening and reconstruction of I-75 from Hardeman Avenue
to Pierce Avenue and I-16 from I-75 to Walnut Creek within the City of Macon in Bibb County,
Georgia. Within this corridor are three interstate/arterial route interchanges (I-16 at Spring
Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard), and a
system level interchange between I-16 and I-75. The Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard interchange with I-16 is full access, while both the Spring Street and
Second Street interchanges are partial access. The existing I-16/I-75 interchange is a three leg
directional interchange with both right and left ingress and egress.
The determination of Alternative 9 as the selected concept alternative was based on its relative
merit when compared with each of the other nine alternatives evaluated. Although Selected
Alternative/Alternative 9 had “minimum acceptable value” in six of the ten evaluation criteria as
shown in Table 11: Project Criteria Matrix 2005, it was the only alternative found to have no
fatal flaws. Each of the other alternatives received an “unacceptable” rating in at least two of the
evaluation categories. The primary distinction between Selected Alternative/Alternative 9 and
the other alternatives lies in its capacity to provide safe and efficient operational traffic
movements while still meeting the remaining criteria. The key features of Selected
Alternative/Alternative 9 that result in its superior rating in these three categories are its strict
adherence to right-hand access along the interstates, which improves driver expectancy, and its
C/D road configuration, which reduces hazardous merging movements and congestion by
properly separating local and through traffic. Selected Alternative/Alternative 9 was the only
alternative that received an acceptable rating in safety, driver expectancy, and congestion after
being evaluated extensively. Furthermore, these three criteria were weighed more heavily in the
selection process as explicitly stated in the project’s Need and Purpose statement.
In terms of cost and constructability, Selected Alternative/Alternative 9 is comparable to, but
slightly less desirable than the other alternatives. Selected Alternative/Alternative 9 received a
“minimum acceptable” rating in these categories, whereas only one of the other alternatives
received a score higher than “desirable” in the cost category. The number of construction stages
and traffic shifts required to build this alternative results in a complicated staging plan that is
feasible, but less desirable than some of the other alternatives. The number of braided ramp
structures required for Selected Alternative/Alternative 9 and the extension of the project south
along I-75 to Hardeman Avenue, including the construction of four bridges, result in a higher
construction cost when compared with the other alternatives. The more complex construction
staging also contributes to the higher project cost for Selected Alternative/Alternative 9.
When compared with the other alternatives, Selected Alternative/Alternative 9 is again
comparable, but less desirable, in terms of impacts to property, environment, and cultural
resources. Selected Alternative/Alternative 9 scored a “minimum acceptable” score in the
categories for property impacts and cultural resource impact and a “desirable” score in the
environmental impact category. The majority of the alternatives scored “desirable” or
“minimum acceptable” ratings; however, there was more variation in the scoring of these
categories with several alternatives receiving “excellent” ratings and four of the alternatives
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receiving “unacceptable” ratings in one or more of the evaluation criteria. Selected
Alternative/Alternative 9 and Alternative 8 are the only alternatives that will require the
displacement of residential structures. These potential displacements are limited to the east side
of the Pleasant Hill Historic District and are due to the extension of the project south on I-75 to
Hardeman Avenue.
During the development of Alternative 9, the traffic numbers were updated to the proper design
year, which identified failing operations along this stretch of interstate. In order to meet the
project’s stated Need and Purpose of improving safety and traffic operations, it was necessary to
extend the C/D road system along both sides of I-75 through Pleasant Hill to the Hardeman
Avenue interchange, which will require the closure and/or relocation of Middle Street on the east
side of I-75. Several local meetings were held with the residents of Pleasant Hill to develop
mitigation to compensate for the community impacts resulting from the implementation of the
Selected Alternative/Alternative 9. As a result of the meetings, the residents have indicated that
they are in favor of the interstate improvements, which has contributed to the “passing” score
achieved by Selected Alternative/Alternative 9 in the comparison matrix for property impacts
and cultural resource impacts. See Section III.B.3, Community Impacts of this document for a
description of the mitigation plan proposed for this project.
None of the alternatives evaluated received “unacceptable” ratings in the categories for aesthetics
and pedestrians. Selected Alternative/Alternative 9 scored better than most with ratings of
“desirable” and “excellent” in the respective categories. The configuration of the ramps and
bridges through the I-16/I-75 interchange and over the Ocmulgee River proposed under Selected
Alternative/Alternative 9 is more ordered and aesthetically pleasing than most of the previous
alternatives. In terms of pedestrian facilities, Selected Alternative/Alternative 9 scored well for
several reasons. As part of the construction staging, an additional bridge is necessary to
temporarily detour traffic across the river on the south side of the interchange. This bridge will
be converted to a pedestrian river crossing to be used in conjunction with the Ocmulgee Heritage
Trail at the completion of the project. In addition, as part of the tentative Pleasant Hill mitigation
plan, a neighborhood trail, wide sidewalks on the Walnut Street Bridge, and additional
greenspaces are being proposed.
Interstate-75, north of the I-16/I-75 interchange, is presently a four-lane interstate with two lanes
in each direction separated by a 40-foot depressed grass median. Interstate-75, south of the I16/I-75 interchange to the southern project terminus, consists of three lanes in each direction
separated by a concrete median barrier. The existing I-16 is primarily a four-lane interstate with
two lanes in each direction, separated by a 40-foot depressed grass median. The only exception
is the section of I-16 between I-75 and Spring Street, which consists of three lanes in each
direction. In addition, there is an EB auxiliary lane between Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard and Spring Street and a WB auxiliary lane between Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard and Second Street east of the City of Macon. Existing I-16 is
located on an easement through the Ocmulgee National Monument.
The existing I-16/I-75 interchange consists of four system level ramps that connect the two
interstates and two legs that connect the I-75 NB and SB lanes through the interchange. The four
system level ramps are as follows: Ramp INE connects I-75 NB with I-16 EB, Ramp ISE
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connects I-75 SB with I-16 EB, Ramp IWN connects I-16 WB with I-75 NB, and Ramp IWS
connects I-16 WB with I-75 SB. Each ramp within the interchange, including the I-75 legs,
consists of two lanes, except for Ramp ISE, which has one of its two existing lanes striped out.
East of the I-16/ I-75 interchange the one-lane Ramp ISE merges with the two-lane Ramp INE to
create the three lanes of I-16 EB. A fourth auxiliary lane is then developed to form two exit
lanes to Spring Street, while allowing two lanes to continue on I-16. Access to I-16 EB from
Spring Street is currently available only to NB traffic via a one-lane entrance ramp that is right
turn only. A one-lane loop ramp provides access to I-16 WB from NB Spring Street only. An
existing entrance ramp provides access to I-16 WB from SB Spring Street and WB Emery
Highway. This two-lane ramp merges with the two interstate lanes to form the three-lane section
of I-16 WB. As mentioned previously, the existing Second Street interchange provides partial
access consisting of only one ramp connection with I-16. The existing ramp is a one-lane exit
loop from I-16 WB. There is no return access to I-16 from Second Street and no exit from I-16
EB. The Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange is a full access
diamond interchange with one lane entrance and exit ramps at all interstate access points. Each
exit ramp widens to two lanes at the approach to the Coliseum Drive/Martin Luther King (MLK)
Jr. Boulevard intersection to provide the proper turning movements.
The Selected Alternative/Alternative 9 will improve each of the interstate highways by
constructing wider shoulders, concrete barriers, and in most locations, additional lanes.
Interstate-75 will be improved from just south of Pierce Avenue to the northern limit of the
Hardeman Avenue Bridge. Additional lanes will be constructed on I-75 north of the I-16
interchange; however, there will be no additional lanes on I-75 south of the I-16 interchange.
Interstate-16 will be improved from I-75 to Walnut Creek, which is approximately 3,800 feet
east of the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange. Additional
lanes will be provided on I-16 only between I-75 and Second Street.
Within the I-16/I-75 interchange, geometric modifications will be made to the existing ramp
alignments in order to improve the traffic safety and operational efficiency of the interchange.
These geometric improvements include providing interstate ingress and egress on the driver’s
right side only. The I-16 interchanges at I-75, Spring Street and Second Street will be expanded
and improved; however, the Spring Street ramp to I-16 EB will be eliminated. Re-connecting
this ramp to the I-16 EB mainline would require an expensive, braided ramp structure and would
result in a short, undesirable weave with the exit ramp to Coliseum Drive. There is not an
eastbound CD road at this location, but a long exit ramp (Ramp F) to Second Street. Connecting
a ramp from Spring Street to Ramp F would require Spring Street traffic to go through a traffic
signal at Second Street before connecting to I-16 eastbound via the Second Street entrance ramp.
This would result in mixing local movements (Spring Street to Second Street) with interstate
ingress/egress. The project traffic study showed that the small volume of traffic that now uses
Spring Street ramp to access I-16 EB could be easily accommodated via the proposed
interchange at Second Street.
The C/D road system will be constructed parallel to I-16 through the downtown Macon area.
The C/D system is integrated throughout the entire project and will remove local traffic from the
interstate mainline system, which mainly serves through traffic. Modifications will be made to
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bridges and surface streets within the project area to accommodate the additional lanes and C/D
roads along I-16 and I-75 to provide opportunities for turning movements, as well as to create
additional storage for these turning movements (see Figure 12: Selected Concept Alternative).
1. Mainline I-75
The following improvements are proposed on I-75 north of the I-16/I-75 interchange. The
majority of the construction will occur within the existing right-of-way of the interstate.
Interstate-75, from just south of Pierce Avenue to the I-16/I-75 interchange, will be widened
from its existing four lanes to six lanes with 12-foot outside shoulders. In addition, a fourth
auxiliary lane will be added to I-75 NB. The existing 40-foot grassed median will be utilized for
widening, with proposed 12-foot inside shoulders and a 2½-foot concrete barrier separating NB
and SB lanes (see Figure 13: Typical Section - Proposed I-75 & Riverside Drive). A one-lane
C/D ramp (Ramp CDWN) will be constructed along I-75 NB. In addition, a fourth auxiliary lane
will be added to I-75 NB from Ramp CDWN which will continue to the project terminus as it
meets the Pierce Avenue interchange improvements. This auxiliary lane continues as part of the
Pierce Avenue improvements until it is dropped at Ramp P-I (I-75 NB to Savage Branch SB
movement).
The terminus for Ramp ISE will be relocated approximately 3,900 feet north and shifted to the
right side of I-75 SB. The existing interstate structures over the Norfolk Southern Railroad just
south of Pierce Avenue will be eliminated and replaced with a 1,500-foot railroad tunnel which
will be wide enough to allow for future double tracking of the railroad. The tunnel is necessary
due to the skew angle and width of the proposed crossing. Adjusting geometry to avoid this
skew would impact the Ocmulgee River, Riverside Drive, and adjacent residential and
commercial property. As noted above, a meeting was held with officials from Norfolk Southern
Railroad on April 29, 2003 to begin discussions for coordinating the project improvements and
the potential impacts to the railroad. Coordination will continue with Norfolk Southern Railroad
through GDOT’s Railroad Coordinator as the project progresses into final design.
The following improvements are proposed on I-75 within the I-16/I-75 interchange. Under the
existing configuration, I-75 NB and SB split and follow independent ramp alignments through
the I-16 interchange. The selected concept alternative will entirely reconfigure the NB and SB
legs of I-75 to follow a single interstate alignment within the interchange. This reconfigured I-75
alignment will follow closely and be located adjacent to the existing SB lanes of I-75. The
number and width of lanes on I-75 within the interchange will remain the same at four lanes;
however, the shoulders will be widened to 12 feet and reconstructed according to the 2004
AASHTO guidance. As described above the existing I-75 SB bridge over the Norfolk Southern
Railroad will have to be replaced to accommodate the added NB lanes of I-75. The new bridge
will also be longer than the existing bridge as it will span over the railroad and proposed Ramp
ISE. In addition, the Ramp IWS terminus with I-75 SB will be relocated 1,400 feet to the south
and shifted to the right side of the interstate; this will require an additional bridge on Ramp IWS,
as it must cross over the entire interstate.
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Figure 12: Selected Concept Alternative
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Figure 13: Typical Section - Proposed I-75 & Riverside Drive

The following improvements are proposed on I-75 south of the I-16/I-75 interchange. Mainline
I-75 will remain a six-lane, barrier-separated section between Hardeman Avenue and the I-16
interchange; however, the shoulders will be widened from 8 feet to 12 feet as the interstate
approaches the interchange (see Figure 14: Typical Section - Proposed SB Travel Lane and
Shoulder Improvements South of I-16/ I-75 Interchange). A two-lane C/D road, Ramp CDS,
will be constructed along I-75 SB. This C/D road will originate on I-16 WB at Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and will terminate on I-75 SB at Hardeman
Avenue. The terminus for Ramp INE will be shifted approximately 3,900 feet to the south, just
north of the Hardeman Avenue Bridge. Ramp INE will be constructed along I-75 NB between
the ramp terminus and the interchange, causing impacts to the Pleasant Hill neighborhood. Both
north-facing ramps at Hardeman Avenue will be reconstructed to meet current design criteria.
The ramp from Hardeman Avenue to I-75 NB (Ramp M) will split to provide a connection both
to shifted Ramp INE and to I-75 NB.

Figure 14: Typical Section - Proposed Southbound Travel Lane and Shoulder
Improvements South of I-16/ I-75 Interchange
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The connection to I-75 NB will braid over shifted Ramp INE and will require the construction of
an additional bridge. In addition, the Riverside Drive Bridge, Walnut Street Bridge, and David
Lucas Pedestrian Bridge over I-75 will require reconstruction. Due to the elevation of the
proposed entrance ramp from Hardeman Avenue (Ramp M is approx. 20 feet above I-75), the
proposed pedestrian crossing will include a bridge over I-75 and a tunnel under Ramp M.
Bridging over Ramp M would be impractical (the pedestrian bridge would have been +/- 45 feet
above grade, making ADA-compliant ramps difficult). Other locations were looked at as part of
the work sessions with the Pleasant Hill Neighborhood Improvement Group (PHNIG) but were
all rejected. The PHNIG preferred the existing location at First Avenue. As a crime deterrent,
the ramp from the proposed pedestrian bridge down to the proposed tunnel will be constructed
with curved geometry to avoid blind corners, and lighting will be added within the short (approx.
50 foot) tunnel section.
2. I-16/I-75 Interchange
The following improvements are proposed to the I-16/I-75 interchange. Each of the four existing
system level ramps will be reconstructed to meet current design criteria and to accommodate
projected traffic volumes. Each system level ramp will consist of two lanes with shoulders
widened to 10 feet on the outside and 6 feet on the inside. As mentioned previously, the Ramp
ISE, Ramp INE, and Ramp IWS termini with I-75 have been relocated away from the
interchange and shifted to the right side of the interstate. The existing Ramp IWS bridge over I75 NB will be shifted slightly and reconstructed. The proposed bridge will be longer and wider
as it will accommodate proposed C/D road lanes and will span both NB and SB lanes of I-75 in
order to terminate on the right side of the interstate. Four additional C/D ramps will be
constructed to connect I-75 traffic with the I-16 C/D roads (see Figure 15: Typical Section Proposed Ramps & Collector Distributors). The two existing interstate bridges over the
Ocmulgee River will be replaced with a series of six bridges to accommodate the additional
system level lanes and C/D roads. The existing Ramp INE bridge will be reconstructed, while
the existing ramp alignment will be maintained and utilized as a connection to the EB I-16 C/D
road. In order to maintain traffic during construction, a temporary two-lane vehicular bridge will
be constructed over the river just south of the interchange bridges. The bridge will be used
temporarily for maintaining traffic during construction, and then it will be converted into a
pedestrian bridge for use of the Ocmulgee Heritage Trail.
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Figure 15: Typical Section - Proposed Ramps & Collector Distributors
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3. Mainline I-16
The following improvements are proposed on I-16. From I-75 to Walnut Creek, the shoulders on
I-16 will be widened to 12 feet and the existing depressed grass median will be utilized for
widening purposes with a 2.5-foot barrier separating the EB and WB lanes. A C/D road system
will be constructed along both EB and WB I-16. The C/D roads will vary from one to three
lanes depending on the location (see Figure 16). Because of the additional capacity of the C/D
road system, additional lanes will only be necessary in the following locations, in the EB
direction, I-16 will be widened from three lanes to four lanes between I-75 and Spring Street and
from two lanes to three lanes between Spring Street and Second Street. In the WB direction, I16 will be widened from two lanes to three lanes between Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard and Second Street. The I-16 bridges at both Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard will have to be reconstructed along with the
Second Street Bridge over I-16.
Figure 16: Typical Section of Proposed I-16 and
Collector Distributors East of Spring Street

4. I-16/Spring Street Interchange
The following improvements are proposed at the I-16/Spring Street interchange. The I-16 EB
and WB bridges over Spring Street will be reconstructed and elevated approximately 2-3 feet.
The existing four-lane section of I-16 over Spring Street will be widened to six lanes with 12foot shoulders and a 2.5-foot concrete median barrier separating the EB and WB lanes. Two
additional bridges will be constructed over Spring Street to accommodate the proposed EB and
WB C/D roads (Ramp CDE-2 and Ramp CDW). The proposed two-lane C/D roads will parallel
the interstate on each side (see Figure 17). The existing ramp intersections with Spring Street
will be shifted away from the widened interstate corridor, which now includes the proposed C/D
roads. The existing ramp connecting Spring Street to I-16 EB will be closed and demolished due
to the low projected traffic volumes. The other three ramps accessing Spring Street will be
lengthened and reconstructed in their shifted locations without any additional lane capacity.
These ramps will, however, connect with the proposed I-16 C/D road system, instead of the
mainline interstate itself. The two west-facing, multi-lane ramps will consist of two lanes, and
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the loop ramp will consist of a single lane. In addition, the horizontal and vertical geometry of
the loop ramp will be improved to meet current design standards.

Figure 17: Typical Section of Proposed I-16 and
Collector Distributors West of Spring Street

5. I-16/Second Street Interchange
The following improvements are proposed at the I-16/Second Street interchange. The existing
partial-access interchange will be entirely reconstructed and expanded to provide full access both
to and from I-16 EB and WB. Currently, Second Street can only be accessed from I-16 EB via a
single-lane loop ramp. Second Street will be widened from four lanes to six lanes between
Walnut Street and Emery Highway. The Second Street Bridge will be reconstructed to
accommodate the proposed interstate section with C/D roads. The bridge would consist of three
lanes in each direction, separated by a concrete median, with a 10-foot sidewalk along the NB
lanes of the bridge. Three additional ramps will be constructed to provide additional access, and
the existing loop ramp will be reconstructed and improved to meet current design standards. The
proposed ramps are effectively single-lane ramps; however, additional lanes will be added in the
vicinity of the two signalized intersections with Second Street to allow for proper turning
movements.
Except for the ramp from Second Street to I-16 EB (Ramp E), which will directly access the
interstate, the proposed ramps will connect Second Street with the proposed C/D road system
adjacent to I-16. Both EB ramps at Second Street will require the construction of new bridges to
tie into the proposed Second Street Bridge. In addition, the Ramp E bridge will braid over the
EB C/D road (Ramp CDE-2) in order to connect directly with I-16 EB. The proposed C/D road
system adjacent to I-16 at Second Street will provide a one-lane EB (Ramp CDE-2) and a twolane WB C/D road (Ramp CDW). There will be no additional lanes added to I-16 at Second
Street; however, the shoulders will be widened to 12 feet and a 2.5-foot concrete median barrier
will be constructed between the EB and WB lanes. In the EB lanes, an additional lane will be
striped out on the inside of the travelway.
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6. I-16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Interchange
The following improvements are proposed at the I-16/ Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard interchange. Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
will be widened from four lanes to six lanes with a raised concrete median. The median width
and location will vary to accommodate the necessary turn lanes at the two signalized
intersections. The Otis Redding Bridge over the Ocmulgee River will be widened to
accommodate the additional lanes and reconstructed as a pedestrian-friendly “gateway” to
Macon with 10-foot sidewalks and lighting. It is anticipated that the aesthetic features of this
bridge will be developed through ongoing coordination with the City of Macon and with the
project’s CAC. The I-16 bridge over Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
will be reconstructed to accommodate widened Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and the proposed C/D roads along the interstate (see Figure 18). Existing I-16 at
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will remain a four-lane section, but
will be improved with widened 12-foot shoulders and a concrete median barrier separating the
EB and WB lanes.
Figure 18: Typical Section of Proposed Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard Bridge

As mentioned previously, an additional lane will be striped out of the EB lanes on the inside of
the travelway. A new bridge will be constructed to accommodate the proposed one-lane, WB
C/D road (Ramp CDW) which takes off from I-16 WB at Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. This bridge braids over Ramp D, the entrance ramp from Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard to I-16 WB. Each of the proposed ramps will be
reconstructed utilizing as much of the existing alignment as possible, within the given
constraints. Ramp A, the exit ramp from I-16 WB, will be reconstructed almost entirely within
the existing ramp alignment with minor modifications required to connect it with the interstate.
Ramp A will consist of one lane that widens to two lanes at the intersection with Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. Ramp D, the entrance ramp to I-16 WB,
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consists of two lanes. This ramp braids underneath the proposed WB C/D road before it ties
directly into the interstate mainline. The alignment for Ramp B, the one-lane entrance ramp to I16 EB, is shifted out away from I-16 EB to accommodate the interstate terminus of the EB C/D
road. The alignment passes through the first span of the existing Central of Georgia Railroad
Bridge. Excavation of the bridge end roll and construction of a retaining wall will be required in
lieu of reconstructing the existing railroad bridge. The EB C/D road terminates at Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and serves as the EB exit ramp to Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard, or Ramp C. Ramp C consists of two lanes,
which widen to three lanes in the vicinity of Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard.
All paved shoulders are in accordance with the 2004 AASHTO guidelines with the exception of
the mainline and ramp shoulders under the existing Central of Georgia overpass (approximately
600 feet east of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard). Existing bridge
piers at this location provide limited lateral clearance. Areas where the proposed shoulder widths
have been reduced are outlined with the respective minimum width required by AASHTO in
Table 12 below.
Table 12: Shoulder Width Exceptions

Location

I-16 WB Outside
Shoulder
Ramp B Inside
Shoulder
Ramp B Outside
Shoulder

Begin
Station

End
Station

Minimum
Shoulder Width
Required (feet)
By AASHTO

Minimum Width
Provided (feet)

668+40.38

670+49.43

10

4.58

206+18.89

207+48.19

2

0.72

206+17.80

206+86.17

8

1.5

It is not possible to meet the shoulder width criteria without reconstructing the Central of
Georgia Railroad. This is not regarded as a viable option, as the Central of Georgia Railroad
Bridge is historic and the reconstruction of this bridge would impact the Ocmulgee National
Monument, the Ocmulgee Old Fields Traditional Cultural Property, the Ocmulgee River &
floodplain, and the downtown Macon Historic District. The necessary railroad reconstruction,
earthwork, and additional roadway construction is estimated at $20,000,000.
To avoid this design exception, the Central of Georgia Railroad will be reconstructed over I-16
and the Ocmulgee River. This would require 800 feet of bridge (36 feet wide) at $600/linear feet
and 1,700 feet at $450/linear feet of track on ballast additional costs related to earthwork and
modifications to the city street and the interstate will cost $2,000,000. This reconstruction is
estimated to cost $20,000,000 in total.
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The affected area will be provided with fixed source roadway lighting and reflectorizing devices
at the parts of grade separation structures that should be particularly avoided by motorists such as
curbs, barriers, piers, and abutments. This will help overcome the adverse effect of the narrow
shoulder caused by the horizontal clearances of the roadway due to the existing constraints. The
shoulder widths will be narrow for short distances and only under the existing railroad overpass.
Lighting
Lighting is planned as part of the project; however, no plans have been developed yet. High
mast lighting will be proposed within the I-16/I-75 interchange and along both I-75 and I-16,
except near residential areas where low level lighting will be provided to avoid light pollution in
the neighborhoods. Lighting will not be provided along I-16 beyond Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard due to the nighttime activities that occur in the Ocmulgee
National Park. Low-level lighting will also be provided along Second Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard similar to what presently exists in these areas.
Pedestrian lighting is also proposed with the streetscaping as part of the Heritage Tour in the
Pleasant Hill neighborhood.
Right-of-Way
The existing right-of-way width along I-75 and I-16 varies greatly within the limits of the
proposed project due to its location in an urban, high-density environment and its proximity to
the Norfolk-Southern railroad line. For the most part, I-75 is located on a 200-foot right-of-way
corridor south of the I-16 interchange and a 300-foot right-of-way corridor north of the I-16
interchange. Interstate-16 is predominantly located on a 300-foot right-of-way corridor from I75 to the Ocmulgee National Monument, where it is actually on a 300-foot easement within the
limits of the Monument. Due to the proposed C/D roads and ramp improvements along the
interstates, additional right-of-way will be necessary in many areas of the project.
Additional right-of-way will be needed along the east side of I-75 from Hardeman Avenue to
Walnut Street and along the west side from Hardeman Avenue to the I-16 interchange. Within
the Pleasant Hill Historic District, the width of the required right-of-way corridor will vary from
the existing width to approximately 350 feet midway between Hardeman Avenue and Walnut
Street to 250 feet at Walnut Street. The 250-foot corridor will extend north of Walnut Street
before widening to a maximum width of approximately 450 feet where I-75 bisects the Riverside
Cemetery just south of the I-16 interchange. North of the I-16/I-75 interchange, additional rightof-way will only be necessary on the east side of I-75 in the vicinity of the proposed railroad
tunnel and on the west side of I-75 where the EB ramp to I-16 veers away from the interstate
corridor. The required right-of-way corridor width will vary from approximately 575 feet at the
northern limit of the I-16 interchange to the existing 300-foot width where the EB ramp to I-16
ties back into I-75. From this point to the railroad crossing, the proposed improvements to I-75
will be confined to the existing 300-foot right-of-way corridor. North of the railroad crossing,
the existing interstate is nestled between the railroad and Riverside Drive. The existing right-ofway width varies from approximately 225 feet to 300 feet at the pump station adjacent to Corbin
Avenue. Additional right-of-way will be necessary only along the east side of the interstate
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along this stretch, resulting in a required right-of-way corridor width that varies from 275 feet to
the existing 300 feet at the pump station.
A meeting was held with officials from Norfolk Southern on April 29, 2003 at the project site.
Coordination will continue with Norfolk Southern through GDOT’s Railroad Coordinator as the
project progresses into final design. The GDOT’s District Utility Engineer coordinated with all
utility owners during the preliminary design process to determine locations of all existing
facilities. A sub-surface utility (SUE) survey was also performed to verify existing utility
locations. Following approval of the Final EA (FEA) by FHWA and approval of the preliminary
plans by GDOT, coordination will continue between GDOT’s District Utility Engineer and each
utility owner to determine proposed relocations and potential conflicts with proposed drainage
systems, etc. Utility owners will be invited to attend the final field plan review (FFPR) and, as
necessary, constructability reviews to resolve potential conflicts will also be held.
Along I-16, the existing right-of-way width is typically 300 feet; however, this width varies
widely due to the closely spaced interchanges and ramps. Between I-75 and Spring Street, the
required right-of-way width will be predominantly 325 feet, but will increase to approximately
600 feet where the west-facing ramps intersect Spring Street. Most of the additional right-ofway will come from the Ocmulgee Heritage Trail properties on the south side of I-16. On the
east side of Spring Street, the proposed loop ramp will require the displacement of one
commercial structure on the corner of Spring Street and Emery Highway and the WB C/D road
will require an additional 25 feet of right-of-way from the same property between Spring Street
and Second Street. The WB ramps at Second Street will require up to 300 feet of additional
right-of-way from the Bibb County Health Department. The EB ramp to Second Street will
require a maximum 100 feet of additional right-of-way from the interstate corridor. Between
Second Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, the EB ramps will
require additional right-of-way; however, only minimal right-of-way will be necessary from the
Macon Coliseum property along the WB lanes of I-16. The existing 300-foot right-of-way
corridor between Second Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
will be widened to a typical width of approximately 380 feet varying to a maximum width of 450
feet at the west edge of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. The existing
I-16 corridor width essentially remains the same east of Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard with no additional impacts proposed to the Ocmulgee National Monument.
The widening of the Second Street and Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard Bridges over the river will also require additional right-of-way from the Ocmulgee
Heritage Trail, resulting in 160-foot corridors at each crossing. Furthermore, the widening of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will impact Gateway Park on the
south side of the river, requiring an additional wedge of right-of-way ranging from
approximately 20 feet to 40 feet in width. Existing Second Street is located on a 120-foot rightof-way corridor and the existing Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
corridor varies from 80 feet to 140 feet.
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C. The No-Build Alternative
The No-Build Alternative would result in no action by GDOT to construct any project that would
alleviate traffic congestion or improve the safety and operations of the I-16/I-75 interchange.
Under the No-Build condition, the LOS on I-16 and I-75 would become unacceptable to the
driving public. The number of crashes and injuries would continue to grow. The No-Build
Alternative would ignore existing and future transportation concerns within this area of Bibb
County and would, therefore, not meet the Need and Purpose of the proposed project.
III. ENVIRONMENTAL CONSEQUENCES
A. Types of Effects: Direct, Indirect, and Cumulative Effects
The Council of Environmental Quality’s (CEQ) Regulations for Implementing the Procedural
Provisions of the National Environmental Policy Act (NEPA) (40 CFR §§1500-1508) requires
that not only direct impacts, but indirect and cumulative impacts (ICI) also be evaluated for the
“reasonably foreseeable” future. For this analysis, the “reasonably foreseeable” future is
considered the 20-year horizon, as this is the time period set for the design year for the Build
condition. 40 CFR 1502.22 defines “reasonably foreseeable” impacts as “impacts which have
catastrophic consequences, even if their probability of occurrence is low, provided that the
analysis of the impacts is supported by credible scientific evidence, is not based on pure
conjecture, and is within the rule of reason.”
Direct, indirect, and cumulative effects can be defined as follows:
Direct effects are caused by, and coincide in time and place, with the action.
Indirect effects are caused by the action and are later in time, but are still reasonably
foreseeable. Indirect effects may include growth inducing effects and other effects
related to induced changes in the pattern of land use, population density or growth rate,
and related effects on air and water and other natural systems, including ecosystems.
Cumulative effects are the impacts on the environment that result from the incremental
impact of the proposed action, which when added to other past, present, and reasonably
foreseeable future actions, can result from individually minor, but collectively
substantial actions taking place over a period of time.
The direct, indirect, and cumulative effects of the proposed action are presented in the
subsections that follow. The study area for potential indirect impacts was defined by analyzing
existing land uses in the area as well as any information on planned future land use. Using this
information, a prediction of which areas were likely to be affected by the proposed project was
undertaken to define the boundary for potential impacts. The proposed project does not represent
a new connection to the existing roadway network; however, it does modify the existing
connection. Although the proposed project will improve the operations of the interstates and
interchanges in the corridor, it will not increase the capacity of these same roadway facilities.
The study area to assess the indirect effects for the I-16/I-75 Interchange Improvement project
was defined as the communities directly adjacent to the interstates because they rely heavily on
these two roadways to provide their access (see Figure 19: Indirect Effect Assessment Area).
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Figure 19: Indirect Effect Assessment Area
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The boundaries for the cumulative effects analysis have been defined separately for each
resource area being evaluated, and are described within the FEA under each section where these
impacts are considered. Indirect and cumulative effects analysis has not been included for the
following resources: Section 4(f) Applicability, Invasive Species Survey, Permits/Variances,
Public Involvement, Historic Markers, Utilities, Essential Fish Habitat (EFH), Energy/Mineral
Resources, and USTs/Hazardous Waste.
B. Effects on the Social Environment
1. Land Use Changes
The City of Macon surrounds the intersection of I-75 and I-16 and it is the economic engine of
central Georgia. Macon’s history is richly diverse. Well before Macon’s traditional grid
patterned streets were designed in 1823, archeological evidence at Macon’s Ocmulgee National
Monument proved that Native Americans inhabited the area for over 12,000 years. Macon has
made great efforts to preserve and share its history. As a result, tourism brings millions of dollars
to the Macon area every year. The Convention and Visitors Bureau promotes nine key sites: the
Ocmulgee National Monument, the Georgia Music Hall of Fame, the Georgia Sports Hall of
Fame, Tubman African American Museum, Museum of Arts and Sciences, the Hay House, the
Cannonball House, the Sidney Lanier Cottage, and the Douglass Theatre. The Bureau also
promotes attractions such as Rose Hill Historic Cemetery, city tours, festivals, and seasonal visits
to historic homes. Eleven neighborhoods have been given historic status on the National
Register of Historic Places.
Macon is the health care hub for middle Georgia. The Medical Center of Central Georgia
contributes more than $180 million in annual pay and benefits. The center is estimated to have
an $800 million annual impact on the community. Also, Macon is home to many higher
education facilities including, Mercer University, Wesleyan College, Macon State College and
Central Georgia Technical College.
a) Existing Land Use
The land use within the corridor of the proposed project is a mixture of single-family residential,
open space/park, commercial/industrial, and institutional uses.
According to project studies, approximately 41% of the land use within the corridor of the
proposed project is residential, 39% consists of undeveloped/park/recreation/open space, 15% is
commercial, and 5% is public/institutional (see Figure 20: Existing Land Use Coverage).
Industrial type land use is located mainly to the southwest in the Macon industrial area. Although
the majority of the development in the corridor is residential, only a small percentage of this
development is directly adjacent to the project. The largest land use directly adjacent to the
project is open space, public/institutional development on the north side of I-16, and commercial
uses along Riverside Drive, I-75 and at Spring Street. Open space areas include the following:
two cemeteries at the I-16/I-75 interchange; one cemetery along I-75, south of the interchange;
several large areas of undeveloped floodplain along the Ocmulgee River, one of which contains a
passive park area and a boat ramp; and the Ocmulgee National Monument.
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Figure 20: Existing Land Use Coverage
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Based upon field surveys of the project corridor completed in 2000, the adjacent land uses have
been identified and are noted in Table 13. These surveys were updated in 2007, and those
facilities that have closed or no longer exist since the original survey have been identified in the
table accordingly. The existing interstate highways provide the main access to most of these land
uses. Figure 20 which identifies adjacent land use types also illustrates access. The proposed
changes to interstate access are not anticipated to result in land use changes. Access to I-16 EB
at Spring Street (northbound only) will be eliminated, while full access to I-16 at Second Street
will be created. Refer to Section II.B, The Selected Alternative/Alternative 9 for a detailed
description of the changes to interstate access.

Table 13: Corridor Land Uses
Type

Churches

Parks/Recreation

Health/Human
Services
(Operational)

Name
Greater Allen Chapel African Methodist
Episcopal Church

Location/Address

East Macon United Methodist Church

Main Street

Harmony Missionary Baptist Church

1850 Second Street

269 Pursley Street

Mt. Temah Primitive Baptist Church

336 Pursley Street

New Home Baptist Church

170 Hudson Street

New Hope Baptist Church

1637 Third Avenue

Old Landmark Holiness Ministries, Inc.

409 Monroe Street

Riverside United Methodist Church

735 Pierce Avenue

St. Mary’s Missionary Baptist Church

1456 Woodliff Street

Booker T. Washington Community Center

391 Monroe Street

Central City Park

Riverside Drive/Walnut Street

Macon Coliseum

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Ocmulgee National Monument

1207 Emery Highway

Public Boat Ramp

I-16/Spring Street

Gateway Park

Riverside/MLK Jr. Boulevard

Arena Chiropractic Clinic

2410 Riverside Drive

Arimah Medical, Inc.

Forest Ridge Road

Center for Families

Baconsfield Drive - Closed

Central Georgia Homecare Services

750 Baconsfield Drive, No. 112B

Chiropractor, Dr. Ray Brant

1809 Hardeman Road

Coliseum Medical Centers

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Dentist Office

Baconsfield Drive

Dr. Roby M. Kerr

Baconsfield Drive

Early Intervention Because Babies Can’t Wait

2520 Riverside Drive

Early Intervention

Baconsfield Drive

Elder Care Nursing Service

Baconsfield Drive

H & SD Katz, DDS

Baconsfield Drive

62

Type

Health/Human
Services (continued)

Cemeteries

Commercial
(General)

Name
Health Care Management Group

Location/Address
Baconsfield Drive

Health Care of Macon

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Healthfield Services of Middle Georgia, Inc.

Moved From Riverside Dr. Loc. 6/1/00

Infinity Pathology Laboratory

167 Riverside Drive

Joe McClendon, MD

Baconsfield Drive

Kidney Care, Inc.

750 Baconsfield Drive, No. 103

Macon Dialysis Facility

1 Baconsfield Drive

Medical Center of Central GeorgiaPatient Business Office

Riverside Drive

Mediq PRN Life Support Services

750 Baconsfield Drive, No. 118

Pharmacy

Spring Street

Preventative Medicine

2518 Riverside Drive

Rivers Home Health

Baconsfield Drive

Robert A. Nelson, MD

167 Riverside Drive

Vistacare Hospice

750 Baconsfield Drive, No. 114

Linwood Cemetery

Walnut Street/Pursley Court

Riverside Cemetery

1301 Riverside Drive

Rose Hill Cemetery

Riverside Drive

Conoco Gas Station

36 Spring Street

Amoco Gas Station

2580 Riverside Drive

Amoco Gas Station

15 Spring Street

Mitsubishi Car Dealership

121 Emery Highway

BP Gas Station/Car Wash

1820 Hardeman Avenue

52 Market/Interstate Mini Mart

1623 Hardeman Avenue

Greyhound Bus Terminal

65 Spring Street

Exxon Service Station

893 Riverside Drive

Marathon Service Station

705 Gray Highway

Highland Cleaners

691 North Avenue

Restaurants/Eateries

Riverside Drive

Hotels/Inns

Riverside Drive

Bank

Riverside Drive

Used Car Sales

Riverside Drive

Self Storage Facility

Riverside Drive

Phone Store

Riverside Drive

Realty Office

Riverside Drive

Various Restaurants

Riverside Drive

Bakery

Riverside Drive

Flower Shop

Spring Street

Insurance Sales

Spring Street

Package Store

Spring Street

Dry Cleaners

Baconsfield Plaza
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Type
Commercial
(continued)

Government/Services

Residential

Other

Name
Beauty School

Location/Address
Baconsfield Plaza

Beauty Supply

Baconsfield Plaza

Personal Care Services

Baconsfield Plaza

Electronics Retail

Baconsfield Plaza

Kroger Grocery Store

660 North Avenue

Offices

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Electric Motor Sales/Service

Main Street

Georgia Board of Pardons and Paroles

630F Baconsfield Drive

Georgia Department of Revenue

Baconsfield Drive

IRS

Baconsfield Drive

U.S. Army

Baconsfield Drive

Office of Secretary of State

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Macon Water Works

Adjacent to Riverview neighborhood

Fire Station No. 1

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Chamber of Commerce

Second Street

Pleasant Hill

Hardeman Avenue

Shirley Hills/North Highlands

Glenridge Drive

Riverview

Pierce Avenue

Winship Heights

Riverside Drive

The Bobby Jones Performing Arts Center

Monroe Street

Central City Lodge No. 12

395 Middle Street

Mine Safety

Baconsfield Drive

“A New Start” Boarding home

362 Pursley Street

Riverside Animal Hospital

2121 Riverside Drive

Fort Hawkins Lodge No. 18

Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard

Source: Moreland Altobelli Associates, Inc.

b) Future Land Use
According to the Macon-Bibb County 2035 LRTP, Bibb County is still a major employment
center with the growth occurring in the northeast area of the county along I-75 in-between Bass
Road and the Arkwright Road area. Also, suburban residential growth is predicted to continue
expanding into adjacent counties while the downtown area of Macon and the area around the
proposed project have little to no growth predicted. One of the main reasons that no growth is
predicted for these areas is the lack of available land.
Indirect Effects
The County LRTP was developed assuming that the I-16/I-75 Interchange Improvement project
would be in place, which included the assumption that access modifications would be
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implemented at both the Spring Street and Second Street interchanges and a C/D roadway system
would be in place; therefore, the project is consistent with the current land use plans. Because so
much of the land area directly adjacent to the interstate is located within the floodplain, it is
anticipated that much of this property would remain undeveloped. The Macon-Bibb County
Future Land Use Plan for 2035 indicates that Riverside Drive along I-75 and the Spring Street/I16 interchange are proposed to remain as nodes of commercial activity (see Figure 21: Future
Land Use).
Figure 21: Future Land Use (2035)
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The information presented in Figures 20 and 21 came from the Macon-Bibb County Planning and
Zoning Commission (MBP&Z) and was also prepared with the assistance of the Middle Georgia
Regional Development Center (RDC). Both figures have been updated based on field surveys and
corridor knowledge to correct errors and inconsistencies. For example, on Figure 20 the Linwood
Cemetery is clearly delineated as an Institutional use; however, on Figure 21 this area was not
delineated and was marked as Residential. Figure 21 has been revised to appropriately identify the
Linwood Cemetery. Another example is along Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard on the north side of I-16 where Figure 20 identified a large undeveloped area that is now
actively being developed as a mixed-use site. Figure 20 has been revised to reflect this condition.
Based on the relatively small scale of these figures, it is difficult to reflect the exact land use
conditions; however, they are good resources for understanding the land use patterns and trends and
how a project may affect these conditions.
The project will also provide direct access to Second Street from a proposed SB C/D road.
Although the proposed access changes are major from a construction standpoint, and operational
and safety improvements will be substantial, the end result is an alternative access that will
alleviate congestion at the Spring Street/I-16 interchange by diverting some of the traffic to the
proposed Second Street/I-16 interchange. These two interchanges are located less than 2,000
feet apart. The area between the two interchanges is already developed with several institutional
uses including the Bibb County Health Department and the Macon Coliseum, and dense
commercial development between Emery Highway and Spring Street.
Land use in this area is not anticipated to change; however, access to the existing public uses in
this area will be substantially improved. The Second Street interchange will also provide an
alternative access into downtown Macon, which will bring the number of existing access points
from two (Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard) to three. See Table 14 and
Figures 22-25 which describe the modifications to the access points both to and from the
interstate. One change at the proposed Spring Street interchange (closing the I-16 EB entrance
ramp) will require traffic that previously used this ramp to access I-16 EB at the Second Street
interchange. Under the No-Build condition in 2036, the traffic predicted to use this closed ramp
is less than 2,000 vehicles per day. These vehicles will be diverted to the proposed Second
Street interchange under the Build condition. This minor diversion of vehicles will easily be
handled by the existing roadway network in this area without causing any adverse impact to LOS
operations. Similar to the north side of I-16, this area is densely developed with existing
commercial development and this minor traffic diversion is not anticipated to affect this area.
The easternmost interchange within the project limits (I-16 and Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard) provides the main access to the East Macon Industrial area, Central
City Park, and several tourist attractions including the Georgia Music Hall of Fame, Tubman
Museum, and Georgia Sports Hall of Fame located on the south side of I-16, and the Macon
Coliseum and the Ocmulgee National Monument located on the north side of I-16. The proposed
modifications at this interchange will improve access to and from the interstate to all of these
major destinations. However, the roadway changes are proposed to improve safety and consist of
mainly operational modifications rather than improvements that are required because of
insufficient capacity; therefore, it is not anticipated that the project will have major effects on
land use development at this interchange.
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Table 14: Roadway Access Modifications
Existing Access

Proposed Operation/Access Changes

Traffic Pattern Affect

Interstate to Local Street
I-75 SB to Hardeman Avenue

Exit ramp is shifted back approximately 7,500 feet from the existing exit off I-75 (prior to the I-75/I-16
interchange)

Minor change, internal to the interstate only

I-75 SB to I-16 EB

Exit ramp is shifted back approximately 3,900 feet beginning prior to the I-75/I-16 interchange, and will now be
a right hand exit rather than a left hand exit.

Minor change, internal to the interstate only

I-16 EB to Spring Street

Exit ramp is shifted back approximately 3,900 feet (prior to the I-75/I-16 interchange)

I-16 EB to Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard

Exit ramp is shifted back approximately 1,100 feet

I-16 WB to Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard

No change

I-16 WB to Second Street

Minor change to ramp radius

I-16 WB to I-75 to Hardeman Avenue

Minor change, internal to the interstate only
No change
No change

Exit shifted back to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard combined with Second Street

I-16 WB to I-75 NB

Widens existing one lane connection to two lanes and two lane C/D road

I-16 WB to I-75 SB

Minor change, internal to the interstate only
No change
Minor change, internal to the interstate only

Merge is relocated from left side to right side of I-75

I-75 NB to I-16 EB and Spring Street

Minor change, internal to the interstate only

No change for I-75 to I-16, but access to Spring Street and new access to Second Street will be from C/D road
that exits just beyond Hardeman Avenue approximately 8,800 feet from the existing exit within the I-16/I-75
interchange

Minor change, internal to the interstate only (see Figure 22)

New Access
I-16 EB to Second Street

New access point from proposed C/D road

Provides additional access to downtown Macon and tourist locations and improves existing Spring Street
exit by diverting some traffic away from the Spring Street exit (see Figure 23)

Local Street to Interstate
Hardeman Avenue to I-75 NB

Access relocated to right hand lane rather than left hand lane eliminating the weave across two lanes of I-75

Minor change, internal to the interstate only

Hardeman Avenue to I-75 SB

No change

No change

Hardeman Avenue to I-16 EB

No change

No change

Hardeman Avenue to Spring and
Second Streets

Proposed ramp/C/D road will provide this access directly from the Hardeman Avenue entrance ramp

Spring Street to I-16 WB

No change

Spring Street to I-16 EB

This movement can continue to use the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange or
use the new Second Street interchange

Emery Highway to I-16 WB

Access from Emery Highway at Spring Street will not be permitted

Traffic on Emery Highway will turn onto Second Street and access I-16 at the new interchange (see Figure 24)

Coliseum to I-16 WB

No change

No change

Coliseum to I-16 EB

No change

Minor change, internal to the interstate only
No change
Minor change, additional access from Second Street, and elimination of direct access ramp from Spring Street NB
to I-16 EB (see Figure 23)

No change
New Access

Second Street to I-16 WB

Proposed ramp will provide this new interstate access
point

New access will improve mobility and connectivity between downtown Macon and the interstates (see Figure 25)

Second Street to I-16 EB

Proposed ramp will provide this new interstate access
point

New access will improve mobility and connectivity between downtown Macon and I-16 (see Figure 25)

Spring Street to I-75 SB and I-75 NB

New C/D roads parallel to I-16 WB will provide this
access

Minor change, internal to the interstate only (see Figure 23)
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Figure 22: Modified Traffic Movement, I-75 Northbound to I-16 eastbound and Spring Street
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Figure 23: Modified Traffic Movement, I-16 Eastbound to Second Street, Spring Street to I-16 Eastbound and Spring Street to I-75
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Figure 24: Modified Traffic Movement, Emery Highway to I-16 WB
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Figure 25: Modified Traffic Movement, Second Street Connection to I-16
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In summary, it is predicted that the proposed project will not precipitate land use changes or
change development patterns.
Although businesses and travelers from well beyond the interstates in this project area use the
interstate to access Macon as well as move goods beyond Macon, it is not practical to quantify
the effects in areas that far beyond the project limits. In addition, as described previously, the
proposed project does not represent a substantial change in access to the interstate in this area.
The areas that may be affected are already densely developed and any changes that may occur in
these areas are not predicted to occur as a result of the minor access modifications proposed as
part of this project.
In order to accommodate the Selected Alternative/Alternative 9 it is also necessary to encroach
into the Pleasant Hill neighborhood, which is also an historic district. In Pleasant Hill, the
Selected Alternative/Alternative 9 will affect 31 residential sites (some of which are vacant and
collapsing), and a Masonic lodge that is currently boarded up. Acquisition of additional right-ofway to allow for development of community resources as part of the mitigation for project
impacts is also planned. As part of the mitigation plan the area not needed for construction of
the proposed improvements along I-75 in this area will be converted to open space for use by the
community. For more detail about these mitigation commitments, refer to the Mitigation
discussion under Section III.B.3.e.i.(j).
The project corridor is in an area that is almost completely developed and is actually
redeveloping in some areas. It is predicted that these areas will continue to redevelop with or
without the project. As previously discussed, the proposed project will not provide a new
connection to the interstate or provide access to previously inaccessible areas. However, the
existing access to the interstate will be modified at Spring Street and Second Street as described
previously.
Currently traffic on Emery Highway can access I-16 from either Spring Street or Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. As part of this project the Spring Street access
(to I-16 EB) will be eliminated for NB Spring Street traffic and Emery Highway traffic;
however, a new access from Second Street for both I-16 east and WB traffic will be added.
Although the access to and from I-16 at these two interchanges will be modified, it is not
anticipated that these access changes will alter land use decisions in this area of Macon. The
areas around both of these interchanges are already densely developed with commercial and
institutional uses, and land that is not developed is restricted by the Ocmulgee River and its
floodplain along the south side of the interstate.
Cumulative Effects
The entire limits of Bibb County were determined to be an adequate area to define the
cumulative impacts upon land use (see Figure 26). The MBP&Z was contacted in the summer of
2006 to discuss the project and its potential impact on land use changes in the project area. Don
Tussing, Principal Planner and resident of Macon, states that the project will not significantly
increase development within the project area. In general, there has been very little new
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Figure 26: Cumulative Effects Area for Land Use
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development in this area of Macon. According to the MBP&Z, vacant land marketed in the
immediate area has not moved. Within the last five years, there have been some residential
subdivisions built outside of the project area in East Macon: Wheeler’s Landing subdivision off
of Chestney Road, and the Bradford Ridge subdivision located off of Millerfield Road south of
Bristol Drive. Both subdivisions are located approximately six miles east of the project area.
Sales of houses in both subdivisions have been slow and the lots have not been completely built
out. Per the MBP&Z, the housing market on this side of town is soft.
The study area contains urbanized, developed areas in and near the Macon city limits,
transitioning to non-urbanized, undeveloped areas to the north and east of the I-16/I-75
interchange, which also includes the floodplain of the Ocmulgee River. Residential areas are
located throughout the study area, with the heaviest concentrations located within the Macon city
limits. The primary commercial areas are concentrated in the Macon Central Business District
(CBD) and along major travel routes including I-75, I-16, Riverside Drive, Spring Street and
Second Street. Primary industrial areas are located outside the project limits to the east of the
Macon CBD, and at Ocmulgee Industrial Boulevard, which is the first exit off I-16 to the east of
the project limits. Much of the public and institutional land is concentrated within the Macon
city limits, and to the north east of I-16 between Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and Second Street. Also, a substantial amount of park, recreation, and conservation
land is located within and directly adjacent to the study area, including the Ocmulgee National
Monument, Central City Park, and the Ocmulgee Heritage Trail.
It is anticipated that land would be developed consistent with adopted land use plans. More than
enough land is allocated in each land use category to accommodate the anticipated 2035
development; therefore, the distribution of future development within the designated land use
categories would be market driven.
Encroachment of development upon environmentally sensitive areas would be a function of the
administration of local development controls rather than the result of growth demand. The
allocation model used to develop the 2035 Land Use Plan predicted most new residential
development in the Macon area would occur in northwest Bibb County, southern Bibb County,
and southern Jones County. New commercial development was predicted to occur throughout
the Macon area. Most new industrial development was predicted to occur along the railroad
corridor connecting the Seventh Street and Allied industrial districts, to the north, south, and east
of the Ocmulgee East Industrial Park, and along U.S. 41/SR 247 near the Lewis B. Wilson
Airport in southern Bibb County.
Transportation projects included in the 2035 LRTP reinforce existing and planned future
development patterns as outlined in adopted land use plans. Expansion of the Ocmulgee
Heritage Trail within existing urbanized areas would require the redevelopment of existing
commercial, institutional, industrial, and undeveloped properties to mixed-use with a park,
recreation, or conservation component. In non-urbanized areas, expansion of the trail would
convert existing undeveloped, agricultural, and forestry land into park, recreation, or
conservation land, and conflicts with future designated industrial and commercial land uses in
the 2035 Land Use Plan.
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The I-16/I-75 Interchange Improvement project is included in the 2035 Comprehensive Plan, and
the 2035 Land Use Plan (LRTP). The Selected Alternative/Alternative 9 will not impact overall
existing or future land use as designated in adopted land use plans; however, some localized land
use changes will occur. The Selected Alternative/Alternative 9 will require land for additional
right-of-way ranging from small strip takes with relatively no change in land use to larger takes
as required in the Pleasant Hill neighborhood, which is described in more detail as part of the
Community Impacts section of this document, Section III.B.3.
The original construction of the interstates through Macon caused substantial changes to the land
use in Bibb County; however, as detailed previously, the proposed safety and operational
improvements will have only minor negative and beneficial changes to land use within the
region. Because the project will have only minor direct and indirect effects to land use it is
anticipated that the cumulative impacts to land use will also be minor.
2. Economic Consequences
Employment
According to studies conducted by the MBP&Z, employment growth in Bibb County will be
scattered. The majority of the growth in Bibb County will be concentrated in the northern and
southern sections of the county; however, employment growth in the City of Macon will be
significant. Table 15 below shows projections of the number of employees in individual sectors
in Bibb County projected to 2035.
Table 15: Employment Forecasts – 2006-2035 Bibb County
2006

2010

2015

2020

2025

2030

2035

Increase
2006-2035

Construction

4,495

4,553

4,629

4,708

4,789

4,871

4,946

451

Manufacturing

9,975

10,018

10,071

10,125

10,178

10,232

10,285

310

Wholesale Trade

3,370

3,688

3,637

3,589

3,543

3,498

3,447

(283)

Retail Trade

19,680

20,039

20,486

20,933

21,378

21,822

22,270

2,590

Transport, Communications
& Utilities
Finance, Insurance and Real
Estate

6,648

6,833

7,066

73,00

7535

7,772

8,004

1,356

12,024

12,425

12,926

13,427

13,930

14,433

14,933

2,909

Services

40,887

44,193

48,324

52,451

56,576

60,699

64,830

23,943

Federal, State & Local
Government

12,122

12,383

12,710

13,034

13,356

13,676

14,003

1,881

Total Employees

109,561

114,132

119,849

125,567

131,285

137,003

142,718

33,157

Source: Woods & Poole Economics, Inc. as taken from the 2035 Long Range Transportation Plan; 2035 estimates are from the MATS staff.
(200)- Parenthesis denotes a predicted decrease
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Macon’s central location and proximity to three of the state’s major interstates result in a diverse
economy with the ability to support a wide array of industry sectors. 3 Leading among the city’s
industry groups is health care and social assistance with over 600 establishments and nearly
16,000 employees. There are seven sizeable medical facilities in the city – six that are operated
by the Medical Center of Georgia and the Coliseum Health System.
The medical field is closely followed by the retail trade industry group, which employs nearly
12,500 employees. The largest among these retail trade suppliers in Bibb County is Wal-Mart,
which has four store locations in the City of Macon. The education sector employs more than
9,000 employees within the city’s 71 educational institutions, which include elementary, middle,
high schools, private schools, colleges, and universities.
The manufacturing industry also accounts for a significant number of employees (7,862), with
the bulk of them employed by the YKK Company, the Boeing Company, Graphic Packaging
Corporation, and the Trane Company. The area industries are also heavily influenced by the
nearby Robins Air Force Base, located approximately 20 minutes away in Houston County.
The proposed construction will improve overall operational efficiency of the roadway system in
the corridor, which will improve access to local businesses. Therefore, the proposed project is
not likely to have an adverse impact on sales volumes of local businesses.
Interstate-16 and I-75 provide the main roadway connection for traffic with a destination or
origin in downtown Macon or the surrounding region, including local traffic completing intracity
travel. Interstate-75 also provides the main roadway connection to the north towards Atlanta and
to the south towards Florida for both local and through traffic coming from Macon or from the
east on I-16. With the construction of I-475 in 1971, traffic on I-75 beginning outside of Macon
could now avoid the section of I-75 through downtown Macon by following I-475, which
bypasses to the west of Macon. Interstate-16 provides the main east-west connection between I75 in Macon and the Georgia Coast, and more specifically to the Port of Savannah.
According to the 2007 Port of Savannah Annual Report, the port is the fourth largest and fastest
growing container port in the U.S. It is estimated that one out of every 14 jobs in Georgia is
dependent on the ports in Georgia, including the Port of Savannah and the Port of Brunswick.
With the construction of the proposed project and the relocation of the majority of the local trips
to the C/D roads, the through traffic movements will be substantially improved thus allowing
traffic associated with commerce beyond the limits of Macon to experience less delay as a result
of congestion.
The acquisition of new right-of-way will be required throughout the project corridor.
Approximately 15.12 acres of new right-of-way will be acquired on I-16 and approximately
20.41 acres of new right-of-way will be acquired on I-75 to implement the proposed project.
Property owners will be compensated for all right-of-way acquisitions according to applicable
laws and regulations. One commercial displacement associated with the proposed action will
occur. For a complete discussion of displacements or relocations, refer to Section III.B.4,
Relocations. Based on the scope of the project to complete major modification to several
3

Source: The Macon Economic Development Commission website, 2007.
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interstate interchanges, the amount of additional right-of-way needed to implement the proposed
project will be minimal and will not result in significant effects to the tax base of Bibb County.
Within this corridor are three interstate/arterial route interchanges (I-16 at Spring Street, Second
Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard), and a system level
interchange between I-16 and I-75. The primary objective of the project is to improve the safety
of each of the above interchanges. As a result of the proposed safety and operational
improvements, the project will reduce congestion, eliminate inadequate weaving sections, and
improve safety within this heavily traveled corridor. Furthermore, the project will significantly
improve connectivity and mobility to and from several neighborhoods and adjacent commercial
and institutional land uses in the area of the project.
It is important to understand how a project will alter the access both to and from the interstate
and how traffic patterns may be affected as a result of new and modified access points. For
example, the City of Macon has a large tourism industry, located mainly within the downtown
Macon area that relies heavily on the access from both I-16 and I-75. In order to better
determine how the proposed project will affect the local economy and potentially affect the
adjacent community, each existing and proposed access route both from and to the interstates
was analyzed. Table 15 identifies each of these access routes and describes whether the traffic
patterns would be affected by the proposed modifications associated with this project.
There are currently nine existing points of access to the local streets from the interstates, and two
new access points being proposed. The existing access locations will either have no changes or
minor changes that are internal to the interstate, such as the extension of an exit ramp, or
relocating a ramp to eliminate a weave. Seven of the nine access points will have either no
changes or only minor changes with no affect to traffic patterns. The other access changes at
existing access points will reroute traffic from Emery Highway to Second Street. Further, if
bound for I-16 EB, traffic on Spring Street coming from downtown Macon will need to use the
new Second Street entrance because the existing ramp off Spring Street is proposed to be
eliminated.
One new access point proposed will be a new I-16/Second Street interchange, which could have
a positive effect on the Macon tourism industry because it will provide an additional access point
to the downtown Macon Area and the Macon Coliseum, areas where the majority of the tourist
attractions are located. The other new access point will be the proposed C/D road and ramp from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Spring Street to connect directly
to I-75, which, other than improving the safety of this traffic movement, will not affect the traffic
patterns.
Construction Impacts
The sales volume of local business is not anticipated to be adversely affected because the
existing traffic capacity and all access points will be maintained during construction. The GDOT
does not have a specific policy to compensate business owners for loss of business due to the
construction process, if they are not proposed to be displaced by a project. However, during the
right-of-way acquisition phase of the project, any business where either right-of-way or easement
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(both temporary and permanent) are required, the GDOT will negotiate with the business owner
to identify any potential damages that may result from the acquisition of the necessary right-ofway or easement to determine appropriate compensation. The GDOT will maintain access at all
commercial locations during the construction process.
Work will be coordinated with local events, holidays, etc. This will be covered under a special
provision as part of the construction contract. Temporary lane closures will be limited to offpeak traffic periods whenever feasible. Construction staging information will be made available
to the public via the Internet and variable message signs throughout the project corridor. The
proposed project will be constructed in five separate phases, which are specifically staged in
order to minimize disruptions to the existing transportation system. It is estimated that the
construction process will take from 36-48 months to be completed. Existing roadway capacity
will be maintained throughout the construction process except for on the Second Street Bridge,
and the Riverside Drive Bridge over I-75 as described in greater detail below:

The Walnut Street Bridge over I-75 will retain the existing two-lane operation
throughout construction. The existing bridge is wide enough for four-lanes,
which will help facilitate staging construction and allow reconstruction of the
bridge to be achieved without any lane closures. The extra pavement width on
either side of this bridge is currently used by residents for parallel parking.
Parking spaces are not striped or otherwise designated along Walnut Street.
Parallel parking along Walnut Street will not be allowed within the limits of the
project during construction. Construction of the Walnut Street Bridge will require
approximately 18 to 24 months to complete.
The Riverside Drive Bridge over I-75 will be temporarily reduced from four-lanes
(two WB and two EB) to two-lanes (one WB and one EB) during construction for
a period of up to two years. This temporary loss of capacity on Riverside Drive
may result in increased traffic flow on Walnut Street and Hardeman Avenue and
may cause a temporary reduction in sales to businesses along Riverside Drive in
this area. Businesses along Riverside Drive include fast food restaurants, doctor
offices, car dealerships, and convenience stores. Since some businesses along
Hardeman Avenue and Walnut Street would likely experience increased sales
volumes, only a minor adverse effect to the local economy is anticipated.
During the construction process, interstate mainline speeds may be reduced to 45
miles per hour (mph) in some areas. It may be necessary to close at least one lane
on the interstate and temporarily close some of the entrance/exit ramps (at Spring
Street, Second Street, Hardeman Avenue, or Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard) for short durations (off-peak hours and/or weekends) when
shifting traffic between stages. A special provision will be added to the contract
that includes restrictive work hours. The restrictive work hours will be
coordinated with community leaders prior to letting to construction and adjusted
as necessary.
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The Second Street Bridge over I-16 and the Ocmulgee River will be temporarily
reduced from four lanes (two NB and two SB) to two lanes (one NB and one SB)
during construction for a period of 24 to 30 months. This temporary loss of
capacity on Second Street may result in increased traffic flow on both Spring
Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. As
additional interstate ingress/egress is added to the Second Street interchange via
the proposed ramps, Second Street will in turn attract traffic that currently utilizes
either Spring Street or Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
within the project limits. The improvements to the Second Street Interchange will
be realized early in the construction process (reconstruction of the Second Street
overpass is proposed to occur within the first phase of construction) which will
allow immediate benefit to the Macon CBD and Tourist Area. The new
interchange at Second Street will allow a faster, more direct route to the heart of
this district and will alleviate traffic congestion at the Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard exit ramps.
A special provision will be added to the contract that requires all signage for
downtown Macon points of interest to remain in-place throughout construction,
which would also specify the appropriate permanent reinstallation of the signs
upon project completion to ensure that adverse impacts to the Macon tourism are
minimized.
The temporary reduction of lanes on the local roadways of Riverside Drive, Spring Street, and
Second Street was evaluated to determine the LOS of these roadways during construction. The
results of the LOS analysis are shown in Table 16. The 2012 traffic analysis was used to
evaluate the construction lane closures.
Table 16: Levels of Service on Local Roadways during Construction
Roadway
Riverside Drive
Spring Street (both
ramps)
Second Street

Lane Reduction
4 lanes to 2
lanes
4 lanes to 2
lanes
4 lanes to 2
lanes

Peak Hour
Worst Case
AM

LOS During
Construction
E

Construction
Duration
18-24 months

AM

F

24-30 months

PM

E

24-30 months

Table 16 shows that the LOS of the analyzed roadways would be at capacity or, with lane
reductions, failing. However, the levels of service represent the worst-case peak hour situation.
These roadways with lane closures on the off-peak times will operate at LOS C. Traffic will
operate with minor disruptions 95% of the time over the entire 24-hour period. School bus
schedules will not be disrupted because the school buses usually run after the highest AM peak
hour traffic and during the afternoon before the PM peak hour traffic. Emergency response times
will be unaffected 95% of the time. Because this project will be completed in phases there will
be alternate routing for traffic that wishes to avoid some of the peak hour construction delays.
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For example, when Spring Street and Second Street are reduced, Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard will serve as an overflow to help alleviate this temporary congestion.
Most of the retail businesses are not open for business during the AM peak hours, which is the
worst-case scenario for Riverside Drive and Spring Street. Therefore, it is anticipated that only
minor impacts to the local economy will occur due to the construction delays.
The economic benefits of the project to the region will outweigh the temporary impacts that are
experienced by motorists as a result of the construction process. Improved circulation to and
from the City center provided by the new interstate ramps at Second Street and the major
improvements to Spring Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
interchanges will enhance the local economy by substantially improving access to the
surrounding businesses from the interstates. The improved access will provide alternate routing
of traffic and relieve many of the congested areas of the local system. The construction of C/D
roadways along I-16 and I-75, which eliminates weaving movements and many lane changes,
will improve the safety and provide improved guidance to and from the city’s cultural, civic and
business centers. The pedestrian facilities that will be added to the local roadway system will
provide walkable areas to enhance tourism to the historic and cultural areas of the city that are
located around the interstate corridor. Also, the pedestrian facilities will accommodate events
that are planned along the Ocmulgee Riverfront, which is an area that the city has been trying to
promote as an economic catalyst for many years.
Indirect Effects
Improved mobility will make the area more desirable for both residents and business owners.
Congested areas are clearly unattractive for residents and businesses because as people avoid
congested areas, it results in less potential customers in the congested area, and it also creates an
area that is potentially no longer attractive as a place to live. The safer and more efficient access
to and from the existing interstate interchanges, and the improved Second Street interchange will
provide a more direct access to the CBD in downtown Macon; therefore it is anticipated that this
area outside of the immediate project corridor will experience a minor indirect benefit from the
proposed project. This same scenario is also true for the industrial area located south of I-16 off
of the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard exit. Improved access through
this congested area of Macon could potentially encourage these existing industrial facilities to
expand in this area of Macon, which in turn could provide additional jobs for the region.
Substantial growth for this region is not predicted based on the 2035 Macon-Bibb County
Comprehensive Plan.
Cumulative Effects
The area established for the Macon Area Transportation Study, which includes the limits of Bibb
County and southern Jones County, was determined to be an adequate area in which to analyze
the cumulative impacts upon economic issues (see Figure 27). The construction of I-75 into the
City of Macon in the 1960s and the completion of I-16 in the 1970s, likely provided the most
important economic benefit to the city. I-16 provided a direct connection between Macon and
the Port of Savannah, which is often described as one of the top container ports on North
America's Atlantic coast, being grouped with the New York/New Jersey and Charleston ports.
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Figure 27: Cumulative Effects Area for Economic Impacts
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Many distribution and industrial operations whose processes require over the road transportation
of goods have benefited from the direct access to I-16 and I-75, which provides a connection to
Atlanta and other points to the north, and to the port of Savannah to the south. Both interstates
are vital for the support of Macon’s large tourism industry. It is anticipated that the proposed
project, when combined with past, present, and reasonably foreseeable future development, will
continue to provide the needed mobility to attract tourism to the region and allow the major
employment centers to maintain the mobility needed to operate competitively and benefit the
regional economy. Although the existing interstate capacity will be maintained throughout the
project construction, temporary minor impacts to the local economy will occur as a result of
standard construction delays and inconveniences. The capacity on some local streets will be
reduced only slightly, and adequate capacity will be maintained on adjacent streets to ensure the
connectivity and mobility between downtown Macon and the surrounding communities.
3. Community Impacts
a. Introduction
An assessment of potential community impacts of a project is required by Federal law under
Title VI of the Civil Rights Act, but not limited to, 23 CFR 771, Environmental Impact and
Related Procedures (1987), EO 12898 on Environmental Justice (1994), and FHWA
Environmental Policy Statement (1994). Community impacts can occur in many ways, including
but not limited to increased noise, a change in access, an adverse effect to a specific population,
displacement of structures, or adverse visual effects. Another aspect that is often assessed as part
of a community impact evaluation is community cohesion. Community cohesion is the effect
whereby a particular neighborhood or community feels unity or the capability to interact as a
single social entity. The potential effects of major transportation projects may divide or
adversely affect the feeling of community cohesion upon a particular area. Conversely, a
roadway improvement project can have a beneficial impact on a community. It can improve
connectivity and mobility; it can improve safety, reduce congestion, improve the visual
environment and enhance community vitality.
Prior to assessing potential impacts on a community, a description of the community as it
currently exists must be addressed. The following sections identify the key features of the
communities in the project area including land use, population details, and how the population
interacts.
b. Community Identification
Presently, I-16 and I-75 are major interstate corridors in the area comprised of a mixture of
residential, commercial, open space and parks, and a few industrial lands uses. The following is a
more detailed description of the historical, demographic, and physical characteristics of the
communities located within the project area.
Selection of Project Area and Reference Area
The project area is delineated as a way to quantify potential impacts of the project. In general,
the project area was initially defined as a ½ mile ribbon of land surrounding the existing highway
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right-of-way. Table 17 indicates the relative percentages of predominate land use types in the
project area.

Table 17: Existing Land Use Percentages
Existing Land-Use
Percentages in Project Area
Residential
41%
Parks and Open
39%
Space
Commercial
15%
Institutional
5%
While 41% of land use appears to be an average number for residential usage, all but four
neighborhoods in the project area are bounded by the natural boundaries of the Ocmulgee River
and vast areas of open space, such as Riverside Cemetery. The four neighborhoods are:
Riverview, located north of Pierce Avenue and I-75; Pleasant Hill, located on both sides of I-75
below the interchange; Shirley Hills/North Highlands, situated immediately north of the
interchange; and a small portion of the Winship Heights neighborhood, which is located at the
intersection of Riverside Drive and Ingleside Drive on the southwest side.
For the purpose of the community assessment, the project area boundaries have been expanded
to include:
At a minimum, all areas within a ½ mile boundary of the project area
Whole block groups of those areas with a fraction in the ½ mile boundary
The entire neighborhoods (as designated by MBPZ) of Shirley Hills, Riverview, North
Highlands, Winship Heights, Fort Hill, East Macon, Pleasant Hill, Vineville, and the
Macon CBD (see Figure 28: Community Assessment Area and Noise/Visual Barrier
Locations)
The reasons for expanding the boundaries are:
The percentage of potentially impacted residential areas is unusually low for an urbanized
area.
Block group data is the smallest data set available via the U.S. Census. It cannot be
divided and remain statistically valid.
Public involvement revealed that communities are cohesive, and that residents are just as
concerned about neighborhood impacts as they are about individual impacts.
See Figure 28 which illustrates the boundaries of the community assessment area based on
Census Block Groups.
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Figure 28: Community Assessment Area and Noise/Visual Barrier Locations
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c. Environmental Justice – General Analysis
Executive Order (EO) 12898, Federal Action to Address Environmental Justice in Minority
Populations and Low-Income Populations requires federal agencies to adopt strategies to address
Environmental Justice (EJ) concerns that may occur due to agency operations or as a result of
federally-funded projects. This order directs each federal agency to identify and address
disproportionately high and adverse human health or environmental effects that may occur in
minority and/or low-income communities. If disproportionate impacts on these populations are
identified, efforts must be made to avoid or mitigate the effects. This mandate requires two related
assessments: (1) whether a minority or low-income population is present within a project area,
and if so, (2) whether that population suffers disproportionately high adverse effects from the
project.
Determining impacts to social groups within the proposed project study area required
quantitative as well as qualitative analyses. Quantitative analyses were carried out utilizing
Census 2000 data, while the qualitative analyses were achieved through site visits to the project
area, community outreach meetings, and discussions with community leaders and residents.
Because of the nature of census data, the quantitative analysis provides a more broad
representation of potential EJ concerns, whereas the qualitative analysis can provide information
at a more detailed level. The extensive public outreach completed on this project permitted
interaction with the communities in the corridor and allowed for a better interpretation of the
surrounding population. These efforts combined with field surveys and interviews with local
planning and zoning officials also helped to determine how accurate the statistical data is as
defined in the quantitative analysis.
The environmental justice definitions for minority and low-income populations provided in
FHWA Order 6640.23 and DOT Order 5610.2 are intended to be consistent with the definitions
that have been issued by the Council on Environmental Quality (CEQ) and Environmental
Protection Agency (EPA). A minority population is defined as a group of people and/or a
community experiencing common conditions of exposure or impact, consisting of persons
classified by the U.S. Census Bureau as Black, Asian, American Indian or Alaska Native,
Hispanic, or other non-white persons including those persons of two or more races. A lowincome population is defined as a group of people and/or a community that, as a whole, lives
below the national poverty threshold (FHWA 1998).
The poverty guideline for a family of four people in 2000, as defined by the U.S. Department of
Health and Human Services, was a total annual household income of $17,050. This amount
increased to $20,650 in 2007. For purposes of determining low-income populations, U.S.
poverty thresholds for 1999 were used. The poverty threshold for a family of four people in
1999, as defined by the U.S. Census Bureau, was a total annual household income of $17,029.
According to FHWA Order 6640.23 and Department of Transportation (DOT) Order 5610.2,
disproportionately high and adverse effects on minority or low-income populations generally
mean an adverse effect that is predominantly borne by or would be suffered by the minority
population and/or low-income population, and is appreciably more severe or greater in
magnitude than the adverse effect that would be suffered by the non-minority population and/or
non-low-income population (FHWA 1998).
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The environmental justice definitions for minority and low-income populations provided in
FHWA Order 6640.23 and DOT Order 5610.2 are intended to be consistent with the definitions
that have been issued by the CEQ and Environmental Protection Agency (EPA). As defined by
the CEQ and consistent with EPA’s guidance, a minority or low-income population is present
when (1) the percentage of the population that is minority and/or low-income is 50 percent or
more; or (2) the minority and/or low-income population percentage in the affected area is
meaningfully greater than the minority or low-income population percentage in an appropriate
comparison group(s) (CEQ 1997; EPA 1998).
After the community assessment boundary was set for indirect and cumulative impacts analysis,
the project area was analyzed for minority and/or low-income communities and populations.
i) Quantitative Analysis
In order to look at minority and/or low-income populations in smaller geographic areas, Census
block groups and Census blocks were analyzed and compared to the following areas: City of
Macon, Bibb County, Middle Georgia Regional Commission (MGRC) area and Georgia as a
whole. The MGRC is made up of 11 counties in middle Georgia: Baldwin, Bibb, Crawford,
Houston, Jones, Monroe, Peach, Pulaski, Putnam, Twiggs, and Wilkinson. Refer to Figure 29 for
a map of the Census Block Groups adjacent to the project. The census block groups within this
area are listed in Table 18.
Table 18: Minority and/or Low-Income Census Block Groups
*Census
Block
Group

101.1
101.2
101.3
102.1
107.1
108.1
108.2
110.1
110.2
112.1
113.1
119.1
119.2
119.3
120.1
120.4
130.2

Percent
White

Percent
Black

3.8 %
2.9 %
21.3 %
34.6 %
45.1 %
80.7 %
85.7 %
53.7 %
98.4 %
7.6 %
7.6 %
10.6 %
87.4 %
73.8 %
93.0 %
96.1 %
21.2 %

96.1 %
88.5 %
78.7 %
53.8 %
44.3 %
16.3 %
10.8 %
38.7 %
1.5 %
91.9 %
91.9 %
87.7 %
11.7 %
18.6 %
6.9 %
2.0 %
78.8 %

Percent
Hispanic

0.0 %
9.2 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
0.9 %
0.0 %
1.5 %
0.0 %
1.1 %
0.0 %
0.0 %

Percent
Asian

Percent
Native
American
or Alaska
Native

0.0 %
0.0 %
0.0 %
11.7 %
0.0 %
1.0 %
3.4 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %
4.5 %
0.0 %
0.0 %
0.0 %

0.0 %
0.0 %
0.0 %
0.0 %
1.6 %
0.0 %
0.0 %
3.0 %
0.0 %
0.0 %
0.0 %
0.9 %
0.0 %
0.0 %
0.0 %
0.0 %
0.0 %

*Note that Census Block Group map uses 101001 for 101.1
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Percent
Vacant
Housing
Units

20.0 %
23.8 %
44.0 %
15.4%
33.0 %
21.8 %
13.5 %
15.8 %
9.1 %
25.6 %
16.7 %
16.7 %
5.9 %
10.5 %
5.9 %
5.1 %
29.5 %

Percent of
Households
with Public
Assistance
Income

16%
9%
11%
4%
13%
0%
0%
4%
0%
5%
17%
0%
2%
0%
0%
2%
15%

Median
Household
Income

$10,848
$19,650
$15,735
$19,688
$ 7,091
$20,431
$25,694
$40,147
$72,841
$14,960
$13,571
$20,396
$42,870
$45,250
$44,712
$50,268
$14,306

1999
Percent
in
Poverty

58.3 %
27.1 %
49.5 %
30.4 %
57.7 %
24.3 %
20.7 %
17.3 %
1.8 %
41.6 %
57.2 %
31.3 %
5.2 %
19.1 %
1.9 %
9.4 %
44.4 %

Figure 29: Census Block Group Map

87

This information is also presented graphically in Figures 30 and 31. Figure 30 represents
adjacent Census block groups where minority populations, as defined by U.S. Census Bureau,
are located.
The pink and blue shaded areas are block groups where more than 50% of the population is made
up of one or more minority groups. Figure 31 represents the median household income by census
block groups in Bibb County. The yellow shaded areas are block groups that are identified as
being below the poverty level.
The demographic data for the overall project corridor is also compared to other successively
larger geographic areas including the City of Macon, Bibb County, the MGRC, and the State of
Georgia. The comparisons are presented in Table 19: Population Comparison. The project area’s
percentage of minority population is below that of the City of Macon and comparable to Bibb
County. The project area demographics show a larger population of minorities as compared with
the MGRC and Georgia.
Census data as well as information from the Macon Housing Authority was also gathered in
order to analyze income data in the community assessment area. The Macon Housing Authority
provides affordable housing for low-income families with 2,282 units of public housing within
Bibb County. The City of Macon has a total of 14 family living sites and mini-neighborhoods
throughout the city. Three of these communities are located within the community assessment
area: Davis Homes and Willingham Court in the East Macon neighborhood and Lewis H.
Mounts Homes in the Pleasant Hill neighborhood. In addition to public housing, there are a
number of privately owned, subsidized apartments in Macon. Subsidized one-, two-, three-, and
four-bedroom apartments are available at Riverside Gardens, located at 575 Baxter Avenue.
Nearby the Pleasant Hill neighborhood are the Clisby Towers, Saint Paul Apartments, Vineville
Homes, and Saint Paul Village elderly apartment homes. All offer one-bedroom units for
seniors. The Macon Housing Authority also administers a rental subsidy program throughout
Bibb County called the Housing Choice Voucher Program, previously known as Section 8.
There are 2,760 housing units in the Housing Choice Voucher Program in Bibb County.

Table 19: Population Comparison

Comparison
Unit

Median
Household
Income

Percent
White

Percent
Black

Percent
American
Indian

Project Area
City of Macon
Bibb County
MGRC
Georgia

$28,673
$27,405
$34,532
$36,945
$42,679

49.3 %
35.5%
50.1%
62.5 %
65.1 %

47.7 %
62.5 %
47.3 %
34.9 %
28.7 %

0.2%
0.2%
0.2%
0.3%
0.3%
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Percent
Asian &
Pacific
Islander
0.7%
0.7%
1.1%
1.1%
2.2%

Percent
Hispanic

1.5%
1.2%
1.3%
2.2%
5.3%

Percent
Vacant
Housing
Units

1999
Percent
in
Poverty

18.5 %
13.3%
11.2%
11.8 %
8.3 %

29.1 %
25.5 %
19.1 %
14.0 %
13.7 %

Figure 30: Distribution of Minority Populations

Source: 2000 US Census
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Figure 31: Median Household Income

Source: 2000 US Census
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ii) Qualitative Analysis
Upon completion of the quantitative analysis as described previously, more detailed field
investigations were completed in order to confirm the presence of the potential minority or lowincome populations within the community assessment area. Qualitative analyses were
accomplished through numerous site visits to the area, community outreach meetings, and
discussions and interviews with residents and community leaders. Local historians at the Middle
Georgia Regional Library as well as local planning and zoning officials at the Macon-Bibb
County Zoning Commission were also consulted in identifying populations and communities in
the community assessment area. Because of the statistical nature of Census data, the quantitative
analysis provided a more particular examination of the surrounding population. The extensive
public outreach completed on this project combined with field surveys and interviews with local
planning and zoning officials, also helped to determine how accurate the statistical data is as
defined in the quantitative analysis.
Census data indicates that block groups 101.1, 101.2, 101.3, 102.1, 107.1, 112.1, 113.1, 119.1,
and 130.2 contain a minority and/or low-income community or population (refer to Table 19:
Minority and/or Low-Income Census Block Groups). Census block group 130.2 is located
within the Seventh Street Industrial Park and upon field survey, was not found to be the locus of
a minority or low-income population. Census information for block group 119.1 indicates a
large minority population. Field survey indicates that a large, 7-building apartment complex,
Winship Gardens at 2140 Ingleside Avenue, is located in this census block group and provides
the majority of the residential units in this census block group. The eastern border of the block
group is located approximately 300 feet west of the area of potential effect along I-75. The
Winship Garden Apartment complex is located approximately 0.4 mile west of the area of
potential effect and will not be impacted by project implementation.
Discussions of potential minority and/or low-income populations within the remaining census
block groups listed previously are contained in the environmental justice discussions for the
Pleasant Hill neighborhood (101.1, 101.2, 101.3 and 102.14), Fort Hill neighborhood (112.1), the
East Macon neighborhood (113.1) and the Macon CBD and Tourist Area (107.1) starting on
page 119. It has been determined that the Pleasant Hill neighborhood, the Fort Hill
neighborhood, and the East Macon neighborhood contain low-income and minority populations.
d. Community Involvement During Project Development
In addition to the evaluation of the census and other demographic records, public outreach has
been an effective tool to help define and understand the communities located within the project
corridor. Public outreach on the I-16/I-75 project included individual and general audience
meetings, a project website, a telephone hotline (voicemail), media releases, a project post office
box, a Citizens Advisory Committee (CAC), a project-specific newsletter, and mailings.

4

Census block group 102.1 is located in both the Pleasant Hill and Vineville neighborhoods. The greater part of the
minority population within this census block is located in the Pleasant Hill community.
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One of the main goals of the public outreach was an attempt to define and better understand the
specific day-to-day operational problems of the corridor as seen from the perspective of the
community and those that use the facility on a daily basis. The public involvement program was
used to both inform the public about the project and involve them in it, specifically in the
development and evaluation of design aspects of the project. Input from key community leaders
regarding environmental features of the study area was also obtained and used to supplement
environmental fieldwork.
Dates of public outreach events on the project along with the number of individuals in attendance
can be found in Section III.B.6, Public Involvement.
Summary of Public Comments
Meetings about this project have taken place over more than ten years, and the comments
collected are numerous. Though it would be difficult to detail every comment made, the key
concerns and issues from citizens and the CAC can be summarized as follows:
The construction of this freeway through an established neighborhood in the 1960s,
prior to requirements for Environmental Impact Assessments, caused considerable
resentment in Pleasant Hill Community that still echoes today.
Residents, including both homeowners and renters who will be displaced, want
comparable or better quality housing in the same general location at no additional
cost to them.
Residents expect beautification and safety improvements along both sides of I-75 as
part of this project, including parks, lighting, benches, a bike path, and children’s play
area. They want sinkholes investigated and current surface streets patched and
resurfaced.
Residents want construction impacts to be minimized, including staging of road
closures so circulation of cars and pedestrians is maintained during the project
construction.
Residents want traffic safety to be improved, reducing crashes and decreasing the
amount of traffic impacting the neighborhood.
Potential noise and visual impacts have been identified for adjacent communities
including Shirley Hills, Pleasant Hill, and Winship Heights.
Residents are concerned that the proposed changes to the interstate exits will
adversely affect the downtown area and specifically the tourism industry.
See Appendix B, which contains copies of all comments received at the various public
information open houses and neighborhood meetings on this project.
e. Identified Communities within the Community Assessment Area
The following communities were identified along the project corridor: Pleasant Hill, Shirley
Hills, North Highlands, Riverview, Winship Heights, Vineville, Fort Hill, East Macon, and the
Macon CBD (refer to Figure 28). An analysis of each community was conducted to evaluate the
impacts of the project using the following criteria: community characteristics, relocations, visual
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quality, air, noise, community cohesion, environmental justice, community impacts during
construction, indirect and cumulative impacts (based on community boundaries), and mitigation.
i.

Pleasant Hill Neighborhood
(a) Community Characteristics

The historically African American neighborhood of Pleasant Hill was organized in 1872 and is
listed on the National Register of Historic Places (NRHP) (refer to Figure 28). Many of Pleasant
Hill’s residents were property owners who maintained a self-sufficient community and
represented a cross-section of Macon’s black residents: doctors, educators, attorneys, grocers,
skilled and unskilled laborers, and other professionals. Before the turn of the century, some of
the more prominent businesses established as black enterprises included Macon-based
newspapers, an upholstering business, and funeral homes. In the 1960s, the Pleasant Hill
neighborhood was split in two by the construction of I-75. Today, the two sides of this
traditional grid street designed neighborhood are connected over I-75 by Riverside Drive along
the north, by Walnut Street, and the David Lucas Pedestrian Walkway towards the center of the
neighborhood and Hardeman Avenue on the southern boundary. For several years, Pleasant Hill
has been part of the Weed and Seed federal-local initiative, which stresses community-oriented
policing, elimination of substandard housing, neighborhood revitalization, and the establishment
of community resources to provide positive services to children, teenagers, adults, and senior
citizens. Two major projects currently underway in this neighborhood include the Progressive
Christian Academy Community Center and the restoration of the Linwood Cemetery. In
addition, the Booker T. Washington Community Center, located in the neighborhood, is an
important facility, holding summer recreation and after school programs as well as serving as a
meeting facility for neighborhood organizations and civic groups. This community has a strong
neighborhood association and deep-seated cohesion despite the I-75 split.
The Pleasant Hill neighborhood as a whole has experienced disruptive changes over the past
several decades. Comparisons of total population data for the 1990 and 2000 Census years show
an overall decline in population for the entire Pleasant Hill area. In fact, the population in the
Pleasant Hill neighborhood declined from 2,066 in 1990 to 1,611 in 2000, a decrease of 22%.
The median home value in 1990 was $26,400; by 2000, the median home value had increased to
$37,500. The Pleasant Hill community experienced a slight increase in the number of vacant
homes from 1990 to 2000. In 1990, nearly 19% of the homes were vacant; by 2000 that number
had grown to 23%. Homeownership rates within the Pleasant Hill neighborhood remained
constant from 1990 to 2000, with 32% of the homes within the community being owner
occupied.
The existing demographic characteristics within the Pleasant Hill neighborhood are similar on
either side of the interstate, but there are some key differences as well (see Table 20). The
section of the neighborhood to the east of the interstate (block group 101.1) is smaller in land
size and in population as compared to that of the west.
Other basic demographics are fairly homogeneous throughout the neighborhood. According to
the 2000 U.S. Census, the majority of the area, east and west, is comprised of African American
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residents. There are more female residents than male residents, and both sections of the
neighborhood have similar elderly population distributions. Homes in the Pleasant Hill
neighborhood were built from as early as 1890 to the 1950s. Though the homes vary in age, they
are similar in median value on either side of the interstate. However, median household income
is substantially different on either side of the interstate with the west side having a 55% higher
income. Residences with higher median household incomes make up a larger portion of owner
occupied units; however, the majority of residents on both sides of the community are renters.
According to the 2000 Census, less than one-fourth of the Pleasant Hill neighborhood is vacant.
Visual surveys of the neighborhood confirm the vacancy rate.

Table 20: Pleasant Hill Demographic Information
Census Variable

Block Group 101. 1 (east)

Block Group 101. 2 (west)

Population

629

982

% White

1.3

2.8

% African American

98.2

95.4

% Male

42.8

45.9

% Female

57.2

54.1

% Elderly (65+)

14.6

18.4

Median Household Income

$10,848

$19,650

Median Home Value

$38,900

$36,200

% Owner Occupied

28

35

% Renter

72

65

% Occupied

80

76.2

% Vacant

20

23.8

Source: U.S. Census, 2000
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During field surveys it was also noted that homes at the edges of the neighborhood near Forest
Avenue and Madison Street appear to be in better physical condition than other homes in the
neighborhood. A 2006 windshield survey completed by the MBP&Z revealed that the majority
of the housing structures in the community (75%) were considered to be in good condition; 20%
were in need of minor repairs; 4% needed major repairs; and 1% were considered dilapidated
and in need of demolition. These dilapidated units are scattered throughout the neighborhood
(five are located to the east of I-75; six are located to the west) and present no discernable pattern
or trend. Note that this survey covered the area defined by the City of Macon as the planning
boundary, which includes areas to the north along Ingleside Avenue and to the west along
Rogers Avenue beyond the limits of the historic neighborhood boundary. Figure 32 identifies
these boundaries and the location of the specific housing type by condition.
At the time of the community evaluation update real estate data for the historic neighborhood
shows a total of 10 home sales between January and June of 2007 (see Table 21). The majority
of the recently sold homes are located on the west side of I-75 where median household incomes
are higher, but median home values are slightly lower as compared to the east side of I-75.
Recent home sales prices range from $25,000 to $99,900 for homes between 575 and 4398
square feet in size. The average price per square foot of residential real estate in the area is
$28.59. Field views did not identify any homes for sale in the neighborhood; however, there
were several homes available for rent.
The Pleasant Hill neighborhood is located in Macon Police Department’s Precinct 3, Zone D. A
comparison of crime statistics between 2005 and 2006 shows an increase in homicides,
burglaries, and auto theft occurrences (see Table 22). However, rapes decreased by 100%. The
area also experienced decreases in the number of assaults and arsons. Larceny (nonviolent theft)
decreased by 13% for the area. There was no change in the number of robberies. Overall, crime
increased between 2005 and 2006 by only 1%.
Existing Physical Characteristics
There is a large open channel culvert that runs
through the neighborhood parallel to I-75. This
structure – Bear’s Row Culvert was constructed
in March 19825. A windshield/pedestrian survey
of the neighborhood shows that the streets are in
very poor condition; however, the Bibb County
Road Improvement Program has completed
roadway rehabilitation projects for Forest
Avenue and Douglas Avenue within the
neighborhood. Although there are many places
where potholes have been patched, there are also
areas where street repairs in the neighborhood
are needed. The MBP&Z Commission’s
5

The open channel culvert that runs through the
eastern section of the neighborhood

As per conversation with Macon City Engineer Jim Johnson on August 14, 2007.
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Figure 32: Pleasant Hill Housing Conditions
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Table 21: 2007 Home Sales Data for Pleasant Hill
Address

Size (ft2)

Date Sold

Sale Price

1915 Mallory Dr
367 Grant Ave

1,246
1,816

January 2007
February 2007

$60,000
$28,000

386 Pursley St
1408 Wise Ave

575
1,215

February 2007
February 2007

$35,725
$41,220

2046 Walnut St
289 Forest Ave

1,300
1,300

February 2007
February 2007

$50,000
$47,500

367 Grant Ave

1,816

March 2007

$35,000

416 Middle St
559 Baxter Ave

1,585
4,398

March 2007
April 2007

$52,589
$99,900

1457 Fifth St

1,362

June 2007

$25,000

Source: Coldwell Banker website

Table 22: Crime Statistics for Pleasant Hill (2005-2006)
Offense

2005

2006

Number
Change

%
Change

Homicide

0

1

1

100%

Rape

5

0

-5

-100%

Robbery

9

9

0

0%

Assault

12

7

-5

-42%

Arson

7

4

-3

-43%

Burglary

66

107

41

62%

Larceny

319

277

-42

-13%

Auto Theft

35

53

18

51%

Totals

453

458

5

1%

Source: Macon Police Department, 2007

97

Pleasant Hill Neighborhood Plan (2007) states that much of the interior of the community is
without sidewalks, and those that do exist are in poor condition and are not of standard width.
Transportation6
Over 85% of the residents living on the east and west side of the Pleasant Hill neighborhood
drive a truck, car, or van as their major mode of transportation. A small amount of the residents
either walk or use public transportation.
The Pleasant Hill neighborhood is serviced by two Macon Transit Authority (MTA) routes –
Route 5 (Ocmulgee/Tom Hill), and Route 1 (Vineville/Charter Hospital). Route 5 offers more
extensive service with bus stops in the interior of the community on both sides of I-75. To the
east of the interstate, busses travel down Madison Street, Jefferson Street, Monroe Street,
Stewart Lane, and Walnut Street. To the west, Walnut and Ward Streets, Second, Third, Forest,
and Baxter Avenues, and Mallory Drive receive bus service. The Macon Municipal Auditorium,
the Kmart and Kroger Grocery Store shopping plaza on Tom Hill Boulevard, and the Macon
Veterans Administration (VA) Hospital in North Macon are major destinations. This route is
one of the most heavily utilized in the MTA system and is very often used by neighborhood
residents. However, there are no transit shelters within Pleasant Hill to accommodate riders.
Route 1 provides very limited service to Pleasant Hill to the west of I-75. This route travels the
neighborhood’s southwestern border along Hardeman Avenue and U.S. 41 beyond Forest
Avenue. The Kroger Grocery Store shopping plaza on Pio Nono Avenue and the Macon
Northside Hospital are major destinations along Route 1.
The MTA also offers a special downtown tour service through the Macon Intown Trolley
Service, Inc. (MITSI). The service is primarily used by tourists and does not service the Pleasant
Hill community; however, there is a stop along the tour route on College Street near U.S. 41,
approximately one block from the neighborhood. All transit routes provide service to the Cherry
Street transit center. Based on MTA route information, the Route 5, Route 1 and MITSI routes
will not be impacted by the proposed alignment.
Community Resources
When new construction occurs in an area that
is already established and built-out, it is
important to determine the extent to which the
new development could or could not create
barriers to social interaction and neighborhood
cohesion. Schools, churches, shopping areas,
parks, and recreational centers are all important
resources that create a social fabric unique to
each community. The potential impacts to
these places should be considered as a part of
this analysis.
6

The Booker T. Washington Community Center provides
summer programs for neighborhood children

US Census; The MTA-MCA website, 2007.
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Community services within the two block groups include a neighborhood grocery store located
near Walnut Street and Forest Avenue, and two dry cleaners on Georgia Avenue. The Highland
Institute Medical Center and a U.S. Post Office are located nearby to the south, but not in the
neighborhood. The Booker T. Washington Community Center is located in this community and
is well used by the residents of the Mounts public housing site and the larger Pleasant Hill
community as a whole. There are no significant retail shopping opportunities within the
neighborhood.
The L.H. Williams Elementary School is the only public school located in the Pleasant Hill
neighborhood. The school is located to the west of I-75 at 325 Pursley Street between Second
and Third Avenues. Other private schools and Christian academies in this area include the St.
Peter Claver Catholic School, which accepts children from pre-school to the eighth grade, and
the Brothers School of Re-Upholstery, a small vocational school. To the east of the interstate
within the Pleasant Hill neighborhood is the Progressive Christian Academy, a pre-kindergarten
through twelfth grade private school.
The Pleasant Hill neighborhood is home to 13 churches with a variety of denominations,
including Baptist, Catholic, African Methodist Episcopalian, United Methodist, and Christ
Scientist. Churches are evenly dispersed throughout the neighborhood. The Linwood Cemetery
is an African American historic cemetery c. 1896 located on the west side of the community
between Riverside Drive and Walnut Street. It is included in the Pleasant Hill Historic District.
According to the Pleasant Hill Neighborhood Plan (February 2007), there are several influential
people buried in the Linwood Cemetery. Representative Jefferson F. Long, who was a resident
of Pleasant Hill and the first African American lawmaker from Georgia, is one of the more well
known individuals buried in the cemetery. Another noteworthy burial in this cemetery is
Sergeant Rodney M. Davis, a U.S. Marine Corps member who saved his fellow comrades by
throwing himself on a live grenade in 1967 during the Vietnam War. He was posthumously
awarded the Congressional Medal of Honor among other decorations.
(b) Relocations
The project alignment was chosen in order to minimize impacts to residents and property to the
fullest extent possible. Under the Selected Alternative/Alternative 9, without the mitigation
proposed for the Pleasant Hill neighborhood, the project would impact eighteen (18) residential
structures and a Masonic lodge in Pleasant Hill. Of these, the Masonic lodge and eight (8) of the
residential structures are vacant; therefore, relocation would only be required for the 10 occupied
residences under the Selected Alternative/Alternative 9.
The proposed community impact mitigation proposal discussed at the conclusion of this section,
would impact an additional 13 residential structures. Of these structures, 11 were determined to
be occupied. The impact of the build alternative has been assessed through a Conceptual Stage
Study (CSS), which was updated in January, 2007. The study reports that the Selected
Alternative/Alternative 9 with the proposed mitigation may displace 11 owner-occupied and 10
tenant-occupied single-family residences and a Masonic lodge in Pleasant Hill. The Masonic
lodge is located at Middle Street and First Avenue and is presently boarded-up. Though owned
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by the Central City Lodge No. 12, it is not currently being used as a meeting place. Two
attendees at a PHNIG meeting stated that they rented space inside the building from the lodge.
Efforts made to contact the owners of the building have been met with no response. As noted
previously, some of the structures are vacant and therefore will not be considered relocations.
Property owners will be fairly compensated for the required property, but if a site is not occupied
at the time of right-of-way acquisition, no occupants will require relocation.
The GDOT can assure that the relocatees will receive the appraised fair-market value for their
property. Relocatees will also be offered decent, safe and sanitary housing within their financial
means. Within a reasonable period of time prior to displacement, a comparable replacement
dwelling will be made available for the displaced individuals. All relocation efforts will be
completed following the standards of the Uniform Relocation Assistance and Land Acquisition
Policies Act of 1970 (Uniform Act). The CSS evaluated available housing and rentals within the
Pleasant Hill neighborhood, adjacent neighborhoods, and greater Macon. The State Relocation
Program is realistic and is adequate to provide orderly, timely, and efficient relocation of
displaced persons. For this project the relocation also includes an extensive component to
relocate structures within the Pleasant Hill Community, which is described in greater detail
within subsection (j) Mitigation.
Based on the CSS and other available information, there appear to be no large families, nonprofit organizations, churches, or handicapped individuals in the area, however, it does appear
that there are minority households, low-income groups, and elderly persons that will be affected
by the proposed relocations associated with the Selected Alternative/Alternative 9. In total,
10.02 acres of right-of-way and 4.73 acres of easement will be required from the impacted
parcels (144 total) within the Pleasant Hill Historic District for construction of both the interstate
improvements and the mitigation improvements.
(c) Visual Quality
Another area of community concern expressed by local residents is the potential visual impacts
of the proposed project. Visual impacts can be caused by visual elements that are added to the
landscape. In addition to more paved travel lanes, the project will require modifications to
interchanges, bridges or underpasses, retaining walls, sound barriers as warranted, signs,
guardrails, and various other structures. Bridges and overpasses will represent a noticeable
visual element when added to the landscape. However, the proposed project is located along the
existing interstate corridor and not on new location. The interstate and associated structures are
already part of the existing viewshed and the proposed improvements although noticeable, will
not be unexpected visual elements of the corridor. The majority of the improvements will be
completed within existing right-of-way; therefore, changes in landforms required by grading, and
loss of vegetation will be minimal.
Assessment Method
The process used in the visual impact study for Pleasant Hill and the other identified
communities generally follows the guidelines outlined in the publication “Visual Impact
Assessment for Highway Projects,” FHWA, March 1981.
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Six principal steps required to assess visual impacts were carried out as follows:
Define the project setting and viewshed
Identify key views for visual assessment
Analyze existing visual resources and viewer response
Depict the visual appearance of the project
Assess the visual impacts of the project
Propose methods to mitigate adverse visual impacts
Project Setting
The regional landscape establishes the general visual environment of the project, but the specific
visual environment upon which this assessment will focus is determined by defining landscape
units and the project viewshed. Changes to existing visual resources include changes to
landform, vegetation, water features, and development. Field surveys of the Community
Assessment Area (refer to Figure 28) identified these resources as part of defining the project
setting and viewshed, identifying key views and analyzing the existing visual resources and
viewer responses.
Residential areas, parks/recreational areas and historic sites are recognized in FHWA’s Visual
Impact Assessment for Highway Projects manual as areas where concern for visual quality is
high. For that reason, these features are specifically identified as areas of visual concern. Visual
impacts are also caused by visual elements that are added to the landscape. In addition to paved
travel lanes, the project will require interchanges, bridges or underpasses (or modifications to
existing such structures), retaining walls, sound barriers as needed, signs, guardrails, and various
other structures. These types of structures represent potentially noticeable visual elements when
added to the landscape.
Project Viewshed
A viewshed is a subset of a landscape unit and is comprised of all the surface areas visible from
an observer’s viewpoint. The limits of a viewshed are defined as the visual limits of the views
located from the proposed project. The viewshed also includes the locations of viewers likely to
be affected by visual changes brought about by project features. A viewshed for a transportation
facility is defined as those areas that are visible from a road and, conversely, from which a road
is visible. In the following analysis, the terms “viewshed” and “visible area” refer to areas that
are both visible from the proposed project and from which the proposed project is visible.
A. Distance Zones
New and existing visual elements will be viewed from different distances while traveling the
proposed facility. In the immediate foreground, the details of visual elements like leaf texture
and tree limb patterns are noticeable. In the foreground, details are still noticeable, but elements
are seen in broader context. Middle ground visual elements are seen in less detail, but in better
context. It may be difficult to see building details within the middle ground, but the arrangement
of buildings is visible and will indicate that they are part of a residential, recreational, or
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industrial/commercial area. In the background, detail is lost. Landforms like hills and
mountains are clear, but trees are seen as masses, and colors are muted. For the purposes of this
visual analysis, distance zones from the centerline of the proposed facility are defined as follows:

Immediate Foreground
Foreground
Middle Ground
Background

0-300 feet
300 feet – 860 feet (1/8 mile beyond the corridor)
860 feet – 3 miles
> 3 miles

B. Scope of Viewshed
Viewshed areas were assessed for the foreground and middle ground only. Since the corridor
itself will be 200 - 400 feet wide, the majority of the immediate foreground is part of the corridor
itself. Background areas were not assessed. Larger viewsheds indicate greater visual impact
because the roadway will also be visible from more locations. However, the visual impact
diminishes greatly at distances over three miles, especially because of the hazy atmosphere
associated with the humidity of the Southeastern U.S. Therefore, visual impacts will be greatest
in the foreground and middle ground. In addition, the main focus of this assessment is on the
viewshed looking at the interstate rather than the views looking from the interstate toward the
existing landscape. The main concerns regarding the project viewshed have come from the
residential communities located near the project area. Figure 33 identifies the approximate
viewshed of the project corridor as determined from a windshield/pedestrian survey of the
corridor.
Existing Visual Resources and Viewer Response
FHWA Method of Visual Resource Analysis
Identify Visual Character – Visual character is descriptive and non-evaluative, which means it is
based on defined attributes that are neither good nor bad in themselves. A change in visual
character cannot be described as having good or bad attributes until it is compared with the
viewer response to that change. If there is public preference for the established visual character
of a regional landscape and a resistance to a project that will contrast that character, then changes
in the visual character can be evaluated.
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Figure 33: Project Area Viewshed
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Assess Visual Quality – Visual quality is evaluated by identifying the vividness, intactness, and
unity present in the viewshed. The FHWA states that this method should correlate with public
judgments of visual quality well enough to predict those judgments. This approach is
particularly useful in highway planning because it does not presume that a highway project is
necessarily an eyesore. This approach to evaluating visual quality can also help identify specific
methods for mitigating specific adverse impacts that may occur as a result of a project. The three
criteria for evaluating visual quality can be defined as follows:
Vividness is the visual power or noteworthiness of landscape components as they combine in
distinctive visual patterns.
Intactness is the visual integrity of the natural and human-built landscape and its freedom
from encroaching elements. It can be present in well-kept urban and rural landscapes as well
as in natural systems.
Unity is the visual coherence and compositional harmony of the landscape considered as a
whole. It frequently attests to the careful design of individual components in the landscape.
As outlined in the FHWA manual for visual impact analysis, views within the project area can be
characterized as Distinctive, Typical, or Indistinctive. Evaluations of visual quality are based on
aerial photographs and field surveys.
Evaluation Criteria
Distinctive – This characterization describes views that meet three criteria: highly vivid, highly
intact, and possess a high degree of unity. Most distinctive views in the area fall into the
following three categories:
Views with a strong focal point, like a building or enclosed view;
Views across valleys to forested ridges or mountains; and
Views of the rural landscape in which elements fall together harmoniously.
Visual resources that contribute to distinctive views and locations of representative views are
indicated on the maps that follow. Areas such as wildlife management areas are generally free of
visually intrusive elements found in unmanaged areas, so are often distinctive visual resources.
NRHP eligible properties are often distinctive visual resources because they often convey a sense of
authenticity and regional character that can contribute to noteworthiness. Golf courses and parks
are also distinctive as highly valued visual resources. Forested areas of 800 feet across or greater in
length and width are included among distinctive visual resources because the distinctiveness of the
study area views is highly correlated with the unifying power of masses of trees. The measurement
unit of 800 feet is used for forested areas because one can generally see no further than 400 feet
through deciduous woodland during the winter (FHWA, 1981). A forested area of 800 feet in
length and width is of sufficient size to generally prohibit a person standing in the center of the
forest to see out of it, even in winter.
Typical – This characterization describes views that fall between “Distinctive” and
“Indistinctive” categories. Most residential and agricultural areas are included in this category.
Individual views of residential and agricultural areas vary in quality. Typical visual resources
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are not outlined on the maps of landscape character that follow. Rather, they are the areas that
remain outside the outlines for distinctive and indistinctive areas.
Indistinctive – This characterization describes views with monotonous visual elements or
excessive amounts of elements with no cohesiveness, and where natural features have been
disturbed and structures or elements have been introduced that detract from the visual quality of
the study area. Indistinctive areas include industrial sites, major transportation corridors, and
areas of strip development (large scale buildings, large expanses of asphalt, etc.), raw grading
cuts, and road or power line right-of-way.
Methods of Predicting Viewer Response
Viewer response is composed of two elements: Viewer Sensitivity and Viewer Exposure. These
elements combine to form a method of predicting how the public might react to visual changes
brought about by a highway project.
Viewer Sensitivity is defined as the viewer’s concern for scenic quality and the viewer’s
response to change in the visual resources that make up the view. Local values and goals
may confer visual significance on landscape components and areas that would otherwise
appear unexceptional in a visual resource analysis. Even when the existing appearance of a
project site is uninspiring, a community may still object to projects that fall short of its visual
goals. Public meetings and other citizen participation procedures provide opportunities to
learn about the important resources and community aspirations for visual quality, as do local
publications and planning documents. In this study, the public meetings and CAC
procedures were the main source of this type of information.
Viewer Exposure is typically assessed by measuring the number of viewers exposed to the
resource change, type of viewer activity, the duration of their view, the speed at which the
viewer moves, and the position of the viewer. High viewer exposure heightens the
importance of early consideration of design, art, and architecture and their roles in managing
the visual resource effects of a project.
Analysis of visual concern considers both the number of viewers exposed to a development and
their concern for the quality of their visual environment. The proximity of the viewer to the view,
the values of the viewer, and the activity of the viewer all affect a viewer’s concern for the quality
of visual resources. For example, commuting in heavy traffic can distract an observer from many
aspects of the visual environment. Head-mounted cameras, for instance, have demonstrated
instances of drivers looking directly toward a landmark, yet still report that they had not seen it. On
the other hand, activities such as driving for pleasure or relaxing in scenic surroundings can
encourage an observer to look at the view more closely and at greater length (FHWA, Visual Impact
Assessment for Highway Projects, 1981).
Viewers include those who live, work, or recreate within, or who pass through, the project area.
Public comments have indicated that viewers value the natural beauty and historic quality of the
landscape. Those who live in the area can be expected to have a high level of concern for visual
quality, as can those who are not residents, but who utilize the area for recreation. Those who live
in areas with a view of the project corridor are likely to have a high level of concern for visual
105

quality. Viewers that are just passing through the area, or those working in the commercial or
industrial areas, are likely to be more distracted from considerations of visual quality by the
foreground setting, and would be less likely to have a high level of concern for visual quality.
Based on the preceding assumptions regarding the activities and values of viewers, visual concern
of viewers for visual quality in particular areas can be correlated with land use as follows:
High – Residential, Agricultural, Recreational;
Medium – Commercial and Institutional; and
Low – Transportation and Industrial.
Level of concern also increases with proximity to the view and with numbers of viewers. Where
population density increases, level of concern rises. Level of concern for visual quality is likely to
be higher where people gather for community activities such as churches and schools as well as
recreational areas, such as parks and golf courses. This is because higher numbers and
concentrations of people are exposed to the views simultaneously.
Existing Viewer Sensitivity
Some comments expressing concern for the visual quality of the area were received from
residents attending the public meetings. It was therefore assumed that there was a fairly high
level of concern regarding the visual quality of the area. As discussed previously, it can be
assumed that residential and recreational viewers (including tourists) will have more visual
concern, whereas commercial and institutional viewers will have slightly less, while commuters
and industrial viewers will have the least visual concern.
Existing Viewer Groups, Viewer Exposure, and Viewer Awareness
The main existing viewer groups in the area consist of commuters, commercial, recreational,
residential, and, to a limited extent, industrial viewers.
Visual Impact Assessment
Method of Assessing Project Impacts
The visual impacts of the proposed project were determined by assessing the visual resource
change caused by the project and predicting viewer response to that change. Visual resource
change is the sum of the change in visual character and change in visual quality. The first step in
determining visual resource change is to assess the compatibility of the proposed project with the
visual character of the existing landscape. The second step is to compare the visual quality of the
existing resources with projected visual quality after the project is constructed. The viewer
response to project changes is the sum of viewer exposure and viewer sensitivity to the project as
determined in the preceding section. The resulting level of visual impact is determined by
combining the severity of resource change with the degree to which people are likely to oppose
the change.
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Definition of Visual Impact Levels
Low – Minor adverse change to the existing visual resource, with low viewer response to change
in the visual environment. May or may not require mitigation.
Moderate – Moderate adverse change to the visual resource with moderate viewer response.
Impact can be mitigated within five years using conventional practices.
Moderately High – Moderate adverse visual resource change with high viewer response or high
adverse visual resource change with moderate viewer response. Extraordinary mitigation
practices such as architectural design and landscape treatment may be required. Landscape
treatment required will generally take longer than five years to mitigate.
High – A high level of adverse change to the resource or a high level of viewer response to
visual change such that architectural design and landscape treatment cannot mitigate the impacts.
Viewer response level is high. An alternative project design may be required to avoid highly
adverse impacts.
Analysis of Key Views
Because it is not feasible to analyze all views in which the proposed project would be seen, it
was necessary to select a number of key viewpoints that would most clearly display the visual
effects of the project. Key views also represent the primary viewer groups that would potentially
be affected by the project. In order to aid in this visual impact analysis in areas where
noise/visual barriers are proposed, three-foot diameter orange helium balloons were set at the
approximate height of these barriers and photographed to help provide a perspective of the
proposed barrier compared to the existing landscape. Balloons at locations where barriers were
not proposed were set at a distance of approximately 14 feet above the proposed roadway grade
to represent the top of a semi-truck. The following is a summary of the visual assessment for the
Pleasant Hill community.
Key Views
The following photos represent the view of I-75 from the Pleasant Hill community located along
both sides of I-75.
Orientation
Photos were taken from various locations throughout the Pleasant Hill community with views
from both sides of I-75. The main viewpoints were from First, Second, Third, and Fourth
Avenues (see Figure 34). The views are mostly either to the west or east towards I-75 (dependent
upon which side of the interstate the photo is taken).
Existing Visual Quality/Character
The visual quality is distinctive to typical in this area. The Pleasant Hill neighborhood is also a
Historic District, and, as previously mentioned, is already listed on the NRHP. The neighborhood
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Figure 34: Pleasant Hill Neighborhood Photo Location Map
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Photo 1- Photographer standing on Frontage Road (west side of I-75) facing north

Photo 2- Aerial photo of Pleasant Hill community facing north
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Existing I-75

Photo 3- Photographer standing on First Avenue (west side of I-75) facing east

Photo 4- Photographer standing on Pursley Street at community garden (west side of I-75) facing
east
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Photo 5- Photographer standing on Frontage Road (west side of I-75) facing north

Photo 6- Photographer standing on Fourth Avenue (east side of I-75) facing west
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Existing I-75

Photo 7- Photographer standing on Woodliff Street (east side of I-75) facing west

developed between 1870 and 1936 and was built around streets that were laid out in a number of
offset grid patterns reflecting the hilly topography. The neighborhood is located on two facing
hillsides bisected by I-75, which was constructed through the neighborhood in the 1960s. Lots
are predominantly small and rectangular and houses maintain uniform setbacks. Houses are
typically one-story, wood-framed, vernacular structures, while a few houses are two-story and
finished with brick veneer. Shotguns, saddlebags, and L-shaped house types are present. The
neighborhood mainly consists of single-family residential structures with a small number of
commercial structures, churches, a community center, schools, and approximately 40 apartment
style structures (public housing complexes) that are scattered amidst the houses. Landscaping in
the neighborhood consists of modest plantings of grass, shrubs, hedges, and trees in modest front
yards. Large deciduous shade trees are frequently found behind the houses.
A relatively short hedgerow of shrubs is located between the edge of I-75 and the eastern side of
the neighborhood, which partially shields the view of the interstate from the neighborhood. On
the western side of I-75 this shrub line is not as prominent; however, the community is
approximately 15 feet above the interstate in this area and the shrub line helps to obstruct the
view of the interstate from the neighborhood.
The Linwood Cemetery is also located in the Pleasant Hill neighborhood to the north of Walnut
Street. A relatively wide buffer of mature trees is located between this cemetery and the existing
interstate corridor, which would not be disturbed by the proposed improvements.
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One other noteworthy visual feature of the neighborhood is the presence of a stream that crosses
through the middle of the neighborhood on the east side of I-75. In the early 1980s, the stream
channel was replaced by a concrete ditch. This ditch continues to carry this stream; however, the
community feels that the channel is now an adverse visual intrusion into the neighborhood.
Proposed Project Features
In this area, I-75 currently consists of three lanes in each direction separated by a concrete barrier
wall. Ramps are located to and from Hardeman Avenue and bridge overpass structures are
located at Riverside Drive, Walnut Street, Hardeman Avenue, with a pedestrian bridge between
Walnut and Hardeman Avenues. Mainline I-75 will remain a 6-lane, barrier-separated section
between Hardeman Avenue and the I-16 interchange, however, the shoulders will be widened
from 8 to 12 feet as the interstate approaches the I-16 interchange. A two-lane C/D road will be
constructed along I-75 SB. A ramp will also be constructed along I-75 NB from the Hardeman
Avenue interchange to I-16, which will have a direct encroachment into the Pleasant Hill
neighborhood. The ramp from Hardeman Avenue to I-75 NB will split to provide a connection
both to the shifted ramp to I-16 and to I-75 NB.
The connection to I-75 NB will braid over the shifted ramp and will require the construction of
an additional bridge. In addition, the Riverside Drive Bridge, Walnut Street Bridge, and David
Lucas Pedestrian Bridge over I-75 will require reconstructing.
In November of 2005, the project team met with the Pleasant Hill neighborhood to present
several options of the Selected Alternative in order to evaluate the potential impacts to the
neighborhood. The option with the least impacts would require the relocation of Middle Street in
order to accommodate the proposed improvements at the Hardeman Avenue/I-75 interchange
and along the I-75 mainline in this area. A retaining wall was also proposed as part of this
alternative in order to minimize the encroachment into the neighborhood. To complete these
roadway improvements adjacent to the neighborhood, this alternative would displace 19
structures and require a total of 2.88 acres of additional right-of-way.
After additional coordination, the community determined that they would prefer to utilize a
graded slope rather than a retaining wall. A graded slope then became the preferred option
mainly because the graded slope was perceived to be less of a visual intrusion into the
community when compared to the retaining wall.
Other proposed features associated with the project in the Pleasant Hill community related to
visual impacts include the following general items:
Install landscaping and other aesthetic improvements, including the use of a
noise/visual barrier between the interstate and the neighborhood (see Figure 35).
Create extensive open space where some structures are removed, and cover an
existing drainage structure to create additional greenspace (see Figure 36). The
areas that are not needed for right-of-way associated with the roadway
improvements will become part of a proposed linear park.
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Figure 35: Proposed Location of Noise/Visual Barrier for Pleasant Hill

Architectural details to be determined during final design in coordination with community residents
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Figure 36: Aerial View of Proposed Pleasant Hill Linear Park
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The 20 to 30-foot noise/visual barrier to be erected along the roadway shoulder on both
sides of I-75 between Hardeman Avenue and Walnut Street will effectively block the
view of the interstate from the Pleasant Hill community.
Change to Visual Quality/Character
Project implementation will result in the introduction of visual elements that diminish the
integrity of the neighborhood’s visual characteristics and features. Though the existing
interstate facility has been an element of the visual character of the neighborhood for over
40 years and will continue to be a feature of the neighborhood’s physical character, the
expanded facility will further impede upon the viewshed of residences in the
neighborhood. The expansion of the existing transportation facility will further
compromise the visual character of the neighborhood.
As described previously, an orange balloon was set at the top of the proposed noise/visual
barrier proposed for both sides of the interstate. On the west side of the interstate, the
orange balloon was visible mainly from the front yards and existing roads perpendicular
to I-75 up to Pursley Street. The existing residential structures and other buildings in the
community, along with the mature vegetation throughout the community and the
topographic relief near Pursley Street block the line-of-sight from other areas in the
community.
On the east side of the interstate, the viewshed extends up to Monroe Avenue with the
interstate being visible from a larger area because of the continuous topographic rise
away from the interstate.
There will be a substantial change to the character of the view toward the interstate from
the Pleasant Hill community. With construction of the proposed noise barrier, all views
of the interstate will be blocked and with the proposed landscaping and improvements
proposed to create a linear park and greenspace area adjacent to the noise/visual barrier
the quality of the view will be improved over the existing view of the interstate.
Viewer Response
Viewer response in this area can be expected to be moderate to high because the residents
will notice a substantial change in their view of the interstate.
Resultant Visual Impact
A moderate resultant visual impact is anticipated in the Pleasant Hill community because
the proposed barrier will block most views of the interstate, and additional aesthetic
improvements including landscaping and covering over a large concrete ditch, will be
completed in the community.
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(d) Air
Air quality is another typical area where community concerns are often voiced. As
population and employment continue to grow in the region, it is predicted that land would
continue to be developed according to the 2035 Land Use Plan. Construction of the
projects in the 2035 LRTP without construction of the I-16/I-75 project is predicted to
result in slower travel speeds and longer travel times. It is important to note that moving
vehicles generally produce lower levels of air pollutants (specifically, ozone precursors)
than do vehicles in congested conditions or on busy urban streets. Construction of the I16/I-75 Interchange Improvement project, considered along with other planned roadway
improvement projects throughout the Macon region, could improve regional air quality as
compared to future air quality in the No-Build scenarios. As part of the air quality
assessment for this project, receptors were established along the entire project corridor.
The state and federal ambient air quality standards for carbon monoxide concentration
values are not to be exceeded more than once a year. The State of Georgia and the federal
government have determined that over a continuous 8-hour period the maximum acceptable
CO concentrations cannot exceed an average of 9 parts per million (ppm) for a continuous 8
hour period and cannot exceed a maximum of 35 ppm as the average level over one-hour.
The highest one-hour CO concentration for the future 2016 and 2036 conditions in the
Pleasant Hill area was 2.3 ppm, which occurred during the design year 2036 PM peak hour
at receptor D2 (see Figure 125 on page 425), located along I-75 northbound between Walnut
Street and Riverside Drive. This value is lower than the National Ambient Air Quality
Standards (NAAQS) for the one-hour level of 35 ppm.
The eight-hour concentrations, derived by multiplying the one-hour results by a
persistence factor of 0.6, were also within the NAAQS for both the Build and design year
traffic volumes. The highest 8-hour CO concentration for the future 2016 and 2036
conditions in the Pleasant Hill area was 1.4 ppm, which occurred during the design year
2036 PM peak hour at receptor D2 (see Figure 125), located at the same location as
described above. This value is lower than the NAAQS for the 8-hour level of 9 ppm. See
Section III.E.2, Air Quality of this document for a more detailed air quality analysis
completed for this project.
(e) Noise
Another area associated with a roadway improvement project that often disrupts a
community is noise. Several of the communities located in the project corridor have
expressed concern that the project would increase the already high level of noise coming
from the interstate. A noise assessment study has been completed for the entire project
corridor to compare the existing noise levels to future noise levels under both the Build
and No-Build condition (see Section III.E.1, Noise). The existing condition (2005) and
2036 No-Build condition shows that 50 receptors approach or exceed the noise abatement
criteria. The 2036 Build Alternative shows impacts on 41 receptors. Based on
determinations of feasibility and reasonableness, noise barriers are proposed to mitigate 40
receptors and benefit one non-impacted receptor in the Pleasant Hill neighborhood. Figure
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121 shows the locations of modeled and impacted receptors and the noise barriers. Each
identified community contains a brief summary describing how it would be affected by
noise as a result of the proposed project.
Pleasant Hill - West Side I-75
Under existing conditions, the homes closest to the interstate (which are those that will
experience the greatest impact from the interstate noise) are experiencing noise levels
ranging from 69.4 to 76.3 decibels (dBA). An impact for residential structures is defined as
66 dBA. Under the No-Build condition in 2036, noise levels are predicted to increase by
approximately two (2) dBA, which would not be perceptible to the human ear (3 dBA is the
smallest noise level change that is considered not perceptible to the human ear). Under the
Build condition in 2036 (without noise barriers), noise levels are predicted to increase by
approximately two (2) dBA in some locations and decrease up to approximately five (5)
dBA at other locations. A two (2) dBA increase is not substantial and is not perceptible to
the human ear.
Pleasant Hill - East Side I-75
Under existing conditions, the homes closest to the interstate are experiencing noise levels
ranging from 69.1 to 75.6 dBA. Under the No-Build condition in 2036, noise levels are
predicted to increase by approximately two (2) dBA. Under the Build condition in 2036
noise levels are predicted to decrease up to ten (10) dBA in some locations and increase by
approximately one (1) dBA at other locations. A one (1) dBA increase is not substantial and
is not perceptible to the human ear.
(f) Community Cohesion
Community cohesion is a measure of the level of interaction among persons and groups
within a community. The more interaction that exists, the more cohesive the social
relationships and patterns usually are. Community cohesion can be assessed in terms of
whether the proposed project separates certain people, blocks access or mobility patterns,
or sets certain areas of a neighborhood apart from others. While community cohesion is
an elusive quality to measure, it is often a key indicator of the quality of life. Community
cohesion for the I-16/I-75 Interchange Improvement project was assessed by determining
the level of intrusion the proposed project will have on specified neighborhoods.
The proposed project alignment was chosen to minimize impacts to residents and
property to the fullest extent possible. There is, however, potential for decreased
neighborhood cohesion due to the encroachment of the transportation project on a
number of residential structures, many of which will be relocated. Although this minor
loss of cohesion would also be offset by the fact that some of the relocations will actually
consist of moving the structures to a vacant lot within the same community. Without
mitigation in the Pleasant Hill neighborhood, it is anticipated that the project will divide
the community further. A few elements of mitigation include the creation of Jefferson
Long Park adjacent to the community garden, photographic documentation of historic
resources, and an oral history of the community. Other mitigation measures including the
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linear park, heritage tour, wider sidewalks on Walnut Street Bridge, and improvements to
the pedestrian bridge over I-75 will encourage residents to walk more, provide multiple
opportunities for social interaction, and generally improve community cohesion in the
neighborhood. The mitigation for the Pleasant Hill neighborhood is intended to aid in
strengthening community cohesion. The extensive mitigation proposed including the
linear park, heritage tour, improvements to the local streets and sidewalks, reconstruction
of the pedestrian bridge over I-75, and the widening of the Walnut Street bridge to
include 10-foot wide sidewalks will provide multiple opportunities for community
residents to interact, which are all anticipated to improve cohesion of the community. In
addition to these improvements the landscaping, visual barriers and streetscape
improvements will help to restore the overall quality of life in the community.
(g) Environmental Justice
In addition to income analysis through
census data research, a field survey of
the neighborhood identified the Lewis
H. Mounts Homes, a public housing site
within the Pleasant Hill neighborhood.
The Lewis H. Mounts Homes is located
on the eastern side of Pleasant Hill at
249 Monroe Street (near Fifth Avenue).
The Mounts was constructed in 1964
and contains 86 dwelling units with a
mix of one-, two-, three-, four-, and
The Lewis H. Mounts Homes is a public housing
property located within the community
five-bedroom units. The homes were
7
upgraded in 1992. At the time of the
survey update all of the units were occupied.
Past Impacts to the Pleasant Hill Neighborhood
The construction of I-75 caused significant impacts to the Pleasant Hill neighborhood.
Not only was the new transportation facility a major intrusion into the residential
neighborhood, but it physically split the neighborhood in half, causing negative impacts
to the cohesion of this close-knit neighborhood. Not only were approximately 133
houses and 2 churches demolished from their sites, but residents were physically
separated from community resources such as schools, churches, the community library,
Linwood Cemetery and the Booker T. Washington Community Center. Many residents
abandoned the community while the remaining residents were left to deal with residual
effects to the neighborhood created by the interstate.
In conjunction with the construction of I-75 through the community in 1964-1965, two
major pieces of legislation were enacted in the 1960s: the Fair Housing Act, passed by
Congress in 1968, and the Civil Rights Act of 1964. The Fair Housing Act in 1968
expanded on previous acts and prohibited discrimination concerning the sale, rental, and
7

The Housing and Urban Development website, 2007; Macon Housing Authority, 2007.
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financing of housing based on race, religion, national origin, sex, (and as amended)
handicap and family status. It enabled Pleasant Hill residents to legally move to other
areas of Macon that were previously prohibited. With the construction of I-75 and the
lack of adequate housing available within the Pleasant Hill community, to absorb
displaced residents, many displacees moved out of the neighborhood. One Pleasant Hill
resident commented that residents living on Middle Street were middle class and were
able to purchase houses in new neighborhoods being made available to African
Americans in other parts of Macon, such as the Shurlington Area, Stinsonville, Anthony
Circle, and Vinings Circle. Others renting within the impacted area were not provided
compensation for relocation. As homeowners left the Pleasant Hill community, investors
purchased the houses, and converted them into rental property. Some speculators bought
up the devalued property, subdivided the houses into separate units and rented them out
as flophouses. No code enforcement was imposed. Often properties were not well
maintained by landlords, and fell into disrepair.
Serving as landmark legislation, the Civil Rights Act of 1964 outlawed segregation in
U.S. schools and public places, which led to the eventual desegregation of Bibb County
schools in 1970. After the construction of I-75 in 1962-1963, the population of children
in Pleasant Hill was greatly reduced as residents moved out of the neighborhood. Green
Street Elementary School was located on the east side of I-75 in Pleasant Hill and L.H.
Williams Elementary School was located on the west side of I-75. The school board
proposed to close down Green Street Elementary and combine the elementary school
students into one student body at L.H. Williams Elementary School. Concerned parents
did not want an additional reason for their children to cross over I-75. There were
already a number of incidents where children were crossing I-75 as a shortcut to access
destinations on the other side, such as the Booker T. Washington Community Center.
According to one Pleasant Hill resident, children on the east side of the interstate were
eventually bused out of the neighborhood to East Macon to attend school. It was not
until 1983 that a 10-foot wide walkway, now known as the David Lucas Pedestrian
Bridge, was built over I-75 to reconnect the two sections of the split neighborhood.8 The
Green Street Elementary School site was later purchased from the school board and
reopened as Progressive Christian Academy in 1985.
This Civil Rights Act of 1964 also abolished laws banning African Americans from
accessing stores, markets, and other public facilities. Because Pleasant Hill residents
were now able to shop at larger markets outside of the Pleasant Hill neighborhood, the
smaller “corner shops” were unable to compete and eventually went out of business. In
conjunction with the I-75 interstate project, Hardeman Avenue, which borders Pleasant
Hill on the south side, was made into a one-way street heading west. Forsyth Street one
block south was made into a one-way street headed east. Specialty shops (ex. pastry
shop, five and dime store) and other commercial businesses located on Hardeman Drive
were greatly affected. Accessibility to these stores was reduced and business dropped.
According to a long time resident of the area, eventually these businesses closed down
due to the reduced traffic.
8

John Gaines, “Walkway Helps Unite Neighborhood,” Macon Telegraph and News, 7 November 1983,
1A.
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Churches in the Pleasant Hill neighborhood were also impacted by the construction of I75 in the 1960s. A number of congregants were displaced from the neighborhood. In
speaking with neighborhood residents, two churches in particular, the New Hope Baptist
Church and St. Mary’s Baptist Church were located on streets that were cut off by I-75,
reducing accessibility to congregants. The New Hope Baptist Church is still located on
Fourth Avenue at Frontage Road. The St. Mary’s Baptist Church relocated one street
over from the Fifth Avenue location to Woodliff Street, by purchasing surrounding lots
and building a new church on Woodliff Street. Based upon a review of the right-of-way
maps prepared for the original construction of the I-16/I-75 interchange it appears that a
portion of the Linwood Cemetery was acquired for the roadway construction. The rightof-way plans from that time indicate that the area acquired from the cemetery was given
to the City of Macon for the relocation of utilities and a stream that existed in the area of
the cemetery. Early right-of-way plans identify five potential unmarked graves at the very
edge of the proposed construction limits. These five graves were likely impacted as part
of the original construction.
Impact of Proposed Project to the Pleasant Hill Neighborhood
In mitigating impacts of the current I-16/I-75 Interchange Improvement project to the
Pleasant Hill neighborhood, efforts will be made to address impacts caused by the
original construction of I-75 through the neighborhood. Though the mitigation efforts
today cannot undo past damages to the community, the proposed project will attempt to
counter those impacts that can be reasonably addressed. The current project has been
designed to not only improve the safety of the interstate for local residents and interstate
commuters, but specific plans for the Pleasant Hill community will improve community
cohesion, neighborhood connectivity and walkability, landscape and streetscape features,
greenspace, aesthetic appeal and continued documentation of the neighborhood history.
The extensive mitigation proposed including the linear park, heritage tour, improvements
to the local streets and sidewalks, reconstruction of the pedestrian bridge over I-75, and
the widening of the Walnut Street bridge to include 10-foot wide sidewalks will be a
substantial improvement with regard to connectivity and mobility throughout the
community. In addition to these improvements the landscaping, visual barriers and
streetscape improvements will help to restore the overall quality of life in the community
See Mitigation discussion under Community Impacts, Section III.B.3.e.i.(j) for details
regarding the Pleasant Hill mitigation plan. Though the Pleasant Hill neighborhood will
be impacted and bear substantial burden from the proposed project, upon implementation
of the planned mitigation as described below and coordinated with the Pleasant Hill
neighborhood, FHWA, and GDOT, the impacts will not be disproportionately high and
adverse.
(h) Community Impacts During Construction
Permanent impacts to the Pleasant Hill neighborhood will include:
Closure of Middle Street from First Avenue to Fifth Avenue and consequential
termination of Second Avenue and Fourth Avenue (east of I-75) with cul-de-sacs.
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Closure of Frontage Road adjacent to I-75 SB (within Pleasant Hill west of I-75)
and consequential termination of First Avenue with a cul-de-sac.
Closure of the Craft Street / Hardeman Avenue intersection. Craft Street will also
be re-configured with a cul-de-sac at this location.
Care has been taken with the design of the interstate widening and interchange
improvements to avoid any loss of capacity (lane closures) on the interstate mainline
during construction; however, there are some locations where temporary lane closures
will be necessary on local streets to facilitate construction. These locations are outlined
below.
1. Frontage Road adjacent to I-75 SB between Second Avenue and Third Avenue
will need to be either closed or limited to one-way (one lane) operation during the
construction of a proposed retaining wall for a period of approximately three to
six months. A mechanically stabilized earth (MSE) wall is proposed at this
location. This type of retaining wall requires straps and backfill material that
extend behind the wall for a distance equal to approximately seven- tenths of the
height of the wall. Although the purpose of this wall ultimately is to preserve this
segment of Frontage Road, construction of the necessary straps and backfill will
extend into the frontage road. There are no properties that will lose access as a
result of this work. This segment of Frontage Road is currently part of the City of
Macon’s Ocmulgee/Tom Hill bus route. While Frontage Road is reduced to oneway operation, the bus route may need to be re-configured. However, the existing
bus stops should all be maintained.
2. The Walnut Street Bridge over I-75 will retain the existing two-lane operation
throughout construction. The existing bridge is wide enough for four-lanes,
which will help facilitate stage construction and allow reconstruction of the bridge
to be achieved without any lane closures. The extra pavement width on either
side of this bridge is currently used by residents for parallel parking. Parking
spaces are not striped or otherwise designated along Walnut Street. Parallel
parking along Walnut Street will not be allowed within the limits of the project
during construction. Construction of the Walnut Street Bridge will require
approximately 18 to 24 months to complete.
3. The Riverside Drive Bridge over I-75 will be temporarily reduced from four lanes
(two WB and two EB) to two lanes (one WB and one EB) during construction for
a period of up to two years. This temporary loss of capacity on Riverside Drive
should not directly affect residents of Pleasant Hill, but may result in increased
traffic flow on Walnut Street and Hardeman Avenue through the Pleasant Hill
neighborhood.
4. The David Lucas Pedestrian Bridge over I-75 will need to be reconstructed to
accommodate the proposed interstate widening. Residents requested that this
bridge be reconstructed in its present location. This will require the temporary
closure of this facility for a period of up to 18 months. Residents will be required
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to use the sidewalks along either the Walnut Street or Hardeman Avenue bridges
during this time.
It may be necessary to close at least one lane on the interstate and the ramps to and from
Hardeman Avenue when shifting traffic between stages. This work will be achieved in
off-peak periods. A special provision will be added to the contract that includes
restrictive working hours. The restrictive work hours will be coordinated with community
leaders prior to letting to construction and adjusted as necessary.
(i) Indirect and Cumulative Impacts
Indirect Effects
Changes in traffic patterns and the relocation of homes, businesses, and public facilities
associated with transportation projects have potential socioeconomic effects, such as
decreased neighborhood cohesion and stability, the loss or creation of recreational
opportunities, the loss or enhancement of pedestrian access, and changes in aesthetic and
cultural values. However, quantifying indirect effects of a transportation facility is often
difficult due to a variety of factors including differing personal preferences and tolerances
for change. Access-alteration effects or project-induced growth effects are conditions
that can develop as a result of the land use, social, economic, and demographic changes
caused by a transportation project. According to the 2035 LRTP, Bibb County is still a
major employment center with the growth occurring in the northeast area of the county
along I-75 in between Bass Road and the Arkwright Road area. Also, suburban
residential growth is predicted to continue expanding into adjacent counties while the
City of Macon has little to no growth predicted. Because the area is already completely
built out, new development is limited to infill type or redevelopment. Therefore, indirect
effects are anticipated to be minor from construction of the proposed project.
The existing access to the Pleasant Hill community at Hardeman Avenue coming from I75 SB will be shifted back, to begin prior to the I-16/I-75 interchange near Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. The exit to Hardeman Avenue coming
from I-16 WB will also be shifted back to Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard where the entrance to the C/D road system begins. Although initially this
change will be confusing to drivers expecting to exit from the original access point on I75, it is anticipated that this new access point will quickly become familiar with
continued use and proper signage. With regard to the access between the community and
the interstate, the access will remain unchanged other than the internal changes to the
operations of the interstate. However, the internal traffic patterns within the community
will change as a result of the project. On the east side of Pleasant Hill, Middle Street will
end at First Avenue while Second and Fourth Avenues will become dead end streets.
However, Fifth Avenue (currently a dead end street) will be extended up to Walnut Street
with a connection to Woodliff Street. On the west side of I-75, it is proposed to close
Craft Street at Hardeman Avenue, remove a section of Frontage Road between First and
Second Avenues, and construct a cul-de-sac at the end of First Avenue. The construction
of a cul-de-sac at Craft Street where it is cut off from Hardeman Avenue will improve
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safety at an intersection that is located too close to the existing interstate exit ramp. The
proposed closure at First Avenue will reduce connectivity to Second Avenue adjacent to
I-75 while providing some green or park space in its place. These proposed changes will
reduce mobility within the neighborhood, but will improve connectivity to the
neighborhood from Walnut Street. Bridge enhancements across the Walnut Street Bridge
to the north will result in a wider sidewalk to better accommodate pedestrians.
A gradual increase in noise levels are predicted to
occur in the Pleasant Hill neighborhood as the
traffic levels increase based on the growth
predicted in the region. There is a potential for an
indirect adverse effect to the community as a result
of this noise level increase. However, it is
predicted that noise levels will decrease up to ten
(10) dBA in some locations and increase by
approximately two (2) dBA at other locations. An
increase of less than 3 dBA is not perceptible to the
human ear. Therefore, the minimal noise level
increase is likely to cause only a minor indirect
adverse impact on the Pleasant Hill neighborhood.
It is anticipated that there will be no major adverse
indirect impacts to churches, cemeteries or other
institutional facilities located in Pleasant Hill as a
result of project implementation, as none of these
Pleasant Hill (outlined in orange) prior to I-75
facilities will be displaced, nor will access be construction—proposed interstate alignment
adversely affected. Still, without mitigation in the (black dashed line) bisects the neighborhood.
Pleasant Hill neighborhood, it is anticipated that
the project will divide the community further. There are several dwellings within the
neighborhood, especially those closer to the existing interstate, that are vacant or
currently in need of repair. It is likely that the displacement of 10 residential dwellings
would cause the remaining structures, which would become closer to the interstate, to
also eventually deteriorate to a similar condition.
Continued deterioration of the infrastructure and increased crime has been the trend for
this community. Without mitigation, adverse indirect impacts to the community are
anticipated as a result of the proposed I-16/I-75 Interchange Improvement project.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
and to develop an urban renewal plan to improve the housing conditions. A 1958 county
planning document, Plan to Grow By, identified the character and issues with each zone,
and then addressed potential solutions (see Figure 37: 1958 Housing Plan Map). Zone C,
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Figure 37: 1958 Housing Plan Map
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Neighborhood

which is where Pleasant Hill is located, was one of the older residential areas in the city
containing an equal percentage of African American and Caucasian residents.
It is noted that the African American section of the neighborhood contains a large number
of dilapidated houses. The report also identifies that this neighborhood would be bisected
by the new “inter-regional expressway” (I-75). Because the proposed project is basically
a design modification of an existing highway, additional separation of neighborhoods
beyond that created by the original highway construction in the 1960s would not occur.
Impacts Due to Past Construction
Currently the two sections of the neighborhood split by I-75 are very similar. However,
the previous construction of I-75 drastically decreased circulation within the
neighborhood. Historic maps of the Pleasant Hill neighborhood show a neighborhood
with many connections at the center of the community making travel throughout the
neighborhood easy.
According to the 1958 MBP&Z report, the area where Pleasant Hill is located had several
blight producing conditions, one of which was that “a major section of the new interregional expressway will almost bisect” the community. The plan suggested the
clearance of the main area of dilapidated housing and “provision of a sufficient number
of overpasses on the new expressway to permit free movement between the two parts [of
the community]” as remedial and preventative actions. The construction of the I-75
corridor eliminated all but two of the street connections in the neighborhood, only leaving
Riverside Drive and Hardeman Avenue intact. As part of the original construction of I75, Walnut Street was extended across I-75 within the neighborhood. A pedestrian
bridge provided an additional route to cross the interstate within the neighborhood.
The Macon-Bibb County Comprehensive Plan of 1972 reported a 45% increase in the
number of deteriorating structures within Pleasant Hill from 1964 to 1971, despite the
“City’s efforts…which included major clearance of deteriorated structures through urban
renewal, interstate highway construction, and code enforcement.”
Based on a review of aerial photography completed during construction, it is estimated by
counting structures within the interstate construction limits that approximately 133
structures were displaced due to the construction of I-75 through the Pleasant Hill
community (see Figure 38: Aerial Photograph of Pleasant Hill Area, 1964). Based upon
an interview with Mr. Steve Duval, (a previous resident of the neighborhood who was
displaced from his home on Middle Street at the time of the original construction) it is
believed that the displacements consisted of single-family homes and some duplexes.
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Figure 38: Aerial Photograph of Pleasant Hill Area, 1964

Mr. Duval did not remember any churches or businesses that were displaced by the
construction. However, a review of the aerial map indicates three relatively large
structures that appear to have been either commercial buildings or possibly one or more
churches. It is assumed that the remaining 130 buildings were residential structures.
Refer to Subsection (g) Environmental Justice for a discussion of the social impacts due
to the construction of I-75.
(j) Mitigation
During the public outreach component of this project, the neighborhood established a
sub-committee to work with GDOT to discuss several modifications to Alternative 9 and
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to develop a mitigation plan acceptable to the community. As a result of coordination
with this group, which became known as the PHNIG, and based upon the group’s
preferences, several modifications to the initial Alternative 9 were proposed. Some of
these changes were developed following context sensitive design principles. The
proposed changes to the alternative included the following:
Utilize a graded slope rather than a retaining wall. This change would create a
more useable greenspace within the community. The greenspace is intended to
be a major focal point for the ongoing PHNIG revitalization plans (The
Pleasant Hill Neighborhood Plan, February 2007, Appendix D).
End Middle Street at First Avenue.
Provide cul-de-sac’s on Second Avenue and Fourth Avenue.
In addition to the alternative modifications, several suggested mitigation strategies were
proposed to offset the adverse impact on the neighborhood. The concept for the
mitigation plan includes the following general items (see Figure 39):
Construct a multi-use trail in the neighborhood, which would
further enhance the community’s proposed revitalization plans by
turning the greenspace into a gathering area.
Add a 10-foot wide sidewalk across the Walnut Street Bridge.
Replace and upgrade the existing pedestrian bridge over I-75
(David Lucas Pedestrian Bridge). Context sensitive design
features on this bridge will include curved walkways to help
eliminate blind spots along the feature. The current pedestrian
bridge has 90 degree corners in the walkway that allow people to
hide; this has greatly discouraged residents from using the facility.
Safety lighting is also being proposed for the pedestrian bridge.
Relocate some NRHP eligible displaced structures to vacant lots
within the neighborhood.
Install landscaping and other aesthetic improvements, including a
visual barrier between the interstate and the neighborhood, and
textured noise barriers. See Figure 40, which identified the
preliminary landscaping plan associated with the linear park area.
The context sensitive design features have been discussed many
times with the community, which is documented in the meeting
minutes described in the Public Involvement section of this
document. Example texture noise barriers, which would serve as
the visual barriers, have been presented to the residents; however, a
specific design has not yet been determined. During the design
phase of the project, it is proposed to continue coordination with
the community to obtain a consensus regarding the specific
aesthetic design of the noise/visual barriers. It is also intended to
coordinate this design with the other impacted communities to

128

Figure 39: Preferred Alternative with Mitigation in the Area of the Pleasant Hill Historic District (August 2007)
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Figure 40: Linear Park Landscape Plan
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ensure that all such barriers are consistent throughout the project
area.
Create extensive open space where some structures are removed,
and cover an existing drainage structure to create additional
greenspace, which will continue to expand on the context sensitive
design features as mentioned previously. The GDOT discussed the
possibility of rehabilitating this concrete ditch into a natural
channel; however, the community has expressed a strong desire for
the open channel to be covered.
Resurface First Avenue and Second Avenue between Frontage
Road and Pursley Avenue on the west side of I-75.
Stage construction in order to avoid closing Walnut Street Bridge
during construction.
Provide a connection from the end of Fifth Avenue up to Walnut
Street.
Construct noise barriers/visual barriers.
The modified alternative including the items associated with the community mitigation
plan discussed previously became the Selected Alternative/Alternative 9. This alternative
will displace an additional 13 residential structures (four of which are vacant and
collapsing), and one structure that served as a Masonic lodge (also boarded up and
vacant). Therefore, the total impacts for the Pleasant Hill neighborhood will be 31
residential structures, and 1 Masonic lodge. Of the 32 structures to be displaced, 23 were
found to be eligible for the NRHP. A total of 10.02 acres of right-of-way will be required
from the Pleasant Hill neighborhood to complete the roadway and community
improvements.
There are portions of the neighborhood (including the area along existing Middle Street)
that contain vacant and dilapidated houses. As identified under the mitigation plan, the
project will provide several opportunities to improve pedestrian access throughout the
neighborhood including new sidewalks, a multi-use trail, and a new connection to Walnut
Street. The plan will also create a park area around the multi-use trail. The intention of
the mitigation plan is to provide a major catalyst for revitalizing the declining
neighborhood. Based upon coordination meetings with the PHNIG it is believed that
these improvements will clearly help restore vitality and a stronger sense of pride in the
community. The mitigation proposed with this project supports a number of actions
desired by the neighborhood as discussed in the Pleasant Hill Neighborhood Plan (see
Table 23).
In addition to all of the proposed mitigation, a meeting was held with the community on
August 16, 2007 to discuss other potential features to be included in the mitigation plan.
These items were suggested by the Historic Preservation Division (HPD) of the Georgia
Department of Natural Resources and are described in the historic resource section of this
document. One of the main items discussed at this meeting was the feasibility of
relocating the historic structures, that will be displaced by the project, within the Pleasant
Hill neighborhood. The GDOT has since completed a feasibility study to determine
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Table 23: Comparison of PHNIG Action Strategies and Proposed I-16/I-75 Project Mitigation
PHNIG Action Strategies

I-16/I-75 Proposed Project Mitigation

1

Develop a neighborhood information office within
the Booker T. Washington Community Center to
act as a collection and distribution center of project
data obtained from various agencies or entities
specific to the neighborhood.

If accepted by the Booker T. Washington Community Center, a visual exhibit depicting the history of the
Pleasant Hill Historic District based on the information gathered through research and interviews/oral
histories will be displayed at the center. The exhibit will also be made available to the Tubman African
American Museum, local schools, libraries, shopping centers, and other appropriate locations.

2

Promote historical aspects, charm and significance
of Pleasant Hill. Awareness of the contribution to
the local community as well as on the national
level should be promoted. Pleasant Hill should
push to become part of a statewide black heritage
tour.

1) Current and past residents of the Pleasant Hill community will be interviewed regarding the history of
their neighborhood. Information compiled will be coordinated with the ongoing efforts of Mercer University
and will include a more up-to-date history of the Pleasant Hill Historic District through interviews/oral
histories and other appropriate methods. This history will then be given back to the community in the form
of a document and DVD of the interviews. Copies of the document and DVD will be provided to local
schools, libraries, historical societies, and the Historic Preservation Division of the Georgia Department of
Natural Resources.
2) If accepted by the Booker T. Washington Community Center, a visual exhibit depicting the history of the
Pleasant Hill Historic District based on the information gathered through research and interviews/oral
histories will be displayed at the center. The exhibit will also be made available to the Tubman African
American Museum, local schools, libraries, shopping centers, and other appropriate locations.
3) A draft of design guidelines will be provided to the PHNIG as guidance for infill development and
rehabilitation of structures within the Pleasant Hill Historic District, should it decide to become a locally
zoned historic district. Copies of the draft design guidelines will be given to the Pleasant Hill Neighborhood
Improvement Group, the MBP&Z Commission and the Historic Preservation Division of the Georgia
Department of Natural Resource.
4) The National Register nomination for the Pleasant Hill Historic District will be updated to incorporate
new information as a result of the oral interviews and researched efforts. Additional information will include
the impact of the I-16/I-75 Interchange Improvement project on the Pleasant Hill neighborhood. The
expanded nomination will be submitted to the Historic Preservation Division of the Georgia Department of
Natural Resources.
5) Also, on the west side of I-75 it is proposed to construct a passive park (Jefferson Long Park) between
Pursley Street and Pecan Avenue at First Avenue adjacent to the Pleasant Hill community garden. The park
will consist of landscaping, benches, and a water fountain. Jefferson Franklin Long, a Pleasant Hill resident,
was the first African American from Georgia to be elected to the U.S. House of Representatives in 1871.

3

Inventory streets that are in need of repair and
place them on the Local Assistance Road Program
(LARP) list for consideration.
Inventory sidewalks that are in need of repair and
place them on an inventory list for repair.

The pavement on First and Second Avenues from the frontage road to Pursley Street will be rehabilitated.
The rehabilitation will include complete removal of the existing pavement, curbing, and any unsuitable
subgrade materials, which will then be reconstructed with new subgrade, pavement, and curbing.
Pedestrian facilities planned as part of this project include:
1) A 10-foot wide sidewalk will be added across the Walnut Street Bridge.
2) A new pedestrian bridge will be constructed.
3) Linear Park – which will include a multi-use trail
4) New sidewalks on Middle Street from the end of Fifth Avenue up to Walnut Street.

4
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which structures could be relocated. The results of this study are described below. The
study can be reviewed at the GDOT Offices.
House Relocation Feasibility Study
Twenty-three contributing structures in the NRHP listed Pleasant Hill Historic District
were studied to determine the feasibility of relocating the structures to vacant parcels
within the historic district. Structural integrity, rehabilitation cost, moving cost, and
replacement parcel cost were determined for each of the 23 structures studied (see Figure
41: Displaced NRHP Eligible Contributing Resources). The structural and moving
assessment was used to determine if the structure was sound enough to move, what
improvements might be needed prior to relocation, and the cost to relocate. The
rehabilitation assessment was used to determine what improvements would be needed to
meet decent, safe, and sanitary standards as defined in the Uniform Act. The replacement
parcel assessment was used to determine which of the 40 potential replacement parcels
identified would serve as suitable relocation parcels for each of the displaced structures
(see Figure 42).
Priority for relocation was determined based on the overall condition of the structure,
whether it is currently vacant or occupied, and the historic condition of the structure. A
scale of 1-4 was used to assign priority to the structures in the best overall condition, one
(1) being the highest priority, four (4) being the lowest priority. Based on this, seven
structures were assigned a priority of one (1), two structures were assigned a priority of
two (2), seven structures were assigned a priority of three (3), and four structures were
assigned a priority of four (4).
Based on the analysis, it would be feasible to relocate 20 of the 23 structures (see Figure
42). Of those 20, 2 can be relocated for an overall cost of less than $50,000, 7 can be
relocated for an overall cost between $50,000 and $75,000, 7 can be relocated for an
overall cost between $75,000 and $100,000, and the remaining 4 can be relocated for an
overall cost greater than $100,000 but less than $130,000.
Final Mitigation Concept Plan
Although all of the details to implement the mitigation plan for Pleasant Hill have not yet
been finalized, a concept was presented to the PHNIG at a meeting held at the Booker T.
Washington Community Center on May 8, 2008. As a result of this meeting additional
mitigation items suggested by the PHNIG were incorporated into a revised mitigation
plan. The revised plan was presented to the community again on December 8, 2008 at a
meeting held at the LH Williams Elementary School.
The purpose of this meeting with the PHNIG was to ensure that the mitigation plan being
proposed by GDOT and FHWA is acceptable to the Pleasant Hill neighborhood. There
have been several changes to the plan since the project concept was first developed in
1999 and design plans have been advanced to a point where project impacts could be
defined much more accurately than originally. To ensure that the community and GDOT
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Figure 41: Displaced NRHP Eligible Contributing Resources
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Figure 42: Potential Relocation Sites

(4)
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are in agreement regarding the project impacts and the proposed mitigation, GDOT presented a
brief summary of each item proposed and also provided additional details regarding the house
relocation portion of the plan at the December 2008 meeting.
As a result of ongoing coordination with the PHNIG, additional modifications to the Selected
Alternative/Alternative 9, based upon preferences of the PHNIG, have been incorporated into the
project design. The proposed changes to the project and specific mitigation items that are being
negotiated with the PHNIG, proposed in order to offset impacts to the community from the
project, are described in more detail below (see Figure 43 and Table 24).
The information below describes additional items requested by the PHNIG after the May 8, 2008
meeting. Refer to Figure 43 for a graphical depiction of the proposed mitigation plan described
throughout the following items.
Graded Slopes
Graded slopes rather than retaining walls are to be used to create a more useable
greenspace within the Pleasant Hill neighborhood. In locations within the
neighborhood where structures are proposed to be removed, all areas that are not
required for road right-of-way will become part of the greenspace associated with the
planned linear park/heritage trail described below.
Linear Park
A linear park, which will include a multi-use trail, will be designed by GDOT and
constructed on the east side of I-75 within the Pleasant Hill neighborhood.
A 10-foot wide multi-use trail, along with landscaping within the greenspace, will be
constructed with a connection to the upgraded pedestrian bridge on the west side of I75 where a portion of Frontage Road between First and Second Avenues will be
removed by the project. The park design will continue to be coordinated with the
PHNIG and community and will be finalized prior to the project being
environmentally certified for construction.
Signage/kiosks will be incorporated into the streetscaping and landscaping of the
linear park. The SHPO will be given an opportunity to review and comment on
signage/kiosks and the landscape plan.
Existing landscape features (old concrete steps, a retaining wall, stone curbs, etc.) will
be incorporated to reflect the original pattern of Middle Street before construction.
The City of Macon, in conjunction with the Macon-Bibb County Parks Department,
will be responsible for the maintenance of the linear park through a Memorandum of
Agreement (MOA) between the City of Macon and the GDOT (see Appendix C).
Walnut Street Bridge
A 10-foot wide sidewalk will be added across the Walnut Street Bridge.
Roadway work will be staged to avoid closing Walnut Street Bridge during
construction
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Figure 43: Final Mitigation Plan for Pleasant Hill Community
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Environmental Resource
Acquisitions and Displacements

Table 24: Proposed Pleasant Hill Community Mitigation
Environmental Impacts of Selected Alternative/Alternative 9
Displacement of 31 residential sites and a Masonic Lodge
Encroachment on the Pleasant Hill neighborhood
Acquisition of 10.02 acres for transportation right-of-way from Pleasant Hill
neighborhood
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Proposed Mitigation

GDOT will make a good faith effort to relocate people within the Pleasant Hill Historic
District displaced by the project into one of the relocated and rehabilitated structures.
Residents and owners of the 20 structures that were determined feasible to be relocated
within the community will be afforded three options during the right-of-way phase of this
project: (1) to be relocated along with their house to another vacant lot within the
community, (2) to be relocated to an existing vacant home in the community, (3) or to be
relocated following the standard GDOT right-of-way process, which follows the Federal
Uniform Relocation and Real Property Acquisitions Policies Act (Uniform Act). This
phase of mitigation would take place during the right-of-way phase.
For the options involving relocation to an existing house either within or outside of the
community, the relocation would follow the standard GDOT right-of-way process. For
residents that decide to move with their house, the process would be completed in
accordance with the standard GDOT process where feasible; however, GDOT will also
make arrangements for temporary housing for the individuals while their house is being
moved and rehabilitated to decent, safe, and sanitary (DSS) standards. Initially, GDOT
will hold group property owner meetings to explain the overall relocation process and
what the potential options are under the Uniform Act. Following these meetings, GDOT
right-of-way personnel will meet with individual property owners and tenants to discuss
further details regarding each family’s options regarding relocation. This phase of
mitigation would take place during the right-of-way phase.
GDOT will offer to relocate the NRHP eligible structures that will be displaced by the
project to vacant lots within the neighborhood during right-of-way acquisition. The
residents of the houses to be relocated shall have first right of refusal as to whether they
want to return to the house once it is relocated. All relocated houses will be restored to
decent safe and sanitary standards. This phase of mitigation would take place during the
right-of-way phase. This phase of mitigation would take place during the right-of-way
phase.
GDOT will evaluate the half house at 1613 Middle Street Place (“the structure”) and
determine whether the structure can be relocated. If so, GDOT will work with the
PHNIG to relocate the structure to an alternative location in the community. However, as
a condition of relocating the structure the PHNIG will be responsible for ensuring the
proper maintenance of the structure once it is relocated. Similar to the proposed
neighborhood resource center it is understood that this structure would not continue to be
used as a residence. GDOT is proposing to rehabilitate the structure to safely
accommodate the proposed alternative use. If the structure cannot be relocated, it will be
demolished following standard GDOT practice for structure displacements. This phase of
mitigation would take place during the right-of-way phase.
Unused acquired right-of-way will be converted to open space for use by the Pleasant
Hill community as part of the greenspace associated with the linear park. This phase of
mitigation would take place during the right-of-way phase.
Property Tax Abatement Program - Assistance will be provided to owners of houses to be
relocated in completing the application process for the State Preferential Property Tax
Abatement Program for Rehabilitated Historic Properties (Ga. Code Annotated Vol. 36,
48-5-2 – 48-5-7.2). This tax abatement program is designed to provide tax relief to
owners of rehabilitated historic properties by freezing property tax assessments for eight
(8) years. At the end of the 8th year, the value will increase 50% of the difference
between the assessed value of the property at the time the freeze was initiated and the
current assessment value. At the end of the 9th year, the property tax value will increase
to the 100% current assessment value. The program is administered through the HPD of
the Georgia Department of Natural Resources and the local county Tax Assessors office.
This phase of mitigation would take place during the right-of-way phase.

Neighborhoods and Community
Facilities

Reduced mobility within neighborhoods due to redesigned roads
- Closure of Middle Street from First Avenue to Fifth Avenue and
consequential termination of Second Avenue and Fourth Avenue
(east of I-75) with culde-sacs.
- Closure of Frontage road adjacent to I-75 SB (within Pleasant Hill
west of I-75) and consequential termination of First Avenue with a
cul-de-sac.
- Closure of the Craft Street / Hardeman Avenue intersection. Craft
Street will also be re-configured with a cul-de-sac at this location.
Potential adverse impact on community cohesion due to encroachment of the
transportation project on a number of residential structures, many of which will be
relocated.
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Design a linear park which will include a 10-foot wide multi-use trail on the east side of
I-75 in the Pleasant Hill neighborhood. The multi-use trail along with landscaping within
the greenspace will be constructed with a connection to the upgraded pedestrian bridge
on the west side of I-75 where a portion of the Frontage Road between First and Second
Avenues will be removed by the project. The park design will continue to be coordinated
with the PHNIG and community and will be finalized be finalized prior to the project
being environmentally certified for construction. The City of Macon in conjunction with
the Macon-Bibb County Parks Department will be responsible for the maintenance of the
linear park through a MOA between the City of Macon and GDOT. This phase of
mitigation would take place during the design phase.
A 10-foot wide sidewalk will be added across Walnut Street Bridge. This phase of
mitigation would take place during the construction phase.
The existing pedestrian bridge (David Lucas Pedestrian Bridge) over I-75 will be
replaced and upgraded. Design features to be included in this bridge will include curbed
walkways to help eliminate blind spots along the feature to improve safety. Safety
lighting will be included in the design for the pedestrian bridge. The Macon City Parks
Department will be responsible for the maintenance of the bridge through a
Memorandum of Agreement between the City and GDOT. This phase of mitigation
would take place during the construction phase.
A passive park (Jefferson Long Park) will be constructed on the west side of I-75
between Pursley Street and Craft Street at First Avenue adjacent to the Pleasant Hill
community garden. GDOT will coordinate with the PHNIG to finalize preparation of the
park design plans, which will be incorporated into the I-16/I-75 construction plans for
implementation. The GDOT will be responsible for construction of the park. The park
features will include landscaping, benches, and a water fountain. The Macon City Parks
Department will be responsible for maintenance of the Jefferson Long Park through a
MOA between the City and GDOT. This phase of mitigation would take place during the
construction phase.
Relocate the house affiliated with Mr. Richard Penniman (aka “Little Richard”) or
another suitable historic structure, to a location determined to be appropriate for its use as
a neighborhood resource center. The GDOT and FHWA, in consultation with the Georgia
SHPO, will coordinate with the PHNIG regarding the relocation of the house affiliated
with Mr. Richard Penniman (aka “Little Richard”) for this purpose to a location deemed
appropriate by the parties. If during the right-of-way negotiation phase it is determined
that acquisition of this structure is not practical, one of the other historic structures that is
required to be displaced as part of the project would be obtained and relocated to serve as
the neighborhood resource center. The house will be maintained by the Macon City
Parks Department through a MOA between the City and GDOT. This phase of
mitigation would take place during the right-of-way phase.
Upgrade various streets within the Pleasant Hill neighborhood with streetscaping features
(new curbs, sidewalks, street lights, limited signage, and landscaping), which will define
the pedestrian path for the Heritage Tour. This phase of mitigation would take place
during the construction phase.
Middle Street will be extended northward to Walnut Street, which will include the
construction of a new sidewalk to improve access to Walnut Street residents in this area.
This phase of mitigation would take place during the construction phase.
The pavement on First and Second Avenues from the Frontage Road to Pursley Street
will be rehabilitated, including the complete removal of the existing pavement and any
unsuitable sub grade materials, which will then be reconstructed with new sub grade, and
pavement. Plans will be developed to preserve any granite curbing that is encountered.
Any curbing that cannot be re-used will be replaced in-kind. This phase of mitigation
would take place during the construction phase.

Visual and Aesthetic Impacts

Enlargement of existing transportation facility will further compromise the visual
character of the neighborhood. On the west side of the interstate, the view of the
interstate from the neighborhood will substantially change from the front yards
and existing roads perpendicular to I-75 up to Pursley Street. On the east side of
the intestate, the viewshed extends up to Monroe Avenue with the interstate being
visible from a larger area because of the continuous topographic rise away from
the interstate.

Construct noise and visual barriers within the Pleasant Hill neighborhood along both the
east and west sides of I-75. GDOT will continue to coordinate with the PHNIG and
community regarding the specific aesthetic design of the noise wall and visual barrier
design during the final design of the project. Noise and visual barriers will be screened
with landscaping at locations where existing landscaping does not exist, and earthen
berms would be provided where feasible. GDOT will coordinate with the PHNIG and
community regarding the landscaping plan. This phase of mitigation would take place
during the construction phase.
Create graded slopes rather than retaining walls to be used to create a more useable green
space within the Pleasant Hill Neighborhood. In locations within the neighborhood
where structures are proposed to be removed, all areas that are not required for road rightof-way will become part of the greenspace associated with the planned linear
park/heritage trail described below. This phase of mitigation would take place during the
construction phase.
Construct a linear park in Pleasant Hill neighborhood. This phase of mitigation would
take place during the construction phase.
Cover an existing drainage structure that has been identified as both a hazard and visual
disturbance to the community, to create additional greenspace. This greenspace will be
incorporated into the linear park where it is contiguous with the park and will be
maintained as greenspace in all other areas. This phase of mitigation would take place
during the construction phase.
Create an extensive open space where some structures are removed and areas that are not
needed for right-of-way associated with the roadway improvements will become part of
the proposed linear park as additional greenspace. This phase of mitigation would take
place during the construction phase.
Landscape and provide other aesthetic improvements, including a visual barrier between
facility and neighborhood. This phase of mitigation would take place during the
construction phase.

Noise

Fifty (50) receptors approach or exceed the noise abatement criteria under the
2036 No-Build condition. On the west side of I-75 in Pleasant Hill, noise levels
are predicted to increase by approximately two (2) dBA in some locations and
decrease up to approximately five (5) dBA at other locations. On the east side of
I-75 in Pleasant Hill, noise level are predicted to decrease up to ten (10) dBA in
some locations and increase by approximately one (1) dBA at other locations.

Construct noise barriers along both sides of the interstate through the Pleasant Hill
neighborhood. This phase of mitigation would take place during the construction phase.
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Environmental Resource
Historic and Archaeological
Resources

Table 24 (continued): Proposed Pleasant Hill Community Mitigation
Environmental Impacts of Selected Alternative/Alternative 9
Adverse impacts to the Pleasant Hill Historic District by removing 23 contributing
structures from the district’s boundary
Visual impacts that diminish the integrity of the district’s significant historic
characteristics, specifically on Middle Street on the east side of I-75.
Noise impacts on either side of I-75 in the Pleasant Hill neighborhood (see details
above).
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Proposed Mitigation

The impacted areas of the Pleasant Hill Historic District inclusive of the structures,
streetscape, and larger setting, will be documented with digital and medium format
photography by GDOT Office of Environmental Services to standards to be established
in an MOA between GDOT between GDOT, FHWA and the SHPO. This phase of
mitigation took place during the environmental compliance phase.
All four elevations of the house affiliated with Little Richard located at 1540 Fifth
Avenue will be photographed by GDOT Office of Environmental Services. The
photography and accompanying documentation will be submitted to the SHPO for
acceptance and retention. This phase of mitigation took place during the right-of-way
phase. This phase of mitigation began during the environmental compliance phase and
would continue through the right-of-way phase.
The “half house” at 1613 Middle Street Place will not only be documented with digital
and medium format photography, as stipulated above, but the impact on the house as a
result of the original construction of I-75 will be documented in a brief narrative under
the supervision of GDOT Office of Environmental Services. This phase of mitigation
began during the environmental compliance phase and would continue during the rightof-way phase.
If determined feasible, the half house at 1613 Middle Street Place will be relocated and
rehabilitated to safely accommodate a proposed alternative use. This phase of mitigation
would take place during the right-of-way phase.
Current and past residents of the Pleasant Hill community will be interviewed regarding
the history of the neighborhood and its residents under the supervision of the GDOT
Office of Environmental Services. Information compiled will be coordinated with the
ongoing efforts of Mercer University and will include a more up-to-date history of the
Pleasant Hill Historic District through interviews/oral histories and other appropriate
methods. This history will then be provided to the community in the form of a document
and DVD of the interviews. Copies of the document and DVD will be provided to local
schools, libraries, historical societies, and the Historic Preservation Division of the
Georgia Department of Natural Resources. This phase of mitigation would take place
during the right-of-way phase.
The National Register nomination for the Pleasant Hill Historic District will be updated
by the GDOT Office of Environmental Services to incorporate new information as a
result of the oral interviews and other researched history. Additional information will
include the impact of the I-16/I-75 Interchange Project on the Pleasant Hill
neighborhood. The expanded nomination will be submitted to the HPD of the Georgia
Department of Natural Resources. This phase of mitigation would take place during the
right-of-way phase.
A draft of design guidelines will be provided to the PHNIG as guidance for infill
development and rehabilitation of structures within the Pleasant Hill Historic District, for
use by the district should it decide to become a locally zoned historic district. Copies of
the draft design guidelines would be given to the Pleasant Hill Neighborhood
Improvement Group, the Macon-Bibb County Planning and Zoning Commission and the
Historic Preservation Division of the Georgia Department of Natural Resource. Design
guidelines would serve as an information resource of appropriate methods to rehabilitate
or make alterations to historic structures within the district while maintaining the historic
integrity of the property and the historic district at large. The draft guidelines will be
written in adherence to the Secretary of the Interior’s Standards for Rehabilitation and
will provide the PHNIG a working document that they can tailor for their use if the
residents of the district later decide to become a locally zoned historic district. These
design guidelines would be prepared under the supervision of GDOT Office of
Environmental Services. This phase of mitigation would take place during the right-ofway phase.

If accepted by the Booker T. Washington Community Center, a visual exhibit depicting
the history of the Pleasant Hill Historic District based on the information gathered
through research and interviews/oral histories would be displayed at the center. The
exhibit will also be made available to local schools, libraries, shopping centers, museums
and other appropriate entities. This phase of mitigation would take place during the rightof-way phase.
The GDOT has determined that it is feasible to relocate 20 of the 23 structures that were
determined to be contributing resources to the Pleasant Hill Historic District, including
the Richard Penniman House. During the right-of-way phase of this project, a detailed
plan for the relocation of these structures will be developed by GDOT that will be
implemented in consultation with the Georgia SHPO and the PHNIG. Also during the
right-of-way negotiation phase of the project, the GDOT will work with the owners of
each of these structures to determine whether they want to stay with the house once it is
relocated or if the GDOT will move it and make it available to sell. This phase of
mitigation would take place during the right-of-way phase.
Signage/kiosks will be incorporated in the streetscaping and landscaping of the linear
park to describe or reflect the original pattern of Middle Street before construction. The
HPD will be given an opportunity to review and comment on signage/kiosks and the
landscape plan. This phase of mitigation would take place during the construction phase.
Existing landscape features (old concrete steps, a retaining wall, stone curbs, etc.) will be
incorporated to reflect the original pattern of Middle Street before construction. This
phase of mitigation would take place during the right-of-way phase.

Construction Impacts

Short-term impacts related to noise, visual quality, dust, vehicular access, and
water quality

See Appendix F: Project Mitigation Agreements
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The GDOT will stage the roadway work as to avoid closing the Walnut Street Bridge
during construction. This phase of mitigation would take place during the construction
phase.
The GDOT will implement a public outreach plan during construction with a special
focus on keeping the Pleasant Hill neighborhood informed of construction activities. This
phase of mitigation would take place during the construction phase.

Proposed Culvert over Existing Drainage Ditch
The existing open channel concrete drainage ditch in the Pleasant Hill neighborhood
will be replaced with a concrete culvert structure to be covered with grass.
The grass-covered culvert will be incorporated into the linear park where it is
contiguous with the park and will be maintained as greenspace in all other areas.
David Lucas Pedestrian Bridge
The existing pedestrian bridge (David Lucas Pedestrian Bridge) over I-75 will be
replaced and upgraded.
Design features to be included in this bridge, will include curved walkways to help
eliminate blind spots and improve safety along the feature.
Safety lighting will be included in the design for the pedestrian bridge.
A 10-foot wide multi-use trail along with landscaping within the greenspace will be
constructed with a connection to the upgraded pedestrian bridge on the west side of I75 where a portion of the Frontage Road between First and Second Avenues will be
removed by the project.
The Macon City Parks Department will be responsible for the maintenance of the
pedestrian bridge through a MOA between the City and the GDOT (see Appendix C).
Jefferson Long Park
On the west side of I-75 a passive park (Jefferson Long Park) will be created between
Pursley Street and Craft Street at First Avenue adjacent to the Pleasant Hill
community garden.
The GDOT will coordinate with the PHNIG to finalize preparation of the park design
plans, which will be incorporated into the I-16/I-75 construction plans for
implementation. The GDOT will be responsible for construction of the park. The
park features will include landscaping, benches, and a water fountain.
The Macon City Parks Department will be responsible for maintenance of the
Jefferson Long Park through a MOA between the City and the GDOT (see Appendix
C).
National Register Nomination Update
The National Register nomination for the Pleasant Hill Historic District will be
updated by the GDOT to incorporate new information as a result of the oral
interviews and other researched history. Additional information will include the
impact of the I-16/I-75 Interchange Improvement project on the Pleasant Hill
neighborhood. The expanded nomination will be submitted to the HPD of the
Georgia Department of Natural Resources.
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Rev. Richard Penniman House (“Little Richard” House)
The GDOT is proposing to rehabilitate a structure to safely accommodate its use as a
neighborhood resource center. The GDOT and FHWA, in consultation with the
SHPO, will coordinate with the PHNIG regarding the relocation of the house
affiliated with Mr. Richard Penniman (aka “Little Richard”) for this purpose to a
location deemed appropriate by the parties. If during the right-of-way negotiation
phase it is determined that acquisition of this structure is not practical, one of the
other historic structures that is required to be displaced as part of the project will be
obtained and relocated to serve as the neighborhood resource center.
The relocated house affiliated with Mr. Richard Penniman or another structure
defined as the neighborhood resource center will be maintained by the Macon City
Parks Department through a MOA between the City and the GDOT.
Photographic Documentation of Historic Resources
Prior to project implementation, the impacted areas of the Pleasant Hill Historic
District inclusive of the structures, streetscape, and the larger setting, including the
half house at 1613 Middle Street Place, will be documented by the GDOT with digital
and medium format photography to standards to be established in a MOA between
the GDOT, FHWA and the SHPO.
The impact on 1613 Middle Street Place as a result of the original construction of I75 will be documented in a brief narrative under the supervision of GDOT.
All four elevations of the house affiliated with Little Richard located at 1540 Fifth
Avenue will be photographed by the GDOT. The photography and accompanying
documentation will be submitted to the SHPO for acceptance and retention.
Oral Community History
Current and past residents of the Pleasant Hill community will be interviewed
regarding the history of the neighborhood and its residents under the supervision of
the GDOT. Information compiled will be coordinated with the ongoing efforts of
Mercer University and will include a more up-to-date history of the Pleasant Hill
Historic District through interviews/oral histories and other appropriate methods.
This history will then be provided to the community in the form of a document and
DVD of the interviews.
Copies of the document and DVD will be provided to local schools, libraries,
historical societies and the HPD of the Georgia Department of Natural Resources.
If accepted by the Booker T. Washington Community Center, a visual exhibit
depicting the history of the Pleasant Hill Historic District based on the information
gathered through research and interviews/oral histories will be displayed at the center.
The exhibit will also be made available to local schools, libraries, shopping centers,
museums and other appropriate entities.
Relocation of Structures
The feasibility of relocating 23 historic structures within the Pleasant Hill Historic
District was evaluated in the “Pleasant Hill Historic District Historic Structures
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Preliminary Moving Feasibility Study” dated April 2008. Twenty (20) structures,
including the Richard Penniman House, were identified as structurally feasible to
relocate.
As part of the right-of-way phase of this project, a detailed plan for the relocation of
these structures will be developed by the GDOT and will be implemented in
consultation with the SHPO and the PHNIG.
A preliminary conceptual scenario for the process associated with these structural
relocations is demonstrated in Figure 44, and a map showing the vacant lots where
structures could potentially be relocated is portrayed in Figure 42. Additional
coordination with the PHNIG will be conducted to further refine this concept.
The GDOT will make a good faith effort to relocate people within the Pleasant Hill
Historic District displaced by the project into one of the relocated and rehabilitated
structures. Residents and owners of the 20 structures that were determined feasible to
be relocated within the community will be afforded three options during the right-ofway phase of this project: (1) to be relocated along with their house to another vacant
lot within the community, (2) to be relocated to an existing vacant home in the
community, (3) or to be relocated following the standard GDOT right-of-way
process, which follows the Federal Uniform Act.
For the options involving relocation to an existing house either within or outside of
the community, the relocation will follow the standard GDOT right-of-way process.
For residents that decide to move with their house, the process will be completed in
accordance with the standard GDOT process where feasible; however, GDOT will
also make arrangements for temporary housing for the individuals while their house is
being moved and rehabilitated to decent, safe, and sanitary conditions.
Initially, the GDOT will hold group property owner meetings to explain the overall
relocation process and the potential options under the Uniform Act. Following these
meetings, GDOT right-of-way personnel will meet with individual property owners
and tenants to discuss further details regarding each family’s options regarding
relocation.
The GDOT will evaluate the half house at 1613 Middle Street Place (“the structure”)
and determine whether the structure can be relocated. If so, the GDOT will work
with the PHNIG to relocate the structure to an alternative location in the community.
However, as a condition of relocating the structure the PHNIG will be responsible for
ensuring the proper maintenance of the structure once it is relocated. Similar to the
proposed neighborhood resource center it is understood that this structure will not
continue to be used as a residence. The GDOT is proposing to rehabilitate the
structure to safely accommodate the proposed alternative use.
If the structure cannot be relocated, it will be demolished following standard GDOT
practice for structure displacements.
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Figure 44: Concept Historic Structure Relocation Plan
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Resources to Guide Future Development
A draft of design guidelines will be provided to the PHNIG as guidance for infill
development and rehabilitation of structures within the Pleasant Hill Historic District,
should it decide to become a locally zoned historic district. Copies of the draft
design guidelines will be given to the Pleasant Hill Neighborhood Improvement
Group, the MBP&Z, and the Historic Preservation Division of the Georgia
Department of Natural Resources. Design guidelines will serve as an information
resource of appropriate methods to rehabilitate or make alterations to historic
structures within the district while maintaining the historic integrity of the property
and the historic district at large. The draft guidelines will be written in adherence to
the Secretary of the Interior’s Standards for Rehabilitation and will provide the
PHNIG a working document that they can tailor for their use if the residents of the
district later decide to become a locally zoned historic district. These design
guidelines will be prepared under the supervision of the GDOT.
Pavement Rehabilitation
The pavement on First and Second Avenues from the Frontage Road to Pursley Street
will be rehabilitated. Renovations will include the complete removal of the existing
pavement and any unsuitable subgrade materials, which will then be reconstructed
with new subgrade and pavement. Plans will be developed to preserve any granite
curbing that is encountered. Any curbing that cannot be re-used will be replaced inkind.
Middle Street Extension
Middle Street will be extended northward to Walnut Street. The extension will
include the construction of a new sidewalk to improve access to Walnut Street.
Noise and Visual Barriers
Noise and visual barriers will be constructed within the Pleasant Hill neighborhood
along both the east and west sides of I-75. GDOT will continue to coordinate with
the PHNIG and community regarding the specific aesthetic design of the noise barrier
and visual barrier design during the final design of the project. Figure 28 shows the
location of the noise and visual barriers for the Pleasant Hill neighborhood.
Noise and visual barriers will be screened with landscaping at locations where
landscaping does not exist, and earthen berms will be provided where feasible.
GDOT will coordinate with the PHNIG and community regarding the landscaping
plan.
Heritage Tour
The following streets will be upgraded with streetscaping features (new curbs,
sidewalks, street lights, limited signage and landscaping), providing an upgraded
pedestrian path for the Heritage Tour (refer to Figure 43):

147

West Pleasant Hill
o Pursley Street from the southern limit of the proposed Jefferson Long Park north
to Walnut Street.
o First Avenue from Pursley Street north along the Frontage Road (adjacent to I-75
SB) to Third Avenue.
o Guyton Street from Pursley Street to Second Avenue.
o Second Avenue from Guyton Street to Pursley Street.
o Third Avenue from Culver Street to the Frontage Road (adjacent to I-75 SB).
o Walnut Street from Culver Street to I-75.
East Pleasant Hill
o First Avenue from Middle Street to Monroe Street.
o Monroe Street from First Avenue to Fifth Avenue.
o Stewart Lane from Monroe Street to Madison Street.
o Fifth Avenue from Middle Street to Monroe Street.
o Madison Street from Stewart Lane to Walnut Street.
o The proposed Fifth Avenue extension from Middle Street to Walnut Street.
o Walnut Street from I-75 to Madison Street.
o Middle Street from First Avenue to Fifth Avenue.
Note: The upgrades for the streets above would vary depending on limitations due to
existing conditions (grades, right-of-way, roadway widths, proximity to existing homes,
ability to comply with ADA standards, etc.) and features which contribute to the historic
eligibility of the district. Information kiosks will be installed at locations to be
determined through further coordination with the PHNIG in order to highlight certain
structures of historical interest either because of architectural significance or due to
individuals associated with them. The features for the Heritage Tour are proposed for
existing right-of-way only and would be approved by the SHPO.
Property Tax Abatement Program - Assistance will be provided to owners of houses
to be relocated in completing the application process for the State Preferential
Property Tax Abatement Program for Rehabilitated Historic Properties (Ga. Code
Annotated Vol. 36, 48-5-2 – 48-5-7.2). This tax abatement program is designed to
provide tax relief to owners of rehabilitated historic properties by freezing property
tax assessments for eight (8) years. At the end of the 8th year, the value will increase
50% of the difference between the assessed value of the property at the time the
freeze was initiated and the current assessment value. At the end of the 9th year, the
property tax value will increase to the 100% current assessment value. The program is
administered through the HPD of the Georgia Department of Natural Resources and
the local county Tax Assessors office. Aid will consist of:
-

Assisting owners in the completion of the Rehabilitated Historic Property
Application, Part A and Part B

-

Providing supplemental materials as required by HPD in the application, Part A
and B:
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o Map of lot within the historic district boundaries
o Interior and exterior photographs of the structure, before and after
rehabilitation of the house, labeled to a photo key
o Sketched or architectural floor plans before and after rehabilitation
o Sketched or architectural floor plans of proposed work
-

Application Processing Fee of $50

Mitigation No Longer Under Consideration
The following items have been dropped from further consideration as proposed mitigation
associated with the proposed project:
Landscaping at the Rodney Davis gravesite - There was concern that obtaining a
consensus and the necessary permits for potential ground disturbing activity within the
cemetery would cause delays in implementing the project.
Creation of a city development zone - This item was suggested by the SHPO and
discussed at the August 2007 meeting between the GDOT, SHPO, and the PHNIG and
again at the September 2007 meeting between the PHNIG and the SHPO. As a result of
these meetings, it was concluded that the creation of the suggested zone was not needed
as part of the proposed project.
Restoring the concrete channel within the Pleasant Hill neighborhood to natural stream
has been dropped from consideration. Based on discussions with the PHNIG it was
determined that the community was concerned that the open channel, which would still
exist under the scenario that would have restored the channel to a natural stream, creates
a safety hazard. The community has expressed a strong desire to cover the open channel
and create additional greenspace.
The items previously described were presented to the PHNIG and the overall neighborhood in
December 2008. The PHNIG has signed off on the plan, which appears in Appendix B. As noted
in the plan, several of the features assume additional input from the community with regard to
specific items including architectural details of the proposed noise/visual barriers, the lighting
and landscaping plan, and other aesthetic features.
i.

Community Impact Conclusion

The majority of the environmental laws that now guide federal projects such as the current day I16/I-75 project – the Clean Air Act, Clean Water Act, Endangered Species Act, Civil Rights
Act, and the National Environmental Policy Act just to name a few – were not in place until the
late 1960s and early 1970s. Therefore, at the time that I-16 and I-75 were originally planned
(beginning in the 1950s) and constructed within the project area (beginning in the early 1960s)
the laws and regulations that currently protect the environment and individuals were not yet in
place. During this time, before the environmental laws were adopted, it was typical that a
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roadway project would impact a low income or minority community to avoid a higher income or
non-minority community.
As described previously, I-16 and I-75 were planned in tandem with the urban renewal projects
in the late 1950s and early 1960s. Eventually the interstate would bisect the minority area that is
identified as Pleasant Hill. It is difficult to accurately capture all the impacts to the Pleasant Hill
community, but it is clear that the impacts were adverse and included residential displacements
that created a physical barrier, which has separated the community.
When considering past impacts to the Pleasant Hill neighborhood, combined with the proposed
impacts associated with this project, cumulative impacts to the neighborhood would be
considered substantially adverse if unmitigated. However, the extensive mitigation proposed as
part of this project will enhance conditions in the community and support the implementation of
the Pleasant Hills Neighborhood Plan for improving the Pleasant Hill community. As the project
moves forward the project team is committed to continuing an open dialogue with the Pleasant
Hill community to finalize mitigation plans that are acceptable to the community. This project
will afford an opportunity to provide mitigation for some of the original adverse impacts to the
community when the interstates were first constructed in this area.
As a result of the extensive mitigation proposed under the Selected Alternative/Alternative 9, the
adverse affects to the Pleasant Hill community will not be significant. See Table 25: Community
Impact Assessment, which summarizes the mitigation proposed (at the end of the Community
Impact Section).
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ii. Shirley Hills
(a) Community Characteristics
Shirley Hills was developed in the 1920s as one of Macon’s earliest subdivisions. The
neighborhood is still known, as it was then, for its large, wooded lots (refer to Figure 28).
Like Pleasant Hill, this neighborhood is also on the NRHP. Shirley Hills extends west
toward the river up to the Masonic Home, which was built in the early 1900s. At one
time, the neighborhood was known for the large area of land called Baconsfield Park,
which was taken back by the donating family after a dispute over segregation. Today, the
area that was once Baconsfield Park is a shopping center with a Kroger grocery store that
caters to Macon and the region. Behind the shopping center are several condominium
complexes and new office parks, including a government office building. Shirley Hills is
a cohesive community with a strong neighborhood association.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement project will not
result in any displacements in the Shirley Hills neighborhood.
(c) Visual Quality
The following is a summary of the visual assessment for the Shirley Hills community.
For the visual impact assessment methodology, refer to the Pleasant Hill Visual Quality
section.
Key Views
The following photos represent the view of I-16 and the I-16/I-75 interchange from the
Shirley Hills community located northeast of the I-16/I-75 interchange.
Orientation
Photos were taken from Glenridge Drive, Parkview Drive, Twin Pines Drive, Nottingham
Drive, and from the Masonic Home at the end of Nottingham Drive. The photograph
views are generally to the south towards I-16 and the interchange (see Figure 45).
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Figure 45: Shirley Hills Neighborhood Photo Location Map
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Photo 8- Photographer standing on Nottingham Drive facing south toward I-16/I-75
interchange

Photo 9- Photographer standing at Masonic Home facing south toward I-16/I-75
interchange
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Photo 10- Photographer standing on Nottingham Drive facing south toward I-16/I-75
interchange

Photo 11- Photographer standing on Nottingham Drive facing southwest toward I-16/I-75
interchange
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Photo 12- Photographer standing on Parkview Drive facing south toward I-16

Photo 13- Photographer standing on Glenridge Drive facing southwest toward I-16/I-75
interchange
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Facing the
Existing I-16/I-75
Interchange

Photo 14- Photographer standing at the end of Glenridge Drive facing southwest toward I16/I-75 interchange

Photo 15- Photographer standing on Glenridge Drive facing southwest toward I-16/I-75
interchange
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Photo 16- Photographer standing adjacent to Ocmulgee Heritage Trail facing southwest
toward I-16/I-75 interchange

Photo 17- Photographer standing on Parkview Drive facing south towards I-16
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Existing Visual Quality/Character
The visual quality is distinctive to typical in this area. The Shirley Hills area was
developed between 1922 and 1941 as a planned residential subdivision. The subdivision
design was based on the picturesque planning movement popularized by landscape
architect, Frederick Law Olmsted, Sr. The area maintains its historic functions as a park
and area of single-family residences. In addition the area is listed on the NRHP. The
neighborhood contains park areas and winding streets that follow the hilly terrain. Large
lots allow for open spaces and informal landscaping. Architectural styles include
Colonial Revival, Classical Revival, Tudor Revival, Italian Renaissance, French
Renaissance, Mission/Spanish Colonial Revival, and Craftsman. Some of the more
typical views include an area of more modern (c. 2000) residential homes constructed
along the eastern side of Parkview Drive and to the east of Parkview Drive along
Glenridge Drive.
Both Glenridge Drive and Parkview Drive are located adjacent to I-16 at the eastern
limits of the I-16/I-75 interchange. Mature wooded areas consisting of large deciduous
trees, dense underbrush and approximately 10% pine provide an effective screen between
the viewers in this community except for four houses at the eastern end of Glenridge
Drive and approximately 20 houses along Glenridge Drive near and to the east of
Parkview Drive (18 of which were constructed within the last 10 years). The views from
the other areas of the Shirley Hills community are completely obstructed by mature
vegetation and other structures.
Proposed Project Features
In this area, I-16 currently consists of three lanes in each direction separated by a
depressed grass median. The following improvements are proposed to the I-16/I-75
interchange. Each system level ramp will consist of two lanes with shoulders widened to
10 feet on the outside and 6 feet on the inside. The ramps with I-75 will be relocated
away from the interchange and shifted to the right side of the interstate. The existing
ramp bridge over I-75 NB will be shifted slightly and reconstructed. The proposed
bridge will be longer and wider as it will accommodate proposed C/D road lanes and will
span both NB and SB lanes of I-75 in order to terminate on the right side of the interstate.
Four additional C/D ramps will be constructed to connect I-75 traffic with the I-16 C/D
roads. The two existing interstate bridges over the Ocmulgee River will be replaced with
a series of six bridges to accommodate the additional system level lanes and C/D roads.
The following improvements are proposed on I-16. From I-75 to Walnut Creek, the
shoulders on I-16 will be widened to 12 feet and the existing depressed grass median will
be utilized for widening purposes with a 2½-foot barrier separating the EB and WB lanes.
A C/D road system will be constructed along both EB and WB I-16. The C/D roads will
vary from one to three lanes depending on the location. Because of the additional
capacity of the C/D road system, additional lanes will only be necessary in the EB
direction where I-16 will be widened from three lanes to four lanes between I-75 and
Spring Street.
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The following improvements are proposed at the I-16/Spring Street interchange. The I16 EB and WB bridges over Spring Street will be reconstructed and elevated
approximately 2-3 feet. The existing four-lane section of I-16 over Spring Street will be
widened to six lanes with 12-foot shoulders and a 2½-foot concrete median barrier
separating the EB and WB lanes. Two additional bridges will be constructed over Spring
Street to accommodate the proposed EB and WB C/D roads. The proposed two-lane C/D
roads will parallel the interstate on each side. The existing ramp intersections with
Spring Street will be shifted away from the widened interstate corridor, which will
include the proposed C/D roads. The existing ramp connecting Spring Street to I-16 EB
will be closed and demolished due to the low projected traffic volumes. The other three
ramps accessing Spring Street will be lengthened and reconstructed in their shifted
locations without any additional lane capacity. These ramps will, however, connect with
the proposed I-16 C/D road system, instead of the mainline interstate itself. The two
west-facing, multi-lane ramps will consist of two lanes and the loop ramp will consist of
a single lane. In addition, the horizontal and vertical geometry of the loop ramp will be
improved to meet current design standards.
Change to Visual Quality/Character
While the edge of pavement is moving 66 feet closer to the Shirley Hills community, the
encroachment takes place at the rear of the neighborhood properties and at a substantially
lower elevation than the individual dwellings located adjacent to the existing interstate.
One proposed feature of the project will involve the construction of a ramp that is
elevated over the mainline section of I-16 (approximately 19 feet above the existing
pavement at the west bank of the Ocmulgee River) in order to connect to I-75 SB. This
ramp will begin to climb at a point that is approximately 350 feet from the back of the
closest house in the neighborhood and will be approximately 1,000 feet away from the
neighborhood when it crosses over I-16. Figures 46 and 47 provide a picture of the
existing bridge and a rendered view of the proposed view of the elevated structure from
Glenridge Drive. Because of the distance to the point where the structure is proposed to
be elevated, it is anticipated that this feature will cause only a minor visual impact, and
there are only four residences at this location that will be able to view this change.
Additionally, the neighborhood is shielded from the existing facility by vegetation and
will be shielded from the improved facility by this same vegetation.
The existing facility has been and will continue to be an element of the visual character of
the neighborhood. The enlargement of the existing transportation facility will not further
compromise the visual character of the property. Although I-16 will be from 5 to 17 feet
higher than the existing roadway in the area of the Shirley Hills community, the roadway
will still be located below the existing tree and vegetation line and will therefore continue
to be buffered by this existing vegetation.
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Figure 46: View of Existing I-16 Bridge from Shirley Hills

Photographer standing in the cul-de-sac of Glenridge Drive facing west toward the
I-16 bridges over the Ocmulgee River.

Figure 47: Rendered View of Proposed I-16 Bridge from Shirley Hills
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At the southeastern most edge of the neighborhood, the proposed project will create noise
impacts that will warrant the construction of a noise barrier. The construction of a noise
abatement barrier along the southeastern edge of the neighborhood, ranging from 22-30
feet in height, will also provide a visual barrier for this section of the neighborhood. See
Figures 48 and 49 for an aerial view of the proposed improvements at the I-16/I-75
interchange in the area of the Shirley Hills neighborhood. Only small sections of the
noise barrier will be visible to the residents of Shirley Hills because the existing
vegetation along I-75 will continue to provide a screen between I-16 and the
neighborhood. The GDOT is committed to meeting with the Shirley Hills residents
during the final design phase of the project to include context sensitive features in the
noise barrier. These features will include textured concrete and tinted surfaces to ensure
that barriers blend into the setting of the area.
As described previously, there are only two areas of the Shirley Hills community where a
noticeable change to the quality or character of the view toward the interstate will occur
(Glenridge Drive and Parkview Drive). There are currently four houses at the end of
Glenridge Drive that will experience a moderate impact on their viewshed where the
existing I-16 bridge structures will be elevated and some of the existing vegetation within
the I-16 right-of-way will be removed in order to permit this construction. At the end of
Parkview Drive near I-16 and to the west of Parkview Drive along Glenridge Drive,
vegetation will also be removed from the existing interstate right-of-way; however, a
noise barrier, which will also function as a visual barrier will be constructed. This barrier
will also effectively block the view of the interstate in this area. Although the width of
the pavement and the elevation of some existing bridge structures will be increased in this
area, only the four houses at the end of Glenridge Drive will notice these changes.
Viewer Response
Viewer response in this area can be expected to be high based on past comments and
concerns noted at the various community outreach meetings.
Resultant Visual Impact
The resultant visual impact is anticipated to be low to moderate because the project will
only alter the existing view from the few residences at the end of Glenridge Drive.
(d) Air
The highest one-hour CO concentration for the future 2016 and 2036 conditions in the
Shirley Hills area was 1.8 ppm, which occurred during the 2016 and 2036 PM peak hour at
receptor D6 (see Figure 126), located along I-16 westbound between the Ocmulgee River
Bridge and Spring Street. This value is lower than the NAAQS for the one-hour level of 35
ppm.
The eight-hour concentrations, derived by multiplying the one-hour results by a
persistence factor of 0.6, were also within the NAAQS for both the Build and design year
traffic volumes. The highest 8-hour CO concentration for the future 2016 and 2036
conditions in the Shirley Hills area was 1.1 ppm, which occurred during the 2016 and 2036
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Figure 48: Aerial View of Existing I-16/I-75 Interchange

Figure 49: Rendered aerial view of proposed I-16/I-75 interchange near Shirley Hills
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PM peak hour at receptor D6 (see Figure 126), located at the same location as described
above. This value is lower than the NAAQS for the eight-hour level of 9 ppm. See Section
III.E.2, Air Quality of this document for the more detailed air quality analysis completed
for this project.
(e) Noise
A noise assessment study has been completed for the entire project corridor to compare the
existing noise levels to future noise levels under both the Build and No-Build condition (see
Section III.E.1, Noise). The noise assessment study shows that within the Shirley Hills
neighborhood, the 12 homes closest to the interstate approach or exceeds the noise
abatement criteria for the existing condition (2005) and 2036 No-Build condition. The 2036
Build Alternative shows impacts to these same 12 homes. Based on determinations of
feasibility and reasonableness, a noise barrier is proposed to mitigate noise levels at all 12
homes in the Shirley Hills neighborhood. Figure 123 on page 421 shows the locations of
modeled and impacted receptors and the noise barrier.
(f) Community Cohesion
The impact on the Shirley Hills community cohesion is anticipated to be minor. The
project alignment was developed to minimize impacts to residents and property to the
fullest extent possible. Under the Selected Alternative/Alternative 9, the effects on the
Shirley Hills community are anticipated to be minor. The mitigation proposed will avert
potential adverse indirect impacts to the Shirley Hills neighborhood. There will be a
minor improvement in direct access to the interstate. The reduced congestion on the
interstates and other local roads would improve connectivity to other parts of Macon.
The project also proposes to construct a new pedestrian bridge across the Ocmulgee
River near the Shirley Hills neighborhood, which will improve community cohesion by
providing more opportunities for neighborhood residents to interact with other
communities.
(g) Environmental Justice
As indicated by census data research and field survey, the Shirley Hills neighborhood is
not the locale of a minority or low-income community or population. Therefore, the
project will not have a disproportionately high and adverse effect on a minority or lowincome population in the Shirley Hills community.
(h) Community Impacts During Construction
Care has been taken with the design of the interstate widening and interchange
improvements to avoid any loss of capacity (lane closures) on the interstate mainline
during construction. Construction of the WB C/D road adjacent to Shirley Hills will
occur within the existing interstate right-of-way and will not require closure of lanes on
the interstate mainline. Traffic on WB I-16 will be temporarily transferred to the C/D
road while reconstruction of the mainline occurs. During this process, interstate mainline
speeds may be reduced to 45 mph in some areas. It may be necessary to close at least one
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lane on the interstate and the ramps to/from Spring Street when shifting traffic between
stages. This work will be achieved in off-peak periods. A special provision will be
added to the contract that includes restrictive work hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as
necessary.
The Second Street Bridge over I-16 and the Ocmulgee River will be temporarily reduced
from four lanes (two NB and two SB) to two lanes (one NB and one SB) during
construction for a period of 24 to 30 months. This temporary loss of capacity on Second
Street should not directly affect residents of Shirley Hills, but may result in increased
traffic flow on Spring Street and affect intersection levels of service at Nottingham Drive
and Baconsfield Drive.
Reconstruction of the I-16 mainline bridges over the Ocmulgee River will require
temporary closure of the Ocmulgee Heritage Trail from the Glenridge Drive trailhead to a
point approximately 250 feet south of the existing EB I-16 overpass. This segment of the
trail will remain closed until completion of the I-16 mainline and C/D road bridges over
the river (currently estimated at three years).
(i) Indirect and Cumulative Impacts
Indirect Effects
Residents of the Shirley Hills community currently gain access to the community directly
off the Spring Street or Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard exits
from I-16. The proposed project will not alter the existing exits from Spring Street and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, and a new exit will be added
at Second Street. However, internal operations of the interstate will be modified to
greatly improve the safety of the Spring Street exit (refer to Table 15). With regard to
access from the Shirley Hills community, residents will continue to use the existing WB
ramp off Spring Street or the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
EB ramp. Shirley Hills will also now have the option of using the new Second Street
interchange to access I-16 in either direction (refer to Figure 25). This new exit at Second
Street has the potential of improving the Spring Street exit by diverting some of the
traffic and improving operations of the exit.
The project will help relieve traffic and congestion along I-75 and I-16 and the bridges
that connect this community to downtown Macon, which will improve the connectivity
and access between the community and other parts of Macon. Therefore, indirect
positive effects of the project will be improved community connectivity and cohesion.
Because of the anticipated congestion relief and minor travel time improvements, it is
also anticipated that emergency response vehicles will be able to reach the Shirley Hills
community more easily and generally improve the response time. Other public services
that rely on the roadway system such as trash, school buses, and the postal service will
continue to use the local streets in this area. Since traffic patterns on local streets will not
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be altered by the proposed project, these services will not be affected. The MTA Bus
Route #4 provides the closest service to the Shirley Hills community along Nottingham
Drive up to Baconsfield Drive. This route provides access to downtown Macon and to
major shopping areas along Spring Street and Shurling Drive and to the hospital and
other county offices surrounding the Macon Coliseum. This bus route is located entirely
on the local street system and will therefore not be affected by the construction activities
on the interstates. Although the route does use Spring Street to cross over I-16 to access
the downtown area, the GDOT has committed to leaving this bridge open throughout the
construction process so noticeable delays in service are not anticipated.
A gradual increase in noise levels is predicted to occur in the Shirley Hills neighborhood
as the traffic levels increase based on the growth predicted in the region. There is a
potential for an indirect adverse effect to the community as a result of this noise level
increase. However, it is predicted that noise levels will decrease by 0.3 dBA at one
location and increase by approximately 2 dBA at other locations. An increase of less than
3 dBA is not perceptible to the human ear. Therefore, the minimal noise level increase is
likely to cause only a minor indirect adverse impact on the Shirley Hills community.
The overall direct impact on the Shirley Hills community is predicted to be minor
including low to moderate visual and minor noise impact, which will be offset by a noise
barrier that will also serve as a visual barrier in some areas, a minor improvement in
direct access to the interstate, no relocations or encroachment into the community, no
change in land use patterns, and a minor increase in air emissions that will not exceed air
quality standards. As a result, indirect effects to the Shirley Hills community are also
predicted to be minor.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
and to develop an urban renewal plan to improve the housing conditions. The 1958 plan
identified the character and issues of each zone, and then addressed potential solutions
(refer to Figure 37, Housing Plan Map). Zone B (Shirley Hills area) was considered a
neighborhood that required little or no improvement.
With the construction of I-75 into the City of Macon in the 1960s and the completion of
I-16 in the 1970s, it is clear that some communities were directly impacted by
displacements and encroachment into the physical community. Based upon a review of
the right-of-way maps prepared for the original construction of the I-16/I-75 interchange
it does not appear that there were any displacements in Shirley Hills (see Figure 50).
However, the construction of I-16 did result in land-use changes adjacent to Shirley Hills.
Extensive commercial development has occurred on the north side of I-16 along Spring
Street where an interchange was created. Much of this area was previously designated as
Baconsfield Park and now contains a series of apartment buildings and strip mall
business parks. Because both the direct and indirect effects to the Shirley Hills
community are anticipated to be minor, it is also predicted that the I-16/I-75 project will
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Figure 50: Aerial Photograph of Shirley Hills Area, 1964

not contribute to cumulative effects to the community.
(j) Mitigation
Multiple meetings have been held with this community as part of the overall public
outreach effort on this project (see Section III.B.6, Public Involvement). Based upon the
impacts as noted previously, it was determined that visual and noise impacts were the
only direct impacts to this community. Landscaping and textured noise barriers have been
discussed many times with the community, and discussions are documented in the
community meeting minutes described in the Public Involvement section of this
document. Example textured noise barriers have been presented to the residents;
however, a specific design has not yet been determined. During the design phase of the
project, GDOT will continue coordination with the community to obtain a consensus
regarding the specific aesthetic design of the noise barriers. It is also intended to
coordinate this design with the other communities to ensure that all such barriers are
consistent throughout the project area.
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(k) Community Impact Conclusion
The impact on the Shirley Hills community is anticipated to be minor. The project does
not encroach into the community, and there will be no relocations necessary. There is
also no change in land use patterns, and a minor increase in air emissions that will not
exceed air quality standards. There will be a low to moderate visual impact and minor
noise impact, which will be offset by a noise barrier that will also serve as a visual barrier
in some areas. The project also proposes to construct a new pedestrian bridge across the
Ocmulgee River near the Shirley Hills neighborhood, which will improve community
cohesion. The new pedestrian bridge will enhance the recreational experience of the
residents who use the Ocmulgee Heritage Trail.
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, the effects on the
Shirley Hills community are anticipated to be minor. The mitigation proposed will
minimize potential adverse impacts to the Shirley Hills neighborhood. Therefore, an
indirect positive effect of the project will be improved community connectivity and
cohesion (see Table 25: Community Impact Assessment).
iii. North Highlands Neighborhood
(a) Community Characteristics
North Highlands is located approximately one mile from Macon’s CBD and is listed on
the NRHP (refer to Figure 28). In the late 19th and early 20th centuries, what was once one
large plantation was developed into North Highlands. Houses in the North Highlands
community range in age and style from Greek Revival to early Ranch houses, as well as
Colonial Revival, Queen Anne, Shingle Colonial Revival, Neo Classical Revival, and
Craftsman. The approximate boundary streets are Nottingham Drive, Clinton Avenue,
and Boulevard Avenue.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement project will not
result in any displacements in the North Highlands neighborhood.
(c) Visual Quality
The following is a summary of the visual assessment for the North Highlands
community. For the visual impact assessment methodology, refer to the Pleasant Hill
Visual Quality section.
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Key Views
The following photos represent the view of I-75 from the North Highlands community
located off Gray Highway.
Orientation
Photos were taken from North Avenue and along Nottingham Drive. The photograph
views are generally to the south and southwest towards I-16 (see Figure 51).
Existing Visual Quality/Character
The visual quality is typical in this area. North Highlands is a residential community
located northeast of Shirley Hills and is adjacent to a commercial plaza to the south and
extensive commercial development to the east. The area of the community closest to I-16
is North Avenue, which is approximately 1,500 feet north of the interstate.
The view from this community to the interstate is mostly obscured by existing
development, and is located at a distance that makes it difficult to determine specific
details other than general form.
Proposed Project Features
The project features for the section of interstate within the viewshed for North Highlands
are the same as the I-16 improvements previously discussed for the Shirley Hills
community.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the North Highlands community. Currently, the views from the few
residences and businesses along the southern end of North Avenue at Gray Highway and
along Nottingham Drive have an obscured view of the interstate, and the remainder of the
community cannot see the interstate at all. Although the width of the pavement will be
increased in the viewshed, and elevations will change by less than 5-feet, these changes
will not be perceptible from the North Highlands community.
Viewer Response
Viewer response in this area can be expected to be low because the residents and
commercial uses will experience a view that is similar to what they already see, and the
minor change in elevation will be difficult to perceive.
Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the few residences and businesses that have a view of the interstate
from this area.
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Figure 51: North Highlands Neighborhood Photo Location Map
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Photo 18- Photographer standing on Nottingham Drive facing south towards I-16

Existing I-16

Photo 19- Photographer standing on North Avenue facing south towards I-16
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(d) Air
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, only a minor increase in air emissions that will not exceed air quality standards is
anticipated.
(e) Noise
Because of the distance from the community to the I-16/I-75 Improvement Project, there
is no anticipated noise impact.
(f) Community Cohesion
The impact on the North Highlands community cohesion is anticipated to be minor.
There are no direct impacts upon this community including no visual and noise impacts,
only a minor increase in air emissions that will not exceed air quality standards, no
relocations or encroachment into the community, and no change in land use patterns. The
reduced congestion on the interstates and other local roads as a result of the I-16/I-75
Improvement Project would improve connectivity to other parts of Macon, which has the
potential of improving community cohesion by making it easier for neighborhood
residents to interact with other communities.
(g) Environmental Justice
As indicated by census data research and field survey, the North Highlands neighborhood
is not the locale of a minority or low-income community or population. Therefore, the
project will not have a disproportionately high and adverse effect on a minority or lowincome population in the North Highlands community.
(h) Community Impacts During Construction
Care has been taken with the design of the interstate widening and interchange
improvements to avoid any loss of capacity (lane closures) on the interstate mainline
during construction. Construction of the WB C/D road adjacent to North Highlands will
occur within the existing interstate right-of-way and will not require closure of lanes on
the interstate mainline. Traffic on WB I-16 will be temporarily transferred to the C/D
road while reconstruction of the mainline occurs. During this process, interstate mainline
speeds may be reduced to 45 mph in some areas. It may be necessary to close at least one
lane on the interstate and the ramps to/from Spring Street when shifting traffic between
stages. This work will be achieved in off-peak periods. A special provision will be
added to the contract that includes restrictive work hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as
necessary.
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The Second Street Bridge over I-16 and the Ocmulgee River will be temporarily reduced
from four-lanes (two NB and two SB) to two-lanes (one NB and one SB) during
construction for a period of 24 to 30 months. This temporary loss of capacity on Second
Street should not directly affect residents of North Highlands, but may result in increased
traffic flow on Spring Street and affect intersection levels of service at Nottingham Drive
and Baconsfield Drive.
(i) Indirect and Cumulative Impacts
Indirect Effects
Residents of the North Highlands community currently gain access to the community
directly off the Spring Street or Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard exits from I-16. The proposed project will not alter the existing exits from
Spring Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, and a new
exit will be added at Second Street. However, internal operations of the interstate will be
modified to greatly improve the safety of the Spring Street exit (refer to Table 15). With
regard to access from the North Highlands community, residents will continue to use the
existing WB ramp off Spring Street or the Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard EB ramp. North Highlands will also now have the option of using the new
Second Street interchange to access I-16 in either direction (refer to Figures 22 and 23).
This new exit at Second Street has the potential of improving the Spring Street exit by
diverting some of the traffic and improving operations of the exit.
The project will help relieve traffic and congestion along I-75 and I-16 and the bridges
that connect this community to downtown Macon, which will improve the connectivity
and access between the community and other parts of Macon. Therefore, indirect
positive effects of the project will be improved community connectivity and cohesion.
Because of the anticipated congestion relief and minor travel time improvements, it is
also anticipated that emergency response vehicles will be able to reach the North
Highlands community more easily and generally improve their response time. Other
public services that rely on the roadway system such as trash collection, school buses,
and the postal service will continue to use the local streets in this area, which will not be
altered by the proposed project and therefore will not be affected. The MTA Bus Route
#4 provides direct service to the North Highlands community along Spring Street and
Clinton Road. This route provides access to downtown Macon and to major shopping
areas along Spring Street and Shurling Drive and to the hospital and other county offices
surrounding the Macon Coliseum. This bus route is located entirely on the local street
system and will therefore not be affected by the construction activities on the interstates.
Although the route does use Spring Street to cross over I-16 to access the downtown area,
the GDOT has committed to leaving this bridge open throughout the construction process
so noticeable delays in service are not anticipated.
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The overall direct impacts on the North Highlands community are predicted to be
imperceptible as described above. As a result, indirect effects to the North Highlands
community are also predicted to be imperceptible.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
and to develop an urban renewal plan to improve the housing conditions. The 1958 plan
identified the character and issues of each zone, and then addressed potential solutions
(see Figure 37, Housing Plan Map). Zone B, which includes the North Highlands area,
was considered a neighborhood that required little or no improvement.
With the construction of I-75 into the City of Macon in the 1960s and the completion of
I-16 in the 1970s, it is clear that some communities were directly impacted by
displacements and encroachment into the physical community. Based upon a review of
the right-of-way maps prepared for the original construction of the I-16/I-75 interchange
it is clear that there were no displacements in North Highlands. However, the
construction of I-16 did result in land-use changes adjacent to Shirley Hills. Extensive
commercial development has occurred on the north side of I-16 along Spring Street
where an interchange was created. Much of this area was previously designated as
Baconsfield Park and now contains a series of apartment buildings and strip mall
business parks.
Because both the direct and indirect effects to the North Highlands community are
anticipated to be imperceptible, it is also predicted that the I-16/I-75 Project will not
contribute to cumulative effects to the community.
(j) Mitigation
No mitigation is proposed for the North Highlands community as the impacts are
anticipated to be minor as described above.
(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, the effects to the
North Highlands community are anticipated to be imperceptible as a result of the
proposed I-16/I-75 Interchange Improvement Project (see Table 25: Community Impact
Assessment).
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iv. Riverview Neighborhood
(a) Community Characteristics
The Riverview neighborhood is located north of the I-75 and Pierce Avenue intersection
(refer to Figure 28). Riverview is a suburban neighborhood with brick ranch style homes
built in the 1960s. The main road through the Riverview neighborhood is Riverview
Road, intersecting Avenue of Pines. The area west of this neighborhood is filled in with
new homes and new home construction extending to Arkwright Road. The neighborhood
is characterized by its many pine trees. Currently, the project team is not aware of a
neighborhood association in this area. The project team has however, been contacted by
individual homeowners in the area with requests to hold a community meeting to discuss
the proposed project. As part of the public outreach efforts, the Riverview neighborhood
was included in the public meetings with the Winship Heights neighborhood. The
neighborhood is mostly residential, with a small commercial area located directly off the
Pierce Avenue interchange on the north side of I-75 including a hotel and some small
office buildings. A commercial area is also located on Riverside Drive directly opposite
of the neighborhood on the southwest side of I-75. Land uses along Riverside Drive
consist mainly of highway-based commercial sites, such as gas stations, restaurants, and
convenience stores. The closest retail shops and services are located north of the
neighborhood at the Arkwright exit off I-75 and along Riverside Drive on the south side
of I-75.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement Project will not
result in any displacements in the Riverview neighborhood.
(c) Visual Quality
The following is a summary of the visual assessment for the Riverview community. For
the visual impact assessment methodology, refer to the Pleasant Hill Visual Quality
section.
Key Views
The following photos represent the view of I-75 from the Riverview subdivision located
off Pierce Avenue.
Orientation
Photos were taken from the rear yard of one of the dwellings closest to I-75 along
Huntington Drive and also from the end of Delano Drive. All views are to the southwest
towards I-75 (Figure 52).
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Figure 52: Riverview Neighborhood Photo Location Map
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Photo 20- Photographer standing in the rear yard of a house along Huntington Drive facing
I-75

Photo 21- Photographer standing at the end of Delano Drive facing I-75
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Existing Visual Quality/Character
The visual quality is typical in this area. The area consists of a residential community
with traditional late 1960s residential dwellings on small lots. Mature wooded areas
consisting mainly of large deciduous trees, dense underbrush and a scattering of pine
trees provide an effective screen between the viewers in this residential subdivision and
the adjacent interstate.
Proposed Project Features
In this area I-75 currently consists of two lanes in each direction separated by a depressed
grass median. In the Build condition the interstate will be widened to three lanes in each
direction with the majority of the work to be completed within the existing median. A
30-foot noise barrier will also be erected along the roadway shoulder in the area of
Riverview.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the Riverview community. Currently, the views from the residences
consist of dense woods that, even in the winter, almost completely block views of the
interstate, although a glimpse of a passing vehicle can be seen if specifically sought out.
With construction of the proposed noise barrier, all views of the interstate will be blocked
and the dense vegetation will continue to screen the view in this direction. As described
previously, an orange balloon was set at the top of the proposed noise barrier; however, it
was not visible from anywhere within the community.
Viewer Response
Viewer response in this area is expected to be low because the residents in this area will
not likely notice a change in their view of the interstate.
Resultant Visual Impact
The resultant visual impact is anticipated to be low to the Riverview community because
the proposed barrier will block all views of the interstate and the barrier will not be
visible from the community due to the existing dense vegetation between the community
and the interstate.
(d) Air
Because of the distance from the community to the I-16/I-75 Interchange Improvement
Project only a minor increase in air emissions that will not exceed air quality standards is
anticipated.
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(e) Noise
A noise assessment study has been completed for the entire project corridor to compare the
existing noise levels to future noise levels under both the Build and No-Build condition (see
Section III.E.1, Noise). The noise assessment study shows that within the Riverview
neighborhood, the 21 homes closest to the interstate approach or exceeds the noise
abatement criteria for the existing condition (2005) and 2036 No-Build condition. The 2036
Build Alternative shows impacts to these same 21 homes. Based on determinations of
feasibility and reasonableness, a noise barrier is proposed to mitigate noise levels at 20
homes in the Riverview neighborhood. Figure 122 on page 420 shows the locations of
modeled and impacted receptors and the noise barrier.
(f) Community Cohesion
The impact on the Riverview community cohesion is anticipated to be minor. Although
there is no change in direct access to the interstate proposed, the I-16/I-75 Interchange
Improvement project will help relieve traffic congestion along I-75 near the community.
Reduced congestion will improve the connectivity and access between the community
and other parts of Macon. Therefore, indirect positive effects of the project will be
improved community connectivity.
(g) Environmental Justice
As indicated by census data research and field survey, the Riverview neighborhood is not
the locale of a minority or low-income community or population. Therefore, the project
will not have a disproportionately high and adverse effect on a minority or low-income
population in the Riverview community.
(h) Community Impacts During Construction
The Riverview neighborhood is located beyond the northern terminus of this project and
will not be directly affected by any of the proposed construction activities. The current
lane configurations on the interstate mainline will be maintained throughout construction
with the exception of short-duration (off-peak hours and/or weekends) lane closures that
may be necessary to shift traffic between stages. Some commuters may still utilize
Riverside Drive as a bypass around the I-16/I-75 construction activities, thereby
increasing traffic at the I-75/Pierce Avenue interchange. A special provision will be
added to the contract that includes restrictive work hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as
necessary.
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(i) Indirect and Cumulative Impacts
Indirect Effects
Riverview currently gains access directly off of the Pierce Avenue exit from I-75. The
proposed project will not alter the existing exit; therefore, no change in access either to or
from this community is anticipated and traffic patterns will be unchanged in the area of
this community.
However, the project will help relieve traffic and congestion along I-75 near the
community, which will improve the connectivity and access between the community and
other parts of Macon. Therefore, indirect positive effects of the project will be improved
community connectivity.
Because of the anticipated congestion relief and minor travel time improvements it is also
anticipated that emergency response vehicles will be able to reach the Riverview
community more easily and generally improve their response time. Other public services
that rely on the roadway system such as trash collection, school buses, and postal service
will continue to use the local streets in this area, which will not be altered by the
proposed project and therefore will not be affected. The MTA does not provide bus
service to the Riverview community, which will not change as a result of this project.
The overall direct impact on the Riverview community is predicted to be minor including
low visual and noise impact, which will be offset by a noise barrier, anticipated minor
change in air quality, no relocations or encroachment into the community, no change in
land use patterns, and no change in direct access to the interstate. As a result indirect
effects to the Riverview community are also predicted to be minor.
Cumulative Effects
The Riverview community was actually constructed in the late 1960s and early 1970s
after the original construction of I-75. It will not be considered as part of any cumulative
effects to the community. In addition to the proposed I-16/I-75 Improvement project, the
GDOT is also completing a project that will connect to the terminus of this project on I75 near Pierce Avenue. This project also proposes to widen I-75 from two lanes to three
lanes in each direction in the area of Riverview. This project will also not alter the
existing access to the Riverview community or change land use patterns in the area;
therefore, indirect effects to this community are also not anticipated from the I-75 project
to the north. One other project planned for this area is the extension of the Ocmulgee
Heritage Trail up to the Amerson Waterworks Park (which also was recently constructed
in the area) located directly adjacent to Riverview. The construction of the trail will be a
direct benefit to the community by providing a new recreational activity to the
community and improving pedestrian connectivity between the community and
downtown Macon. When considering the past and future projects planned for this area it
is not anticipated that the I-16/I-75 project will have an adverse cumulative effect to the
Riverview community.
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(j) Mitigation
Based upon the impacts as noted previously, it was determined that noise impacts were
the only direct adverse impacts on this community. Textured noise barriers have been
discussed with this community. These discussions are documented in the community
meeting minutes described in the Public Involvement section of this document. Example
textured noise barriers have been presented to the residents; however, a specific design
has not yet been determined. During the design phase of the project, it is proposed to
continue coordination with the communities to obtain a consensus regarding the specific
aesthetic design of the noise barriers. It is also intended to coordinate this design with the
other communities to ensure that all such barriers are consistent throughout the project
area.
(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, both the direct
and indirect effects to the Riverview community are anticipated to be minor as described
above. The mitigation proposed will avert potential adverse direct and indirect impacts to
the Riverview community (see Table 25: Community Impact Assessment).
v. Winship Heights Neighborhood
(a) Community Characteristics
The Winship Heights neighborhood is located on the southwest side of I-75, south of
Pierce Avenue. Approximately 75% of the neighborhood consists of single-family
residential type homes with the remaining land uses consisting of primarily highwaycommercial oriented development. Similar to the Riverview neighborhood, there appears
to be no formal neighborhood association; however, individual homeowners requested
that the project team meet with the neighborhood to discuss the proposed project. In
response, a resident from this neighborhood was added to the CAC. Several individual
and general audience meetings were held to discuss the proposed project. See Section
III.B.6, Public Involvement of this document for a summary of meetings.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement project will not
result in any displacements in the Winship Heights community.
(c) Visual Quality
The following is a summary of the visual assessment for the Winship Heights
community. For the visual impact assessment methodology, refer to the Pleasant Hill
Visual Quality section.

180

Key Views
The following photos represent the view of I-75 from the Winship Heights community
located off Riverside Drive.
Orientation
Photos were taken from Corbin Avenue and along Riverside Drive. The photograph
views are generally to the north towards I-75 (see Figure 53).
Existing Visual Quality/Character
The visual quality is typical to indistinctive in this area. Riverside Drive is directly
adjacent to I-75 in the area of Winship Heights with some sparse areas of vegetation to
the west and denser vegetation to the east of Corbin Avenue. There are only five
residences on Corbin Avenue and two residences on Riverside Drive that have a view of
I-75. During a field survey of the community, there were no other areas identified from
within Winship Heights where the interstate was visible because of either topographic
relief, or other buildings and dense vegetation completely screening the view. Riverside
Drive in this area is densely developed with typical highway commercial uses including
restaurants, hotels, and gas stations. There are also some office buildings in this area.
The view from this commercial strip of the interstate is mostly unobstructed.
Proposed Project Features
In this area, I-75 currently consists of two lanes in each direction separated by a
depressed grass median. In the Build condition the interstate will be widened to three
lanes in each direction with the majority of the work to be completed within the existing
median. The elevations of the roadway surface will be generally unchanged in this area.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the Winship Heights community. Currently, the views from the few
residences and businesses along the northern end of Corbin Avenue at Riverside Drive
and along Riverside Drive have either a clear to slightly obscured view of the interstate,
and the remainder of the community cannot see the interstate at all. Although the width
of the pavement will be increased in this area by approximately 60 feet, the pavement
will not move closer to these developed areas.
Viewer Response
Viewer response in this area can be expected to be low because the residents and
commercial uses will experience a view that is similar to what they already see, and the
minor change in pavement width would be difficult to perceive.
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Figure 53: Winship Heights Photo Location Map
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Existing I-75

Photo 22- Photographer standing on south side of Riverside Drive north west

Existing I-75

Photo 23- Photographer standing on Corbin Avenue facing north toward I-75
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Existing I-75

Photo 24- Photographer standing on Corbin Avenue facing north toward I-75

Existing I-75

Photo 25- Photographer standing on Riverside Drive facing north toward I-75
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Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the few residences and businesses in this area.
(d) Air
The highest one-hour CO concentration for the future 2016 and 2036 conditions in the
Winship Heights area was 1.6 ppm, which occurred during the 2016 AM peak hour and the
2036 AM and PM peak hours at receptor D13 (see Figure 128 on page 426), located along I75 southbound between Pierce Avenue and the I-16 Interchange with I-75. This value is
lower than the NAAQS for the one-hour level of 35 ppm.
The eight-hour concentrations, derived by multiplying the one-hour results by a
persistence factor of 0.6, were also within the NAAQS for both the Build and design year
traffic volumes. The highest 8-hour CO concentration for the future 2016 and 2036
conditions in the Winship Heights area was 1.0 ppm, which occurred during the 2016 AM
peak hour and the 2036 AM and PM peak hours at receptor D13 (see Figure 128), located at
the same location as described above. This value is lower than the NAAQS for the eighthour level of 9 ppm. See Section III.E.2, Air Quality of this document for the more
detailed air quality analysis completed for this project.
(e) Noise
A noise assessment study has been completed for the entire project corridor to compare the
existing noise levels to future noise levels under both the Build and No-Build condition (see
Section III.E.1, Noise). The noise assessment study shows that within the Winship Heights
neighborhood, 5 homes on Corbin Avenue and 1 home on Riverside Drive exceed the noise
abatement criteria for the existing condition (2005) and 2036 No-Build condition. The 2036
Build Alternative shows impacts to these same 6 homes. Based on determinations of
feasibility and reasonableness, a noise barrier is proposed to mitigate noise levels at the 5
homes on Corbin Avenue in the Winship Heights neighborhood. Figure 122 on page 420
shows the locations of modeled and impacted receptors and the noise barrier.
(f) Community Cohesion
The impact on the Winship Heights cohesion is anticipated to be minor. Although there is
no change in direct access to the interstate proposed, the I-16/I-75 Interchange
Improvement Project will help relieve traffic congestion along I-75 near the community.
Reduced congestion will improve the connectivity and access between the community
and other parts of Macon. Therefore, indirect positive effects of the project will be
improved community connectivity.
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(g) Environmental Justice
As indicated by census data research and field survey, the Winship Heights neighborhood
is not the locale of a minority or low-income community or population. Therefore, the
project will not have a disproportionately high and adverse effect on a minority or lowincome population in the Winship Heights community.
(h) Community Impacts During Construction
The Riverside Drive Bridge over I-75 will be temporarily reduced from four lanes (two
WB and two EB) to two lanes (one WB and one EB) during construction for a period of
up to two years. This temporary loss of capacity on Riverside Drive may result in drivers
taking alternate routes to and from downtown Macon, including Walnut Street and
Hardeman Avenue. This may in turn increase traffic on several of the main through
streets within the Winship Heights neighborhood, including Pierce Avenue, Corbin
Avenue, and Forest Avenue.
(i) Indirect and Cumulative Impacts
Indirect Effects
Winship Heights is similar to the Riverview community in that it currently gains access
directly off the Pierce Avenue exit from I-75. This community can also be accessed off
of Riverside Drive at Corbin Avenue. The proposed project will not alter the existing
exit; therefore, no change in access either to or from this community is anticipated and
traffic patterns will be unchanged in the area of this community. However, the project
will help relieve traffic and congestion along I-75 near the community, which will
improve the connectivity and access between the community and other parts of Macon.
Therefore, indirect positive effects of the project will be improved community
connectivity.
Because of the anticipated congestion relief and minor travel time improvements, it is
also anticipated that emergency response vehicles will be able to reach the Winship
Heights community more easily and generally improve their response time. Other public
services that rely on the roadway system such as trash collection, school buses, and postal
service will continue to use the local streets in this area, which will not be altered by the
proposed project and therefore will not be affected. The MTA Bus Route #5 provides
direct service to the Winship Heights community along both Pierce Avenue and Ingleside
Avenue. This route provides access to downtown Macon and to major shopping areas
along Tom Hill Sr. Boulevard and also the Ingleside Shopping Village. This bus route is
located entirely on the local street system and will therefore not be affected by the
construction activities on the interstates. Although the route does use Walnut Street to
cross over I-75 to access the downtown area, the GDOT has committed to leaving this
bridge open throughout the construction process, therefore noticeable delays in service
are not anticipated.
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The overall direct impact on the Winship Heights community is predicted to be minor as
described above. As a result indirect effects to the Riverview community are also
predicted to be minor.
Cumulative Effects
In addition to the proposed I-16/I-75 Improvement project, the GDOT is also completing
a project that will connect to the terminus of this project on I-75 near Pierce Avenue (PI
312090). This adjacent project also proposes to widen I-75 from two lanes to three lanes
in each direction in the area of Winship Heights. This project will not alter the existing
access to the Winship Heights community or change land use patterns in the area;
therefore, indirect effects to this community are also not anticipated from the I-75 project
to the north. When considering the past and future projects planned for this area it is not
anticipated that the I-16/I-75 project will have an adverse cumulative effect to the
Riverview community.
(j) Mitigation
No mitigation is proposed for the Winship Heights community as impacts are anticipated
to be minor.
(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, both the direct
and indirect effects to the Winship Heights community are anticipated to be minor as
described above (see Table 25: Community Impact Assessment).
vi. Vineville Neighborhood
(a) Community Characteristics
The Vineville community is a compact, homogenous suburb located northwest of
downtown Macon along either side of Vineville Avenue, between I-75 on the east and
Georgia Academy for the Blind on the west, and between Central of Georgia Railroad on
the south and Elizabeth Place, Ingleside Avenue, Douglas Avenue, Ferguson Street, and
Ward Street on the north (refer to Figure 28). Vineville is listed on the NRHP and
consists of both residential and commercial properties The Vineville community began
developing in the early 19th century as a village. By the late 19th century, the land was
subdivided for residential development to support the growing need of housing for cotton
mill workers. This area remained primarily residential up until the 1960s when some
residences began to be replaced by commercial properties. The houses and commercial
properties in Vineville include a wide variety of architectural types and styles such as
Plantation Plain, Victorian, Queen Anne, Greek Revival, Neoclassical, Italian
Renaissance, English Tudor, and Craftsman. Many of the streets are lined with curbs,
sidewalks, and shade trees. The area has several churches, a school, a small neighborhood
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commercial center, and a small park accompanying the houses in Vineville. The Allman
Brothers Band Museum is also located in the Vineville community in an English Tudor
style home.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement project will not
result in any displacements in the Vineville community.
(c) Visual Quality
The following is a summary of the visual assessment for the Vineville community. For
the visual impact assessment methodology, refer to the Pleasant Hill Visual Quality
section.
Key Views
The following photos represent the view of I-75 from the Vineville community located
off Forsyth Street.
Orientation
Photos were taken from Forsyth Street. The photograph views are to the east towards I75 (see Figure 54).
Existing Visual Quality/Character
The visual quality is distinctive to typical in this area. The Vineville neighborhood is a
compact, homogenous suburb located on a plateau above the city of Macon. The
suburban streets are set upon this plateau leading away from Vineville Avenue. The side
streets are set in a rough grid plan. Carefully manicured front lawns adorned with shrubs,
flowers, and trees create the impression of an inhabited public park. A small park
accompanies the houses in Vineville. The neighborhood is also listed on the NRHP.
Existing development between the community and the interstate and its topographic
location above the interstate completely block the line of sight to the interstate.
Proposed Project Features
In this area, I-75 currently consists of three lanes in each direction separated by a
concrete barrier wall with ramps to and from Hardeman Avenue and bridge overpass
structures at Riverside Drive, Walnut Street, Hardeman Avenue, and a pedestrian bridge
between Walnut Street and Hardeman. Mainline I-75 will remain a six-lane, barrierseparated section between Hardeman Avenue and the I-16 interchange, however, the
shoulders will be widened from 8 feet to 12 feet as the interstate approaches the I-16
interchange. A two-lane C/D road will be constructed along I-75 SB. A ramp will also
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Figure 54: Vineville Neighborhood Photo Location Map
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Photo 26- Photographer standing on Hardeman Avenue facing east toward I-75

be constructed along I-75 NB from the Hardeman Avenue interchange to I-16, which will
have a direct encroachment into the Pleasant Hill neighborhood. The ramp from
Hardeman Avenue to I-75 NB will split to provide a connection both to the shifted ramp
to I-16 and to I-75 NB.
The connection to I-75 NB will braid over the shifted ramp and will require the
construction of an additional bridge. In addition, the Riverside Drive Bridge, Walnut
Street Bridge, and David Lucas Pedestrian Bridge over I-75 will require reconstructing.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the Vineville community. Currently, the interstate is not visible from
Vineville nor will that view change from the community.
Viewer Response
Viewer response in this area can be expected to be low because the residents and
commercial uses will experience a view that is similar to what they already see.
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Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the community.
(d) Air
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, it is anticipated that any change in air quality would be minor and would not
exceed air quality standards.
(e) Noise
Under existing conditions, the homes closest to the interstate are experiencing noise levels
ranging from 70 to 73 dBA. Under the No-Build condition in 2036, noise levels are
predicted to increase by approximately two (2) dBA. Under the Build condition in 2036
(without noise barriers), noise levels are predicted to decrease up to one (1) dBA.
(f) Community Cohesion
The impact on the Vineville community cohesion is anticipated to be minor. Although
there is no change in direct access to the interstate proposed, the I-16/I-75 Interchange
Improvement project will help relieve traffic congestion along I-75 near the community.
Reduced congestion will improve the connectivity and access between the community
and other parts of Macon. Therefore, indirect positive effects of the project will be
improved community connectivity.
(g) Environmental Justice
As indicated by census data research and field survey, the Vineville neighborhood is not
the locale of a minority or low-income community or population. Therefore, the project
will not have a disproportionately high and adverse effect on a minority or low-income
population in the Vineville community.
(h) Community Impacts During Construction
The Riverside Drive Bridge over I-75 will be temporarily reduced from four-lanes (two
WB and two EB) to two lanes (one WB and one EB) during construction for a period of
up to two years. This temporary loss of capacity on Riverside Drive may result in drivers
taking alternate routes to and from downtown Macon, including Vineville Avenue
through the Vineville neighborhood en route to and from Hardeman Avenue and Forsyth
Street.
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(i) Indirect and Cumulative Impacts
Indirect Effects
The current access to the Vineville community is directly off the Hardeman Avenue exit
from I-75. Although the operational characteristics of this interchange will be modified
substantially, the access to the community from the interstate will remain unchanged.
Therefore, no change in access either to or from this community is anticipated and traffic
patterns will be unchanged in the area of this community. However, the project will help
relieve traffic and congestion along I-75 near the community, which will improve the
connectivity and access between the community and other parts of Macon. Therefore,
indirect positive effects of the project will be improved community connectivity.
Because of the anticipated congestion relief and minor travel time improvements it is also
anticipated that emergency response vehicles will be able to reach the Vineville
community more easily and generally improve their response time. Other public services
that rely on the roadway system such as trash collection, school buses, and postal service
will continue to use the local streets in this area, which will not be altered by the
proposed project and therefore will not be affected. The MTA Bus Route #1 provides
direct service to the Vineville community along Forsyth Avenue. This route provides
access to downtown Macon and to major shopping areas along Forsyth Street and also the
Macon Northside Hospital. This bus route is located entirely on the local street system
and will therefore not be affected by the construction activities on the interstates.
Although the route uses Hardeman Avenue to cross over I-75 to access the downtown
area, the bridge will remain open during the construction process so noticeable delays in
service are not anticipated.
The overall direct impact on the Vineville community is predicted to be minor as
described above. As a result indirect effects to the Vineville community are also
predicted to be minor.
Cumulative Effects
In addition to the proposed I-16/I-75 Improvement project, the GDOT is also completing
a project in this area, the improvement of the I-75/Hardeman Avenue/Forsyth
Street/Georgia Avenue interchange (PI 311560). The construction of this project, which
is currently listed as a Long Range project in the MATS LRTP, will be an indirect benefit
to the community by providing operational and safety improvements at this interchange
by widening the existing bridges over the interstate from 3 lanes to 4 lanes, modification
to approaches, and the addition of storage lanes. When considering the past and future
projects planned for this area, it is not anticipated that the I-16/I-75 Improvement Project
will have an adverse cumulative effect to the Vineville community.
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(j) Mitigation
No mitigation is proposed for the Vineville community as impacts are anticipated to be
minor as described above. Also, the community will receive some benefit from the
noise/visual barriers proposed for the Pleasant Hill community, which is adjacent to the
Vineville community.
(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, both the direct
and indirect effects to the Vineville community are anticipated to be minor (see Table 25:
Community Impact Assessment).
vii. Fort Hill Neighborhood
(a) Community Characteristics
Once part of the East Macon community, the Fort Hill community began developing into
a distinct neighborhood in the late 20th century (refer to Figure 28). Fort Hill is located
approximately one mile east of Macon’s CBD and is listed on the NRHP. Houses in the
Fort Hill community are primarily modest in size and range in architectural styles from
Craftsman to Folk Victorian and Queen Anne. Also located within the Fort Hill
community is the Historic Fort Hawkins, which is individually listed on the NRHP. The
approximate boundary streets include Emery Highway, Mitchell Street, Second Street
Extension, Schaeffer Place, and Morrow Avenue.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement Project will not
result in any displacements in the Fort Hill neighborhood.
(c) Visual Quality
The following is a summary of the visual assessment for the Fort Hill community. For the
visual impact assessment methodology, refer to the Pleasant Hill Visual Quality section.
Key Views
The following photos represent the view of I-75 from the Fort Hill community located off
Emery Highway.
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Orientation
A photo was taken from Emery Highway at Second Street. The photograph view is
generally to the southwest towards I-16 (refer to Figure 55).
Existing Visual Quality/Character
The visual quality is typical in this area. Fort Hill is a residential community located in
the East Macon area and is adjacent to the Macon Hospital and Coliseum area. The area
of the community closest to I-16 will be Second Street, which is approximately 1,600 feet
north of the interstate.
The view from this community to the interstate is mostly obscured by existing
development, and is located at a distance that makes it difficult to determine specific
details other than general form.
Proposed Project Features
The project features for the section of interstate within the viewshed for Fort Hill are the
same as the I-16 improvements previously discussed for the Shirley Hills and North
Highlands communities.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the Fort Hill community. Currently, the views from the few residences
and businesses along Emery Highway and Second Street have an obscured view of the
interstate, and the remainder of the community cannot see the interstate at all. Although
the width of the pavement will be increased in the viewshed, and elevations will change
by less than 5 feet, these changes will not be perceptible from the Fort Hill community.
Viewer Response
Viewer response in this area can be expected to be low because the residents and
commercial uses will experience a view that is similar to what they already see, and the
minor change in pavement width will be difficult to perceive.
Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the few residences and businesses that have a view of the interstate
from this area.
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Figure 55: Fort Hill Neighborhood Photo Location Map
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Existing I-16

Photo 27- Photographer standing on Emery Highway facing southwest towards I-16

(d) Air
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, it is anticipated that any change in air quality would be minor and would not
exceed air quality standards.
(e) Noise
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, there is no anticipated noise impact.
(f) Community Cohesion
The impact on the Fort Hill community cohesion is anticipated to be minor. There are no
direct impacts upon this community as described above. The reduced congestion on the
interstates and other local roads as a result of the I-16/I-75 Improvement Project would
improve connectivity to other parts of Macon, which has the potential of improving
community cohesion by making it easier for neighborhood residents to interact with other
communities.
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(g) Environmental Justice
The Fort Hill neighborhood is within block group 112.1 which is identified as having a
large minority and low-income population. The project area is located just south of the
neighborhood on Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. In
analyzing potential project impacts on Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard, access to the interstate at Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard south of the neighborhood will be improved from an operational standpoint,
but the improvements will be completed within existing right-of-way and will not change
traffic patterns or land use patterns. Field investigations of the roadway project area in
this block group also did not identify any portions of a low-income or minority area
within the direct area of potential effect. Development in this area includes institutional
uses such as the Macon Coliseum and Coliseum Medical Centers. Therefore, the project
will not have a disproportionately high and adverse effect on a minority or low-income
population in the Fort Hill neighborhood.
(h) Community Impacts During Construction
The Fort Hill neighborhood is beyond the roadway construction limits for this project and
will not be directly impacted by construction activities. The Second Street Bridge over I16 and the Ocmulgee River will be temporarily reduced from four lanes (two NB and two
SB) to two lanes (one NB and one SB) during construction for a period of 24 to 30
months. This temporary loss of capacity on Second Street may result in increased traffic
flow on Spring Street. As additional interstate ingress/egress will be added to the Second
Street interchange via the proposed ramps; therefore, Second Street will in turn attract
traffic that currently accesses I-16 via either Spring Street or Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard.
(i) Indirect and Cumulative Impacts
Indirect Effects
Fort Hill currently gains access directly off the Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard exit from I-16, or from the Spring Street exit from I-16 to Emery
Highway. The proposed project will not alter the existing exits from Spring Street and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, and a new exit will be added
at Second Street. This new exit will actually provide more direct access from I-16 to the
Fort Hill community. Access to the interstate will be from either the Second Street or
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchanges. Although this
has the potential to alter traffic patterns slightly it will not have a noticeable effect on the
Fort Hill community (refer to Table 15 and Figure 24).
However, the project will help relieve traffic and congestion along I-75 and I-16 and the
bridges that connect this community to downtown Macon, which will improve the
connectivity and access between the community and other parts of Macon. Therefore,
indirect positive effects of the project will be improved community connectivity.
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Because of the anticipated congestion relief and minor travel time improvements it is also
anticipated that emergency response vehicles will be able to reach the Fort Hill
community more easily and generally improve their response time. Other public services
that rely on the roadway system such as trash collection, school buses, and postal service
will continue to use the local streets in this area, which will not be altered by the
proposed project and therefore will not be affected. The MTA Bus Routes #4 and #11
provide direct service to the Fort Hill community along Emery Highway, Second Street,
and other local streets. This route provides access to downtown Macon and to major
shopping areas along Spring Street and Shurling Drive and to the hospital and other
county offices surrounding the Macon Coliseum. These bus routes are located entirely on
the local street system and will therefore, not be affected by the construction activities on
the interstates. Although the routes do use Spring Street and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard to cross over I-16 to access the downtown area, the
GDOT has committed to leaving these bridges open throughout the construction process
so noticeable delays in service are not anticipated.
The overall direct impacts to the Fort Hill community are predicted to be imperceptible as
described above. As a result indirect effects to the Fort Hill community are also
predicted to be imperceptible.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
and to develop an urban renewal plan to improve the housing conditions. The 1958 plan
identified the character and issues of each zone, and then addressed potential solutions
(see Figure 37, Housing Plan Map). Zone N (Fort Hill area) was largely undeveloped and
featured new schools in the area. Pre-desegregation, this area was being conceived with
an eye towards the growth of the small African American community that was beginning
to move into the area.
Because both the direct and indirect effects to the Fort Hill community are anticipated to
be imperceptible, it is also predicted that the I-16/I-75 Interchange Improvement Project
will not contribute to cumulative effects to the community.
(j) Mitigation
No mitigation is proposed for the Fort Hill community as impacts are anticipated to be
minor.
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(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, both the direct
and indirect effects to the Fort Hill community are anticipated to be minor (see Table 25:
Community Impact Assessment).
viii. East Macon Neighborhood
(a) Community Characteristics
The East Macon community began developing in the 1870s and continued through the
1940s (refer to Figure 28). East Macon is located approximately one mile east of
Macon’s CBD and is listed on the NRHP. The East Macon community consists of mid19th century to early 20th century residential and educational development properties as
well as commercial properties. Houses in the district are almost all wood-framed and
represent a wide variety of house styles including Queen Anne, Gothic, Italianate, Folk
Victorian, Neoclassical Revival, and Craftsman. Representative house types include
Georgian cottage, gabled ell, central hallway, New South cottage, Georgian, bungalow,
shotgun, and saddlebag. Remaining historic institutional buildings include two church
buildings and an auditorium constructed by the Bibb Mill for the mill workers. The
district is located on hilly terrain, and a number of yards contain steps and retaining walls
of brick and concrete. Informal landscaping within the district consists of large mature
shade trees, shrubs, and hedges placed on grassy lawns. The approximate boundary lines
include Emery Highway, Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, and
Clinton, Fletcher, and Fairview Streets.
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, the I-16/I-75 Interchange Improvement project will not
result in any displacements in the East Macon neighborhood.
(c) Visual Quality
The following is a summary of the visual assessment for the East Macon community. For
the visual impact assessment methodology, refer to the Pleasant Hill Visual Quality
section.
Key Views
The following photos represent the view of I-16 from the East Macon community located
off of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
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Orientation
A photo was taken from Clinton Street near Coliseum Drive/Martin Luther King (MLK)
Jr. Boulevard. The photograph view is generally to the southwest towards I-16 (see
Figure 56).
Existing Visual Quality/Character
The visual quality is typical in this area. East Macon is a residential community located
east of and adjacent to the Macon Hospital and Coliseum area. The area of the
community closest to I-16 will be Clinton Street, which is approximately 1,300 feet north
of the interstate.
The view from this community to the interstate is mostly obscured by existing
development, and is located at a distance that makes it difficult to determine specific
details other than general form.
Proposed Project Features
The following improvements are proposed at the I-16/Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard interchange. Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard will be widened from four lanes to six lanes with a raised concrete median.
The median width and location will vary to accommodate the necessary turn lanes at the
two signalized intersections. The Otis Redding Bridge over the Ocmulgee River will be
widened to accommodate the additional lanes and reconstructed as a pedestrian-friendly
“gateway” to Macon with 10-foot sidewalks and lighting. The aesthetic features of this
bridge will be developed with ongoing coordination with the City of Macon and with the
project’s CAC. The I-16 Bridge over Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard will be reconstructed to accommodate the widened Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard and the proposed C/D roads along the interstate. The
existing I-16 section at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will
remain a four-lane section, but will be improved with widened 12-foot shoulders and a
concrete median barrier separating the EB and WB lanes.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the East Macon community. Currently, a few residences and businesses
along Clinton Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard have
an obscured view of the interstate, and the remainder of the community cannot see the
interstate at all. Although the width of the pavement will be increased in the viewshed,
and elevations will change by less than 5 feet, these changes will not be perceptible from
the East Macon community.
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Figure 56: East Macon Neighborhood Photo Location Map
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Photo 28- Photographer standing on Clinton Street facing southwest towards I-16

Viewer Response
Viewer response in this area can be expected to be low because the residents will
experience a view that is similar to what they already see, and the minor change in
pavement width and elevation will be difficult to perceive.
Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the few residences that have a view of the interstate from this area.
(d) Air
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, it is anticipated that any change in air quality would be minor and would not
exceed air quality standards.
(e) Noise
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, there is no anticipated noise impact.
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(f) Community Cohesion
The impact on the cohesion of East Macon community is anticipated to be minor. There
are no direct impacts upon this community as described above. The reduced congestion
on the interstates and other local roads as a result of the I-16/I-75 Improvement Project
would improve connectivity to other parts of Macon, which has the potential of
improving community cohesion by making it easier for neighborhood residents to interact
with other communities.
(g) Environmental Justice
The East Macon neighborhood is within block group 113.1, which is identified as having
a large minority and low-income population. The Macon Housing Authority operates
Davis Homes, a publicly subsidized development, located within the East Macon
neighborhood on the north side, just south of Emery Highway at 905 Main Street. Davis
Homes was constructed in 1964 and contains 184 dwelling units with a mix of one-, two-,
three-, four-, and five-bedroom units. The homes were upgraded in 1995. All of the
units are currently occupied. Davis Homes as well as the larger East Macon
neighborhood are the locus of a large minority and low-income population. The project
area is just south of the neighborhood on Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard (refer to Figure 28). In analyzing potential project impacts on Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard, access to the interstate at Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard south of the neighborhood will be
improved from an operational standpoint, but the improvements will be completed within
existing right-of-way and will not change traffic patterns or land use patterns. Field
investigations of the roadway project area in this block group also did not identify any
portions of a low-income or minority area within the direct area of potential effect.
Development in this area includes institutional uses such as the Macon Coliseum, the
vacant Bibb Mill site, and office buildings. Therefore, it was determined that the
proposed project will not have a disproportionately high and adverse effect on a minority
or low-income population in the East Macon neighborhood.
(h) Community Impacts During Construction
The East Macon neighborhood along Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard will not be directly impacted by construction activities. The Second Street
Bridge over I-16 and the Ocmulgee River will be temporarily reduced from four lanes
(two NB and two SB) to two lanes (one NB and one SB) during construction for a period
of 24 to 30 months. This temporary loss of capacity on Second Street may result in
increased traffic flow on Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. As
additional interstate ingress/egress is added to the Second Street interchange via the
proposed ramps, Second Street will in turn attract traffic that currently accesses I-16 via
either Spring Street or Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
It may be necessary to close at least one lane on the interstate and the ramps to/from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard when shifting traffic between
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stages. This work will be achieved in off-peak periods. A special provision will be
added to the contract that includes restrictive work hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as
necessary.
(i) Indirect and Cumulative Impacts
Indirect Effects
East Macon currently gains access directly off the Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard exit from I-16, or from the Spring Street exit from I-16 to Emery
Highway. The proposed project will not alter the existing exits from Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard, and a new exit will be added at Second
Street. This new exit will provide a secondary access from I-16 to the East Macon
community. However, primary access to the interstate will remain from the Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard interchange, and traffic patterns will not
be affected for the East Macon community (refer to Table 15 and Figure 23). The project
will help relieve traffic and congestion along I-75 and I-16 and the bridges that connect
this community to downtown Macon, which will improve the connectivity and access
between the community and other parts of Macon. Therefore, indirect positive effect of
the project will be improved community connectivity.
Because of the anticipated congestion relief and minor travel time improvements, it is
also anticipated that emergency response vehicles will be able to reach the East Macon
community more easily and generally improve their response time. Other public services
that rely on the roadway system such as trash collection, school buses, and the postal
service will continue to use the local streets in this area, which will not be altered by the
proposed project and, therefore, will not be affected. The MTA Bus Route #11 provides
direct service to the East Macon community along Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard and other local streets. This route provides access to downtown
Macon and to major shopping areas along Shurling Drive and to the hospital and other
county offices surrounding the Macon Coliseum. This bus route is located entirely on the
local street system and will, therefore, not be affected by the construction activities on the
interstates. Although the route does use Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard to cross over I-16 to access the downtown area, the GDOT has committed to
leaving this bridge open throughout the construction process so noticeable delays in
service are not anticipated.
The overall direct impacts to the East Macon community are predicted to be minor as
described above. As a result, indirect effects to the East Macon community are also
predicted to be minor.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
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and to develop an urban renewal plan to improve the housing conditions. The 1958 plan
identified the character and issues of each zone, and then addressed potential solutions
(see Figure 37, Housing Plan Map). Zone A (East Macon area) was a residential area
comprised of approximately 66% African American and 33% Caucasian residents. Much
of the area was undeveloped, housing was listed as substandard, and the area was
bisected by major highways.
The initial plan for all of the areas with inadequate existing structures was to clear the
bulk of the dilapidated housing and redevelop the area as mixed residential and
recreational. Although the construction of the interstates in the 1960s and 1970s did not
improve the housing conditions of the adjacent communities, it also appears that these
areas were already in poor condition. Because the proposed project is basically a design
modification of an existing highway, it is not likely that additional separation of
neighborhoods beyond that created by the original highway construction in the 1960s will
occur.
In the late 1950s, much of the area in Zone A (Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard to Spring Street and Emery Highway) was razed as part of an urban
renewal plan. The Macon Coliseum was completed in the same year as the interchange.
The construction of the Coliseum and the creation of the Macon Centreplex complex
have brought in tourism related to sporting and concert events. Several other institutional
uses went on to locate in this area, including the hospital, Bibb County Health
Department, and other government offices.
As a result of the urban renewal project in the late 1950s in the area between Spring
Street, Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, and Emery Highway, it
appears that multiple churches were removed along with the other residential structures
existing in that area. Based upon a review of the 1956 U. S. Geological Survey (USGS)
quad map for that area, there were a total of eight churches in this area that no longer
exist. Figures 57 and 58 show an aerial view of the community in this area prior to
construction of the Bibb County Health Department, the Macon Coliseum, the hospital,
and the same area after the construction of those facilities.
Because both the direct and indirect effects to the East Macon community are anticipated
to be minor, it is also predicted that the I-16/I-75 interchange Improvement Project will
not contribute to cumulative effects to the community.
(j) Mitigation
No mitigation is proposed for the East Macon community as the impacts are anticipated
to be minor.
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(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, both the direct
and indirect effects to the Fort Hill community are anticipated to be minor (see Table 25:
Community Impact Assessment).

Figure 57: Aerial View between Spring Street, Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, and Emery Highway, 2007
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Figure 58: Aerial View between Spring Street, Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, and Emery Highway, 1964

ix. Macon Central Business District
(a) Community Characteristics
The Macon Central Business District (CBD) and main tourist attractions are primarily
located in downtown Macon (refer to Figure 28). The Macon CBD is roughly bounded by
Riverside Drive, Fifth Street, Oglethorpe Street, Adams Street, Hardeman Avenue, and
Madison Street. This area began developing in the early 1820s when the first town plan
was laid out and continued to develop into the 1940s. The area consists of both residential
and commercial properties that exhibit architectural styles including Queen Anne, Folk
Victorian, Italianate, Neoclassical Revival, Craftsman, Greek Revival, Romanesque,
Moderne, Art Deco, and Beaux Arts. Downtown Macon is listed on the NRHP as the
Macon Historic District. Some of the main tourist attractions that bring people to the
Macon CBD include: the Cannonball House, the Hay House, the Sidney Lanier Cottage,
the Grand Opera House, the Harriet Tubman Museum, the Douglass Theatre, the Georgia
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Children’s Museum, the Georgia Music Hall of Fame, and the Georgia Sports Hall of
Fame. Two tourist attractions located just outside of the Macon CBD are the Riverside
Cemetery and Rose Hill Cemetery, both listed on the NRHP. Additional details for these
resources are also located in Section III.B.5, Churches and Institutions. Other tourist
attractions outside of the Macon CBD, but within the community assessment area, are the
Allman Brothers Band Museum, located in the Vineville neighborhood (see previous
Vineville Neighborhood discussion) and the Ocmulgee National Monument/Ocmulgee
Old Fields TCP (see Section III.C.5, Parklands/Recreation Areas/Wildlife Refuges).
(b) Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. As such, implementation of the I-16/I-75 Interchange
Improvement Project will not result in any displacements in the Macon CBD or tourist
areas.
(c) Visual Quality
The following is a summary of the visual assessment for the Macon CBD. For the visual
impact assessment methodology, refer to the Pleasant Hill Visual Quality section.
Key Views
The following photos represent the view of I-16 and I-75 from the Macon CBD and from
some of the main tourist attractions located within the city.
Orientation
Photos were taken from Mulberry Street near the courthouse, from the Georgia Music
Hall of Fame, and from Rose Hill Cemetery. The photograph views are generally to the
north towards I-16 (see Figure 59).
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Figure 59: Macon CBD Photo Location Map
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Existing I-16

Photo 29- Photographer standing in Rose Hill Cemetery facing northeast towards I-16

Existing I-16

Photo 30- Photographer standing in Rose Hill Cemetery facing northwest towards I-16
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Photo 31- Photographer standing on Mulberry Street facing northeast towards I-16

Existing I-16

Photo 32- Photographer standing on MLK Jr. Blvd at Riverside Drive facing northeast
towards I-16
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Existing Visual Quality/Character
The visual quality is typical to distinctive from the Macon CBD and is highly dependent
upon the specific location. The CBD has several well-kept historic urban areas and also
has some areas that are dilapidated and some modern areas that are more typical. Views
from the Rose Hill Cemetery would be classified as distinctive providing an excellent
view of the natural landscape associated with the Ocmulgee River corridor and large
areas of the urban landscape of Macon. Neither I-16 nor I-75 is visible from the Macon
CBD because it is located approximately ½ mile from the interstates and the view of the
interstates is blocked by many buildings. The only tourist attraction on the fringe of the
CBD from which I-16 can be viewed is the Rose Hill Cemetery, which is approximately
750 to 1,000 feet from I-16.
Proposed Project Features
The project features for the section of interstate within the viewshed for the Macon CBD
are the same as the I-16 improvements previously discussed for the Shirley Hills
community.
Change to Visual Quality/Character
There will be no noticeable change to the quality or character of the view toward the
interstate from the Macon CBD or tourist attractions in the vicinity.
Viewer Response
Viewer response in this area can be expected to be low because the viewers will
experience a view that is similar to what they already see, and the proposed roadway
changes will be difficult to perceive as the viewpoint is a long distance from the
interstate.
Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the
existing view from the Macon CBD.
(d) Air
The only receptor readings for the Macon CBD were taken at the intersection of Martin
Luther King Jr. Boulevard and Riverside Drive. It is only in this area that the Macon
CBD comes in close proximity with the project. The highest one-hour CO concentration
for the future 2016 and 2036 conditions was 2.0 ppm, which occurred during the 2036 PM
peak hour at receptors D1 and D2 (see Figure 131 on page 432), located along the
northbound approach of Martin Luther King Jr. Boulevard at Riverside Drive. This value is
lower than the NAAQS) for the one-hour level of 35 ppm.
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The eight-hour concentrations, derived by multiplying the one-hour results by a
persistence factor of 0.6, were also within the NAAQS for both the Build and design year
traffic volumes. The highest 8-hour CO concentration for the future 2016 and 2036
conditions was 1.2 ppm, which occurred during the 2036 PM peak hour at receptors D1 and
D2 (see Figure 131), located at the same location as described above. This value is lower
than the NAAQS for the eight-hour level of 9 ppm. See Section III.E.2, Air Quality of this
document for the more detailed air quality analysis completed for this project.
(e) Noise
Because of the distance from the community to the I-16/I-75 Interchange Improvement
project, there is no anticipated noise impact.
(f) Community Cohesion
The impact on community cohesion of the Macon CBD, including the major tourist
attractions, is anticipated to be minor. There are no direct impacts upon this community
as described above. The reduced congestion on the interstates and other local roads and
the widening of the bridges at Riverside Drive, Walnut Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard would improve connectivity
between the CBD and other parts of Macon. These improvements have the potential of
improving community cohesion by making it easier for neighborhood residents to reach
the CBD and to interact with other communities.
(g) Environmental Justice
Block group 107.1 is located within the Macon CBD. This district is primarily
commercial, although a residential community is located within its west boundary. Field
surveys of the area revealed that this residential concentration is not the locale of a
minority or low-income community or population. Therefore, the project will not have a
disproportionately high and adverse effect on a minority or low-income population in the
Macon CBD. There will be no disproportionately high and adverse effects.
(h) Community Impacts During Construction
During the construction process, interstate mainline speeds may be reduced to 45 mph in
some areas. It may be necessary to close at least one lane on the interstate and
temporarily close some of the entrance and exit ramps (at Spring Street, Second Street, or
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard) for short durations (off-peak
hours and/or weekends) when shifting traffic between stages. A special provision will be
added to the contract that includes restrictive work hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as
necessary.
The Second Street Bridge over I-16 and the Ocmulgee River will be temporarily reduced
from four lanes (two NB and two SB) to two lanes (one NB and one SB) during
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construction for a period of 24 to 30 months. This temporary loss of capacity on Second
Street may result in increased traffic flow on both Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. As additional interstate ingress/egress
is added to the Second Street interchange via the proposed ramps, Second Street will in
turn attract traffic that currently utilizes either Spring Street or Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard within the project limits. The improvements to the
Second Street interchange will be realized early in the construction process
(reconstruction of the Second Street overpass is proposed to occur within the first phase
of construction) which will allow immediate benefit to the Macon CBD. The new
interchange at Second Street will allow a faster, more direct route to the heart of this
district and will alleviate traffic congestion at the Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard exit ramps.
A special provision will be added to the contract that requires all signage for downtown
Macon points of interest to remain in-place throughout construction, which will include
requirements to reinstall permanent signage following GDOT standards for this type of
signage.
(i) Indirect and Cumulative Impacts
Indirect Effects
The Macon CBD is currently accessed from I-16 and I-75 directly off the Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard, Spring Street, and Hardeman Avenue
exits, and from several local streets including Hardeman Avenue, Walnut Street,
Riverside Drive, Spring Street, Second Street, and Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. Other than the internal interstate access point the proposed project
will not alter the existing exits from Hardeman Avenue, Spring Street, or Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard, and a new exit will be added at Second
Street. The other points of access into the CBD will either not be changed or will include
additional lanes to improve the connectivity to the CBD. These widened bridges
including Walnut Street, Second Street, Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard, and the new Second Street interchange will provide a minor improvement in
mobility in and out of the Macon CBD. Access to the interstate will either be from the
Spring Street, Second Street, or Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard interchanges. Although this change has the potential to alter traffic patterns
slightly it will not adversely affect the access to the Macon CBD or the many tourist
attractions that rely on the interstate and other roadways to gain access, and in fact it is
anticipated that that access to these locations will be improved with implementation of
the I-16/I-75 Interchange Improvement project. Although access from the interstate will
be modified by shifting the exit ramp back to a point before the I-16/I-75 interchange
appropriate signage will be included as part of the project to ensure that motorists are
aware of the modified exit points (refer to Table 15 and Figure 25).
The project will help relieve traffic and congestion along I-75 and I-16 and the bridges
that connect downtown Macon, adjacent communities, and areas beyond Macon,
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improving the connectivity and access in the region. Therefore, an indirect positive
effect of the project will be improved community connectivity.
Because of the anticipated congestion relief and minor travel time improvements it is also
anticipated that emergency response vehicles will be able to reach the Macon CBD more
easily and generally improve their response time. Other public services that rely on the
roadway system such as trash collection, school buses, and the postal service will
continue to use the local streets in this area, which will not be altered by the proposed
project and, therefore, will not be affected. The MTA operates 10 different bus routes that
all provide direct service to the Macon CBD from various parts of Macon and Bibb
County, beyond the city limits. These routes provide the only public transportation
connection into the Macon CBD. These bus routes are located entirely on the local street
system and will, therefore, not be affected by the construction activities on the interstates.
Although the routes do use Spring Street, Riverside Drive, Walnut Street, Hardeman
Avenue, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to cross over I-16
to access the downtown area, the GDOT has committed to leaving these bridges open
throughout the construction process so noticeable delays in service are not anticipated.
The overall direct impacts to the Macon CBD including the major tourist attractions
located in downtown Macon are predicted to be minor as described above. As a result
indirect effects to the Macon CBD are also predicted to be minor.
Cumulative Effects
In 1958, the MBP&Z Commission addressed the existing community conditions in the
City of Macon. The City was divided into zones in order to assess the housing conditions
and to develop an urban renewal plan to improve housing conditions. The 1958 plan
identified the character and issues with each zone, and then addressed potential solutions
(see Figure 37, Housing Plan Map). Zone D, which covers the Macon CBD, was listed as
a transitional area that was gentrifying in the late 1950s.
Because both the direct and indirect effects to the Macon CBD are anticipated to be
minor, it is also predicted that the I-16/I-75 Interchange Improvement Project will not
contribute to cumulative effects to the Macon CBD.
(j) Mitigation
No mitigation is proposed for the Macon CBD, including the major tourist attractions, as
impacts are anticipated to be minor.
(k) Community Impact Conclusion
The project alignment was developed to minimize impacts to residents and property to
the fullest extent possible. Under the Selected Alternative/Alternative 9, the effects to the
Macon CBD, including the major tourist attractions, are anticipated to be minor as a
result of the proposed I-16/I-75 Interchange Improvement project. With the addition of a
new interchange at I-16 and Second Street and the widened bridges at Second Street,
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Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, Riverside Drive, and Walnut
Street, an improvement to connectivity to the interstate and between the CBD and
surrounding communities will provide an indirect benefit to the overall region (see Table
25: Community Impact Assessment).
Community Impact Summary
The following table identifies the specific impacts in each of the communities located
within the project corridor as described above and also summarizes the mitigation
measures proposed to offset the impacts. Figure 28 shows the location of the visual and
noise barriers.
Table 25: Community Impact Assessment
IMPACT CRITERIA
AREA
COMMUNITIES

Visual
and
Aesthetic

Homes
that Meet
or Exceed
NAC*

Homes
Impacted by
Noise
(Mitigated)

Noise
Barrier
Number**

Acquisitions
and
Displacements

Required
Right-ofWay

Interstate
Access
Changed

Cohesion

50

41 impacted
(40 mitigated
and 1 home
benefitted)

1, 2, & 3

Yes,
Total of 32
Displacements

Yes,
10.02
acres

Operational
Changes

Low to
Moderate

7

No

No

None

No

No

6

No

No

No Change

Low

5

No

No

No Change

Low

Pleasant Hill

Moderate

Shirley Hills

Low to
Moderate

12

12 impacted
(12 mitigated)

North Highlands

Low

0

No Impacts

Riverview

Low

21

Winship Heights

Low

6

Vineville

Low

0

No Impacts

None

No

No

Fort Hill
East Macon

Low
Low

0
0

No Impacts
No Impacts

None
None

No
No

No
No

Macon CBD and
Tourist Area

Low

0

No Impacts

None

No

No

21 impacted
(20 mitigated)
6 impacted
(5 mitigated)

New
Access at
Second
Street
New
Access at
Second
Street

Operational
Changes
No Change
No Change
New
Access at
Second
Street

Low

Low

Low
Low
Low
Low

* The noise abatement criterion (NAC) for residential structures is Category B (≥ 66 decibels).
** Within the Pleasant Hill Neighborhood there are some areas where noise barriers were not reasonable or feasible based upon the standard noise
abatement criteria. In these areas the barriers are being classified as visual barriers. All barriers within the Shirley Hills Neighborhood are proposed
as noise barriers, although they will also serve as visual barriers since they will block the view between the interstate and the neighborhood.
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4. Relocations
The project alignment was chosen to minimize impacts to residents and property to the
fullest extent possible. Under the Selected Alternative/Alternative 9, without the
mitigation proposed for the Pleasant Hill neighborhood, the project would impact 18
residential structures, a commercial structure and a Masonic lodge (see Table 26:
Relocations in Pleasant Hill Neighborhood). Of these buildings, the commercial
structure, Masonic Lodge, and 8 of the residential structures are vacant; therefore,
relocation will only be required for the 10 occupied residences. All residential
displacements associated with the proposed action will occur in the Pleasant Hill
neighborhood.
With Mitigation
When also considering the proposed community impact mitigation proposal discussed in
the Community Impacts section, the project will impact thirteen (13) additional residential
structures. Please refer to this section, which provides a detailed description of the
increased project foot print that results from the mitigation. Of these structures, 11 were
determined to be occupied. The impact of the Selected Alternative/Alternative 9 on
residential and commercial properties has been assessed through a Conceptual Stage
Study. The study reports that the Selected Alternative/Alternative 9 with the proposed
mitigation may displace eleven (11) owner-occupied and ten (10) tenant-occupied singlefamily residences. One (1) business and one (1) Masonic lodge will also be displaced by
the Selected Alternative/Alternative 9. The lone commercial displacement is located at
111 Emery Highway at the intersection of Spring Street. It is currently for sale or lease
and is operating as a used car lot. The Masonic lodge is located at Middle Street/First
Avenue in the Pleasant Hill neighborhood and is presently boarded-up. Though owned by
the Central City Lodge No. 12, it is not currently being used as a meeting place. Two
attendees at a PHNIG meeting stated that they rent space inside the building from the
lodge. Efforts made to contact the owners of the building have been met with no
response. As noted above, some of the structures are vacant and, therefore, will not be
considered relocations. Property owners will be fairly compensated for the required
property, but if a site is not occupied at the time of right-of-way acquisition, there will be
no occupants that will require relocation.
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Table 26: Relocations in Pleasant Hill Neighborhood
Alternative
Alternative 9/Selected
Alternative
Without Mitigation
Alternative 9/Selected
Alternative
With Mitigation

Displacement Only
8 Residential
1 Other

Relocations
10 Residential

Total Impacts
18 Residential
1 Other

10 Residential
1 Other

21 Residential

31 Residential
1 Other

The GDOT can assure that the relocatees will receive the appraised fair-market value for
their property. Relocatees will also be offered decent, safe and sanitary housing within
their financial means. Within a reasonable period of time prior to displacement, a
comparable replacement dwelling will be made available for the displaced individuals.
All relocation efforts will be completed following the standards of the Uniform Act. The
conceptual stage study evaluated available housing and rentals within the Pleasant Hill
neighborhood, adjacent neighborhoods, and greater Macon. The State Relocation
Program is realistic and is adequate to provide orderly, timely, and efficient relocation of
displaced persons.
The one business that will be displaced by the project is a used car sales lot. The car
sales lot is not unique to the area. Every effort will be made to assist this business in
relocating. Sufficient vacant properties are available in the area to allow for this
relocation9.
Based on the conceptual stage study and other available information, there appears to be
no large families, non-profit organizations, churches, or handicapped individuals that
would be relocated; however, it does appear that there are minority households, lowincome groups, and elderly persons that will be affected by the proposed relocations
associated with the Selected Alternative/Alternative 9 as described previously in the
Community Impacts section.
5. Churches and Institutions
Churches, institutions, and other community facilities are often the center of a
neighborhood’s social, educational, and religious resources. They play a vital role in
serving the community and offering public meeting spots that foster a sense of
community amongst residents. Often, the presence of these types of facilities is an
important consideration for quality-of-life issues; therefore, it is important to identify
potential impacts to these facilities. In addition to churches, other facilities of importance
9

In the event there are no replacement sites available at the time of acquisition, the businesses may qualify
for “in lieu of” payments. An “in lieu of” payment is defined as a payment made to a business that cannot
be relocated without substantial loss to its existing patronage, and is not a part of a commercial enterprise
having more than three similar establishments not being acquired for the proposed projects. Any such
payment determined will not be less than $1,000 or more than $20,000.
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include educational facilities, day care centers, parks and recreational sites, cemeteries,
and public facilities. Public housing is also considered a community facility.
There are nine churches in the vicinity of the project, although none of them will be
affected by the proposed improvements. Three cemeteries are located adjacent to the
project area. Rose Hill, and Riverside Cemeteries are located adjacent to the south side of
the I-16/I-75 interchange and the Linwood Cemetery is located along the west side of I75. See Figure 60, which identifies the cemeteries and other community resources
located within the project area.
There are several other institutional facilities located in the project area including one
private school, a hospital, the Bibb County Health Department, several medical offices,
and the Macon Coliseum to name a few. Refer to Table 13 for a listing of all community
resources located in the vicinity of the proposed project.
There are also three important park/recreation areas located in the project corridor: the
Ocmulgee National Monument, Ocmulgee Heritage Trail, and Gateway Park. These
resources, which are enjoyed both locally and regionally, are described in greater detail in
Section III.C.5, Parklands/Recreation Areas/Wildlife Refuges.
The churches and other institutional facilities were identified through a comprehensive
field survey of the project area. They were then examined to determine whether they
were at risk of displacement or whether access to the facilities will be impacted by the
proposed project.
The Macon Coliseum parking lot will be impacted by construction on Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and the WB entrance ramp to I-16. One
of the entrances to the Coliseum parking lot from Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard will have to be permanently closed due to its proximity to the
proposed interchange. The project team has coordinated with staff of the Macon
Coliseum to ensure that future traffic operations will continue to function adequately.
Coordination with the Coliseum will continue throughout the design process. An
additional facility exit will be added on Second Street across from the entrance ramp to I16 WB. This exit from the Coliseum will provide access directly to the interstate and
will reduce traffic congestion on the local street network following events at the
Coliseum.
In the case of other community resources, such as the Macon Coliseum, access will be
greatly improved as a result of the I-16/I-75 interchange project. Other tourist and
cultural attractions, such as the Ocmulgee National Monument located at the end of the
project boundary, will have improved site identification through added signage along the
corridor. Improved signage for these major community facilities will allow for safer
mobility and better commercial visibility – indicating that the proposed project will have
significant positive impacts for these facilities.
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Figure 60: Community Facilities by Type – Within Project Study Area

* Refer to Appendix A, Construction Evaluation for a summary of construction phase impacts
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The project proposes improvements, which are designed to improve the safety and
operational efficiency of the interchanges in the project area.
The proposed
improvements will benefit the institutions within the project area by improving mobility
and interchange access, and improving safety; therefore, the institutional facilities will
not be adversely impacted by the proposed actions.
The proposed improvements will avoid impacts to both the Rose Hill and Linwood
Cemeteries; however, impacts to the Riverside Cemetery could not be avoided. The
impact assessment for the Riverside Cemetery is described below. This assessment also
includes a visual analysis because the I-16/I-75 interchange is located within the
viewshed of the Riverside Cemetery. The visual analysis was completed for the site
following the methodology described previously in the Community Impacts section.
The following photos represent the view of the I-16/I-75 interchange from the Riverside
Cemetery.
Orientation
The Riverside Cemetery is located on the south side of the I-16/I-75 interchange and is
located on both the east and west sides of I-75; therefore, pictures are facing both
northeast and to the northwest towards I-75 and the interchange (see Figure 61).

Facing the
Existing I-16/I-75
Interchange

Balloon

Photo 33- Photographer standing in Riverside Cemetery (east side of I-75) facing
north towards I-16/I-75 interchange
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Balloon

Photo 34- Photographer standing in Riverside Cemetery (west side of I-75)
facing east towards I-16/I-75 interchange

Existing Visual Quality/Character
The visual quality in the Riverside Cemetery would be classified as typical on the west
side of I-75 (the non-historic side) and more distinctive on the east side of the interstate
(listed on the NRHP). Although both sides of the cemetery are very well maintained, the
setting on the west side is more typical because of the more modern adjacent residential
and commercial developments that are visible from most of the cemetery. On the east
side of the interstate, the setting of the cemetery is more isolated from the closest
development, partially because the large size of this cemetery section and also because of
the larger natural areas of mature trees located on this side. Both sides of the cemetery
are partially obscured by a buffer of mature trees, between the roadway and the boundary
of the existing cemetery. Although this buffer is not consistent along the entire boundary
of the cemetery, there are some clear views of the interstate and the interchange from the
eastern side of the cemetery.
Proposed Project Features
The Selected Alternative/Alternative 9 proposes to shift the I-16 merge on to I-75 SB to
merge from the right rather than from the left. This shift along with other proposed
improvements at the I-16/I-75 interchange will require a driveway easement in a paved
area around the southwest entrance to the historic section of Riverside Cemetery, east of
I-75. Also in the historic section of Riverside Cemetery, temporary easement is needed
for the construction of a retaining wall on the southwest edge (see Figure 62). The shift of
the I-16 merge on to I-75 from the right will also require acquisition of a minor amount
of property from the non-historic section of Riverside Cemetery, west of I-75 on the
southeast side of the cemetery. Approximately 0.19 acres of the non-historic section of
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Figure 61: Riverside Cemetery Visual Analysis Area

223

Figure 62: Riverside Cemetery Impact East Side (historic section)
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Riverside Cemetery will be converted to right-of-way for the proposed roadway improvement
project (see Figure 63). The proposed area to be converted to roadway right-of-way and the
small temporary easement need to construct the roadway in this area is located outside of the
area containing human burials. A retaining wall is proposed in order to reduce the right-of-way
required and minimize the impact to this community resource. A temporary easement of
approximately 10 feet in width will also be necessary at the service drive entrance to the non
historic side of the cemetery to tie this driveway back into the reconstructed section of Riverside
Drive. As part of the ongoing project design the more specific impacts to the cemetery will be
determined. Because of the impacts to the cemetery, a permit to allow this impact will be
obtained from the State of Georgia.
Change to Visual Quality/Character
Project implementation will result in the introduction of visual elements that diminish the
integrity of the Riverside Cemetery visual characteristics and features west of I-75 (the nonhistoric side). Though the existing interstate facility has been an element of the visual character
of the cemetery for over 40 years and will continue to be a feature of the cemetery’s physical
character, the expanded facility will further encroach upon the viewshed of the cemetery. The
enlargement of the existing transportation facility will further compromise the visual character of
the cemetery.
There will be a substantial change to the character of the view toward the interstate from the
Riverside Cemetery west of I-75 (the non-historic side). However, a visual barrier is proposed
along the edge of the interstate adjacent to the cemetery on the west side of the interchange,
which will effectively block the resulting view of the interstate (see Figure 28).
Viewer Response
Viewer response in this area can be expected to be moderate to low because some visitors to the
cemetery will notice a substantial change in their view of the interstate.
Resultant Visual Impact
The resultant visual impact is anticipated to be low to moderate to the Riverside Cemetery
because some existing mature vegetation will be removed. However, the proposed barrier will
block most views of the interstate and additional aesthetic improvements including landscaping
will be completed at the site.
Indirect Effects
Access to Riverside Cemetery is directly off Riverside Drive, which will not be altered upon
completion of the project construction. Although during the construction process the service
access drives will be temporarily closed, access will remain open at all other entrances and,
therefore, operations and maintenance at the cemetery will not be adversely affected. Existing
noise levels at Riverside Cemetery range from approximately 67 dBA to approximately 73 dBA.
Noise levels at this cemetery under the 2036 No-Build condition are predicted to range from
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Figure 63: Riverside Cemetery Impact West Side (non-historic section)
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approximately 68 dBA to approximately 76 dBA, where 66.0 dBA is considered a noise impact.
Under the Build condition in 2036 noise levels are predicted to decrease by up to two and a half
(2.5) dBA at one location and increase by approximately three (3) dBA at another location. A three
(3) dBA increase is not substantial and is not perceptible to the human ear.
Although access to the Macon Coliseum will be altered, under the Selected
Alternative/Alternative 9 access will actually be improved with the proposed driveway to be
located directly opposite the new I-16 on-ramp at Second Street. There are also no noise or
visual impacts predicted for the Coliseum or other institutional uses in that area. Any changes in
access and impacts to the other community facilities are covered under the Land Use Changes
and Community Impacts sections of this document.
The overall direct impacts to the Riverside Cemetery are predicted to be minor including low to
moderate visual impacts, imperceptible noise impact, no change in site access, minor impact to
air quality that is not predicted to exceed air quality standards, and a minor encroachment into
the cemetery (no impacts to graves), and no change in land use patterns. As a result, indirect
effects to the Riverside Cemetery are also predicted to be minor. Indirect effects for the other
community facilities are described in the sections as noted above. Because there are no direct
impacts to churches predicted, there will also not be any indirect impacts.
Cumulative Effects
With the construction of I-75 through the City of Macon in the 1960s and the completion of I-16
in the 1970s, it is clear that some churches and institutions, including the Riverside Cemetery
and Linwood Cemetery, were, as described in the Community Impacts section, directly impacted
by displacements and encroachment. However, because both the direct and indirect effects to
churches and institutions are anticipated to be minor, it is also predicted that the I-16/I-75
Interchange Improvement Project will not contribute to cumulative effects to these resources.
6. Public Involvement
Public outreach on the I-16/I-75 project included individual and general audience meetings, a
project website, a telephone hotline (voicemail), media releases, a project post office box, a
Citizens Advisory Committee (CAC), a project-specific newsletter, and a mailing list were
developed to accomplish the comprehensive public outreach goals.
In 1999, the GDOT along with their selected project consultant team began analysis of the
corridor to validate the previous concept (approved in September 1995) and update as necessary.
In order to initiate public involvement in the project development process and begin developing
potential project alternatives, the GDOT and the project team held the first public information
meeting in November of 1999. The purpose of this meeting was an attempt to define and better
understand the specific day-to-day operational problems of the interchange. An aerial map of the
project area that reflected existing conditions was presented to those in attendance to help
identify the specific problem areas. The project team was also able to obtain possible solutions
and define project desires as seen from the public perspective.
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The objective of the I-16/I-75 public involvement plan was to both involve and inform the public
in the project, specifically in the development and evaluation of design aspects of the project.
Public meetings have been held from 1999 up to 2009. Input from key community leaders
regarding environmental features of the study area was also obtained and used to supplement
environmental fieldwork. During the planning process, alternatives and their evaluation criteria
were developed with input from the local CAC, numerous public information meetings, and an
agency coordination meeting (see Appendix B). In response to public comments, including the
evaluation of three locally submitted design alternatives, Alternative 10 was developed.
Dates of public/community meetings on the project, along with number of individuals in
attendance from the public, follow:
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*
*

November 16, 1999
January 26, 2000
March 2, 2000

First Public Information Open House (71)
First Pleasant Hill Neighborhood Meeting (28 +)
Citizens Advisory Committee Meeting #1- Kick-Off and
Identification of Project Goals (12)
March 23, 2000
Golden K Kiwanis Club Meeting (50)
April 27, 2000
Citizens Advisory Committee Meeting # 2- Evaluation of
Preliminary Concepts (12)
June 22, 2000
Macon Exchange Club Meeting (106)
August 3, 2000
Citizens Advisory Committee Meeting # 3- Selection of Preferred
Alternative (13)
September 14, 2000 Commission on Macon to Atlanta Rail (COMAR) Meeting (19)
September 28, 2000 Citizens Advisory Committee Meeting # 4- Review of Preferred
Alternative (9)
October 24, 2000
Second Public Information Open House (97)
January 23, 2001
First Shirley Hills Neighborhood Meeting (74)
January 29, 2001
Second Pleasant Hill Neighborhood Meeting (38)
February 7, 2002
Second Shirley Hills Neighborhood Meeting (24)
February 27, 2002
First Winship Heights Neighborhood Meeting (20)
November 19, 2002 Meeting with FHWA and Shirley Hills Neighborhood
January 10, 2003
Ocmulgee Greenway Coordination Meeting
November 21, 2005 Third Pleasant Hill Neighborhood Meeting (75)
January 25, 2006
Fourth Pleasant Hill Neighborhood Meeting (25)
March 29, 2006
Informal Meeting
August 16, 2006
Fifth Pleasant Hill Neighborhood Meeting (35)
August 31, 2006
First meeting with Pleasant Hill Neighborhood Improvement
Group (6)
September 13, 2006 Second meeting with Pleasant Hill Neighborhood Improvement
Group (7)
November 2, 2006
Third Public Information Open House (129)
August 16, 2007
Third meeting with Pleasant Hill Neighborhood Improvement
Group (32)
September 5, 2007 Meeting between SHPO and Pleasant Hill Neighborhood
Improvement Group (5)
December 11, 2007 Public Hearing Open House (222)
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*
*
*

May 8, 2008

Fourth meeting with Pleasant Hill Neighborhood Improvement
Group (16)
September 11, 2008 Macon City Council (approx. 100)
December 8, 2008
Fifth meeting with Pleasant Hill Neighborhood Improvement
Group (19)

The following is a summary of the major components of the project public outreach efforts:
Public involvement activities have played a major role in the development of the proposed
project. From the outset, the project team has strived to inform and involve all affected and
interested communities, public entities, and private citizens early and regularly in an effort to
promote understanding and support for the project. The GDOT and their consultants recognized
that the citizens of Macon and Bibb County were a well-organized and involved community in
regard to transportation issues. They had demonstrated a high level of interest through
participation in previous local and state transportation projects. Many of these citizens had a
good understanding of the project development process for transportation projects and had
expressed concern about opportunities for meaningful input during the transportation planning
process. As a result, a public involvement plan was developed to provide interested citizens
information about the project, including its timeline and implications throughout the planning
and concept development phase. The public involvement plan also provided opportunities for
citizens to help identify issues and solutions regarding the project. In conjunction with these
objectives, the plan was also designed to be as responsive and proactive as possible to the
public’s request for information and involvement.
Due to the magnitude of the project and the interest level of the citizens in the City of Macon and
Bibb County, it was crucial to implement a public involvement plan that not only informed, but
also involved interested citizens throughout project development with particular focus on the
early phases. Real issues and solutions to the transportation and design challenges of the I-16/I75 interchange were identified by working closely with all target audiences.
Target audiences included:
Citizens
Business community
Government officials
City and county staffs
Local agencies and organizations
Local neighborhood groups
Special interest groups
In the initial start-up of the project, stakeholders were identified. These stakeholders became the
foundation of a communications network used to inform the public through newsletters and
meeting notice flyers at key milestones of the project. At the project start-up, the stakeholder
network was initiated using existing mailing lists from the Eisenhower Parkway project, the
Macon/Bibb County transportation program, and the Macon Chamber of Commerce. Other
stakeholders were identified from the sign-in list at the first public information open house
(PIOH). Names and addresses were added throughout the project’s duration. The project team
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also interviewed members or representatives of suggested local agencies and organizations, and
affected communities.
In order to help focus key community goals for the proposed project, it was decided to establish a
project CAC. As a result of the initial list of key community stakeholders and interviews with
local agencies, participants were identified and selected for the CAC. The CAC was comprised
of individuals in the community who represented a diverse set of groups and perspectives. The
purpose of the CAC was multi-faceted. Primarily, it allowed the GDOT to enter into the
community and begin building partnerships with community leaders. Additionally, the CAC
offered an opportunity for true public involvement in the study. It offered a mechanism to
channel the energies of the community, and it allowed representatives of active community
groups to be heard in a constructive way. The CAC also served as a means to network
information into the community as the planning process moved forward. By participating in
discussions and facilitated sessions concerning the issues of the project, the CAC members
brought new perspectives, local knowledge, and fresh ideas to the project team. By virtue of
their involvement in project discussions, the CAC members became partners with the GDOT in
the decision making process.
The CAC met at project milestones in the alternative development and evaluation process. A
trained facilitator led all meetings. Group decisions were made by consensus, with a variety of
consensus-building techniques and activities used to structure group discussion. Community
representation on the CAC included the following group affiliations:

Georgia Department of Transportation
Macon Heritage Foundation
Macon Bibb County Transit Authority
Downtown Council, Greater Macon Chamber of Commerce
NewTown Macon
Ocmulgee National Monument, National Park Service
Thlopthlocco Tribal Town
CAUTION Macon
Norfolk Southern Railroad
Macon Centreplex
Macon Chamber of Commerce
Macon City Council
Black Ministers Association
Macon Bibb County Emergency Management Agency
Pleasant Hill Neighborhood Association
Shirley Hills Neighborhood Association (added March, 2001)
U.S. Dept. of Transportation, FHWA (ex officio)
The first CAC meeting was held March 2, 2000. Members were briefed on the purpose and need
of the project, public comments received to-date, and an overview of planned public involvement
activities. Goals and suggestions from CAC members were expressed. An overview of the
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scope for the project was presented and six preliminary concept maps were distributed and
discussed. The next CAC meeting took place on April 27, 2000. Pros and cons of the
preliminary concept alternatives were discussed and input was given for the preferred concept
selection. The third CAC meeting took place on August 3, 2000. A synopsis of each conceptual
alternative was presented and discussed in detail, with the 7th concept alternative being
developed as a hybrid of earlier concepts, incorporating their most desirable features (see
Appendix B for minutes of all of the above-mentioned meetings).
Community Meeting
Over the past ten years meetings have been held with the communities that are adjacent to the
project corridor in order to address the concerns and impacts of the highway project on these
communities. A more specific focus was placed on the Pleasant Hill community because of the
more substantial direct impacts anticipated in that area of the project corridor. The community
was actively involved in defining half a dozen design options for the highway segment through
their community, including street alignments, design, noise barriers, pedestrian facilities and
landscaping. Extensive efforts have been made to minimize the number of homes to be relocated
and the number of businesses impacted, as well as to protect existing cultural resources.
Multiple meetings have also been held with the other adjacent communities, though they will not
be directly impacted to the extent of Pleasant Hill. The following is a summary of the main
community meetings held on this project. Note that all meetings through 2002 were based on
Alternative 7 as the preferred alternative and meetings thereafter were based on Alternative 9.
The more detailed meeting minutes for each of these meetings are contained in Appendix B.
January 26, 2000

First Pleasant Hill Neighborhood Meeting

Approximately 28 people were in attendance at this meeting. GDOT provided information on the
need and purpose of the project, and explained the public involvement process.
A discussion to determine any needs and concerns on the part of the community related to this
project was held. Specific comments/questions from the neighborhood were as follows:











What is the time frame?
Prior to construction of I-75 in the 1960s, many residents were not aware of the
project until they started to demolish property. What measures will GDOT take to
ensure residents are better informed with this project?
Will there be minority participation in every phase of the project?
How was the Citizens Advisory Committee selected?
How will the project be phased during construction?
Who is funding this project and how much will it cost?
Will this eliminate accidents at Riverside?
Have the people who are renovating around the stadium been informed?
Residents need to know more about the impacts as plans progress. (For example,
it is the community's understanding that a collector road was discussed during the
planning for I-75 but the community didn't want it. Pleasant Hill residents were
never asked for their input.)
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The Citizens Advisory Committee needs to stay in touch with the community.
Are any residents from Pleasant Hill on the Citizens Advisory Committee?

GDOT offered to add a representative from the Pleasant Hill community to the Citizens
Advisory Committee. A letter was sent to Dr. Williams asking for the name and address of
their representative to invite this person to the next Citizens Advisory Committee meeting in
late July. A copy of all previous Citizens Advisory Committee meeting materials was
provided to this person for their review prior to the meeting.
Seven comment forms were received at the meeting. Three requested representation at
meetings from Pleasant Hill. One asked how this project would affect Third Avenue and
Fourth Avenue. The others requested to be added to the mailing list.
Refer to the meeting minutes in Appendix B, which provide more details as to how
comments and questions were addressed.
January 23, 2001

First Shirley Hills Meeting

There were a total of 74 people in attendance at this meeting









GDOT met with the Shirley Hills neighborhood to briefly discuss the need and purpose
of the project, traffic projections, public involvement, and the use of the CAC to work
with the project design team.
The preferred concept alternative was identified, outlining the proposed changes to the
interstate within the project area.
Potential environmental impacts within the project area were discussed, noting that 90%
of the project area is in the floodplain and that the project area includes wetlands, historic
districts, and archeological sites. The preliminary noise study results were also noted.
This information raised several issues, including questions on what noise barriers look
like, line of sight issues, and a request for a referral to another project where
neighborhoods worked together with the GDOT to get noise barriers placed to each
groups' satisfaction. Additional details regarding types of noise barriers and how they are
determined to be both feasible and reasonable for a specific site were discussed.
The main comments from the meeting included the following:
 Noise model questions
 Concerns about taking of personal property and moving the interstate closer to
existing homes.
 Concerns about impacts to the Ocmulgee River.
 Questioned the possibility of making Second Street the main access to the area
rather than Spring Street.

Refer to the meeting minutes in Appendix B, which provide more details as to how
comments and questions were addressed.
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January 29, 2001

Second Pleasant Hill Neighborhood Meeting

The I-16/I-75 Interchange Improvement Project Staff Presentation was an agenda item on the
regularly scheduled Pleasant Hill Neighborhood Association meeting. Approximately 38 people
attended the meeting.
Mr. Enesley who is a member of the Pleasant Hill community and serves on the I-16/I-75
Interchange Improvements CAC explained his role on the CAC and stated that he was pleased
with the preferred alternative to be presented by the GDOT. The only impact that he expects
would be to a drainage ditch parallel to the interstate. He said that he believes this will be an
improvement to the existing condition of the drainage ditch. The project team then discussed the
preferred concept alternative in detail, outlining the proposed changes to the interstate within the
project area. It was noted that there would be very little impact on the neighborhood under the
current concept with the construction ending along I-75 at the Walnut Street overpass.
The following general issues were discussed:
Concerns about potential impacts to Linwood Cemetery
Concerns about past and potential impacts to black neighborhoods
Concerns about increased traffic on the interstate
Refer to the meeting minutes in Appendix B, which provide more details as to how comments
and questions were addressed.
February 7, 2002

Second Shirley Hills Meeting

There were a total of 24 people in attendance at this meeting. The GDOT met with the Shirley
Hills neighborhood to provide an update on current project activities. The following project
specifics were noted:
I-75 from I-16 to Pierce Avenue
o Widening I-75 from four to eight lanes.
o 12-foot shoulders with concrete median barrier.
o Most work will be done within existing median.
o Existing lanes will remain open during construction.
o Proposed widening is within existing right-of-way.
o Construction easements will be required.
I-16/I-75 Interchange Configuration
o Proposed configuration of interchange similar to existing configuration.
o Several existing ramps will be widened and/or re-aligned to improve operational
problems.
o At its highest point, the C/D flyover ramp will be approximately 25 feet higher
than the existing interstate ramp.
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I-16 from I-75 to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
o I-16 will be widened from four to six lanes.
o C/D roads with up to three lanes will be constructed to provide access to Spring
Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard while maintaining safety and improving operational efficiency.
o The WB C/D will be approximately 60 feet closer to the Shirley Hills
neighborhood than the existing interstate pavement. No additional right-of-way
will be necessary at this location.
o Ingress/Egress will be provided from EB I-16 to Second Street.
o The Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Bridge over the
Ocmulgee River will be widened and reconstructed. The new bridge will include
ten-foot sidewalks on both sides and will be elevated above the 100-year flood.
Questions and comments included the following:
Questions about the 55 mph design speed and project area accident rates.
Has a by-pass around Macon ever been considered?
Who is on the CAC? How did they get appointed?
Questions about anticipated noise levels.
Throughout the meeting there was an ongoing discussion relating to the type of traffic found on
the interstate system in Macon [i.e. truck traffic, through traffic (Savannah to Atlanta, Florida to
Atlanta), or local commuter traffic] and how traffic gets to the interstate (i.e. Gray Highway,
Emery Highway, Second Street, Spring Street, and Fifth Street). It was explained that the
analysis looked at how many cars will be in the corridor in 20 years, while working to reduce
accidents and improve operations for present conditions.
The meeting closed with a brief discussion about the next steps in the project process. It was
noted that the CAC would meet before the Public Hearing for the project.
Refer to the meeting minutes in Appendix B, which provide more details as to how comments
and questions were addressed.
February 27, 2002

First Winship Heights Neighborhood Meeting

There were 20 people in attendance at this meeting.
The project team provided an overall project description and status update for the ongoing
evaluations of the I-16/I-75 project and also the I-75 project just to the north of the I-16 project
(PI 312090).
I-16/I-75 Interchange Improvement Project
The fact that a CAC was utilized during development of the preferred concept alternative was
described.
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It was noted that the primary objective of the project is to improve the operational efficiency of
the interchanges in the project corridor. Current problems include short weaving distances,
limited sight distances, and minimal space between interchanges.
I-75– Pierce Avenue to Arkwright Road Project (PI 312090)An overview of the improvements proposed by the I-75 widening project from Pierce Avenue to
Arkwright Road was presented. It was stated that this project begins 1500 feet south of
Riverside Drive and that the profile of I-75 will have to be raised to lift it out of flood impact
elevations and to provide vertical clearance at Red Oak Drive and Arkwright Road. The
proposed improvements to Riverside Drive between Arkwright Road and Pierce Avenue were
also described.
Environmental Studies
The current status of the environmental studies was presented, which included a discussion
relating to noise impacts in the Winship Heights neighborhood. In general, residents stated that
there are existing noise problems in the area. They voiced concerns that the noise study
conducted for the I-16/I-75 Interchange Improvement project appeared to overlook existing
problems. It was noted that GDOT’s guidelines for determining noise impacts are stricter than
FHWA guidelines. GDOT agreed to return to the neighborhood and take additional noise
readings.
Residents’ comments and questions are noted below:
How will Riverside Drive be affected by the widening of I-75?
Questions about the noise model.
Questions about accuracy of existing traffic volumes, truck percentages, and projected
traffic volumes.
Was a Macon Bypass ever considered?
How will this project affect air pollution?
Refer to the meeting minutes in Appendix B, which provide more details as to how comments
and questions were addressed.
November 19, 2002 Meeting with FHWA and Shirley Hills Neighborhood
Purpose: Dr. Upshaw, a representative of the Shirley Hills / North Highlands neighborhoods and
president of the Macon Heritage Foundation, requested a meeting through FHWA to review the
proposed I-16/I-75 improvements.
Residents of the Shirley Hills and North Highlands neighborhoods do not believe that
potential impacts to their community were fully considered in GDOT’s current design.
They were concerned about the noise and visual impacts that would result from the
increased number of lanes and increased height of the proposed bridges. Their goal is to
diminish these impacts.
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Residents of Shirley Hills and North Highlands communities feel that they were excluded
from the concept development process. The proposed design was presented to them with
no opportunity for comments or suggestions.
The proposed Ocmulgee Heritage Trail would be visually impacted by the increased
number of bridges.
Residents question the necessity of the proposed improvements and the possibility of
alternate routes. They also question whether the traffic projections for the I-16/I-75
interchange project take into consideration the proposed Eisenhower Parkway Extension?
Dr. Upshaw noted that Joseph Passoneau’s rail study alternative showed a reduced
number of proposed bridges and ramps within the I-16/I-75 interchange.
Dr. Upshaw asked for clarification of the Federal oversight on this project.
Ms. Katy Allen of FHWA stated the following:
As a federally funded interstate project, the I-16/I-75 improvements receive full Federal
oversight.
The draft environmental assessment (EA) for this project has been submitted to FHWA
and is currently under review by Ms. Allen.
Approval of the draft EA allows a project to go to public hearing but does not constitute a
final approval of the design.
The environmental process includes identifying resources, determining potential impacts,
analyzing alternatives to avoid or minimize impacts, and documenting public input. All
public comments, responses, and summaries from public meetings have been included in
the draft EA and will be considered during FHWA’s review.
It was suggested by FHWA that the consultant and GDOT staff address Dr. Upshaw’s issues
listed above.
GDOT responded to the comments as follows:
Public involvement on the I-16/I-75 project has been extensive including a CAC,
community group meetings, two public information meetings, a project website, and
newsletters being utilized to involve the community early in the process.
The proposed lane configurations in the project concept serve a specific purpose.
Additional travel lanes are often required to improve the operational efficiency and safety
of the roadway, in addition to adding capacity.
The need for improvements to the I-16/I-75 interchange was initially determined by the
Macon-area local Metropolitan Planning Organization (MPO). Alternate transportation
routes instead of improvements to the existing interchange were reviewed and eliminated,
by the local MPO, during the “planning” phase. The current proposed design is subject
to changes within the project corridor.
The project team responded that changes in traffic patterns and traffic volumes as a result
of projects included in the Regional Transportation Improvement Plan (RTIP), including
the proposed Eisenhower Parkway Extension, have been incorporated into the traffic
model for the I-16/I-75 Interchange Improvement project.
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Seven concept alternatives were analyzed for the I-16/I-75 project. The initial concept
layout proposed a less compact interchange, with ramps physically impacting properties
within the Shirley Hills neighborhood. In the preferred concept alternative, the WB C/D
bridge over the Ocmulgee River is proposed to be constructed 5 to 7 feet higher than in
the initial concept. It was determined that an increased visual impact would be more
desirable than the physical impact that would have occurred with the initial concept.
The proposed roadways and bridges have been designed at the lowest elevation possible
without conflicting with the floodwaters of the Ocmulgee River. (State and Federal
guidelines require that all proposed bridge structures be constructed at least one foot
above the 100-year flood elevation of the river.) The proposed bridges over roadways
must allow minimum vertical clearance for vehicular traffic underneath.
Efforts have been made to minimize the construction proposed by this project. The initial
concept included widening I-75 between Hardeman Avenue and I-16, and constructing
C/D roads that extended along I-16 east of Coliseum Drive/Martin Luther King (MLK)
Jr. Boulevard (through the Ocmulgee National Monument). These improvements were
re-evaluated and eliminated during the concept development phase.
The proposed I-16 C/D roads are necessary to provide safe access to and from Spring
Street, Second Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. The
additional bridges and ramps within the I-16/I-75 interchange are required to provide
access to I-75 from the proposed I-16 C/D roads.
The roadway modifications proposed by the Passoneau study were vertical alignment
changes, including elevating Spring Street and lowering I-16. The Passoneau plan would
require elevating the ramps within the I-16/I-75 interchange to accommodate the realigned Norfolk Southern Railroad. The Passoneau study did not address the proposed
lane or ramp configurations in the preferred concept.
Diverting traffic from Spring Street to Second Street would not eliminate the need for a
WB C/D road and flyover ramp.
Input from Shirley Hills must be balanced with needs of the traveling public, the City of
Macon and others. For example, while residents of Shirley Hills may desire alternate
transportation routes instead of improvements to the existing interchange, other citizens
of Macon support improvements to the existing interstate system to lessen the need for
local widening and new location projects.
While noise and visual impacts may remain, the preferred concept alternative avoids
physical impacts (right-of-way take) to Shirley Hills.
Residents of Shirley Hills may request elimination of the proposed sound barriers if the
increased visual impact is more of a concern than the noise impact.
Lighting, landscaping, and other aesthetic features have not been developed at this stage,
but will be discussed with the CAC as design development proceeds.
The meeting was closed with Dr. Upshaw re-stating each group’s position and confirming that
there was mutual understanding of the positions.
The Shirley Hills community would like further reduction in the scale of the proposed
interchange construction.
The GDOT project team maintains that the proposed improvements are necessary to
accommodate projected traffic volumes and to improve safety.
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After the meeting, several GDOT and FHWA personnel visited Dr. Upshaw’s property, at his
request, to observe the potential visual and noise impacts to the community.
In the fall of 2002 the Draft EA had been completed on concept Alternative 7 (previous preferred
alternative) and submitted to FHWA for their review. In January 2003, the FHWA requested that
the GDOT re-visit the overall concept. In their letter, they requested that the project be “scaled
down”.
In February 2003, the Macon City Council passed a resolution requesting that GDOT 'consider
other alternatives' with the goal of scaling the project down. After several meetings between
FHWA, and GDOT, FHWA recommended that the project be expanded to include C/D roads
along I-75 to separate system and service-level traffic better. In order to meet this request by
FHWA the project team developed Concept Alternative 8, which would extend the project limits
south of the Hardeman-Forsyth interchange, and would extend C/D roads into the National
Monument along I-16. Another key feature of this plan was the removal of left-hand ingress and
egress on I-75.
Selected Alternative/Alternative 9 was developed as a compromise that would achieve the goals
set forth by FHW, would minimize impacts to the National Monument/Traditional Cultural
Property (TCP) and met the mitigation requests of the Pleasant Hill neighborhood. In November
2004, Selected Alternative/Alternative 9 was introduced to the CAC and was not well received
by several of the members. They requested that GDOT consider some options suggested by
local stakeholders [Joe Passoneau (engineer hired by NewTown Macon, Dr. Lindsay Holiday,
and Terry McCullough)]. After careful review of the local ideas, Concept Alternative 10, which
was similar to Selected Alternative/Alternative 9, but closed the Spring Street interchange and
diverted more traffic to Second Street, was found to have fatal flaws. Traffic analysis showed
that Alternative 10 could not adequately handle the future traffic projected for the corridor. In
June 2005, GDOT and FHWA agreed to move forward with studies on Alternative 9 as the
Preferred Alternative.
The project team met with a small group of community leaders from the Pleasant Hill
neighborhood on August 18, 2005. The purpose of this meeting was to get feedback concerning
potential community concerns prior to holding a meeting with the whole community. At this
meeting, the leaders requested that GDOT investigate options to add another roadway bridge
across I-75, and to avoid closing Middle Street (i.e. – no cul-de-sacs).
November 21, 2005 Third Pleasant Hill Neighborhood Meeting
Approximately 75 individuals attended the meeting. The project team provided a recap of issues
raised at earlier meetings with Pleasant Hill. As a result of ongoing coordination with FHWA, as
discussed above, the following key project revisions were now being evaluated as part of the
project design:
1)Eliminate the weaving movement on I-75 NB between Hardeman Avenue and I-16.
2)Remove the left-hand ingress/egress from I-75 SB.
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3)Reduce the proposed section of I-16 from six to four lanes between Spring Street and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
A presentation of several potential alternatives in order to implement the proposed project
improvements was provided. The following Figures (64-71) demonstrate the project changes
and some of the mitigation strategies that were up for consideration.
Figure 64: Pleasant Hill Neighborhood Impact Option 1 – Middle Street

Middle Street Option 1
Middle Street Option 1
Description: Relocate affected portion of Middle Street between First Avenue and Fifth Avenue.
Potential Displacements: 19
Questions/Comments: None
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Figure 65: Pleasant Hill Neighborhood Impact Option 2 – Middle Street

Middle Street Option 2
Description: Relocate affected portion of Middle Street between First Avenue and Fifth Avenue.
Extend Middle Street from Fifth Avenue to Walnut Street. Extend the frontage road on the west
side of I-75 from Fourth Avenue to Walnut Street.
Potential Displacements: 21
Questions/Comments: This option requires Craft Street to be closed to construct the retaining
walls.
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Figure 66: Pleasant Hill Neighborhood Impact Option 3 – Middle Street

Middle Street Option 3
Middle Street Option 3
Description: Close Middle Street between First Avenue and Fifth Avenue. Terminate Second,
Fourth, and Fifth Avenues with cul-de-sacs. Build multi-use path adjacent to interstate between
First Avenue and Fifth Avenue
Potential Displacements: 21
Questions/Comments: Residents voiced concern that the ‘dead-end’ streets would be dangerous
and would invite criminal activity.
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Figure 67: Pleasant Hill Neighborhood Impact Option 1 – East-West Connectivity

East-West Connectivity Option 1
Description: Reconstruct the David Lucas Pedestrian Bridge in its present location
Potential Displacements: N/A (19 displacements shown represent Middle Street option 1)
Questions/Comments: None.
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Figure 68: Pleasant Hill Neighborhood Impact Option 2 - East-West Connectivity

East-West Connectivity Option 2
Description: Reconstruct the pedestrian bridge at Fourth Avenue.
Potential Displacements: N/A (19 displacements shown represent Middle Street option 1)
Questions/Comments:
Q: Why would the pedestrian bridge need to be reconstructed at Fourth Avenue?
A: The existing pedestrian bridge will need to be reconstructed due to conflicts with the
proposed roadway. The location of the pedestrian bridge could therefore change, if the
neighborhood desires it. This is just one alternative location.
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Figure 69: Pleasant Hill Neighborhood Impact Option 3 - East-West Connectivity

East-West Connectivity Option 3
Description: Construct a new roadway bridge at First Avenue to handle both vehicular and
pedestrian traffic. The proposed First Avenue Bridge would span over I-75, the interstate access
ramps to/from Hardeman Avenue, and Middle Street. Residents at a previous meeting had
suggested this option.
Potential Displacements: 43
Questions/Comments:
Q: How would this impact traffic on First Avenue east of Monroe Street, and nearby
intersections?
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A: The only work done so far on this alternative has been an analysis of the horizontal and
vertical geometry. If the community desires this alternative to be investigated further, the project
team will do a complete traffic and environmental analysis.
Comment: This option will make First Avenue the main thoroughfare and create additional
traffic on the corridor. It will also impact 43 homes. We don’t want to create more noise/air
pollution. This will also create more traffic on Madison Avenue and require reconstruction of
Madison Avenue due to the traffic.
Comment: What are the advantages of moving the pedestrian bridge? A lot of children are using
the pedestrian bridge to go to school. This should be taken into consideration.
Figure 70: Pleasant Hill Neighborhood Impact Option 4 - East-West Connectivity

East-West Connectivity Option 4
Description: Construct a new roadway bridge at Second Avenue to handle both vehicular and
pedestrian traffic. The proposed Second Avenue Bridge would span over I-75, the interstate
access ramps to/from Hardeman Avenue, and Middle Street. Residents at a previous meeting
had suggested this option.
Potential Displacements: 54
Questions/Comments: None.
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Figure 71: Pleasant Hill Neighborhood Impact Option 5 - East-West Connectivity

East-West Connectivity Option 5
Description: Construct a new roadway bridge at Fourth Avenue to handle both vehicular and
pedestrian traffic. The proposed Fourth Avenue Bridge would span over I-75, the interstate
access ramps to/from Hardeman Avenue, and Middle Street. Residents at a previous meeting
had suggested this option.
Potential Displacements: 49
Questions/Comments: None
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The following is a brief summary of additional questions and comments received at this meeting:
-Concerned about specific impacts to homes regarding aesthetics, displacements, relocations and
the Linwood Cemetery.
-Concerned about impacts to Rodney M. Davis gravesite and Little Richard’s Childhood Home
on Fifth Avenue.
-How are residents going to get around? 80% of people in Pleasant Hill are elderly.
-This project demands an EIS.
-Why is there no court reporter? No comment form?
GDOT noted that the meeting was intended to be an informal discussion to gather input from the
Pleasant Hill Residents. A formal PIOH will be held with court reporters and comment forms at
a later date.
-Construction could have some economic impact on Pleasant Hill. How can we benefit from the
construction and the impacts?
-It was suggested that the neighborhood establish a Pleasant Hill Advisory Committee to ensure
that GDOT considers the heritage of the neighborhood and investigate the possibility of an
economic empowerment zone.
-Winship Heights and North Highlands noted that they would like to work with Pleasant Hill.
The agenda for this meeting was intended to focus on the impacts of the mitigation options on the
Pleasant Hill Community. However, a few residents from the Winship Heights and North
Highlands neighborhood also attended the meeting and attempted to use it as a forum to discuss
their own neighborhood’s issues with the project. When these communities realized that
Pleasant Hill would be getting all of the attention from the GDOT (due to the obvious greater
impacts to Pleasant Hill than other areas in the project), they attempted to ally themselves with
Pleasant Hill in order to pursue their own interests. The residents of Pleasant Hill, however,
rejected this proposed alliance realizing that they were being used and that the other
communities were not acting in the best interests of Pleasant Hill.
The GDOT asked to confirm the best way to work with the community from this point forward.
It was stated that Dr. Williams would lead a sub-committee to study the options and
communicate back and forth with GDOT and work through the homeowner association.
January 25, 2006

Fourth Pleasant Hill Neighborhood Meeting

Prior to this meeting Mr. Peter Givens of the Pleasant Hill neighborhood had established a
specific group to represent the community’s interests with regard to the I-16 project. The group
became known as the PHNIG. This meeting of January 25, 2006 was held at the request of the
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PHNIG. Once the PHNIG was formed, it established itself as the official “voice” of the
neighborhood with respect to the I-16/I-75 project. The PHNIG indicated that they preferred to
lead the coordination efforts with the GDOT rather than Dr. Williams, who had been the
neighborhood representative prior to establishment of the group.
Mr. Peter Givens gave a brief explanation of his understanding of the project status. He
explained that one of the major changes required by FHWA on this project is the elimination of
left-hand entrances and exits on the interstate. The project is still in the early stages, and there is
still time for the community to request changes to certain elements of the project. Mr. Givens
had already met with City Council President Anita Ponder and U.S. Congressman Jim Marshall
concerning the impacts of this project on the Pleasant Hill community.
The project team then provided a brief synopsis of project schedule and future public
involvement opportunities. It was noted that the current concept, Alternative #9, is the overall
design that the project team is moving forward with. GDOT therefore wanted to get as much
feedback as possible from the community.
The information presented at this meeting was very similar to that presented at the November 21,
2005 meeting. The potential mitigation options for the Pleasant Hill neighborhood were also
presented (refer to Figures 64-71).
Following the presentation of the project alternatives in the area of Pleasant Hill, GDOT
discussed the following issues:
1. Property Acquisition. GDOT noted that there are strict Federal guidelines for acquiring
property for roadway improvements. Mr. Givens expressed concern that ‘fair market
value’ might not cover the cost to buy a comparable home. GDOT explained that
compensation would be based on comparable homes within the Pleasant Hill area.
GDOT also noted that displaced residents that do not have a mortgage now would not
have a mortgage in the after condition. One resident noted that only a comparable home
within Pleasant Hill would be acceptable. GDOT indicated that vacant lots could be
utilized to build new homes for displaced residents, if necessary.
2. Sound Barriers. It was requested that the Pleasant Hill community provide the
Department with feedback concerning their desires for sound barriers. Mr. Scott (Booker
T. Washington Community Center Director) and Mr. Givens responded that a
subcommittee has been assembled and will meet to discuss this and other issues.
3. Landscaping. It was again requested that the community provide feedback regarding
their desires for landscaping/aesthetic improvements. Do you want the freeway to be
attractive from the driver’s perspective (i.e. median landscaping, etc.), or is the primary
concern with how the freeway will look from the neighborhood? It was also requested
that the community consider the cost of maintenance for any proposed landscaping
features. Who would handle the maintenance of the landscaping-the neighborhood or the
city?
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General questions & answers:
How long will Walnut Street be closed? Is there any way to avoid closing Walnut Street?
One attendee pointed out that the existing Walnut Street Bridge was much wider than
necessary.
What environmental impacts occurred as a result of the original construction of I-75 in the
1960s? Will the Department conduct a study to address the cumulative impacts to Pleasant
Hill, and not just what will happen as a result of this project?
Why is an Environmental Assessment (EA) being prepared for this project and not an
Environmental Impact Statement (EIS)?
Will GDOT act as the real-estate agent for affected property owners?
Mr. Scott closed the meeting by saying the Pleasant Hill Neighborhood Improvement Group will
have their next meeting on February 9th. At this meeting, they will develop a list of the
neighborhood’s concerns/requests with the I-16/I-75 project, and will set priorities.
March 29, 2006

Informal meeting with PHNIG

* The group requested that GDOT extend Middle Street to Walnut Street.
* Discussed issues such as compensation for relocated residents
* PHNIG said they would send GDOT a formal list of requests.
August 16, 2006

Fifth Pleasant Hill Neighborhood Meeting

A total of 35 individuals were in attendance at this meeting. The purpose of the meeting was to
discuss modifications to the project that have occurred since the last meeting, to gain more
feedback from the Pleasant Hill community, and to continue to develop a “reasonable and
appropriate” plan for mitigation.
Coordination with Pleasant Hill since last meeting
A workshop with Pleasant Hill leaders was held on March 29, 2006. The purpose of this
workshop was to gain additional feedback from community leaders.
The PHNIG drafted a proposal letter to the GDOT, dated April 20, 2006, which included
several requests for changes/additions to the proposed project within the Pleasant Hill
neighborhood.
The GDOT drafted a response letter to the PHNIG proposal on July 21, 2006. Many of
the PHNIG requests were incorporated into the project.
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Recent changes to project
It was stated that this would not be the last meeting with Pleasant Hill and that coordination
would continue. The following is a summary of the changes/additions that have been made
to the project so far as a result of coordination with the Pleasant Hill community:
1) The frontage road on the west side of I-75 would be closed and converted to greenspace
between First Avenue and Second Avenue. In addition, a cul-de-sac would be
constructed at the dead end of First Avenue.
2) First Avenue and Second Avenue would be resurfaced between the Frontage Rd. and
Pursley Street.
3) A 10-foot wide sidewalk would be added to the reconstructed Walnut Street Bridge. The
possibility of coordinating the sidewalk with a proposed multi-use trail in the area that is
not associated with this project was also mentioned.
4) GDOT is investigating construction-staging alternatives for the Walnut Street Bridge. As
requested by several members of the PHNIG, GDOT’s goal is to reconstruct this bridge
without closing Walnut Street.
5) Middle Street will be extended to Walnut Street. The exact alignment of Middle Street
and location for the proposed Walnut Street intersection will be determined following
further coordination with the neighborhood.
6) The design team will investigate options to cover the drainage canal and convert it into a
greenspace. In-depth studies will have to be completed to determine actual impacts to the
drainage channel.
Figure 39 identifies the specific mitigation options that were considered for the Pleasant Hill
neighborhood at that time.
Questions & Answers
Will on-street (parallel) parking be taken away from Walnut Street in order to
construct the 10-foot sidewalk? The widened 10-foot sidewalk is currently only
proposed on the new Walnut Street Bridge over I-75. The plan currently does not
impact parking along Walnut Street.
Mr. Givens requested that the entire area between First Avenue and Fifth
Avenue and from the drainage canal to reconstructed Middle Street be
converted to a greenspace. He noted that many of the properties would have to
be acquired anyway to construct the shifted Middle Street? GDOT can only
acquire property for transportation purposes.
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How many residents would be displaced as a result of the shifting of Middle
Street to the east? There would be approximately eighteen displacements depending
on the final alignment of the relocated road.
What is the future of the David Lucas pedestrian bridge? The plan currently
proposes to reconstruct the David Lucas Pedestrian Bridge in its present location.
Can architectural finishes be added to the bridge structures to make them look
better?
Yes.
GDOT has committed to add architectural finishes and/or
streetscaping to the proposed Otis Redding Bridge. Each bridge on the project will
need to be evaluated on a case-by-case basis.
If landscaping is added along Middle Street, who will maintain it? Maintenance
of the local streets and associated landscaping would be the City of Macon’s
responsibility following the completion of the project.
Will the level of environmental documentation be an Environmental Assessment
(EA) or an Environmental Impact Statement (EIS)? The level of environmental
documentation on a federal aid project is ultimately decided by FHWA. FHWA has
concluded that an EA is appropriate for this project.
Will this project impact the Linwood Cemetery and the Rodney Davis gravesite?
There will be no physical impacts to the cemetery and gravesite due to the
interchange project.
How long will the new Walnut Street Bridge be? Will it extend further into the
neighborhood? The limits of the Walnut Street Bridge will remain approximately
where they are now. Building retaining walls will accommodate the widened
interstate footprint.
Is the impact to Pleasant Hill a result of FHWA’s requirement to have only
right-hand exits from I-75? If so, could the interstate system through Macon be
renumbered so that the segment of I-75 through Pleasant Hill would become I475, thereby eliminating the need to reconfigure the I-16/I-75 interchange? An
undesirable, complex weave currently exists on I-75 NB between the entrance ramp
from Hardeman Avenue, and the exit to I-16. Correcting this problem requires
‘braiding’10 the successive entrance/exit ramps mentioned above. This accounts for
all but one of the potential displacements within the Pleasant Hill District.
Renumbering the interstates through Macon had been discussed with FHWA at one
time, but was eliminated from further consideration.
Will Middle Street still connect with Hardeman Avenue? Yes.

10

Braiding is a roadway design feature where roadway lane is elevated to cross over an adjacent lane, typically used
at entrance and exit ramps to a freeway.
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How will this project impact Little Richard’s childhood home? The current
alignment of relocated Middle Street would require either removal or relocation of
this structure. The alignment of Middle Street could be shifted to miss the house;
however, this could require two or three more displacements.
Have the potentially displaced residents been notified yet? It is too early in the
design process to determine which residents will definitely be displaced. Once the
plan in Pleasant Hill has been finalized, all affected residents will be duly notified in
a timely manner.
Can improvements be made to the appearance of the Rodney Davis gravesite?
GDOT will consider landscaping, etc. in this area within reason.
Some citizens expressed concerns regarding impacts to the elderly and sick residents located
along Middle Street. Their concern regarded the displacement of some of these residents on
a fixed income. If they are displaced and moved into another house (which is probably more
costly than what they are currently living in), how will they be able to afford the property
taxes on a more expensive house?
It was noted that a PIOH would be held in the fall of 2006 and a Public Hearing would be held in
the spring of 2007. The meeting was concluded by again emphasizing that coordination with the
Pleasant Hill community would continue throughout the design process.
August 31, 2006 First meeting with Pleasant Hill Neighborhood Improvement Group
The purpose of the meeting was to continue coordination with the Pleasant Hill community
with the goal of reaching a compromise over their mitigation requests. Mr. Peter Givens,
President of the PHNIG, conducted the meeting.
Since last meeting
1. The PHNIG drafted a proposal to GDOT formally outlining their mitigation requests
in April 2006.
2. GDOT drafted a response letter addressing those requests in July 2006.
Each point in GDOT’s response letter was discussed in detail. The following are the key
points of the discussion.
The PHNIG would be satisfied with an Environmental Assessment (EA) in lieu of
an Environmental Impact Statement (EIS) as long as their requests are properly
considered.
The PHNIG is concerned about the handling of displaced residents. It was
specifically noted that the few residents who currently live on Middle Street
would like to be relocated to another location within Pleasant Hill (not Middle
Street). These residents have been attending the PHNIG meetings.
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The community is still concerned about the visual and noise impacts to homes
within close proximity of the interstate. GDOT agreed to investigate alternate
methods of visual abatement if sound barriers did not meet warrants.
The PHNIG agreed that removing every home within 100 yards of the interstate,
as requested in their proposal, may have been “ill advised.” Their primary concern
was the noise impacts. They noted that many of the homes shown as potential
displacements were vacant.
The PHNIG expressed concern regarding the “abandoned houses and drug
havens” that currently exist on the block of Middle Street between Hardeman
Avenue and First Avenue. They requested that GDOT improve this area
consistent with the improvements to the adjacent blocks on Middle Street. It was
suggested that the City of Macon purchase the properties on the block and that
GDOT develop it into greenspace. Mr. Givens responded that this idea had been
previously rejected by the city due to lack of funds.
The PHNIG requested that the relocated Middle Street be removed from the plans
and that a greenspace be developed in its place. GDOT responded that the wall
along the interstate could be replaced with a grassed slope or a combination of
grassed slope and wall that would create a greenspace in place of proposed
Middle Street. The following additional features of the potential mitigation plan
were also described:
-Middle Street would end at and turn onto First Avenue.
-A cul-de-sac would be constructed at the dead ends of Second Avenue and
Fourth Avenue.
-The section of Middle Street currently proposed from Fifth Avenue to Walnut
Street would remain intact with Fifth Avenue ending at and turning onto
Middle Street.
-The grassed slope of the entrance ramp could also require the removal of
several houses on the first block of Middle Street that were previously noted
as a cause of concern for the community.
-The “Little Richard House” would be removed due to the grassed slope. The
PHNIG responded that saving this house was not a priority for the
neighborhood. Mr. Givens also stated that he would personally get in touch
with Little Richard to assure the project team that this was not a concern to the
neighborhood.
-A visual/noise barrier could be placed at the top of the slope along the
interstate to minimize visual and noise impacts to the community. The
community would have input as to the type of barrier implemented.
GDOT noted that all driveways on Hardeman Avenue within 300 feet of the
proposed interstate ramps might have to be closed. GDOT policy requires a
minimum of 300 feet to be retained as “limited access.” This may require

253

displacement of several properties along Hardeman Avenue. The PHNIG did not
object.
The idea of a new vehicular and pedestrian bridge connecting east and west
Pleasant Hill over the interstate was revisited. Several vehicular and pedestrian
bridge locations were investigated including the connection from Third Avenue to
Fifth Avenue and the connection from First Avenue (east side) to First Avenue
(west side). The design team reiterated that, due to the elevation difference
between east and west Pleasant Hill and clearance requirements over the
interstate, a new roadway/pedestrian bridge between east and west Pleasant Hill
would not be economically feasible.
-A parallel, but separated lane, on the Walnut Street Bridge was mentioned;
however, the PHNIG rejected this suggestion.
-The PHNIG stated that if a vehicular bridge could not be constructed over the
interstate, then the David Lucas Pedestrian Bridge should be reconstructed in its
present location. The landing on the east side of the interstate was noted as a
cause of concern due to the creation of “hiding places” which could lead to
increased crime.
The next meeting was tentatively scheduled for Wednesday, September 13, 2006.
September 13, 2006 Second meeting with Pleasant Hill Neighborhood Improvement
Group
The purpose of the meeting was to continue coordination with the Pleasant Hill
community with the goal of reaching a compromise over their mitigation requests. The
proposed mitigation options and changes agreed upon at the previous meeting were
presented to the community leaders on an aerial display. Mr. Peter Givens, President of
the PHNIG, conducted the meeting. The key points of the meeting discussion are as
follows.
It was noted that the mitigation plan developed jointly between GDOT and the
PHNIG is preliminary and will require review and approval by several state and
federal agencies, as required by the National Environmental Policy Act (NEPA).
The SHPO has not yet evaluated the Pleasant Hill mitigation plan. The
community’s strong support of the mitigation proposal and commitment to
preserve and enhance homes within the neighborhood with their own Plans for
Rehabilitation of the Pleasant Hill neighborhood would improve its chances of
obtaining approval from the SHPO. The issue here is “long-term neighborhood
viability vs. the loss of several historic homes.”
The community is in favor of relocating historic homes that are structurally sound.
Local codes dictate what type of structures can be moved. Some codes require
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that the entire structure be brought up to current building codes for it to be eligible
for relocation; this could jeopardize the economic viability of relocating the
structure versus constructing a new home.
As stated at the last meeting, GDOT policy recommends limited access (i.e. no
driveways or local street intersections) within 300 feet of an interstate
interchange. The purpose of this policy is to avoid conflicts between traffic
getting on/off the interstate and local traffic (vehicles entering/exiting driveways,
etc.). GDOT is currently proposing the following on Hardeman Avenue:
West of I-75 = 300-foot limited access. This would require closure of the
Craft Street / Hardeman Avenue intersection, and closure of two private
driveways between the interstate and Pursley Street. Access to each of these
properties will be looked at more closely as the project progresses.
East of I-75 = 200-foot limited access. Since the existing Middle
Street/Hardeman Avenue intersection is only 200 feet from the interstate
ramp, GDOT will make an exception to the 300-foot rule to avoid closing this
intersection. This would require closure of the liquor/convenience store
driveway on Hardeman Avenue, but would not disturb the driveway to this
property from Middle Street. This will need approval by FHWA.
According to Mr. Givens, the closing of the Frontage Rd. between First Avenue
and Second Avenue on the west side of I-75 will not affect the city bus routes.
The community indicated that the “resurfacing” of First Avenue and Second
Avenue might not be adequate to fully repair the roadway. The GDOT assured
them that the problem would be carefully diagnosed and the roadways would be
properly “rehabilitated.”
The community desires a connection to the Ocmulgee Heritage Trail; however,
they would prefer that the section of trail through Pleasant Hill be named the
Pleasant Hill Heritage Tour. The PHNIG made it very clear that, as mitigation for
the impacts to their community, improvements within Pleasant Hill should take
priority over the trail connection. The exact location of the trail through Pleasant
Hill will be determined later; however, the PHNIG stated that they would submit
a prioritized list of requests within one week. GDOT assured the PHNIG that the
improvements requested within the Pleasant Hill community would take priority
over the Ocmulgee Heritage Trail extension.
GDOT stated that the next step would be to schedule a PIOH now that a preliminary mitigation
compromise has been reached with the community. If need be, GDOT is open to another
meeting with the overall Pleasant Hill neighborhood prior to the PIOH. The PIOH will be open
to the public and would focus on the entire project, not just the section through Pleasant Hill. A
strong show of support from the Pleasant Hill community would be greatly appreciated at the
PIOH. Mr. Peter Givens concluded the meeting by expressing gratitude on behalf of Pleasant
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Hill towards the GDOT and its willingness to consider the needs of the neighborhood during the
planning and environmental process.
The PHNIG identified additional community mitigation items outside of the GDOT outreach and
coordination process described above that they wished to be considered. GDOT asked for
another formal list to ensure that all requests are documented. GDOT received a letter from
PHNIG identifying some additional requests for mitigation, which now focus on a 'Heritage
Tour' that the neighborhood wants GDOT to fund. The updated request also includes sidewalks,
and additional streetscaping.
GDOT also received requests from NewTown Macon for specific trail extensions in the Macon
area; however, these proposed extensions conflict with the plan proposed by PHNIG.
Public Information Open Houses
Public information open houses (PIOHs) were also used to inform and involve the public. A
public hearing will be held following the completion of the draft Environmental Assessment
(EA). Public Information Meetings were held at the initiation of the project and at the milestone
of selecting a preferred alternative project concept.
As noted at the beginning of this section the first PIOH was held on November 16, 1999. It
served to give the public an opportunity to become familiar with the proposed project area and to
comment on existing problems with the roadways in the area. More than 70 people attended this
first PIOH held at the City Auditorium in Macon. At PIOH #1, an aerial map display without
any of the proposed concept alignments was shown. At this point in time, the concept
alternatives were still being developed and had not been presented to the public. Over 40
comments were received and feedback about the meeting format and content was entirely
positive. Input from comments included design suggestions for improvements, as well as
identification of problems with existing roads (see Appendix B for complete meeting minutes).
The second PIOH was held on October 24, 2000, to present the conceptual alternative preferred
by the CAC members and the GDOT. Approximately 100 people were in attendance. At PIOH
#2, the following displays were shown:
-

Four large project displays showing Alternative 7 (the Preferred Alternative at the time)
Project location map
Individual line diagrams for Alternatives 1 thru 6
Enlarged typical sections mounted on foam board
Netsim/Corsim animation showing vehicle movements
Two 3-D renderings
Need & Purpose statement mounted on foam board
Kiosk with project newsletters and GDOT staff

The primary comment received at the meeting was support for the process used to select the
preferred alternative. The outcome of the meeting was concurrence with the preferred alternative
design.
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A key feature of the second PIOH was involvement by the CAC. Citizens Advisory Committee
members assisted with staffing of the second PIOH, explaining the process used to select a
preferred alternative concept and describing the various design features of the project to those
attending the meeting.
The third PIOH was held on November 2, 2006. The purpose of the third PIOH was to update
the public regarding the modifications to the preferred alternative (Alternative 9 as the preferred,
rather than Alternative 7) and provide a general project status. One hundred twenty-nine people
attended. At PIOH #3, the following displays were shown:
-

Four large project displays showing Selected Alternative/Alternative 9
One large display focusing on Pleasant Hill and the current mitigation plan
Project location map
Enlarged typical sections mounted on foam board
Need & Purpose statement mounted on foam board
PowerPoint presentation with 3-D renderings and general project information
Kiosk with general project information and GDOT staff

A total of sixty-seven (67) individual comments were received between the meeting and the
comment period. There were twenty-three (23) comments in opposition, twenty-four (24)
comments in support, eleven (11) comments that were uncommitted, and nine (9) comments
expressing conditional support for the proposed project.
In addition to the PIOH’s, a public hearing open house (PHOH) was held on December 11, 2007.
The details of this PHOH including the comments and responses are described in Section V.
Comments and Coordination of this document. Comments received from the PIOH’s were
reviewed by members of the project team (see Appendix B, Minutes from Meeting to Review
Public Comments of December 8, 1999). Comments were submitted by comment form,
stenograph, or verbally to design staff members at PIOHs. Comments were analyzed and
grouped into categories by topic. Appropriate responses were developed for placement in letter
responses to commenters (see Appendix B).
Other Public Outreach Tools/Techniques
Several other techniques were used to support the public involvement program. A toll-free
number and project-specific voice message was established to field inquiries about the project,
especially meeting times and locations. In addition, a project post office box address was set up
to receive written comments and inquiries. A project website, www.i16i75.com, was also
created. Project reports and pertinent information were made available on the project website
which is updated as necessary. Comments regarding the project were made by the public via the
website. Three newsletters were also prepared at technical milestones in the study. Newsletters
have been distributed to people in the project database. The database and mailing list contains
approximately 600 stakeholders. Names and addresses will continue to be added throughout the
project’s duration.
Finally, three local information kiosks were created to allow for timely information sharing. The
kiosks contain maps, meeting flyers and graphic designs illustrating key points. Kiosks have
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been located at Macon City Hall, the Bibb County Commissioners Office, and the Macon
Chamber of Commerce.
C. Effects on the Cultural Environment
1. Cultural Resources
In compliance with Section 106 of the National Historic Preservation Act of 1966 and
subsequent amendments, the proposed project has been surveyed with respect to cultural
resources, especially those in or eligible for inclusion in the NRHP. The survey boundary and
methodology were established using the GDOT/FHWA “Cultural Resources Survey Guidelines.”
These guidelines were established as a result of past interaction with the SHPO and were agreed
upon by FHWA and the SHPO.
Existing information on previously identified historic properties was checked to determine if any
are located within the area of potential effect (APE) of this undertaking. This review included
National Register listed properties, proposed National Register nominations, National Historic
Landmarks, and the updated Georgia Historic Bridge Survey (GHBS). The Georgia Department
of Natural Resources (GDNR) Bibb County survey dated 1988 was consulted. The state
archaeological site files at the University of Georgia and existing survey reports were consulted
to locate previously identified archaeological sites within the APE. Also topographic maps and
aerial photography were reviewed to identify areas of high archaeological site potential within
the APE.
Following the review of existing information on previously identified cultural properties,
potential consulting parties in the Section 106 process were identified. In addition to the SHPO,
other potential consulting parties were identified based on the nature of the undertaking and the
guidance in the GDOT/FHWA “Cultural Resource Survey Guidelines.” The other potential
consulting parties invited to participate in the Section 106 process were the Macon Heritage
Foundation, Caution Macon, Middle Georgia Archives, the Middle Georgia Historical Society,
the Harriet Tubman African American Museum, the Georgia Trust for Historic Preservation, the
City of Macon, the Bibb County Commission, the Ocmulgee National Monument, and the
Middle Georgia Regional Development Center. These consulting parties were informed of our
efforts to locate previously identified historic properties and the results of those efforts and were
asked to provide information on any unidentified National Register listed or potentially eligible
historic properties within the proposed project's APE by a Notification dated November, 1999
(see Notification in Appendix C). A response was received from the Macon Heritage
Foundation by a letter dated December 1, 1999, the Georgia Trust for Historic Preservation by a
letter dated December 1, 1999, and the Middle Georgia Regional Development Center by a letter
dated December 3, 1999 (see Appendix C).
Finally, after reviewing any additional information received from consulting parties, field
surveys and background research were conducted within the APE of the proposed project to
identify any historic properties or archaeological sites eligible for listing in the National Register.
The results of the field surveys and background research were summarized in a Survey Report
and an Archaeological Assessment. That report was provided to all consulting parties
participating in the Section 106 process for review and comment.
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As a result of these identification efforts, thirteen (13) National Register listed or eligible historic
properties, which includes one National Historic Monument, were identified within the proposed
project's APE (see Figure 72, Historic Resource Location Map). These resources can be found in
Table 27 under Historic Resources on page 263.
2. Archaeological Resources
In compliance with Section 106 of the NHPA, fourteen (14) federally recognized tribes were
notified of the proposed project in a letter dated December 10, 1999. The tribes and tribal
representatives notified were Mr. Lovelin Poncho of the Coushatta Tribe, Mr. Roland Poncho of
the Alabama-Quasatte Tribe of Texas, Mr. John Ross of the United Keetoowah Band, Ms.
Jennifer Kakaseah of the Absentee Shawnee Tribe of Oklahoma, Mr. Billy Cypress of the
Miccosuki Tribe of Indians of Florida, Mr. James Billie of the Seminole Tribe of Florida, Ms.
Mary Givens of the Kialegge Tribal Town, Mr. Jimmy Buckley of the Alabama Quassarte Tribal
Town, Ms. Grace Bunner of the Thlopthlocco Tribal Town, Mr. Perry Beaver of the Muscogee
(Creek) Nation, Mr. Eddie Tullis of the Poarch Band of Creek Indians of Alabama, Mr. Chad
Smith of the Cherokee Nation of Oklahoma, Mr. Jerry Haney of the Seminole Nation of
Oklahoma, and Mr. Leon Jones of the Eastern Band of the Cherokee Indians. Written responses
were received from the Eastern Band of Cherokee Indians in a letter dated January 3, 2000; the
Cherokee Nation of Oklahoma in a letter dated January 20, 2000, the Miccosukee Tribe of
Indians of Florida in a letter dated February 2, 2000; and the Seminole Nation of Oklahoma in a
letter dated February 3, 2000 (see Appendix C, Correspondence).
A CAC Meeting for this project was held on August 3, 2000. Ms. Grace Bunner, representing the
Native American Council, was announced as a new member of the CAC. Her only stated
concern from the meeting was regarding the potential relocation of the Norfolk Southern
Railroad. It was discussed that the potential railroad relocation would be part of a separate
project, and it would require coordination with the Tribe of Nations.
In keeping with a government-to-government relationship, the GDOT sent a letter dated
December 8, 2000 of the final report of Phase I archaeological investigations for the project to
the tribal consulting parties. A written response was received from the Eastern Band of Cherokee
Indians in a letter dated March 19, 2001. The Miccosukee Tribe of Indians of Florida stated in a
letter dated February 14, 2001 that it was no longer necessary to include them in tribal
consultation for road construction projects located in the state of Georgia unless the Miccosukee
Tribe of Indians of Florida specifically stated so in writing. Therefore, the Miccosukee Tribe of
Indians of Florida was no longer included in tribal consultation for this project. The GDOT also
sent a letter dated August 8, 2001 to the tribal consulting parties, which included a copy of the
Assessment of Effects (AOE) document. A written response was received from the Cherokee
Nation of Oklahoma in a letter dated August 27, 2001. The Chickasaw Nation was added as a
consulting party in early 2007. A GDOT Archaeological Report Short Form for Negative
Findings resulting from a project revision dated January 19, 2007 was also sent to consulting
tribal parties.
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Figure 72: Historic Resource Location Map
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A Phase I Archeological Survey conducted on the Selected Alternative/Alternative 9 in 2000
found no archeological sites. The proposed corridor improvements extend into the northwest
boundary of the Ocmulgee National Monument and the Ocmulgee Old Fields TCP; however,
construction will be confined to the currently maintained road corridor, within the existing
GDOT easement in this area. Based upon several comments received at a Public Information
Meeting regarding a cave structure within the project area, an additional field investigation to
verify any cultural significance of the feature was completed in April 2001. No cultural
significance associated with this cave structure was identified during the field survey (see
Appendix C). In December of 2006, a Phase I Archaeological Survey was conducted in the area
of the open culvert in the Pleasant Hill Historic District, within the expanded APE of Alternative
9. No archaeological findings were identified in the area. In 2008, the project had changed in
the area of the Riverside Cemetery. A Phase I Archaeological Survey was also conducted in the
APE of Riverside Cemetery in 2008 to verify that no human burials were located within the
project construction limits.
It has been concluded, therefore, that the construction of the proposed project will not affect
known archeological resources in or eligible for inclusion in the National Register. This
conclusion has been coordinated with and is concurred by the State Historic Preservation Officer
(see Appendix C).
3. Historic Resources
As defined in 36 CFR 800.16(d), the APE of an undertaking is defined as "the geographic area or
areas within which an undertaking may directly or indirectly cause changes in the character or
use of historic properties, if any such properties exist". Based on this definition, the nature and
scope of the undertaking, the guidance in the GDOT/FHWA “Cultural Resources Survey
Guidelines” and past experience with similar projects, the APE was defined, in consultation with
the SHPO, as a broad corridor extending 500 feet from the edge of each side of existing
pavement on I-16 and I-75 for a total approximate width of 1,200 feet (refer to Figure 72,
Historic Resource Location Map). The APE was determined based on an early concept, which
has since been significantly narrowed. There are several resources that were included in the
original survey report which are now outside of the APE due to the original overestimation of the
project limits. While the potential for indirect effects outside the corridor does exist, the effects
are not considered adverse.
There are four different criteria to be considered when evaluating the eligibility of a particular
historic resource for inclusion in the National Register. These criteria, which are identified as
Criterion A-D, are described below:
Criterion A: Resources that are associated with events that have made a significant
contribution to the broad patterns of our history; or
Criterion B: Resources that are associated with the lives of persons significant in our
past; or
Criterion C: Resources that embody the distinctive characteristics of a type, period, or
method of construction, or that represent the work of a master, or that possess high
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artistic values, or that represent a significant and distinguishable entity whose
components may lack individual distinction; or
Criterion D: Resources that have yielded or may be likely to yield, information
important in prehistory or history.
As a result of identification and survey efforts, eleven (11) historic resources were initially
identified that are eligible or would be considered eligible for the National Register. These
historic resources are the Shirley Hills Historic District; the East Tennessee, Virginia and
Georgia Railroad; Riverside Cemetery; Rose Hill Cemetery; the East Macon Historic District;
the Central of Georgia Railroad; the Ocmulgee National Monument/Ocmulgee Old Fields
Traditional Cultural Property; the Macon Railroad Industrial Historic District; the Macon
Historic District; the Pleasant Hill Historic District; and the Vineville Historic District. The APE
was originally surveyed in 2000 and resurveyed in 2005 since five years had elapsed from the
date of the first survey. One additional eligible historic property was identified within the
project’s APE, the Chi-Ches-Ter’s Pharmacy (Bi-9). A Historic Resources Survey Report
Addendum was submitted to the SHPO on October 18, 2005.
In a letter from the National Park Service (NPS) dated June 3, 2007 (see Appendix C), a plaque
noting Emery Highway’s history was identified within the APE of the I-16/I-75 Interchange
Improvement project. In a subsequent field survey, Emery Highway (historically known as
Macon-Camp Wheeler Road) was verified as being an eligible historic resource in the project
limits of the I-16/I-75 Interchange Improvement project. A second Historic Resources Survey
Addendum documenting Macon-Camp Wheeler Road as an eligible historic resource within the
APE of the I-16/I-75 Interchange Improvement project was submitted to the SHPO on April 10,
2008. There are a total of 13 listed or eligible NRHP resources in the project APE.
Since the approval of the AOE document by the SHPO on July 5, 2001, Alternative 9 became the
Selected Alternative for the project. The plan design reflected a widening of I-75 in the area of
the Pleasant Hill Historic District. Changes to the Pleasant Hill Historic District associated with
the project widening were evaluated in an AOE addendum in May of 2007. Potential effects to
Chi-Ches-Ter’s Pharmacy were also analyzed in that document. Findings of adverse effect to the
Pleasant Hill Historic District and no effect to the Chi-Ches-Ter’s Pharmacy were determined.
The AOE document was submitted to the SHPO in May of 2007. Since the approval of the May
2007 AOE Addendum, the project had changed in the area of the Riverside Cemetery. A second
AOE Addendum addressing effects to the Macon-Camp Wheeler Road resource and the
Riverside Cemetery was completed and approved by the SHPO on June 10, 2008 (see Appendix
C). The NPS identified Macon-Camp Wheeler Road as an eligible National Register resource in
the project area in 2007 (see Table 27: Historic Resources Effect Summary). The Historic
Preservation Division of the GDNR concurred that these properties were eligible for the National
Register (see Appendix C).
Because of the relatively large impact to the Pleasant Hill Historic District, a meeting was held in
August of 2007 with the PHNIG, FHWA, GDOT, HPD (SHPO), and local government agencies
to discuss the proposed mitigation plan for the potential impacts. A follow-up meeting was held
between the PHNIG and the SHPO on September 5, 2007. In 2008, plans in the area of the
Pleasant Hill Historic District were altered based on discussions between the Pleasant Hill
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neighborhood, SHPO, and GDOT. A third AOE was written to document changes in the district
due to implementation of the proposed mitigation. It was approved by SHPO on February 20,
2009 (see Appendix C).
Description and Direct Effects to the Resources
Table 27 below summarizes the effect of the project on each resource.
Table 27: Historic Resources Effect Summary
RESOURCE
Shirley Hills Historic District
Ocmulgee National Monument/Ocmulgee Old Fields
Traditional Cultural Property
East Tennessee, Virginia & Georgia Railroad
Riverside Cemetery
Rose Hill Cemetery
East Macon Historic District
Central of Georgia Railroad
Macon Railroad Industrial Historic District
Macon Historic District
Pleasant Hill Historic District
Vineville Historic District
Chi-Ches-Ter’s Pharmacy
Macon-Camp Wheeler Road

EFFECT
No Adverse Effect
No Adverse Effect
No Effect
No Adverse Effect
No Effect
No Effect
No Effect
No Effect
No Effect
Adverse Effect
No Effect
No Effect
No Effect

Shirley Hills Historic District (with boundary adjustment)
The Shirley Hills Historic District is a NRHP-listed historic district located in northeast Macon,
bounded by Senate Place, Parkview Drive, Curry Drive, Briarcliff Road, Nottingham Drive, and
the Ocmulgee River (refer to Figure 72). The subdivision contains park areas and winding
streets that follow the hilly terrain. Large lots allow for open spaces and informal landscaping.
Architectural styles include Colonial Revival, Classical Revival, Tudor Revival, Italian
Renaissance, French Renaissance, Mission/Spanish Colonial Revival, and Craftsman. However,
a 1949 plat map indicates that the boundary for the Shirley Hills Historic District should be
amended to include the properties located along Glenridge Drive. The area of the boundary
adjustment is comprised of primarily minimal traditional cottages dating from the post-World
War II era. Although the individual resources were not constructed until the post-war era, the
boundary adjustment is being suggested since evidence shows that the street itself was part of the
original plat for the Shirley Hills neighborhood. This property was evaluated for eligibility for
listing in the National Register under Criteria A and C. The property possesses a state level of
significance in the areas of history and architecture as an early 20th century planned residential
subdivision and for the substantial collection of houses that represent the work of several
prominent Macon architects and early 20th century architectural influences.
263

The listed National Register boundary of the district comprises approximately 275 acres and the
adjustment adds an additional district 16 acres. The boundary coincides with the land that was
acquired, platted, and developed as the Shirley Hills subdivision. It includes a large, irregularly
shaped and developed tract of land as well as the narrow strip of platted land along Nottingham
Drive to the southeast. This strip of land marks the origin of the neighborhood’s development
and linked it to the former Bacon family estate. All significant and character defining features of
the property are included within the proposed boundary.
A finding of No Adverse Effect was determined for the Shirley Hills Historic District (see
Figures 73-74, Proposed Improvements in the Area of the Shirley Hills Historic District). In the
area of the resource, project implementation will consist of the widening of the mainline of I-16
with the addition of one through lane in each direction and the creation of C/D roads. The
existing interstate located adjacent to the Shirley Hills Historic District consists of three 12-foot
through lanes with an approximate total shoulder width of 20 feet. The proposed project will
expand WB I-16 to four 12-foot through lanes with 12-foot shoulders on the inside and outside.
Additionally, the construction of three WB 12-foot C/D lanes with an 8-foot interior shoulder
and a 12-foot exterior shoulder is proposed for the area adjacent to the mainline of I-16 WB.
The total amount of new pavement for the C/D lanes is approximately 66 feet. Therefore, the
edge of pavement will move 66 feet closer to the resource. However, the proposed construction
will take place within the existing right-of-way and at the rear of the residences of Shirley Hills
that abut this portion of the proposed project.
Physical destruction of or damage to all or part of the property will not occur. All ground
disturbing activity will take place outside of the National Register boundary. No additional rightof-way is required for project implementation. No significant or character defining features will
be removed or modified. Proposed changes to the existing interstate are located outside of the
National Register eligible boundary, and would not impact the Shirley Hills Historic District.
Project implementation will not result in a change in the character of the property’s use. The
area is a well-developed and strongly knit residential area that has been in continuous use since
the 1930s. The interstate has been adjacent to the resource since the early 1960s and the addition
of more lanes will not result in a change in the character of the property’s use. The interstate
serves as a barrier to intrusive growth and change. The Shirley Hills Historic District is not
located near an interstate interchange, which would have encouraged commercial development
and added traffic to the residential area. There are no direct or indirect effects to the Shirley
Hills Historic District that will alter the character of the continued residential use of the property.
Project implementation will not result in a change in the character of the property’s physical
features within the property’s setting that contribute to its historic significance. The resource is a
residential district and will continue to be a residential district upon project implementation. In
the area of the proposed project, the interstate and the Ocmulgee River bound the district. Upon
project implementation, the district will continue to be bordered by these two features. The
property’s setting will not be altered upon project implementation.
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Figure 73: Proposed Improvements in the Area of the Shirley Hills Historic District
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Figure 74: Proposed Improvements in the Area of the Shirley Hills Historic District – Detail
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Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. While the edge of
pavement is moving 66 feet closer to the resource, the encroachment takes place at the rear of the
property and at a significantly different elevation than the individual dwellings located adjacent
to the existing interstate. Because this portion of Shirley Hills is located at the top of an incline,
the existing and proposed facility will be located well below the level of the individual
dwellings. Additionally, the property is shielded from the existing facility by vegetation and will
be shielded from the improved facility by this same vegetation. The existing facility has been
and will continue to be an element of the visual character of the property. The enlargement of
the existing transportation facility will not further compromise the visual character of the
resource.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is
consistent with the State Implementation Plan for air quality in the region.
Project implementation will not result in the introduction of audible elements that diminish the
integrity of the property's significant historic characteristics or features. The existing noise level
in the area directly adjacent to the interstate ranges from 73.7 to 73.9 decibels (dBA) LEQ. The
No-Build noise level (design year 2036) at the property will range from 74.8 to 75.5 dBA LEQ.
The Build noise level (design year 2036), with a noise barrier at the resource, will range from
60.7 to 62.3 dBA LEQ. Under the Build condition in 2036, the noise levels are predicted to
decrease from 11.6 to 13.0. The Build noise level (design year 2036) with the noise barrier will
not exceed the FHWA noise abatement criterion of 67 dBA LEQ established for residential land
use.
The construction of a noise abatement barrier was determined feasible to minimize the audible
impact. This barrier will be 22-30 feet tall and located 23 feet from the rear of the edge of the
historic district boundary. Overall, the number of individual dwellings in the historic district that
will benefit from the erection of a noise barrier will outnumber the amount of impacted
dwellings. The visual impact of the barrier should be lessened due to a considerably dense
screen of trees between the rear of the residences that abut the interstate and the proposed
location of the noise barrier.
Project implementation was determined to have no indirect effect on the Shirley Hills Historic
District. No change in traffic patterns will result from project implementation. While additional
access to the existing transportation facility will be provided, it is not located in the area of the
resource and should have no adverse effect to the Shirley Hills Historic District. No existing
access to the facility will be removed. The proposed project will only improve the safety and
operational efficiency of the existing roadway to meet current and future demand.
East Tennessee, Virginia, and Georgia Railroad
The East Tennessee, Virginia, and Georgia Railroad, now known as the Norfolk Southern
Railroad, is located adjacent to the Ocmulgee River on the southwestern bank. The rail line
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follows the river until it reaches Martin Luther King, Jr. Boulevard, where it begins to curve due
south toward the old Terminal Station. Associated structures include a trestle bridge that crosses
Vineville Branch; a tributary of the Ocmulgee River behind Riverside Cemetery; and the trestle
overpass at Martin Luther King, Jr. Boulevard (refer to Figure 72). The railroad has significantly
contributed to the history of transportation in Georgia. Railroad transportation, and the resulting
growth of business and residential development associated with the railroad, supported Macon’s
expansion as a commercial center. Macon’s city center has been designated as the Macon
Historic District, and the East Tennessee, Virginia, and Georgia Railroad bed and its related
structures are equally historic.
The trestle bridge is approximately sixty feet long and consists of a large metal frame with wood
supporting members and cross bracing. The graveled trestle bridge crosses a shallow stream in a
wooded area. The railroad trestle that overpasses Martin Luther King, Jr. Boulevard is a large,
metal-framed and concrete trestle approximately 100 feet long. The trestle spans four lanes of
traffic that pass underneath the bridge. The concrete foundations of the original bridge have
been incorporated into the existing trestle. The trestle crosses Martin Luther King, Jr. Boulevard
inside the Macon Railroad Industrial Historic District, which is listed on the National Register.
This property was evaluated for eligibility for listing in the National Register under Criteria A
and C. The East Tennessee, Virginia, and Georgia Railroad bed and related railroad features
possess a state level of significance in the areas of railroad/transportation history as well as
architecture.
The proposed National Register boundary of the East Tennessee, Virginia, and Georgia Railroad
corresponds to the rail bed itself, generally containing railroad ties, rails, and gravel. The
average width of the rail bed is approximately 45 feet. The proposed National Register boundary
that would relate to purpose of this project would include the area contained within the project
limits as well as the portions of track that are within the project’s viewshed. All significant and
character defining features of the property are included within the boundary.
A finding of No Effect was determined for the East Tennessee, Virginia, and Georgia Railroad
(see Figure 75, Proposed Improvements in the Area of the East Tennessee, Virginia, and Georgia
Railroad). In the area of the resource, project implementation will consist of the construction
and reconstruction of six bridges at the I-16/I-75 interchange and two bridges along mainline I75, north of the interchange. There are six existing bridges in the area of the resource, which
span the historic railroad bed and railroad right-of-way. None of the bridges have bents or
columns located within the railroad right-of-way or directly adjacent to the historic railroad bed.
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Figure 75: Proposed Improvements in the Area of the East Tennessee, Virginia and Georgia Railroad
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The proposed project will either construct new bridges or reconstruct existing bridges. However,
all changes will take place outside of the railroad right-of-way and outside the historic boundary.
Project implementation will not result in the removal of the property from its historic location,
resulting in a finding of no effect. Physical destruction of or damage to all or part of the
property will not occur. No right-of-way will be acquired and no ground disturbing activity will
take place either within the railroad right-of-way or within the historic boundary. All significant
and character defining features will be unaltered. The proposed project will not alter in any way
the East Tennessee, Virginia, and Georgia Railroad.
Project implementation will not result in a change in the character of the property’s use. There
are no direct or indirect effects to the East Tennessee, Virginia, and Georgia Railroad that would
alter the character of the continued commercial use of the property. It will continue to use all
existing structures and will not require any changes to the alignment or structures associated with
the resource. Therefore, project implementation will not result in a change in the character of the
property's use.
Project implementation will not result in a change in the character of the property’s physical
features, within the property’s setting, that contribute to its historic significance. The proposed
project will not alter in any way the East Tennessee, Virginia, and Georgia Railroad or any of its
related structures. It will continue to use all existing structures and will not require any changes
to the alignment or structures associated with the resource. The only changes that will take place
are changes to the interstate, which is located outside of the historic boundary, outside of the
railroad right-of-way, and above the resource. Therefore, project implementation will not result
in a change in the character of the property’s physical features.
Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. All changes will be
made outside of the historic boundary and the railroad right-of-way. The existing facility has
been and will continue to be an element of the visual character of the property. The distance
from the property to the transportation facility will not change, but the addition of six bridges
will alter the visual perception from the property. However, because contemporary intrusions
and multiple bridging already compromise this resource, the addition of similar bridging outside
of the historic boundary is not considered an impact. The visual character of the area
surrounding the resource has been compromised by modern commercial and industrial
development. The enlargement of the existing transportation facility will not further
compromise the visual character of the property.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is
consistent with the State Implementation Plan for air quality in the region.
Project implementation will not result in the introduction of audible elements that diminish the
integrity of the property’s significant historic characteristics or features, because the East
Tennessee, Virginia, and Georgia Railroad is not a noise sensitive resource. The railroad is a
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noise generator rather than a noise receptor. Therefore, a noise impact evaluation is not required
for this resource.
Project implementation was determined to have no indirect affect on the East Tennessee,
Virginia, and Georgia Railroad. No change in traffic patterns will result from project
implementation. No additional access to the existing transportation facility will be provided in
the area of the resource and no existing access to the facility will be removed. The proposed
project will only improve the safety and operational efficiency of the existing roadway to meet
current and future demand.
Riverside Cemetery
Riverside Cemetery is a landscaped cemetery park located on a high bluff overlooking the
Ocmulgee River at 1301 Riverside Drive in Macon, Georgia. The cemetery, listed on the NRHP,
is bounded by Riverside Drive on the southwest, Rose Hill Cemetery on the southeast, the
Norfolk Southern Railroad on the northeast, and I-75 on the north and northwest (refer to Figure
72). The eligible property includes the original 23 acres purchased by the Board of Managers of
the Riverside Cemetery Company along with the additional 31 acres purchased some years later.
The cemetery is a well-preserved example of the type of landscape design popular for parks and
cemeteries in the late 19th century. A park-like setting, grassy rolling hills, curving drives and
walkways, and carefully planned plantings characterize Riverside Cemetery. The property also
has gatehouse is a one-story brick gatehouse with rectangular gabled wings that flank a central
roofed area protecting the main drive into the cemetery. This property was evaluated for
eligibility for listing on the National Register under Criteria A and C. The property possesses a
state level of significance in the areas of landscape architecture and sculpture since it
demonstrates a fine example of a planned city picturesque garden and memorials.
The listed National Register boundary of the property comprises approximately 54 acres. All
significant and character defining features of the property are included within the boundary. Only
the portion of the cemetery on the east side of the I-16/I-75 interchange is considered historic
while the area of the cemetery on the west side of the I-16/I-75 interchange is non-historic.
A finding of No Adverse Effect has been determined for Riverside Cemetery. In the area of the
resource on the southwest side of the cemetery, the interstate system is being widened and will
include the construction of a C/D ramp to Spring Street and Second Street that will alleviate
congestion from the I-75 NB lanes. This shift, along with other proposed improvements at the I16/I-75 interchange, will involve temporary easement at the southwest corner of Riverside
Cemetery, within the historic boundary (see Figures 76-77: Proposed Improvements in the Area
of Riverside Cemetery (Historic Section – East of I-75)). Approximately 38 square feet or
0.0008 acre of the cemetery will be converted to easement for the proposed interstate
improvement project. Just west of the proposed easement area, outside the historic boundary of
the cemetery, a retaining wall is proposed along the slope on the side of the cemetery (refer to
Figure 62). In addition, underground pipes will be installed just outside the historic boundary on
this same southwest corner. On Riverside Drive, at the west end of the cemetery, a temporary
easement will also be required just inside the eligible historic boundary at the cemetery driveway
(see Figure 77: Proposed Improvements in the Area of Riverside Cemetery (Historic Section –
East of I-75) – 2 of 2).
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Figure 76: Proposed Improvements in the Area of Riverside Cemetery (Historic Section – East of I-75) – 1 of 2
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Figure 77: Proposed Improvements in the Area of Riverside Cemetery (Historic Section – East of I-75) – 2 of 2
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At this same driveway, a sidewalk will be constructed within existing right-of-way on either side
of the driveway along Riverside Drive. The sidewalk will be outside the eligible historic
boundary. Piping will also be installed below the proposed sidewalk along Riverside Drive.
Physical destruction to part of the property will occur; however, this effect is not considered
adverse. The area of proposed temporary easement on the southwest side of the cemetery is
approximately 150 feet in length and 0-5 feet in width. This area is not a part of the formal
grounds of the cemetery and is overgrown with vegetation and weeds. The southern portion of
the proposed easement is currently ditch area. The proposed easement area does not contain any
contributing historic features or characteristics. The area is located outside of the area containing
human burials (see Figure 77, Proposed Improvements in the Area of Riverside Cemetery). This
easement is needed due to the sloped topography outside of the historic boundary in this location,
from the outer edge of the cemetery down to the proposed edge of pavement, and due to the
installation of piping within this sloped area. A retaining wall is proposed along the slope on the
west side of the cemetery, outside the historic boundary, to prevent the need for further easement
acquisition from inside the cemetery. Temporary easement is also needed in the area of the
cemetery driveway on Riverside Drive to tie the driveway in with the road (refer to Figure 77).
The needed easement area is inside the historic boundary; however, no features or characteristics
contributing to the significance of the cemetery will be impacted.
Project implementation will not result in a change in the character of the property’s use. The
acquisition of easement, the retaining wall, sidewalks, and underground piping will not alter the
character of the continued funereal use of the property. The cemetery is bounded by the
Ocmulgee River, the service road, Rose Hill Cemetery, and Riverside Drive. The continued use
of the property as a cemetery is not affected by the proposed project. Therefore, project
implementation will not result in a change in the character of the property's use.
Project implementation will not result in a change in the character of the property’s physical
features, within the property’s setting, that contribute to its historic significance. Riverside
Cemetery is significant for its park-like setting and informal cemetery design. Acquisition of
easement within the National Register boundary on the southwest side of the cemetery and at the
driveway will not affect the setting of the cemetery. The proposed easement area consists of
vegetation and overgrown weeds. The southern portion of the proposed easement is ditch area.
The retaining wall, sidewalk, and underground pipes will all be outside of the National Register
boundary, and no features or characteristics that contribute to the historic integrity of the
cemetery will be affected.
Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. The existing facility has
been and will continue to be an element of the visual character of the property. Although the
edge of pavement will be moved 0-78 feet closer to the facility, this is not considered an adverse
impact because it will remain at least 28 feet from the resource. Much of the property is shielded
from the existing facility by vegetation and topography and will be shielded from the improved
facility by this same vegetation and topography. The visual perception from the property will
not change. The proposed retaining wall will be below the ground level of the cemetery and will
not be visible from the historic resource. The sidewalk, though a new feature, will be located
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outside the historic boundary and will not deter from the viewshed of the cemetery. The visual
character of the surrounding area of the resource along Riverside Drive has been compromised
by modern commercial development. Therefore, the installation of the sidewalk, construction of
the retaining wall, and enlargement of the existing transportation facility will not further
compromise the visual character of the property.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is consistent
with the State Implementation Plan for air quality in the region.
Project implementation will not result in the introduction of audible elements that diminish the
integrity of the property’s significant historic characteristics or features. The existing noise level
at the property is 70.4 to 73.4 dBA LEQ. The No-Build noise level in the 2036 design year at
the property will be 72.0 to 75.6 dBA LEQ. The Build noise level (design year 2036) will be
68.2 to 76.2 dBA LEQ. This -2.2 to 2.8-decibel increase will occur over twenty years and will
not be perceptible to the human ear. The Build noise level will exceed the FHWA noise
abatement criterion of 67 dBA LEQ established for residential land use; however, the existing
noise level already meets the criterion and the No-Build level will also exceed this noise level.
Project implementation was determined to have no indirect affect on Riverside Cemetery. No
change in traffic patterns on Riverside Drive will result from project implementation. No
additional access to the existing transportation facility will be provided and no existing access to
the facility will be removed. The proposed project will only improve the safety and operational
efficiency of the existing roadway to meet current and future demand, therefore, a finding of no
adverse effect was determined for Riverside Cemetery.
Rose Hill Cemetery
A finding of No Effect was determined for NRHP-listed Rose Hill Cemetery. The resource is no
longer located within the project’s APE (see Figure 78, Proposed Improvements in the Area of
Rose Hill Cemetery). Originally, a broad corridor was studied in order to allow for potential
changes in the original concept and accommodate flexibility in design. As the concept validation
process progressed, it was determined that a smaller footprint will suffice. In the area of the
resource, project implementation will consist of the widening of the mainline of I-16 and I-75 by
adding one lane in each direction as well as the construction of C/D lanes. However, the
resource is located over 500 feet away from the changes to the transportation facility. Between
Rose Hill Cemetery and Interstate 16 are the East Tennessee, Virginian & Georgia Railroad
(Norfolk Southern Railroad), the Ocmulgee River and a dense screen of trees. Between Rose
Hill Cemetery and I-75 is Riverside Cemetery. The proposed construction will require the
acquisition of right-of-way well outside the eligible National Register boundary. Therefore,
Rose Hill Cemetery is no longer located within the proposed project’s APE.
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Figure 78: Proposed Improvements in the Area of Rose Hill Cemetery
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East Macon Historic District
A finding of No Effect was determined for the NRHP-listed East Macon Historic District
because the resource is no located well outside of the APE (see Figure 79, Proposed
Improvements in the Area of the East Macon Historic District). Originally, a broad corridor was
studied in order to allow for potential changes in the original concept and accommodate
flexibility in design. As the concept validation process progressed, it was determined that a
smaller footprint will suffice. In the area of the resource, project implementation will consist of
the widening of the mainline of I-16 and I-75 by adding one lane in each direction, as well as the
construction of C/D lanes. Also, some improvements to Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard will take place, but in the area of the resource, the improvements end
approximately 120 feet from the historic boundary and will be outside the viewshed. The
original project boundaries extended the improvements of Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard to the edge of the East Macon Historic District. However, as the project
evolved, the boundaries were redefined and there was no longer a need to extend the project as
far. Therefore, the East Macon Historic District is no longer located within the proposed
project’s APE.
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Figure 79: Proposed Improvements in the Area of the East Macon Historic District
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Central of Georgia Railroad Bed and Related Structures
The Central of Georgia Railroad is located along Walnut Street and the Ocmulgee River in
Macon (refer to Figure 72). Structures related to the railroad and its bed include the railroad
trestle bridge, the railroad overpass, and railroad supports. The railroad trestle bridge that crosses
the Ocmulgee River is constructed of concrete, roughly hewn granite blocks, and metal. The
railroad trestle bridge is a c. 1965 concrete and steel bridge, with multiple spans, that crosses
above the interstate. It is approximately 250 feet long. The railroad overpass at Walnut Street is
an extension of the railroad trestle bridge and features a tunnel-like arched passageway through
the center of the structure. Flanking retaining walls sweep downward and outward from the
central portion of the bridge. The railroad overpass is constructed entirely of brick masonry and
is located in a landscaped office park setting. The railroad supports at Walnut Street are
constructed of circular concrete pillars approximately 25 feet high. The pillars are now free
standing and no longer serve as supports because a portion of the railroad has been removed.
This property was evaluated for eligibility for listing in the National Register under Criteria A
and C, and appears to possess a state level of significance in the areas of railroad/transportation
history and architecture.
The National Register boundary of the Central of Georgia Railroad corresponds to the rail bed
itself, generally containing railroad ties, rails, and gravel. The average width of the rail bed is
approximately 45 feet. All significant and character defining features of the property include the
area contained within the project limits, as well as the portions of track that are within the
project’s viewshed.
A finding of No Effect was determined for the Central of Georgia Railroad Bed and Related
Structures (see Figure 80, Proposed Improvements in the Area of the Central of Georgia
Railroad). In the area of the resource, project implementation consists of the widening of
mainline I-16 from two through lanes in each direction to three through lanes in each direction.
The existing typical section in the area of the resource consists of four 12-foot through lanes, two
8-foot interior shoulders, two 12-foot exterior shoulders, and a 40-foot depressed grass median.
The proposed project will add one 12-foot through lane in each direction and widen the
shoulders to a uniform 12 feet on all sides. The widening of the interstate will utilize the entire
40-foot grassed median and construct a 2-foot concrete median to act as a barrier between the EB
and WB lanes. Project implementation will not require the alteration of the existing bridge, or
the acquisition of any right-of-way from the railroad.
Project implementation will not result in the removal of the property from its historic location.
Physical destruction of or damage to all or part of the property will not occur. No right-of-way
will be acquired and no ground disturbing activity will take place either within the railroad rightof-way or within the historic boundary. All significant and character defining features will be
unaltered. The proposed project will not alter in any way the Central of Georgia Railroad Bed or
its related structures.
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Figure 80: Proposed Improvements in the Area of the Central of Georgia Railroad
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Project implementation will not result in a change in the character of the property’s use. There
are no direct or indirect effects to the Central of Georgia Rail Bed and its related structures that
will alter the character of the continued commercial use of the property. The proposed project
will not alter in any way the Central of Georgia Rail Bed or any of its related structures. It will
continue to use all existing structures and will not require any changes to the alignment or
structures associated with the resource. Therefore, project implementation will not result in a
change in the character of the property's use.
Project implementation will not result in a change in the character of the property’s physical
features, within the property’s setting, that contribute to its historic significance. The proposed
project will not alter in any way the Central of Georgia Rail Bed or any of its related structures.
It will continue to use all existing structures and will not require any changes to the alignment or
structures associated with the resource. The only changes that will take place are changes to
mainline I-16, which is located outside of the historic boundary, outside of the railroad right-ofway, and beneath the non-historic that spans I-16. Therefore, project implementation will not
result in a change in the character of the property’s physical features.
Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. All changes will be
made beneath the non-historic bridge that spans I-16. The existing facility has been and will
continue to be an element of the visual character of the property. The distance from the property
to the transportation facility will not change. The visual perception from the property will not
change. The visual character of the area surrounding the resource has been compromised by
modern commercial and industrial development. The enlargement of the existing transportation
facility will not further compromise the visual character of the property.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is
consistent with the State Implementation Plan for air quality in the region.
Project implementation will not result in the introduction of audible elements that diminish the
integrity of the property’s significant historic characteristics or features, because the Central of
Georgia Rail Bed is not a noise sensitive resource. The railroad is a noise generator rather than a
noise receptor. Therefore, a noise impact evaluation is not required for this resource.
Project implementation was determined to have no indirect affect on the Central of Georgia
Railroad Bed and Related Structures. No change in traffic patterns will result from project
implementation. No additional access to the existing transportation facility will be provided in
the area of the resource, and no existing access to the facility will be removed. The proposed
project will only improve the safety and operational efficiency of the existing roadway to meet
current and future demand.
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Ocmulgee National Monument/ Ocmulgee Old Fields Traditional Cultural Property
(TCP)
The Ocmulgee National Monument is comprised of eighteen (18) sites located at 1207 Emery
Highway in Macon, Georgia and is listed on the NRHP (refer to Figure 72). Sites at the
Ocmulgee National Monument include nine prehistoric Indian mounds, the reconstructed
Earthlodge, the Dunlap House, the Civil War fortification, the Visitor Center, and five additional
individual structures including the Lamar Palisade Trenches, Prehistoric Trenches, Mound X,
Corn Storage Pits, and the Flagstaff. This property was evaluated for eligibility for listing in the
National Register under Criteria A, C, and D, and possesses a national level of significance in the
areas of history, prehistory, architecture, and archeology.
The listed National Register boundary for the national monument comprises approximately 703
acres and the TCP is approximately 1,600 acres. All significant and character defining features
of the property are included within the boundary.
A finding of No Adverse Effect was determined for the Ocmulgee National
Monument/Ocmulgee Old Fields TCP (see Figure 81, Proposed Improvements in the Area of the
Ocmulgee National Monument/Ocmulgee Old Fields TCP). In the area of the resource, project
implementation will consist of the widening of mainline I-16 from two through lanes in each
direction to three through lanes in each direction. The existing typical section in the area of the
resource consists of four 12-foot through lanes, two 8-foot interior shoulders, two 12-foot
exterior shoulders and a 40-foot depressed grass median. The proposed project will add one 12foot through lane in each direction and widen the shoulders to a uniform 12 feet on all sides. The
widening of the interstate will utilize the entire 40-foot grassed median, and a concrete median
barrier (Georgia Standard “S” type) will be constructed to provide physical separation between
the EB and WB travel lanes. The proposed construction will take place entirely within the
existing easement.
Project implementation will not result in the removal or alteration of the Ocmulgee National
Monument/Ocmulgee Old Fields TCP, resulting in a finding of no adverse effect. Physical
destruction of or damage to all or part of the property will not occur. No property within the
eligible National Register boundary will be acquired for project implementation (see Figure 81,
Proposed Improvements in the Area of the Ocmulgee National Monument/Ocmulgee Old Fields
Traditional Cultural Property). There will be no physical destruction or damage to the buildings
or area within the eligible National Register boundary. The existing outer edges of pavement
along mainline I-16 will not change. No landscaping features will be removed or altered.
Project implementation will not result in a change in the character of the property’s use. There
are no direct or indirect effects to the Ocmulgee National Monument/Ocmulgee Old Fields TCP
that will alter the character of the continued recreational and institutional use of the property.
The portion of the resource in the area of the proposed project consists of dense forestation and a
grassy slope directly adjacent to the existing I-16. While the interstate has been a part of the
setting since the 1960s, the National Monument has deliberately cultivated trees and
undergrowth to act as a screen between the contributing features and the interstate. The
additional lanes will not affect the ability of the resource to function as a museum or TCP.
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Figure 81: Proposed Improvements in the Area of the Ocmulgee National Monument/Ocmulgee Old Fields Traditional
Cultural Property
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Project implementation will not result in a change in the character of the property’s physical
features, within the property’s setting, that contribute to its historic significance. The character
of the setting within the eligible National Register boundary and in the area adjacent to the
property consists of grassy open space with a few pine trees and a sign advertising the Ocmulgee
National Monument. The character of the setting outside the boundary is comprised of
commercial properties and residences. The proposed project will not alter any characteristics
that contribute to the Ocmulgee National Monument/Ocmulgee Old Fields TCP and will not
result in a change in the character of the property’s physical features.
Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. The existing facility has
been and will continue to be an element of the visual character of the property. The distance
from the property to the transportation facility will not change. The visual character of the
surrounding area of the resource has been compromised by modern commercial and residential
development. However, because the additional pavement cannot be seen from the top of the
mounds, the proposed project is considered to have no adverse effect on the Ocmulgee National
Monument/Ocmulgee Old Fields TCP. The enlargement of the existing transportation facility
will not further compromise the visual character of the property.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is
consistent with the State Implementation Plan for air quality in the region.
Project implementation will not result in the introduction of audible elements that diminish the
integrity of the property’s significant historic characteristics or features. The existing noise level
at the property is 57 dBA LEQ. The No-Build noise level at the property will be 59.2 dBA LEQ.
The Build noise level (design year 2036) at the resource will be 58 dBA LEQ. This 1-decibel
increase will occur over twenty years and will not be perceptible to the human ear. Also, the
Build noise level will not approach or exceed the FHWA noise abatement criterion of 67 dBA
LEQ established for recreational land use.
Project implementation will not indirectly affect the Ocmulgee National Monument/ Ocmulgee
Old Fields TCP. The area is currently zoned mixed-use residential and commercial, which is
consistent with the long-term land use goals for the City of Macon. No change in traffic patterns
will result from project implementation. No additional access to the existing transportation
facility will be provided and no existing access to the facility will be removed. The proposed
project will only improve the safety and operational efficiency of the existing roadway to meet
current and future demand.

284

Macon Railroad Industrial Historic District
A finding of No Effect was determined for the NRHP-listed Macon Railroad Industrial Historic
District because the resource is now located well outside of the APE (see Figure 82, Proposed
Improvements in the Area of the Macon Railroad Industrial Historic District). Originally, a
broad corridor was studied in order to allow for potential changes in the original concept and
accommodate flexibility in design. As the concept validation process progressed, it was
determined that a smaller footprint will suffice. In the area of the resource, project
implementation will consist of the widening of the mainline of I-16 and I-75 by adding one lane
in each direction, as well as the construction of C/D lanes. Also, some improvements to
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will take place, but in the area of the
resource, the improvements end approximately 120 feet from the historic boundary and will be
outside of the viewshed. The original project boundaries extended the improvements of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to the edge of the Macon Railroad
Industrial Historic District. However, as the project evolved, the boundaries were redefined and
there was no longer a need to extend the project as far. Therefore, the Macon Railroad Industrial
Historic District is no longer located within the proposed project’s APE.
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Figure 82: Proposed Improvements in the Area of the Macon Railroad Industrial Historic District
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Macon Historic District
A finding of No Effect was determined for the NRHP-listed Macon Historic District because the
resource is now located outside of the APE (see Figure 83, Proposed Improvements in the Area
of the Macon Historic District). Originally, a broad corridor was studied in order to allow for
potential changes in the original concept and accommodate flexibility in design. As the concept
validation process progressed, it was determined that a smaller footprint will suffice. In the area
of the resource, project implementation will consist of the widening of the mainline of I-16 and
I-75 by adding one lane in each direction, as well as the construction of C/D lanes. Also, some
improvements to Second Street will take place, but in the area of the resource, the improvements
end approximately 750 feet from the historic boundary and will be outside the viewshed. The
original project boundaries extended the improvements of Second Street to the edge of the
Macon Historic District. However, as the project evolved, the boundaries were redefined and
there was no longer a need to extend the project as far. Therefore, the Macon Historic District is
no longer located within the proposed project’s APE.
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Figure 83: Proposed Improvements in the Area of the Macon Historic District
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Pleasant Hill Historic District
The Pleasant Hill Historic District, listed on the NRHP, is a historic district located on both the
east and west sides of I-75 in the area just south of the I-16 interchange (refer to Figure 72). The
Pleasant Hill Historic District is Macon’s major historic black community and residential area,
and was developed between 1870 and 1936. In the 1870s, the area was home to many of the
servants to wealthy white families. By the 1880s, the area was being subdivided into suburban
lots. The neighborhood grew rapidly and by 1912 almost all the streets in the district were laid
out. Lots were originally quite large, but as development continued, lot sizes were reduced and
more houses were built. By 1925, the majority of the historic buildings in the district had been
constructed. Pleasant Hill Historic District is a discontinuous district located on two facing
hillsides. It was bisected by I-75 in the 1960s. Streets are laid out in a number of offset grid
patterns reflecting the hilly topography. Lots are predominantly small and rectangular and
houses maintain uniform setbacks. Houses are typically one-story, wood-framed, vernacular
structures, while a few houses are two-story and finished with brick veneer. Shotguns,
saddlebags, and L-shaped house types are present. House styles include simple Neoclassical,
Folk Victorian, and Craftsman. Neoclassical details include columns and symmetrically placed
dormers. Craftsman influences include porches supported by heavy square or tapered brick
pillars. A small number of commercial structures are scattered amidst the houses. Two, twostory brick corner stores are present with arched window openings, corbelled cornice, and
stepped parapet. Landscaping in the district consists of modest plantings of grass, shrubs,
hedges, and trees in modest front yards. Large shade trees are frequently found behind the
houses. Institutional and commercial buildings include a simple two-story Masonic lodge, a
wood-framed store with a stepped parapet, and a wood-framed church. The most substantial
institutional buildings are the St. Peter Claver Church and School, exhibiting Romanesque and
Gothic detailing. Linwood Cemetery is located in the northeast corner of the western section of
the district. This property was evaluated for eligibility for listing in the National Register under
Criteria A, B, and C. This property possesses a state level of history and architecture specifically
in the areas of black history, community planning and development, and architecture.
The listed National Register boundary of the property comprises approximately 205 acres. All
significant and character defining features of the property are included within the boundary.
A finding of Adverse Effect was determined for the Pleasant Hill Historic District. In the area
of the resource, project implementation will consist of the widening of the footprint of I-75 on
the east and west sides. An additional entrance ramp from Hardeman Avenue to I-16 east will be
braided with the lanes continuing on I-75 north to remove the current undesirable weaving
movement of NB traffic headed from I-75 to I-16 east. Without the additional entrance ramp at
Hardeman Avenue, cars will be required to access I-75 north at Mercer University Drive, located
over 1.25 miles south of Hardeman. On the west side of I-75, a SB off-ramp will be constructed
to provide traffic from I-16 west access to Hardeman Avenue. This design will remove
undesirable weaving movement of traffic from I-16 headed south on I-75 and traffic exiting I-75
on Hardeman Avenue. In addition, Second Avenue and Fourth Avenue (on the east side of I-75)
and First Avenue (on the west side of I-75) will be cul-de-sac’d at Middle Street (see Figure 84:
Improvements in the Area of the Pleasant Hill Historic District).
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Figure 84: Proposed Improvements in the Area of the Pleasant Hill Historic District
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Physical destruction to structures in the district will occur. As a result of the NB on-ramp
constructed on the east side of I-75 north of Hardeman Avenue, 31 structures east of the new
service ramp on Middle Street, Middle Place Street, Second Avenue, Fourth Avenue, Fifth
Avenue and Woodliff Street will be impacted. Also, one house located west of I-75, on Fourth
Avenue, will be displaced due to the construction of the SB off-ramp north of Hardeman
Avenue. Of the 32 structures impacted by the implementation of the project, 23 contribute to the
integrity of the district (see memo dated May 12, 2008 in Appendix C). Implementation of the
project will result in the alteration and physical destruction to a section of the Pleasant Hill
Historic District, resulting in a finding of Adverse Effect.
Implementation of the project will result in a change in the character of the property’s use.
Property use will change in the area adjacent to the east side of I-75 within the Pleasant Hill
Historic District due to the removal of residential and community structures. Therefore,
implementation of the project will result in a change in the character of the property's use within
the project’s limits.
Implementation will result in a change in the character of the property’s physical features within
the property’s setting that contribute to its historic significance. A total of 23 contributing
structures will be removed from within the boundaries of the historic district. Not only will the
displacement of the structures change the character of the property’s physical features, but the
removal of Middle Street between First Avenue and Fifth Avenue impacts the design of the
neighborhood and the setting. Though the layout of Middle Street was reconfigured in the early
1960s when I-75 was built through the Pleasant Hill Historic District, the displacement of
structures and redesigning of the street layout in the area of Middle Street will further impact the
character of the physical features of the district.
Implementation of the project will result in the introduction of visual elements that diminish the
integrity of the district’s significant historic characteristics and features. Though the existing
facility has always been an element of the visual character of the district for over 50 years and
will continue to be a feature of the district’s physical character, the expanded facility will further
impede upon the viewshed of residences in the district. The enlargement of the existing
transportation facility will further compromise the visual character of the property.
Implementation of the project will not result in the introduction of atmospheric elements that
diminish the integrity of the property’s significant historic characteristics or features. There will
be no atmospheric effect to this property as a result of implementation of the project. The project
is consistent with the State Implementation Plan for air quality in the region.
Implementation of the project will audibly affect the Pleasant Hill Historic District; however, this
effect will not be adverse. The existing noise level in the district near the project APE ranges
from 69.1 to 76.4 dBA LEQ. The No-Build noise level ranges from 70.8 to 78.7 dBA LEQ. The
Build noise level (design year 2036) with the sound barrier ranges from 57.4 to 68.9 dBA
LEQ. The change in impact ranges from-11.7 to -7.5 and will occur over twenty years. The
Build noise level will exceed the FHWA noise abatement criterion of 67 dBA LEQ established
for residential land use; however, the existing noise level already meets the criterion and the NoBuild level will also exceed this noise level.
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Project implementation is anticipated to indirectly affect the Pleasant Hill Historic District if
efforts to minimize harm are not implemented. Without any mitigation efforts, project
implementation will cause houses on the eastside of I-75 within the neighborhood to be less
desirable. Vacant remnants of land from house removal within the project area will be
unattractive to residents and may have a propensity to become a gathering area for criminal
activity. The number of vacant homes in the area may increase and residential values in the area
may decline over a period of time. Overall, the historic integrity of the district could diminish.
The future viability of the area will be impacted.
Vineville Historic District
A finding of No Effect was determined for the NRHP-listed Vineville Historic District because
the resource is now located well outside of the APE (see Figure 85, Proposed Improvements in
the Area of the Vineville Historic District). The original project boundaries extended to the
interchange of I-75 and Hardeman Avenue. However, as the project evolved, the boundaries
were redefined and there was no longer a need to extend the project as far south on I-75. Now
the project limits end approximately 2,200 feet north of the Hardeman Avenue interchange.
Because the Vineville Historic District begins at the Hardeman Avenue interchange, it is no
longer located within the proposed project’s APE.
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Figure 85: Proposed Improvements in the Area of the Vineville Historic District
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Chi-Ches-Ter’s Pharmacy
Chi-Ches-Ter’s Pharmacy is a commercial structure of no identified academic type in a
contemporary, mid-century modern style (refer to Figure 72). The structure has a butterfly roof
that is dipped near the center of the building and extends out at a slight angle over the front and
rear façades. A non-historic shed-roof parapet has been added to the north side addition and is
not original. The building is of brick construction on a slab foundation. Many of the windows
and doors appear to have been replaced with commercial plate glass. There are windows and
additional entrances along the north, south, and west façades. The south side façade appears to
have had original garage bays that have been enclosed with brick. The north side addition
reflects the same mid-century modern style as the main building and creates a symmetrical
façade with the main structure. The addition has several small offices along the north facade,
each accessed by a separate exterior door. The west rear façade also has an entrance into the
pharmacy and post office. The pharmacy comprises the middle and southern sections of the
building. This property was evaluated for eligibility for listing in the National Register under
Criteria A and C. The property possesses significance in the areas of local commerce, history,
and architecture.
The proposed National Register boundary of Chi-Ches-Ter’s Pharmacy corresponds to the legal
property boundary, and contains approximately 0.6 acre. The proposed boundary contains all
National Register qualifying characteristics and features of the property and includes the building
and the immediate surrounds.
A finding of No Effect was determined for the Chi-Ches-Ter’s Pharmacy (see Figure 86:
Proposed Improvements in the Area of Chi-Ches-Ter’s Pharmacy). In the area of the resource,
project implementation will consist of eliminating access to the on-ramp of I-16 WB from Emery
Highway. Emery Highway is just south of Chi-Ches-Ter’s Pharmacy, adjacent to the south
resource boundary line. Traffic will be re-directed to Second Avenue to enter onto I-16 west.
The loop ramp just south of Chi-Ches-Ter’s Pharmacy will be expanded and built 145 feet closer
to the resource. This is approximately 130 feet away from the building, outside the eligible
National Register boundary. No additional right-of-way will be required in the area of the
resource.
Physical destruction of or damage to all or part of the property will not occur. There will be no
right-of-way acquisition, easement acquisition or any ground disturbing activity near the eligible
National Register boundary of the Chi-Ches-Ter’s Pharmacy. Project implementation will not
result in the removal of the property from its historic location, resulting in a finding of No Effect.
Project implementation will not result in a change in the character of the property’s use. All
construction and ground disturbing activity will take place outside of the eligible boundary.
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Figure 86: Proposed Improvements in the Area of Chi-Ches-Ter’s Pharmacy
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There are no direct or indirect effects anticipated to Chi-Ches-Ter’s Pharmacy that will alter the
character of the continued commercial use of the property. Therefore, project implementation
will not result in a change in the character of the property's use.
Project implementation will not result in a change in the character of the property’s physical
features within the property’s setting that contributes to its historic significance. Project
implementation will take place outside of the eligible National Register boundary of the
resource.
Project implementation will not result in the introduction of visual elements that diminish the
integrity of the property’s significant historic characteristics or features. The existing facility
always has been and will continue to be an element of the visual character of the property.
Though the facility will be brought 145 feet closer to the resource, the visual character of the
area surrounding the resource has been compromised by modern commercial development. The
enlargement of the existing transportation facility will not further compromise the visual
character of the property.
Project implementation will not result in the introduction of atmospheric elements that diminish
the integrity of the property’s significant historic characteristics or features. There will be no
atmospheric effect to this property as a result of project implementation. The project is
consistent with the State Implementation Plan for air quality in the region.
Project implementation will not audibly affect the Chi-Ches-Ter’s Pharmacy. The existing noise
level at the property is 71.4 dBA LEQ. The No-Build noise level at the property is 73.7 dBA
LEQ. The Build noise level (design year 2036) at the resource is 72.5 dBA LEQ. Although, the
Build noise level will exceed the FHWA noise abatement criterion of 72 dBA LEQ established
for commercial land use, this 1.1-decibel increase will occur over twenty years and will not be
perceptible to the human ear.
Project implementation will not indirectly affect Chi-Ches-Ter’s Pharmacy. No significant
change in traffic patterns that would impact the resource would result from project
implementation. Access to I-16 via Emery Highway (which runs parallel to the resource) will be
removed from the area of the resource. Traffic wanting to access the I-16 interstate will access
on-ramps on Second Avenue. A loop ramp will be constructed across the street from the
resource. Traffic in the area of the resource will be reduced slightly, but not significantly. The
proposed project will only improve the safety and operational efficiency of the existing roadway
to meet current and future demand.
Macon-Camp Wheeler Road
The Macon-Camp Wheeler Road is a 4-lane dualized highway with a grass median (refer to
Figure 72). Each NB and SB section is 22 feet wide with 11-foot travel lanes. The highway
includes two parallel National Register eligible bridges over Walnut Creek and one railroad
overpass. The parallel bridges over Walnut Creek are the first known examples of their kind in
the state. Per federal standards in the 1940s and 1950s, maintaining a constant median with the
parallel bridges rather than constructing one continuous bridge was in keeping with the current
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ideal of balanced design. The railroad overpass appears to have the same design as the bridges
over Walnut Creek, although the substructure of the bridge has been replaced within the past few
years with new material. This property was evaluated for eligibility for listing in the National
Register under Criteria A and C. The property possesses a state level of significance in the areas
of engineering and transportation as an intact example of a dualized highway built during World
War II based on the concept of balanced design.
The proposed National Register boundary of the Macon-Camp Wheeler Road corresponds to the
right-of-way and extends approximately two miles between the Macon City limits and the U.S.
80/U.S. 23 split. The proposed boundary contains all National Register qualifying characteristics
and features of the property and includes the roadbed, median, railroad bridge, and bridges over
Walnut Creek.
A finding of No Effect has been determined for the Macon-Camp Wheeler Road. In the area of
the resource, implementation of the project will consist of cutting off access to the on-ramp of I16 WB from Emery Highway. Traffic will be re-directed to Second Street to enter onto I-16
west. The loop ramp just south of Emery Highway will be expanded and built 145 feet closer to
the resource, approximately 40 feet away from the edge of pavement of the road (see Figure 87:
Improvements in the Area of Macon-Camp Wheeler Road).
Physical destruction of or damage to all or part of the property will not occur. There will be no
right-of-way acquisition, easement acquisition or any ground disturbing activity within the
proposed National Register boundary of the Macon-Camp Wheeler Road, nor will there be any
impact to the plaque noting the historic significance of the roadway. The plaque is inlaid in the
sidewalk on the south side of the road approximately 300 feet from the intersection of Emery
Highway and Spring Street (see Figure 87). The proposed interchange will be approximately
250 feet from the plaque. Implementation of the project will not result in the removal of the
roadway or the plaque from its present location.
Implementation of the project will not result in a change in the character of the property’s use.
There are no direct or indirect effects anticipated to Macon-Camp Wheeler Road that will alter
the character of the continued transportation use of the property. Therefore, the implementation
of the project will not result in a change in the character of the property's use.
Implementation of the project will not result in a change in the character of the property’s
physical features within the property’s setting that contributes to its historic significance.
Implementation of the project will take place outside of the proposed National Register boundary
of the resource.
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Figure 87: Proposed Improvements in the Area of Macon-Camp Wheeler Road
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Implementation of the project will not result in the introduction of visual elements that diminish
the integrity of the property’s significant historic characteristics or features. The existing
facility always has been and will continue to be an element of the visual character of the
property. Though the facility will be brought 145 feet closer to the resource, the visual character
of the area surrounding the resource has been compromised by modern commercial
development. The enlargement of the existing transportation facility will not further
compromise the visual character of the property.
Implementation of the project will not result in the introduction of atmospheric elements that
diminish the integrity of the property’s significant historic characteristics or features. There will
be no atmospheric effect to this property as a result of implementation of the project. The project
is consistent with the State Implementation Plan for air quality in the region.
The Macon-Camp Wheeler Road is a noise generator rather than a noise receptor. Therefore, a
noise impact evaluation is not required for this resource.
Implementation of the project is not anticipated to indirectly affect Macon-Camp Wheeler Road.
A loop ramp will be constructed closer to the resource. No significant change in traffic patterns
will result from implementation of the project. Access to I-16 via Emery Highway will be
removed. Traffic wanting to access I-16 will access on-ramps on Second Street. Traffic in the
area of the resource will be reduced slightly, but not significantly. The proposed project will
only improve the safety and operational efficiency of the existing roadway to meet current and
future demand.
Summary
Implementation of the proposed project will result in a finding of No Adverse Effect for the
Shirley Hills Historic District and the Ocmulgee National Monument/Ocmulgee Old Fields TCP,
and Riverside Cemetery; a finding of No Effect for the East Tennessee, Virginia, and Georgia
Railroad, Rose Hill Cemetery, East Macon Historic District, Central of Georgia Railroad Bed
and Related Structures, Macon Railroad Industrial Historic District, Macon Historic District,
Vineville Historic District, Chi-Ches-Ter’s Pharmacy, and Macon-Camp Wheeler Road; and a
finding of Adverse Effect for the Pleasant Hill Historic District.
Planning To Minimize Harm and Proposed Mitigation
Planning to minimize harm was taken into consideration to the greatest extent possible during
project development. Efforts to minimize harm to historic resources in the area consist of the
following:
In order to minimize audible impact to the Shirley Hills Historic District, a noise
abatement barrier will be built 22 to 30 feet tall and 23 feet south of the proposed
National Register boundary. The design of the barrier will be selected in conjunction
with the Shirley Hills neighborhood.
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C/D lanes heading west on I-16 just south of the Shirley Hills Historic District will have
a directional split southward to I-75 south. The initial concept proposed a directional
exit along Glenridge Drive inside the Shirley Hills Historic District. The interchange
configuration was compressed over the Ocmulgee River to avoid physical impacts to the
district.
The design of the interstate adjacent to Riverside Cemetery on the east side of I-75 was
compressed to avoid an adverse impact. In order to avoid encroachment into the
cemetery a retaining wall will be constructed between the interstate and the service road
west of the cemetery.
The original concept called for a C/D road to be built on I–16 west through the
Ocmulgee Old Fields Traditional Cultural Property. In order to avoid impact to this
resource, the C/D road was re-designed to terminate at Martin Luther King, Jr.
Boulevard. A retaining wall will be constructed on either side of I-16 in this area and the
C/D road will be built within the existing 300-foot right-of-way.
Impacts to the Pleasant Hill Historic District were minimized on the west side of I-75,
within the district, with the proposed construction of an approximately 16-foot tall
retaining wall. The proposed wall avoids adverse impacts to the New Hope Baptist
Church and 5 to 6 houses.
Four houses previously identified as structures to be adversely impacted by the project
were avoided, including the house previously occupied by Little Richard (1540 Fifth
Avenue). However, the PHNIG has requested that GDOT also relocate the Little
Richard House to serve as a resource building in association with neighborhood
revitalization plans.
In November of 2005, as described in the Pleasant Hill Neighborhood, Visual Quality section
(page 113), the project team met with the Pleasant Hill neighborhood to present several options
of the preferred alternative in order to evaluate the potential impacts to the neighborhood. The
option with the least impacts (Alternative 9 with a retaining wall) was also proposed as part of
this alternative in order to minimize the encroachment into the neighborhood. It would require
the relocation of Middle Street in order to accommodate the proposed improvements at the
Hardeman Avenue/I-75 interchange and along the I-75 mainline in this area. This alternative
would displace 19 structures, 12 of which were determined to be contributing to the eligibility of
the District (see Table 28). A total of 2.88 acres of additional right-of-way would be required to
complete these roadway improvements under this option in the area of the neighborhood (refer to
Figure 64).
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Table 28: Displaced Structures Within the Pleasant Hill Historic District Affiliated with
Alternative 9 – 2005 Minimization Plan (Retaining Wall)
# Address
Contributing?
# Address
Contributing?
1 1613 Middle St. Pl.
Non-Contributing 11 1578 Second Ave.
Contributing
2 419 Middle Street
Contributing
12 1577 Second Ave.
Contributing
3 393 Middle Street
Contributing
13 340 Middle Street
Contributing
4 392 Middle Street
Non-Contributing 14 334 Middle Street
Contributing
5 382 Middle Street
Non-Contributing 15 1506 Fourth Ave.
Contributing
6 376 Middle Street
Non-Contributing 16 1532 Fourth Ave.
Non-Contributing
7 372 Middle Street
Non-Contributing 17 1545 Fourth Ave.
Contributing
8 368 Middle Street
Contributing
18 1517 Fourth Ave.
Non-Contributing
9 358 Middle Street
Contributing
19 1645/1647 Fourth Ave.
Contributing
10 1540 Fifth Ave.
Contributing
As a result of the November 2005 meeting the neighborhood established a sub-committee to
work with the GDOT to discuss several modifications to this alternative. The proposed changes
to the alternative included the following:
Utilize a graded slope rather than a retaining wall.
End Middle Street at First Avenue.
Provide cul-de-sac’s on Second Avenue and Fourth Avenue.
In addition to the alternative modifications, several mitigation strategies were proposed to offset
the adverse impact to the neighborhood. The concept for the mitigation plan includes the
following general items (refer to Figure 43):
Construction of a multi-use trail in the neighborhood
Add a 10-foot wide sidewalk across the Walnut Street Bridge.
Upgrade and replacement of the existing pedestrian bridge over I-75 (David
Lucas Pedestrian Bridge).
Create a passive park, Jefferson Long Park, near the community garden.
Relocation of some displaced structures to vacant lots within the neighborhood.
Landscaping and other aesthetic improvements including the use of a visual
barrier between the interstate and the neighborhood and textured noise barriers
Create extensive open space where some structures are removed, and cover an
existing drainage structure to create additional greenspace.
Resurfacing of some streets
Attempt to stage construction to avoid closing Walnut Street Bridge during
construction.
Provide a connection from the end of Fifth Avenue up to Walnut Street.
Construct noise barriers.
Relocate the half house to another location in the community.
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Other mitigation measures in regard to historic resources within the project area of the Pleasant
Hill Historic District will include the following:
Prior to project implementation, the impacted areas of the Pleasant Hill Historic
District inclusive of the structures, streetscape, and larger setting will be documented
with digital and medium format photography per the standards previously agreed
upon between GDOT and SHPO in the Permanent Archival Record manual. The
photography and accompanying documentation will be submitted to the SHPO for
acceptance and retention;
The “half house” at 1613 Middle Street Place will not only be documented with
digital and medium format photography, as stipulated above, but the impact to the
house as a result of the original construction of I-75 will be documented in a brief
narrative;
Current and past residents of the Pleasant Hill community will be interviewed
regarding the history of their neighborhood. Information compiled will be
coordinated with the ongoing efforts of Mercer University and will include a more
up-to-date history of the Pleasant Hill Historic District through interviews/oral
histories and other appropriate methods. This history will then be given back to the
community in the form of a document and DVD. Copies of the document and DVD
will be provided to local schools, libraries, historical societies and the HPD;
The National Register nomination for the Pleasant Hill Historic District will be
updated to incorporate new information as a result of the oral interviews and other
researched history as described in the stipulation above. Additional information will
include the impact of the I-16/I-75 Interchange project on the Pleasant Hill Historic
District. The expanded nomination will be submitted to the HPD;
A draft of design guidelines will be provided to the PHNIG as guidance for infill
development and rehabilitation of structures within the Pleasant Hill Historic District,
to aid in maintaining the historic architectural integrity of the district. The draft
guidelines will be written in adherence to the Secretary of the Interior’s Standards for
Rehabilitation and will provide the PHNIG a working document that they can tailor
for their use if the residents of the district later decide to become a locally zoned
historic district. Copies of the draft design guidelines will be given to the PHNIG, the
MBP&Z and the HPD.
If accepted by the Booker T. Washington Community Center, a visual exhibit
depicting the history of the Pleasant Hill Historic District will be displayed at the
center;
The FHWA, in consultation with the SHPO, has evaluated the feasibility of relocating
a number of contributing eligible historic structures within the Pleasant Hill Historic
District that will be impacted by implementation of the Selected
Alternative/Alternative 9. If the relocation of a particular structure is determined
structurally feasible, a plan for the relocation of that structure will be developed and
implemented during the right-of-way acquisition phase, in consultation with the
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SHPO. The plan will include the parties involved in the move and the individual
responsibilities of each party, such as purchasing of the vacant lot, notification to the
owner, securing of the structure while vacant, re-siting of the historic structure, and
adherence to the Secretary of the Interior’s Standards for Rehabilitation and
Guidelines for Rehabilitating Historic Buildings. A survey of available vacant lots
within the Pleasant Hill Historic District for relocated structures was also completed
within the study. The house affiliated with Little Richard located at 1540 Fifth
Avenue or another historic structure will be moved to a suitable location for use as a
resource center in the Pleasant Hill community.
Incorporate signage/kiosks in the streetscaping and landscaping of the linear park to
describe or reflect the original pattern of Middle Street before construction.
Incorporate some of the existing landscape features along Middle Street into the new
landscape plan of the linear park (old concrete steps, a retaining wall, stone curbs,
etc.). The Historic Preservation Division of the GDNR will be given an opportunity
to review and comment on the signage/kiosks and landscape plan.
The construction of the Selected Alternative/Alternative 9 combined with the community
mitigation as described previously will require the physical destruction or relocation of thirty-one
(31) houses and one (1) community building within the Pleasant Hill Historic District (see Table
29). As a result of construction of the NB on-ramp on the east side of I-75, north of Hardeman
Avenue, thirty-one (31) structures east of the new service ramp on Middle Street, Middle Place
Street, Second Avenue, Fourth Avenue, Fifth Avenue and Woodliff Street will be impacted.
Also, one (1) house located on the west side of I-75 on Fourth Avenue will be displaced due to
the construction of the SB off-ramp north of Hardeman Avenue. Of the thirty-two (32)
structures impacted by project implementation in the Pleasant Hill Historic District, twenty-three
(23) contribute to the integrity of the district (see Table 29). Twenty (20) of the twenty-three (23)
houses have been deemed feasible for relocation (see Table 30). A total of 10.02 acres of rightof-way would be required from the Pleasant Hill Historic District. Project implementation will
result in the alteration and physical destruction to a section of the Pleasant Hill Historic District,
resulting in a finding of Adverse Effect.
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Table 29: Displaced Structures Within the Pleasant Hill Historic District Affiliated with
the Selected Alternative/Alternative 9
#
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16

Address
1612/1614 Middle St. Pl.
1613 Middle St. Pl.
445 Middle Street
441 Middle St. (A)+
441 Middle St. (B)+
441 Middle St. (C)+
441 Middle St. (D)+
425 Middle Street
419 Middle Street
393 Middle Street
382 Middle Street
376 Middle Street
372 Middle Street
368 Middle Street
358 Middle Street
1578 Second Ave.

Contributing?
Contributing
Non-Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Non-Contributing
Non-Contributing
Non-Contributing
Contributing
Contributing
Contributing

#
17
18
19
20
21
22
23
24
25
26
27
28
29
30
31
32

Address
1568 Second Ave.
1544 Second Ave.
1509 Second Ave.
1531 Second Ave.
1577 Second Ave.
340 Middle Street
334 Middle Street
1506 Fourth Ave.
1532 Fourth Ave.
1545 Fourth Ave.
1517 Fourth Ave.
1515 Fourth Ave.
1540 Fifth Ave.*
1580 Woodliff Street
1647 Fourth Ave.
1511 Fourth Ave.

Contributing?
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Contributing
Non-Contributing
Contributing
Non-Contributing
Non-Contributing
Contributing
Non-Contributing
Contributing
Non-Contributing

+Four separate houses are located at this address.
*House affiliated with Little Richard.

Table 30: Displaced Contributing Structures Within the Pleasant Hill Historic District
Deemed Feasible for Relocation
1

445 Middle Street

11

1544 Second Avenue

2

441 Middle Street (A)

12

1509 Second Avenue

3

441 Middle Street (B)

13

1531 Second Avenue

4

441 Middle Street (C)

14

1577 Second Avenue

5

441 Middle Street (D)

15

340 Middle Street

6

419 Middle Street

16

334 Middle Street

7

368 Middle Street

17

1506 Fourth Avenue

8

358 Middle Street

18

1545 Fourth Avenue

9

1578 Second Avenue

19

1647 Fourth Avenue

10

1568 Second Avenue

20

1540 Fifth Avenue
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Table 31 discusses several of the proposed mitigation items which are outside of the usual
GDOT scope of work; therefore, additional information with regard to implementation and
schedule have been provided.
Table 31: Pleasant Hill Historic District Mitigation Implementation and Schedule
Commitment

What is Required

Responsible Party

Scheduled
Completion

1

An oral history project will be
conducted with residents of the
Pleasant Hill Historic District
Determine the feasibility of
relocating displaced contributing
historic resources to vacant lots
within the Pleasant Hill
neighborhood.
For those structures where
relocation is determined
structurally feasible, a plan for
the relocation of that structure
will be developed and
implemented in consultation with
the SHPO.
Incorporate signage/kiosks and
some of the existing structural
and landscape features along
Middle Street into the new
landscape plan of the linear park
(old concrete steps, a retaining
wall, stone curbs, etc.), which
shall be coordinated with the
SHPO.
A draft of design guidelines will
be provided to the PHNIG as
guidance for infill development
and rehabilitation of structures
within the Pleasant Hill Historic
District, for use by the district
should it decide to become a
locally zoned historic district.
Develop a plan to keep the
Pleasant Hill community
informed throughout the I-16/I-75
project development process,
including when construction is
planned within and adjacent to
the community and what type of
disruption the residents might
experience.

Specialty consultant
under direction of GDOT
Office of Environmental
Services
Specialty consultant
under direction of GDOT
Office of Environmental
Services

Summer 2010

2

Historical research, oral
interviews of neighborhood
residents, production of
DVD
Feasibility study

Develop a relocation plan

Specialty consultant to
work with GDOT Office
of Environmental
Services and Office of
Right-of-Way

Summer 2010

Landscape plan for linear
park.

GDOT Office of
Environmental
Services/Urban Design

Fall 2012

GDOT will be responsible
for hiring a consultant to
write the draft of design
guidelines.

Specialty consultant
under direction of GDOT
Office of Environmental
Services

Winter 2010

Write “Public Information
Update Plan during
Construction of I-16/I-75
Interchange Improvement
Project.”

GDOT Office of
Environmental Services

Summer 2010

3

4

5

6
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Complete

The plan will include notices on the variable message board system located in the corridor to
inform the driving public about upcoming construction, use of the GDOT website, and
placement of notices in the local newspaper at the beginning of major project construction.
Flyers with updated construction information will also be mailed to individuals and
neighborhood organizations on the project mailing list and made available for display and
distribution at local libraries and the Booker T. Washington Center. Outreach information will be
coordinated for release at the beginning of major construction phases and updated as necessary to
ensure that the public is well informed throughout the project construction process.
Indirect Effects
Based on the implementation of the proposed mitigation measures, the project may have several
positive indirect effects to the Pleasant Hill Historic District. With the installation of the linear
park and landscaping on Middle Street and the relocation of contributing historic structures to
other parts of the historic district, the project may reverse the trend of declining values and
abandonment of houses in the area. Fewer vacant houses in the area should create a safer
neighborhood. The landscaped park may improve community cohesion by creating recreational
greenspace in the neighborhood. Several of the historic houses along Middle Street that will be
impacted by the proposed project are presently unoccupied. The relocation and rehabilitation of
the structurally sound houses to other parts of the Pleasant Hill neighborhood, will not only make
these structures more attractive, but will also have a positive effect on the Pleasant Hill Historic
District, enhancing community pride and encouraging residents to continue the visually aesthetic
improvement to other parts of the neighborhood. It is not anticipated that the area will convert to
commercial type land use.
In regard to the historic character of the Shirley Hills Historic District, the East Tennessee,
Virginia, and Georgia Railroad, Riverside Cemetery, Rose Hill Cemetery, the East Macon
Historic District, the Central of Georgia Railroad, the Ocmulgee National Monument/Ocmulgee
Old Fields Traditional Cultural Property, the Macon Railroad Industrial Historic District, the
Macon Historic District, the Vineville Historic District, Macon-Camp Wheeler Road, and ChiChes-Ter’s Pharmacy, no indirect effects are anticipated. The project is consistent with the
current land use plans and will not precipitate land use changes or change development patterns.
Cumulative Effects
The city limits of Macon were determined to be an adequate boundary area to study the
cumulative impacts to historic resources. The majority of historic structures and districts
determined to be eligible for the NRHP in Bibb County are located within the city (see Figure
88). The City of Macon has a diverse and varied history that has been defined by transportation.
This is reflected in the layout of the city. When cotton production became a primary industry in
Macon’s economy, the city prospered due to its location on the Ocmulgee River, which made for
easy transport of goods by boat to other cities. Boats importing cotton, stage coaches, and later,
in the early 1840s, a railroad, all brought economic prosperity to Macon. Other railroad lines
followed, and Macon became an intrastate center of Georgia's railroad system by 1860. Two of
these historic railway lines are located within the project APE: the Central of Georgia Railroad
and the East Tennessee, Virginia, and Georgia Railroad. Throughout Reconstruction and into the
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Figure 88: Cumulative Effects Area for Historic Resources
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20th century, Macon grew into a town built on an agricultural industry. As a prospering town in
Middle Georgia, the city of Macon began to serve as a transportation hub for the entire state.11
The Macon Railroad Industrial Historic District, another historic resource within the project
APE, developed in conjunction with the railroad in the late 19th century to early 20th century.
As the automobile industry grew in the early 20th century, the expansion of roadways became
the main focus of transportation modes. Highway development expanded in Macon with the
development of Macon-Camp Wheeler Road (Emery Highway), constructed between 1943 and
1944 to provide improved access to Camp Wheeler, a camp used during both world wars to train
replacement troops. The Macon-Camp Wheeler Road is a historic resource within the project’s
APE. Construction of I-16 in the 1960s brought interstate travel between Savannah and Macon.
Prior to this, the majority of travel between the two cities was relegated to state highways and
rural roads. Macon was linked to Atlanta by I-75; however, this route continued south into
Florida. The connection of these two highways in Macon facilitated a more efficient commerce
route from central Georgia to its Atlantic coast. The construction of the I-16/I-75 interchange
near downtown Macon has had significant impacts on the evolution of the corridor since the
project’s completion in 1968.
Due to the changing needs of commercial and private transportation, the interchange at I-16 and
I-75 needs to be widened and improved. When the interchange was first constructed, there were
no real safety issues. Between 1980 and 2002, truck travel increased by more than 90% while
lane-miles of public roads only increased by 5%. The safety and roadway operational standards
in place at the time of the original interchange construction in the 1960’s have changed
substantially over the last 40 years. Current safety standards have been incorporated into the
project in order to reduce the number of accidents that occur in the corridor.
The construction of the I-16/I-75 interchange has affected the cultural environment of the
corridor in numerous ways as well. The first major impact was on the Ocmulgee National
Monument area. This significant archaeological and Native American site was added to the
NRHP in 1966; however, by the time it was a protected site, the damage was already done. Prior
to the construction of the I-16/I-75 interchange, the Central of Georgia Railroad in the 1800’s
damaged mounds and a prehistoric town within the Ocmulgee National Monument area. During
the construction of the I-16/I-75 interchange, much of the land in what is known as the New
Pond archaeological site was significantly damaged when it was used for fill dirt for the
construction of I-16. Topsoil was removed from several sites, and the Adkins Mound and
Shellrock Cave were destroyed by the construction. One positive impact to the site was that it
has now become one of the biggest tourism draws to the Macon area. Also impacted by the
construction of the interchange was the Pleasant Hill neighborhood, (now Pleasant Hill Historic
District) which was bisected by the construction of I-75 [see Section III.B.3.e.i.(g)].
Macon did not suffer as much structural damage during the Civil War as other cities in Georgia.
Today, the City of Macon has a number of historic resources listed on the NRHP including
thirty-seven (37) houses, twelve (12) historic districts (more than any other city in Georgia), ten
(10) commercial structures, three (3) churches, one (1) National Monument/Traditional Cultural
Property, two (2) archaeological sites, two (2) cemeteries, a railroad overpass, a baseball field, a
11

www.roadsidegeorgia.com/city/macon.html
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bandstand and an apartment building. The majority of these resources are privately owned
residences, however, several of the resources are available for enjoyment by the public such as
the Ocmulgee National Monument/TCP, the Grand Opera House, the Rose Hill and Riverside
Cemeteries, the Sidney Lanier Cottage and the Cannonball House. The Macon community has a
number of historical organizations and neighborhood groups which actively promote the
preservation and revitalization of Macon’s historic neighborhoods and individual structures.
Three of Macon’s historic districts are protected with historic zoning. Historic neighborhoods in
the City of Macon have struggled with issues of gentrification as do other historic neighborhoods
across the nation. Funding of rehabilitation and preservation projects by preservation related
organizations and individual owners continue to be a challenge. Overall Macon sustains a large
and relatively well maintained collection of historic resources.
Specific to the project APE, much of the landscape in the corridor of the I-16/I-75 interchange is
historically significant. Almost immediately after the completion of I-16 in Bibb County, 56%
of the individual historic resources within the vicinity of the I-16/I-75 interchange were added to
the NRHP. The historic districts were not added until the 1980s and 1990s.
Despite the high number of National Register listed properties and districts, there is a noticeable
blight on the Pleasant Hill community since the construction of the interchange. A large number
of parcels are now vacant or condemned. Property values are low due to the residential flight
from the affected area. This area of the Pleasant Hill Historic District was impacted in the early
1960s when I-75 was constructed through the Pleasant Hill neighborhood, bisecting the
neighborhood, and causing irreversible damage to the community.
The proposed project is not anticipated to have a direct or indirect adverse impact to the historic
context of Macon. With the improvement to the interchange along I-16, including improved
signage, the project is expected to improve accessibility to Macon’s historic resources available
for tourism. The one historic resource that will be directly impacted by the proposed project is
the Pleasant Hill Historic District. The Pleasant Hill Historic District will be impacted by the
physical displacement of 32 of its historic structures. Twenty-three (23) contribute to the historic
integrity of the district.
There are no other transportation projects or plans discussed in the Macon-Bibb 2035 LRTP that
will cause an adverse cumulative impact to the historic context of Macon in conjunction with the
I-16/I-75 interchange project. Though the proposed project will cause an increased impact to the
Pleasant Hill Historic District, the first since I-75 was constructed in the 1960’s, it will not be
substantial based on the mitigation that is proposed in the district. Because of the location of this
project in the interior of the neighborhood, the area will not be at risk to redevelop commercially.
The addition of the linear park, landscaping, heritage trail, and other improvements are expected
to have an overall positive influence on the neighborhood, its residents, its future residents, and
the Macon community at large. Since, the I-16/I-75 project will not have direct or indirect
effects to archaeological resources, it is also not anticipated that the I-16/I-75 project will
contribute to cumulative adverse effects on these resources. Therefore the proposed project is not
anticipated to have a substantial cumulative impact to Macon’s historic context given, past,
current, and reasonably foreseeable actions.
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Historic Markers
There is one historic marker located within the APE of the proposed project. A plaque
embedded in the sidewalk noting the historic significance of Emery Highway (Macon-Camp
Wheeler Road) is located on the south side of the Emery Highway, east of Spring Street (refer to
Figure 87: Proposed Improvements in the Area of Macon-Camp Wheeler Road). The proposed
project will not affect the plaque. Proposed construction will take place approximately 250 feet
from the plaque. Implementation of the project will not necessitate the removal of the plaque
from its present location.
4. Section 106 Coordination
Section 106 compliance procedures have been completed for this project. Historic and
archaeological resource surveys for the project corridor were initially completed in 2000. An
AOE was completed in June of 2001. The project was found to have no adverse effect to any of
the identified historic or archaeological resources. An additional archaeological field
investigation to verify any cultural significance of a sited cave was completed in April 2001. No
cultural significance associated with this cave structure was identified during the field survey
(see Appendix C). An updated historic resources survey report which identified Chi-Ches-Ter’s
Pharmacy and an NRHP eligible historic resource was submitted in 2005, and concurrence from
the SHPO was received February 2, 2006 (see Appendix C). An addendum to the archaeological
resources report to cover the expanded project in the Pleasant Hill Historic District was
completed and concurred with by the SHPO in January of 2007. Changes to the Pleasant Hill
Historic District associated with realignment and potential effect to Chi-Ches-Ter’s Pharmacy
were evaluated in an AOE document in May of 2007. The SHPO’s concurrence was received for
the AOE on November 13, 2007 (see Appendix C).
A history survey report addendum was written in March of 2008 identifying Macon-Camp
Wheeler Road as an eligible historic resource within the project APE.
A second AOE
Addendum addressing effects to the Macon-Camp Wheeler Road resource was completed and
approved by the SHPO on June 10, 2008 (see Appendix C). Within the same AOE, changes to
the project in the area of Riverside Cemetery were also discussed. In 2008, plans in the area of
the Pleasant Hill Historic District were altered based on discussions between the Pleasant Hill
neighborhood, the SHPO and the GDOT. A third AOE was written to document proposed
changes in the district based on proposed mitigation. It was approved by SHPO on February 20,
2009 (see Appendix C).
In correspondence dated August 6, 2008 (see Appendix C), the Advisory Council on Historic
Preservation (ACHP) declined to participate in the resolution of adverse effect to the project. A
MOA, stipulating mitigation in the Pleasant Hill Historic District, was signed by the FHWA, the
GDOT and the SHPO in February and March of 2009 (see Appendix C). It was sent to the
ACHP on March 4, 2009, completing compliance responsibilities of the FHWA under Section
106.
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5. Parklands/Recreation Areas/Wildlife Refuges
Based upon field surveys and records research of the project corridor, two public park sites
(Ocmulgee National Monument and the Gateway Park) and one recreational trail [Ocmulgee
Heritage Trail (OHT)] were identified within the project APE.
The specific parks and recreation areas are identified and described in the following sections.
A.

Ocmulgee National Monument/Old Fields TCP

The Ocmulgee National Monument and Old Fields TCP are located along I-16 at the eastern
project terminus, and are presently traversed by the existing interstate facility (see Figure 89:
Ocmulgee National Monument Site). The site, which is maintained as parkland by the NPS,
preserves North American people’s settlement dating back over 12,000 years. Several features
including massive earthen mounds remain at the site today. It is suspected that these earthen
mounds served several purposes in the past including burial sites and ceremonial uses. In 1962
when I-16 was originally constructed through the park site, the NPS granted the GDOT a rightof-way easement in order to complete this construction. The easement agreement defined an
area parallel to the Ocmulgee River, approximately 650 feet wide and 5,300 feet long (see the
Easement Agreement included in Appendix C). However, upon completion of the roadway
construction project, all lands within this easement, except for the approximate 300 feet of rightof-way containing the road and its facilities, reverted back to the NPS.
Existing Visual Conditions
The Ocmulgee National Monument and Old Fields TCP are located along I-16 at the eastern
project terminus, and are presently traversed by the existing interstate facility. The portion of the
resource in the area of the proposed project consists of dense forestation and a grassy slope
directly adjacent to the existing I-16. While the interstate has been a part of the setting since the
1960s, the National Monument has deliberately cultivated trees and undergrowth to act as a
screen between the contributing features and the interstate.
Visual Impact
In the area of the resource, project implementation will consist of the widening of mainline I-16
from two through lanes in each direction to three through lanes in each direction with all
improvements proposed to be in the median. By completing the improvements within the
existing median the existing outer edges of pavement along mainline I-16 will not change. No
landscaping features will be removed or altered.
The existing facility has been and will continue to be an element of the visual character of the
property. The distance from the property to the transportation facility will not change. The
visual character of the surrounding area of the resource has been compromised by modern
commercial and residential development. However, because the additional pavement cannot be
seen from the top of the mounds, the enlargement of the existing transportation facility will not
further compromise the visual character of the property.
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Figure 89: Ocmulgee National Monument Site
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Lighting is planned as part of the project; however, no plans have been developed yet. High
mast lighting will be proposed within the I-16/I-75 interchange and along both I-75 and I-16,
except near residential areas where low level lighting will be provided to avoid light pollution
into the neighborhoods. Lighting will not be provided along I-16 beyond Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard due to the nighttime activities that occur in the Ocmulgee
National Monument. Low-level lighting will also be provided along Second Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard/MLK Jr. Boulevard similar to what presently
exists in these areas.
Change to Visual Quality/Character
Because the work in this area will be completed in the median and no landscaping features will
be removed or altered, there will be no noticeable change to the quality or character of the view
toward the interstate from the Ocmulgee National Monument. Currently, the views from the
park consist of dense woods that even in the winter almost completely block views of the
interstate, although a glimpse of a passing vehicle can be seen if specifically sought out. As part
of the visual assessment an orange balloon was set 14 feet above the highest point of the
proposed I-16/I-75 interchange to represent the height of a semi-truck on the interchange;
however, it was not visible from the top of the Great Temple Mound (see Photo 35, view from
the Great temple Mound and Figure 90).
Viewer Response
Viewer response in this area can be expected to be low because the park visitors will experience
a view that is similar to what they already see, and the changes in pavement width and elevation
will be difficult to perceive.
Resultant Visual Impact
The resultant visual impact is anticipated to be low because the project will not alter the existing
view from the Ocmulgee National Monument. With regard to the proposed lighting throughout
the project, shielding and luminary cutoffs will be incorporated into the lighting design to
minimize the view of the lights from outside of the interstate corridor.
The existing facility has been and will continue to be an element of the visual character of the
property. The distance from the property to the transportation facility will not change. The
visual character of the surrounding area of the resource has been compromised by modern
commercial and residential development. However, because the additional pavement cannot be
seen from the top of the mounds, the enlargement of the existing transportation facility will not
further compromise the visual character of the property.
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Photo 35- Photographer standing on Great Temple Mound facing west towards I-16/
I-75 interchange
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Figure 90: Ocmulgee Viewshed Map
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B.

Ocmulgee Heritage Trail (OHT)

The Ocmulgee Heritage Trail, which currently begins at Gateway Park, proceeds along MLK Jr.
Boulevard and crosses under the Otis Redding Bridge. The trail proceeds along the banks of the
Ocmulgee River under Second Street, Spring Street, and the I-16/I-75 interchange up to Jackson
Springs Park on Glenridge Drive (where this portion currently ends). A portion of the trail also
currently extends under the Otis Redding Bridge on the south side of the river, which has
recently been extended to Central City Park. Other planned phases include extensions into the
Ocmulgee National Monument, and a connection from the south side of the Ocmulgee River at
the I-16/I-75 interchange up to Amerson Water Works Park located on the north side of I-75 (see
Figure 91, Ocmulgee Heritage Trail). There is also a boat ramp and parking area off of Spring
Street where vehicles can park while hiking on the trail or launching a boat onto the river. The
trail is currently owned and maintained by various entities including the City of Macon, Bibb
County, and the Macon Urban Development Authority. In addition to these entities a non-profit
corporation (Ocmulgee Heritage, LLC) has been established to assist with the maintenance,
operation, and future expansions of the overall trail system.
A meeting was held with the Macon-Bibb County Parks and Recreation Department and the
GDOT. The parks department discussed plans to extend the Ocmulgee Heritage Trail from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to Walnut Creek between the
Ocmulgee River and I-16. It was noted that as a part of the project design, the Coliseum Bridge
will be widened to the west in this same area. Widening this bridge to the east was previously
evaluated as an alternative; however, widening to the east will require lifting I-16, which will
necessitate the rebuilding of the Central Georgia rail overpass. This action will cause an adverse
impact on the Ocmulgee National Monument. Therefore in order to avoid impacts to the Central
of Georgia rail over pass and the Ocmulgee National Monument the Coliseum Drive bridge will
be widened to the west.
The proposed improvements along the interstate including the C/D roads, and modified ramps
will avoid impacts to the trail and associated parking area; however, at the points where the trail
crosses under the existing bridges, additional right-of-way will be required in order to construct
the improved bridge structures. The following is an estimate of the additional right-of-way
required at each crossing of the OHT:
Otis Redding Bridge south side - 25 linear feet
Otis Redding Bridge north side - 85 linear feet
Second Street - 45 linear feet
I-16/I-75 interchange - 10 linear feet
See Figures 92-95 which identify the areas where the bridge will be widened over the trail.
In addition to the expanded area of right-of-way required to widen the bridges, the project will
also construct new ramps from EB I-16 to Second Street and Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard that will require 5.67 acres of additional right-of-way from the
property where the existing Ocmulgee Heritage Trail is located. This additional right-of-way
will consist of a variable width of 5 to 100 feet along I-16 from the I-16/I-75 interchange to
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard (see Figures 96 and 97).
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Figure 91: Ocmulgee Heritage Trail
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Figure 92: Ocmulgee Heritage Trail Impact Area, I-16 over Ocmulgee River
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Figure 93: Ocmulgee Heritage Trail Impact Area, Second Street Bridge
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Figure 94: Ocmulgee Heritage Trail Impact Area, Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard
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Figure 95: Ocmulgee Heritage Trail Impact Area/Gateway Park
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Figure 96: I-16 Right-Of-Way from Ocmulgee Heritage Trail (East of Spring Street)
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Figure 97: I-16 Right-Of-Way from Ocmulgee Heritage Trail (West of Spring Street)

323

Although minor amounts of right-of-way will be required from the trail at the areas noted, the
trail will continue to be located beneath the bridge structures within existing GDOT right-ofway, and the proposed project will not affect the use of the trail or change any of its access
points. Although during construction of the project it is likely that the trail may be temporarily
blocked in order to complete required improvements at the bridges. It is estimated that the trail
will be closed at the Second Street Bridge for 24-30 months during Phase I, closed at the I-16
Bridges for 36 months during Phase II, and closed under Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard next to the Gateway Park for 18 months during Phase II. Prior to the
limited temporary closures, the GDOT will implement the following measures to notify the trail
users of this condition:
-A notice will be placed on the GDOT project web page and the OHT web page to clearly
identify the timeframe and specific sections of trail to be temporarily closed.
-Trail closure signs will be placed at all trailheads a minimum of two weeks prior to the
required closure of any sections of the trail. The signs will identify the location of closed
trail sections; the approximate timeframe of trail closure and a telephone contact to obtain
additional information about the temporary trail interruptions.
C.

Gateway Park

Gateway Park is located at the northwest corner of Riverside Drive and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard (see Figure 98: Gateway Park). The park, which was under
construction when environmental studies and preliminary engineering began on the I-16/I-75
project, has been planned by the City of Macon in coordination with the GDOT. Construction of
the 0.9-acre passive park site was completed in the spring of 2001. This site contains a small
amphitheater along the Ocmulgee River with a series of decorative walkways and landscape
areas. In 1999, GDOT indicated that the proposed improvements to I-16 would require at least
15 feet of additional right-of-way from the proposed park site along Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard, and that additional changes may be necessary as the concept
advanced (see Appendix C, Correspondence). Based on the current concept for the proposed
project, a variable width of 10 to 65 feet of additional right-of-way (approximately 0.15 acres)
along Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will be required (see Figure 99).
Also, it should be noted that the existing noise level at this park is 70 dBA. Under the 2036 NoBuild condition, the noise level is predicted to be 71.3 dBA where 66.0 dBA is considered a
noise impact. Under the 2036 Build condition, the noise level will be slightly higher with a 72.5
dBA level. This two and a half (2.5) dBA increase in noise level will not be perceptible to the
human ear.
Since coordination between these two projects has been ongoing, it appears that impacts to this
park site can be handled with an amendment to the joint use agreement. Efforts to minimize
rebuilding portions of the park site will be considered during the design phase of the project;
however, the function or public use of the park will not be compromised in any way.
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Figure 98: Gateway Park
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Figure 99: Right-of-Way from Gateway Park

326

During construction of the project it is likely that portions of the park facilities may be
temporarily closed in order to complete required improvements of the Otis Redding Bridge and
construct the planned roadway improvements at the Riverside Drive/MLK Jr. Boulevard
intersection. It is estimated that the area of the park directly adjacent to Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard will be closed for up to three months while the wider sidewalk
is completed in this area. Prior to this temporary closure, GDOT will implement the following
measures to notify the park users of this condition:
-A notice will be placed on the GDOT project web page, the Bibb County Parks
Department web page, and the Ocmulgee Heritage Trail web page to clearly identify the
timeframe and portions of the park to be temporarily closed.
-Park closure signs will be placed at the site a minimum of two weeks prior to the
required closure of any sections of the park. The signs will identify the approximate
timeframe of park closure and a telephone contact to obtain additional information about
the temporary closure.
D. Parklands/Recreation Areas/Wildlife Refuges-Agency Coordination
A letter was sent from the PATH Foundation to GDOT on March 1, 1999. A request was made
to add an overlook (“bump out”) from the north side of the new Otis Redding Bridge over the
Gateway Park. The aesthetic features of this bridge will be developed through ongoing
coordination with the City of Macon and the CAC. A letter written on December 15, 1999 from
Don Tussing, Senior Planner for the MBP&Z Commission, noted concern of a boat ramp facility
at Spring Street used by the public, though not officially designated as park property.
Unofficially the area was identified as Riverwalk Park. At a February 6, 2001 meeting with
Macon-Bibb County Parks and Recreation and the GDOT, it was noted that the current concept
effectively stayed off of the boat ramp; however the existing pedestrian trail that extends from
Spring Street to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard will be compromised.
Since that 2001 meeting, the boat ramp was incorporated into the Ocmulgee Heritage Trail. The
trail is currently owned and maintained by various entities including the City of Macon, Bibb
County, and the Macon Urban Development Authority. The boat ramp will not be impacted by
the proposed project.
Coordination with the NPS was initiated by an early coordination letter sent on November 22,
1999. A representative from the NPS attended a Resource Agency Coordination meeting held on
March 28, 2000 to discuss the project. A suggestion was made at that meeting to relocate a
railroad bridge being displaced by the project to the Ocmulgee National Monument for reuse as a
pedestrian bridge (the present alignment obviates the need to relocate the bridge). In 2000, James
David, Superintendent of the Ocmulgee National Monument, was selected to serve as a member
of the CAC. At that time, the Initial Concept design for the proposed project reflected impacts to
the Ocmulgee National Monument. Suggestions were made by James David and Guy Lachine,
also of the Ocmulgee National Monument, to alleviate impacts to the site. Successive
alternatives reduced impacts to the resource. The Selected Alternative/Alternative 9 avoids
acquisition of any additional right-of-way from the park site outside of the 300-foot interstate
right-of-way easement by completing all improvements within the existing I-16 median.
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Proposed improvements will not extend beyond the existing maintained interstate footprint
within the park. Additionally, the proposed improvements within this area of existing right-ofway will not impact the site or change the functions of the site in any way.
May 22, 2007 Coordination Meeting
A meeting was held with the Macon-Bibb County Parks and Recreation Department and the
GDOT. The parks department discussed plans to extend the Ocmulgee Heritage Trail from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to Walnut Creek between the
Ocmulgee River and I-16. It was noted that as a part of the project design, the Coliseum Bridge
would be widened to the west in this same area. Widening this bridge to the east away from the
park was previously evaluated as an alternative; however, widening to the east would require
lifting I-16, which would necessitate the rebuilding of the Central Georgia rail overpass. This
action would cause an adverse impact on the Ocmulgee National Monument. The decision was
made to widen the bridge to the west and alter plans in the area of Gateway Park. A number of
mitigation options to Gateway Park were discussed and a feasible plan was chosen by the City.
Plans in the area of the park were restructured to mitigate impacts to the park.
It was noted that driveway access from Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard on the west side of the street will need to be eliminated as the result of the proposed
construction. The City noted that this driveway served as an important service access to the
OHT. Although the driveway cannot be provided on the west side of Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard, it can be provided on the east side of this road where a
service access for Georgia Power and other utility providers currently exists. The GDOT has
committed to modifying this existing service access drive to accommodate access for the OHT
maintenance needs.
Also discussed was an idea to convert a detour bridge, needed to construct improvements at the
I-16/I-75 interchange bridge, to a pedestrian bridge to allow a connection of the trail across the
Ocmulgee River once the project is complete. In that area, the trail could be ramped down from
the bridge to meet ADA standards. Design plans are being completed to incorporate this feature
into the project.
West of the I-16/I-75 interchange, a pinch point was noted by the parks department where the
proposed construction of the OHT will likely be difficult due to the narrow area that will remain
between the Ocmulgee River and I-75. One suggestion was that this section could be
constructed on a boardwalk type structure to minimize potential impacts to the floodway in this
area. It was also suggested that this might be an area where the GDOT could include a small
section of the OHT construction in their proposed project since access to the area after
construction of the I-75 improvements will be more difficult. The plans were redesigned in this
area to provide adequate room for the County’s future OHT development.
At this same meeting, the Pleasant Hill mitigation plan was briefly described. The parks
department asked about NewTown Macon’s request to tie the OHT to the Pleasant Hill area.
Mike Ford of NewTown Macon noted that the request to include this section of trail into the I-16
project had been dropped because the Pleasant Hill community indicated that their first priority
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was to provide mitigation directly in the community. The parks department noted that the City
would still like to pursue adding this section of trail back to the I-16 project and noted the
importance of the trail system connectivity to downtown. It was stated at the meeting that a
possible route could follow under the Riverside Drive Bridge that would separate the pedestrian
and vehicle traffic. Although this trail connection would not be constructed as part of the I-16
project, the GDOT agreed not to preclude the potential future connection by the City.
A letter from the GDOT to the Macon-Bibb Parks and Recreation Department was written
describing the project and its de minimis impacts to the OHT. It was noted in the letter that the
project will not adversely affect the activities, features, and attributes that qualify the Ocmulgee
Heritage Trail for protection under Section 4(f). A concurrence statement in the letter regarding
these findings was signed by the Macon-Bibb County Department of Parks and Recreation and
the Mayor of the City of Macon on October 7, 2008.
A letter from the GDOT to the Macon-Bibb Parks and Recreation Department was also written
with regard to Gateway Park, describing the project and its de minimis impact to the park.
Spelled out in the letter were stipulations regarding notification to the public of closure of the
park during construction. A concurrence statement in the letter regarding these findings was
signed by the Chairman of the Bibb County Board of Commissioners on June 24, 2008.
E. Parklands/Recreation Areas/Wildlife Refuges - Mitigation
Ocmulgee National Monument/Old Fields TCP
No mitigation is proposed for the Ocmulgee National Monument.
Ocmulgee Heritage Trail
In order to construct the new I-16 bridges over the Ocmulgee River it will be necessary to
construct a temporary bridge. As mitigation, the GDOT is proposing to leave this bridge in place
after completion of the roadway construction, which will allow the Ocmulgee Heritage Trail to
utilize the structure as a bike and pedestrian bridge over the river. This will complete a critical
link of the trail system and help the City and its partners reach their goal of connecting Amerson
Water Works Park to the Gateway Park, Central City Park and the Ocmulgee National
Monument. The GDOT will also take on the responsibility of maintaining this new pedestrian
bridge as they will be required to maintain the adjacent I-16 bridges over the Ocmulgee River.
See Table 32 for a summary of proposed mitigation to compensate for the impacts on the OHT.
The GDOT also proposes the following items as mitigation for impacts to the trail:
1) A separate bridge will be constructed from the floodplain on the east side of the
Ocmulgee River up to the new pedestrian bridge (described above). The purpose of this
bridge is to provide pedestrian access up to the new pedestrian bridge without adding
additional earthwork within the regulatory floodway. This structure will be designed
with a steel grated deck to allow floodwaters to pass through it. This structure is shown
on the plans as bridge #17.
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Table 32: Proposed Mitigation for Parks and Recreation Sites
Resource Impact
Ocmulgee Heritage Trail
Temporary construction
related closures of the trail
-Second Street in Phase I
-I-16 Bridges in Phase II
-Coliseum Drive/Martin
Luther King (MLK) Jr.
Boulevard Bridge in Phase II
Eliminate service vehicle
access from west side of
Coliseum Drive/Martin
Luther King (MLK) Jr.
Boulevard
-Phase II
Obtain right-of-way from
trail

Gateway Park
Obtain right-of-way from
park

Temporary construction
related closures of the trail
-Phase II
Construct standard curb at
existing park entrance
(perceived as a safety issue
by the Parks and Recreation
Department)

Proposed Mitigation

Post trail closure signs to notify public well in advance of
temporary closure
Post trail closure notice on the GDOT website, the trail website
and the Macon-Bibb County Parks and Recreation website
Post permanent signage along I-16, Spring Street, and Coliseum
Drive informing drivers of trail access points
Construct new service vehicle access on east side of Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard

Convert the temporary construction bridge to a permanent
pedestrian bridge to carry trail across the Ocmulgee River
Minimize roadway footprint on north side of I-75 in area where
future section of Ocmulgee Heritage Trail is proposed to
connect to Waterworks Park
Construct 10-foot wide sidewalks across Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard to improve
connection of the Ocmulgee Heritage Trail and the Gateway
Park
Construct 10-foot wide sidewalk along east side of Second
Street from Walnut Street to the Macon Centreplex and
Chamber of Commerce
Construct 10-foot sidewalks on Riverside Drive and Walnut
Street over I-75

Construct 10-foot wide sidewalks across Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard to improve
connection of the Ocmulgee Heritage Trail and the Gateway
Park
Post trail closure signs to notify public well in advance of
temporary closure
Post trail closure notice on GDOT website, the trail website and
the Macon-Bibb County Parks and Recreation website
Relocate park entrance away from corner
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2) All existing trail access points will remain at the completion of this project. The
following is a list of the existing access points and a detailed description of how each
would be affected by this project:
Glenridge Drive (within the Shirley Hills Historic District). This access point
will be temporarily closed during construction of the new bridges over the Ocmulgee
River (including construction of the future pedestrian bridge), but will remain inplace post-construction. The period or periods of time that this access point will be
closed will be dependent on how the construction of the project is phased. At a
minimum, it will be closed for approximately 24 months.
Spring Street (between the river and I-16). The existing parking lot, boat ramp,
children’s play area, and trail access off of Spring Street will be unaffected by this
project.
Coliseum Drive (west side of roadway between the river and I-16). This
access point will be reconstructed with retaining walls adjacent to the proposed
interstate ramp to avoid impacts to the floodway (see figure 100).
Gateway Park. Access to the Ocmulgee Heritage Trail from Gateway Park (on
the west side of Coliseum Drive between the river and Riverside Drive) currently
includes a trail underneath the Otis Redding (Coliseum Drive) bridge of the river.
This access point will need to be temporarily closed during reconstruction of the
Coliseum Drive bridge for a period of up to 24 months, but will remain following
completion of the project.
3) Where feasible, the GDOT will design the proposed roadway improvements so as not to
preclude the City from constructing the planned extensions of the trail. The reconstructed
bridges at Walnut Street over I-75, Riverside Drive over I-75, Second Street over the
Ocmulgee River and I-16, and Coliseum Drive over the Ocmulgee River will all include
10-foot sidewalks to enhance access to the OHT and to provide for future expansion of
the trail network.
4) A maintenance driveway will be provided at the I-16/Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard interchange on the eastern side of Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard (see Figure 100).
5) Signage will be added on I-16, Spring Street, and Coliseum Drive to inform drivers of the
Ocmulgee Heritage Trail access points.
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Figure 100: Proposed Ocmulgee Heritage Trail Maintenance Access Road
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Gateway Park
As part of the mitigation for the additional required right-of-way, the GDOT will rebuild all
disturbed areas adjacent to the required right-of-way including landscaping, fencing, sidewalks
and other improvements. This project will not alter the fountain or other functional features of
this park. As part of this project, the GDOT is also proposing to widen the Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard Bridge, which will include 10-foot wide
sidewalks on both sides of the bridge. These wider sidewalks have been included specifically to
benefit the users of the Gateway Park and Ocmulgee Heritage Trail. Refer to Table 32 for a
summary of proposed mitigation to compensate for the impacts on the Gateway Park.
Under current conditions, the existing sidewalk along Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard is located from 0.5-foot to approximately 2 feet above the roadway
pavement surface. Under the proposed improvements, this grade separation will be reduced to
0.5 foot (which is the standard curb height). Based on previous project coordination meetings,
GDOT understands that the Macon-Bibb County Parks and Recreation Department believes that
the existing grade separation helps provide a physical barrier to keep vehicles from accidentally
driving into the fountain. As part of the ongoing project design, GDOT is committed to
providing additional protection of the fountain area from the adjacent roadway in coordination
with the Macon-Bibb County Parks and Recreation Department.
Based upon these conversations between the GDOT and County staff, it was determined that
elimination of the access to the fountain from the corner is the preferred method of mitigating for
the proposed impacts to the park. Therefore, the GDOT has moved forward with design plans to
provide a new access point from Riverside Drive into the park, which will provide access to the
fountain from the interior of the park only.
Indirect Effects
According to the Macon-Bibb County 2035 LRTP, Bibb County is still a major employment
center with the growth occurring in the north east area of the county along I-75 in the area
between Bass Road and Arkwright Road. Also, suburban residential growth is predicted to
continue expanding into adjacent counties while the City of Macon has little to no growth
predicted. Because the area is already mostly built out, new development is limited to infill type
or redevelopment.
Although the proposed project will modify access to the interstate at Spring Street and Second
Street as previously discussed it is not anticipated that these changes will cause an adverse
indirect effect to any of the park or recreation sites located in the project corridor.
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Cumulative Effects
The limits of Bibb County were defined as an appropriate area to assess cumulative impacts to
parks and public recreation areas (see Figure 101). The Macon-Bibb County Parks and
Recreation Department oversees more than fifty (50) park and recreation facilities throughout
Bibb County. In addition, the federal government operates one facility near the project, the
Ocmulgee National Monument. Federal, state, local, and non-profit partners are working
together to establish the Ocmulgee Heritage Trail along the Ocmulgee River from Juliette,
Georgia, to Warner Robbins, Georgia. In the study area, the trail is in various stages of
implementation.
Greater public expenditures would be required to maintain or improve current levels of park and
recreation services in the face of increasing population growth and development. Macon has
plans to continue expanding parks and trails, although the lack of sufficient public funding is
typically what slows plans for park development. When the interstates were originally
constructed through Macon it appears that there were two park and public recreation sites that
were adversely impacted – Baconsfield Park and the Ocmulgee National Monument.
The original construction of I-16 permanently converted a 300-foot wide strip of the Ocmulgee
National Monument to roadway, and modified the natural hydrology thereby constricting the
overland flow to the Ocmulgee River. Although this constriction was an adverse impact to the
floodplain associated with the Ocmulgee River it also provided an improved wetland habitat
within the Ocmulgee National Monument. The NPS highlights this wetland area as one of the
main nature areas of the park and recently constructed a new boardwalk which crosses 800 feet
of this emergent wetland. The construction of I-16 also cut off the connection between the main
area of the Ocmulgee National Monument and the Ocmulgee River. Currently, one trail
maintained by the NPS provides a connection, between the River and the Monument under the I16 Bridge over Walnut Creek, which will not be impacted by the proposed project. In order to
minimize the impacts to the Ocmulgee National Monument the proposed improvements will be
constructed within the existing median, which will avoid the need to obtain additional property
from the NPS site.
When I-16 was originally constructed, a large area of land located east of the Shirley Hills
community and south of Nottingham Drive (approximately 80 acres) was known as Baconsfield
Park. Based upon a review of an aerial photo taken at the time I-16 was being constructed a
baseball field and a large open area was identified at the site. Approximately 20 acres of the site
was converted to right-of-way for the I-16 project, although it appears that most of the open area
and baseball field were not impacted by I-16 (refer to Figure 50). Historic records indicate that
the area was reclaimed by the donating family after a dispute over segregation. Today, the area
that was once Baconsfield Park is a shopping center with a Kroger grocery store that caters to
Macon and the region. Behind the shopping center are several condominium complexes and new
office parks, including a government office building. Since Baconsfield Park no longer exists
the proposed project will not contribute to cumulative impacts to the park.
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Figure 101: Cumulative Effects Area for Parks
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Both Gateway Park and the OHT were completed within the last five to seven years and were
developed with the knowledge that the proposed I-16/I-75 improvement project would
potentially impact these park and recreational facilities further. Considering the impacts as
described previously, and implementation of the proposed mitigation, it is anticipated that the
proposed I-16/I-75 Interchange Improvement project will only contribute to adverse cumulative
effects to parks in a minor fashion.
6. Section 4(f) Applicability
Section 4(f) of the Department of Transportation Act of 1966, as amended and subsequently
recodified, is applicable to a federal transportation project when construction of the project will
result in temporary or permanent use of publicly owned land that is detrimental to the function of
the resource (see Table 33). Section 4(f) specifically applies to publicly owned recreation land,
parkland, and wildlife/waterfowl refuges that are open to the public, as well as to public and
private historic sites. The FHWA may not approve the use of land from a significant publicly
owned park, recreation area, or wildlife and waterfowl refuge, or any significant historic site,
unless a determination is made that:
There is no feasible and prudent alternative to the use of land from the property; and
The action includes all possible planning to minimize harm to the property resulting from
such use.
The proposed project will require a minimal amount of right-of-way from within the boundary of
Gateway Park and from the OHT. Charles W. Bishop, Chairman of the Bibb County Board of
Commissioners and the official with jurisdiction over the Gateway Park, has concurred that the
project will not have an adverse effect on the park (see Appendix C). J. Larry Fortson, Chairman
of the Bibb County Board of Commissioners and Robert A. B. Reichert, Mayor of the City of
Macon (the officials with jurisdiction over the Ocmulgee Heritage Trail), have concurred that the
project will not have an adverse effect on the trail (see Appendix C). Therefore, according to
6009(a) of SAFETEA-LU, the proposed project will have a “de minimis” impact on these
properties and no Section 4(f) Evaluation is required.
It has been determined that the project will not require use of land from the Shirley Hills Historic
District, the East Tennessee, Virginia, and Georgia Railroad, Rose Hill Cemetery, the East
Macon Historic District, the Central of Georgia Railroad, the Ocmulgee National
Monument/Ocmulgee Old Fields Traditional Cultural Property, the Macon Railroad Industrial
Historic District, the Macon Historic District, the Vineville Historic District, Macon-Camp
Wheeler Road, or Chi-Ches-Ter’s Pharmacy; which avoids the need for a Section 4(f) Evaluation
of these resources. Although the Selected Alternative will require property from the Riverside
Cemetery, the property acquisition will occur on the west side of I-75, which is the non-historic
side of the cemetery. However, implementation of the Selected Alternative/Alternative 9 will
require the acquisition of property from the Pleasant Hill Historic District. Therefore, a Section
4(f) Evaluation has been included for this resource (see Section IV, Section 4(f) Evaluation).
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Table 33: Summary of Effects to Section 4(f) Resources
RESOURCE
Shirley Hills Historic District
Ocmulgee National Monument/Ocmulgee Old Fields
Traditional Cultural Property
East Tennessee, Virginia & Georgia Railroad
Riverside Cemetery
Rose Hill Cemetery
East Macon Historic District
Central of Georgia Railroad
Macon Railroad Industrial Historic District
Macon Historic District
Pleasant Hill Historic District
Vineville Historic District
Chi-Ches-Ter’s Pharmacy
Macon-Camp Wheeler Road
Ocmulgee Heritage Trail
Gateway Park

EFFECT
No Adverse Effect
No Adverse Effect

4(F) Impact?
No
No

No Effect
No Adverse Effect
No Effect
No Effect
No Effect
No Effect
No Effect
Adverse Effect
No Effect
No Effect
No Adverse Effect
No Adverse Effect
No Adverse Effect

No
No
No
No
No
No
No
Yes
No
No
No
de minimis finding
de minimis finding

D. Effects on the Natural Environment
1. Water Quality/303(d) List
Sections 305(b) and 303(d) of the Clean Water Act of 1972, as amended, provide a federal
requirement to catalogue streams with impaired water quality. Section 303(d) catalogues water
quality by the ability of a stream to support its designated use (e.g., fishing, recreation, water
supply, etc.). The 303(d) list, as it is commonly known, classifies water bodies as “supporting,”
“partially supporting,” or “not supporting” their designated uses. In general, those streams listed
as partially supporting or not supporting have a lower overall level of water quality than those
streams listed as supporting.
The proposed improvements will roughly parallel the Ocmulgee River from the Pierce Avenue
interchange, east to the I-16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
interchange. The entire project area drains into the Ocmulgee River via ten perennial streams
and one intermittent stream. The project is located in Water Quality Management Unit 0503
(west of the Ocmulgee River) and Water Quality Unit 0504 (east of the Ocmulgee River). The
GDNR classifies the use of the Ocmulgee River as "drinking water" and the remaining streams
in the project area as “fishing”. There are two surface water intakes in the project area. One is
located on the west bank of the Ocmulgee River across from the confluence of Walnut Creek
south of the eastern terminus of the project. The second is located on the west bank of the
Ocmulgee River on the northeast side of I-75 between the I-16/I-75 interchange and the I75/Pierce Avenue interchange.
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The Ocmulgee River (stream 11B) and Walnut Creek (stream 25) are listed on the Section
303(d) list of impaired waters. Under Section 303(d) of the Clean Water Act (CWA), states are
required to identify polluted water bodies and submit a list of these waters to the Environmental
Protection Agency (EPA). The Ocmulgee River is listed as a 303(d) water because it does not
meet water quality standards due to high levels of lead and fecal coliform. Additionally, a fish
consumption advisory has been issued for the river, which identifies limits on maximum number
of fish that should be consumed for health reasons related to the levels of potential contamination
in the fish. Walnut Creek is listed due to biological criteria and fecal coliform. The potential
sources of pollution for both the Ocmulgee River and Walnut Creek include urban runoff/urban
effects and municipal facilities. The EPA requires states to set priorities for the restoration of
these polluted waters. Additionally, Section 303(d) waters are designated by the United States
Army Corps of Engineers (USACE) as primary priority under the USACE Standard Operating
Procedure for Compensatory Mitigation (SOP). According to the SOP, impacts to primary
priority waters should be “rigorously avoided or minimized.”
The construction of roads and highways contributes to non-point sources of pollution. The most
visible impacts of roads and highways are construction-related; but impervious surfaces, such as
completed highways, generate increased storm water runoff and can cause a degradation of water
quality in areas where streams are affected by soil erosion. Minor direct impacts may occur to
the waters due to construction activities and necessary fill material being placed into the waters.
Pollutant loads and the concentrations of surface water runoff will likely increase from existing
conditions to post-project conditions. Motor vehicle traffic in general can be expected to
introduce more heavy metal (lead, copper, and zinc) residuals and oil and grease into surface
water runoff, but fecal coliform bacteria levels generally do not increase from this type of
project. The construction of C/D lanes, additional travel lanes on the main line interstates, and
additional or widened bridge structures will also increase impervious surfaces, which in turn
causes additional storm water runoff to flow into the adjacent waters.
It is estimated that the pavement surface will be more than doubled under the Build condition
since the project includes widening of the mainline interstates and the addition of multiple CD
lanes over most of the project length. Under the existing conditions no water quality measures
were incorporated into the original construction of I-16 or I-75 within the project area. For
example, storm water runoff is currently not collected on the bridge structures over water and it
is permitted to discharge directly to the waters below. Also this project is being constructed
within a highly developed urban area rather than on new location through an undisturbed forest
or other intact large natural area. Although it is difficult to quantify the direct impacts to water
quality, it is anticipated that the Selected Alternative/Alternative 9 will have a direct adverse
effect that could result in additional pollution in area streams, thus continuing to degrade water
quality. However, when considering the proposed mitigation (described below) developed to
address temporary construction related impacts and the permanent increase in impervious
surface, it is anticipated that the adverse effects to water quality will be minor.
Mitigation
During the construction phase, the project will be expected to produce some increased siltation
within wetlands and streams; however, with proper soil and sediment erosion control measures
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this siltation will be kept to a level that is not detrimental to water quality. Environmental harm
will be minimized by BMPs for sedimentation, erosion and hydrologic control measures,
including the following:
Preservation of roadside vegetation beyond the limits of construction, where possible.
Early revegetation of disturbed areas so as to minimize soil erosion.
The use of slope drains, detention/retention structures, surface, subsurface, and crossdrains, designed as appropriate or needed, so that discharge will occur in locations and in
such a manner that adverse impacts to surface and subsurface water quality will be
minimized (outlets may require aprons, bank protection, silt basins, and energy
dissipaters).
Inclusion of construction features for control of predicted erosion and water pollution in
the plans, specifications, and contract pay items (Georgia Standard Specifications of
Transportation Construction – 2001, Section 160 through 171 and 700 through 720
identify the pollution control measures which may be used).
Dumping of chemicals, fuels, lubricants, bitumens, raw sewage, other harmful waste into
or alongside of streams or impoundments, or into natural or man-made channels leading
thereto, will be prohibited.
Compliance with terms of the National Pollutant Discharge Elimination System (NPDES)
permit for construction activities to include preparation and submittal of project Notice of
Intent (NOI) and Notice of Termination (NOT). The NPDES permit also requires
preparation and implementation of an Erosion, Sedimentation, and Pollution Control Plan
as well as a Comprehensive Monitoring Program. Best management practices outlined in
the Erosion, Sedimentation, and Pollution Control Plan must be consistent with, and no
less stringent than practices set forth in the Manual for Erosion and Sedimentation
Control in Georgia (1999).
To limit the potential for stream sedimentation during project construction, temporary erosion
control measures will be clearly shown on the design plans and implemented as committed
during construction. Controlling stream sedimentation during construction is important because
of the decrease in water quality that occurs with the increased water turbidity (or volume of
suspended content) from sediment being deposited in streams or lakes. When turbidity
increases, the biochemical oxygen demand of aquatic life increases at the same time that the
dissolved oxygen content supporting aquatic life decreases. This trend can make it difficult for
many aquatic organisms to survive in conditions of elevated turbidity. In addition to water
quality impacts, increased sedimentation leads to the degradation of stream/lake bed habitat.
A variety of temporary erosion and sedimentation control measures will be used during project
construction. These may include the use of berms, dikes, dams, sediment basins, fiber mats,
netting, gravel, mulches, grasses, slope drains, and other erosion control devices or methods, as
applicable. The temporary provisions will be coordinated with permanent erosion control
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features (such as re-vegetation) insofar as practical to assure economical, effective, and
continuous erosion control throughout the construction and post-construction periods. All
temporary and permanent erosion control features will be planned and implemented according to
the Manual for Erosion and Sedimentation Control in Georgia (1999) and the Federal-Aid
Policy Guide, Part 650, Subpart B.
Direct impacts to the Ocmulgee River will be minimized by including storm water collection
systems on all proposed bridge structures over the river. These storm water collection systems
will divert runoff away from the river. Water quality recharge basins will also be added at select
locations in order to provide additional treatment of the runoff before being discharged to
adjacent water areas. The location and number of basins to be constructed will be determined as
part of final design. Storm water impacts to Walnut Creek will also be minimized by completing
construction within the existing right-of-way of I-16 within the Ocmulgee National Monument.
In this area of the project between the eastern terminus and the Central of Georgia Railroad, a
small grassed median will remain upon completion of construction. It is proposed to maintain
this area as a grass swale to allow runoff to be filtered prior to collection and then discharged to
the Ocmulgee River.
In summary, while conventional non-point source runoff will increase with the Selected
Alternative/Alternative 9, degradation of water quality within the project area will be minimized
through the use of the various storm water management techniques as described previously.
Indirect Effects
The effects of various changes in land use and land cover, including the types and degrees of
contamination found in urban watersheds, are major contributors to watershed degradation. Any
indirect effects to waters as a result of project construction will be associated with changes in
potential development or land use as a result of the project. The area evaluated for potential
indirect effects to waters is the same area evaluated for potential land use changes, which was
identified in Figure 19. Because the changes to land use and development as a result of the
proposed I-16/I-75 project are anticipated to be minimal, adverse indirect effects to waters are
also anticipated to be minimal.
The proposed project will be constructed in an area that is already highly urbanized, and runoff
from the proposed project will continue to recharge into adjacent upland areas or flow to existing
storm water systems rather than discharging directly to streams or wetlands. Although the
proposed project will not provide new access to the interstates, access to I-16 EB at Spring Street
will be eliminated, and full access to I-16 at Second Street will be created. These proposed
changes to interstate access are not anticipated to result in land use changes, mainly because the
areas are already densely developed or are restricted by the location of the Ocmulgee River and
its associated floodplain. The project will not provide areas for future development that could
not already be developed. On the north side of I-16 between Spring Street and Martin Luther
King Jr. Boulevard there are some areas, such as the Bibb Mill site, that were previously
developed and thus where redevelopment may occur. Currently the entire site is covered with
structures or asphalt, thus all storm water leaves the site as runoff. A mixed-use development is
potentially planned for the site. Any redevelopment of the site will require compliance with
340

Macon and Bibb County development ordinances, which will require treatment of storm water.
It is also not likely that the construction of the proposed project will alter the development
patterns within the project area of influence. Therefore, it is anticipated that indirect impacts as a
result of project construction, such as increased sedimentation of streams in the project area of
influence or increased nonpoint source pollution will be minimal.
Cumulative Effects
The project alignment of I-16/I-75 crosses through sub-area watersheds of the Ocmulgee River
and Walnut Creek. The area of potential cumulative effect analysis for the Ocmulgee River
includes Bowman’s Branch, and Vineville Branch on the south side, and several unnamed
tributaries on the north side. The area of potential cumulative effect analysis for Walnut Creek
includes the sub-area watershed up to Dry Bone Creek, which extends to the north into Jones
County. See Figure 102, which depicts these watershed areas relative to the proposed project
area. Water quality has been heavily influenced by years of development within the various
watersheds of the project area including the original construction of both I-75 and I-16 beginning
in the early 1960s. Urban areas with large parking lots, rooftops, and lawn care practices have
allowed vast amounts of nonpoint source pollution and sedimentation to flow into area streams.
Over time, this pollution has degraded water quality throughout the project area.
Based upon a review of the USGS quad maps for this area it is evident that the majority of
development in these watersheds was actually completed prior to construction of the interstate.
See Figure 102, which identifies the main areas of development that occurred in the affected
watersheds since construction of the interstate. Most of these development areas would likely
have occurred even if the interstates had not been constructed in this area of Macon. The one
area of development that most likely would not have occurred without the construction of I-16 is
the area between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, Broad Street, and
Spring Street where the Macon Coliseum, Coliseum Medical Center, and the Bibb County
Health Department complex are located. Although this was previously a developed urban area,
the existing development contains substantially more impervious area than was previously
associated with this area. Urban run-off is being considered as the cause for non-compliance
with designated uses in listed waterways.
New projects that would add impervious surface to the existing conditions, such as roadway
projects in the 2035 LRTP, the Bibb Mill redevelopment plan, and other infill land development
in the study area, would be required to follow Macon and Bibb County guidelines and implement
best management practices (BMPs) to treat or contain storm water according to GDOT
guidelines. These requirements are intended to prevent further degradation to water quality by
future actions.
The existing interstates are proposed to be improved within developed watersheds that already
have degraded water quality. The potential project impact area within each watershed is small. It
is anticipated that indirect impacts, such as increased sedimentation downstream from the
construction site and increased nonpoint source pollution from the finished road will be minimal.
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Figure 102: Watershed Cumulative Effects Area With Development
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Past construction in the effected watersheds including construction of the interstates and some
development induced by this construction have cumulatively contributed to cause adverse
impacts to water quality in the study area.
Currently there are no water quality features incorporated into the existing roadways in the
project corridor. As part of the project design, storm water runoff from the new roadway will be
diverted to management systems where feasible, including swales, recharge trenches and
sediment basins, prior to being discharged to adjacent streams and wetlands. The design of the
project will implement BMPs that are designed to minimize impacts to water quality.
2. Waters of the U.S.
The proposed project corridor has been surveyed with respect to involvement with Waters of the
U.S. as required by the provisions of Executive Order 11990 and subsequent federal regulations.
Wetlands and Streams
Although wetlands were given special consideration during the location of this project, 6 wetland
impact sites were identified during environmental field surveys. All areas adjacent to the
Selected Alternative/Alternative 9 were surveyed for jurisdictional areas.
The characteristics and impacts associated with jurisdictional waters located within the survey
area of the proposed project are described below. Jurisdictional waters have been categorized as
either wetlands and open waters or riverine systems. Research and field surveys revealed that
implementation of the proposed project will result in approximately 5.46 acres of wetland
impacts and approximately 2,780 linear feet of stream impacts. A complete ecology report and
addenda are on file at GDOT.
Wetlands
Sixteen wetland sites were identified during environmental field surveys (see Figures 103-104,
Jurisdictional Waters Location Maps). Wetland locations were determined using the guidelines
for delineating jurisdictional wetland boundaries given in the 1987 Corps of Engineers Wetlands
Delineation Manual. The USACE manual requires positive evidence of the following three
criteria:
1. Prevalence of hydrophytic vegetation;
2. Hydric soils; and
3. Permanent or periodic inundation or saturation.
Field surveys revealed that implementation of the proposed project will result in an estimated
5.46 acres of wetland impacts. Wetland characteristics and estimated impacts are summarized in
Table 34 and in the following section. Figures 103 and 104 depict the location of delineated
wetlands and open waters within the survey corridor. Impact minimization and avoidance
measures are discussed in detail. Wetland data forms are included in Appendix C of the Ecology
Report (on file at GDOT). All impacts identified and reported below are based on the most
recent concept plans.
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Figure 103: Jurisdictional Waters Location Map 1 of 2
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Figure 104: Jurisdictional Waters Location Map 2 of 2
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Table 34: Summary of Wetland and Open Water Impacts
Site

Cowardin
Classification

W2

PFO1E

W3

PFO1E

W4

PFO1E &
PEM1Fb

W7

PFO1E

W7a

PFO1E

W9

PFO1E

W9a

PFO1E

W10

PFO1E

W12

PSS1F

W14

PFO1E

W16

PFO1E

W17

PEM1H

W18

PEM1F

W19

PFO1E &
PEM1F

W22

PSS1E

W24

PFO1E &
PEM1H

Water Regime
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Semi-permanently
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Permanently flooded
Semi-permanently
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated
Seasonally
flooded/saturated &
Permanently flooded

Drainage
Association

HUC #

Wetland or Open
Water Description

Original Permanent
Impacts (ac)*

Area (ac) of
Temporary
Impact

Area (ac) of
Permanent
Impact

Ocmulgee

03070103

Palustrine forested

0

0

0

Ocmulgee

03070103

Palustrine forested

0

0

0

Ocmulgee

03070103

Palustrine, forestedemergent

0.73

0

0

Ocmulgee

03070103

Palustrine forested

0.17

0

0.0

Ocmulgee

03070103

Palustrine forested

Unknown

0

0.0

Ocmulgee

03070103

Palustrine forested

0.78

0

4.4/fill

Ocmulgee

03070103

Palustrine forested

Unknown

0

0.0

Ocmulgee

03070103

Palustrine forested

0.07

0

0.03/fill

Ocmulgee

03070103

Palustrine scrub/shrub

0

0

0.22/fill

Ocmulgee

03070103

Palustrine forested

0

0

0

Ocmulgee

03070103

Palustrine forested

0

0

0

Ocmulgee

03070103

Palustrine emergent

0

0

0

Ocmulgee

03070103

Palustrine emergent

0.74

0

0.55/fill

Ocmulgee

03070103

Palustrine emergent

0

0

0.26/fill

Ocmulgee

03070103

Palustrine scrub/shrub

0.02

0

0

Ocmulgee

03070103

Palustrine, forestedemergent

0

0

0

* Ecology Report Addendum 2008

TOTAL IMPACTS
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5.46 ac

W2
Wetland W2 is an approximately 0.5-acre hardwood forested wetland (PFO1E)12 located on the
northeast side of I-75, between wetland site W4 and Pierce Avenue (see Figure 103). This site is
associated with Bowman Branch. The site is located outside the proposed construction limits;
therefore, implementation of the proposed project will not impact the wetland.
This wetland is considered moderate quality, providing several wetland functions including
capacity for floodwaters, wildlife habitat, and sediment/toxicant retention of roadside pollutants.
Dominant vegetation includes sycamore (Platanus occidentalis), red maple (Acer rubrum), black
willow (Salix nigra), green ash (Fraxinus pennsylvanica), soft rush (Juncus effusus), sedge
(Carex sp.), and giant cane (Arundinaria gigantea). Hydrology indicators include inundated and
saturated soils, watermarks, drift lines, and sediment deposits. Hydric soil indicators include
low-chroma colors, reducing conditions, aquic moisture regime, and soils listed on local and
national hydric soil lists.
W3
Wetland W3 is an approximately 0.73 acre forested wetland (PFO1E) located along a storm
water drainage ditch that runs between I-75 and Riverside Drive, just east of the Pierce Avenue
interchange (see Figure 103). Because Riverside Drive is located so close to the interstate in this
area, the proposed construction will occur on the north side of the interstate; therefore,
implementation of the proposed project will not impact the wetland.
This wetland is considered low quality due to its proximity to I-75 and Riverside Drive. The site
provides some wetland functions including sediment/toxicant retention of roadside pollutants.
Dominant vegetation includes sweetgum (Liquidambar styraciflua), red maple, black willow,
green ash, soft rush, sedge, and giant cane. Hydrology indicators include saturated soils,
drainage patterns, and water-stained leaves. Hydric soil indicators include reducing conditions
and concretions.
W4
Wetland W4 is an approximately 3.5 acre beaver impounded, forested, and emergent wetland
(PFO1E & PEM1Fb) located on the northeast side of I-75, east of Pierce Avenue (see Figure
103). This site is associated with Bowman Branch, which drains into the Ocmulgee River less
than a half mile from the site. Impacts to this wetland will be avoided by the construction of a
retaining wall along 1-75 NB.
Available space for the construction of improvements is extremely limited in this area. Riverside
Drive closely parallels the interstate on the southwest side, limiting the ability to shift the
improvements in that direction. Wetland W4 is located adjacent to stream S1, which runs
directly parallel to the northeast side of the interstate. Constructing a retaining wall at this
location will avoid impacts to the wetland.

12

PFO1E is a description of wetlands that follows the Cowardin Classification system. In this case it is the
designation for a Palustrine Forested, Broad-Leaved Deciduous, Seasonally Flooded Wetland.
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This wetland is considered moderate quality, providing several wetland functions including
capacity for floodwaters, wildlife habitat, and sediment/toxicant retention of roadside pollutants.
Dominant vegetation includes sycamore, red maple, black willow, green ash, soft rush, sedge,
arrow arum (Peltandra virginica), and swamp smartweed (Polygonum hydropiperoides).
Hydrology indicators include inundated and saturated soils, drainage patterns, and drift lines.
Hydric soil indicators include gleyed soils, sulfidic odor, aquic moisture regime, and soils listed
on local and national hydric soils lists.
W7 and W7A
Wetland W7 is an approximately 4.0 acre palustrine, forested wetland (PFO1E) located adjacent
to the Ocmulgee River on the north side of I-75 (refer to Figure 103). The site is associated with
two small tributaries of the Ocmulgee River and another small wetland area (site W7A).
Wetland W7A is an approximately 0.5-acre site located on the south side of Riverside Drive
adjacent to the westernmost of the two tributaries. Wetland W7 and W7A are located outside
the proposed construction limits and will, therefore, not be impacted.
This wetland is considered moderate quality, providing several wetland functions including
capacity for floodwaters, reduction of erosive forces, wildlife habitat, and sediment/toxicant
retention of roadside pollutants. Dominant vegetation includes sycamore, red maple, and black
willow. Hydrology indicators include inundated soils, watermarks, drift lines, drainage patterns,
and water-stained leaves. Hydric soil indicators include reducing conditions, aquic moisture
regime, and concretions.
W9 and W9A
Wetland W9 is an approximately 7.5 acre palustrine, forested wetland (PFO1E) located adjacent
to I-75, just west of the I-16/I-75 interchange (refer to Figure 103). The site is associated with a
small tributary of the Ocmulgee River that extends from the river, under I-75, through the
western portion of wetland W9, under the Norfolk Southern Railroad and out of the project area.
An associated smaller wetland area (site W9A) is an approximately 0.4 acre site located along
this tributary on the south side of the railroad tracks. Wetland impacts to wetland W9 are
estimated to be 4.4 acres. Wetland W9A is located outside the proposed construction limits and
will, therefore, not be impacted by the project.
Because of geometric improvements in response to the FHWA policy that all access points on
the interstate mainline should occur to the driver’s right side, avoidance of W9 was not possible.
In order to adhere to these federal guidelines, the gore for Ramp ISE was moved significantly to
the north and shifted to the right side of I-75 SB, which must now bridge up and over the
proposed ramp. The shifting of Ramp ISE to the right side of I-75 SB resulted in the impacts to
wetland W9. The construction limits have been minimized as much as possible in this area to
minimize impacts to wetlands; however, total avoidance of wetland impacts is not feasible.
This wetland is considered low quality due to its location between the interstate and the railroad.
The site provides some wetland functions including capacity for floodwaters, wildlife habitat,
and sediment/toxicant retention of roadside pollutants. Dominant vegetation includes sycamore,
red maple, and black willow. Hydrology indicators include inundated soils, watermarks, drift
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lines, sediment deposits, drainage patterns, and water-stained leaves. Hydric soil indicators
include reducing conditions, aquic moisture regime, and concretions.
W10
Wetland W10 is an approximately 5.0 acre palustrine, forested wetland (PFO1E) located within a
slight oxbow of the Ocmulgee River, on the northeast side of the I-16/I-75 interchange (refer to
Figure 103). Wetland impacts at this location are estimated to be 0.03 acre.
This wetland is considered moderate quality and provides several wetland functions including
capacity for floodwaters, reduction of erosive forces, wildlife habitat, and sediment/toxicant
retention of roadside pollutants. Dominant vegetation includes sycamore, red maple, soft rush,
and jewelweed (Impatiens capensis). Hydrology indicators include inundated soils, watermarks,
drift lines, sediment deposits, drainage patterns, and water-stained leaves. Hydric soil indicators
include low-chroma colors, reducing conditions, concretions, and aquic moisture regime.
W12
Wetland W12 is an approximately 0.4 acre isolated, scrub/shrub wetland (PSS1F) located in the
center of the I-16/I-75 interchange and adjacent to the Norfolk Southern Rail line (refer to Figure
103). The proposed project will excavate approximately 0.22 acre of this wetland and convert it
to a stormwater recharge area.
This wetland is considered low quality due to its proximity to the I-16/I-75 interchange and
Norfolk Southern Railroad.
The site provides some wetland functions including
sediment/toxicant retention of roadside pollutants. Dominant vegetation includes sycamore, red
maple, soft rush, sedge, and bulrush (Scirpus cyperinus). Hydrology indicators include
inundated soils, drainage patterns, and water-stained leaves. Hydric soil indicators include
reducing conditions and concretions.
W14
Wetland W14 is an approximately 2.5 acre palustrine, forested wetland (PFO1E) located on the
south side of the I-16/I-75 interchange (refer to Figure 103). This site lies adjacent to Vineville
Branch (stream S15), which drains into the Ocmulgee River approximately 400 feet upstream of
the site. To avoid impacts to this wetland, a retaining wall to limit fill slopes will be constructed.
Therefore, implementation of the proposed project will not impact this wetland.
This wetland is considered low quality due to heavy human-induced sedimentation. The site
provides some wetland functions including capacity for floodwaters, wildlife habitat, and
sediment/toxicant retention of roadside pollutants. Dominant vegetation includes sycamore,
sweetgum, Chinese privet, and tag alder (Alnus serrulata). Hydrology indicators include
saturated soils and drift lines, and hydric soil indicators include low-chroma colors and reducing
conditions.
W16
Wetland W16 is an approximately 0.02 acre palustrine, forested wetland (PFO1E) located on the
south side of the I-16/I-75 interchange, near the Vineville Branch/Ocmulgee River confluence
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(refer to Figure 104). This site is located outside the proposed construction limits. Therefore,
implementation of the proposed project will not impact this wetland.
This wetland is considered moderate quality, providing several wetland functions including
capacity for floodwaters, reduction of erosive forces, and wildlife habitat. Dominant vegetation
includes sycamore, red maple, green ash, and giant cane. Hydrology indicators include saturated
soils and water-stained leaves. Hydric soil indicators include low-chroma colors and reducing
conditions.
W17
Wetland W17 is an approximately 0.3 acre emergent wetland (PEM1H) located on the northeast
side of I-16 between Spring Street and the I-16/I-75 interchange, at the mouth of a storm water
drainage culvert and within a power line easement (refer to Figure 104). This site is located
outside the proposed construction limits; therefore, implementation of the proposed project will
not impact this wetland.
This wetland is considered low quality due to its location adjacent to the interstate and within a
power line easement. The site provides some wetland functions including sediment/toxicant
retention of roadside pollutants. Dominant vegetation includes tag alder, soft rush, cattail (Typha
angustifolia), sedge, bulrush, yellow flag (Iris pseudacorus), and southern blue flag (Iris
virginica). Hydrology indicators include inundated soils, drainage patterns, and drift lines.
Hydric soil indicators include gleyed soils and sulfidic odor.
W18
Wetland W18 is an approximately 1.0 acre palustrine, emergent wetland (PEM1F) located
adjacent to the northeast side of I-16 between Spring Street and the I-16/I-75 interchange (refer
to Figure 104). The wetland is long and narrow, running adjacent to I-16 for approximately
1,700 feet. The site is bounded by the interstate to the southwest and a commercial/residential
development to the northeast. Wetland impacts at this location are estimated to be 0.55 acre.
Alternatives were considered to avoid wetlands at this location; however, constructing the
improvements on elevated structure in this area would not be cost effective as this is a low
quality wetland that has been previously impacted by the existing interstate and adjacent
commercial development. Shifting construction to the southwest would not be feasible as this
would result in significant impacts to the floodplain of the Ocmulgee River.
Wetland W18 is considered low quality due to its proximity to the interstate and commercial
development. The site provides some wetland functions including sediment/toxicant retention of
roadside pollutants. Dominant vegetation includes tag alder, soft rush, cattail, sedge, and white
arum (Peltandra sagittifolia). Hydrology indicators include inundated and saturated soils, drift
lines, and sediment deposits. Hydric soil indicators include low-chroma colors and reducing
conditions.
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W19
Wetland W19 is an approximately 0.4 acre forested and emergent wetland (PFO1E & PEM1F)
located adjacent to the southwest side of I-16 between Spring Street and the I-16/I-75
interchange (refer to Figure 104). To minimize impacts to this wetland site as well as to the
Ocmulgee River floodplain, a retaining wall will be constructed to limit the fill slopes. As a
result, approximately 0.26 acre of this wetland will be impacted.
Wetland W19 is considered low quality due to its proximity to the interstate and heavy sediment
accumulation. The site provides some wetland functions including sediment/toxicant retention
of roadside pollutants. Dominant vegetation includes sycamore, red maple, cattail, soft rush, and
jewelweed. Hydrology indicators include inundated soils, watermarks, drift lines, sediment
deposits, drainage patterns, and water-stained leaves. Hydric soil indicators include reducing
conditions and concretions.
W22
Wetland W22 was an approximately 1.8 acres scrub/shrub wetland (PSS1E) located adjacent to
the Ocmulgee River on the southwest side of I-16 between Second Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. The site was located within the floodplain of
the Ocmulgee River and is associated with stream S21. In the original ecology report the project
would have impacted 0.02 acre of this palustrine scrub/shrub wetland (PSS1E). During the 2006
fieldwork, it was discovered this wetland had been filled along with stream S21 during the
construction of a multi-use trail along the Ocmulgee River.
W24
Wetland W24 is an approximately 50-acre hardwood forested and emergent wetland (PFO1E &
PEM1H) located within the Ocmulgee National Monument on the northeast side of I-16, east of
the I-16/I-75 interchange (see Figure 104). The wetland lies within the floodplain of the
Ocmulgee River and Walnut Creek and is bordered on the northeast by Walnut Creek. The
proposed project has been modified to avoid impacts to this site. Construction adjacent to the
National Monument will be limited to existing interstate right-of-way. Therefore,
implementation of the proposed project will not impact this wetland.
This wetland is considered high quality, providing many wetland functions including excellent
fish and wildlife habitat for protected and migratory species. As this is an expansive wetland
area, dominant vegetation varies throughout the site. Some dominant tree species include red
maple, black willow, sweetgum, sycamore, river birch (Betula nigra), green ash, silky dogwood
(Cornus amomum), and water oak (Quercus nigra). Dominant herbaceous species include sedge,
soft rush, bulrush, lizard’s tail (Saururus cernuus), Pennsylvania smartweed (Polygonum
pensylvanicum), and false nettle (Boehmeria cylindrica). Hydrology indicators include
inundated and saturated soils, watermarks, drainage patterns, and water-stained leaves. Hydric
soil indicators include gleyed and low-chroma colors and reducing conditions.
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Indirect Effects
As identified in the Water Quality section above, the effects of various changes in land use and
land cover, including the types and degrees of contamination found in urban watersheds, are
major contributors to wetland degradation. Any indirect effects to wetlands as a result of project
construction will be associated with changes in potential development or land use as a result of
the project. The area evaluated for potential indirect effects to wetlands is the same area
evaluated for potential land use changes, which was identified in Figure 19. Because the changes
to land use and development as a result of the proposed I-16/I-75 project are anticipated to be
minimal, adverse indirect effects to wetlands are also anticipated to be minimal.
The proposed project will be constructed in an area that is already highly urbanized, and runoff
from the proposed project will continue to recharge into adjacent upland areas or flow to existing
storm water collection systems rather than discharging directly to wetlands. Although the
proposed project will not provide new access to the interstates, access to I-16 EB at Spring Street
will be eliminated, and full access to I-16 at Second Street will be created. These proposed
changes to interstate access are not anticipated to result in land use changes, mainly because the
areas are already densely developed or are restricted by the location of the Ocmulgee River and
its associated floodplain. The project will not provide access to areas that do not currently have
roadway access. On the north side of I-16 between Spring Street and Martin Luther King, Jr.
Boulevard there are some areas that were previously developed where redevelopment may occur;
such as, the Bibb Mill site. Currently the entire site is covered with structures or asphalt and
there are no wetlands on the site, thus all storm water currently leaves the site as runoff.
Indirect impacts will include an increase in nonpoint source runoff from the increase in roadway
surface area. Increases in heavy metals and petroleum products, which will typically be
associated with this additional runoff, could adversely impact water quality as well as floral and
faunal species utilizing the wetland. As part of the project design, storm water runoff from the
new roadway will be diverted to management systems including swales, recharge trenches and
sediment basins, prior to being discharged to adjacent streams and wetlands.
Because the
project is not anticipated to induce additional development in the area, additional wetlands
impacts from filling are also not anticipated.
Cumulative Effects
The section of I-16/I-75 for the proposed project crosses through sub-area watersheds of the
Ocmulgee River and Walnut Creek. The area of potential cumulative effect analysis includes the
wetlands located in these watershed areas. Refer to Figure 102, which depicts the wetlands
located in these watershed areas relative to the proposed project area.
The study area historically contained alluvial-forested wetland systems transitioning into
hardwood and evergreen upland forests. Within the last 50 years, man-made improvements to
infrastructure have dissected formerly connected wetlands, altered hydrology, and fragmented
diverse forest systems. Construction of I-16 through the Ocmulgee River floodplain
dramatically changed hundreds of acres of wetlands, especially at the eastern most edge of the
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proposed project within the limits of Ocmulgee National Monument. Other activities, such as
the construction of utility corridors and the Seaboard (now CSX) Railroad, have also fragmented
the natural environment.
Continued population growth and development in the Macon area could adversely impact
wetlands, whether the project were implemented or not. While the impacts associated with
general growth do not necessarily include direct filling of wetlands, development in uplands
adjacent to wetlands can adversely affect the functions and quality of nearby wetlands by
increasing the amount of runoff to the wetlands. The 2035 Land Use Plan shows little to no
growth for this area of Macon. Also, wetlands in the project corridor will be afforded protection
under Section 404 of the CWA, which specifies no net loss of wetlands.
Wetlands have been heavily influenced by years of development within the various watersheds
of the project area including the original construction of both I-75 and I-16 beginning in the early
1960s. Urban areas with large parking lots, rooftops, and lawn care practices have allowed vast
amounts of nonpoint source pollution and sedimentation to flow into area wetlands. Over time,
this pollution has degraded wetlands throughout the project area.
Based upon a review of the 1956 USGS quad maps for this area it is evident that the majority of
the development in these watersheds was actually completed prior to construction of the
interstate. Refer to Figure 102, which identifies the main areas of development that occurred in
the effected watersheds since construction of the interstate. Most of these development areas
would likely have occurred even if the interstates had not been constructed in this area of Macon.
The one area of development that most likely would not have occurred without the construction
of I-16 is the area between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, Broad
Street, and Spring Street where the Macon Coliseum, Coliseum Medical Center, and the Bibb
County Health Department complex are located. Although this area was previously a developed
urban area, the existing development contains substantially more impervious area than was
previously associated with this area. Urban run-off is being considered as the cause for noncompliance with designated uses in listed waterways.
New projects that would add impervious surface to the existing conditions, such as roadway
projects in the 2035 LRTP, the Bibb Mill redevelopment, and other infill land development in the
study area, would be required to follow Macon and Bibb County guidelines and implement
BMPs to treat or contain storm water. These requirements are intended to prevent further
degradation of water quality by future actions.
Past construction in the affected watersheds, including construction of the interstates and some
development induced by the interstate construction, has cumulatively contributed to cause
adverse impacts to wetlands in the study area. The design of the project and implementation of
the storm water BMPs will serve to mitigate to some degree for the past impacts of the interstates
in this corridor and will contribute towards improvement of water quality affecting the wetlands
in the future. Although the proposed project will incrementally increase adverse impacts to
wetlands by filling 5.46 acres of additional wetlands, mitigation to offset these impacts will be
provided as described below. By expanding the interstate corridor within and directly adjacent
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to the existing project footprint rather than constructing a new facility in an undeveloped location
impacts to wetlands will be minimal and therefore cumulative impacts to wetlands will also be
minimal and no significant adverse impact to wetlands is anticipated as a result of the proposed
project and offsetting mitigation.
Mitigation
A total of 5.46 acres of wetland area will be directly impacted by the construction of this project.
The loss of their functions, such as floodwater retention and pollutant absorption, will be
compensated for with the construction of adequate drainage structures and the use of vegetative
slopes to reduce nonpoint source pollution in addition to mitigation that is proposed to offset the
impacts. A total of 33.3 wetland credits will be withdrawn from an USACE approved mitigation
bank to compensate for the wetland impacts.
In addition to the specific mitigation the wetlands will also receive protection due to the
implementation of the water quality BMPs as identified in the water quality section of this
document. Rather than restate these measures, the reader is referred to the Water Quality
discussion in Section III.D.1 for a summary of these items.
One wetland in particular, W-24, has been identified as a high quality wetland. This wetland area
is located adjacent to I-16 in the Ocmulgee National Monument and has been identified by the
NPS as an important resource of the park because of its function and biodiversity. In order to
avoid any additional impact to this wetland area it is proposed to construct a storm water
collection system that will divert runoff away from this wetland area. Therefore, this project will
not contribute to a cumulative impact to this high quality wetland.
Streams
During field surveys, 14 riverine systems (10 perennial and 4 intermittent) were identified within
the survey area. Implementation of the proposed project will result in an estimated 2,780 linear
feet of streambed impacts. Riverine system characteristics and estimated impacts are
summarized in Table 35 and described in detail below. Impact minimization and avoidance
measures are discussed below. Figures 103 and 104 depict the location of each riverine system
within the survey corridor.
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Table 35: Summary of Stream Impacts
Drainage
Association

Lost Type

HUC #

On 303(d)
List?

Original Permanent
Impacts (ft)*

Length/Type Temporary
Impact (Linear Ft)

Length/ Type Permanent
Impact (Linear Ft)

S1/Unnamed Tributary of
Bowman Branch

Ocmulgee

Perennial

03070103

Bankfull: 10 ft wide by 6 ft deep; Substrate:
sand/silt.

No

1400

0

0

S5/Bowman Branch

Ocmulgee

Perennial

03070103

Bankfull: 20 to 30 ft wide by 8 ft deep;
Substrate: sand/gravel

No

80

0

0

S6/Unnamed Tributary of
Ocmulgee River

Ocmulgee

Perennial

03070103

Bankfull: 10 ft wide by 5 ft deep; Substrate:
sand/gravel

No

60

0

15/riprap

S8/Unnamed Tributary Ocmulgee
River

Ocmulgee

Perennial

03070103

Bankfull: 8 to 10 ft wide by 10 ft deep;
Substrate: sand/gravel

No

70

0

60 / culvert extension

S11/Ocmulgee River

Ocmulgee

Perennial

03070103

Bankfull: 250 to 300 ft wide by 20 ft deep;
Substrate: sand/gravel

Yes

0

0

0

S11A/Ocmulgee River

Ocmulgee

Intermittent

03070103

Bankfull: 3 ft wide by 1 ft deep; Substrate: silt

No

0

0

0

S11B/Ocmulgee River

Ocmulgee

Intermittent

03070103

Bankfull: 3 ft wide by 1 ft deep; Substrate: silt

No

0

0

200 / culvert ext
40 / riprap

S13/Unnamed Tributary of
Vineville Branch

Ocmulgee

Perennial

03070103

Bankfull: 12 to 18 ft wide by 15 ft deep;
Substrate: sand/gravel

No

0

0

0

S15/Vineville Branch

Ocmulgee

Perennial

03070103

Bankfull: 20 ft wide by 8 ft deep; Substrate:
sand/gravel.

No

0

0

1900 / shade

S18A/Unnamed Tributary
Ocmulgee River

Ocmulgee

Intermittent

03070103

Bankfull: 2 ft wide by 1 ft deep; Substrate:
sand/silt

No

0

0

310 / Morphologic
75 / pipe extension

S18B/Unnamed Tributary
Ocmulgee River

Ocmulgee

Intermittent

03070103

Bankfull: 2 ft wide by 2 ft deep; Substrate:
sand/silt

No

0

0

0

S20/Unnamed Tributary
Ocmulgee River

Ocmulgee

Perennial

03070103

Bankfull: 30 ft wide by 8 ft deep; Substrate:
sand/gravel

No

0

0

150 / culvert extension

S21/Unnamed Tributary
Ocmulgee River13

Ocmulgee

Intermittent

03070103

Construction of the Ocmulgee Heritage Trail
has filled in this stream

No

70

0

0

S23/Unnamed Tributary
Ocmulgee River

Ocmulgee

Perennial

03070103

Bankfull: 30 ft wide by 12 ft deep; Substrate:
sand

No

12

0

30 / riprap

S25/Walnut Creek

Ocmulgee

Perennial

03070103

Bankfull: 40-60 ft wide by 8 ft deep; Substrate:
sand/silt

Yes

0

0

0

0

2,780

Stream #/ Name

Stream Description

*Ecology Report Addendum 2006

13

TOTAL IMPACTS

S21 no longer exists.
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S1 - Unnamed Tributary of Bowman Branch
This tributary of Bowman Branch is a perennial stream that runs parallel to the NB lanes of I-75
from Bowman Branch to Pierce Avenue (refer to Figure 103). Stream S1 borders the
southwestern edges of wetland sites W2 and W4. A sanitary sewer line also runs adjacent to and
crosses this system. The sewer pipe is exposed within the channel in several locations and the
sewer line easement is maintained. Near Pierce Avenue, this stream also runs adjacent to a
residential neighborhood.
Available space for the construction of improvements is extremely limited in this area. Riverside
Drive closely parallels the interstate on the southwest side, limiting the ability to shift the
improvements in that direction. A retaining wall will be used to limit fill slopes and avoid
impacts to this stream. The location of the proposed retaining wall will maintain a minimum
distance of 40 feet from the bottom of the stream channel and avoid impacts to the 25-foot
stream buffer area.
This stream has a sand and silt substrate, a moderate flow, and a bankfull width of 10 feet in the
project area. At bankfull, the banks of this stream are approximately 6 to 8 feet high, very steep,
and eroded in some locations. Associated riparian areas consist of hardwood, forested wetland,
mixed pine/hardwood forest, and a maintained sewer line easement. This system is considered to
be impaired, as defined by the USACE SOP, due to site conditions that include extensive human
induced sedimentation and/or little or no riparian buffer with deep-rooted vegetation (<25 feet).
S5 - Bowman Branch
Bowman Branch, a perennial stream, drains a residential area north of downtown Macon.
Interstate-75 crosses Bowman Branch approximately 0.5 mile southeast of the I-75/Pierce
Avenue interchange (refer to Figure 103). The Norfolk Southern Railroad also crosses this creek
on a trestle between the river and I-75. This creek has a confluence with the Ocmulgee River
near the Macon Water Works, approximately 900 feet downstream from I-75. Because this
stream is outside of the proposed construction limits, implementation of the proposed project will
have no impact on this stream or its buffer.
In the project area, Bowman Branch is approximately 20 to 30 feet wide and 8 feet deep at
bankfull. The substrate consists of sand and gravel. A large beaver impounded wetland (W4) is
located adjacent to the stream. Riparian areas consist of floodplain, wetland, and mixed
pine/hardwood forested habitats. This system is considered to be somewhat impaired, as defined
by the USACE SOP, due to site conditions that include moderate human induced sedimentation.
S6 - Unnamed Tributary of Ocmulgee River
This tributary is a perennial stream that intersects I-75 approximately 1 mile southeast of the I75/Pierce Avenue interchange (refer to Figure 103). This stream is associated with wetlands W7
and W7A. An aboveground sanitary sewer line crosses this stream. Implementation of the
proposed project will add approximately 15 feet of riprap. Although the culvert will be replaced
directly adjacent to the existing culvert it will not be extended.
Within the project area, stream S6 is approximately 10 feet wide at bankfull and has a sand and
gravel substrate. The stream banks are approximately 5 to 8 feet high at bankfull and very
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eroded close to the Ocmulgee River. The riparian area consists of wetland and floodplain
habitats. This system is considered to be impaired, as defined by the USACE SOP, due to site
conditions that include an inappropriate entrenchment ratio and/or width/depth ratio at bankfull
discharge relative to unimpaired stream condition, extensive human induced sedimentation,
and/or little or no riparian buffer with deep-rooted vegetation (< 25 feet).
S8 - Unnamed Tributary of Ocmulgee River
This tributary is a perennial stream that intersects the project area approximately 0.5-mile
northwest of the I-16/I-75 interchange (refer to Figure 103). This stream is associated with
wetland sites W7, W9A, and W9. Implementation of the proposed project will result in
approximately 60 linear feet of impacts for a culvert extension. To minimize stream impacts at
this location, the proposed construction limits have been reduced as much as possible and
construction will occur along the existing interstate alignment where previous impacts have
already occurred.
Within the project area, stream S8 is 8 to 10 feet wide at bankfull with a sand and gravel
substrate. At bankfull, the stream banks are approximately 10 to 15 feet high, severely eroded
and very steep near the Ocmulgee River confluence. Riparian areas consist of hardwood,
forested wetland and mixed pine/hardwood forested habitats. An underground sewer line
covered with large riprap boulders crosses the stream between wetland site 7 and I-75.
The stream runs through a culvert under I-75 and through the northern end of wetland W 9. The
stream banks are not as steep or eroded in this area. The stream then flows under Riverside
Drive through a culvert and into wetland W9A. At this location, the channel is approximately 3
to 6 feet wide at bankfull with a sand substrate. The stream banks are much more stable in this
area. This system is considered to be impaired, as defined by the USACE SOP, due to site
conditions that include an inappropriate entrenchment ratio and/or width/depth ratio at bankfull
discharge relative to unimpaired stream condition and extensive human induced sedimentation.
S11 - Ocmulgee River
The Ocmulgee River basin covers a substantial area of Georgia from the Atlanta metropolitan
area to the Atlantic coastal plain. The Alcovy, Yellow, and South rivers join to form the
Ocmulgee River near Jackson Lake at the border of Butts, Newton, and Jasper counties,
approximately 40 miles north of Macon. In Montgomery County, approximately 120 miles
downstream from Macon, the Ocmulgee and Oconee rivers join to form the Altamaha River,
which drains into the Atlantic Ocean just north of Brunswick, Georgia. Both the SB and NB
lanes of I-16 cross the Ocmulgee River, just east of the I-16/I-75 interchange (refer to Figure
103).
Implementation of the proposed project will result in the construction of four new and two
replacement bridges over the river; therefore, impacts to this crossing will be avoided. Five of
the bridges will be two-lane structures and the sixth will consist of four traffic lanes. Each
bridge will require the installation of 6 spans of 3.5 by 3.5 foot support columns. The two-lane
bridges will require 12 columns and the four-lane bridge will require 24 columns.
Implementation of the proposed project will also require approximately 260 linear feet of stream
buffer encroachment.
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The Ocmulgee River is a fast flowing river that ranges from 250 to 300 feet wide at bankfull
within the survey corridor. The substrate consists of sand and gravel. The banks of the river
vary from steep slopes (up to 50 feet high at bankfull) to flat sandy floodplains. Riparian areas
consist of hardwood, forested floodplain, and upland deciduous forest. In some areas,
development has occurred to within 25 feet of the riverbank. In these areas there is little or no
riparian vegetation and the riverbanks are eroded and unstable. The Ocmulgee River is
considered impaired, as defined by the USACE SOP, due to site conditions that include
extensive human induced sedimentation, and little or no riparian buffer with deep-rooted
vegetation (< 25 feet) in some locations, and is listed on the Section 303(d) list of impaired
waters (see Water Quality, Section III.D.1.).
S11A - Unnamed Tributary of Ocmulgee River
This previously unidentified stream is an unnamed intermittent tributary of the Ocmulgee River
(refer to Figure 103). The stream flows east from W/L 10 through the floodplain of the
Ocmulgee River. At bankfull, the stream is approximately 1 foot deep and 3 feet wide. The
substrate is primarily silt. Dominant vegetation in the area includes box elder (Acer negundo)
and Chinese privet (Ligustrum sinense). S11A is not listed on the GA Environmental Protection
Division (EPD) 2006 Draft 303(d) list of impaired waterways. Although the proposed project
will encroach upon 70 feet of the buffer zone, there will be no impacts to the stream itself.
S11B - Unnamed Tributary of Ocmulgee River
This previously unidentified intermittent tributary of the Ocmulgee River flows through an
existing 48-inch pipe at the I-75/I-16 interchange to its junction with S11A (refer to Figure 103).
At bankfull, the stream is approximately 3 feet wide and 1 foot deep. Surrounding vegetation
includes box elder and Chinese privet. The primary substrate is silt. This stream is not on the GA
EPD 2006 Draft 303(d) list of impaired waterways. The proposed project will extend the existing
pipe approximately 200 feet and place 40 feet of riprap at the outfall. S11B will be impacted for
a total of 240 linear feet. Fish and Wildlife Coordination Act (FWCA) coordination has been
completed as a result of proposed impacts to this stream.
S13 - Unnamed Tributary of Vineville Branch
This tributary of Vineville Branch parallels I-75 SB just south of the Riverside Drive overpass
(refer to Figure 103). This stream has been channelized through the installation of 6-foot high
concrete slopes along portions of its banks. However, the natural stream bottom has been
retained except at the mouth of and downstream of the box culverts at I-75 and Walnut Street.
Implementation of the proposed project will not impact the streambed of S13. However,
approximately 45 linear feet of the buffer zone will be disturbed.
Within the project area, the stream channel varies in width from 12 to 18 feet at bankfull and has
a rock substrate. The stream banks are approximately 15 feet high at bankfull and very steep.
Land use adjacent to the channel is primarily residential; however, a cemetery, a maintained
monument site and a 40-foot deep by 15-foot wide cave also border the stream. The riparian
areas above the paved slopes consist of mixed pine/hardwood forest and maintained grass. This
stream is considered impaired, as defined by the USACE SOP, due to site conditions that include
stream channelization, extensive human induced sedimentation, and little or no riparian buffer
with deep-rooted vegetation (< 25 feet) in some locations.
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S15 - Vineville Branch
Vineville Branch drains a limited area of downtown Macon on the south side of the Ocmulgee
River and has a confluence with the Ocmulgee just east of the I-16/I-75 interchange (refer to
Figure 103). The Norfolk Southern Railroad intersects Vineville Branch approximately 3,600
feet northwest of the Norfolk Southern/Spring Street intersection.
Several manmade features in this area are contributing to the erosion problems along the banks
of the stream including a railroad trestle that crosses the stream approximately 100 feet south of
the stream’s confluence with the Ocmulgee River, a sanitary sewer line that crosses the stream
upstream of the railroad trestle; a pump station and paved access road that run parallel to the
stream; and a cemetery and associated expansion area located adjacent to the stream. There is
also an old footbridge/rock dam located approximately 300 feet south of the railroad trestle. This
stream is associated with wetlands W14 and W16.
Within the project area, beginning in the Pleasant Hill neighborhood up to the Walnut Street
overpass of I-75, the stream is in a concrete channel. The proposed project will enclose this
portion of the stream within a box culvert, resulting in 1,900 feet of shade impact. From the
Walnut Street overpass, west to the junction of S13, the stream banks are concrete but the natural
stream bottom has been retained. The proposed project will not impact this portion of S15.
Although the current construction plans show areas of buffer encroachment, a Stream Buffer
Variance is not required for this stream due to the lack of wrested vegetation and the concrete
banks. S15 is piped under I-75 at Riverside Drive, and on the east side of I-75 Vineville Branch
outlets into a natural channel. At this point the stream is approximately 20 feet wide at bankfull
with a rock and gravel substrate. The stream banks are approximately 3 to 8 feet in height at
bankfull and are very steep, eroded and unstable. Riparian areas consist of hardwood, forested
floodplain, and upland deciduous forest. This system is considered to be impaired, as defined by
the USACE SOP, due to site conditions that include an inappropriate entrenchment ratio and
width/depth ratio at bankfull discharge relative to unimpaired stream condition, extensive human
induced sedimentation, and little or no riparian buffer with deep-rooted vegetation (< 25 feet) in
some locations.
S18A- Unnamed Tributary of Ocmulgee River
This previously unidentified intermittent tributary of the Ocmulgee River flows southwest from
W/L 18 into an existing structure beneath I-16 where it then becomes a concrete channel (refer to
Figure 104). At bankfull, the stream is approximately 2 feet wide and 1 foot deep. Surrounding
vegetation includes Chinese privet and American sycamore (Platanus occidentalis). On the north
side of I-16, 75 feet of the stream channel is concrete and the remainder of the channel has a
substrate of sand and silt. This stream is not on the GA EPD 2006 Draft 303(d) list of impaired
waterways. The proposed project will extend an existing pipe approximately 75 feet and
rechannelize approximately 310 feet of S18A. Approximately 235 feet of impact will occur to
the buffer on both sides of the stream. FWCA coordination has been completed for impacts to
S18A.
S18B- Unnamed Tributary of Ocmulgee River
This previously unidentified intermittent tributary of the Ocmulgee River flows from W/L 18
into an existing 15-inch pipe beneath I-16 where it then becomes a concrete channel (refer to
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Figure 104). At bankfull, the stream is approximately 2 feet wide and 2 feet deep. Surrounding
vegetation includes Chinese privet and American sycamore. This stream is not on the Georgia
EPD 2006 Draft 303(d) list of impaired waterways. The proposed project will not impact stream
S18B or its associated buffer zone.
S20 - Unnamed Tributary of Ocmulgee River
This tributary is a large perennial stream that intersects I-16 approximately 0.2 mile east of the I16/Spring Street interchange (refer to Figure 104). This stream is adjacent to a public park and
boat ramp that has a pedestrian bridge spanning the channel approximately 100 feet south of the
I-16 culvert. The park consists of maintained grass with very few trees. A sewer line also
crosses this stream. To minimize stream impacts at this location, the proposed construction
limits have been reduced as much as possible.
Because of the linear nature of this project and the close proximity to the Ocmulgee River and
the existing roads, avoiding this stream was impossible. Although a narrower pavement typical
section for the I-16 corridor at this stream crossing is proposed, the ramps within the floodplain
will be placed on fill instead of elevated structure. This requires an extension of the existing
culvert of approximately 150 feet, which therefore will cause approximately 150 linear feet of
impact to the stream channel.
Within the project area, stream S20 is approximately 30 feet wide at bankfull and has a sand and
gravel substrate. The stream banks are approximately 8 to 10 feet high at bankfull and severely
eroded. This stream channel is so degraded that it will be a good site for stream and riparian
restoration mitigation. The riparian area consists of upland and floodplain habitats dominated by
tulip poplar (Liriodendron tulipifera), cottonwood (Populus deltoids), sweetgum, river birch,
Chinese privet, Johnsongrass, and blackberry (Rubus betulifolius). This system is considered to
be impaired, as defined by the USACE SOP, due to site conditions that include an inappropriate
entrenchment ratio and width/depth ratio at bankfull discharge relative to unimpaired stream
condition, extensive human induced sedimentation, and/or little or no riparian buffer with deeprooted vegetation (< 25 feet).
S21 - Unnamed Tributary of Ocmulgee River
During the 2006 field-work, it was discovered that this stream had been filled along with wetland
W/L 22 during the construction of a multi-use trail along the Ocmulgee River; therefore, the
proposed project will not impact stream S21.
S23 - Unnamed Tributary of Ocmulgee River
This tributary is a large perennial stream that intersects I-16 on the western end of the Ocmulgee
National Monument, approximately 0.2 mile east of the I-16/Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard interchange (refer to Figure 104). Proposed construction in this area will
replace the existing culvert and add 30 feet of riprap.
Within the project area, stream S23 is approximately 30 feet wide at bankfull and has a sandy
substrate. The banks of this stream are approximately 12 to 15 feet high at bankfull and severely
eroded. This stream is one of two drainage channels for an expansive wetland area (W24)
located on the north side of I-16 at the base of the Great Temple Mound in the Ocmulgee
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National Monument. Based on review of aerial photos and telephone communication with a
NPS representative at the Monument, this wetland area appears to be increasing in size, which in
turn is increasing the volume and velocity of drainage from this area to the Ocmulgee River.
The riparian area consists of Ocmulgee River floodplain with heavy stands of Chinese privet in
the sub-canopy and sycamore and tulip poplar in the canopy. This system is considered to be
impaired, as defined by the USACE SOP, due to site conditions that include an inappropriate
entrenchment ratio and width/depth ratio at bankfull discharge relative to unimpaired stream
condition and extensive human induced sedimentation.
S25 - Walnut Creek
Walnut Creek is a large perennial stream that intersects I-16 on the eastern end of the Ocmulgee
National Monument (refer to Figure 104). This creek has a confluence with the Ocmulgee River
approximately 200 feet south of I-16, 1.04 miles south of the I-16/Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard interchange. The original project concept proposed widening I-16 to
Walnut Creek; however, to avoid impacts to the Ocmulgee National Monument, the proposed
project was scaled back. Under the current proposed concept, all construction east of the I16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange, which will only
involve the tapering of lanes back to the existing condition, will occur within the median of the
existing interstate. Therefore, impacts to Walnut Creek will be avoided.
Walnut Creek has a sand and silt substrate, a moderate flow, and varies in width from 40 to 60
feet in the project area. Estimated depth at bankfull is 8 feet. This stream is one of two drainage
channels for an expansive wetland area (W24) located on the north side of I-16 at the base of the
Great Temple Mound in the Ocmulgee National Monument. Based on review of aerial photos
and telephone communication with a NPS representative at the Monument, this wetland area
appears to be increasing in size, which in turn is increasing the volume and velocity of drainage
from this area to the Ocmulgee River.
Associated riparian areas consist of Ocmulgee River floodplain, upland deciduous and evergreen
forest and hardwood, forested wetlands. This system is considered to be fully functional, as
defined by the USACE SOP, due to site conditions that include a wide riparian buffer of deep
rooted vegetation, an appropriate entrenchment ratio and width/depth ratio at bankfull discharge
relative to unimpaired stream condition, and little evidence of human induced sedimentation.
Walnut Creek is listed on the Section 303d list of impaired waters (see Water Quality, Section
III.D.1).
a. Impact Avoidance and Minimization
Section 404(b)(1) of the CWA requires alternatives that will avoid and/or minimize impacts to
jurisdictional waters be considered during project development. The proposed alignment was
developed considering all potential environmental impacts, with every attempt being made to
avoid potentially sensitive ecological areas. Wetland and hydric soil boundaries, floodplains,
existing rights-of-way, and possible protected species habitat were considered prior to laying out
a proposed alignment. Field surveys were then conducted and additional refinements to the
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proposed alignment were made to further minimize impacts to natural resources. In those
instances where avoidance was not possible, every attempt was made to minimize impacts.
Some impacts, particularly at stream crossings, would only be avoidable through the construction
of a bridge. In many cases, the installation of a bridge would not be feasible due to the high cost
associated with bridge construction. These impacts have been minimized, however, by widening
the interstate along its existing alignment, where impacts to these streams have previously
occurred. Following is a description of the alignment and structure modifications that have been
made and construction practices that will be followed to avoid and/or minimize impacts while
still meeting the need and purpose of the proposed project.
Bridges and Elevated Structures
Many of the proposed improvements will include the construction of bridges and elevated
structures to avoid and/or minimize environmental impacts. Specifically, new construction on
the south side of I-16 between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and
Spring Street will be constructed on elevated structure to avoid or minimize stream, and
floodplain impacts. Approximately 3,000 linear feet of floodplain impacts will be avoided with
this modification. Although impacts to wetland W12 will be avoided by constructing the
proposed interchange ramps on elevated structure over this wetland, the construction of the water
quality pond in this area will impact this isolated wetland. Bridges will be constructed over the
Ocmulgee River and over the Bowman Branch tributary (S1) to avoid and/or minimize impacts
to jurisdictional waters. Additionally, the northernmost bridges over the Ocmulgee River will be
extended to minimize impacts to wetland W10 and the floodplain of the river.
Minimization of Project Construction Limits
Where alignment shifts were not possible, attempts were made to minimize the project
construction limits. By utilizing the existing grass median, construction in the area of the
Ocmulgee National Monument (wetland W24) will be limited to existing right-of-way.
Construction in this location will occur within the median and will not affect undisturbed areas;
therefore, adverse impacts to the Ocmulgee National Monument will be avoided.
In many areas throughout the corridor, retaining walls will be constructed to limit the required
new construction footprint. To prevent impacts to a tributary of Bowman Branch (S1) a
retaining wall will be constructed on the north side of I-75 near the beginning of the project. On
the north side of I-75, approximately 0.8-mile west of the I-16/I-75 interchange, an
approximately 800-foot retaining wall will be constructed to minimize impacts to the floodplain
of the Ocmulgee River. On the north side of I-75, just west of the I-16/I-75 interchange, an
approximately 750-foot retaining wall will be constructed that will minimize impacts to the
Ocmulgee River. On the north side of the I-16/I-75 interchange a retaining wall approximately
450 feet long will be constructed to minimize impacts to wetland W10 and the Ocmulgee River
floodplain. On the east side of the SB I-75 transition lanes (from WB I-16), an approximately
700-foot retaining wall will be constructed, which will avoid impacts to the Vineville Branch
floodplain and wetland W14. An approximately 2,800-linear foot retaining wall will be
constructed on the south side of I-16 from the river to Spring Street to avoid and/or minimize
impacts to the Ocmulgee River floodplain and wetland W19.
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Erosion Control Measures
Adverse impacts to jurisdictional waters in and around the project area will be further minimized
through the implementation of standard soil erosion and hydrological control measures. These
measures include the following:
1)

Preservation of roadside vegetation beyond the limits of construction where
possible;

2)

Early re-vegetation of disturbed areas so as to minimize soil erosion;

3)

The use of temporary down drains, over-side drains, detention/retention structures,
and surface, subsurface and cross drains, designed as needed so that discharge will
occur in locations and in such a manner that surface and subsurface water quality
will be unaffected (the outlets may require aprons, bank protection, silt basins, and
energy dissipaters);

4)

Inclusion of construction features for the control of predicted erosion and water
pollution in the plans, specifications, and contract pay items (Georgia Standard
Specifications - 1993, Section 161 through Section 171 and Section 700 through
Section 715 identify the pollution control measures that can be used); and

5)

Prohibition from the dumping of chemicals, fuels, lubricants, bitumens, raw
sewage, or other harmful waste into or alongside of streams or impoundments, or
into natural or manmade channels leading thereto.

Indirect Effects
The effects of various changes in land use and land cover, including the types and degrees of
contamination found in urban watersheds, are major contributors to stream degradation. Any
indirect effects to streams as a result of project construction will be associated with changes in
potential development or land use as a result of the project. The area evaluated for potential
indirect effects to streams is the same area evaluated for potential land use changes, which was
identified in Figure 19. Because the changes to land use and development as a result of the
proposed I-16/I-75 project are anticipated to be minimal, adverse indirect effects to streams is
also anticipated to be minimal.
The proposed project will be constructed in an area that is already highly urbanized, and runoff
from the proposed project will continue to recharge into adjacent upland areas or flow to existing
storm water collection systems rather than discharging directly to streams. Although the
proposed project will not provide new access to the interstates, access to I-16 EB at Spring Street
will be eliminated, and full access to I-16 at Second Street will be created. These proposed
changes to interstate access are not anticipated to result in land use changes, mainly because the
areas are already densely developed or are restricted by the location of the Ocmulgee River and
its associated floodplain. The project will not provide areas for future development that could not
already be developed. On the north side of I-16 between Spring Street and MLK Jr. Boulevard
there are some areas, such as the Bibb Mill site, that were previously developed and where
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redevelopment may occur. Currently the entire site is covered with structures or asphalt, thus all
storm water leaves the site as runoff. A mixed-use development is potentially planned for the
site. Any redevelopment of the site will require compliance with Macon and Bibb County
development ordinances, which will require treatment of storm water prior to discharge from the
site.
As identified in the 2035 LRTP, little to no growth is predicted for this area of Macon, and the
project is not anticipated to induce additional development in the area. Therefore, additional
stream impacts from encroachment are also not anticipated. It is not likely that the construction
of the proposed project will alter the development patterns within the project area of influence.
Indirect impacts will include an increase in nonpoint source pollution draining into the streams
from the increase in roadway surface area adjacent to the streams. Increases in heavy metals and
petroleum products within the streams could adversely impact streams.
Cumulative Effects
The section of I-16/I-75 for the proposed project crosses through sub-area watersheds of the
Ocmulgee River and Walnut Creek. The area of potential cumulative effect analysis for the
project includes the Ocmulgee River and some of its tributaries including Bowman’s Branch, and
Vineville Branch on the south side, and several unnamed tributaries on the north side. The area
of potential cumulative effect analysis for Walnut Creek includes the sub-area watershed up to
Dry Bone Creek, which extends to the north into Jones County. Refer to Figure 102, which
depicts these stream areas relative to the proposed project area. The streams within the proposed
project have experienced years of degradation from development activities within the
watersheds. In the past, nonpoint source pollution as well as sedimentation and placement of
drainage structures within stream channels have resulted in the low quality streams of today.
Years of development have impacted streams and have resulted in diminished functional quality
due to sedimentation and nonpoint source pollution. As a result, the area streams functional
capabilities have been adversely limited.
There are currently seven existing bridges over the Ocmulgee River in the study area (five
roadway crossings and two railroad crossings). The Selected Alternative/Alternative 9 will
widen two of the existing bridges and add four new bridges that cross the Ocmulgee River.
While the additional and modified crossings will further impact the river by introducing new
footings and new pilings, long-term adverse hydrologic effects will be minor. The general flow
of water and sediment within the Ocmulgee River will not change. Streams and tributaries will
be spanned in all cases except where culverts are extended. Direct impacts to the Ocmulgee
River will be minimized by including storm water collection systems on all proposed bridge
structures over the river. These storm water collection systems will divert runoff away from the
river. Water quality recharge basins will also be added at select locations in order to provide
additional treatment of the runoff before being discharged to adjacent water areas. Of the eleven
(11) stream crossings; one is rated as fully functional, one is rated as somewhat impaired, and
nine are rated as impaired. It is not anticipated that this project will worsen these existing stream
quality ratings.
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The existing interstates are proposed to be improved within developed watersheds that already
have degraded water quality. The potential project impact area within each watershed is small. It
is anticipated that indirect impacts, such as increased sedimentation downstream from the
construction site and increased nonpoint source pollution from the finished road will be minimal.
Past construction in the effected watersheds, including construction of the interstates and some
development induced by this construction, has cumulatively contributed to cause adverse impacts
to streams in the study area. It is anticipated that storm water runoff from the proposed project
will continue to contribute to cumulative adverse impacts to water quality within the study area.
Although the proposed project will incrementally increase adverse impacts to streams including
the direct impact to 2,780 LF of stream, mitigation to offset these impacts will be provided as
described below. By expanding the interstate corridor within and directly adjacent to the existing
project footprint rather than constructing a new facility in an undeveloped location, direct
impacts to streams will be minimal; cumulative impacts to streams will also be minimal. No
significant adverse impact to streams is anticipated as a result of the proposed project and
offsetting mitigation.
b. Mitigation
Unavoidable impacts to Jurisdictional Waters will be mitigated according to the USACE SOP
and will include wetland and stream restoration and enhancement, wetland creation, and
restoration and enhancement of stream riparian areas. Mitigation requirements have been
calculated using the mitigation tables found in the USACE SOP. Mitigation will be undertaken
adjacent to the project rights-of-way where feasible, at suitable off-site locations (such as borrow
pits), and/or through the purchase of credits from an approved mitigation bank. Based on the
expected stream and wetland impacts associated with the proposed project, a total of 8,378.25
stream mitigation credits and 33.3 wetland mitigation credits will be required.
All stream mitigation will be completed and coordinated as part of the application to the USACE
for an Individual Jurisdictional Waters permit. In addition to the specific mitigation identified
above, the streams will also be protected by the implementation of the water quality BMPs as
identified in the water quality section of this document. Rather than restate these measures, the
reader is referred to the Section III.D.1, Water Quality for a summary of these items.
c. Finding
In the spring of 2001, the GDOT held a Practical Alternatives Review (PAR) meeting, which
was based on the impacts associated with Alternative 7 (preferred alternative at that time). Since
the approval of the original concept report, several changes have occurred to the road design that
will have a greater impact on jurisdictional waters of the U.S. Most of the increases in impact
area are due to geometric improvements to the interstate corridor in response to an FHWA
roadway design policy directive stating that all ingress and egress to the interstate mainline occur
on the driver’s right side. This policy is to ensure that the roadway and its elements promote a
consistent expectation for driver decisions. Adherence to this policy at the Ramp IWS terminal
with I-75 SB causes a geometric “chain reaction” that results in additional impacts, such as those
to wetland W7. Because Ramp IWS must ramp over I-75 SB to tie in on the right side, it is more
desirable to maintain a single alignment through the interchange for mainline I-75. Increased
bridge costs and staging concerns are contributing factors in favor of this single alignment here.
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On the north side of the interchange, the terminal for Ramp IWN at I-75 NB is shifted north
several hundred feet to tie into the new, single I-75 alignment. As a result, the terminal for
Ramp CDWN is also pushed significantly north along I-75 to maintain the proper spacing
between interstate access points.
The specific changes to wetlands include: one (1) wetland (W22) has been filled by the
construction of a multi-use trail along the Ocmulgee River; impacts to wetlands W3, W4, W7,
W7a, W9a, W10, and W18 have been minimized or avoided; and impacts to wetlands W9 and
W12 have increased. Changes to streams include: decreasing impacts to Stream 1, Stream 5,
Stream 6, and Stream 8; and increasing impacts to Stream 15 and Stream 20. There were four
(4) new streams identified in the project area (streams 11A, 11B, 18A, and 18B), and one (1)
stream (S21) has been filled by the construction of a multi-use trail along the Ocmulgee River.
These changes are identified and described in the above section of the FEA.
Based on all of the above considerations, it is anticipated that there is no practicable alternative
to the proposed construction in jurisdictional waters of the U.S. The proposed action includes all
practicable measures to minimize harm to waters of the U.S. that may result from such use and
still meet the need and purpose of the project. The Practical Alternatives Report was updated
and coordinated with the Federal agencies in June 2007.
3. Floodplains
A survey of the project corridor for floodplains, as required by the provisions of Executive Order
11988, has identified that the majority of the project is located in the 100-year floodplain
associated with the Ocmulgee River, Walnut Creek, Vineville Branch, and Bowman Branch (see
Figure 105, Floodplain Location Map). The following zones are identified on the figure:
Zone IN - area inundated by 100-year flooding, for which no Base Flood is identified
Zone X - an area that is determined to be outside the 100- and 500-year floodplains
Zone X500 - an area inundated by 500-year flooding
Coordination with the Federal Emergency Management Agency (FEMA) regarding floodplain
impacts has been ongoing (see Meeting Minutes, 3/26/02 in Appendix B). Construction of the
project will require the placement of fill material in the floodplain; however, a large portion of
the project will be constructed on elevated structure to avoid or minimize floodplain impacts.
There are currently five (5) bridges that cross over the Ocmulgee River located within the project
corridor. The existing and proposed bridges along with the clearance information over the river
are described below in Table 36.
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Figure 105: Floodplain Location Map
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Table 36: Project Bridges Relative to 100-Year Flood
I-16/I-75 Bridge Elevations

Bridge
Number*
3
6
10
11
12
13
14
15
16

Bridge Description
MLK Jr. Boulevard
2nd Street
DETOUR
RAMP CDE
RAMP ISE
RAMP INE
RAMP IWS
RAMP IWN
RAMP CDW

Normal Water
Surface Elevation
280.30
280.08
280.89
280.90
280.92
280.93
280.95
280.96
280.98

100-Year
Flood
Surface
Elevation
303.53
305.66
309.11
309.11
309.26
309.32
309.45
309.53
309.61

Bridge Deck
Elevation
315.35
351.76
328.71
330.39
320.97
333.16
329.68
323.90
343.09

*Bridge number per design plans

The project will be designed in such a way that it will have no significant encroachment on
floodplains. The project will not represent a significant risk to life or property; it will not have a
significant impact on natural and beneficial floodplain values. The project will not interrupt or
terminate a transportation facility which is needed for emergency vehicles or provides a
community’s only evacuation route.
Macon-Bibb County is a member of the regular program of the National Flood Insurance
Program. No encroachment on the regulatory floodway will occur; however, Procedures for
Coordinating Highway Encroachments on Floodplains with the FEMA will be followed.
As the result of extensive comments from a citizen regarding potential impacts to the floodplain
(see Appendix B), additional details regarding the project impacts to the floodplain have been
included below.
A comprehensive Hydraulic and Hydrologic study was conducted for the project by Moreland
Altobelli as part of their design contract with GDOT. The study was approved on April 16, 2009.
The study, recently revised on April 19, 2010, shows that the deck and beams for all of the
proposed bridges would clear the 100-year floodstage of the Ocmulgee River. Two of the
proposed bridges over the Ocmulgee River (Coliseum Drive and Ramp ISE) would have less
than the standard one foot of freeboard between the lowest point on the beams and the 100-year
flood but would not be submerged. GDOT has agreed that design variances for these structures
would be appropriate. The proposed replacement bridges will decrease the backwater during the
100-year storms as compared to existing conditions. The proposed conditions channel velocities
as compared to natural conditions are well within the GDOT design limits.
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The proposed bridges are designed to meet FEMA regulatory requirements. Based on the
comparison between the corrected effective conditions model and the proposed conditions
model, the effect of the proposed widening and reconstruction of the interchanges on the
Ocmulgee River 100-year floodplain and floodway profiles as well as the floodway widths are
such that a “No-Rise” certificate can be issued. Accordingly, coordination with the Community
and FEMA is not required.
The current GDOT study shows the difference of 0.55 ft (310.42 ft (existing) – 309.87 ft
(proposed) at approach section) in water surface elevation approximately upstream of the I-16/I75 interchange bridges and 0.29 ft difference (309.11 ft (proposed floodstage elevation) – 308.82
ft (existing floodstage elevation)) downstream of the I-16/I-75 interchange bridges between the
100 year existing and proposed flow conditions.
Indirect Effects
Any indirect effects to streams as a result of project construction will be associated with changes
in potential development or land use as a result of the project. The area evaluated for potential
indirect effects to floodplains is the same area evaluated for potential land use changes, which
was identified in Figure 19. Because the changes to land use and development as a result of the
proposed I-16/I-75 project are anticipated to be minimal, adverse indirect effects to floodplains is
also anticipated to be minimal.
Although the proposed project will not provide new access to the interstates, access to I-16 EB at
Spring Street will be eliminated, and full access to I-16 at Second Street will be created. These
proposed changes to interstate access are not anticipated to result in land use changes, mainly
because the areas are already densely developed or are restricted by the location of the Ocmulgee
River and its associated floodplain. The project will not provide areas for future development
that could not already be developed.
As identified in the 2035 LRTP, little to no growth is predicted for this area of Macon, and the
project is not anticipated to induce additional development in the area. Therefore, additional
floodplain impacts from encroachment are also not anticipated. It is not likely that the
construction of the proposed project will alter the development patterns within the project area of
influence.
Cumulative Effects
The Ocmulgee River and adjacent watershed from Walnut Creek to Pierce Avenue at I-75 was
determined to be an appropriate area to assess cumulative effects to floodplains as a result of the
I-16/I-75 improvement project (refer to Figure 102). The USGS operates a river gauge at the
base of the Coliseum Bridge in Macon for the purpose of monitoring peak flows of the
Ocmulgee River. As reported by the USGS, historical records of annual peak floodstages dating
back to 1887 it is noted that flooding has been caused primarily by tropical hurricanes (July 1916
and July 1994), by frontal storm activity (March 1949 and February 1961), and by prolonged low
pressure systems (November 1948).
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Prior to the construction of the interstates within Macon there were three bridges across the
Ocmulgee River including the Central of Georgia Bridge, the Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard Bridge, and the Spring Street Bridge. There were three new bridges
over the Ocmulgee River completed along with the original construction of I-16 in Macon, two
parallel bridges for I-16 (completed in 1964) and one new bridge for Second Street (completed in
1962).
Storm event intensity is often quantified by the average interval in years over which a storm
event of a given precipitation volume can be expected to occur. For example, a 10-year storm is
a storm that has a 10% chance of occurring each year. The USGS river gauge at Coliseum has
also determined the equivalent river flow volumes in cubic feet per second (cfs) for each of the
main storm events as follows:
Normal flow 2-year storm 10-year storm 50-year storm 100-year storm 500-year storm -

2,672
27,600
57,000
83,800
95,000
121,000

A review of the annual peak flow data from the Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard river gauge was reviewed and classified by storm event and compared between the
pre- and post-I-16 construction conditions, which was defined as 1964 when the main bridges
over the Ocmulgee River were completed (see Table 37). Based upon this review of flood
events there was no substantial difference in the severity of flood conditions identified from this
data comparison.
In July 1994, tropical storm Alberto dumped nearly two feet of rain on Middle Georgia within 24
hours, an event that was compounded by some dam failures upriver. The USGS river gauge
recorded a river flow that identified the storm as just below a 500-year storm event. During this
flood event, I-16 was blocked by overtopping waters in several locations including the area
between Spring Street and the river crossing and at the Second Street interchange. During this
flood the river actually breached the levee near the Central City Park and interrupted one of the
Macon Water Authority’s wastewater treatment plants for three weeks. The levee was repaired
once the water receded. The Macon levee is a 65 year old, 5.5 mile long hydraulic barrier
composed of earth and concrete wall structures. The levee is located along the southern bank of
the river beginning at the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Bridge
extending for a distance of approximately 5.5 miles and curving inland to protect the Central
City Park, a landfill and other industrial areas, a Macon wastewater treatment plant, and the
Brosnan railroad yard. The Macon levee was constructed by the USACE to provide this area of
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Table 37: Comparison of Storm Event Flows of the Ocmulgee River from 1887-2007
Storm
Frequency
(years)

1

1-2

2

2-10

10

10-50

50

50-100

100

100500

Storm
Event
Timeframe

Total
Recorded
Events

1887-1964

*5 / 6.8%

23 / 31%

12 / 16.4%

23 / 31%

3 / 4.1%

3 / 4.1%

4 / 5.4%

0

0

0

73

1965-2007

1 / 2.3%

18 / 41.8%

9 / 20.9%

11 / 25.5%

1 / 2.3%

2 / 4.6%

0

0

0

1/ 2.3%

43

Total

6

41

21

34

4

5

4

0

0

1

116

Source: USGS river gauge 02213000
*Fist number represents total events at the specific storm frequency recorded during that time frame, and the second number
represents the percentage of the total events.

the Macon community protection against flooding from the Ocmulgee River. The levee was
raised three feet when I-16 was constructed in order to mitigate for the estimated two foot rise in
the 100-year floodplain in this area as a result of the interstate construction.
In an attempt to quantify the impact of the Macon levee and the construction of I-16 on the
floodplain of the Ocmulgee River a comparison of similar storm events that occurred both prior
to and after the construction of the Levee and then again with the construction of I-16 was
completed. The results of this comparison identified that the levee increased flood levels by
approximately one-foot and that the construction of I-16 increased these levels a little more than
an additional foot (see Table 38, Development Impact on Ocmulgee River Flood Conditions).
There are currently seven (7) existing bridges over the Ocmulgee River in the study area (five
roadway crossings and two railroad crossings). The Selected Alternative/Alternative 9 proposes
to replace two existing bridges with four new bridges that cross the Ocmulgee River. While the
additional and modified crossings will further impact the river by introducing new footings and
new pilings, the vertical profiles will be elevated further and the bridges lengthened to provide a
better hydraulic opening; therefore, the long-term adverse hydrologic effects will be minor. The
general flow of water within the Ocmulgee River will not change. Direct impacts to the
Ocmulgee River will be minimized by constructing the EB C/D lanes along I-16 on structure and
adding various wall structures along the banks rather than placing additional fill within the
Ocmulgee River floodplain in this area.
Development as far north as Gwinnett County has contributed to the degradation of the
floodplain of the Ocmulgee River, since the headwaters begin there. Development occurring
along the Ocmulgee River has increased erosion of soil into the river, which has continued to
decrease the available area to dissipate floodwaters. This development and construction in the
affected floodplains including the original construction of the interstates and some development
induced by that construction have cumulatively contributed to cause adverse impacts to
floodplains throughout the Ocmulgee River including the study area. However, as demonstrated
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Table 38: Development Impact on Ocmulgee River Flood Conditions

1949 and earlier
(Prior to construction of
the levee)

1950-1964
(Prior to construction of I-16)

1965 and Later
(After construction of I-16)

Storm
Event
Year

Flow
(cfs)

Gage
Height
(feet)

Storm
Event
Year

Flow
(cfs)

Gage
Height

Difference
(feet)

Storm
Event
Year

Flow
(cfs)

Gage
Height

Difference
(feet)

1911

8,940

12.1

1950

9,340

15.0

2.9

2002

9,630

16.07

1.07

1941

7,300

12.7

1951

6,940

13.2

0.5

2000

6,710

14.13

0.93

1922

48,600

23.10

1952

46,800

23.9

0.8

1992

46,300

26.67

2.77

1900

37,700

21.7

1953

38,400

22.7

1.0

-

-

-

-

1940

13,200

16.4

1954

13,800

17.1

0.7

1988

13,200

17.86

0.76

1899

11,300

14.2

1955

11,800

16.3

2.1

1999

12,000

17.28

0.98

1915

19,100

17.8

1956

19,700

19.0

1.2

1987

19,800

20.29

1.29

1948

24,000

20.1

1957

24,400

20.2

0.1

1985

24,400

21.51

1.3

1924

21,000

18.4

1958

21,600

19.5

1.1

2001

21,700

20.8

1.3

1906

27,300

19.9

1959

27,500

20.9

1.0

2003

27,700

22.43

1.53

1895

21,000

18.4

1960

21,600

19.5

1.1

2001

21,700

20.8

1.3

1922

48,600

23.2

1961

48,200

24.1

0.9

-

-

-

-

1948

24,000

20.1

1962

23,700

20.03

-0.07

1968

23,200

20.46

0.43

1900

37,700

21.7

1963

38,500

22.72

1.02

-

-

-

-

1913

51,000

23.5

1964

52,600

24.73

1.23

-

-

-

-

Average Difference 0.99

Average Difference 1.24

Source: USGS River Gauge 02213000

by the Hydraulic and Hydrologic study (on file at GDOT) completed for the currently proposed
project, it is not anticipated that the construction of the proposed project will contribute to
cumulative adverse impacts to floodplains within the study area.
4. Farmland
The proposed project is being developed in compliance with provisions of the National Farmland
Protection Policy Act, 7 CFR Part 658. According to 7 CFR Part 658, criteria have been applied
to determine effects to farmland. The proposed project is compatible with the provisions of the
National Farmland Protection Policy Act. The project will not result in the displacement of
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farmland, as the acquisition of new right-of-way will not involve farmland. The site assessment
criteria score was less than 60 points; therefore, the total farmland impact rating will be less than
160 points (see Farmland Impact Rating Sheet in Appendix C), which indicates that no
additional alternates need to be examined on the basis of farmland effects.
Indirect Effects
The project corridor is a developed urban area and there are no existing farms either within or
adjacent to the corridor. It is not likely that the project or new development that may occur as a
result of the project will contribute to the loss of farmland in the project area.
Cumulative Effects
The entire limits of Bibb County were determined to be an adequate area to define the
cumulative impacts upon farmland (refer to Figure 26). According to the 2002 Census of
Agriculture, Bibb County had 168 farms containing almost 30,500 acres in farmland. The
largest concentrations of remaining farmland are located in the southwest and southeast sections
of the county. The agriculture Census notes that there was an approximate 14% decrease in the
total number of farms within the county from 1997-2000. It is likely that with the original
construction of the interstates in Bibb County, farmland was converted to road right-of-way and
that farmland near the interstates especially at the interchanges was lost to residential and
commercial development. It is not possible to determine exactly how much farmland was lost
without completing extensive research of past property records. Other projects planned for the
County including the extension of Sardis Church Road in the southern most end of the County
from I-75 to U.S. 129 in the east will have both direct and indirect effects to farmland in the
county. Other projects in the county will consist of widening and improving existing roadway
corridors and are not anticipated to have adverse effects on farmlands.
However, because the I-16/I-75 project will not have either direct or indirect effects to
farmlands, it is also not anticipated that the I-16/I-75 project will contribute to cumulative
adverse effects on farmlands.
5. Threatened and Endangered Species
An office review of federal, state, and privately published resources was performed prior to field
studies. Those resources include the federal “Redbook” – Region 4 (United States Fish and
Wildlife Service (USFWS) 1992); the USFWS county database; Protected Plants of Georgia
(Patrick et al., 1995); Georgia’s Protected Wildlife (Odum et al., 1977); and various county and
state lists developed for previous projects in the Bibb County area including the GDNR lists.
USFWS removed the bald eagle as threatened under the Endangered Species Act (ESA) on
August 8, 2007, however, the bald eagle is still provided protection under the Bald and Golden
Eagle Protection Act (16 U.S.C. 668-668d) (Eagle Act), the Migratory Bird Treaty Act (16
U.S.C. 703-712), and the Lacey Act (16 U.S.C. 3371-3378).
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Field surveys for protected species (including the bald eagle) were conducted based on the
identification of preferred/suitable habitat for species known to occur in Bibb County (see
Protected Species Report on file at GDOT). If suitable habitat was identified adjacent to the
study corridor, the proposed right-of-way was thoroughly surveyed for the potential occurrence
of the species.
State and federally listed fish and wildlife with known ranges that include the project area
include the federally endangered wood stork, and the federally endangered red-cockaded
woodpecker. State and federally listed plant species with known ranges that include the project
area include the state threatened Ocmulgee skullcap, the federally endangered green pitcherplant, the federally endangered fringed campion, and the federally endangered relict trillium (see
Appendix C, Correspondence). Coordination with the USFWS regarding potential impacts to
threatened and endangered species has been completed (see Appendix C, Correspondence). The
GDOT has reviewed the monthly update of Threatened and Endangered Species provided by the
USFWS (see Table 39, Federal and State Listed Species Known to Occur in Bibb County), and
has determined based on the survey, as noted above, that the proposed project will not affect the
red-cockaded woodpecker and may effect, but is not likely to adversely affect the wood stork,
green pitcher plant, fringed campion, or relict trillium. Therefore, no biological assessment is
required. Coordination with the USFWS and FHWA under informal Section 7 consultation was
completed on September 4, 2008 when the USFWS and FHWA concurred with this finding.
Based upon preliminary research, protected species field surveys were conducted from
November 1999 through March 2001, and updated in 2006 and 2008 to identify and/or determine
the likely presence of individual protected species within the survey area. Survey areas included
a 900 to 1,600-foot wide corridor along the entire length of the proposed project. The following
is a summary of each federally threatened and endangered species and each state protected
species that may occur in the vicinity of the proposed project and the determination of impacts.
Although potential habitat for the wood stork, green pitcher plant, fringed campion, Ocmulgee
skullcap and relict trillium exists within the survey area, no individuals of these species were
identified during field surveys. Suitable habitat for the remaining federally listed species was not
identified within the project area.
The Federal list of critical habitat designated in the State of Georgia has also been reviewed.
Critical habitat, as defined by the ESA, identifies specific geographical areas that include
physical or biological features essential to the conservation of a listed species. Critical habitat
for those species that could potentially occur within the proposed project corridor has not been
designated in Georgia.
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Table 39: Federal and State Listed Species
Known to Occur in Bibb County

Common Name

Scientific Name

Federal
Status

State
Status

Habitat

Bald eagle

Haliaeetus
leucocephalus

None

T

Inland waterways and estuarine areas in Georgia. Active
bald eagle nests were located in Bibb County from 19961998.

Red-cockaded
woodpecker

Picoides borealis

E

E

Nest in mature pine with low understory vegetation (<1.5m);
forage in pine and pine hardwood stands 30 years of age,
preferably 10” dbh

Habitat
Available
(Yes/No)

Species
Impact
Expected

Yes

May Affect
but not
likely to
Adversely
Affect

No

No Effect

Wood Stork

Mycteria americana

E

E

Primarily feed in fresh and brackish wetlands and nest in
cypress or other wooded swamps

Yes

May Affect
but not
likely to
Adversely
Affect

Eastern Indigo
Snake

Drymarchon corais

T

T

During winter, den in xeric sandridge habitat preferred by
gopher tortoises; during warm months, forage in creek
bottoms, upland forests, and agricultural fields

No

No Effect

Yes

No
Significant
Adverse
Affect

Yes

No
Significant
Adverse
Affect

Yes

No
Significant
Adverse
Affect

Bachman’s
sparrow

Aimophila aestivalis

Southeastern
American Kestrel

Falco sparverius
paulua

Appalachian
Bewick’s Wren

Thyromanes
bewickii
altus

SC

SC

SC

R

Abandoned fields with scattered shrubs, pines, or oaks

None

Breed in open or partly open habitats with scattered trees and
in cultivated or urban areas; feed primarily on insects

R

Dense undergrowth, overgrown fields, thickets, and brush in
open or semi-open habitat; feed primarily on insects
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Common Name

Scientific Name

Federal
Status

State
Status

Habitat

Habitat
Available
(Yes/No)

Species
Impact
Expected

Gopher Tortoise

Gopherus
polyphemus

SC

T

Well drained, sandy soils in forest and grassy areas;
associated with pine overstory, open understory with grass
and forb groundcover, and sunny areas for nesting

No

No Effect

Robust Redhorse

Moxostoma
robustum

E

Medium to large rivers, shallow riffles to deep flowing water;
moderately swift current

Yes

No
Significant
Adverse
Affect

E

Open seepy meadows, along sandy flushed banks of streams,
and in partially shaded red maple-blackgum low woods or
poorly drained oak-pine flatwoods; the known population of
this species in Bibb County has been extirpated

Yes

May Affect
but not
likely to
Adversely
Affect

E

Mature hardwood or hardwood-pine forests on river bluffs,
small stream terraces, moist slopes and well-shaded ridge
crests; 4 populations observed in Bibb County in 1990’s

Yes

May Affect
but not
likely to
Adversely
Affect

Yes

May Affect
but not
likely to
Adversely
Affect

No

No Effect

Yes

No
Significant
Adverse
Affect

Green Pitcher
Plant

Fringed Campion

Sarracenia oreophila

Silene polypetala

None

E

E

Relict Trillium

Trillium reliquum

E

E

Hardwood forests; in the Piedmont, found either in rich
ravines or adjacent alluvial terraces with other springflowering herbs

Shoals SpiderLily

Hymenocallis
coronaria

SC

E

Major streams and rivers in rocky shoals and in cracks of
exposed bedrock; plants can be completely submerged during
flooding

Ocmulgee
Skullcap

Scutellaria
Ocmulgee

T

Forested terraces, hardwood slopes and riverbanks of
tributaries to the Ocmulgee, Oconee, and Savannah Rivers

SC
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Common Name

Sweet Pitcher
Plant

Yellow Fly-Trap

Scientific Name

Sarracencia rubra

Sarracencia flava

Federal
Status

None

None

State
Status

Habitat

E

Acid soils of open bogs, sandhill seeps, Atlantic white-cedar
swamps, wet savannahs, low areas in pine flatwoods, and
along sloughs and ditches

R

Acid soils of open bogs, sandhill seeps, Atlantic white-cedar
swamps, wet savannahs, low areas in pine flatwoods, and
along sloughs and ditches

Key: E = Endangered; T = Threatened; SC = Species of Concern; C = Candidate Species; R = Rare
Source: U.S. Fish and Wildlife Service and National Marine Fisheries Service
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Habitat
Available
(Yes/No)

Species
Impact
Expected

Yes

No
Significant
Adverse
Affect

Yes

No
Significant
Adverse
Affect

Red-Cockaded Woodpecker (Picoides borealis): The red-cockaded woodpecker requires a
highly specialized habitat that is becoming rare in the southeastern United States. Habitat for the
red-cockaded woodpecker is limited to living, mature (>60 years) pines, usually infected with
red heart disease. Nest cavities are obvious in active colonies because a cascade of lightly
colored sap surrounds them. Cavities are always placed well above the line of undergrowth and
shrubs, presumably to avoid predation. Most colonies are found in open, park-like strands of
pine with sparse mid-stories. Foraging habitat for the red-cockaded woodpecker is confined to
an area approximately 0.5 miles in radius around the nesting habitat. A minimum of 125 acres of
well-stocked pine and pine-hardwood stands, 30 years and older, is necessary to support foraging
activities of a clan of these birds. The GDNR and the USFWS were contacted concerning the
possible location of red-cockaded woodpeckers in Bibb County. In 2008, no sightings of this
species were recorded in Bibb County. The nearest known colony of this species is located in
the Piedmont National Wildlife Refuge in Monroe County, Georgia, several miles north of the
project area. During protected species field surveys, no red-cockaded woodpeckers or evidence
of their nesting or foraging activities or preferred habitat – living mature pine trees infected with
red heart disease – were identified within the survey area. Consequently, implementation of the
proposed project will not affect this species or its habitat.
Wood Stork (Mycteria americana): Wood storks are also known to exist in Bibb County.
Preferred nesting habitat for this species is in cypress or other wooded swamps. The preferred
foraging habitat is in ditches and depressions where high floodwaters may have deposited and
then stranded fish. Other feeding habitat includes marshes and flooded pastures. Nesting and
foraging habitat for the wood stork exists in the project area. The GDNR and the USFWS were
contacted concerning the possible location of wood stork rookeries in Bibb County. In 2008, no
wood stork rookeries were recorded in Bibb County. During protected species field surveys, no
wood storks or evidence of foraging or nesting activities were identified within the survey area.
Consequently, implementation of the proposed project may affect, but is not likely to adversely
affect, this species or its habitat.
Green Pitcher Plant (Sarracenia oreophila): Historically, the green pitcher plant is known to
occur in Bibb County. Typical habitat for this plant is open seepy meadows, along sandy flushed
banks of streams, and in partially shaded red maple-blackgum low woods or poorly drained oakpine flatwoods. The GDNR and the USFWS were contacted concerning the possible location of
green pitcher plants in Bibb County. The known population of this species is believed to have
been extirpated in Bibb County. In 2008, no sightings of green pitcher plants were recorded in
Bibb County. During protected species field surveys, habitat that will support this plant was
identified; however, no individual plants were found within the survey area. Consequently,
implementation of the proposed project may affect, but is not likely to adversely affect, this
species or its habitat.
Fringed Campion (Silene polypetala): Fringed campion is known to occur in Bibb County.
Typical habitat for this plant is mature hardwood or hardwood-pine forests on river bluffs, small
stream terraces, moist slopes, and well-shaded ridge crests. The GDNR and the USFWS were
contacted concerning the possible location of fringed campion in Bibb County. Four populations
of this plant were observed in Bibb County in the 1990s. Known populations of this species
occur outside the boundary of the proposed project. During protected species field surveys,
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habitat that will support this plant was identified; however, no individual plants were found
within the survey area. Consequently, implementation of the proposed project may affect, but is
not likely to adversely affect, this species or its habitat.
Relict Trillium (Trillium reliquum): Relict trillium is known to occur in Bibb County. Relict
trillium is found in hardwood forests of the Coastal Plain and Piedmont physiographic regions.
In the Coastal Plain, these plants are often found in boulders or ledges composed of soft
limestone. In the Piedmont, relict trillium is found in deep loamy soils, either in rich ravines or
adjacent alluvial terraces with other spring-flowering herbs. The GDNR and the USFWS were
contacted concerning the possible location of relict trillium in Bibb County. This species occurs
in Bibb County in the northwest quadrant of the USGS Macon NW Quadrangle Map; however,
this known location is outside the boundary of the proposed project. In 2008, no sightings of
relict trillium were recorded in Bibb County. During protected species field surveys, habitat that
will support this plant was identified; however, no individual plants were found within the
survey area. Consequently, implementation of the proposed project may affect, but is not likely
to adversely affect, this species or its habitat.
Robust Redhorse (Moxostoma robustum): Historically, the robust redhorse has been known to
occur in the Altamaha drainage basins. Typical habitat for this fish species includes medium to
large rivers with silty to rocky pools in slow runs. Spawning occurs in coarse gravel habitats
from late April to early July. According to the Robust Redhorse Conservation Committee, wild
populations of robust redhorse are known to exist in the Ocmulgee and Oconee rivers (Georgia),
the Savannah River (Georgia/South Carolina), and the Pee Dee River (North Carolina/South
Carolina). In addition, small stocked populations have been established by introducing fish in the
Ocmulgee, Ogeechee, and Broad Rivers in Georgia.
The GDNR and the USFWS were contacted concerning the possible occurrence of robust
redhorse in Bibb County. According to USFWS, ongoing telemetry investigations indicate that
stocked populations of robust redhorse, released near the Juliette Dam, traveled through Macon
to reach points further to the south (see Appendix C, Correspondence). However, there are no
known records of wild spawned robust redhorse in the area.
Although suitable habitat for this species was identified in the project area, the proposed project
is not likely to have a significant adverse effect on the robust redhorse. Impacts to the river will
be minimized as much as possible by using bridges. In the area of the Ocmulgee River, the
proposed project will divert storm water runoff from the new roadway and proposed bridges into
management systems including swales, recharge trenches, and sediment basins prior to being
discharged to adjacent streams and wetlands. The design of the project will implement BMPs
that are designed to minimize impacts to water quality. Construction of the project will require
work within the Ocmulgee River in order to construct the bridges. As part of the final project
design additional coordination with the GDNR will be completed to identify appropriate
measures to minimize adverse impacts to the robust redhorse.
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Indirect Effects
According to the approved ecology report, six (5 federal and 1 state) species have the potential to
occur within Bibb County based on information from USFWS and GDNR. Information for these
species is presented in Table 39. It was determined that the project area lacked appropriate
habitat for the red-cockaded woodpecker (Picoides borealis). Within the project area, potential
habitat for the wood stork (Mycteria americana), the green pitcher plant (Sarracenia oreophila),
relict trillium (Trillium reliquum), the fringed campion (Silene polypetala), and the robust
redhorse (Moxostoma robustum) was identified.
Indirect impacts will include destruction of potential habitat identified in the corridor from
project induced growth. However, as identified in the 2035 LRTP, little to no growth is
predicted for this area of Macon, and the project is not anticipated to induce additional
development in the area. Therefore, additional impact to potential habitat for the protected
species is not anticipated as a result of project implementation.
Cumulative Effects
The section of I-16/I-75 for the proposed project crosses through sub-area watersheds of the
Ocmulgee River and Walnut Creek. The watershed areas have been defined as an appropriate
area of potential cumulative effect analysis for protected species because they represent a large
enough area to assess potential impacts upon the listed species. Refer to Figure 102, which
depicts these watershed areas relative to the proposed project area that was determined to be an
appropriate area for assessing cumulative effects to threatened and endangered species.
The study area historically contained alluvial-forested wetland systems transitioning into
hardwood and evergreen upland forests. Within the last 50 years, man-made improvements to
infrastructure have dissected formerly connected wetlands, altered hydrology, and fragmented
diverse forest systems. Construction of I-16 through the Ocmulgee River floodplain dramatically
changed hundreds of acres of wetlands, especially at the eastern most edge of the proposed
project in the Ocmulgee National Monument. Other activities, such as the construction of utility
corridors and railroad, have also fragmented the natural environment.
Based upon a review of the 1956 USGS quad maps for this area it is evident that the majority of
the development in these watersheds was actually completed prior to construction of the
interstate. Refer to Figure 102, which identifies the main areas of development that occurred in
the effected watersheds since construction of the interstate. Most of these development areas
would likely have occurred even if the interstates had not been constructed in this area of Macon.
The one area of development that most likely would not have occurred without the construction
of I-16 is the area between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, Broad
Street, and Spring Street where the Macon Coliseum, Coliseum Medical Center, and the Bibb
County Health Department complex are located. Because this area was previously a developed
urban area, the redevelopment of the area did not affect potential threatened and endangered
species habitat.
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A long history of past disturbance to natural ecosystems has caused the systematic loss of nesting
and foraging habitat in the vicinity of the study area. Natural areas have been developed, and
formerly expansive wildlife corridors along the Ocmulgee River have been fragmented. Habitats
identified for the wood stork, relict trillium, green pitcher plant, and fringed campion were small
and fragmented, and no individuals of any of the species were identified during field surveys.
New projects that would add impervious surface to the existing conditions, such as roadway
projects in the 2035 LRTP, the Bibb Mill redevelopment, and other infill land development in the
study area have the potential to affect threatened, endangered, and candidate species through
continued degradation and fragmentation of foraging and nesting habitat. However, most of
these areas of potential development are located in previously disturbed areas. Reasonably
foreseeable projects; such as those identified, would be subject to federal and state provisions,
such as the Endangered Species Act, to protect threatened and endangered species.
As a result of urban growth, field surveys identified very limited areas of potential habitat for
protected species within the proposed project area. A thorough search of these areas found no
individuals or populations of these species. It is highly unlikely the protected species would ever
inhabit these areas in the future due to the difficulty in establishing a population, given there are
no known occurrences of these species within a three-mile radius of the project, as well as,
competing with invasive species once the colony was established. Past effects of actions
undertaken by the GDOT and others have been to eliminate the potential for listed species to
exist in the project area. The current action is not likely to adversely affect listed species because
although vestiges of habitat remain, listed species are not present. Future foreseeable landdisturbing actions, either by the GDOT or others, would be expected to eradicate any remaining
habitat. Based on this, it was determined the project’s cumulative effect on listed species would
be minimal because of the past impacts.
Section 7 Coordination
Under the Endangered Species Act, the FHWA has made a determination of may affect but not
likely to adversely affect the green pitcher plant, fringed campion, and relic trillium. The FHWA
also made a determination of No Effect for all other listed species shown on Table 39. The
FHWA made a determination that the proposed action would not result in a take of the bald eagle
(7/21/2008 email from FHWA to USFWS, Appendix C). The concurrence by USFWS with
these findings is documented in a letter dated September 4, 2008 (See Appendix C).
6. Migratory Bird Habitat
As directed under Executive Order 13186, in furtherance of the Migratory Bird Treaty Act (16
U.S.C. 703-711), actions must be taken to avoid or minimize impacts to migratory bird resources
and to prevent or abate the detrimental alteration of the environment for the benefit of migratory
birds, as practicable. GDOT has adopted a policy of identifying tracts of contiguous habitat of
100 or more acres that would be impacted by the proposed project. One hundred (100) acres is
considered a sufficient size to allow the sensitive species to avoid predation and parasitism from
species that would only penetrate a certain distance within a given habitat. In addition, GDOT
surveys under bridges and within large culverts that will be reconstructed or removed as part of a
proposed project. If birds, such as the barn swallow (Hirundo rustica), are observed nesting
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under the bridge or culvert, demolition or reconstruction of the structure will be scheduled when
the nests are not being used.
The proposed project is not anticipated to adversely affect migratory birds. No contiguous
habitat of greater than 100 acres would be disturbed for the construction of this proposed project.
There were no nests or nesting activities observed in the December 2007 field survey (which was
conducted outside of the breeding season) under any bridges or within culverts along the project.
Prior to letting the proposed project to construction, GDOT would resurvey areas of potential
migratory bird habitat to determine their absence or to identify where exclusionary devices
should be implemented. A special provision for migratory birds would be included as a
precaution due to the number of existing suitable structures.
Indirect and Cumulative Effects
Because no large tracts of 100 acres will be impacted by this project and no migratory bird
nesting sites were identified, it was determined the project will have no direct, indirect, or
contribution to an adverse cumulative impact on migratory birds. Any potential habitat for
migratory birds has been fragmented and adversely impacted by the previous development that
has occurred within the area.
7. Invasive Species
In accordance with Executive Order 13112, a survey for populations of invasive species that may
be spread during construction was conducted for this project. The invasive species for which the
survey was conducted are those that have been identified by the GDOT as those having the
highest priority due to environmental and economic impacts caused by those species. Both the
selected species and the management practices specified will be re-evaluated and revised as
appropriate as more information is obtained.
The following invasive species were identified within the APE: Chinese privet (Ligustrum
sinense), Chinese tallow tree (Sapium sebiferum), common reed (Phragmites australis), Japanese
honeysuckle (Lonicera japonica), Johnsongrass (Sorghum halepense), kudzu (Pueraria
montana), mimosa (Albizia julibrissin), multiflora rose (Rosa multiflora), and tree of heaven
(Ailanthus altissima). These species are located adjacent to river/stream banks and roadways.
The expanded interstate may contribute to further spread of invasive species in the project
corridor by vehicle movement/seed distribution to new locations.
The GDOT will take measures during project construction to prevent or minimize the spread of
these species as appropriate for the time of the year. These measures will include removal and
disposal of vegetative parts in the soil that may reproduce by root raking prior to moving the soil,
burning on site any such parts and aboveground parts that bear fruit, controlling or eradicating
infestations prior to construction, and cleaning of vehicles and other equipment prior to leaving
the infested site. The measures used will be those appropriate for the particular species and the
specific site conditions that exist on the project, as, described in Georgia Standard Specifications
Section 201, Clearing and Grubbing of Right-Of-Way.
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8. Essential Fish Habitat
The Federal list of essential fish habitat (EFH) designated in the State of Georgia has also been
reviewed. Essential fish habitat, as defined by the Magnuson-Stevens Act, includes the waters
and bottom habitats that are necessary to a species’ life cycle. Essential fish habitat is designated
for all federally managed marine fish. In Georgia, EFH can be found in the following coastal
counties: Camden, Glynn, McIntosh, Liberty, Bryan, and Chatham. Since the proposed project
is located in Bibb County, no impact to EFH is expected to occur as a result of the proposed
project.
E. Effects on the Physical Environment
1.

Noise

In compliance with 23 USC Section 109(h) and (i), the FHWA established guidelines for the
assessment of highway traffic-generated noise. These guidelines, published as Part 772 of Title
23 of the Code of Federal Regulations, provide procedures to be followed in conducting noise
analyses that will protect the public health and welfare. Therefore, the noise assessment has
been prepared according to 23 CFR Part 772.
Due to the sensitive nature of the residential properties on each side of the I-16/I-75 corridor, a
more conservative approach to the noise assessment was conducted. Truck percentages on each
of the roadways in the project were analyzed as heavy trucks with double axles in order to assess
the noise impact to the residential properties.
Direct Effects
The unit for quantifying highway noise impacts is termed the A-weighted decibel, or dBA. This
unit is an instantaneous measure of noise levels. An A-weighted energy equivalent level, LAeq,
is the equivalent steady noise level that contains the same noise (acoustic) energy as the timevarying noise level during the same hour.
The noise analysis must identify existing land use activities that may be affected by noise from
the roadway project. These land use activities are called sensitive receptors. In the project area,
existing land uses are residential and commercial establishments.
For each sensitive receptor, several sound level conditions were determined: 1) the applicable
noise abatement criterion; 2) existing noise levels; 3) predicted No-Build noise levels; and 4)
predicted Build Alternative noise level. The noise abatement criterion is dependent upon the
appropriate land use activity category.
The noise abatement criterion applied for those receptors classified as residential is 67 dBA for
LAeq. Impacts are defined as approaching or exceeding this level. A LAeq value within 1 dBA of
the abatement criterion (66 dBA) is approaching 67 dBA and would be considered an impact.
The noise abatement criterion applied for those receptors classified as commercial is 72 dBA for
LAeq. Impacts are defined as approaching or exceeding this level. A LAeq value within 1 dBA of
the abatement criterion (71 dBA) is approaching 72 dBA and would be considered an impact.
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Section 772.5(g) of 23 CFR defines traffic noise impacts as impacts that occur when the
predicted traffic noise levels approach or exceed the noise abatement criteria, or when the
predicted traffic noise levels are said to “substantially increased” over existing levels. A
substantial increase is defined as a decibel increase of 10 dBA or greater and the sound level is
higher than 57 dBA. Table 40 displays the impact criteria for both residential and commercial
receptors.

Table 40: FHWA Noise Abatement Criteria
Receptor
Type
Residential
Commercial

Noise
Abatement
Criterion (dBA)
67
72

Approach
Criterion (dBA)

Substantial Increase
Criterion (dBA)

66
71

≥10 and >57
≥10 and >57

The impact of roadway construction upon noise levels is also considered. Once those receptors
potentially sensitive to construction noise have been identified, it is necessary to specify
abatement measures to minimize construction noise impacts.
For this project, one hundred twenty (120) receptors were defined in the vicinity of the proposed
project. Ninety-six (96) receptors for this analysis were classified as residential and twenty-four
(24) receptors were classified as commercial. The receptor sites were chosen based on their location
near the proposed project. In some cases a receptor represents a single occupied structure and in
other cases, a receptor represents multiple occupied structures. In determining the benefited cost,
each unit within a multiple structure will be counted although only a single receptor is analyzed.
Modeling of Existing and Future Noise Levels
Prediction Methodology
All noise predictions made in this study used a prediction model conforming to that in the
“FHWA Traffic Noise Model” Report No. FHWA-PD-96-010, 23 CFR, Part 772.17(a) Traffic
Noise Prediction. Analysis required by this standard must use the FHWA Traffic Noise Model
(FHWA TNM), which represents the most up-to-date noise prediction model. The particular
version of the FHWA Model exclusively applied herein is the computer program FHWA Traffic
Noise Model (TNM 2.5).
Modeling Parameters
The input data used to model the sound levels for the existing (2005), No-Build (2036) and Build
(2036) conditions included AM and PM peak hour traffic, the elevations of the existing and
proposed roadways in the project area, the elevations of the receptors and the existing and proposed
roadway dimensions. The peak hour traffic data inputs were separated into the number of
automobiles and trucks. For purposes of this study all trucks were classified as heavy trucks when
input into the model.
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Modeling Approach
The existing roadway was modeled in segments with the TNM software. Each segment was defined
in the model by its coordinates, elevations and traffic volumes separated into cars and heavy trucks.
Sensitive receptors were also input in the model by their coordinates and elevations. Each existing
roadway segment was analyzed for the existing (2005) AM and PM traffic volumes and the NoBuild (2036) AM and PM peak hour projected traffic volumes. Each proposed roadway segment
for the preferred Build alternative was modeled in the same way for design year (2036) AM and PM
peak hour projected traffic volumes, separated into cars and heavy trucks. It should be noted that
the local low volume roadways along the frontage of I-75, specifically, Middle Street, Frontage
Road, Second and Third Avenues, do not have a significant number of heavy trucks during peak
hours; therefore, no heavy trucks were considered on these local roadways.
Modeling Results
The predicted existing, No-Build, and Build sound levels at each receptor for AM and PM peak
hour volumes are found in Tables 41-49. Sound levels that are shown in bold in the tables
represent noise levels that approach or exceed the noise abatement criteria.
The modeled existing sound levels along the prop project range from 63.8 to 75.7 dBA for the
AM peak hour traffic and 64.5 to 76.4 dBA for the PM peak hour traffic. The predicted Build
and No-Build sound levels along the project will range from 59.3 to 77.7 dBA for the AM peak
hour traffic and 60.3 to 78.7 dBA for the PM peak hour traffic. Construction of this project will
result in a sound level change of –9.6 to 4.8 dBA over existing levels based on the 2036 design
Build year for the AM peak hour traffic and –8.5 to 5.8 dBA for the PM peak hour traffic. There
were 105 (AM) and 105 (PM) receptors that approach or exceed the noise abatement criteria
under the 2005 existing year, 117 (AM) and 120 (PM) receptors also approach or exceed the
noise abatement criteria under the 2036 No-Build year, and 103 (AM) and 106 (PM) receptors
are impacted by noise under the 2036 Build year. Figures 106-120 show the location of receptors
that approach and exceed the noise abatement criteria for each condition.
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Table 41: Summary of Sound Levels – Part 1
I-75 Southbound Between Hardeman Avenue and Walnut Street

Receptor
Number

Land Use
Activity
Category

100
101
102
103
104 (2)
105
106
107 (2)
108 (5)
109
110
111
112
113 (3)
114 (2)
115

Residential
Commercial
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential

Existing
TNM
Model
Levels
2005 (dBA)
AM PM
70.1 71.3
72.6 72.8
73.0 73.2
73.0 73.2
70.4 70.8
74.2 74.7
69.4 69.8
71.0 71.5
70.9 71.7
74.1 74.7
74.7 75.5
72.9 73.3
74.1 74.8
73.3 75.3
71.4 72.1
75.5 76.3

Future NoBuild Model
Levels
2036 (dBA)
AM
71.9
74.3
74.6
74.6
72.0
75.9
71.1
72.7
73.0
76.0
76.8
74.5
76.1
75.3
73.4
77.6

PM
73.3
74.9
75.5
75.5
73.0
77.0
72.1
73.8
73.9
77.0
77.7
75.6
77.0
76.2
74.4
78.5

Change
Existing to
Future
No-Build
(dBA)
AM PM
1.8
2.0
1.7
2.1
1.6
2.3
1.6
2.3
1.6
2.2
1.7
2.3
1.7
2.3
1.7
2.3
2.1
2.2
1.9
2.3
2.1
2.2
1.6
2.3
2.0
2.2
2.0
2.2
2.0
2.3
2.1
2.2

Future
Build
Model
Levels 2036
(dBA)
AM
PM
69.1 70.7
72.0 72.0
72.2 72.9
71.1 72.1
66.2 67.1
71.7 72.8
64.7 65.8
66.2 67.4
66.9 67.8
71.2 72.6
72.3 73.7
69.1 70.4
73.7 74.1
72.3 72.7
69.1 69.6
77.4 77.1

Change
Existing to
Future
Build
(dBA)
AM PM
-1.0 -0.6
-0.6 -0.8
-0.8 -0.3
-1.9 -1.1
-4.2 -3.7
-2.5 -1.9
-4.7 -4.0
-4.8 -4.1
-4.0 -3.9
-2.9 -2.1
-2.4 -1.8
-3.8 -2.9
-0.4 -0.7
-1.0 -1.3
-2.3 -2.5
1.9
0.8

Notes: (1) Numbers in parenthesis indicate the number of homes or businesses the receptor is representing.
(2) Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.
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Impacted
Receptor
(Yes or
No)
AM
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

PM
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

Table 42: Summary of Sound Levels – Part 2
I-75 Northbound - Between Hardeman Avenue to Walnut Street

200

Commercial

Existing
Future NoTNM
Build
Model
Model
Levels
Levels
2005
2036
(dBA)
(dBA)
AM PM AM PM
70.3 72.3 72.2 74.5

201

Residential

69.6

70.3 71.3

72.5

1.7

2.2

60.3

62.1

-9.3

-8.2

No

No

202

Residential

69.2

69.9 70.9

72.1

1.7

2.2

59.6

61.4

-9.6

-8.5

No

No

203 (2)

Residential

69.1

69.7 70.8

72.0

1.7

2.3

59.3

61.2

-8.5

-6.9

No

No

204 (2)

Residential

69.9

70.6 71.9

72.9

2.0

2.3

65.2

66.7

-4.7

-3.9

No

Yes

205 (2)

Residential

71.4

70.3 73.5

74.5

2.1

4.2

69.6

71.1

-1.8

0.8

Yes

Yes

206

Residential

73.9

74.8 76.1

77.0

2.2

2.2

74.3

75.6

0.4

0.8

Yes

Yes

207

Residential

72.6

73.4 74.7

75.6

2.1

2.2

71.2

72.7

-1.4

-0.7

Yes

Yes

208

Residential

70.4

71.0 72.1

73.2

1.7

2.2

59.8

62.3

-10.6

-8.7

No

No

209

Residential

69.5

70.1 71.2

72.4

1.7

2.3

58.5

60.9

-11.0

-9.2

No

No

210

Residential

69.9

70.4 71.3

72.6

1.7

2.2

59.2

61.6

-10.7

-8.8

No

No

Receptor
Number

Land Use
Activity
Category

Change
Existing
to Future
No-Build
(dBA)

Change
Existing to
Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

AM
1.9

Future
Build
Model
Levels
2036
(dBA)
PM AM PM
2.2 66.3 69.6

AM
-4.0

PM
-2.7

AM
No

PM
No

Notes: (1) Numbers in parenthesis indicate the number of homes or businesses the receptor is representing.
(2) Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.
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Table 43: Summary of Sound Levels – Part 3
I-75 Northbound - Between Walnut Street and Riverside Drive

Receptor
Number *

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005
(dBA)
AM PM

Future NoBuild
Model
Levels
2036
(dBA)
AM PM

Change
Existing
to Future
No-Build
(dBA)

Future
Build
Model
Levels
2036
(dBA)
AM PM

PM
2.3 75.3

Change
Existing to
Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

300

Residential

74.7

75.4 76.7

77.7

AM
2.0

76.5

AM
0.6

PM
1.1

AM
Yes

PM
Yes

301

Residential

74.9

75.6 76.9

77.9

2.0

2.3

74.6

75.8

-0.3

0.2

Yes

Yes

302

Residential

73.5

74.3 75.6

76.5

2.1

2.2

72.7

73.9

-0.8

-0.4

Yes

Yes

303 (2)

Residential

73.1

73.9 75.2

76.1

2.1

2.2

71.4

72.6

-1.7

-1.3

Yes

Yes

304

Residential

71.4

72.1 73.4

74.2

2.0

2.1

69.0

70.1

-2.4

-2.0

Yes

Yes

305 (4)

Residential

72.6

73.4 74.7

75.6

2.1

2.2

69.7

70.8

-2.9

-2.6

Yes

Yes

306

Residential

75.7

76.4 77.7

78.7

2.0

2.3

75.2

76.2

-0.5

-0.2

Yes

Yes

307

Residential

75.2

76.0 77.3

78.2

2.1

2.2

75.1

76.1

-0.1

0.1

Yes

Yes

308

Commercial

73.8

74.5 75.8

76.7

2.0

2.2

73.3

74.4

-0.5

-0.1

Yes

Yes

Notes: (1) Numbers in parenthesis indicate the number of homes or businesses the receptor is representing.
(2) Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.

Table 44: Summary of Sound Levels – Part 4
I-75 Southbound - Between Walnut Street and Riverside Drive

Receptor
Number

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005
(dBA)
AM PM

Future NoBuild
Model
Levels
2036
(dBA)
AM PM

AM

401
402 (4)
403 (4)
404
405
406 (4)

Residential
Residential
Residential
Residential
Residential
Residential

69.2
71.9
71.5
70.5
70.8
70.6

71.2
73.8
73.5
72.5
72.8
72.5

2.0
1.9
2.0
2.0
2.0
1.9

69.9
72.5
72.1
71.2
71.4
71.2

72.1
74.7
74.4
73.4
73.6
73.4

Change
Existing
to Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

PM

Future
Build
Model
Levels
2036
(dBA)
AM PM

AM

PM

AM

PM

2.2
2.2
2.3
2.2
2.2
2.2

65.4
70.7
69.9
67.9
66.9
66.4

-3.8
-1.2
-1.6
-2.6
-3.9
-4.2

-3.7
-0.9
-1.2
-2.2
-3.6
-4.1

No
Yes
Yes
Yes
Yes
Yes

Yes
Yes
Yes
Yes
Yes
Yes

Change
Existing
to Future
No-Build
(dBA)

66.2
71.6
70.9
69.0
67.8
67.1

Note: Numbers in bold represent noise levels that approach or exceed the noise abatement criteria.
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Table 45: Summary of Sound Levels – Part 5
I-75 Southbound - Between Pierce Ave and I-16

Receptor
Number *

Land Use
Activity
Category

Existing
TNM Model
Levels
2005 (dBA)

Future NoBuild Model
Levels
2036 (dBA)

AM PM AM

PM

Change
Existing to
Future
No-Build
(dBA)

Future Build
Model
Levels 2036
(dBA)

Change
Existing to
Future
Build (dBA)

Impacted
Receptor
(Yes or No)

AM PM AM PM AM PM AM PM

500

Commercial

72.6
68.6

75.7

3.1

2.3

75.2

75.0

1.9

2.4

Yes

Yes

Commercial

73.3
69.0

75.5

501

71.7

71.9

2.7

3.3

71.6

71.7

2.6

3.1

Yes

Yes

502

Commercial

69.1

68.8

71.9

72.1

2.8

3.3

71.7

71.8

2.6

3.0

Yes

Yes

503 (2)

Commercial

74.4

2.7

3.1

73.8

74.2

2.6

2.9

Yes

Yes

Commercial

71.3
69.9

73.9

504 (2)

71.2
70.1

73.0

73.1

2.9

3.2

73.1

73.5

3.0

3.6

Yes

Yes

505 (2)

Commercial

69.7

69.5

72.8

72.9

3.1

3.4

73.0

73.4

3.3

3.9

Yes

Yes

506 (3)

Commercial

69.3

68.9

72.4

72.4

3.1

3.5

72.0

72.4

2.7

3.5

Yes

Yes

507 (3)

Commercial

71.4

70.9

74.2

74.1

2.8

3.2

73.4

73.8

2.0

2.9

Yes

Yes

508 (4)

Residential

71.1

71.1

74.4

74.3

2.7

3.2

73.6

73.9

1.9

2.8

Yes

Yes

509

Commercial

72.5

71.9

75.2

75.1

2.7

3.2

74.3

74.6

1.8

2.7

Yes

Yes

510

Residential

69.3

68.7

72.1

72.0

2.8

3.3

71.3

71.7

2.0

3.0

Yes

Yes

511

Residential

67.8

67.2

70.6

70.5

2.8

3.3

69.8

70.3

2.0

3.1

Yes

Yes

512

Residential

71.2

70.6

73.9

73.8

2.7

3.2

73.1

73.5

1.9

2.9

Yes

Yes

513

Residential

70.7

70.2

73.5

73.4

2.8

3.2

72.8

73.1

2.1

2.9

Yes

Yes

514

Residential

69.2

68.7

72.1

72.0

2.9

3.3

71.3

71.7

2.1

3.0

Yes

Yes

515

Residential

71.4

70.8

74.2

74.0

2.8

3.2

73.3

73.7

1.9

2.9

Yes

Yes

516

Residential

71.2

70.6

73.9

73.3

2.7

2.7

72.4

73.1

1.2

2.5

Yes

Yes

517

Residential

70.8
70.4

70.3
70.7

2.8

Yes

Yes

2.6

70.2
68.0

2.7

1.7

69.4
68.2

1.1

Commercial

67.5
68.1

2.5

518

68.3
68.7

-0.5

-0.1

No

No

519
Commercial
70.5
70.4
2.8
3.2
2.9
73.3
73.6
73.4
73.8
Notes: (1) Numbers in parenthesis indicate the number of homes or businesses the receptor is representing.
(2) Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.

3.4

Yes

Yes
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Table 46: Summary of Sound Levels – Part 6
I-75 Northbound - Between Pierce Ave and I-16

Receptor
Number *

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005
(dBA)

Future NoBuild
Model
Levels
2036
(dBA)

Change
Existing
to Future
No-Build
(dBA)

Future
Build
Model
Levels
2036
(dBA)

Change
Existing
to Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

AM PM AM

PM

AM PM AM PM AM PM AM PM

600

Residential

68.4

68.4

71.7

72.3

3.3

3.9

72.1

72.6

3.7

4.2

Yes

Yes

601

Residential

70.1

69.8

73.6

74.0

3.5

4.2

73.5

74.1

3.4

4.3

Yes

Yes

602 (3)

Residential

66.8

66.7

70.2

70.6

3.4

3.9

71.1

71.7

4.3

5.0

Yes

Yes

603

Residential

66.4

66.2

70.1

70.4

3.7

4.2

71.1

71.7

4.7

5.5

Yes

Yes

604

Residential

66.4

66.1

70.0

70.4

3.6

4.3

71.1

71.7

4.7

5.6

Yes

Yes

605

Residential

66.9

66.5

70.5

70.8

3.6

4.3

71.6

72.2

4.7

5.7

Yes

Yes

606

Residential

67.0

66.7

70.7

71.0

3.7

4.3

71.8

72.4

4.8

5.7

Yes

Yes

607

Residential

67.1

66.8

70.8

71.2

3.7

4.4

71.9

72.5

4.8

5.7

Yes

Yes

608

Residential

67.0

66.6

70.7

71.0

3.7

4.4

71.8

72.3

4.8

5.7

Yes

Yes

609

Residential

67.0

66.6

70.7

71.0

3.7

4.4

71.7

72.2

4.7

5.6

Yes

Yes

610

Residential

67.2

66.8

71.0

71.3

3.8

4.5

71.9

72.4

4.7

5.6

Yes

Yes

611

Residential

67.3

66.9

71.0

71.4

3.7

4.5

71.9

72.4

4.6

5.5

Yes

Yes

612

Residential

67.4

67.0

71.1

71.4

3.7

4.4

71.9

72.4

4.5

5.4

Yes

Yes

613

Residential

67.2

66.8

71.0

71.2

3.8

4.4

71.7

72.1

4.5

5.3

Yes

Yes

614

Residential

67.5

67.1

71.2

71.5

3.7

4.4

71.8

72.3

4.3

5.2

Yes

Yes

615

Residential

67.4

66.9

71.0

71.3

3.6

4.4

71.5

72.0

4.1

5.1

Yes

Yes

616

Residential

67.5

67.0

71.1

71.3

3.6

4.3

71.4

71.9

3.9

4.9

Yes

Yes

617

Residential

68.8

68.3

72.4

72.6

3.6

4.3

72.5

73.0

3.7

4.7

Yes

Yes

618

Residential

68.3

67.7

71.7

71.9

3.4

4.2

73.0

73.5

4.7

5.8

Yes

Yes

Note: Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.
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Table 47: Summary of Sound Levels – Part 7
I-16 WB - Between I-16 and Spring Street

Receptor
Number *

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005
(dBA)

Future
No-Build
Model
Levels
2036
(dBA)

Change
Existing
to Future
No-Build
(dBA)

Future
Build
Model
Levels
2036
(dBA)

Change
Existing
to Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

AM PM AM PM AM PM AM PM AM PM AM PM
700
701
702
703
704
705
706
707 (2)
708 (2)
709
710
711
712
713
714
715
716
717
718 (2)
719 (6)
720 (2)
722 (3)
723 (5)
724
725
726
727
728

Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Residential
Commercial
Commercial
Commercial
Commercial
Commercial
Commercial
Residential

69.3
69.0
69.4
70.2
70.6
71.2
71.7
72.3
73.9
75.5
73.5
74.0
74.1
74.1
74.3
74.4
74.6
74.7
70.9
72.0
71.3
74.1
71.6
70.5
70.9
68.6
71.4
68.6

70.0
69.7
70.2
70.9
71.3
72.0
72.5
73.1
73.7
76.2
74.2
74.7
74.8
74.8
74.9
75.1
75.3
75.3
71.6
72.7
72.0
74.9
72.7
70.8
70.4
69.5
72.0
69.3

71.2
70.9
71.3
72.0
72.5
73.1
73.6
74.2
74.8
77.4
75.3
75.9
76.0
76.0
76.1
76.3
76.5
76.6
72.8
73.9
73.2
76.1
73.8
72.2
72.1
70.6
73.3
70.5

71.8
71.6
72.0
72.7
73.2
73.8
74.3
74.9
75.5
78.0
76.0
76.5
76.6
76.6
76.7
76.9
77.1
77.2
73.4
74.5
73.8
76.7
74.7
72.5
71.7
71.2
73.7
71.1

1.9
1.9
1.9
1.8
1.9
1.9
1.9
1.9
1.9
1.9
1.8
1.9
1.9
1.9
1.8
1.9
1.9
1.9
1.9
1.9
1.9
2.0
2.2
1.7
1.2
2.0
1.9
1.9

1.8
1.9
1.8
1.8
1.9
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.8
1.9
1.8
1.8
1.8
1.8
2.0
1.7
1.3
1.7
1.7
1.8

70.9
70.6
70.9
71.5
71.8
72.3
72.7
73.3
73.8
76.8
74.4
75.0
75.1
75.2
75.3
75.5
75.7
75.8
71.6
72.5
71.6
74.5
73.5
71.8
71.4
69.4
72.1
68.8

71.1
70.8
71.1
71.7
72.0
72.6
72.9
73.5
74.2
77.0
74.8
75.4
75.5
75.6
75.7
75.9
76.1
76.2
72.3
73.3
72.4
75.3
74.2
71.9
71.0
70.0
72.5
69.0

1.6
1.6
1.5
1.3
1.2
1.1
1.0
1.0
0.9
1.3
0.9
1.0
1.0
1.1
1.0
1.1
1.1
1.1
0.7
0.6
0.3
0.4
1.5
1.3
0.5
0.8
0.7
0.2

Notes: (1) Numbers in parenthesis indicate the number of homes or businesses the receptor is representing.
(2) Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.
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1.1
1.1
0.9
0.8
0.7
0.6
0.4
0.4
0.5
0.8
0.6
0.7
0.7
0.8
0.8
0.8
0.8
0.9
0.7
0.3
0.4
0.4
1.0
1.1
0.6
0.5
0.5
-0.3

Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes

Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes

Table 48: Summary of Sound Levels – Part 8
I-16 WB Between Second Street and Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Public Park

Receptor
Number *

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005 (dBA)

Future NoBuild
Model
Levels
2036 (dBA)

Change
Existing to
Future
No-Build
(dBA)

Future
Build
Model
Levels 2036
(dBA)

Change
Existing
to Future
Build
(dBA)

Impacted
Receptor
(Yes or
No)

AM

PM AM

PM

AM PM AM

PM

AM PM AM PM

800

Commercial

68.4

69.9 71.5

72.4

3.1

2.5

70.6

71.5

2.2

1.6

No

Yes

801

Commercial

67.5

69.1 70.1

71.3

2.6

2.2

68.7

69.9

1.2

0.8

No

No

802

Commercial

66.0

67.6 68.4

69.6

2.4

2.0

67.4

68.6

1.4

1.0

No

No

803

Commercial

63.8

65.3 67.1

68.1

3.3

2.8

67.2

67.9

3.4

2.6

No

No

1000

Residential

70.0

69.2 71.3

71.1

1.3

1.9

72.5

71.4

2.5

2.2

Yes

Yes

Note: Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.

Table 49: Summary of Sound Levels – Part 9
Riverside Drive With Receptors in Cemetery

Receptor
Number *

Land Use
Activity
Category

Existing
TNM
Model
Levels
2005 (dBA)

Future NoBuild Model
Levels
2036 (dBA)

Change
Existing to
Future
No-Build
(dBA)

Future
Build
Model
Levels 2036
(dBA)

Change
Existing to
Future
Build
(dBA)

Impacted
Receptor
(Yes or No)

AM

PM AM

PM

AM PM AM

PM

AM

PM

AM

PM

900

Residential

66.3

66.8 68.1

68.8

1.8

2.0

62.1

62.7

-4.2

-4.1

No

No

901

Residential

65.3

65.8 67.1

67.8

1.8

2.0

60.7

61.4

-4.6

-4.4

No

No

902

Residential

64.7

65.2 66.4

67.0

1.7

1.8

60.4

60.9

-4.3

-1.3

No

No

903

Residential

64.1

64.5 65.7

66.3

1.6

1.8

59.9

60.3

-4.2

-4.2

No

No

904

Residential

66.7

67.1 68.3

69.0

1.6

1.9

66.6

67.0

-0.1

-0.1

Yes

Yes

905

Residential

71.7

72.3 73.6

74.4

1.9

2.1

74.7

74.2

3.0

1.9

Yes

Yes

906

Residential

72.6

73.4 74.7

75.6

2.2

2.1

74.9

76.2

2.3

2.8

Yes

Yes

907

Residential

71.5

72.1 73.3

74.1

1.8

2.0

69.0

69.9

-2.5

-2.2

Yes

Yes

908

Residential

70.4

70.9 72.0

72.7

1.6

1.8

68.2

68.5

-2.2

-2.4

Yes

Yes

Note: Numbers in bold represent sound levels that approach or exceed the noise abatement criteria.
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Figure 106: Noise Receptors –2005 Existing Condition (Hardeman Ave. to Riverside Dr.)
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Figure 107: Noise Receptors –2005 Existing Condition (Pierce Ave. to Corbin Ave.)
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Figure 108: Noise Receptors - 2005 Existing Condition (Northwest Segment of I-16/I-75 Interchange)
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Figure 109: Noise Receptors –2005 Existing Condition (Ocmulgee River to Spring St.)
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Figure 110: Noise Receptors –2005 Existing Condition (Second St. to Coliseum Dr./MLK Jr. Blvd.)
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Figure 111: Noise Receptors –2036 No-Build Condition (Hardeman Ave. to Riverside Dr.)
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Figure 112: Noise Receptors –2036 No-Build Condition (Pierce Ave. to Corbin Ave.)
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Figure 113: Noise Receptors –2036 No-Build Condition (Northwest Segment of I-75/I-16 Interchange)
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Figure 114: Noise Receptors -– 2036 No-Build Condition (Ocmulgee River to Spring St.)
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Figure 115: Noise Receptors – 2036 No-Build Condition (2nd St. to Coliseum Dr./MLK Jr. Blvd.)
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Figure 116: Noise Receptors – 2036 Build Condition (Hardeman Ave. to Riverside Dr.)
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Figure 117: Noise Receptors – 2036 Build Condition (Pierce Ave. to Corbin Ave.)
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Figure 118: Noise Receptors – 2036 Build Condition (Northwest Segment of I-16/I-75 Interchange)
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Figure 119: Noise Receptors – 2036 Build Condition (Ocmulgee River to Spring St.)

406

Figure 120: Noise Receptors – 2036 Build Condition (Second St. to Coliseum Dr./MLK Jr. Blvd.)
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Validation of the Model
The Traffic Noise Model (TNM) was developed by the FHWA in order to be used as a tool
to predict roadway noise. The model estimates sound levels for an assessment of noise in
areas of external frequent human use at specific sites, which are identified as receptor
locations. To validate TNM, field measurements were conducted at a sample of receptor
locations along the project. This validation was conducted to demonstrate that the TNM
replicated the existing noise conditions and thereby will replicate future noise conditions
with the roadway project.
In the case of the I-16/I-75 Interchange Improvement project, field measurements were
taken on May 12, 2009, May 14, 2009 and May 15, 2009 at a total of 20 receptors. Weather
conditions for all three days were partly cloudy to sunny, with temperatures between 63 and
86 degrees and humidity between 48 to 73 percent. Readings were taken at receptor
locations that were positioned at the beginning, middle, and end of the proposed sound
barriers. The number of receptors depended on the length of each proposed barrier.
A Bruel & Kjaer 2238-E Sound Level Meter was used to record sound levels at the
receptors every 10 seconds consecutively for a 15-minute interval at each location. The
noise meter used was certified as a Type I sound level meter according to ANSI Standard
SI.4-1971. The meter and microphone were calibrated prior to making the measurements.
The noise meter was preprogrammed to calculate the Leq value based on the methods and
procedures as outlined in the FHWA Environment–Chapter 3 Noise Measurement
Procedures.
Traffic volumes were counted simultaneously as each 15-minute field measurement was
conducted. The counts included both trucks and autos on both sides of the interstate and
along the ramps and side streets that were in the area of the receptor where the sound meter
was operating.
The fifteen-minute traffic volumes were multiplied by four to represent the hourly traffic
that was passing the receptor while the sound meter measured the sound levels of the area.
The hourly traffic volume, both trucks and autos were entered into the existing TNM model
that contained the elevations of the existing roadways and elevations of the receptors. The
TNM model was run and the resulting sound levels for the field-measured receptors of the
area were determined from the model. The predicted model sound level for the observed
traffic at each receptor was compared to the field measured sound level.
The results of this evaluation showed that the differences between the sound levels
measured and the sound levels produced by the model were 3 decibels or less. External
sound level differences of 3 decibels or less are not perceptible by the human ear.
Therefore, it is concluded that the modeled sound levels produced from the TNM program is
replicating existing sound levels. TNM is shown to be valid for this project and
consequently was used in determining future sound levels with the I-16/I-75 Interchange
Improvement roadway projects.
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Abatement of Noise Impacts
For the receptors where an impact is indicated, it is necessary to examine the potential for
abating the noise by using available abatement techniques. Possible abatement measures
include the installation of noise barriers near either the outside travel lanes or right-of-way
limits (depending on acoustic and design considerations), acquisition of rights-of-way, traffic
management, and alignment modifications. Below is an explanation of each abatement
type:
A. Barriers - Among the most common are earth berms and freestanding walls. These
kinds of abatement measures will be feasible for this project in some areas. The
feasibility and reasonableness of barriers is discussed under the Abatement Analysis
Section.
B. Acquisition of Rights-of-Way - The acquisition of rights-of-way is not a feasible or
reasonable noise abatement measure because creating buffer zones for noise abatement
could result in disruptive relocations. Acquisition of rights-of-way, however, may be
necessary for the construction of noise barriers but only if the acquisition is feasible and
would not cause the relocation of sensitive receptors.
C. Traffic Management - Measures such as traffic control devices (in addition to the ones
proposed in the project concept), signing for prohibition of certain vehicle types, timeuse restrictions for certain vehicle types and modified speed limits would prevent the
project from serving its intended purpose. Traffic management measures are not a
feasible noise abatement measure. For example, exclusive lane designations would be
inappropriate for a project of this scope and would not reduce traffic noise levels. The
project area’s high concentration of large truck and freight traffic is inherent to its
location and independent of traffic control measures; therefore traffic management would
further prevent the project from serving its intended purpose.
D. Alteration of Horizontal and Vertical Alignments - Alignment modifications as a
means of noise abatement would not be feasible for this project. Alignment
modifications would create relocation and displacements of some receptors and would
create noise impacts for new receptors. This project is located within a highly urbanized
area of the City of Macon and alterations of the alignment could result in significant
environmental impacts.
Abatement Analysis
Noise abatement measures such as barriers, acquisition of rights-of-way, traffic
management, and alignment modifications were considered for the impacted receptors. The
acquisition of additional right-of-way to mitigate noise impacts would result in the
unnecessary displacement of homes and businesses. Measures such as traffic control
devices and signing for prohibition of certain vehicle types, time-use restrictions for certain
vehicle types and modified speed limits would prevent the project from serving its intended
purpose. Exclusive lane designation would be inappropriate for a project of this scope and
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would not reduce traffic noise levels. Horizontal and vertical alignment modifications as a
means of noise abatement would prevent the project from serving its intended purpose.
The remaining alternative of sound barriers received further analysis. Several locations where
relatively closely packed clusters of sensitive receptors are located were analyzed to
investigate the feasibility of noise-reducing barriers. Georgia requires at least a 5 dBA
reduction (where 8 dBA is ideal) in noise levels to determine if the construction of a noise
barrier is feasible.
For the AM and PM Build conditions, a barrier wall was placed at the edge of the pavement.
This project is in an urban environment; the edge of pavement is the typical location of the
barrier. Most of the project contains retaining walls and structures to support the interstate
roadway and the sound barrier will be placed on these structures or aligned with these
structures. Each barrier wall was properly sized by using the barrier tool of the TNM and
running the model for different barrier heights until the sound level readings indicated at
least a 5 dBA reduction for all first row impacted receptors. A benefited receptor, which is
located behind the first row of impacted receptors, is a home or business that is not impacted
but would also achieve at least a 5 dBA reduction. This project does not have any benefited
receptors. All second row receptors were impacted. If during the analysis it was
determined that at least a 5 dBA reduction could not be achieved, the barrier was not
considered feasible and was therefore not analyzed further. See Tables 50-52 for a summary
of the feasibility analysis for the noise barrier analysis.
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Table 50: Noise Barrier Feasibility (Barriers 1 & 2)

Barrier
Identification
Number
1
1
1
1
1
1
1
1
1
1
1
1
1
1
1
2
2
2
2

Receptor
Number

Noise
Level
Build
(dBA)

AM
101
69.1
102
72.0
103
72.2
104 (2)
71.1
105
66.2
106(Benefited)** 64.7
107(2)
66.2
108(5)
66.9
109
71.2
110
72.3
111
69.1
112
73.7
113 (3)
72.3
114(2)
69.1
115
77.4
204 (2)
65.2
205(2)
69.6
206
74.3
207
71.2

PM
70.7
72.0
72.9
72.1
67.1
65.8
67.4
67.8
72.6
73.7
70.4
74.1
72.7
69.6
77.1
66.7
71.1
75.6
72.7

Noise
Level
Build
w/Barrier
(dBA)
AM PM
63.0 63.5
61.5 62.9
63.2 64.5
59.1 60.5
59.8 61.1
58.6 60.1
59.3 60.9
59.4 60.1
61.6 63.0
61.5 62.1
59.6 61.2
61.9 61.8
61.9 62.7
61.9 62.6
63.2 62.6
59.7 61.4
57.4 58.9
60.2 61.4
62.7 64.0

Noise
Reduction
(dBA)

Barrier
Determined
Feasible*
(Yes or No)

AM
6.1
10.5
9.0
12.0
6.4
6.1
6.9
7.5
9.6
10.8
9.5
11.8
10.4
7.2
14.2
5.5
12.2
14.1
8.5

AM
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

PM
7.2
9.1
8.4
11.6
6.0
5.7
6.5
7.7
9.6
11.6
9.2
12.3
10.0
7.0
14.5
5.3
12.2
14.2
8.7

PM
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

*Noise reduction must be 5dBA.
**A benefited receptor is described as a home or business that is not impacted by noise, but receives at least a
5-dBA sound reduction as a result of the construction of the noise abatement.
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Table 51: Noise Barrier Feasibility (Barriers 3-6)
Barrier
Identification
Number
3
3
3
3
3
3
3
3
4
4
4
4
5
5
5
5
5
5
5
5
6
6
6
6
6
6
6
6
6
6
6
6
6
6
6
6
6
6

Receptor
Number
300
301
302
303 (2)
304
305 (4)
306
307
403(4)
404
405
406(4)
507a-c
508(4)
509
510
511
512
513
514
601
602 (3)
603
604
605
606
607
608
609
610
611
612
613
614
615
616
617
618

Noise Level
Build
(dBA)
AM
75.3
74.6
72.7
71.4
69.0
69.7
75.2
75.1
69.9
67.9
66.9
66.4
73.4
73.6
74.3
71.3
69.8
73.1
72.8
71.3
73.5
71.1
71.1
71.1
71.6
71.8
71.9
71.8
71.7
71.9
71.9
71.9
71.7
71.8
71.5
71.4
72.5
73.0

PM
76.5
75.8
73.9
72.6
70.1
70.8
76.2
76.1
70.9
69.0
67.8
67.1
73.8
73.9
74.6
71.7
70.3
73.5
73.1
71.7
74.1
71.7
71.7
71.7
72.2
72.4
72.5
72.3
72.2
72.4
72.4
72.4
72.1
72.3
72.0
71.9
73.0
73.5

Noise Level
Build
w/Barrier
(dBA)
AM
PM
68.0
69.2
60.9
62.1
67.7
68.9
62.5
63.9
66.5
67.6
61.1
62.1
60.7
61.9
65.3
66.3
61.8
62.8
60.5
61.5
58.4
59.2
59.8
60.4
66.0
68.5
67.4
68.2
67.5
68.4
65.9
66.8
64.8
65.8
66.8
67.8
66.7
67.8
65.7
66.8
66.9
67.3
65.0
65.4
63.7
64.1
63.4
63.8
63.2
63.7
62.9
63.4
62.7
63.3
62.6
63.2
62.5
63.1
62.3
62.9
62.6
63.3
62.7
63.3
62.5
63.1
62.6
63.3
62.9
63.6
63.7
64.5
64.7
65.5
65.9
66.7

*Noise reduction must be 5dBA.
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Noise
Reduction
(dBA)
AM
7.3
13.7
5.0
8.9
2.5
8.6
14.5
9.8
8.1
7.4
8.5
6.6
7.4
6.2
6.8
5.4
5.0
6.3
6.1
5.6
6.6
6.1
7.4
7.7
8.4
8.9
9.2
9.2
9.2
9.6
9.3
9.2
9.2
9.2
8.6
7.7
7.8
7.1

PM
7.3
13.7
5.0
8.7
2.5
8.7
14.3
9.8
8.1
7.5
8.6
6.7
5.3
5.7
6.2
4.9
4.5
5.7
5.3
4.9
6.8
6.3
7.6
7.9
8.5
9.0
9.2
9.1
9.1
9.5
9.1
9.1
9.0
9.0
8.4
7.4
7.5
6.8

Barrier
Determined
Feasible*
(Yes or No)
AM
PM
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
No
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
No
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

Table 52: Noise Barrier Feasibility (Barrier 7)

Barrier
Receptor
Identification
Number
Number
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7
7

700
701
702
703
704
705
706
707(2)
708(2)
709
710
711
712
713
714
715
716
717
718(2)
719(6)
720(2)
722(3)
723(5)
728

Noise Level
Build
(dBA)
AM

PM

70.9

71.1

70.6

70.8

70.9
71.5
71.8
72.3
72.7
73.3
73.8
76.8
74.4
75.0
75.1
75.2
75.3
75.5
75.7
75.8
71.6
72.5
71.6
74.5
73.5

71.1
71.7
72.0
72.6
72.9
73.5
74.2
77.0
74.8
75.4
75.5
75.6
75.7
75.9
76.1
76.2
72.3
73.3
72.4
75.3
74.2

68.8

69.0

Noise Level
Build
w/Barrier
(dBA)
AM
PM
59.5 60.2
60.2 61.0
65.4 65.6
64.9 65.2
64.1 64.5
63.5 64.0
62.5 63.2
62.2 63.0
61.4 62.7
60.9 62.5
61.0 62.9
60.7 62.8
60.7 62.9
60.7 62.9
60.8 63.1
60.9 63.2
60.7 62.9
60.8 63.0
60.4 63.0
61.4 64.2
64.7 67.8
66.3 69.4
66.0 68.1
58.8 59.3

*Noise reduction must be 5dBA.
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Noise
Reduction
(dBA)
AM
11.4
10.4
5.5
6.6
7.7
8.8
10.2
11.1
12.4
15.9
13.4
14.3
14.4
14.5
14.5
14.6
15.0
15.0
11.2
11.1
6.9
8.2
7.5
10.0

PM
10.9
9.8
5.5
6.5
7.5
8.6
9.7
10.5
11.5
14.5
11.9
12.6
12.6
12.7
12.6
12.7
13.2
13.2
9.3
9.1
4.6
5.9
6.1
9.7

Barrier
Determined
Feasible*
(Yes or No)
AM
PM
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
Yes
Yes
Yes

The GDOT uses cost criteria to determine if the barrier is reasonable for construction. For
those receptors where a noise barrier was determined to be reasonable (achieve at least a
noise reduction of 5 dBA), cost analysis was completed to determine whether a noise barrier
would be considered cost effective. The GDOT uses a maximum cost of $50,000 per
impacted first row receptor and $25,000 per second row receptor that receives at least a 5
dBA reduction. The current material cost for noise barriers used by Georgia is $15 per
square foot.
A noise barrier is considered reasonable according to the following formula:
Reasonable Cost = (# of impacted sites having a 5 dBA reduction x $50,000) +
(# of additional benefited sites having a 5 dBA reduction x $25,000) > Estimated Cost of
Barrier.
Where the estimated barrier cost is more than the Reasonable Cost calculated above, a noise
barrier is not considered cost effective.
The following is a description of the noise barrier analysis for the impacted noise receptors
associated with the I-16/I-75 project. Only barriers determined to be feasible have been
assessed for reasonableness.
Barrier 1 runs along the edge of pavement of southbound I-75 between Hardeman Avenue and
Walnut Street, and it benefits impacted Receptors 101, 102, 103, 104, 105, 107a-b, 108a-e,
109, 110, 111, 112, 113a-c, 114a-b and 115 (total 23) and also benefits non-impacted Receptor
106 (total 1). Barrier 1 would cost an estimated $862,500. Barrier 1 was determined to be
reasonable, because the total cost benefit (23 x $50,000 + 1 x $25,000) of $1,175,000 is greater
than the estimated cost of the barrier ($862,500).
Barrier 2 runs along the edge of pavement of northbound I-75 between Hardeman Avenue and
Walnut Street and it benefits impacted Receptors 204a-b, 205a-b, 206, and 207 (total 6).
Barrier 2 would cost an estimated $292,500. Barrier 2 was determined to be reasonable,
because the total cost benefit (6 x $50,000) of $300,000 is greater than the estimated cost of the
barrier ($292,500).
Barrier 3 runs along the edge of pavement of northbound I-75 between Walnut Street and
Riverside Drive, and it benefits Receptors 300, 301, 302, 303a-b, 305a-d, 306, and 307 (total
11). Barrier 3 would cost an estimated $483,750. Barrier 3 was determined to be reasonable,
because the total cost benefit (11 x $50,000) of $550,000 is greater than the estimated cost of
the barrier ($483,750).
Barrier 4 runs along the edge of pavement of southbound I-75 between Riverside Drive and
Walnut Street, and it benefits Receptors 402a-d, 403a-d, 404, 405, and 406a-d (total 14).
Barrier 4 would cost an estimated $319,500. Barrier 4 was determined to be reasonable,
because the total cost benefit (14 x $50,000) of $700,000 is greater than the estimated cost of
the barrier ($319,500).
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Barrier 5 runs along the edge of pavement of southbound I-75 near Pierce Avenue, and it
benefits Receptors 507a-c, 508a-d, 509, 510, 511, 512, 513 and 514 (total 13). Barrier 5 would
cost an estimated $624,780. Barrier 5 was determined to be a reasonable expense, because the
total cost benefit (13 x $50,000) of $650,000 is greater than the estimated cost of the barrier
($624,780).
Barrier 6 runs along the edge of pavement of northbound I-75 near Pierce Avenue, and it
benefits Receptors 601, 602a-b, 603-618 (total 20). Barrier 6 would cost an estimated
$749,760. Barrier 6 was determined to be reasonable, because the total cost benefit (20 x
$50,000) of $1,000,000 is greater than the estimated cost of the barrier ($749,760).
Barrier 7 runs along the edge of pavement of the westbound I-16 on-ramp from Spring Street
and then continues along the westbound I-16 CD road to the west end of the CD bridge over
the Ocmulgee River. Barrier 7 benefits Receptors 700-706, 707a-b, 708a-b, 709-717, 718a-b,
719a-f, 720a-b, 722a-c, 723a-e, and 728 (total 36). Barrier 7 would cost an estimated
$1,326,015. Barrier 7 was determined to be reasonable, because the total cost benefit (39 x
$50,000) of $1,950,000 is greater than the estimated cost of the barrier ($1,326,015).
Table 53 identifies whether a modeled noise barrier was considered reasonable in accordance
with the Georgia noise policy, and Table 54 gives more information about each barrier.
Construction Noise
Sensitive Receptor Identification
The FHWA Report No. FHWA-PD-96-010, 23 CFR 772 requires that sensitive receptors that
may be affected by highway construction noise be identified. Receptors affected by highway
traffic noise also may be assumed to be affected by construction noise.
Measures to Minimize Adverse Construction Noise Impacts
In order to minimize impacts from construction noise a stipulation in the contract will require
that each piece of construction equipment include an appropriate muffler in good working
condition.
Coordination with Local Officials
A copy of this report will be provided to the appropriate local officials as part of the NEPA
review process. Also, copies of 23 CFR 772 and FHWA publications concerning highway
noise and land use control will be made available to these officials and agencies, which
complies with the requirements of 23 CFR Part 772.
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Table 53: Noise Barrier Reasonableness
Mitigated Receptor
Identification
Number

101, 102, 103, 104,
105, 107a-b, 108ae, 109, 110, 111,
112, 113a-c, 114a-b
and 115
204a-b, 205a-b, 206,
and 207
300, 301, 302, 303ab, 305a-d, 306, and
307
402a-d, 403a-d, 404,
405, and 406a-d
507a-c, 508a-d, 509,
510, 511, 512, 513
and 514
601, 602a-c, 603618
700-706, 707a-b,
708a-b, 709-717,
718a-b, 719a-f,
720a-b, 722a-c,
723a-e, and 728

NonImpacted
Impacted
Mitigated
Mitigated
Receptor
Receptor

Barrier
ID
Number

Cost
Benefit

Cost of
Barrier

Barrier
Determined
Reasonable*

1

$1,175,000

$856,635

Yes

23

1

2

$300,000

$266,700

Yes

6

0

3

$550,000

$488,250

Yes

11

0

4

$700,000

$428,400

Yes

14

0

5

$650,000

$624,780

Yes

13

0

6

$1,000,000

$749,760

Yes

20

0

7

$1,950,000 $1,326,015

Yes

39

0

* The cost benefit must be greater than the cost of barrier to be determined reasonable.
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Table 54: Noise Barrier Information

Mitigated Receptor
Identification Number
101, 102, 103, 104, 105,
107a-b, 108a-e, 109, 110, 111,
112, 113a-c, 114a-b and 115
204a-b, 205a-b, 206, and 207
300, 301, 302, 303a-b, 305a-d,
306, and 307
402a-d, 403a-d, 404, 405,
and 406a-d
507a-c, 508a-d, 509, 510, 511,
512, 513 and 514
601, 602a-c, 603-618
700-706, 707a-b, 708a-b, 709717, 718a-b, 719a-f, 720a-b,
722a-c, 723a-e, and 728

Barrier
Identification

Estimated
Cost of
Barrier

Estimated
Length of
Barrier

Estimated
Height of
Barrier

Cost
per Sq.
Foot

1

$856,635

2483’

23’

$15

2

$266,700

889’

20’

$15

3

$488,250

1085’

30’

$15

4

$428,400

952’

30’

$15

5

$624,780

1682’

20’ to 28’

$15

6

$749,760

2272’

22’

$15

7

$1,326,015

3700’

22’ to 30’

$15
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Summary
The existing condition shows 105 (AM) and 105 (PM) receptors that approach or exceed the
noise abatement criteria. The 2036 No-Build condition shows 117 (AM) and 120 (PM)
receptors that approach or exceed the noise abatement criteria. The 2036 Build Alternative
shows 103 (AM) and 106 (PM) impacted receptors (120 individual receptors/153 structures).
Based on determinations of feasibility and reasonableness, barriers are proposed for the benefit
of 127 receptors/structures on this project.
Figures 121-123 indicate the location of the proposed noise barriers along the project. These
figures indicate which barriers were extended and/or added in January 2009 due to additional
homes being built along I-16 and in March 2009 due to the change in traffic mix. These figures
also indicate the “old” height of the barriers without heavy trucks included in the analysis and
the “new” height of the barriers with heavy trucks included.
These figures also indicate the sound barriers proposed in the original noise assessment
analysis conducted in April 2007. The noise barriers proposed in the April 2007 study were
presented to the public at a Public Hearing Open House (PHOH) held on December 11, 2007.
There were seventeen (17) comment sheets concerning noise abatement at this PHOH. The
comments included residents of the Pleasant Hill neighborhood and the Shirley Hills
neighborhood. Additional public meetings were held between 2000 and 2008, which gave the
communities the opportunity to discuss the noise abatement measures.
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Figure 121: Noise Barrier Locations – Hardeman Ave. to Riverside Dr.
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Figure 122: Noise Barrier Locations – Pierce Ave. to Corbin Ave.
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Figure 123: Noise Barrier Locations – Ocmulgee River to Spring St.
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Indirect Effects
Although the project will have an impact on 120 noise receptors (representing 153 structures),
the project alignment was chosen to minimize impacts to the fullest extent possible. Noise
abatement measures were considered and found to be both feasible and reasonable for 74
individual receptors (125 structures). Eighty-one (81) of the impacted receptors (118 of the
impacted structures) will have a noise level increase of three dBA or less, which will occur over
20 years. A 3-dBA noise increase is the minimum increase that is not perceptible to human
hearing. Since this increase will occur over 20 years it is not likely that these receptors will
notice the noise increase. Currently, no other projects are planned along the project corridor that
will result in increased noise. The predicted change in local travel patterns has already been
accounted for as part of the traffic analysis, which assumed traffic conditions in 2036. Future
noise levels as a result of the proposed project are not predicted to be substantial.
Cumulative Effects
The entire limits of Bibb County were determined to be an adequate area to define the
cumulative impacts upon noise quality (see Figure 124). Historic patterns of development in the
study area and Bibb County have incrementally increased noise levels. It is likely that the
construction of I-16 and I-75 created the greatest impact to noise quality in this area by
introducing large volumes of traffic directly adjacent to existing residential neighborhoods.
Noise effects to these communities are identified in the Community Impacts section of this
document. The construction of I-16 resulted in land-use changes in the vicinity. Extensive
commercial development has occurred on the north side of I-16 along Spring Street where an
interchange was created. Much of this area was previously designated as Baconsfield Park and
now contains a series of apartment buildings and strip mall business parks.
In addition to residential, industrial, and commercial development, developments such as the
construction of the Herbert Smart Airport to the east of the project have sustained historical
trends of incremental increases in sources of noise. Noise levels for the project area are
predicted to increase as Macon continues to serve as a regional employment center. According
to the 2035 LRTP for Macon, growth is generally predicted to be low for the area where the
project is located with the majority of new economic development predicted to occur in the
northeast area of the county. Under the Build Alternative there will be twenty-eight (28)
impacted receptors (18 residential and 10 commercial) that would not be benefitted by a
proposed noise barrier. Of these sites twenty-four (24) are considered to be impacted under
current conditions, and under future conditions only three (3) of the receptors will have greater
than a 3-dBA noise increase. A 3-dBA noise increase is the minimum increase that is not
perceptible to human hearing. Since this increase would occur over 20 years it is not likely that
these receptors would notice the noise increase. Therefore even when combined with the noise
levels from existing, ongoing and planned development in the area, when considering proposed
mitigation that is proposed to offset potential noise impacts, it is anticipated that the I-16/I-75
project will only provide a minor contribution to cumulative adverse noise impacts.
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Figure 124: Cumulative Effects Area for Noise Impacts
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2. Air Quality
The 1990 Clean Air Act amendments, issued by the EPA, set forth guidelines to be followed by
agencies responsible for attainment of the NAAQS. In complying with these guidelines, this
analysis has been completed for the GDOT to determine the effects this proposed project will have
on local air quality in an Air Quality Assessment conducted in 2001 (see References). This project
was modeled using the EPA and the GDOT guidelines and methodologies. The Air Quality Impact
Assessment report, dated April 30, 2010, is on file at GDOT.
Carbon Monoxide (CO)
The state and federal ambient air quality standards for CO concentration values are not to be
exceeded more than once a year. The State of Georgia and the federal government set the
maximum acceptable average CO concentrations at 35 parts per million (ppm) for a one-hour
period, and 9 ppm as the average over a continuous eight-hour period. EPA is required to issue a
public alert when CO levels reach 30 ppm, and a public declaration of emergency at the level of 40
ppm. The significant harm level at which serious and widespread health effects occur to the general
population is 50 ppm. Results indicated that the project is consistent with the State
Implementation Plan (SIP) for the attainment of clean air quality in Georgia and is in compliance
with both state and federal air quality standards. Peak one-hour and eight-hour concentrations
are listed in Tables 55-59.
With the proposed improvement project, the highest one-hour CO concentrations were predicted
for the Build Year, 2016, and the Design Year, 2036. The modeled receptor sites and their resultant
predicted one-hour concentrations of CO from the operations of the highway are included in the
output for 2016 and 2036 models in the CAL3QHC (the model used to complete the air quality
analysis) output section at the end of this report. The highest one-hour CO concentration for the
future 2016 and 2036 conditions was 3.2 ppm, which occurred during the 2016 and 2036 PM peak
hour at receptor D26 (see Figure 131 on page 432), located along the northbound approach of
Coliseum Drive at I-16 WB Ramps. This value is lower than the NAAQS for the one-hour level of
35 ppm.
The eight hour concentrations, derived by multiplying the one hour results by a persistence factor
of 0.6, were also within the NAAQS for the existing, build and design year traffic volumes.
With the proposed improvement project, the highest eight-hour average concentration for the future
2016 and 2036 conditions was 1.9 ppm, which occurred during the 2016 and 2036 PM peak hour at
receptor D26 (see Figure 131), located at the same location as described above. This value is lower
than the NAAQS for the eight-hour level of 9 ppm.
The following tables (Table 55-Table 59) and figures (Figure 125-131) illustrate the air modeling
results. Individual models were developed and run for each major intersection in the project, which
is where the air quality impacts are most likely to be the highest because of the potential for vehicles
to be at a stopped condition. Because each intersection was a separate stand alone model the
receptor numbering was started over in each model, except for Spring Street and Second Street,
which were combined into a single model.
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Figure 125: Receptor Locations South of I-75/I-16 Interchange along I-75

Figure 126: Receptor Locations East of I-75/I-16 Interchange along I-16
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Figure 127: Receptor Locations West of I-75/I-16 Interchange along I-75

Figure 128: Receptor Locations West of I-75/I-16 Interchange along I-75 near Pierce Avenue
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Table 55: I-75/I-16 Interchange Predicted Highest One-Hour and Eight-Hour CO
Concentrations (ppm)
1 Hour Average
Receptors

D1
D2
D3
D4
D5
D6
D7
D8
D9
D 10
D 11
D 12
D 13
D 14
D 15
D 16
D 17

2016
Concentrations
(ppm)
AM
PM
2.0
2.1
1.9
1.9
1.8
1.9
1.8
1.9
1.7
1.8
1.7
1.8
1.4
1.2
1.6
1.5
1.7
1.9
1.8
1.7
1.6
1.6
2.1
1.9
1.6
1.5
1.5
1.5
2.0
1.9
1.3
1.2
1.2
1.3

8 Hour Average

2036
Concentrations
(ppm)
AM
PM
1.9
2.2
1.9
2.3
1.9
2.0
1.7
1.9
1.6
1.8
1.7
1.8
1.4
1.4
1.6
1.5
1.7
2.0
1.9
1.9
1.6
1.6
2.0
2.1
1.6
1.6
1.5
1.5
2.2
2.0
1.2
1.2
1.2
1.3
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2016
Concentrations
(ppm)
AM
PM
1.2
1.3
1.1
1.1
1.1
1.1
1.1
1.1
1.0
1.1
1.0
1.1
0.8
0.7
1.0
0.9
1.0
1.1
1.1
1.0
1.0
1.0
1.3
1.1
1.0
0.9
0.9
0.9
1.2
1.1
0.8
0.7
0.7
0.8

2036
Concentrations
(ppm)
AM
PM
1.1
1.3
1.1
1.4
1.1
1.2
1.0
1.1
1.0
1.1
1.0
1.1
0.8
0.8
1.0
0.9
1.0
1.2
1.1
1.1
1.0
1.0
1.2
1.3
1.0
1.0
0.9
0.9
1.3
1.2
0.7
0.7
0.7
0.8

Figure 129: Receptor Locations at Spring Street Interchange
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Figure 130: Receptor Locations at Second Street Interchange
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Table 56: Spring Street and Second Street Interchanges Predicted Highest One-Hour and
Eight-Hour CO Concentrations (ppm)
1 Hour Average
Receptors

D1
D2
D3
D4
D5
D6
D7
D8
D9
D 10
D 11
D 12
D 13
D 14
D 15
D 16
D 17
D 18
D 19
D 20
D 21
D 22
D 23
D 24
D 25
D 26
D 27
D 28
D 29
D 30
D 31
D 32
D 33
D 34

2016
Concentrations
(ppm)
AM
PM
1.8
1.7
1.8
1.7
1.7
1.8
1.7
1.6
1.5
1.5
1.4
1.3
2.3
1.7
2.0
1.6
1.7
1.7
1.7
1.7
1.8
1.8
1.9
1.7
1.8
1.7
1.6
1.6
1.7
1.8
1.6
1.6
1.8
1.6
1.8
1.7
1.7
1.6
1.9
1.9
1.8
1.9
1.7
1.9
2.2
1.7
2.2
1.8
2.1
1.8
1.9
1.8
1.8
1.6
1.7
1.6
2.1
2.0
2.1
2.0
2.2
2.0
2.4
1.9
2.2
1.8
2.0
1.8

8 Hour Average

2036
Concentrations
(ppm)
AM
PM
1.8
1.9
1.7
1.8
1.8
1.8
1.6
1.6
1.5
1.5
1.4
1.3
2.2
1.7
2.0
1.7
1.6
1.6
1.6
1.7
1.9
1.8
1.9
1.6
1.9
1.7
1.5
1.7
1.8
1.9
1.5
1.5
1.8
1.6
1.9
1.6
1.5
1.7
1.9
1.9
1.8
1.9
1.7
1.8
2.1
1.8
2.2
1.8
2.1
1.8
1.8
1.8
1.7
1.6
1.5
1.5
2.0
2.1
2.0
2.1
1.9
2.1
2.4
1.9
2.3
1.8
2.2
1.8
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2016
Concentrations
(ppm)
AM
PM
1.1
1.0
1.1
1.0
1.0
1.1
1.0
1.0
0.9
0.9
0.8
0.8
1.4
1.0
1.2
1.0
1.0
1.0
1.0
1.0
1.1
1.1
1.1
1.0
1.1
1.0
1.0
1.0
1.0
1.1
1.0
1.0
1.1
1.0
1.1
1.0
1.0
1.0
1.1
1.1
1.1
1.1
1.0
1.1
1.3
1.0
1.3
1.1
1.3
1.1
1.1
1.1
1.1
1.0
1.0
1.0
1.3
1.2
1.3
1.2
1.3
1.2
1.4
1.1
1.3
1.1
1.2
1.1

2036
Concentrations
(ppm)
AM
PM
1.1
1.1
1.0
1.1
1.1
1.1
1.0
1.0
0.9
0.9
0.8
0.8
1.3
1.0
1.2
1.0
1.0
1.0
1.0
1.0
1.1
1.1
1.1
1.0
1.1
1.0
0.9
1.0
1.1
1.1
0.9
0.9
1.1
1.0
1.1
1.0
0.9
1.0
1.1
1.1
1.1
1.1
1.0
1.1
1.3
1.1
1.3
1.1
1.3
1.1
1.1
1.1
1.0
1.0
0.9
0.9
1.2
1.3
1.2
1.3
1.1
1.3
1.4
1.1
1.4
1.1
1.3
1.1

Table 57: Spring Street and Second Street Interchanges Predicted Highest One-Hour and
Eight-Hour CO Concentrations (ppm)

1 Hour Average
Receptors

D 35
D 36
D 37
D 38
D 39
D 40
D 41
D 42
D 43
D 44
D 45
D 46
D 47
D 48
D 49

2016
Concentrations
(ppm)
AM
PM
2.0
1.7
2.0
1.6
1.9
1.6
2.0
1.7
2.0
1.7
1.9
1.8
1.8
1.8
1.8
1.8
1.9
1.7
1.8
1.7
1.7
1.5
1.6
1.5
1.8
1.6
2.0
2.0
1.9
2.0

8 Hour Average

2036
Concentrations
(ppm)
AM
PM
1.9
1.6
1.8
1.5
1.8
1.5
2.0
1.6
2.0
1.7
2.0
1.9
1.9
1.9
1.8
1.8
1.9
1.8
1.8
1.7
1.6
1.5
1.6
1.3
1.8
1.6
1.8
2.2
1.9
2.2
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2016
Concentrations
(ppm)
AM
PM
1.2
1.0
1.2
1.0
1.1
1.0
1.2
1.0
1.2
1.0
1.1
1.1
1.1
1.1
1.1
1.1
1.1
1.0
1.1
1.0
1.0
0.9
1.0
0.9
1.1
1.0
1.2
1.2
1.1
1.2

2036
Concentrations
(ppm)
AM
PM
1.1
1.0
1.1
0.9
1.1
0.9
1.2
1.0
1.2
1.0
1.2
1.1
1.1
1.1
1.1
1.1
1.1
1.1
1.1
1.0
1.0
0.9
1.0
0.8
1.1
1.0
1.1
1.3
1.1
1.3

Figure 131: Receptor Locations at Coliseum/MLK, Jr. Blvd Interchange
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Table 58: Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Interchange:
Predicted Highest One-Hour and Eight-Hour CO Concentrations (ppm)
1 Hour Average

8 Hour Average

2016
2036
2016
2036
Concentrations
Concentrations
Concentrations
Concentrations
(ppm)
(ppm)
(ppm)
(ppm)
AM
PM
AM
PM
AM
PM
AM
PM
D1
1.4
1.9
1.5
2.0
0.8
1.1
0.9
1.2
D2
1.4
1.8
1.5
2.0
0.8
1.1
0.9
1.2
D3
1.4
1.7
1.4
1.8
0.8
1.0
0.8
1.1
D4
1.3
1.5
1.3
1.5
0.8
0.9
0.8
0.9
D5
1.3
1.4
1.3
1.4
0.8
0.8
0.8
0.8
D6
1.2
1.3
1.2
1.3
0.7
0.8
0.7
0.8
D7
1.5
1.5
1.5
1.5
0.9
0.9
0.9
0.9
D8
1.4
1.4
1.4
1.4
0.8
0.8
0.8
0.8
D9
1.3
1.3
1.4
1.3
0.8
0.8
0.8
0.8
D 10
1.5
1.4
1.5
1.5
0.9
0.8
0.9
0.9
D 11
1.6
1.4
1.6
1.5
1.0
0.8
1.0
0.9
D 12
1.7
1.4
1.7
1.6
1.0
0.8
1.0
1.0
D 13
2.1
2.4
2.1
2.6
1.3
1.4
1.3
1.6
D 14
1.9
2.4
2.0
2.6
1.1
1.4
1.2
1.6
D 15
2.0
2.1
2.0
2.5
1.2
1.3
1.2
1.5
D 16
2.1
2.1
2.1
2.1
1.3
1.3
1.3
1.3
D 17
2.0
2.1
2.1
2.1
1.2
1.3
1.3
1.3
D 18
1.9
2.0
1.9
2.0
1.1
1.2
1.1
1.2
D 19
1.9
2.0
1.9
2.0
1.1
1.2
1.1
1.2
D 20
1.8
1.9
1.8
1.9
1.1
1.1
1.1
1.1
D 21
1.7
1.8
1.7
1.8
1.0
1.1
1.0
1.1
D 22
2.2
2.3
2.2
2.3
1.3
1.4
1.3
1.4
D 23
2.2
2.4
2.2
2.3
1.3
1.4
1.3
1.4
D 24
2.1
2.2
2.0
2.2
1.3
1.3
1.2
1.3
D 25
2.2
2.7
2.1
2.7
1.3
1.6
1.3
1.6
2.2
2.2
1.3
1.3
D26*
3.2
3.2
1.9
1.9
D 27
2.0
2.6
2.1
2.7
1.2
1.6
1.3
1.6
D 28
2.0
2.3
1.9
2.4
1.2
1.4
1.1
1.4
D 29
1.8
2.0
1.8
2.2
1.1
1.2
1.1
1.3
D 30
1.6
1.8
1.6
1.9
1.0
1.1
1.0
1.1
D 31
1.9
2.2
1.9
2.4
1.1
1.3
1.1
1.4
D 32
1.8
1.9
1.8
2.0
1.1
1.1
1.1
1.2
D 33
1.7
1.8
1.6
1.9
1.0
1.1
1.0
1.1
D 34
1.9
2.3
2.0
2.4
1.1
1.4
1.2
1.4
*Bold Font indicates the highest 2016 and 2036 one-hour and eight-hour CO Concentration
Receptors
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Table 59: Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Interchange:
Predicted Highest One-Hour and Eight-Hour CO Concentrations (ppm)
1 Hour Average
Receptors

2016
Concentrations
(ppm)
AM
PM

8 Hour Average

2036
Concentrations
(ppm)
AM
PM

2016
Concentrations
(ppm)
AM
PM

2036
Concentrations
(ppm)
AM
PM

D 35

1.8

2.3

1.9

2.4

1.1

1.4

1.1

1.4

D 36

1.8

2.2

1.8

2.3

1.1

1.3

1.1

1.4

Mobile Source Air Toxics (MSAT)
Mobile Source Air Toxics (MSAT) assessments are required statewide for most federal
transportation projects. Based on the example projects defined in the FHWA guidance “Interim
Guidance update on Air Toxic Analysis in NEPA Documents” dated September 30, 2009, the
widening and reconstruction of I-75 from north of Hardeman Avenue to south of Pierce Avenue
and I-16 from I-75 to Walnut Creek would be classified as a project with Low Potential MSAT
Effects.
In addition to the criteria air pollutants that must meet the NAAQS, EPA also regulates air
toxics. Most air toxics originate from human-made sources, including on-road mobile sources,
non-road mobile sources (e.g., airplanes), area sources (e.g., dry cleaners) and stationary sources
(e.g., factories or refineries).
Controlling air toxic emissions became a national priority with the passage of the Clean Air Act
Amendments (CAAA) of 1990, whereby Congress mandated that the U.S. EPA regulate 188 air
toxics, also known as hazardous air pollutants. The EPA has assessed this expansive list in their
latest rule on the Control of Hazardous Air Pollutants from Mobile Sources (Federal Register,
Vol. 72, No. 37, page 8430, February 26, 2007) and identified a group of 93 compounds emitted
from mobile sources that are listed in their Integrated Risk Information System (IRIS)
(http://www.epa.gov/ncea/iris/index.html). In addition, EPA identified seven compounds with
significant contributions from mobile sources that are among the national and regional-scale
cancer risk drivers from their 1999 National Air Toxics Assessment (NATA)
(http://www.epa.gov/ttn/atw/nata1999/). These are acrolein, benzene, 1,3-butadiene, diesel
particulate matter plus diesel exhaust organic gases (diesel PM), formaldehyde, naphthalene, and
polycyclic organic matter. While FHWA considers these the priority mobile source air toxics, the
list is subject to change and may be adjusted in consideration of future EPA rules.
The 2007 EPA rule mentioned above requires controls that will dramatically decrease MSAT
emissions through cleaner fuels and cleaner engines. According to an FHWA analysis using
EPA's MOBILE6.2 model, even if vehicle activity (vehicle-miles travelled, VMT) increases by
145 percent as assumed, a combined reduction of 72 percent in the total annual emission rate for
the priority MSAT is projected from 1999 to 2050, as shown in the graph on Page 435.
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NATIONAL MSAT EMISSION TRENDS 1999 - 2050
FOR VEHICLES OPERATING ON ROADWAYS
USING EPA's MOBILE6.2 MODEL

Note:
(1) Annual emissions of polycyclic organic matter are projected to be 561 tons/yr for 1999, decreasing to 373 tons/yr
for 2050.
(2) Trends for specific locations may be different, depending on locally derived information representing vehiclemiles traveled, vehicle speeds, vehicle mix, fuels, emission control programs, meteorology, and other factors
Source: U.S. Environmental Protection Agency. MOBILE6.2 Model run 20 August 2009.

Air toxics analysis is a continuing area of research. While much work has been done to assess the
overall health risk of air toxics, many questions remain unanswered. In particular, the tools and
techniques for assessing project-specific health outcomes as a result of lifetime MSAT exposure
remain limited. These limitations impede the ability to evaluate how the potential health risks
posed by MSAT exposure should be factored into project-level decision-making within the
context of NEPA.
Nonetheless, air toxics concerns continue to be raised on highway projects during the NEPA
process. Even as the science emerges, we are duly expected by the public and other agencies to
address MSAT impacts in our environmental documents. The FHWA, EPA, the Health Effects
Institute, and others have funded and conducted research studies to try to more clearly define
potential risks from MSAT emissions associated with highway projects. The FHWA will
continue to monitor the developing research in this emerging field.
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MSAT Assessment
The proposed project consists of the reconstruction of the I-16/I-75 interchange and other I-16
interchanges within the City of Macon (refer to Figure 1, Project Location Map). The purpose of
the proposed project is to improve the safety and operational efficiency of the following
interstate interchanges in Macon:
Mainline I-16 at Mainline I-75
Spring Street at I-16
Second Street at I-16
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard at I-16
Hardeman Avenue at I-75
As a result of numerous operational improvements, the proposed project will reduce congestion,
improve safety, and provide better access to and from the downtown Macon area. Improving
traffic conditions in this area will lower the high accident rate within the project area. Improving
sight distances, separating through traffic from local traffic, and improving existing interchange
operations on I-16 should substantially contribute to reducing the accident rate and improving
mobility in the region. This project will not result in any meaningful changes in traffic volumes,
vehicle mix, location of the existing facility, or any other factor that will cause an increase in
emissions impacts relative to the No-Build alternative. As such, FHWA has determined that this
project will generate minimal air quality impacts for Clean Air Act criteria pollutants and has not
been linked with any special MSAT concerns. FHWA considers this project to be a project with
Low Potential MSAT Effects.
For each alternative evaluated as part of this project, the amount of MSATs emitted would be
proportional to the vehicle miles traveled, or VMT, assuming that other variables such as fleet
mix are the same for each alternative. Because the estimated VMT under each of the
Alternatives are nearly the same, it is expected there would be no appreciable difference in
overall MSAT emissions among the various alternatives. See Tables 60 and 61 for information
on VMT, related to I-16 and I-75 respectively.
Regardless of the alternative chosen, emissions would likely be lower than present levels in the
design year as a result of EPA's national control programs that are projected to reduce MSAT
emissions by 57 to 87 percent from 2000 to 2020. Local conditions may differ from these
national projections in terms of fleet mix and turnover, VMT growth rates, and local control
measures. However, the magnitude of the EPA-projected reductions is so great (even after
accounting for VMT growth) that MSAT emissions in the study area are likely to be lower in the
future in virtually all locations.
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Table 60: I-16 Vehicle Miles Traveled (VMT)
I-16

Existing-2005
West of
East of
Spring
Second
St.
St.

2016 No-Build
West of
East of
Spring
Second
St.
St.

2016 Build
West of
East of
Spring
Second
St.
St.

2036 No-Build
West of
East of
Spring
Second
St.
St.

2036 Build
West of
East of
Spring
Second
St.
St.

ADT

81,540

55,720

112,550

60,100

112,550

60,100

157,000

85,050

157,000

85,050

6,523

4,458

9,004

4,808

9,004

4,808

12,560

6,804

12,560

6,804

8%

8%

8%

8%

8%

8%

8%

8%

8%

8%

138,618

66,864

191,335

72,120

191,335

72,120

266,900

120,060

266,900

120,060

1.7

1.2

1.7

1.2

1.7

1.2

1.7

1.2

1.7

1.2

Number of
Trucks
Truck
Percentages
Approximate
VMT
Project Length

*VMT is calculated by multiplying the length of the project times the ADT

Table 61: Vehicle Miles Traveled (VMT)
I-75

ADT
Number of
Trucks
Truck
Percentages
Approximate
VMT
Project Length

Existing-2005
South of
North of
Pierce
HardeAve
man

2016 No-Build
South of
North of
Pierce
HardeAve
man

2016 Build
South of
North of
Pierce
HardeAve
man

2036 No-Build
South of
North of
Pierce
HardeAve
man

2036 Build
South of
North of
Pierce
HardeAve
man

67,000

81,180

76,200

99,650

76,200

99,650

101,650

144,950

101,650

144,950

8,040

5,682

9,144

6,976

9,144

6,976

12,198

10,146

12,198

10,146

12%

7%

12%

7%

12%

7%

12%

7%

12%

7%

93,800

97,416

106,680

119,580

106,680

119,580

142,310

173,940

142,310

173,940

1.4

1.2

1.4

1.2

1.4

1.2

1.4

1.2

1.4

1.2

*VMT is calculated by multiplying the length of the project times the ADT

Because of the specific characteristics of the project (i.e. modified interchange, additional travel
lanes), under the Selected Alternative/Alternative 9 there may be localized areas where VMT
will increase, and other areas where VMT will decrease. The additional travel lanes and other
improvements contemplated, as part of the project alternatives will have the effect of moving
some traffic closer to nearby homes, and businesses. Therefore it is possible that localized
increases and decreases in MSAT emissions may occur. However, even if these increases do
occur, they too would be substantially reduced in the future due to implementation of EPA’s
vehicle and fuel regulations.
In sum, under the Selected Alternative/Alternative 9 in the design year it is expected there will
be reduced MSAT emissions in the immediate area of the project, relative to the No-Build
Alternative, due to the reduced VMT associated with more direct routing, and due to EPA's
MSAT reduction programs. In analyzing the project, MSAT levels could be higher in some
locations than others, but current tools and science are not adequate to quantify them. However,
on a regional basis, EPA's vehicle and fuel regulations, coupled with fleet turnover, will cause
substantial reductions over time that, in almost all cases, will cause region-wide MSAT levels to
be significantly lower than today.
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PM 2.5 Assessment
Qualitative PM2.5 assessments are only required for projects of air quality concern within the
PM2.5 nonattainment area. EPA is presently developing guidance for completion of quantitative
(hot spot) analysis of PM 2.5. According to 40 CFR 93.123 (b) (1) projects of air quality concern
are identified as highway and transit projects that involve significant levels of diesel traffic, or
any project that may be identified in the SIP as a project of local concern for PM2.5.
This project is identified in the current Macon-Bibb LRTP, Macon Area Transportation Study
(MATS) 2035, and in the FY 2006-2008 Statewide Transportation Improvement Plan as Projects
MCN-10, MCN-66, MCN-13, and MCN-9. The project is not a new or expanded highway.
The proposed project is being completed for safety and operational improvements. The project
will not construct new exit ramps or other highway facility improvements that connect a
highway or expressway to a major freight, bus, or intermodal terminal. The project will not
expand an existing highway or other facility that affects a congested intersection (operates at
LOS D, E, or F) that has a significant increase in the number of diesel trucks. The highway
project will not cause a significant increase in the number of diesel transit buses and/or diesel trucks.
Based on the above, a qualitative PM2.5 hotspot analysis is not required for this project since it is
not a project of local air quality concern under 40 CFR 93.123(b)(1). The Clean Air Act and 40
CFR 93.116 requirements were met without a hotspot analysis since this project has been found
not to be of air quality concern under 40 CFR 93.123(b)(1). Therefore, the project meets
statutory and regulatory transportation conformity requirements without a hotspot analysis. This
finding has been coordinated and received concurrence from the interagency committee (see
Appendix C).
Ozone Assessment
The NAAQS for 8-hour ozone is 0.08 ppm. Bibb County has recently been designated as a nonattainment area for 8-hour ozone. The Clean Air Act contains two sets of provisions – subpart 1
and subpart 2 – that address planning and control requirements for non-attainment areas. Subpart
1, which is referred to as “basic” non-attainment, contains general, less prescriptive requirements
for non-attainment areas for any pollutant, including ozone, governed by a NAAQS. Subpart 2,
which is referred to as “classified” non-attainment, provides more specific requirements for
ozone non-attainment areas. Bibb County is classified as subpart 1, or “basic” non-attainment.
Section 172(a)(1) provides that EPA has the discretion to classify areas subject only to subpart 1,
and control requirements are linked to each classification. Areas with more serious ozone
pollution are subject to more prescribed requirements. The requirements are designed to bring
areas into attainment by their specified attainment dates. Conformity was addressed in the June,
2005 transportation plan for the area and it has been determined that the 2035 LRTP
demonstrates compliance with the Clean Air Act as amended in 1990, according to all the
conformity requirements detailed in 40 CFR Parts 51 and 93 (the Transportation Conformity
Rule) and 23 CFR Part 450 (the Metropolitan Planning Regulations as established in TEA-21).
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Indirect Effects
Standard GDOT practice is to analyze air quality at the localized project-specific level for
proposed conditions. While the larger regional air quality concerns are addressed in Macon
through the Regional Transportation Plan (RTP) and the SIP, these cannot be easily compared to
the project-specific microscale modeling conducted for the FEA.
An indirect impact to air quality could occur from increased development that increases
congestion on the roadway network or results in specific industrial type developments with
associated air emissions. As discussed in the land use section of this document the project area is
surrounded by the existing developed urban area of Macon. The proposed project will not
provide any new access points to the interstate; however, the existing access to the interstate will
be modified at Spring Street and Second Street.
Currently traffic on Emery Highway can access I-16 from either Spring Street or Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard. As part of this project the Spring Street access
will be eliminated for NB Spring Street traffic and Emery Highway traffic; however, a new
access from Second Street for both I-16 east and WB traffic will be added. Although the access
to and from I-16 at these two interchanges will be modified, it is not anticipated that these access
changes will alter land use decisions in this area of Macon. The areas around both of these
interchanges are already densely developed with commercial and institutional uses and are
restricted by the Ocmulgee River and its floodplain along the south side of the interstate.
Therefore, it is not anticipated that extensive new development will occur as a result of the
proposed project. Therefore, indirect impacts to air quality are not anticipated to occur as a
result of the proposed project.
Cumulative Effects
The Macon nonattainment area for air quality, which includes the limits of Bibb County and a
small part of Monroe County along I-75, was determined to be an adequate area to define the
cumulative impacts upon air quality (see Figure 132). Air Quality Monitoring data for the
Macon area is available from 1981 to the present date. Historical trends indicate that air quality
has been deteriorating annually. Land will continue to develop according to the 2035 Land Use
Plan. System-wide VMT is predicted to increase with population and employment growth.
Construction of the 2035 LRTP projects without construction of the I-16/I-75 project is predicted
to result in slower travel speeds and longer travel times. Therefore, construction of the 2035
LRTP projects without the I-16/I-75 project will have an adverse effect on air quality. It is
important to note that moving vehicles generally produce lower levels of air pollutants
(specifically, ozone precursors) than do vehicles in congested conditions or on busy urban
streets. Construction of the I-16/I-75 Interchange Improvement project, considered along with
other planned roadway improvement projects throughout the Macon region, could improve
regional air quality as compared to future air quality in the No-Build scenarios.
It has been determined that the proposed I-16/I-75 project will meet all the project-level
conformity requirements for air quality, and that the proposed project will not cause or contribute
to a new violation of the NAAQS, or increase the frequency or severity of a violation. Based on

439

these findings it was determined that the project, when considered in combination with past and
predicted development in the region along with improved vehicle emission standards, will not
contribute to an adverse cumulative effect on the air quality in the region.

Figure 132: Cumulative Effects Area for Air Impacts
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3.

Energy/Mineral Resources

Construction of the proposed project will result in a one-time increase in the demand for energy
supplies resulting from the manufacture of required materials and actual construction activities.
Heavy machinery and other vehicles necessary for the construction phase use fossil fuels. This
increase in fossil fuel use should not create a burden on available supplies of fuel. The energy
requirements of the proposed action are certainly more than that required by the No-Build
alternative; however, the impact of the proposed action is not significant in the context of regional
energy usage.
Although the energy requirements of construction and many construction materials themselves will
require the consumption of crude oil, the net result of project construction will be a long-term
savings of this resource. The proposed improvements will allow for energy conservation by
providing an efficient roadway that will help eliminate existing bottlenecks and provide a stable
flow of traffic.
Another factor that has been given consideration is the possibility of making sources of raw
materials for energy production unavailable due to road construction. There are no known energy
reserves such as oil or natural gas in the project corridor, and therefore the project will have no such
impacts. In terms of impacts to mining operations or mineral reserves, there are no economically
important mineral resources in the project area.
4.

Construction/Utilities

Construction of the proposed project will take approximately five to six years and will create
unavoidable inconveniences to motorists. Construction activities will be conducted in a manner
that will maintain access and minimize conflict with traffic (see Community Impact Assessment,
on file at GDOT). Temporary facilities will be constructed within the footprint of the existing
right-of-way to maintain existing roadway capacity at all times. The safety and convenience of
the general public and residents of the area will be provided for at all time.
Any necessary relocation of utilities i.e., water, sewer, telephone, etc. will be accomplished with
no long-term interruption of services. All other required construction functions will be
accomplished in a timely and orderly fashion so as to keep disruptions minimal, short in
duration, and not a threat to public safety.
Current standard construction practices relating to roadway construction generally include
environmental protection measures that will mitigate potential environmental concerns. Standard
practices have been developed and potential effects have been assessed in consideration of these
protection measures.
To avoid adverse environmental effects and to minimize unavoidable negative effects, specific
environmental management measures, mitigation measures, spill prevention protocols,
contingency measures, responsibilities, supervision, and reporting measures necessary to ensure
the least impact to the environment during construction are described in the various sections of
this FEA including the Air, Noise, and Water Quality sections. These considerations are an
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essential tool for minimizing adverse environmental effects. The contractor for the project
construction will be required to adhere to these measures as they are standard construction
contract provisions, and those that are not standard will be incorporated into the contract as
special provisions. The following describes the potential impacts related to construction activities
associated with the main areas of impact:
Air Quality
The potential effects on air quality and the related project interactions during construction are
demolition, grading, clearing and other soil disturbance, and construction equipment operation.
These are described in the following subsections.
Demolition/Clearing/Soil Disturbance
The primary air quality concern during construction is the impact of particulate matter on the
surrounding environment. Particulate emissions during construction are associated with
demolition, land clearing, excavation, and backfilling operations.
The potential effects of particulates is influenced by site and weather conditions (rain and wind
direction) and by preventative measures implemented during construction to minimize
emissions. Emissions of particulates that exceed air quality guidelines may result in problems on
the construction site and under special circumstances (such as strong winds) to off-site areas as
well. The generation of particulates at construction sites depends on the silt content of the soils
being disturbed, the proportion of dry days, operator habits, construction vehicle type and
speeds, vehicle weights, and the number of vehicles.
Particulate emissions will be generated during clearing, grading, excavation, and other routine
soil disturbance as part of the project construction.
Construction Equipment Operation
Construction equipment produces emissions typical of gas or diesel powered vehicles. Generally,
emissions may cause occasional nuisance problems on construction sites; however, they do not
present significant problems outside the construction site due to their transitory nature. The level
of gaseous emissions during construction and the potential effect of these emissions relates to the
duration and intensity of the emissions.
Recommended Mitigation
Specific mitigation for construction related air quality impacts will include the application of
dust suppressants such as water, calcium chloride, or a tree lignin based dust suppressant on the
work sites as required. Temporary mulching and vegetative cover will be used at work areas
where active work is not occurring to minimize wind erosion. It is also recommended that all
construction equipment operate with the standard emissions controls that each piece of
equipment was originally equipped with. All vehicles shall be maintained in a proper fashion in
order to minimize vehicle emissions to the extent possible.
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Noise
Construction activities will contribute to an increase in noise levels along the project route
typical of any roadwork. For the most part this is unavoidable but is relatively short lived for any
individual receptor.
Recommended Mitigation
The major sources of noise will be the excavation equipment and trucks. To prevent excessive
noise levels, all contractors will be required to provide working machinery and equipment with
noise suppression devices equivalent to original equipment.
Also, where construction staging will allow proposed permanent noise barriers will be
constructed as early as possible in the construction process so that these barriers can also serve to
mitigate the construction noise. For example, the noise barriers in the Pleasant Hill community
are proposed to be constructed in the first stage of the overall project construction even before
the roadway construction in this area of I-75 is proposed to occur.
In addition a specific communication/public involvement protocol is planned to continue during
the project construction process that will allow GDOT to coordinate its construction activities
with the adjacent affected communities to help minimize conflicts between construction and
special community activities.
Traffic
Another sensitive issue during construction will be the impacts on traffic during construction.
During the construction process, interstate mainline speeds may be reduced to 45 mph in some
areas. It may be necessary to close at least one lane on the interstate and temporarily close some
of the entrance/exit ramps (at Spring Street, Second Street, or Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard) for short durations (off-peak hours and/or weekends) when shifting
traffic between stages. This work will be achieved in off-peak periods. A special provision will
be added to the contract that includes restrictive working hours. The restrictive work hours will
be coordinated with community leaders prior to letting to construction and adjusted as necessary.
The Second Street Bridge over I-16 and the Ocmulgee River will be temporarily reduced from
four-lanes (two NB and two SB) to two-lanes (one NB and one SB) during construction for a
period of twenty-four (24) to thirty (30) months. This temporary loss of capacity on Second
Street may result in increased traffic flow on both Spring Street and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard. The Riverside Drive Bridge over I-75 will also be
temporarily reduced from four-lanes (two WB and two EB) to two-lanes (one WB and one EB)
during construction for a period of up to two years. This temporary loss of capacity on Riverside
Drive may result in drivers taking alternate routes to/from downtown Macon, including Vineville
Avenue through the Vineville neighborhood en route to/from Hardeman Avenue and Forsyth
Street.
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Another issue for businesses and other facilities that rely on the interstate traffic is that they may
experience reduced patronage because drivers are not familiar with temporary exit
configurations.
Recommended Mitigation
Specific mitigation required for traffic management during construction is described below:
Prior to commencing construction, a description of possible lane closures/shifts and
estimated time of these changes will be provided to newspapers to ensure the public is
aware of the temporary conditions. The public will also be advised through the Bibb
County Traffic Management variable message board system on the interstates, and
through multiple websites including the City of Macon, GDOT, and a specific project
website.
The public will also be provided with advance information on possible lane or exit
closures through these same media; and, any required detour signs and the detour routes
will be fully sign posted throughout to ensure traffic follows the correct routing.
Implementation of appropriate signage to let motorists know of any changes in access
during the construction process will also be required. A special provision will be added to
the contract that requires all signage for downtown Macon points of interest to remain inplace throughout construction. Upon completion of project construction all attraction
associated signage will be reinstalled to ensure that visitors know where tourist locations
are and how to get to them.
This mitigation will aim to minimize the extent of inconvenience to traffic flow by keeping the
public and key agencies informed and confine traffic restrictions to the shortest time possible.
Indirect Effects
Potential indirect effects as a result of project construction include increased traffic on some
local streets while the roadway capacity of Second Street and Riverside Drive are reduced.
Traffic analysis for both of these roadways, assuming the reduced typical section, have shown
that both roads will continue to function at a LOS (as reported in the traffic analysis section of
this document) that can adequately handle the predicted traffic levels; therefore, it is anticipated
that only minor amounts of traffic will seek alternate routes. The construction related impacts on
air, noise, traffic, and water quality (as described in the Water Quality section of this document)
are anticipated to be minor when also considering the proposed mitigation to offset these
temporary impacts. These impacts will be localized to the immediate construction area and
therefore indirect adverse effects from these specific impacts are not anticipated. Traffic will be
maintained both to and from the interstate throughout the entire construction process other than
the temporary lane and exit closures needed to move between different stages of the construction
or to move materials and equipment. Therefore, indirect effects, such as a reduction in patronage
to businesses and other facilities that rely on the interstate traffic are only anticipated to be minor
and temporary.
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Cumulative Effects
The city of Macon was determined to be an adequate area to define the cumulative effects of
construction (refer to Figure 26).
The indirect and direct effects on air and water quality due to construction related soil
disturbance is considered to be minor, as are the potential effects due to gaseous emissions and
noise during construction. These impacts are expected to be localized, of limited volume, and of
short duration.
Also, no significant adverse environmental effects from construction related noise are likely with
proper implementation of the recommended mitigation measures.
The indirect and direct effect on traffic from the construction activities is considered to be minor,
as they will be localized, of small magnitude and short duration. With proper implementation of
the recommended mitigation measures, it is anticipated that overall cumulative effects as related
to construction activities will consist of minor adverse environmental effects.
5.

USTs/Hazardous Waste

An assessment for sites that may contain USTs or hazardous materials was conducted in the
proposed project area. This assessment included both a field investigation and a review of
pertinent environmental databases and other records associated with the project corridor. Ten
(10) sites that contain USTs and four (4) sites that may contain hazardous materials from a past
or ongoing use were identified either directly along or in close proximity to the proposed
corridor. Tables 62 and 63 note the potentially contaminated sites that were identified by
database search and field surveys. Table 64 lists potential UST/hazardous material sites within
the project corridor where additional right-of-way may be required and the issues of concern
pertaining to each site.
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Table 62: Sites Identified By Database Search
Map
Indicator

Site Name

Address

Site Type

1

JET #10045

36 Spring Street

LUST

2

Spectrum #71

2580 Riverside Drive

LUST

3

Spectrum #76

15 Spring Street

LUST

4

Heritage Motors, Inc.

121 Emery Highway

UST

5

Land-O-Sun

225 Gray Highway

UST

6

Phillips 66

Riverside Drive and I-75

UST

7

Fountain Car Wash

1820 Hardeman Avenue

UST

8

52 Market/Interstate Mini
Mart

1623 Hardeman Avenue

UST

9

Sears Cleaners

610 North Avenue

RCRA

10

Star Laundry

660 North Avenue

RCRA

11

Greyhound Bus Terminal

65 Spring Street

LUST

12

BP Service Station

91 Spring Street

LUST

13

Exxon Service Station

893 Riverside Drive

LUST

14

Fina Service Station

705 Gray Highway

LUST

15

Economy Rent-a-Car

2558 Riverside Drive

UST

16

Zayres Department Store

175 Emery Highway

UST

Source: Environmental FirstSearch.
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Table 63: Sites Identified by Field Survey
Map Indicator

Site Name

Address

Site Type

1F

Conoco Gas Station

36 Spring Street

UST

2F

Amoco Gas Station

2580 Riverside Drive

UST

3F

Amoco Gas Station

15 Spring Street

UST

4F

Mitsubishi Car Dealership

121 Emery Highway

Automotive repair/suspected
landfill

7F

BP Gas Station/Car Wash

1820 Hardeman Avenue

UST

8F

52 Market/Interstate Mini
Mart

1623 Hardeman Avenue

UST

11F

Greyhound Bus Terminal

65 Spring Street

UST

13F

Exxon Service Station

893 Riverside Drive

UST

14F

Marathon Service Station

705 Gray Highway

UST

16F

County Pesticide Storage Yard

175 Emery Highway

Chemical Storage

17F

Bibb Mill Site

I-16 and Coliseum
Drive/Martin Luther
King (MLK) Jr.
Boulevard

Old Industrial

18F

Highland Cleaners

691 North Avenue

Dry Cleaner

19F

Pump Station

I-16/I-75 Interchange

UST

20F

Pump Station

North of I-75

UST

21F

Previous Gas Station

Spring Street at Emery
Highway

UST

Source: Moreland Altobelli Associates, Inc.

Table 64: Potential UST/ Hazardous Materials Sites and Issues of Concern
Site

Issues of Concern
Abandoned industrial site

Bibb Mill Site
Use of hazardous materials at the site unknown

Mitsubishi Car Dealership/Potential
Landfill Site

Use of hazardous materials associated with
automotive repair business
Database notes the presence of an UST
Presence of an illegal landfill at this site

County Pesticide Storage Yard

Database notes the presence of an UST

I-75/I-16 Pump Station Site

Site contains an active petroleum UST

I-75 Pump Station Site

Site contains an active petroleum UST

Source: Moreland Altobelli Associates, Inc.
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Based on the issues of concern identified in Table 63, the following investigative activities will
be completed prior to any right-of-way acquisition:
1. Complete additional research of the Bibb Mill site to verify the usage of hazardous
materials, and complete soil testing in the areas of right-of-way acquisition as warranted.
2. Complete additional research at the Mitsubishi dealership site to verify the location of the
UST, and obtain details of the suspected landfill area. It appears that extensive right-ofway will be required at this site; therefore, soil and possibly ground water testing along
with sub-surface analysis should be completed prior to purchasing the required right-ofway.
3. If it is necessary to acquire right-of-way from the pesticide storage site, soil testing and
ground water analysis to verify the presence/absence of site contamination should be
completed. Additional research to verify the location of the UST that was reported to be at
this site should also be completed.
4. If right-of-way is required from either of the sanitary sewage pump stations, soil and
ground water testing should be completed to verify the presence/absence of site
contamination.
5. Complete additional research at the site 21F to verify whether the site contained USTs. It
appears that right-of-way will be required at this site; therefore, soil and possibly ground
water testing along with sub-surface analysis should be completed prior to purchasing the
required right-of-way if it is determined that USTs were located at the site

Although there were other sites of concern identified within the corridor, the current concept
does not indicate the need to obtain right-of-way from these sites. Therefore, additional
investigation or soils/ground water testing would not be warranted at these sites. However,
should the project concept change and require the acquisition of property from any of these sites,
additional research may be necessary. If further research identifies any sites, subsurface testing
would be conducted to determine whether any contaminants are leaking into the soil. If
contaminants are found, avoidance alternates may be considered or applicable laws and
regulations concerning the removal of toxic or hazardous material would be followed and the
removal coordinated with the EPD. In the event that any hazardous and/or toxic waste sites are
discovered during construction, procedures outlined in the Department’s Standard Specification
107.22 would be followed. Implementation of the proposed project would not preclude any
necessary site remediation to be performed by others.
During field surveys a determination of the presence or absence of remediation treatment
systems or monitoring wells was also completed. There were no remediation systems or
monitoring wells identified within or adjacent to the proposed project. See Figure 133 for the
location of identified sites of concern in the project area.
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Figure 133: Hazardous Material Sites of Concern
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F. Permits/Variances
1. U.S. Coast Guard Permit
A U.S. Coast Guard Permit is not required for this project because no waters under Coast Guard
jurisdiction are involved (see Appendix C).
2. Forest Service/Corps Land
There will be no involvement of any U.S. Forest Service or USACE lands because of the
proposed project.
3. Section 404
The placement of fill materials in wetlands/waters of the U.S. requires a permit from the USACE
under Section 404 of the Clean Water Act (CWA) of 1977. There are three levels of this permit
and the appropriate one is determined based on the type of fill activity and the amount and
location of fill involved. Based upon the amount of fill in wetlands and impacts to streams, it has
been determined that an Individual Permit will be required for the construction of the proposed
project.
4. Tennessee Valley Authority (TVA)
There are no TVA lands associated with the proposed project; therefore, no coordination with the
TVA will be required.
5. Stream Buffer Variance
The Georgia Erosion and Sedimentation Act of 1975, as amended, prohibits land disturbing
activities within 25 feet (horizontally measured) of state waters without approval from the
Director of the EPD. Construction of the proposed project will impact approximately 650 feet of
the stream buffer for stream S13. A variance for this encroachment into the 25-foot stream
buffer will be required.
6. Coastal Zone Management Coordination
The proposed project is not located in a coastal zone; therefore, no coastal zone management
coordination will be required.
7. National Pollutant Discharge Elimination System (NPDES) Permit
This project will require application for a NPDES permit, which requires preparation and
implementation of Erosion, Sedimentation, and Pollution Control Plan and a Comprehensive
Monitoring Program. Best management practices outlined in the Erosion, Sedimentation, and
Pollution Control Plan must be consistent with, and no less stringent than practices set forth in
the Manual for Erosion and Sedimentation Control in Georgia.
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8. Cemetery Impact Permit
The Selected Alternative/Alternative 9 proposes to shift the I-16 merge on to I-75 SB to merge
from the right rather than from the left. This shift along with other proposed improvements at
the I-16/I-75 interchange will require acquisition of a minor amount of property from the nonhistoric section of Riverside Cemetery, west of I-75 on the southeast side of the cemetery. In
addition, a driveway easement will be required in a paved area around the southwest entrance to
the cemetery, west of I-75. On the east side of I-75 in the historic section of Riverside Cemetery,
temporary easement is needed for the construction of a retaining wall on the southwest edge.
Also, a driveway easement will be required at the southwest entrance to the cemetery
immediately southeast of I-75 on Riverside Drive (refer to Figures 62 and 63). The proposed
area to be converted to roadway right-of-way is located outside of the area containing human
burials.
Although no graves will be disturbed, the Official Code of Georgia Annotated [OCGA] 1991,
Section 36 Chapter 72-5 requires a Change of Land Use permit for any ground disturbing
activities on cemetery land. GDOT will obtain this required permit prior to right-of-way
acquisition on this project.
IV.

SECTION 4(F) EVALUATION

Section 4(f) of the Department of Transportation Act of 1966 is applicable to a project when
implementation of the project will result in the temporary and/or permanent use or constructive
use of publicly owned land, and that use is detrimental to the function of the resource,
specifically public owned recreation land, parkland, wildlife/waterfowl refuges, and public and
private historic sites. The FHWA may not approve the use of land from a significant publicly
owned park, recreation area, or wildlife and waterfowl refuge or any significant historic site
unless a determination is made that:
There is no feasible and prudent alternative to the use of land from the property; and
The action includes all possible planning to minimize harm to the property resulting from
such a use.
A. Proposed Action
The I-16/I-75 Interchange Improvement project will include the widening and reconstruction of
I-75 from Hardeman Avenue to Pierce Avenue and I-16 from I-75 to Walnut Creek within the
City of Macon in Bibb County, Georgia (refer to Figure 1-Project Location Map). Within this
corridor are three interstate/arterial route interchanges (I-16 at Spring Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard), and a system level interchange
between I-16 and I-75. The primary objective of the project is to improve the safety and
operational efficiency of each of the above interchanges. As a result of the operational
improvements, the proposed project will reduce congestion, eliminate inadequate weaving
sections, and improve safety within this heavily traveled corridor. The project will also improve
the hurricane evacuation route on I-16. See Section I, Need and Purpose for a more detailed
description of the project need and purpose on page 1. See Section II, Description of
Alternatives for a more detailed description of the proposed project.
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B. Section 4(f) Resources
Investigation of the project corridor has identified (thirteen) 13 National Register listed or
eligible historic resources (six historic districts, two railroad lines, two cemeteries, one national
monument/Traditional Cultural Property (TCP), one historic highway, one commercial building)
and two publicly owned recreational facilities (one public recreational trail system and one
public park facility), all located within the proposed project’s APE (see Table 65). Land will be
required from within the boundary of the park site, from the trail, and from one of the historic
resources. Of the fifteen (15) Section 4(f) resources identified within the project APE, the
Selected Alternative/Alternative 9 will have a de minimis impact on the Gateway Park and the
Ocmulgee Heritage Trail and a Section 4(f) impact on the Pleasant Hill Historic District.
1. De minimis Finding
The park site is identified as the Gateway Park, and the trail is identified as the Ocmulgee
Heritage Trail (OHT). A de minimis finding has been made for these park/recreation sites after
having received concurrence from the official with jurisdiction over both sites, and completing
the appropriate public involvement activities. Coordination between the I-16/I-75 project and
the Gateway Park and OHT projects has been ongoing, and only minor areas of right-of-way,
which will not affect the use of the sites, will be required. The officials with jurisdiction over the
park and trail sites have concurred that the project will not have an adverse effect on the park or
trail (see letters dated June 26, 2008 and January 15, 2008, respectively, in Appendix C,
Correspondence). Therefore, according to 6009(a) of SAFETEA-LU, the proposed project will
have a de minimis impact on these properties and no Section 4(f) Evaluation is required.
Gateway Park
Based on the approved concept for the proposed project, a variable width of 10 to 65 feet of
additional right-of-way (approximately 0.15 acre) along Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard will be required. As part of the mitigation associated with this additional
right-of-way, GDOT will rebuild all disturbed areas adjacent to the required right-of-way
including landscaping, fencing, sidewalks and other improvements. In addition, GDOT will also
widen the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Bridge to include sidewalks
on both sides of the bridge, which will directly benefit those using the Gateway Park and OHT
(see letter dated June 26, 2008 and the attached pages in Appendix C, Correspondence).
This existing noise level at this park is 70 dBA. The predicted noise level at this park under the
2036 No-Build condition is predicted to be 71.3 dBA where 66.0 dBA is considered a noise
impact. Under the 2036 Build condition the noise level will be slightly higher with a 72.5 dBA
level. This two and a half (2.5) dBA increase is not substantial and will not be perceptible to the
human ear. As noted in the description of this park in the EA, there is an amphitheatre located
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Table 65: Summary of Effect to Section 4(f) Resources

RESOURCE

EFFECT

4(F) Impact Under
Selected Alternative/
Alternative 9?

Impacted by
Other
Alternatives?

Shirley Hills Historic District

No Adverse
Effect

No

No

No Adverse
Effect

No

Initial Concept

No Effect

No

No

No Adverse
Effect

No

No

No Effect

No

No

No Effect

No

Alternative 8

No Effect

No

No

No Effect

No

No

No Effect

No

No

Adverse Effect

Yes

Alternative 8

No Effect

No

No

No Effect

No

No

Macon-Camp Wheeler Road (Emery
Highway)

No Effect

No

No

Ocmulgee Heritage Trail

No Adverse
Effect

de minimis finding

Gateway Park

No Adverse
Effect

de minimis finding

Ocmulgee National
Monument/Ocmulgee Old Fields
Traditional Cultural Property
East Tennessee, Virginia, & Georgia
Railroad
Riverside Cemetery
Rose Hill Cemetery
East Macon Historic District
Central of Georgia Railroad
Macon Railroad Industrial Historic
District
Macon Historic District
Pleasant Hill Historic District
Vineville Historic District
Chi-Ches-Ter’s Pharmacy
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de minimis
finding –
Alternatives 3-8
de minimis
finding –
Initial Concept,
Alternatives 1-10

within the park and typically a noise impact will be considered a constructive use of this facility
since the elevated noise level could adversely affect the use of the amphitheatre. However, since
coordination between these two projects has been ongoing, and the park will be impacted under
the Build and No-Build conditions, it does not appear that the noise impact would be considered
a constructive use of the site. Efforts to minimize rebuilding portions of the park site would be
considered during the design phase of the project; however, the intent and public use of the park
will not be compromised in any way. Refer to Table 65 for a summary of the Section 4(f)
resources.
Ocmulgee Heritage Trail (OHT)
The OHT has also been developed concurrently with the planning phases of the I-16/I-75 project.
The first section of the OHT was constructed in 2002. Where the existing trail passes underneath
the I-16 mainline adjacent to the Ocmulgee River, the right-of-way for the interstate will be
widened from approximately 650 feet to approximately 800 feet to accommodate the proposed
interchange ramps and the proposed pedestrian bridge over the river. Mitigation for these
impacts will include the construction of a bridge that will initially be used to construct the new
I-16 bridges over the Ocmulgee River, and later will be utilized as a pedestrian bridge as part of
the OHT to bridge over the river. Also, service access to the trail will be provided at the I16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard interchange on the eastern side of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. In an effort toward minimization, the
GDOT, where feasible, will design the proposed roadway improvements so as not to preclude the
city from constructing the planned extension of the trail (see letter dated January 15, 2008 in
Appendix C, Correspondence).
Therefore, based on these minimization and mitigation efforts, and avoidance measures
incorporated in the design of the project in the area of the Gateway Park and OHT, the proposed
project will have a de minimis impact on these resources.
2. Section 4(f) Impact
Pleasant Hill Historic District
The alternative with the least impact to Section 4(f) resources that also fulfills the need and
purpose of the project is Selected Alternative/Alternative 9. The Selected Alternative/Alternative
9 will require the relocation of Middle Street in order to accommodate the proposed
improvements at the Hardeman Avenue/I-75 interchange and along the I-75 mainline in this area.
This will result in a Section 4(f) use of land from the Pleasant Hill Historic District, listed on the
National Register of Historic Places in 1986.
Selected Alternative/Alternative 9 without Mitigation (Retaining Wall)
A retaining wall was initially proposed along the east side of I-75 within the Pleasant Hill
Historic District as part of this alternative designed to minimize the encroachment into the
district. This would displace nineteen (19) structures within the Pleasant Hill Historic District,
twelve (12) of which are considered as contributing to the historic integrity of the district (refer
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to Figure 64: Pleasant Hill Neighborhood Impact Option 1- East-West Connectivity). A total of
2.88 acres of right-of-way would be required to complete roadway improvements in the area of
the neighborhood.
Implementation of the project without any mitigation efforts may cause houses on the eastside of
I-75 within the Pleasant Hill neighborhood to be less desirable. Vacant remnants of land from
house removal near the retaining wall would be unattractive to residents and could become a
gathering area for criminal activity. The number of vacant homes in the area may increase and
residential values in the area may decrease over time. Overall, the historic integrity of the district
could diminish and the future viability of the area would be impacted without mitigation.
Selected Alternative/Alternative 9 With Mitigation (Graded Slope)
In an effort to mitigate impacts to the Pleasant Hill neighborhood, ongoing coordination with
representatives of the neighborhood has been an important part of the planning of this project.
The following mitigation measures were added to the project design, based on requests by the
Pleasant Hill neighborhood. Though these measures cause additional impacts to structures on
and adjacent to Middle Street, the neighborhood considered the overall impact to the Pleasant
Hill community to be positive.
Utilize a graded slope rather than a retaining wall
End Middle Street at First Avenue
Provide cul-de-sacs on Second Avenue and Fourth Avenue
Construct a multi-use trail in the neighborhood
Relocate some displaced structures to vacant lots within the neighborhood
Create extensive open space where some structures are removed
Provide a connection from the end of Fifth Avenue up to Walnut Street
These measures will displace thirteen (13) additional structures, totaling thirty-one (31)
residential structures (some of which are vacant and collapsing) and a Masonic lodge, which
served as a meeting hall (also boarded up and vacant). A total of twenty-three (23) historic
resources contributing to the historic integrity of the district will be displaced (refer to Figure 41:
Displaced NRHP Eligible Contributing Resources). A total of 10.02 acres of right-of-way will be
required from the Pleasant Hill Historic District to complete the roadway and community
improvements described previously (see Figure 134: Selected Alternative/Alternative 9 in the
Area of the Pleasant Hill Historic District).
Mitigation measures discussed in Section IV.D of this document to minimize adverse effects to
the Pleasant Hill Historic District include the permanent documentation of the contributing
structures, landscape, and streetscape along Middle Street that will be impacted by the project.
Oral history interviews and the updating of the Pleasant Hill Historic District National Register
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Figure 134: Selected Alternative/Alternative 9 in the Area of the Pleasant Hill Historic District
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Nomination will supplement the existing written history of the Pleasant Hill community. The
visual exhibit and production of an oral history DVD will also document the history of the
district and serve as an educational tool to present Pleasant Hills’s rich history for current and
future generations of Macon. A draft of design guidelines will provide a useful resource for the
residents of the Pleasant Hill Historic District to maintain the historic integrity of the structures
in the district. As many as twenty (20) of the eligible historic structures located within the
National Register district are structurally stable for relocation and can be relocated to vacant lots
within the Pleasant Hill Historic District (refer to Figure 42: Potential Relocation Sites).
As described in the Community Impacts section of this document, the original construction of I16 and I-75 was planned in tandem with the urban renewal projects in the late 1950s and early
1960s. When considering past impacts to the Pleasant Hill neighborhood combined with the
proposed impacts associated with this project, cumulative impacts to the neighborhood will be
considered substantially adverse if unmitigated. Therefore, extensive mitigation is being
proposed for the Pleasant Hill Historic District as both a Section 4(f) resource and an impacted
community resource.
The intention of the mitigation plan is to be a major catalyst to revitalize the declining
neighborhood. Based upon coordination meetings with the PHNIG it is believed that these
improvements will clearly help restore vitality and a stronger sense of pride in the community. It
should be noted that the mitigation proposed with this project supports actions desired by the
neighborhood as discussed in the Pleasant Hill Neighborhood Plan (see Appendix D). Although
the Selected Alternative/Alternative 9 without mitigation would have a reduced impact to the
Pleasant Hill Historic District as compared to the Selected Alternative/Alternative 9 with
mitigation, the impacts associated with the minimization alternative without mitigation were not
satisfactory to the community, which is what prompted the development of the Selected
Alternative/Alternative 9.
3. Alternatives to Avoid Involvement with Identified Section 4(f) Resources & Resultant
Effects
The following is the evaluation required under Section 4(f) of the Department of Transportation
Act of 1966, as amended for the proposed use of land from the Pleasant Hill Historic District.
The evaluation for the proposed project included a No-Build alternative and ten (10) Build
alternates. Of the ten (10) Build alternatives evaluated, three (3) of them were found to avoid
adverse effects to Section 4(f) resources; however, none were recommended as the selected
because each had operational problems that caused them to only partially meet the project need
and purpose.
a.
b.
c.
d.

No-Build Alternative
Decreased Scope Alternative
Northern Alternative
Southern Alternative
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a. No-Build Alternative
The No-Build or do-nothing alternative has been evaluated. This alternative would not make any
changes to the existing interstate facility. There would be no use of land from within the
boundaries of the identified historic resources and all of the social, economic and physical
impacts resulting from the implementation of the Selected Alternative/Alternative 9 would be
avoided. However, this alternative ignores the basic transportation need and would not improve
the efficiency and operational problems, nor would it correct the current safety concerns of the
existing facility.
Continuing congestion and delay for traveling motorists would result if the roadway were left in
its current condition, thus further degrading the safety of the facility (refer to Section I.C.1,
Average Annual Daily Traffic and Levels of Service). This alternative would have no
environmental impacts. Table 66 at the end of the alternatives discussion compares the impacts
associated with each avoidance and minimization alternative considered as part of the Section
4(f) Evaluation.
The No-Build Alternative would avoid the 4(f) impact associated with the Selected
Alternative/Alternative 9. However, this alternative would not meet the need and purpose of the
project to improve the safety and operation of the I-16/I-75 interchange and other associated
interchanges.
b. Decreased Scope Alternative
In the area of the Pleasant Hill Historic District, the existing right-of-way is 300 feet. The
amount of right-of-way required for project implementation in the area of the historic district
varies from approximately 300 to 550 feet. Elimination of the improvements at the Hardeman
Avenue/I-75 interchange would cause the I-16/I-75 interchange to fail. The proposed
interchange improvements would relieve congestion problems currently experienced at the I16/I-75 interchange by providing an alternative access to downtown Macon or to North Macon.
Other reductions in scope, such as the elimination of the C/D lanes, would also create significant
congestion problems along the interstate, which would in turn perpetuate the high accident rate
along the corridor. Also, reducing the number of lanes would result in a failure to accommodate
the high volumes of traffic that are predicted to use this facility. Reducing the improvements
would diminish the project benefits by resulting in the construction of an unsafe facility, which
would not satisfy the project purpose and need or meet American Association of State Highway
and Transportation Officials (AASHTO) standards. Table 66 at the end of the alternatives
discussion compares the impacts associated with each avoidance and minimization alternative
considered as part of the Section 4(f) Evaluation.
The Decreased Scope Alternative would avoid the 4(f) impact associated with the Selected
Alternative/Alternative 9. However, this alternative would not meet the need and purpose of the
project to improve the safety and operation of the I-16/I-75 interchange and other associated
interchanges.
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c. Northern Avoidance Alternative
A Northern Avoidance Alternative was also considered in order to avoid taking property from
within the National Register eligible boundary of the eleven historic districts, and the Ocmulgee
National Monument (see Figure 135: Northern Avoidance Alternative). This alternative would
propose to construct a new location section of I-16 (on a 300-foot right-of-way) to the north of
Macon. This route would begin at the I-16/Ocmulgee Industrial Boulevard interchange and
proceed to the north along Ocmulgee Industrial Boulevard past the Herbert Smart Airport. At
this point the alignment would continue north on new location across Riggins Mill Road, across
U.S. 80 and then shift to the east to avoid the Bowden Golf Course (a public course). The
alignment would curve to the west crossing into Jones County at Millerfield Road. The
alignment would proceed through several residential areas of Jones County and continue to the
west across New Clinton Road, Gray Highway, and Upper River Road. At this point the
alignment would curve to the southwest and cross the Ocmulgee River on a new bridge to the
north of the Waterworks Park and would then connect back to I-75, which would require
construction of a new interchange. Windshield/pedestrian surveys were conducted in order to
define this alternative and ensure that there would be no Section 4(f) use of land.
The Northern Alternative would be approximately seven (7) miles longer than the Selected
Alternative/Alternative 9 and would not provide a direct connection to downtown Macon. The
avoidance alternative is required to shift so far to the north (approximately four miles out of the
area of the project) to avoid the multiple historic districts and individually eligible properties that
it would not be utilized by motorists. In addition, the existing section of I-16 would remain in
place in order to provide continued access to downtown Macon; therefore, the deficiencies of the
existing corridor would not be corrected with this avoidance alternative. This alternative would
also not correct the left-hand ingress and egress on I-75 SB, which is identified as one of the
major project needs to improve driver expectancy and weaving distance at this deficient system
level interchange.
The Northern Avoidance Alternative would require mitigation for unavoidable impacts to ten
(10) wetlands and twenty (20) streams. These impacts would be mitigated through the purchase
of credits from an approved mitigation bank. Likewise, environmental harm to water quality
during the construction phase and after would be minimized by using standard sedimentation,
erosion, and hydrologic control measures.
The Northern Avoidance Alternative has multiple disadvantages. This alternative would cut
through and introduce a high volume (interstate level) of traffic into a number of quiet residential
neighborhoods causing an extensive number of adverse impacts. Mitigation would be necessary
to address over 200 relocations, which would contribute to an increased right-of-way cost of
$85,834,00014. Construction costs would also be significantly higher than the Selected
Alternative/Alternative 9 at approximately $452,418,800. Total costs would be approximately
$538,252,800. Table 66, at the end of the alternatives discussion, compares the impacts
associated with each avoidance and minimization alternative considered as part of the Section
4(f) Evaluation.
14

All cost information is based upon engineers estimates completed in August 2009.
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Figure 135: Northern Avoidance Alternative

460

Due to the amount of public interest and numerous residential displacements, it is anticipated
that the Northern Avoidance Alternative would also encounter substantial opposition from the
Macon and Jones County communities. The acquisition of residential property would adversely
impact well-established neighborhoods within Macon including the Riverbend community,
Stagecoach Estates, and the community surrounding Finneydale Drive as well as several
communities just north of Joycliff Road in southwest Jones County.
In summary, the Northern Avoidance Alternative would avoid the 4(f) impact associated with the
Selected Alternative/Alternative 9. However, the number of relocations and extensive
community impacts associated with this alternative render it an undesirable alternative. Also, this
alternative would not meet the need and purpose of the project to improve the safety and
operation of the I-16/I-75 interchange and other associated interchanges.
d. Southern Avoidance Alternative
A Southern Avoidance Alternative was also considered in order to avoid taking property from
within the National Register eligible boundary of the eleven historic districts, and the Ocmulgee
National Monument (see Figure 136: Southern Avoidance Alternative). This alternative
proposes to construct a new location section of I-16 (300-foot right-of-way) to the south of
Macon. However, in order to avoid the Bond Swamp National Wildlife Refuge (another 4(f)
resource) the southern shift would be required to begin at the first interchange on I-16 in Twiggs
County approximately 2.9 miles south of the Northern Avoidance Alternative beginning point.
The Southern Avoidance Alternative would be required to cross extensive wetlands associated
with the Ocmulgee River and Tobesofkee Creek (approximately 100 acres of wetlands impact).
After crossing over the wetlands to the south of the Bond Swamp, the Southern Avoidance
Alternative would follow the Tobesofkee Creek over to the I-75/I-475 interchange where traffic
could access the downtown area of Macon or continue to I-475 to reach points to the north and
west of Macon. The Southern Avoidance Alternative would be more than 10 miles longer than
the Selected Alternative/Alternative 9. The proposed alternative is required to shift so far to the
south to avoid the multiple historic districts, individually eligible historic properties, and a
national wildlife refuge that it would it would not be utilized by motorists. In addition, the
existing section of I-16 would remain in place in order to provide continued access to downtown
Macon; therefore the deficiencies of the existing corridor would also not be corrected with this
avoidance alternative. This alternative would also not correct the left-hand ingress and egress on
I-75 SB, which is identified as one of the major project needs to improve driver expectancy and
weaving distance at this deficient system level interchange.
The Southern Avoidance Alternative has multiple disadvantages. This alternative would
introduce a high volume (interstate level) of traffic near a number of quiet residential
neighborhoods in Twiggs County and south Bibb County causing a number of adverse impacts.
This alternative would result in over 20 relocations. Right-of-way costs would be approximately
$37,646,000.
Because of a project length that is more than double the Selected
Alternative/Alternative 9 it is also estimated that the construction costs for this alternative would
be substantially higher than that of the Selected Alternative/Alternative 9 at $397,202,300. Total
costs associated with this alternative would be $434,848,300.
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Figure 136: Southern Avoidance Alternative
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Due to the amount of public interest and substantial impact to wetlands, it is anticipated that the
Southern Avoidance Alternative would also encounter substantial opposition from the Macon
and northern Twiggs County communities. However, the extensive amount of wetland impacts
and out of direction travel would render it an undesirable alternative.
In summary, the Southern Avoidance Alternative would avoid the 4(f) impact associated with the
Selected Alternative/Alternative 9. However, this alternative would not meet the need and
purpose of the project to improve the safety and operation of the I-16/I-75 interchange and other
associated interchanges.
Based on this analysis, there are no avoidance alternatives that meet the need and purpose of the
project.
4. Minimization Alternative
a. Initial Concept
The Initial Concept proposes to widen I-75 between Pierce Avenue and I-16 from four lanes to
eight lanes (see Figure 137: Initial Concept). The additional two lanes in each direction would
be added by widening one lane on the outside of the existing travelway and one lane in the
grassed median, creating a barrier-separated interstate section. North of the I-16/I-75
interchange, the two I-75 Bridges over the Norfolk Southern Railroad would require
reconstruction. Between Hardeman Avenue and I-16, one additional outside lane is proposed in
both directions along I-75 to establish a ten-lane section in place of the existing eight-lane
section. The existing shoulders would be widened to meet current interstate design criteria. The
interstate improvements would necessitate the reconstruction of the Walnut Street overpass, the
Riverside Drive overpass, and the David Lucas pedestrian bridge in Pleasant Hill. See Section
II.A, Alternatives Considered.
Along I-16, the approved concept proposes six-lanes throughout the project limits, utilizing the
existing, grassed median for widening to create a barrier-separated freeway section. The existing
interstate consists of four WB and three EB lanes west of Spring Street and two through lanes in
each direction east of Spring Street for the remaining length of the project. The reduction in
mainline lanes west of Spring Street is viable because of the added capacity of the proposed C/D
road system along I-16, which would vary from one to four lanes depending on location. In
addition, the existing shoulder widths would be widened to meet current interstate design
standards.
The proposed I-16 C/D road system would provide access to each of the three arterial
interchanges within the downtown Macon area, which are Spring Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. West of the downtown area, the C/D
roads would provide a connection for traffic to I-75 SB and from I-75 NB. East of downtown,
the C/D road system would extend through the Ocmulgee National Monument and would tie into
I-16 prior to Walnut Creek. The proposed I-16 C/D system would improve the existing
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Figure 137: Initial Concept
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operational issues within this transportation corridor primarily by separating the through traffic
from the local trip traffic. The close proximity of the four (4) interchanges along I-16 in
downtown Macon results in undesirable traffic congestion and weaving movements between
vehicles frequently entering and exiting the interstate. By separating the local and through
movements via a C/D road system, the volume of interacting traffic is decreased and the
undesirable weaving conditions are improved. In addition, the C/D roads, where the majority of
the weaving movements would occur, have a 45 mph design speed compared to the 55 mph
design speed of the interstate, contributing to more efficient weaving conditions. The C/D
system would also prevent exiting vehicles from queuing onto the interstate mainline, creating a
safety issue, such as at the existing I-16 EB exit to Spring Street.
The EB C/D road would run continuously along the entire length of I-16 through downtown
Macon. The EB C/D road proper would begin just east of the Ocmulgee River at the merge of
two ramps that each connects with one of the EB interchange ramps from I-75 to I-16. Righthand access to and from Spring Street, Second Street, and Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard would be provided along the proposed C/D road, requiring the use of an
expensive braided ramp structure between Spring Street and Second Street and between Second
Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. The proposed
configuration of the EB C/D road system would result in poor driver expectancy due to the
multiple destinations signed for at a single exit point on the SB ramp to I-16 EB and on the NB
ramp to I-16 EB; this is augmented by the fact that there is significant distance between the exit
point and the destination point.
Similar to its counterpart, the WB C/D road would extend along the entire length of I-16 through
downtown Macon and would provide right-hand access to each of the three arterial interchanges.
The existing lack of WB access to Spring Street would be maintained and the existing partial
access at Second Street would be expanded to full access. West of Spring Street, the WB C/D
road would provide a right hand exit to I-75 SB that would fly back over the WB traffic to I-75
and merge with the SB ramp from I-16 to I-75. The flyover exit could result in reduced driver
expectancy, as vehicles must exit right to go left. The WB C/D road would continue into the I16/I-75 interchange, terminating on the NB ramp from I-16 to I-75. The close proximity of the
proposed I-16 WB ramp and west-to-south C/D ramp junctions along I-75 SB would result in
undesirable weaving conditions at this location.
Both the EB and WB C/D roads would bridge over Spring Street and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard and would pass beneath the spans of the existing Second
Street Bridge. East of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, the C/D roads
would continue into the Ocmulgee National Monument and tie into I-16 EB prior to Walnut
Creek. The existing railroad overpass adjacent to Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard would require expensive modifications, such as lifting and reconstruction, to
accommodate the proposed C/D roads. The following modifications were proposed to the local
interchanges along I-16 in order to accommodate the proposed C/D road system.
I-16/Spring Street Interchange
The partial-access interchange at Second Street would be expanded to provide full access to
the proposed C/D road system, requiring the construction of two new bridges to connect the
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EB C/D road to the existing Second Street Bridge. The EB ramp to Second Street would
braid with the EB ramp from Spring Street, while the EB ramp from Second Street would
braid with the EB ramp to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
I-16/Second Street Interchange
The partial-access interchange at Second Street would be expanded to provide full access to
the proposed C/D road system, requiring the construction of two new bridges to connect the
EB C/D road to the existing Second Street Bridge. The EB ramp to Second Street would
braid with the EB ramp from Spring Street, while the EB ramp from Second Street would
braid with the EB ramp to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
I-16/Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard Interchange
Each of the ramps at the Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
interchange would be reconstructed to access the proposed C/D road system. The I-16
bridge over Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard would be
reconstructed and widened to six lanes. Two new bridges on the outside of I-16 would be
necessary to carry the EB and WB C/D traffic. The east-facing ramps and C/D roads
would continue under the existing railroad overpass, requiring it to be reconstructed, before
tying back into I-16.
Within the I-75/I-16 interchange, the following modifications would be necessary to
accommodate the widening and extra capacity of the adjacent interstates in addition to the
proposed C/D road system. The six (6) existing system level ramps would be reconstructed and
four (4) new ramps would be added to provide access between I-75 and the I-16 C/D roads. The
I-75 ramps to I-16 EB would both be widened to three (3) lanes, while the other four (4) system
level ramps would consist of two (2) lanes, as with the existing configuration. The ramps
connecting with the C/D system would consist of two (2) lanes, except for the one-lane C/D
ramp to I-75 NB. The seven (7) existing bridges would be replaced with approximately ten (10)
proposed bridge structures.
It was determined that this concept did not satisfy the need and purpose of the project for the
following reasons:
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with GDOT that no alternative that maintained left-hand ingress and
egress on I-75 would be acceptable; and
The Initial concept creates two undesirable weaving sections on the C/D system. In the
EB and WB directions between I-75 and Spring Street, there is insufficient distance for
the necessary weaving movements. A related operational concern is the traffic imbalance
between mainline I-16 and the C/D system. The primary traffic movement between I-75
and I-16 is local rather than through, which means that there would be more traffic on the
C/D road than on the mainline interstate.
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As with the Selected Alternative/Alternative 9, the Initial Concept would require mitigation for
unavoidable impacts to wetlands and streams. The initial concept would impact four wetlands
and nine streams. These impacts would be mitigated through the purchase of credits from an
approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion, and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project. Right-of-way costs associated with this alternative would be
approximately $4,598,000. Construction costs associated with this alternative would be
approximately $138,931,800. Total costs would be approximately $143,529,800.
This concept would also have an adverse impact to the Ocmulgee National Monument and the
Ocmulgee Old Fields Traditional Cultural Property. The impacts to these cultural resources were
due to the extension of the EB and WB I-16 C/D roads east of Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard to Walnut Creek. Approximately 0.61-acre of right-of-way in total
would be acquired from Section 4(f) resources, which include Gateway Park, the Ocmulgee
National Monument. The effect to Gateway Park (0.15-acre) would be a de minimis impact.
Further drawbacks to the initial concept include expensive railroad modifications at the Central
of Georgia Railroad overpass, an excessively large project footprint along I-16 with adverse
impacts to the Ocmulgee River flood plain, and a lack of access from the I-16 mainline to the
local interchanges in downtown Macon (all ingress/egress occurs on the proposed C/D system).
In summary, the Initial Concept Alternative would avoid the number of 4(f) impacts associated
with the Selected Alternative/Alternative 9. However, this alternative would not meet the need
and purpose of the project to improve the safety and operation of the I-16/I-75 interchange and
other associated interchanges.
Alternatives 1 through 7
Prior to development of the Selected Alternative/Alternative 9, a series of seven Build
alternatives were evaluated. These seven alternatives were found to avoid adverse effects to
NRHP eligible resources, and had only minor impacts to the Gateway Park and OHT. These
alternatives were all considered as minimization alternatives; however, none were recommended
as the selected because each had operational problems that conflicted with the project need and
purpose.
b. Alternative 1
The main focus of this alternative was to minimize impacts within the TCP boundary (I-16 east
of the Central of Georgia Railroad) and to improve operations on the proposed C/D roads (see
Figures 138-139: Alternative 1). Similar to the approved concept at Spring Street and Second
Street, Alternative 1 proposes right hand exit from the EB C/D road and direct entrance ramps to
I-16; this would require expensive braided ramp structures between Spring Street and Second
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Figure 138: Alternative 1 – Part 1
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Figure 139: Alternative 1 – Part 2
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Street and between Second Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
The EB C/D road would terminate at a signalized intersection with Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard in order to avoid impacts, identified in the approved concept,
to the Ocmulgee National Monument. The existing ramp alignment would be utilized for the
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard entrance to I-16 EB.
The WB C/D road would also be altered from the approved concept in order to avoid impacts to
the Ocmulgee National Monument. Between Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and Spring Street, the WB C/D road would be eliminated. A WB I-16 ramp directly
to Second Street would be provided just west of the Central of Georgia Railroad overpass,
utilizing existing ramp alignments to NB and SB Second Street. The existing ramp to NB
Second Street is currently abandoned. The WB I-16 ramp to Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard would maintain the existing alignment and a direct ramp from
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to I-16 WB would braid with the
proposed WB ramp to Second Street. A direct ramp from Second Street to I-16 WB would also
be provided. The WB C/D road would begin just west of Spring Street at the merge of both the
WB ramps from Spring Street NB and SB. The WB C/D road would maintain a similar
configuration to the approved concept through the I-16/I-75 interchange with a right-hand
flyover exit to I-75 SB.
The Alternative 1 concept was designed to have minimal impacts to the Central of Georgia
Railroad, the Ocmulgee National Monument, and the Ocmulgee Old Fields TCP. Also, the
Pleasant Hill Historic District would not be impacted. However, it was determined that this
concept did not satisfy the need and purpose of the project for the following reasons:
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the GDOT that no alternative that maintained left-hand ingress
and egress on I-75 would be acceptable;
This concept does not address poor driver expectancy due to multiple destination signage
for EB C/D at single exit point on I-75 SB ramp to I-16 EB; and
Undesirable weaving conditions on EB C/D road between I-75 and Spring Street.
Alternative 1 only included one exit or egress point for Spring Street, Second Street, and
Coliseum Drive from I-16 EB. This resulted in the EB C/D carrying far greater traffic
volumes than the mainline during the peak hour (55,350 vs. 19,050). This high volume of
traffic on the EB C/D resulted in an undesirable level of service “D” weave between I-75
and Spring Street.
As with the Selected Alternative/Alternative 9, Alternative 1 would require mitigation for
unavoidable impacts to wetlands and streams. Alternative 1 would impact four wetlands and nine
streams. These impacts would be mitigated through the purchase of credits from an approved
mitigation bank. Likewise, environmental harm to water quality during the construction phase
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and after would be minimized by using standard sedimentation, erosion and hydrologic control
measures.
Also, mitigation would be necessary to address the one (1) business relocation at 111 Emery
Highway associated with the implementation of the project. Approximately 0.15-acre of rightof-way in total would be acquired from one Section 4(f) resource, the Gateway Park. The effect
to Gateway Park would be a de minimis impact. Right-of-way costs associated with this
alternative would be approximately $4,598,000. Construction costs associated with this
alternative would be approximately $165,649,400. Total costs would be approximately
$170,247,400. Table 66 at the end of the alternatives discussion compares the impacts
associated with each avoidance and minimization alternative considered as part of the Section
4(f) Evaluation.
Alternative 1 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
c. Alternative 2
The key features of this alternative are the at-grade, signalized intersections of the EB C/D road
with Spring Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard
and, consequently, the lack of expensive braided ramps (see Figures 140-141: Alternative 2).
Like Alternative 1, the C/D road would terminate at Coliseum Drive/Martin Luther King (MLK)
Jr. Boulevard and the existing ramp alignment would be utilized for the Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard entrance to I-16 EB. This configuration results in reduced
construction costs, but increased difficulty in construction staging due to EB interstate traffic
cannot be efficiently diverted onto the proposed C/D road. The signalized intersections would
also diminish operations along the proposed C/D road. To improve access to the interstate
mainline, EB slip ramps15 would be provided between Spring Street and Second Street and
between Second Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard to provide
access to and from the C/D road. The exit slip ramp would eliminate the aforementioned poor
signage to the EB C/D destinations; however, the proximity of the slip ramp junctions on the EB
C/D to the signalized intersection with Second Street could present undesirable congestion and
signage issues.
Other than the omission of the WB ramp to NB Second Street, the proposed configuration of the
WB C/D system for Alternative 2 is exactly the same as with the approved concept and,
therefore, results in the same benefits and problems. The extension of the WB C/D road east of
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard causes undesirable impacts to the
Ocmulgee National Monument and requires expensive reconstruction of the existing Central of
Georgia Railroad overpass. There are undesirable weaving conditions on the WB C/D road
between Spring Street and the C/D exit to I-75 SB and on I-75 SB at the closely spaced junctions
of the SB ramp from I-16 and the west-to-south C/D road.

15

Entrance or exit ramp.

471

Figure 140: Alternative 2 – Part 1
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Figure 141: Alternative 2 – Part 2
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It was determined that this concept did not satisfy the need and purpose of the project for the
following reasons:
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the GDOT that no alternative that maintained left-hand ingress
and egress on I-75 would be acceptable; and
Less efficient operations on the EB C/D road due to the routing of C/D road traffic
through at-grade intersections with local streets.
In addition to the items outlined above, the following were determined to be undesirable issues
with this alternative:
WB C/D road construction likely to require expensive modifications to the Central of
Georgia Railroad;
Possible traffic queues from Second Street onto the I-16 EB mainline due to location of
exit slip ramp; and
I-16 EB stage construction difficult because the proposed C/D road is insufficient to
reroute interstate mainline traffic.
Like Alternative 1, Alternative 2 would require mitigation for unavoidable impacts to four
wetlands and nine streams. These impacts would be mitigated through the purchase of credits
from an approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion and
hydrologic control measures.
Mitigation would be necessary to address the one (1) business relocation associated with the
implementation of the project. Approximately 0.15-acre of right-of-way in total would be
acquired from one Section 4(f) resource, the Gateway Park. The effect to Gateway Park would
be a de minimis impact. Right-of-way costs associated with this alternative would be
approximately $4,827,000. Construction costs associated with this alternative would be
approximately $170,992,900. Total costs would be approximately $175,819,900. Table 66 at
the end of the alternatives discussion compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 2 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
d. Alternative 3
Similar to Alternative 2, this alternative routes the EB C/D road traffic through at-grade
intersections with Spring Street and Second Street, but not Coliseum Drive/Martin Luther King
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(MLK) Jr. Boulevard, which has direct ramp access to and from I-16 in this concept, utilizing the
existing EB entrance ramp alignment (see Figures 142-143: Alternative 3). The signalized
intersections would reduce construction costs along the EB C/D road; however, construction
staging of the interstate traffic would be more difficult. The proposed EB exit ramp to Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard would braid with the EB C/D road, which
terminates on I-16 at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. A unique
feature of Alternative 3 is the proposed “Texas U-turn” at Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, which provides EB access from the I-16 mainline to Second Street. No
EB slip ramps are provided in this alternative, which inhibits access to the I-16 mainline and
results in undesirable signage to multiple destinations at a single exit point along the SB ramp
from I-75 to I-16.
In the WB direction, C/D traffic would exit along with service traffic and would be routed
through a signalized intersection at Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard.
This movement would utilize the existing ramp alignment, minimizing and/or avoiding impacts
to the Ocmulgee National Monument and Central of Georgia Railroad overpass. Just west of the
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard intersection, a slip ramp is proposed
to provide WB access to the I-16 mainline for traffic from Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. Beyond this point, the proposed WB C/D road is configured exactly the
same as with Alternative 2. As such, there are undesirable weaving sections on the C/D road
between Spring Street and the SB C/D exit to I-75 and on I-75 SB at the closely spaced junctions
of the SB ramp from I-16 and the west-to-south C/D road. Alternative 3 was eliminated from
consideration for the following reasons.
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the Department that no alternative that maintained left-hand
ingress and egress on I-75 would be acceptable;
Slower traffic on the EB C/D road due to routing of C/D road traffic through two
signalized intersections with local streets;
No direct access from the I-16 mainline to Spring Street;
No slip ramp access between I-16 EB and the EB C/D road;
Stage construction on mainline I-16 would be difficult due to the at-grade intersections
with the C/D roads; and
Texas U-turn concept may be confusing and would violate driver expectancy.
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Figure 142: Alternative 3 – Part 1
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Figure 143: Alternative 3 – Part 2
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Like Alternative 1, Alternative 3 would require mitigation for unavoidable impacts to four (4)
wetlands and nine (9) streams. These impacts would be mitigated through the purchase of
credits from an approved mitigation bank. Likewise, environmental harm to water quality during
the construction phase and after would be minimized by using standard sedimentation, erosion
and hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project. Approximately 0.15-acre of right-of-way in total would be
acquired from one Section 4(f) resource, the Gateway Park. The effect to Gateway Park would
be a de minimis impact. Right-of-way costs associated with this alternative would be
approximately $4,827,800. Construction costs associated with this alternative would be
approximately $160,305,900. Total costs would be approximately $165,133,700. Table 66 at
the end of the alternatives discussion compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 3 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
e. Alternative 4
This alternative terminates the EB C/D road at an at-grade intersection with Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and provides left-hand exit ramps from the EB
C/D road to Spring Street and Second Street; therefore, eliminating any EB braided ramps (see
Figures 144-145: Alternative 4). This configuration provides direct ramp access to I-16 EB from
Spring Street, Second Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
which utilize the existing I-16 EB entrance ramp alignment. The weave on the proposed EB C/D
road between I-75 and Spring Street that was identified in the approved concept and Alternative
1 is present in Alternative 4 also. There is not enough distance between the formation of the C/D
road proper and the left-hand exit to Spring Street.
In the WB direction, the proposed C/D road is eliminated between Spring Street and Second
Street. WB traffic to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Second
Street would exit together at the existing Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard ramp from I-16. Immediately after exiting the interstate, the Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard traffic would split to the left of the existing ramp alignment
and proceed under the existing Central of Georgia Railroad overpass, necessitating expensive
modifications and/or reconstruction. Second Street traffic would proceed over Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard on structure and separate ramps would be
provided to NB and SB Second Street. Similar to Alternative 1, the ramps would utilize existing
ramp alignments, with the existing NB ramp currently being abandoned. Separate direct ramp
access would be provided from Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and
Second Street to I-16 WB. Beyond Spring Street, the configuration of the proposed WB C/D
road would be exactly the same as with Alternative 1. In addition to the aforementioned
operational issues that are characteristic of each of the first six alternatives and the approved
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Figure 144: Alternative 4 – Part 1
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Figure 145: Alternative 4 – Part 2
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concept, there would be insufficient weaving distance along the proposed C/D road between the
Spring Street entrance and the right-hand flyover exit to I-75 SB.
The Alternative 4 construction costs are reduced along the EB and WB C/D roads because of the
at-grade intersections, reduced number of bridges, and lack of braided ramps. This concept
provides improved traffic operations at Spring Street, Second Street, and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard in comparison to other alternatives, because of the grade
separation at the C/D road crossings. The concept did, however, have the following
disadvantages and was eliminated from consideration.
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the Department that no alternative that maintained left-hand
ingress and egress on I-75 would be acceptable;
WB C/D road likely to require expensive modifications to the Central of Georgia
Railroad overpass;
No “relief valve” to get from I-16 EB mainline to the Macon cross streets;
Left-hand exit ramps from C/D road are undesirable in relation to driver expectancy;
Successive entrance ramps to I-16 EB mainline could pose operational and weaving
problems; and
Difficult stage construction for I-16 EB mainline traffic.
Like Alternative 1, Alternative 4 would require mitigation for unavoidable impacts to four
wetlands and nine streams. These impacts would be mitigated through the purchase of credits
from an approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project. Approximately 0.15-acre of right-of-way in total would be
acquired from one Section 4(f) resource, the Gateway Park. The effect to Gateway Park would
be a de minimis impact. Right-of-way costs associated with this alternative would be
approximately $4,827,800. Construction costs associated with this alternative would be
approximately $160,305,900. Total costs would be approximately $165,133,700. Table 66, at
the end of the alternatives discussion, compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 4 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.

481

f. Alternative 5
The key feature of Alternative 5 is the conversion of Spring Street (SB) and Second Street (NB)
into a one-way pair (see Figures 146-147: Alternative 5). This one-way pair concept utilizes an
abandoned WB ramp to Second Street NB, while eliminating the unnecessary loop ramp at
Second Street, and reconfiguring the existing loop ramp at Spring Street to accommodate traffic
from the WB C/D road to SB Spring Street. Otherwise, the configuration of the WB C/D road is
the same as with Alternative 4; except that direct ramp access is provided from Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard and Second Street to the I-16 WB mainline.
This alternative maintains the same EB C/D road configuration as Alternative 4. It routes the EB
C/D road through an at-grade intersection with Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard, while providing grade-separated crossings at Spring Street and Second Street with
left-hand exits from the EB C/D. Likewise, there are no expensive braided ramps and access to
I-16 EB from the local streets is improved, but there is an undesirable weave between I-75 and
Spring Street on the EB C/D road.
The Alternative 5 construction costs are reduced along the EB C/D road because of the at-grade
intersections, reduced number of bridges, and lack of braided ramps. This concept provides
improved traffic operations at Spring Street and Second Street, in comparison to other
alternatives, because the EB C/D road is grade-separated from the cross streets and because the
cross streets are now functioning as a one-way pair. The conversion of Spring Street and Second
Street to a one-way pair would also allow for further improvements to the local corridor;
however, this concept was eliminated from consideration for the following reasons.
This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the Department that no alternative that maintained left-hand
ingress and egress on I-75 would be acceptable;
Left-hand exit ramps from C/D road are undesirable in relation to driver expectancy;
WB C/D road likely to impact Central of Georgia Railroad east of Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard;
No “relief valve” to get from I-16 EB mainline to the Macon cross streets;
Successive entrance ramps to I-16 EB mainline could pose operational and weaving
problems;
Does not utilize the existing loop ramp right-of-way at Second Street; and
Possible ingress/egress issues associated with properties along one-way pairs including
the Macon Centreplex.
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Figure 146: Alternative 5 – Part 1

483

Figure 147: Alternative 5 – Part 2
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Like Alternative 1, Alternative 5 would require mitigation for unavoidable impacts to four
wetlands and nine streams. These impacts would be mitigated through the purchase of credits
from an approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project. Approximately 0.15-acre of right-of-way in total would be
acquired from one Section 4(f) resource, the Gateway Park. The effect to Gateway Park would
be a de minimis impact. Right-of-way costs associated with this alternative would be
approximately $4,827,800. Construction costs associated with this alternative would be
approximately $162,087,100. Total costs would be approximately $166,914,900. Table 66 at
the end of the alternatives discussion compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 5 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
g. Alternative 6
The key features of Alternative 6 are the conversion of Second Street (SB) and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard (NB) into a one-way pair and the inclusion of a
direct WB C/D ramp to Emery Highway (see Figures 148-149: Alternative 6). This alternative is
exactly the same as Alternatives 4 and 5 in the configuration of the EB C/D road. The
modifications to the WB C/D road were limited to accommodating the one-way pair of Second
Street and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. At Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard, the concept would be exactly the same as with Alternative 5.
At Second Street, the existing loop ramp to Second Street SB is modified to connect with the
WB C/D road and a WB ramp from Second Street would braid with the C/D road and connect
directly with the I-16 mainline. A direct ramp would be proposed between Spring Street and
Second Street to access Emery Highway and the existing WB access to Spring Street would
remain unchanged, except that it would connect with the C/D road, instead of I-16.
The Alternative 6 construction costs are reduced along the EB C/D road because of the at-grade
intersections, reduced number of bridges, and lack of braided ramps. This concept provides
improved local traffic operations at Second Street and Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard, in comparison to other alternatives, because of the one-way pair
conversions of these local streets. The conversion of Second Street and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard to a one-way pair would also allow for further improvements
to the local corridor; however, this concept was eliminated from consideration for the following
reasons.
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Figure 148: Alternative 6 – Part 1
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Figure 149: Alternative 6 – Part 2
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This concept does not address a dangerous weave that occurs on I-75 NB between
Hardeman Avenue and I-16;
This concept maintains left-hand ingress and egress on I-75 SB. AASHTO guidelines
recommend against this due to poor driver expectancy. Furthermore, FHWA stated in
multiple meetings with the Department that no alternative that maintained left-hand
ingress and egress on I-75 would be acceptable;
Left-hand exit ramps from C/D road are undesirable in relation to driver expectancy;
WB C/D road likely to require expensive modifications to the Central of Georgia
Railroad east of Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard;
No egress from the I-16 EB mainline within downtown Macon (traffic destined for
downtown Macon must exit prior to the I-16 / I-75 interchange);
Successive entrance ramps to I-16 EB mainline could pose operational and weaving
problems;
Difficult stage construction for I-16 EB mainline traffic;
Possible signal coordination and operational issues on Spring Street; and
Possible ingress/egress issues associated with properties along the one-way pair streets,
specifically, the Macon Centreplex.
Like Alternative 1, Alternative 6 would require mitigation for unavoidable impacts to four
wetlands and nine streams. These impacts would be mitigated through the purchase of credits
from an approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion, and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project at 111 Emery Highway. Approximately 0.15-acre of right-ofway in total would be acquired from one Section 4(f) resource, the Gateway Park. The effect to
Gateway Park would be a de minimis impact. Right-of-way costs associated with this alternative
would be approximately $4,827,800. Construction costs associated with this alternative would
be approximately $160,305,900. Total costs would be approximately $165,133,700. Table 66 at
the end of the alternatives discussion, compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 6 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
h. Alternative 7
The Alternative 7 concept was introduced as a hybrid concept created to correct deficiencies
described in the initial concept and Alternative 1, while incorporating several of the positive
features from Alternatives 2 and 3 (see Figures 150-151: Alternative 7). While the first six
alternatives focused on correcting the operational issues associated with I-16 and the proposed
collector-distributor system, Alternative 7 is the first concept to address the deficiencies above
and beyond those identified within the I-16 corridor. The local CAC identified Alternative 7 as
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Figure 150: Alternative 7 – Part 1
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Figure 151: Alternative 7 – Part 2
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the Preferred Concept Alternative in August 2000; however, after further evaluation, the concept
has since been eliminated from consideration. The following is a description of the key features
of the Alternative 7 concept.
This alternative proposes an EB C/D road along I-16 that connects I-75 NB and SB to Spring
Street and terminates at a signalized intersection there. A second leg of the EB C/D system
would take off from I-16 at Spring Street, providing undesirable, left-hand access to Second
Street and terminating at a signalized intersection with Coliseum Drive/Martin Luther King
(MLK) Jr. Boulevard. Direct ramp access to I-16 EB from all three cross streets is provided,
requiring one EB braided ramp between Spring Street and Second Street. The proposed EB C/D
system eliminates the poor weaving conditions on I-16 EB between Spring Street and Coliseum
Drive/Martin Luther King (MLK) Jr. Boulevard that would exist under the present condition.
Additionally, the dedicated C/D road from I-75 to Spring Street divides local traffic between the
two legs of the C/D system. Traffic is, therefore, more evenly balanced between the interstate
and the C/D system, providing more efficient operations within the transportation corridor. This
imbalance in mainline and C/D traffic is an operational concern that was identified in the
approved concept.
The first leg of the WB C/D road originates just west of the Central of Georgia Railroad
overpass, provides ingress from Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
egress to Second Street, and merges with the I-16 mainline at Spring Street. A direct WB exit
ramp is provided from I-16 to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard,
utilizing the existing ramp alignment. The second leg of the WB C/D road collects traffic from
Second Street and Spring Street and conveys it along I-16 to I-75 NB and SB via a directional
split just east of the Ocmulgee River, improving the driver expectancy in comparison to the
previous alternatives. The proposed WB C/D system configuration improves the local street
access to I-16 WB and eliminates the need for expensive braided ramp structures. In addition,
the existing, undesirable “weaving” section on I-16 WB between Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard and Second Street is eliminated and the traffic is more evenly
balanced between the C/D system and the interstate.
A newly developed feature of this alternative is the configuration of the west-to-south C/D road
merge with I-75 south of the I-16/I-75 interchange. The previous alternatives merged the westto-south C/D road on the left side of the I-16 ramp to I-75 SB. The close proximity of the
consecutive merge points between the C/D road, the system level ramp, and mainline I-75
presented a problem with vehicle weaving and driver expectancy due to the left-hand ingress. In
order to improve driver expectancy, the west-to-south C/D road would bridge over the proposed
interstate to merge on the right side of I-75 SB. In addition, several hundred feet would be
provided between the I-75 merge points of the west-to-south C/D road and ramp from I-16 to
improve the potential weaving conditions.
Alternative 7 has minimal impacts to the Central of Georgia Railroad, the Ocmulgee National
Monument, and the Ocmulgee Old Fields Traditional Cultural Property, while improving the
safety and operational efficiency of the corridor by eliminating dangerous “weaving” sections,
separating the traffic movements, and enhancing the access. Although this alternative was
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identified as the preferred alternative and endorsed by the project’s local CAC in August 2000, it
has been since eliminated from consideration for the following reasons.
Left-hand ingress and egress on I-75 SB
Alternative 7 is configured with a fully directional three-legged “Y” type interchange
similar to the configuration that currently exists. This configuration results in a lefthand exit from I-75 SB to I-16 EB, and a left-hand entrance from I-16 WB to I-75
SB; this is undesirable due to reduced driver expectancy and lack of continuity on the
I-75 mainline through-lanes.
Complex weaving movements on I-75 NB and I-75 SB between Hardeman Avenue and I16
The original traffic analysis resulted in an acceptable LOS for these movements based
on design year 2025 traffic volumes. When traffic volumes were later updated to
year 2036, the weaving analysis on the section of I-75 between Hardeman Avenue
and I-16 resulted in a failing LOS for both the NB and SB lanes. There is simply not
enough distance between the existing interstate access points to adequately handle the
future traffic.
Like Alternative 1, Alternative 7 would require mitigation for unavoidable impacts to four
wetlands and nine streams. These impacts would be mitigated through the purchase of credits
from an approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion, and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business relocation associated with
the implementation of the project. Approximately 0.15-acre of right-of-way in total would be
acquired from one Section 4(f) resource, the Gateway Park. The effect to Gateway Park would
be a de minimis impact. Right-of-way costs associated with this alternative would be
approximately $4,598,000. Construction costs associated with this alternative would be
approximately $178,117,600. Total costs would be approximately $182,715,600. Table 66, at
the end of the alternatives discussion, compares the impacts associated with each avoidance and
minimization alternative considered as part of the Section 4(f) Evaluation.
Alternative 7 would avoid the 4(f) impact associated with the Selected Alternative/Alternative 9.
However, this alternative would not meet the need and purpose of the project to improve the
safety and operation of the I-16/I-75 interchange and other associated interchanges.
i.

Alternative 8

In an attempt to resolve operational issues with Alternative 7, work sessions were held with the
consultants, FHWA and GDOT. The Federal Highway Administration recommended several
modifications to the Alternative 7 concept that were evaluated extensively before being
incorporated into Alternative 8 (see Figures 152-155: Alternative 8). In addition, to the left-hand
access on I-75 SB and the complex weaving movements on I-75 south of I-16, the FHWA
modifications focused on improving the undesirable weaving movements on the WB C/D road
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Figure 152: Alternative 8 – Part 1
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Figure 153: Alternative 8 – Part 2
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Figure 154: Alternative 8 – Part 3
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Figure 155: Alternative 8 – Part 4
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between Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and Second Street and on I16 between I-75 and Spring Street. Although the Alternative 7 traffic analysis indicated
acceptable levels of service, the FHWA perceived these weaving movements as inadequate.
While the previous seven concepts focused primarily on alternative configurations of the I-16
C/D road system and local street interchanges, Alternative 8 proposed more extensive concept
improvements to I-75 north and south of the I-16/I-75 interchange, including the expansion of
the C/D road system. These operational and geometric improvements result in a significant
increase in the project footprint along I-75 north and south of the I-16/I-75 interchange; however,
along I-16, the project footprint is actually narrower.
Under the existing configuration and the configuration proposed under Alternative 7, there are
two left-hand access locations along I-75 SB. North of the I-16/I-75 interchange, the ramp split
to I-16 EB occurs on the left side of the mainline. South of the I-16/I-75 interchange, the merge
from I-16 WB occurs on the left side of the mainline. In order to improve the traffic operations
at these locations, Alternative 8 relocated both left-hand ramp junctions to the right side of the
interstate and shifted them further away from the existing I-16/I-75 interchange. The
aforementioned split to I-16 EB was shifted approximately 1,700 feet north of its existing
location and the merge from I-16 WB was shifted 1,400 feet south of its existing location.
Additional modifications to Alternative 7 would also be necessary to accommodate these
improvements, including the reconfiguring of mainline ramp junctions to provide adequate
distance between successive access points, thereby, reducing and/or avoiding undesirable
weaving movements.
An additional C/D ramp is proposed on I-75 SB, north of the I-16/I75 interchange. The ramp
would provide access to Hardeman Avenue via the proposed SB C/D road before merging with
the NB C/D ramp from I-75 to form the EB C/D road along I-16. This connector ramp to the SB
C/D is necessary because of modifications to I-75 SB that only allow access to Hardeman
Avenue from the C/D road. The ramp junction with I-75 would be located approximately 3,100
feet north of the proposed I-75 split to I-16 EB to provide adequate weaving distance. The
widened interstate section would impact existing Riverside Drive, requiring that it be shifted
almost 40 feet to the west. In terms of traffic operations, the primary drawback of this
configuration is the reduced driver expectancy. There is only one exit ramp accessing four
destinations, Hardeman Avenue, Spring Street, Second Street, and Coliseum Drive/Martin
Luther King (MLK) Jr. Boulevard; this is more difficult for drivers to anticipate and requires
elaborate signage. Further complicating the decision-making process is the unexpected, long
distance between the exit ramp and the destination interchanges and the fact that three of the four
destinations are along I-16, while the exit is located along a different interstate, I-75.
South of the I-16/I-75 interchange, bridging the west-to-south C/D road and the SB ramp from
I-16 over I-75 make it desirable to realign the I-75 NB connector ramp to follow the proposed
I-75 SB connector alignment as a barrier-separated section. The previous alternatives, like the
existing configuration, proposed independent horizontal alignments for the two legs of I-75
through the I-16 interchange. The geometry changes associated with realigning the I-75 NB
connector ramp result in shifting the junction of the I-16 ramp to I-75 NB approximately 2,000
feet to the north. In addition, the west-to-north C/D road is extended to the north along I-75 to
provide adequate separation from the previous interstate entrance point. The NB C/D merge
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with I-75 would be shifted approximately 3,600 feet north of the proposed merge point of the NB
ramp from I-16.
South of the I-16/I-75 interchange, it was necessary to extend the SB C/D along I-75 to
accommodate the relocated ramp junction from I-16 WB. The C/D road would provide a righthand exit ramp to Hardeman Avenue and would merge on the right side of I-75 between
Hardeman Avenue and Forsyth Street. Extending the C/D road and shifting its ramp junction
with I-75 approximately 3,800 feet south of the I-16 to I-75 ramp junction improves the
undesirable SB weaving section between I-16 and Hardeman Avenue that was identified in
Alternative 7; however, the TRAF-CORSIM16 analysis indicated a LOS “F” during the PM peak
hour along this stretch due to the lack of capacity on I-75 SB, south of the Hardeman
Avenue/Forsyth Street interchange. This lack of capacity was cited in the Executive Summary of
the EA, where it was recommended that the I-75 mainline be widened from three lanes in each
direction to four lanes between Mercer University Drive and Forsyth Street, as part of the I75/Hardeman Avenue/Forsyth Street Interchange Improvements project, GDOT project IMNH00075-01(214). The proposed eight-lane section of the I-75 mainline was modeled as an
“ultimate” condition using TRAF-CORSIM, which indicated an improvement. According to the
HCS analysis, the LOS improved from “F” to “D” during the PM peak hour on the section of I75 SB between I-16 and Hardeman Avenue. One potential drawback to this configuration is that
I-16 WB traffic must exit the interstate at Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and travel almost three miles along the WB and SB C/D roads to access Hardeman
Avenue, which is an interchange on I-75; this is contrary to driver expectancy.
Analysis of the 2032 traffic volumes for Alternative 7 also revealed an undesirable weaving
section the same stretch of freeway in the NB direction. The HCS analysis indicated a LOS of
“F” for this freeway section during the AM peak hour. In order to improve the operations along
this stretch of freeway, Alternative 8 proposed a two-lane NB C/D road along I-75. The
proposed NB C/D road would split from I-75 at Forsyth Street, braid under the Hardeman
Avenue entrance ramp, and parallel I-75, before merging with a ramp from I-75 SB to form the
EB C/D road along I-16, which provides local access to downtown Macon. Additionally, the NB
Forsyth Street exit ramp would have to be relocated 1,400 feet south to provide the proper
distance between consecutive freeway access points.
The proposed C/D road effectively reduces the amount of traffic on I-75 NB through the I-16/I75 interchange by separating the interstate mainline through traffic from the local traffic
movements. With less traffic on the mainline, the number of weaving movements is reduced and
the LOS is improved on I-75 between Hardeman Avenue and the I-16 split. One drawback to
locating the NB C/D ramp terminal south of Hardeman Avenue is that it eliminates interstate
access from Hardeman Avenue to I-16 and, therefore, Spring Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. Traffic accessing downtown Macon
from Hardeman Avenue must use surface streets. The same operational problems with reduced
driver expectancy and elaborate signage that occur on I-75 SB, north of the I-16/I-75
interchange, also occur in the NB direction at the critical decision point to I-16 EB or the three
local interchanges. One exit ramp on I-75 accesses three destinations, Spring Street, Second
Street, and Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard, that are located along a
16

Software used to analyze traffic operations.
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different interstate, I-16; this requires elaborate signage. Further complicating matters is the
unexpected distance that drivers must travel to reach their destination interchange after exiting
the mainline. The configuration is also undesirable because the proposed C/D road would
convey more traffic volume than the I-75 mainline, which would mean that the C/D road would
experience similar operational problems as the interstate, in addition to capacity issues. More
balance is needed between the mainline and the C/D system traffic through this corridor.
Alternative 8 proposes a continuous EB C/D road along I-16 that provides a right-hand exit to
Spring Street, a left-hand exit to Second Street, and terminates at a signalized intersection with
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. The EB C/D collects traffic from
both directions of I-75 via a NB C/D road and a SB C/D connector ramp, which merge to form
the EB C/D. The EB C/D exit at the Spring Street overpass, proposed in Alternative 7, is
eliminated in order to avoid weaving problems on I-16 EB. Spring Street, Second Street, and
Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard each have direct ramp access to I-16
EB, instead of the proposed C/D road, requiring that the EB Spring Street entrance ramp braid
under the C/D road.
In order to improve the existing, undesirable weaving sections, identified in Alternative 7 on I-16
between I-75 and Spring Street and on the WB C/D road between Coliseum Drive/Martin Luther
King (MLK) Jr. Boulevard and Second Street, Alternative 8 proposes to configure the WB
access to the local streets along I-16. There would be a WB ramp dedicated to Second Street that
diverges from the I-16 mainline between Coliseum Drive/Martin Luther King (MLK) Jr.
Boulevard and the Central of Georgia Railroad. The ramp would utilize the existing loop ramp
alignment at Second Street. The WB C/D road traffic would be routed along the existing WB
ramp to Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard and through a signalized
intersection, before braiding under the WB ramp to Second Street and continuing along I-16.
There would be no access from the WB C/D road to the I-16 mainline. WB traffic from Second
Street and Spring Street would be collected on the C/D road and conveyed into the I-16/I-75
interchange to a directional split, which enables access to I-75 NB or SB. Access to I-75 SB is
via the reconfigured SB C/D road and access to I-75 NB is via a C/D connector ramp. Unlike the
previous alternatives, which merged this C/D connector ramp with I-75 NB within the I-16/I-75
interchange, Alternative 8 routes the ramp parallel to I-75 and terminates it on the mainline,
north of the Norfolk Southern Railroad crossing as described previously.
A newly developed feature of Alternative 8 is the proposed reconstruction of the Second Street
overpass. The previous concepts had assumed that the two proposed EB ramps could be tied into
the existing steel bridge structure and that the C/D roads could be threaded through the existing
bent locations. In order to avoid impacts to the newly constructed OHT, the EB C/D roads must
be constructed with little separation between mainline I-16. In addition, the preliminary vertical
alignments that were generated for Alternative 7 revealed that the Second Street overpass is
vertically constrained in the area of the proposed interstate due to the minimum flood elevation
and maximum overpass clearance requirements. These constraints to the location and design of
the C/D system at Second Street make it necessary to reconstruct the existing overpass. This
reconstruction would most likely have been necessary with each of the previous alternatives that
proposed to thread the EB C/D road beneath the existing bridge spans.
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As mentioned previously, Alternative 8 was developed in response to cooperative work sessions
in which the critical deficiencies of Alternative 7 were evaluated and addressed. These
operational deficiencies include the aforementioned left-hand access on I-75 SB and inadequate
weaving movements on I-75, I-16, and the WB C/D road. However, the Alternative 8 concept
creates some critical operational problems of its own and, therefore, has been eliminated from
consideration for the following reasons.
Traffic Balance between the Mainline and the C/D System
The NB and EB C/D roads access multiple destinations from one exit ramp and
would actually convey more traffic than the I-75 mainline. As such, the C/D system
would experience critical capacity and weaving issues. Essentially, the mainline
operational problems are simply shifted onto the adjacent C/D roads.
Hardeman Avenue Access
There is no interstate or C/D road access from Hardeman Avenue to Spring Street,
Second Street, or Coliseum Drive/Martin Luther King (MLK) Jr. Boulevard. This
traffic movement would have to be accomplished via surface streets and could result
in negative impacts to the local traffic network.
Impacts to Pleasant Hill Neighborhood
The proposed C/D roads along I-75, south of the I-16 interchange, impact the
adjacent Pleasant Hill neighborhood, which is a historic district and environmental
justice community. It should be noted that the current Selected
Alternative/Alternative 9 proposes similar impacts to the Pleasant Hill neighborhood.
A further evaluation concluded that these impacts were unavoidable in meeting the
need and purpose of the project and mitigation is as described previously.
As with the Selected Alternative/Alternative 9, Alternative 8 would require mitigation for
unavoidable impacts to wetlands and streams. Alternative 8 would impact five wetlands and nine
streams. These impacts would be mitigated through the purchase of credits from an approved
mitigation bank. Likewise, environmental harm to water quality during the construction phase
and after would be minimized by using standard sedimentation, erosion, and hydrologic control
measures.
Also, mitigation would be necessary to address the 43 residences and one (1) business relocation
associated with the implementation of the project. Right-of-way costs associated with this
alternative would be approximately $14,208,000. Construction costs associated with this
alternative would be approximately $421,587,600. Total costs would be approximately
$435,795,600. Table 66 at the end of the alternatives discussion compares the impacts associated
with each avoidance and minimization alternative considered as part of the Section 4(f)
Evaluation.
Like the Selected Alternative/Alternative 9, Alternative 8 would also have an adverse impact to
the Pleasant Hill Historic District. Approximately 15.12 acres of right-of-way in total would be
acquired from the Pleasant Hill Historic District, Macon Historic District, and Gateway Park.
The effect to Gateway Park would be a de minimis impact.
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In summary, Alternative 8 would impact a greater number of Section 4(f) protected resources in
the Pleasant Hill Historic District than those associated with the Selected Alternative/Alternative
9, in addition to resources within the Macon Historic District. Moreover, this alternative would
not meet the need and purpose of the project to improve the safety and operation of the I-16/I-75
interchange and other associated interchanges.
j. Alternative 10
During the public involvement process, three (3) project alternatives were submitted by local
citizens. The design team evaluated and found flaws with each of the designs. Some of the key
features of these three local alternatives were incorporated into a new concept, Alternative 10
(see Figures 156-159: Alternative 10). This concept combines many of the features from both
Alternatives 7 and 9 and was presented to the local CAC in June 2005. There were two primary
issues that the CAC requested be implemented into the Alternative 10 concept. They requested
that the design team evaluate shifting some of the Spring Street traffic to Second Street and they
requested that the impacts to Pleasant Hill be minimized.
In an effort to shift some of the Spring Street traffic to Second Street, the Alternative 10 concept
eliminated access between Spring Street and I-75 south of the I-16/I-75 interchange. The
restriction of access at Spring Street eliminates two C/D ramps, most notably the WB flyover
bridge at the river, which has not been well received by the locals. Similar to Alternative 7, the
Alternative 10 concept proposed an EB C/D junction on I-16 at the Spring Street overpass.
However, due to the increased traffic to Second Street, the ramp must be three lanes wide instead
of two; this results in a lack of EB lane continuity on the I-16 mainline. The Alternative 10
concept also proposed direct ramp access to I-16 WB at Second Street.
The rerouting of Spring Street traffic could result in additional lanes on Second Street and the
reconstruction of three local intersections. The intersections of Riverside Drive, Emery
Highway, and Gray Highway with Second Street would have to be reconfigured to handle the
additional turning movements and increased traffic flow. Additional lanes could be necessary on
Second Street; however, a capacity analysis was never performed, as flaws would emerge during
the evaluation process.
Another goal with the Alternative 10 concept was to minimize the impacts to Pleasant Hill. As
such, the stretch of I-75 NB between Hardeman Avenue and the split to I-16 EB was configured
as proposed under Alternative 7, which is almost identical to the existing condition. The
elimination of any NB ramps or C/D roads along I-75 avoids significant impact to Pleasant Hill.
The configuration of the SB stretch of I-75 between I-16 and Hardeman Avenue proposed under
Alternative 9 was maintained in Alternative 10. On this side of the interstate, there are minimal
impacts to the residences in Pleasant Hill and there are significant operational benefits to the
interstate configuration. However, this concept was eliminated from consideration because of
the following operational deficiencies.
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Figure 156: Alternative 10 – Part 1
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Figure 157: Alternative 10 – Part 2
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Figure 158: Alternative 10 – Part 3
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Figure 159: Alternative 10 – Part 4
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The traffic analysis for Alternative 10 indicated unacceptable weaving conditions on I-16
WB between Second Street and I-75. The distance between the interchanges is not adequate
to handle the additional traffic rerouted from Spring Street to Second Street and onto I-16;
Similar to Alternative 7 and the existing configuration, there is an unacceptable weaving
condition on I-75 NB between Hardeman Avenue and I-16 due to the close spacing of the
entrance and exit ramps; and
There is a lack of lane continuity on I-16 EB. All traffic from I-75 SB that needs to continue
onto I-16 EB through the city must transition at least one lane.
As with the Selected Alternative/Alternative 9, Alternative 10 would require mitigation for
unavoidable impacts to wetlands and streams. Alternative 10 would impact five wetlands and
nine streams. These impacts would be mitigated through the purchase of credits from an
approved mitigation bank. Likewise, environmental harm to water quality during the
construction phase and after would be minimized by using standard sedimentation, erosion and
hydrologic control measures.
Also, mitigation would be necessary to address the one (1) business and one (1) residence
relocation associated with the implementation of the project. Right-of-way costs associated with
this alternative would be approximately $11,821,800. Construction costs associated with this
alternative would be approximately $308,704,400. Total costs would be approximately
$320,526,200. Table 66 compares the impacts associated with each avoidance and minimization
alternative considered as part of the Section 4(f) Evaluation.
This concept would also have an adverse impact to one (1) contributing structure within the
Pleasant Hill Historic District. Approximately 0.94-acre of right-of-way in total would be
acquired from Section 4(f) resources, including the Gateway Park. The effect to Gateway Park
would be a de minimis impact.
In summary, Alternative 10 would avoid the number of 4(f) impacts associated with the Selected
Alternative/Alternative 9. However, this alternative would not meet the need and purpose of the
project to improve the safety and operation of the I-16/I-75 interchange and other associated
interchanges.
There are no avoidance alternatives or minimization alternatives that meet the need and purpose
of the project. The expansion of I-75 adjacent to the Pleasant Hill Historic District is necessary to
meeting the purpose and need of the project and cannot be avoided.
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Table 66: Comparison of Impacts Associated with Each Alternative

Use of Land
from Section
4(f)
Resource

Gateway Pk.de minimis:
0.15-acre of
right-of-way

Ocmulgee TCP:
0.46-acres of
right-of-way

Pleasant Hill HD:
10.02 acres of rightof-way

Gateway Pk .de minimis:
0.15-acre of
right-of-way

No

No
No

No

Gateway Pk .de minimis:
0.15-acre of
right-of-way

Gateway Pk .de minimis:
0.15-acre of
right-of-way

Gateway Pk .de minimis:
0.15-acre of
right-of-way

Gateway Pk .de minimis: 0.15acre of
right-of-way

Ocmulgee
Heritage Trail –
de minimis:
(easement)

Ocmulgee
Heritage Trail –
de minimis:
(easement)

No

Gateway Pk .de minimis: 0.15acre of
right-of-way
Ocmulgee
Heritage Trail –
de minimis:
(easement)

Alternative 10

No

Alternative 8

No

Alternative 7

No

Alternative 5

No

Alternative 4

No

Alternative 6

No

Alternative 3

No

Alternative 2

Northern
Avoidance
Alternative

No

Alternative 1

Decreased Scope
Alternative

No

Initial Concept

No-Build

Yes

Minimization
Alternatives
Southern
Avoidance
Alternative

Selected Alternative
(Alternative 9)
Meets the
Need and
Purpose of
the Project

Avoidance Alternatives

No

No

No

No

Gateway Pk .de minimis:
0.15-acre of
right-of-way
Ocmulgee
Heritage Trail –
de minimis:
(easement)

Gateway Pk .de minimis: 0.15acre of
right-of-way
Ocmulgee
Heritage Trail –
de minimis:
(easement)

Gateway Pk .de minimis: 0.15acre of right-ofway
Ocmulgee
Heritage Trail –
de minimis:
(easement)
Pleasant Hill HD:
10.02 acres of
right- of-way

Gateway Pk.de minimis: 0.15acre of
right-of-way
Pleasant Hill
HD: 0.79-acre of
right-of-way

Macon HD: 6.8
acres of right-ofway

Avoids
Effects to
National
Register
Eligible
Historic
Resources

No – Impacts
approximately
33
contributing
structures

Yes

Yes

Yes

Yes

No – Impacts
Ocmulgee
National
Monument

0

0

*200+

*20+

1 Bus.

$ 13,908,000

$0

$ 11,821,800

$ 85,834,000

$ 37,646,000

$ 4,598,000

$ 4,598,000

$ 4,827,800

$ 4,827,800

$ 4,827,800

$ 4,827,800

$ 4,827,800

$ 4,598,000

$ 14,208,000

$ 11,821,800

Construction
Cost
Estimate*

$324,952,000

$0

$276,209,200

$452,418,800

$397,202,300

$138,931,800

$165,649,400

$170,992,900

$160,305,900

$160,305,900

$162,087,100

$160,305,900

$178,117,600

$421,587,600

$308,704,400

Total Cost
Estimate*

$338,860,000

$0

$288,031,000

$538,252,800

$434,848,300

$143,529,800

$170,247,400

$175,819,900

$165,133,700

$165,133,700

$166,914,900

$165,133,700

$182,715,600

$435,795,600

$320,526,200

Approximate
# of
Structures
Displaced
Right-ofway Cost
Estimate*

No – Impacts 23
contributing
structures

Yes

Yes

Yes

Yes

Yes

Yes

Yes

1 Bus.

1 Bus.

1 Bus.

1 Bus.

1 Bus.

2 Bus.

1 Bus.

1 Bus.
31 Res.
1 Other

*All cost information is based upon engineers estimates completed in August 2009.
507

1 Bus.
43 Res.

No – Impacts
1 contributing
structure

1 Bus.
1 Res.

C. Prudence and Feasibility Analysis
According to the Code of Federal Regulations Section 774.17, the Section 4(f) Evaluation must
also include an analysis of the feasibility and prudence of the alternatives being considered for
avoidance of the 4(f) resources. As part of this evaluation, the magnitude of the impacts of the
avoidance alternatives on the surrounding environment is compared to the importance of
protecting the 4(f) resource. The avoidance alternatives are the No-Build, Decreased Scope,
Alternatives 1-7 and the Northern and Southern Avoidance Alternatives.
The test for feasibility simply considers whether the potential alternative can be built as a matter
of sound engineering judgment. Based on this factor, all eleven (11) alternatives have been
considered feasible.
The factors that are considered to determine if an alternative is not prudent, which also assumes
that reasonable mitigation is included, are listed below and followed by the evaluation of each of
the alternatives:
1) The alternative does not meet the need and purpose;
The purpose of the proposed project is to improve the operational efficiency of five (5)
interchanges within the project area in order to reduce congestion, improve safety, and
provide better access to and from downtown Macon.
-

-

-

-

-

-

The No-Build Alternative would not improve the efficiency and operational problems of
the existing facility, nor would it correct the current safety concerns.
The Decreased Scope Alternative, like the No-Build Alternative, would not improve the
efficiency and operational problems of the existing facility, nor would it correct the
current safety concerns.
Alternative 1 does not address a dangerous weave on I-75 NB, maintains left-hand
ingress/egress on I-75 SB, creates poor driver expectancy due to multiple destination
signage for EB C/D at a single exit point, and creates undesirable weaving conditions on
CD/ roads.
Alternative 2 does not address a dangerous weave on I-75 NB, maintains left-hand
ingress/egress on I-75 SB, and has less efficient operations on the EB C/D road due to the
routing of C/D road traffic through at-grade intersections on to local streets.
Alternative 3 maintains left-hand ingress/egress on I-75 SB, creates slower traffic on the
EB C/D road, has a Texas U-turn which may be confusing and would violate driver
expectancy.
Alternative 4 does not address a dangerous weave on I-75 NB, maintains left-hand
ingress/egress on I-75 SB, has left-hand exit ramps from C/D roads, and creates
successive entrance ramps to I-16 EB mainline which could pose operational and
weaving problems.
Alternative 5 does not address a dangerous weave on I-75 NB, maintains left-hand
ingress/egress on I-75 SB, has left-hand exit ramps from C/D roads, creates successive
entrance ramps to I-16 EB mainline which could pose operational and weaving problems
and could cause possible ingress/egress issues associated with properties along one-way
pairs including the Macon Centreplex.
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-

-

-

Alternative 6 has left-hand exit ramps from C/D roads, creates successive entrance ramps
to I-16 EB mainline which could pose operational and weaving problems and could cause
possible ingress/egress issues associated with properties along one-way pairs including
the Macon Centreplex.
Alternative 7 does not address left-hand ingress and egress on I-75 SB and complex
weaving movements on I-75 NB.
The Northern Avoidance Alternative requires that the existing section of I-16 would
remain in place in order to provide continued access to downtown Macon; therefore the
deficiencies of the existing corridor would not be corrected, nor would the left-hand
ingress and egress on I-75 SB be addressed.
The Southern Avoidance Alternative, like the Northern Alternative, requires that the
existing section of I-16 would remain in place in order to provide continued access to
downtown Macon; therefore, the deficiencies of the existing corridor would not be
corrected, nor the left-hand ingress and egress on I-75 SB.

2) The alternative creates unacceptable safety or operational problems;
One important aspect of the purpose of the project is to improve the operational efficiency
and safety of the interchange. See the Need and Purpose discussion above which addresses
the unacceptable safety and operational concerns of each alternative.
3) After reasonable mitigation, it still causes:
a) Severe social, economic, or environmental impacts;
After reasonable mitigation, the No-Build, Decreased Scope, and Alternatives 1-7 would
not cause severe social, economic, or environmental impacts. The Northern Avoidance
Alternative would displace over 200 structures and cause severe impacts to established
communities. The Southern Avoidance Alternative would interrupt several
neighborhoods and impact over 100 acres of wetland area.
b) Disruption to established communities;
After reasonable mitigation, the No-Build, Decreased Scope, and Alternatives 1-7
would not cause a disruption to established communities. The Northbound Avoidance
Alternative would cause severe disruptions to several established communities including
the Riverbend community, Stagecoach Estates, several communities just north of
Joycliff Road in Jones County, and the community surrounding Finneydale Drive. The
Southern Avoidance Alternative would bring traffic to quiet residential neighborhoods
in Twiggs County and south Bibb County.
c) Severe disproportionate impacts to minority or low income populations;
There are no alternatives that would cause severe disproportionate impacts to minority or
low income populations, after reasonable mitigation.
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d) Severe impacts to environmental resources protected under other Federal statutes;
The No-Build, Decreased Scope, Alternatives 1-7 and the Northern Avoidance
Alternative would not severely impact environmental resources. The Southern Avoidance
Alternative would impact over 100 acres of wetlands protected by Section 404 of the
CWA.
4) The alternative results in additional construction, maintenance, or operational costs of
an extraordinary magnitude;
The costs of the Northern and Southern Avoidance Alternatives would be approximately
$150 - $260 million above the cost of the Selected Alternative/Alternative 9 which would be
of an extraordinary magnitude for this project. The other alternatives would not result in
additional construction, maintenance, or operational costs of an extraordinary magnitude.
5) The alternative causes other unique problems or unusual factors; or
The Northern and Southern Avoidance Alternatives would cause unique problems due to the
distance of the alignments from the original corridor in order to avoid Section 4(f) resources.
Traffic would not utilize these alignments. The other alternatives would not cause unique
problems or unusual factors.
6) The alternative involves several of the factors described previously that when
considered individually are minor, but when considered cumulatively cause unique
problems or impacts of extraordinary magnitude.
None of the factors above would cumulatively cause unique problems or impacts of
extraordinary magnitude.
In light of the factors discussed, none of the avoidance alternatives meet the Need and Purpose of
the project. Therefore, there are no avoidance alternatives that can be considered as prudent
alignments.
According to Section 774.3 of the Code of Federal Regulations, the Administration may not
approve the use, as defined in Section 774.17, of Section 4(f) property unless a determination is
made under paragraph (a) or (b) of this section: (a) The administration determines that: (1) there
is no feasible and prudent avoidance alternative, as defined in Section 774.17, to the use of land
from the property; and (2) the action includes all possible planning, as defined in Section 774.17,
to minimize harm to the property resulting from such use. Section 774.3(c) states that if the
analysis of Section 774.3(a)(1) concludes that there is no feasible and prudent avoidance
alternative, then the Administration may approve, from among the remaining alternatives that
use 4(f) property, only the alternative that causes the least overall harm in light of the statute’s
preservation purpose (Section 774.3(c)(1)). Least overall harm is determined by balancing the
following factors:

510

1) The ability to mitigate adverse impacts to each Section 4(f) property (including any
measures that result in benefits to the property);
After mitigation of adverse impacts associated with the Selected
Alternative/Alternative 9, the overall impact to the Pleasant Hill Historic District will
not significantly impact the resource and the resultant effect will be beneficial to the
district.
Potential impacts to the Ocmulgee TCP and National Monument Impacts associated
with the Initial Concept are unknown unless a Phase I archaeological survey was
conducted within that proposed project area. The Initial concept would have a de
minimis impact to the Gateway Park.
Alternatives 1-7 would have a de minimis impact to Gateway Park and the Ocmulgee
Heritage Trail.
Mitigation of adverse impacts caused by Alternative 8 to the Pleasant Hill Historic
District and Macon Historic District would be addressed in the same manner as the
Selected Alternative/Alternative 9, but to two districts. Alternative 8 would have a de
minimis impact to the Gateway Park and OHT.
Alternative 10 would cause an impact to one historic house within the Pleasant Hill
Historic District, which could be mitigated. Alternative 10 would have a de minimis
impact to the Gateway Park.
2) The relative severity of the remaining harm, after mitigation, to the protective
activities, attributes, or features that qualify each Section 4(f) property for protection;
The Selected Alternative/Alternative 9 will have adverse impacts to the Pleasant Hill
Historic District that will involve 31 residential structures and the acquisition of 10.02
acres of right-of-way. After mitigation of adverse impacts associated with the
Selected Alternative/Alternative 9, the impact to the Pleasant Hill Historic District
will not be significant.
The Initial Concept would require acquisition of right-of-way from the Ocmulgee
Traditional Cultural Property outside of the I-16 easement, however the severity of
impact would be unknown unless a Phase I archaeological survey was conducted
within that proposed project area. The Initial concept would have a de minimis impact
to the Gateway Park.
Alternatives 1-7 would have a de minimis impact to Gateway Park and the Ocmulgee
Heritage Trail.
Alternative 8 would have adverse impacts to the Pleasant Hill Historic District and
the Macon Historic District that would involve 43 contributing structures and the
acquisition of 10.02 acres of right-of-way and 6.8 acres of right-of-way, respectively.
Impacts related to Alternative 8 would be greater than those associated with the
Selected Alternative/Alternative 9 and mitigation to the Pleasant Hill Historic District
and the Macon Historic district would be approached the same as mitigation
associated with the Selected Alternative/Alternative 9, resulting in a finding of no
significant impact to the district. Alternative 8 would have a de minimis impact to the
Gateway Park and OHT.
Alternative 10 would impact one house in the Pleasant Hill Historic District and
require 0.79 acres of right-of-way, therefore causing less severe harm to the Section
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4(f) resource than the Selected Alternative/Alternative 9. Alternative 10 would also
have a de minimis impact to the Gateway Park.
3) The relative significance of each Section 4(f) property;
The Pleasant Hill Historic District, Macon Historic District (associated with Alternative 8
only) and the Ocmulgee Traditional Cultural Property are listed on the National Register of
Historic Places and are all considered to be significant cultural resources.
4) The views of official(s) with jurisdiction over each Section 4(f) property;
Impacts to the Pleasant Hill Historic District caused by the Selected Alternative/Alternative
9, Alternative 8 and Alternative 10 would be considered adverse by the SHPO. Impacts to
the Macon Historic District caused by Alternative 8 would also be considered adverse by the
SHPO. Impact to the Gateway Park caused by the Selected Alternative/Alternative 9, the
Initial Concept, Alternatives 1-8, and Alternative 10 would be considered de minimis by the
Macon-Bibb County Parks and Recreation Department. Impact to the OHT caused by the
Selected Alternative/Alternative 9 and Alternatives 3-8 would be considered de minimis by
the Macon-Bibb County Parks and Recreation Department.
5) The degree to which each alternative meets the need and purpose for the project;
Only the Selected Alternative/Alternative 9 would meet the need and purpose of the project.
6) After reasonable mitigation, the magnitude of any adverse impacts to resources not
protected by Section 4(f);
Alternatives 1-7 would have 1.09 acres of wetland impact and impact to 9 streams, which
would not be considered significant. Alternative 8 and Alternative 10 would have 4.4 acres of
wetland impact and impact to 9 streams. The Selected Alternative/Alternative 9 would have
approximately 5.46 acres of impact to wetlands and would impact 7 streams, which would
not be considered significant.
7) Substantial differences in costs among the alternatives.
The Selected Alternative would cost approximately $339 million. Alternative 8 would be
approximately $96 million above the cost of the Selected Alternative. The Initial Concept,
Alternatives 1-7 and Alternative 10 would be approximately $18 million to $175 million less
than the cost of the Selected Alternative/Alternative 9 (see Table 67: Analysis of Least
Overall Harm Among Alternatives).
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Table 67: Analysis of Least Overall Harm Among Alternatives

Alternative 6

Alternative 8

Alternative 10

No Adverse
Impacts

Unknown**

No Adverse
Impacts

No Adverse
Impacts

No Adverse
Impacts

No Adverse
Impacts

No Adverse
Impacts

No Adverse
Impacts

No Adverse
Impacts

Yes

Yes

Not Significant

N/A

N/A

N/A

N/A

Unknown**

N/A

N/A

N/A

N/A

N/A

N/A

N/A

Greater

Lesser

Trail and Park
(Lesser)

2 National
Register
Districts, Trail
& Park
(Greater)

National
Register
District, Trail
& Park
(Lesser)
Adverse
Impact to
District &
de minimis –
Park

1 National
Register
District, Park &
Trail

Adverse Impact
– NRHP

N/A

N/A

N/A

N/A

N/A

N/A

N/A

N/A

de minimis –
Trail & Park

TCP & Park
(Unknown**)

Adverse Impact
- TCP
de minimis Park

Park
(Lesser)

Park
(Lesser)

Trail and Park
(Lesser)

Trail and Park
(Lesser)

Trail and Park
(Lesser)

Trail and Park
(Lesser)

Alternative 7

Alternative 5

No Adverse
Impacts

Alternative 2

No Adverse
Impacts

Alternative 1

No Adverse
Impacts

Decreased Scope
Alternative

Yes

No-Build

Alternative 4

View of official with
jurisdiction over
Section 4(f) Resource

Alternative 3

Relative significance of
Section 4(f) resource(s)

Initial Concept

Relative severity of
remaining harm after
mitigation

Southern Avoidance
Alternative

Ability to mitigate adverse
impacts

Minimization
Alternatives

Northern Avoidance
Alternative

Selected Alternative
(Alternative 9)

Avoidance Alternatives

de minimis –
Park

de minimis –
Park

de minimis –
Trail & Park

de minimis –
Trail & Park

de minimis –
Trail & Park

de minimis –
Trail & Park

de minimis –
Trail & Park

Adverse
Impacts to 2
Historic
Districts &
de minimisTrail & Park

Degree to which alternative
meets Need and Purpose
(N& P)

Meets
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

Does Not
Meet
Need &
Purpose

After reasonable mitigation,
magnitude of any adverse
impact to resources not
protected
by Section 4(f)

Impacts
5 wetlands
(5.46 acres)
and 7 streams

N/A

N/A

Impacts
approximately
10 wetlands and
20 streams

Impacts over
100 acres of
wetland

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
4 wetlands
(1.09 acres)
and 9 streams

Impacts
5 wetlands
(4.4 acres)
and 9 streams

Impacts
5 wetlands
(4.4 acres)
and 9 streams

Substantial differences
in costs***

$0

$288,160,000

$603,723,000

$492,328,000

$163,635,000

$194,219,000

$200,565,000

$188,332,000

$188,332,000

$190,371,000

$188,332,000

$208,491,000

$435,645,000

$320,371,000

$339,012,000
-$339,012,000

-$50,852,000

+$264,711,000

+$153,316,000

-$175,377,000

-$144,793,000

-$138,447,000

-$150,680,000

-$150,680,000

-$148,641,000

-$150,680,000

-$130,521,000

+$96,633,000

-$18,641,000

* Based on 23 CFR 774.3(c)(1)
** The extent of adverse impact to the Ocmulgee National Monument would be unknown without a Phase I Archaeological Survey at minimum.
*** Cost estimates based on GDOT May 2010 item mean summary.
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After balancing each of the factors associated with the Selected Alternative/Alternative 9 and the
minimization alternatives considered in this analysis (the Initial Concept, Alternatives 1-8, and
Alternative 10), it stands that the only alternative that meets the need and purpose of the project
and causes the overall least amount of harm is the Selected Alternative/Alternative 9.
D. Measures to Minimize Harm/Proposed Mitigation
Planning to minimize harm was taken into consideration to the extent possible. Because of the
identified impact to the Pleasant Hill Historic District, extended public outreach was made with
the PHNIG. Several modifications to the alternative were proposed due to the preferences of the
PHNIG based on context sensitive design principles. Though changing the overall aesthetic of
the impacted area of the project, these modifications did not change the unavoidable Section 4(f)
use of land from the Pleasant Hill Historic District.
Impacts to the Pleasant Hill Historic District were minimized on the west side of I-75 within the
district with the proposed construction of an approximately 16-foot tall retaining wall. The
proposed wall avoids adverse impacts to the New Hope Baptist Church and 5 to 6 houses. As
the design plans of the proposed linear park in the Pleasant Hill Historic District were further
developed, four houses previously identified as structures to be adversely impacted by the
project were avoided, including the house previously occupied by Little Richard (1540 Fifth
Avenue). However, the PHNIG has requested that GDOT also relocate the Little Richard House
or one of the other historic structures that will be displaced by the proposed project to serve as a
community resource center in association with neighborhood revitalization plans.
Mitigation Measures
The following mitigation measures are proposed in an effort to compensate for potential adverse
impacts to the Pleasant Hill Historic District associated with the Section 4(f) impact and have
been coordinated at consultation between the FHWA and the SHPO:
Prior to project implementation, the impacted areas of the Pleasant Hill Historic
District inclusive of the structures, streetscape, and larger setting will be documented
with digital and medium format photography per the standards previously agreed
upon between GDOT and SHPO in the Permanent Archival Record manual. The
photography and accompanying documentation will be submitted to the SHPO for
acceptance and retention;
The “half house” at 1613 Middle Street Place will not only be documented with
digital and medium format photography, as stipulated above, but the impact to the
house as a result of the original construction of I-75 will be documented in a brief
narrative;
Current and past residents of the Pleasant Hill community will be interviewed
regarding the history of their neighborhood. Information compiled will be
coordinated with the ongoing efforts of Mercer University and will include a more
up-to-date history of the Pleasant Hill Historic District through interviews/oral
histories and other appropriate methods. This history will then be given back to the
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community in the form of a document and DVD. Copies of the document and DVD
will be provided to local schools, libraries, historical societies, and the SHPO ;
The National Register nomination for the Pleasant Hill Historic District will be
updated to incorporate new information as a result of the oral interviews and other
researched history as described in the stipulation above. Additional information will
include the impact of the I-16/I-75 Interchange Improvement project on the Pleasant
Hill neighborhood. The expanded nomination will be submitted to the SHPO;
A draft of design guidelines will be provided to the PHNIG as guidance for infill
development and rehabilitation of structures within the Pleasant Hill Historic District,
for use by the district should it decide to become a locally zoned historic district.
Copies of the draft design guidelines will be given to the Pleasant Hill Neighborhood
Improvement Group, the MBP&Z and the SHPO;
A visual exhibit depicting the history of the Pleasant Hill Historic District will be
offered to the Booker T. Washington Community Center for display;
The feasibility of relocating a number of contributing eligible historic structures
within the Pleasant Hill Historic District that will be destroyed by implementation of
the Selected Alternative/Alternative 9 has been completed. Based on this evaluation
20 of 23 of these structures have been determined structurally feasible, and a plan for
the relocation of these structures will be developed and implemented in consultation
with the SHPO during the right-of-way phase. As described previously the house
affiliated with Little Richard located at 1540 Fifth Avenue is one of the structures that
has been evaluated and will potentially be moved to the area of the proposed
Jefferson Long Park for use as a resource center in the Pleasant Hill community; and
Incorporate signage/kiosks in the streetscaping and landscaping of the linear park to
describe or reflect the original pattern of Middle Street before construction.
Incorporate some of the existing landscape features along Middle Street into the new
landscape plan of the linear park (old concrete steps, a retaining wall, stone curbs,
etc.). The SHPO will be given an opportunity to review and comment on the
signage/kiosks and landscape plan.
Because of the extensive impacts to the Pleasant Hill Historic District and because of the impacts
suffered by the Pleasant Hill neighborhood in the early 1960s, additional mitigation was
proposed beyond that which directly relates to the Section 4(f) impacted area, including the
following:
Utilize a graded slope rather than a retaining wall;
End Middle Street at First Avenue;
Provide cul-de-sacs on Second Avenue and Fourth Avenue;
Construction of a multi-use trail in the neighborhood;
Landscaping and other aesthetic improvements including the use of a visual/noise
(textured) barrier between the interstate and the neighborhood;
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Create extensive open space where some structures are removed, and cover an
existing drainage structure to create additional greenspace;
Provide a connection from the end of Fifth Avenue up to Walnut Street;
Widen sidewalk on Walnut Street Bridge to 10 feet;
Replace and upgrade the David Lucas Pedestrian Bridge. Construct a 10-foot
wide multi-use trail to connect with the bridge on the west side;
Construct Jefferson Long Park on First Avenue between Pursley Street and Pecan
Avenue;
Move the house affiliated with Little Richard potentially to the area of the
proposed Jefferson Long Park;
Repave First and Second Avenues; and
Construct streetscaping associated with the Heritage Tour.
Though the Selected Alternative/Alternative 9 will displace thirteen (13) additional structures in
the Pleasant Hill Historic District, the linear park, requested by the PHNIG, will improve the
overall aesthetic of the neighborhood in the impacted area. The proposed linear park will soften
the visual impact, a measure more pleasing to the PHNIG than the initially proposed retaining
wall. The park and walking trail will also assist in unifying Pleasant Hill residents, as well as the
Pleasant Hill neighborhood with other Macon communities.
E. Section 4(f) Coordination
Extensive agency and community coordination has occurred throughout the environmental
analysis for this project. Meetings have been held with the PHNIG, the SHPO, the Macon-Bibb
County Department of Parks and Recreation, and the City of Macon with regard to the three
Section 4(f) resources requiring coordination: the Pleasant Hill Historic District, the OHT and
the Gateway Park.
In August 2007, GDOT met with representatives of the PHNIG, various representatives of the
City and County, and the SHPO to coordinate completion of the mitigation plan in order to
mitigate for the Section 4(f) use of land from the Pleasant Hill Historic District. Additional
meetings were held May 8, 2008 and December 8, 2008. Formal concurrence of the AOE by the
SHPO dated February 20, 2009 (which acknowledges that the proposed project would have an
adverse effect to the project) and approval of the MOA on March 4, 2009 (which identifies the
proposed mitigation plans and maintenance requirements) are located in Appendix C.
In addition to the coordination for the impacts to historic resources, GDOT has also completed
coordination with the City of Macon and the Macon-Bibb County Department of Parks and
Recreation to discuss the minor impacts to the OHT and the Gateway Park. According to
6009(a) of SAFETEA-LU, a de minimis finding has been determined for the impact on this park
and trail and no Section 4(f) Evaluation is required. In order to satisfy the public involvement
requirement for a de minimis finding to parks, GDOT used the project public hearing to present
and disclose the de minimis finding to the public for land needed from the Gateway Park and the
OHT. Officials with jurisdiction over the park and trail sites have concurred that the project
would have de minimis impact on the park or trail (see letters dated June 26, 2008 and October 7,
2008, respectively, in Appendix C, Correspondence).
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A copy of the Draft EA/Section 4(f) document was sent to the Department of Housing and Urban
Development and the Department of the Interior on October 26, 2007 (see Appendix C). No
response was received from either agency within the 45-day review period.
Further coordination of Section 4(f) for this project will continue with FHWA as mitigation is
implemented.
V.

COORDINATION AND COMMENTS

During the early project development, a number of agencies, including local governments and
local planning agencies, were contacted through the early coordination process and asked for
their comments on the proposed action. A copy of the early coordination letter, which was
mailed out in November of 1999, along with a list of all parties to whom the letter was sent is
contained in Appendix C. The Georgia Forestry Commission responded to the early coordination
letter. They noted that there would be no significant impact to timber resources and that erosion
and sediment plans should minimize impacts to water quality and wetlands. The Natural
Resources Conservation Service also responded and recommended that construction activities
follow the Manual for Erosion and Sediment Control in Georgia. The U. S. Fish and Wildlife
Service (USFWS) responded by noting that an active bald eagle nest (recorded in 1999) exists in
Bibb County, and by indicating where the current list of protected species for Bibb County could
be obtained from the Internet.
The GDNR responded that they knew of two locations of the Ocmulgee skullcap, a federal
species of concern, within two and one-half miles of the proposed project. They also noted that
the federally endangered fringed campion was found within two and one-half miles of the
proposed project. A pedestrian survey was conducted for the listed species in Bibb County,
including the Ocmulgee skullcap and the fringed campion. No listed species or species of
concern were found to exist in the project corridor.
Based upon coordination with the U.S. Coast Guard (USCG), and completion of a Bridge
Permitting Questionnaire, the USCG has issued an advance approval for the proposed bridge
modifications associated with the I-16/I-75 project (see Appendix C).
A copy of the distribution list, the standard letter sent, and copies of comments received from the
GDNR, Historic Preservation Division and Wildlife Resources Division, Georgia Forestry
Commission, USFWS, the U.S. Department of Agriculture, U.S. Coast Guard, and other project
related correspondence appear in Appendix C.
In addition to early coordination as described previously, extensive coordination with the
communities that are adjacent to the project corridor has been completed in order to address the
concerns and impacts of the highway project on these communities. A more specific focus was
placed on the Pleasant Hill community because of the more substantial direct impacts anticipated
in that area of the project corridor. Refer to the Public Involvement section of this document for a
more detailed description of the individual community meetings that have been held.
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Due to the complexity of the proposed project and the numerous environmentally sensitive areas
known to be present in the project corridor, a Resource Agency Coordination meeting was held
on March 28, 2000. A brief presentation of the project scope was presented, and the following
agency responses were noted:
The NPS questioned the possibility of using the relocated railroad bridge as pedestrian
access to the Ocmulgee National Monument. The current concept no longer proposes to
relocate the railroad bridge into the Monument site. The NPS also noted that extensive
archaeological resources had been identified during the original construction of I-16. The
phase I archaeology survey completed for the project did not identify any eligible
archaeological resources.
Federal Emergency Management Agency reiterated standards requiring avoidance of
impacts to the floodplain, and that impacts must be coordinated with the local floodplain
manager. It is anticipated that any impacts to the floodplain would be mitigated to result
in a no net loss of floodplain. In addition, any impacts would be coordinated with the
Macon floodplain manager.
U.S. Army Corps of Engineers noted that they have a levee near the railroad bridge,
which is managed by Macon. The current concept would not impact this levee. It was
also suggested that any future consultation on this project be completed during scheduled
phone coordination between GDOT and the USACE.
U.S. Fish and Wildlife Service requested that potential for the project area to provide
suitable habitat for the River Redhorse (Moxostoma carinatum) be investigated.
Although the Ocmulgee River has suitable habitat for this species, bridging of the river
and other soil erosion protection measures during construction would avoid impacts to
the river; therefore, impact to this species is not anticipated. USFWS also requested that
the Ecology Report be forwarded to their office for review prior to submission of the
Draft EA. The ecology report addendum and a request to complete Section 7
Coordination with USFWS was sent to FHWA for continued processing on May 15, 2007
(see Appendix C).
The GDNR (SHPO) was also in attendance, and a letter from the National Oceanic and
Atmospheric Administration was submitted noting that they would not be able to attend
and would rely on other coordination efforts for this project. Refer to the meeting minutes
for this event, which are included in Appendix C.
A copy of the Draft EA/Section 4(f) document was sent to the Department of Housing
and Urban Development and the Department of the Interior on October 26, 2007 (see
Appendix C). No response was received from either agency within the 45-day review
period.
A copy of the Draft EA/Section 4(f) document was sent to the USACE, NPS, EPA and
the Bibb County Board of Commissioners on December 10, 2007.
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The Draft EA and Section 4(f) Evaluation was made available for public review at the
Booker T. Washington Community Center, the Washington Memorial Library, Shurling
Drive Branch Library, Macon City Hall, GDOT District 3 Office, GDOT Office of
Environmental Services after the Public Hearing in December 2007 through January of
2008.
A public hearing open house was held on December 11, 2007. Because of the complexity of this
project the GDOT included several special visualization tools in order to provide a better
understanding of the proposed project to the public. The following is a list of the visual
presentations and technical data, including both aerial and elevation views, which were available at
the public hearing for review:
A computerized animation of the predicted project traffic, technically known as
CORSIM, presented traffic flow operations under the project Build condition. This
presentation was shown on an overhead screen and staffed by a project engineer who was
available to answer specific traffic related questions.
An animation that used Google Earth aerial photography as a base with the proposed
project concept alignment was presented on an overhead screen and staffed by a project
engineer who was available to answer specific questions.
The overall project display maps included multiple before/after rendered photographs at
key project locations to demonstrate the approximate visual impacts of the proposed
project. Visual perspectives included both elevation and aerial views of the proposed
improvements in the Pleasant Hill neighborhood, the Shirley Hills neighborhood, the
Gateway Park and at various interchange areas.
A PowerPoint display of the project views was also shown on an overhead screen in a
continuous loop along with the Google Earth presentation.
Preliminary engineering plans of the proposed improvements, which included specific
elevation information, were available for review at the public hearing. A project engineer
was available and answered specific questions regarding the plans throughout the public
hearing.
In addition to the special visualization tools described previously, the following information and
materials were available and presented at the public hearing regarding noise evaluations and
mitigation assessments:
Copies of the approved Draft EA document, which contains specific details of the
complete project noise assessment and mitigation evaluation, were made available for
review at the public hearing.
The project displays clearly identified the locations of proposed noise barriers, which also
included a rendered photograph in the Pleasant Hill neighborhood identifying
architectural features that are under consideration. The PowerPoint presentation noted
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above also included examples of noise barrier types that have been and will continue to
be evaluated for use on this project.
Copies of the renderings depicting the proposed elevations that were shown at the public hearing
have also been made available on the GDOT public outreach section of their website
(www.dot.ga.gov).
A total of 222 people attended this open house. Forty-one (41) comment forms and 8 oral
statements were received at the public hearing open house. An additional 8 comments were
received during the ten-day comment period following the open house, for a total of 57 individual
comments. The GDOT responded to all of the comments received, informing the citizens that their
concerns would be taken into consideration. The following is a list of the main issues noted in the
comments, which are followed by the GDOT responses and any changes in the plans (in italics) as a
result of the comments:
Request to ensure that access to the City is maintained.
Concerned that the access to the new exits will be confusing.
Do not feel that the improvements will satisfy the project need.
Response:
The primary objective of the project is to improve the operational efficiency of I-16 and I-75
along this well traveled stretch of interstate as well as the I-16/I-75 Interchange. As a result of
the operational and capacity improvements, the proposed project would reduce congestion,
eliminate the weaving maneuvers on the interstate mainlines with the incorporation of collectordistributor (C/D) roadways, and improve safety within this heavily traveled corridor. Another
operational benefit of the project would be the separation of local and through traffic. Vehicles
with a destination in downtown Macon will be clearly directed by appropriate highway signage
as to which exits to take from the interstate mainlines. The need for new and improved signage
is an important part of the ongoing project design, and will be evaluated as the project moves
forward. A signage plan would be prepared as part of the preliminary design plans for this
project. Vehicles would exit the mainline and travel along one of the proposed C/D roads, which
would also have appropriately signed exits in order to access the local street network.
Concerned about the weaving problem associated with the Spring Street exit.
Response:
As part of the preferred alternative, the Second Street interchange would be expanded from
partial access to full access, meaning its ramps would provide service both to and from I-16 EB
and WB by a C/D road system. The expansion, of the Second Street interchange along with the
elimination of the Spring Street ramp to I-16 EB, would reduce the number of commuters
utilizing the Spring Street interchange. In addition, the proposed C/D road system along I-16
EB and WB further improves the operational efficiency of the Spring Street interchange by
separating local and through traffic. Specifically, the congestion that occurs along the I-16 EB

520

mainline at Spring Street today would be reduced, as access would be available only from the
C/D road.
Feel that the alternatives analysis was inadequate.
Response:
A total of fourteen (14) alternatives including the No-Build alternative were considered for the I16/I-75 improvement project. During the development stage of the proposed project, eight
alternatives for improving the safety and operational characteristics of the I-16/I-75 interchange
were developed and evaluated. Concurrently with the development of alternatives, criteria for
evaluating the alternatives were developed, which included safety, driver expectancy,
congestion, constructability, cost, property impacts, environmental impacts, cultural impacts,
aesthetics, pedestrians, and geometric improvement considerations. The development of
alternatives and evaluation criteria was the result of input from a local Citizens Advisory
Committee (CAC), numerous public information meetings, and government agency coordination
meetings.
Alternative #7 was selected as the preferred concept alternative in August 2000 following an
extensive process of public involvement and agency coordination. In January 2003, following
initial review of the draft Environmental Assessment, FHWA recommended that the project team
revisit the project geometry. This recommendation included the removal of all left-hand
ingress/egress from the I-75 mainline.
In order to develop an alternative that meets the criteria of entering the interstate mainline on
the driver’s right side, three additional alternatives were developed. Using the evaluation
criteria developed by the CAC, these additional alternatives, identified as Alternative 8,
Alternative 9, and Alternative 10, were evaluated similar to the initial alternatives. The project
team also received and evaluated three community-sponsored alternatives that were submitted to
GDOT as part of the public involvement process.
As a result of intensive evaluation as described in the Draft EA, Alternative 9 was determined to be
the preferred alternative based on its relative merit when compared with each of the other thirteen
Build alternatives evaluated.
Concerned that the project is larger than necessary, aesthetically unpleasing and will have
negative impacts on the city’s image.
Response:
The design team has put forth every effort to reasonably minimize the project footprint in
achieving a context sensitive design that adheres to the criteria set forth in the project’s Need &
Purpose statement and federal design guidelines. Twelve different project alternatives have
been developed to varying degrees and evaluated in regards to a variety of factors including, but
not limited to, environmental impacts, safety, operational efficiency, constructability, context
sensitivity, and cost. Consistent with a context sensitive design, the design team is incorporating
the use of design features that minimize the overall impact of the project on the community, such
as noise walls with decorative stamped concrete; construction of a multi-use trail in the Pleasant
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Hill neighborhood; addition of a 10-foot wide sidewalk across the Walnut Street Bridge to
improve pedestrian connectivity between neighborhoods; replacing and upgrading the existing
pedestrian bridge over I-75; landscaping to buffer potential visual impacts to residential areas;
creating greenspace where some structures are removed; and covering an existing drainage
structure to create additional greenspace that visually enhances the area.
Concerned about the negative impact on the River, the city image and community
features such as the Riverwalk, in town neighborhoods, and Rose Hill Cemetery.
Response:
The Georgia Department of Transportation makes every attempt to construct projects that cause
the least amount of impact to the environment and the community while concurrently attempting
to minimize property acquisition and relocations. Where it was determined that project-related
impacts could not be avoided or minimized, scenarios to mitigate for such impacts will be
investigated and implemented as part of project construction.
The proposed improvements for this project would take place mainly within the existing right-ofway. Planning of improvements along the existing interstate area rather than on new location
would minimize impacts to the existing neighborhoods and other identified environmental
resources. There are over 25 different resource types that must be evaluated as part of the
Environmental Assessment process, including history, air, noise, ecology, community (homes,
businesses, parks, schools, churches, government), and visual, to note a few. Based upon the
results of the evaluation of potential impacts to these resources it was determined that the
preferred alternative had the least impact on environmental and community resources while still
meeting the project need and purpose.
One of the challenges of the I-16/I-75 Improvement Project is its proximity to a large number of
environmental and community resources. The preferred alternative for the project takes these
resources into account and avoids or minimizes impacts by keeping improvements primarily
within the existing right-of-way of I-16/I-75. In addition, extensive efforts to minimize and
mitigate potential impacts have been incorporated into the more detailed design work that is
ongoing.
Concerned about increased noise levels and request that sound barriers be provided or
extended.
Response:
Noise considerations are part of the planning, location, and design of all federal aid
transportation projects. The following represents GDOT’s written statewide noise policy and
procedures.
Two methods are used for identifying a noise impact. First a comparison of predicted
noise levels with the Federal Highway Administration’s (FHWA) noise abatement
criteria (an exterior 67 decibels [dBA] criterion has been established for schools,
libraries, residences, churches, playgrounds and recreational areas and a 72 dBA
criterion has been established for commercial activities). Any predicted noise level that
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approaches (within one decibel) or exceeds these levels is considered an impact. Second
is a comparison of predicted traffic noise levels with existing noise levels. Where a
substantial increase (10 dBA or more over existing levels) when associated with a Build
noise level of 60 dBA or higher is identified, an impact is noted.
Noise barriers can only be constructed where reasonable and feasible. GDOT does not
consider it reasonable to construct barriers at locations where site characteristics would
require a wall height greater than 30 feet or prevent obtaining at least a 5-dBA reduction
at impacted sites.
GDOT uses a maximum cost of $50,000 per impacted household while requiring at least a 5-dBA
reduction in noise levels to determine if the construction of a noise barrier is reasonable and
feasible. The current material cost used by GDOT is $15 per square foot of noise wall needed.
A noise barrier is considered reasonable according to the following formula:
Reasonable Cost = (# of impacted sites having a 5 dBA reduction x $50,000) +(# of additional
benefited sites having a 5 dBA reduction x $25,000) > Estimated Cost of Barrier.
Where the barrier cost is more than the Reasonable Cost calculated above, a noise barrier is not
considered cost effective. Property owners may be offered the option to provide the balance of
the cost of abatement where it exceeds the Reasonable Cost through local governments or
otherwise.
Noise studies for the I-16/I-75 project have been completed to determine whether noise barriers
would be reasonable and feasible along the project alignment. The displays presented at the
public hearing identified the locations where noise barriers were determined both reasonable
and feasible based on the criteria described previously. During the project design process,
GDOT would meet with the residents and business owners that would benefit from a noise
barrier to present final plans and solicit final concerns and opinions. The concerns of impacted
residents would then be the final factor in determining the reasonableness of a noise barrier. A
barrier would not be built if it were not wanted by a majority of the benefited residents or
business owners.
A synopsis of the PHOH and all comments received is included in Appendix B. Also in Appendix
B are the letters prepared in response to citizen comments. Other comments received well beyond
the comment period have been addressed by GDOT and are also contained in Appendix B for
reference.
After reviewing the comments received during the comment period, a decision has been made by
the responsible officials to proceed with the Selected Alternative/Alternative 9.
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ACRONYMS
AADT – average annual daily traffic
ACHP – Advisory Council on Historic Preservation
AOE – Assessment of Effects
APE – area of potential effect
AASHO – American Association of State Highway Officials
AASHTO – American Association of State Highway and Transportation Officials
BMP – Best Management Practice
CAA – Clean Air Act
CAC – Citizens Advisory Committee
CBD – Central Business District
C/D – Collector/Distributor
CEQ – Council on Environmental Quality
CFR – Code of Federal Regulation
cfs – cubic feet per second
CO – Carbon Monoxide
CWA – Clean Water Act
dBA – decibel
DOT – U.S. Department of Transportation
EA – Environmental Assessment
EB – EB
EIS – Environmental Impact Statement
EFH – essential fish habitat
EPA – Environmental Protection Agency
EPD – Environmental Protection Division
ES – Executive Summary
ESA – Endangered Species Act
FEMA – Federal Emergency Management Agency
FHWA – Federal Highway Administration
FFPR – final field plan review
FONSI – Finding of No Significant Impact
FWCA – Fish and Wildlife Coordination Act
GDNR – Georgia Department of Natural Resources

GDOT – Georgia Department of Transportation
HPD – Historic Preservation Division
ICI – Indirect and Cumulative Impacts
LOS – Level of Service
LRTP – Long Range Transportation Plan
MATS – Macon Area Transportation Study
MBP&Z – Macon-Bibb County Planning and Zoning Commission
MITSI – Macon Intown Trolley Service, Inc.
MOA – Memorandum of Agreement
MPO – Metropolitan Planning Organization
MSE - mechanically stabilized earth
MSAT – Mobile Source Air Toxics
MTA – Macon Transit Authority
NAAQS – National Ambient Air Quality Standards
NB – northbound
NEPA – National Environmental Protection Act
NOI – Notice of Intent
NOT – Notice of Termination
NPDES – National Pollutant Discharge Elimination System
NPS – National Park Services
NRHP – National Register of Historic Places
OES – Office of Environmental Services
OHWM – Ordinary High Water Mark
PAR – Practical Alternatives Report
PHNIG – Pleasant Hill Neighborhood Improvement Group
PIOH – Public Information Open House
ppm – parts per million
RDC – Regional Development Center
RTP – Regional Transportation Plan
SB – southbound
SHPO – State Historic Preservation Officer
SIP – State Implementation Plan
SOP – Standard Operating Procedure for Compensatory Mitigation
SUE – Sub-surface utility

TEA – Transportation Equity Act
TCP – Traditional Cultural Property
TIP – Transportation Improvement Program
TNM – Traffic Noise Model
USACE – U.S. Army Corps of Engineers
USCG – U.S. Coast Guard
USFWS – U.S. Fish and Wildlife Service
USGS – U.S. Geological Survey
UST – underground storage tank
VMT – vehicle miles traveled
WB – WB
WSEL – water surface elevation

