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2030 Interstate 74 Westbound Ramps
AM PM
Ramp Junction Densi Densit
LOS (pc/mi/z) LOS (pc/mi/l%)

I-75 Southbound Entrance Ramp Add Lane B 16.9 D 32.6

[-75 Northbound Entrance Ramp Add Lane B 17.9 F *
Colerain Ave. @ Spring Grove/Elmore Diverge B 16.6 D 31.5
Colerain Interchange Exit Ramp Drop Lane A 10.0 C 20.0
Colerain Interchange Entrance Ramp Add Lane B 11.6 D 29.3
Montana Avenue Exit Ramp Drop Lane A 10.4 D 26.9

* - Capacity exceeds HCS calculations

2030 Interstate 74 Eastbound Ramps

AM PM

Ramp Junction Density Density

LOS | oomimn) | "5 | (posmimm)
I-75 Southbound Exit Ramp Drop Lane F % C 19.7
I-75 Northbound Exit Ramp Drop Lane C 23.8 A 9.2
Spring Grove Avenue Entrance Ramp Merge F 60.2# D 29.2
Colerain Interchange Entrance Ramp Add Lane E 35.0 A 10.5
Colerain Interchange Exit Ramp Drop Lane D 28.3 B 13.2
Montana Avenue Entrance Ramp Add Lane D 27.4 B 11.5

# - The flowrate of the ramp and/or freeway exceeds capacity for the merge/diverge area, resulting in LOS F.

* - Capacity exceeds HCS calculations

2030 State Route 562 Ramps

AM PM
Ramp Junction Densit Densit
LOS (pclmillﬁ) LOS (pc/mi/lz)
Paddock Rd to SR 562 EB Entrance Ramp Merge D 34.0 D 34.1
SR 562 EB to Paddock Rd Exit Ramp Diverge E 37.5 D 32.7
Paddock Rd to SR 562 WB Entrance Ramp Merge D 31.9 C 25.2
SR 562 WB to Paddock Rd Exit Ramp Diverge E 37.0 0D 344

As with the freeway segments, the ramp junctions on Interstate 75 would severely degrade by 2030. All of
the 1-75 northbound ramp junctions would operate at an LOS F during the PM design hour and most would
operate at an unacceptable level-of-service during the AM design hour. For Interstate 75 southbound
during the AM design hour, all of the ramp junctions would operate at an LOS F and most would operate at
an LOS F during the PM design hour. Additionally, the 1-75 northbound entrance ramp to I-74 westbound
would operate at an LOS F. |-74 eastbound, the I-75 southbound exit ramp, Spring Grove Avenue
entrance ramp and the Colerain Interchange entrance ramp would fail. Finally, the SR 562 entrance ramps
in both directions would operate at an LOS E.

2030 At-grade Local Street Intersection Analyses. The following tables present the
intersections evaluated as part of this study and the results obtained for each location for 2030. Once
again red and orange highlighting was used to detail the locations of interest.




2030 |-75 and Paddock Road Interchange Area
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Intersection Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS

AM 1234 F | 172 | B 3 - | 1284 | F 1025 F

Paddock Rd & 1-75 SBramps =—o0=—T=20 T € | 67.4 | E - _ | 687 | E | 700 | E

Paddock Rd& -75NBext | AM | 134 | B | 206 | ¢ | 197 | B | 207 | ¢ | 173 | B

ramps/Summit Rd PM | 338 ] C | 401 | D | 28| C | 346 | C | 257 | D

AM | 246 | C | 134 | B | 53| B | 243 | ¢ | 206 | C

Paddock Rd & Seymore Ave =061 ¢ | 153 | B | 264 | C | 195 | B | 211 | ¢C

Paddock Rd & North BendRd | AM | 741 | F ; ~ 4621 | F 3 - : ;

(stop controlled) PM | 831 | F < - 14.1 B : < - -

. A | 637 | E | 689 | E | 16| B | 755 | E | 642 | E

Paddock Rd & Vine St PM | 319 ] C | 290 | ¢ | 231 ] ¢ | 320 | ¢ | 285 | ¢

. AM | 116 | B | 154 | B | 135 | B | 152 | B | 145 | B

Vine 514 North Bend Rd PM | 165 | B | 160 | B | 60| B | 119 | B | 154 | B
2030 I-75 and Towne Street Interchange Area

ntersection Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS

Towne St& -75NBramps | AM | 76 | A ; - 205 ¢ = = : :

(stop controlled) PM 11.3 B E = 448.2 F 2 . - 2

AM | 131 | B ] B2 | B |23 | B | 128 | B

Toune St & Paddock Rd PM | 346 | C - ~ | 343 | C 54 | A | 267 | C

AM | 202 C | 210 | ¢ | 202 ¢ | 209 | ¢ | 206 [ C

Towne St& ChestutAve =5 === | 142 | B | 2851 ¢ | 24 | ¢ | 207 ] ¢

. AM | 198 | B | 202 | ¢ | 97 | A | 204 | ¢ | 179 | B

Towne St & Vine St PM | 1521 B | 137 | B | 157 | B | 126 | B | 147 | B

2030 I-75 and Mitchell Avenue Interchange Area

Intersection Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
Mitchell Ave & I-75 NB ramps ’;m gzj g g;g g 212 B - - §?§ 3
Mitchell Ave & I-75 SB ramps ’;RA" 18087_25 - gg? g o i 1912;;1 : §§§ :
Mitchell Ave & Vine St T e o
Mitchell & Kenard Ave Qm gzg (F: 1?2 5 ﬁfﬁ E ?32 (E: ﬁig E
Michel & Sping Grove Ave | Bt e T+ | F ]t [Tor[F
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2030 I-75 and Hopple Street / Bates Avenue Interchange Area
Intersection Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
AM 16.7 B - - 10.1 B 16.7 B 13.2 B
Bates Ave & Central Parkway = 25 C - - 6 C 40 C 26 C
Hopple StMLK Dr & Central AM 37.3 D 43.0 D 42.3 D 40.3 D 39.3 D
Parkway PM 338 C 99.5 F 93.3 F 100.3 F 77.3 E
Hopple St & I-75 NB/SB AM 27.2 C 21.7 C . - 29.4 C 27.6 C
ramps PM 9.6 A 22.8 C - - 22.1 C 19.5 B
. AM 21.8 C 7.1 A 21.3 C 21.1 C 17.2 B
Hopple St& Colerain Ave =50 =T1=000 1 F | 2682 | F |3523| F | 287 | C | 2281 ] F

2030 I-75 and Western Hills Viaduct Interchange Area

Intersection Tin_1e Eastbound Westbound Northbound Southbound Qverall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
Western Hills Viaduct & AM 67.0 E 9.1 A 18.8 B 61.4 E 54.2 D
Central Parkway PM 23.4 C 19.1 B 22.0 C 23.6 C 221 C
Western Hills Viaduct & AM 15.6 B - - 8.6 A 15.6 B 13.3 B
Spring Grove Ave PM 15.8 B - - 13.4 B 15.6 B 143 | B

2030 |-74 and Montana Avenue Interchange Area

Intersection Time Eastbound Westbound Northbound Southbound Qverall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
Montana Ave/West Fork Rd & AM 34.3 C 31.6 C 324 C 34.0 C 33.3 C
[-74 WB ramps PM 48.4 D 54.6 D 38.3 D 51.6 D 50.9 D

2030 I-74 and Colerain Avenue Interchange Area

Intersection Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
Colerain Ave & I-74 WB exit AM 16.4 B 14.3 B 16.5 B - - 16.1 B
ramp PM 16.8 B 22.1 C 21.5 C - - 21.3 C
Colerain Ave & West Fork Rd/ AM 74.0 E 156.6 F 14.0 B 158.7 F 117.0 F
Virginia Ave PM 44.8 D 43.9 D 47.3 D 43.3 D 45,9 D
AM 17.0 B 17.0 B 17.1 B 15.2 B 16.1 B
Elmore 5t & Beskman St PM | 172 | B | 166 | B | 173 | B | 106 | B | 160 | B
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2030 I-74 and Spring Grove Ave / EImore Street Interchange Area

Intersection Time Eastbound Westbound Northbound Southbound Overall

Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS
. AM 13.1 B 11.8 B - - 13.4 B 12.9 B
Elmore St & Colerain Ave - =592 | B | 90 | A | - — | 193 | B | 132 | B
Colerain Ave & Spring Grove AM 15.2 B - - 6.6 A 15.1 B 12.9 B
Ave PM 14.6 B - - 6.7 A 14.9 B 10.4 B
Elmore St & William Dooley AM - - 17.8 B 10.8 B 17.3 B 14.2 B
Byp PM - - 22.0 C 19.2 B 22.7 C 20.8 C
Spring Grove Ave/Old Ludlow AM 33.0 C 27.7 C 10.2 B 324 C 274 C
& Ludlow Ave/Hoffner St PM 53.4 D 31.0 C 52.5 D 15.3 B 44.1 D
Ludlow Ave & Central AM 20.0 C 10.5 B 19.6 B - - 17.9 B
Parkway PM 20.7 C 12.7 B 20.9 C - - 16.4 B
I-74 WB exit ramp/Powers St AM 12.2 B - - 12.0 B 12.2 B 12.2 B
& Colerain Ave PM 12.3 B - - 12.6 B 11.2 B 12.1 B

2030 SR 562 and Paddock Road Interchange Area
Time Eastbound Westbound Northbound Southbound Overall
Period | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay | LOS

SR 562 EB ramps & Paddock AM 17.9 B - - 18.2 B 12.4 B 15.4 B

Intersection

Rd PM 32.9 C - - 33.0 C 34.0 C 33.5 C
SR 562 WB ramps & Paddock | AM - - 18.3 B 1.1 B 18.2 B 16.1 B
Rd PM - - 61.4 E 15.0 B 62.4 E 47.7 D

In addition to the intersections that experience unacceptable levels of service in 2004, a few other
intersections will have capacity issues in 2030. In the Interstate 75 and Paddock Road interchange area,
the Paddock Road and Vine Street intersection will operate at an LOS E during the AM design hour. The I-
75 and Mitchell Avenue interchange area will continue to degrade to the point where two of the
intersections will experience LOS F. The remaining intersections that will operate at unacceptable levels of
service (LOS E or F) in 2030 are the same intersections that operate at unacceptable levels of service in
2004.

Safety

The portion of the I-75 corridor under study has been documented as a congested freeway with a history of
high accident frequency. The sections of this corridor, along with the sections of 1-74 and SR 562, on the
High Crash Location Identification System (HCLIS), are shown in Table A below. This system is used to
identify high hazard locations. Many sections and interchanges located in the study area show up on this
list. 1-74 from SLM 18.49 to 18.99 ranks first and SR 562 from SLM 0.56 to 1.06 ranks second. Overall,
seven sections and three interchanges on I-75, two sections and one interchange on 1-74 and two sections
and one interchange on SR 562 appear on the list. Six sections on I-75 in the study area rank in the top
one hundred on the HSP list.
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Table A: Highway Safety Program Listings in Study Area

Hed o g ocatio DE x
5.52 6.02 Section 24
7.50 8.00 Section 35
3.52 4.02 Section 39
- 8.50 9.00 Section 47
I-75 Corridor :
Segments and 4.50 5.00 Sect!on 52
Interchanges 2.54 3.04 Sect!on 83
6.50 7.00 Section 121
6.04 - Interchange 557
3.05 - Interchange 655
6.46 -- Interchange 661
I-74 Corridor 18.49 18.99 Section 1
Segments and 17.50 18.00 Section 48
Interchanges 19.02 - Interchange 622
SR 562 Corridor 0.56 1.06 Section 2
Segments and 0 0.56 Section 210
Interchanges 0 -- Interchange 640

Source: ODOT Office of Roadway Safety and Mobility High Crash List, 2001-2003
Safety Hot Spots were also identified using Data from the Office of Roadway Safety and Mobility. The Hot

Spot locations are based on having 200 or more accidents in an area over a three year period, regardless
of traffic volume and other factors. Ohio roadways are divided into two-mile segments, and the number of
crashes is compared to a given rate to establish if a hot spot exists. Table B below lists the Safety Hot
Spots in the study area. It should be noted that the entire I-75 Mill Creek Expressway study area is listed
within the following Safety Hot Spot table.

Table B: Safety Hot Spots

Beq s 0 2 0 3 # I~atad 0
2.22 4.22 802 2 205
I-75 Corridor 4.22 6.22 666 1 180
Segments 6.22 8.22 688 0 180
8.22 10.22 580 1 130
1-74 Corridor 16.00 18.00 351 2 89
Segments 18.00 19.47 255 0 72
SR 562 Segments 0.00 2.00 525 2 136

Source: ODOT Office of Roadway Safety and Mobility Safety Hot Spot List, 2001-2003

Crash Data Analyses. Traffic Crash information for the study area was obtained from both ODOT's Office
of Roadway Safety and Mobility and from the Ohio Department of Public Safety (ODPS). These data
include a summary of crashes in the study area from ODOT and OH-1 reports for all crashes occurring
between 2001 and 2003 within the study area. All crashes were analyzed and incorrect and missing data
were corrected using the individual OH-1 reports.

The accidents were then mapped by year (2001-2003) utilizing the ArcGIS software and an aerial
photograph of Hamilton County obtained from the Cincinnati Area GIS (CAGIS). Safety mapping is
included in the appendices of the |-75 Mill Creek Expressway Existing and Future Conditions Report.
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Crash reports from ODPS were analyzed to determine crash rates throughout the study area. Along the I-
75 corridor within the study area, 2830 accidents were logged between the years 2001 and 2003. On |-74,
in the study area, 611 accidents were logged and 345 accidents were logged on SR 562 during this same
time period.

Crash rates in accidents per million vehicle miles traveled were determined for segments along the three
highway mainlines in the study area. Once the I-75, I-74 and SR 562 mainlines were divided into smaller
segments, crash rates were determined for years 2001, 2002, 2003 and a combined 2001-2003 rate based
on 2002 ADTs. Crash rates for each mainline were then calculated using the weighted average of the 2002
ADTs for that specific mainline. The rates were then compared to the statewide average crash rates which
take into account the number of lanes and functional classification.

The overall crash rates for all segments along both Northbound and Southbound |-75 were higher than the
average crash rates for similar facilities in Ohio. The worst segment has a crash rate more than seven
times greater than the statewide average. Overall, the corridor has a crash rate of 3.697, which is
drastically higher than the statewide average rate of 1.403. Along |-74, the crash rates for the majority of
the segments are greater than the statewide average rates. The overall crash rate for the corridor is 3.022
accidents/ million vehicle miles traveled (acc/mvmt), which is more than two times the statewide average
rate of 1.411 acc/mvmt.  Lastly, most of the segments along SR 562 are greater than the statewide
average rates. The corridor has an overall crash rate of 2.951 acc/mvmt, which is two and a half times
higher than the statewide average rate of 1.185 acc/mvmt.

Summary

The purpose of the I-75 Mill Creek Expressway study is to efficiently serve existing and future traffic
volumes, reduce the number and severity of collisions, and correct substandard physical conditions that
contribute to these problems.

Efficiently Serve Existing and Future Traffic Volumes

o By 2030, nearly all of I-75 through the study area will fail, functioning at Level of Service F in the a.m. or
p.m. design hour, orboth.
o By 2030, I-74 in the study area will function at LOS E or F in a.m. or p.m. design hour.

Reduce the Number and Severity of Collisions

o |-74,1-75 and SR 562 in the I-75 Mill Creek Expressway study area appear on ODOT'’s Safety Hot Spot
list. Additionally, many segments on these routes appear on the HCLIS list. The segment on |-74 from
SLM 18.49 to 18.99 ranks first on that list and the segment on SR 562 from SLM 0.56 to 1.06 ranks
second.
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o |75 within the study area experiences a crash rate of 3.697 accidents per million vehicles miles
traveled. On 1-74, the crash rate is 3.022 acc/mvmt. For SR 562, the crash rate is 2.951 acc/mvmt.
These rates are more than twice the statewide average rate for facilities of their type.

o The high crash rates contribute to congestion levels even higher than those expected based upon traffic

volumes alone.
Correct Substandard Physical Conditions

o Since the |-75 Mill Creek Expressway construction dates from the 1950’s and 1960’s, lower speed
curves, left-hand exit ramps, poor lane continuity, and undesirable service ramp locations are prevalent
throughout the corridor. These substandard physical conditions contribute to accidents and to

congestion problems.
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AFFECTED ENVIRONMENT

A Red Flag Summary was developed in order to document the critical issues that would need to be
addressed in the development and evaluation of alternatives. On January 10, 2005, the Red Flag site visit
was conducted with ODOT staff and project consultants. Those in attendance were: ODOT District 8
(Stefan Spinosa, Jay Hamilton, Brandon Collett, Mark Clark, Diana Martin), CTL Consultants (Doug Batt),
and TranSystems Corporation (Greg Parsons and David Shipps). The information regarding the setting,
environmental issues, and design challenges are summarized below. The Red Flag Summary is available
in the Existing and Future Conditions Report.

Community Setting and Characteristics

The 1-75 Mill Creek Expressway study area encompasses several communities, including the City of St.
Bernard, the Village of Elmwood Place and
a portion of the City of Cincinnati. Within

Figure 2: Community Map

the latter, the neighborhoods of Carthage, | HAM.75-2.30 i
Bond Hill, Winton Place, Clifton, Northside, *‘ (PID 76257) ;
South  Cumminsvile and  Camp  Local Communities Map |

Washington (from north to south) are within
the study area (Figure 2: Community Map).
A concise narrative of each city, village and
neighborhood is listed below:

Elmwood Place: The relatively small
Village of Elmwood Place (0.3 square
miles) was incorporated in 1889 and is
bound by  Cincinnat's  Carthage
Neighborhood on the north, |-75 on the
east, the City of St. Bernard on the south
and the Mill Creek on the west. The village
is mostly residential, with fewer than 3,000
residents, but includes a commercial
district along Vine Street and light industrial
facilities along the Norfolk Southern Rail
line.

St. Bernard: Incorporated in 1878, St. Bernard is located directly south of Elmwood Place and is
bisected by I-75. The City of St. Bernard has a population of roughly 5,000 persons within 2.5 square
miles. The northern half of the city is predominantly industrial and includes the Norfolk Southern and CSX

27




RanSYSTEMS ,\

CORPORATICON M

railroads. The southern half of the city includes the commercial and institutional center of St. Bernard,
which is surrounded by mostly residential areas.

Carthage: The City of Cincinnati neighborhood of Carthage is home to roughly 2,500 people in 0.8
square miles located just west of the Paddock Road Interchange. Carthage was the farming center for
Cincinnati and Hamilton County into the mid 20th Century and still hosts the Hamilton County Fair every
year. The Carthage neighborhood includes the Caldwell Playground, Caldwell Triangle Park and Caldwell
Nature Preserve, which is over 160 acres.

Bond Hill: The Village of Bond Hill was originally established in 1886 and then annexed into the City of
Cincinnati in 1903. The Bond Hill neighborhood is a predominantly older residential community that was
mostly built following World War | in the 1920s. The neighborhood covers roughly 2 square miles and is
home to over 10,000 people. Bond Hill playground and pool are part of a recreational centerpiece on 5
acres in the center of the neighborhood.

Winton Place: The Winton Place neighborhood has a population of approximately 2,600 people and
includes a mix of residential, commercial and industrial land use within its 1.9 square miles. The
neighborhood's centerpiece is the 733 acre Spring Grove Cemetery and Arboretum.

Clifton: The Clifton neighborhood, which was once the home to the social elite of Cincinnati, now
includes a dynamic business area adjacent to the University of Cincinnati. The neighborhood includes
approximately 9,000 people in the densely developed 2.25 square miles. A gaslight district and Mt. Storm
Park add a historic and recreational character to this diverse community. The Clifton neighborhood
includes over 130 acres of parkland between Burnet Woods, Bowdle Park, Dunore Park, Edgewood Grove,
Mt. Storm Park and Rawson Woods. In addition, the Good Samaritan Hospital is located on Dixmyth
Avenue and the Deaconess Hospital is located on Straight Street.

Northside: The Northside neighborhood is home to 10,500 people in approximately 1.8 square miles.
The neighborhood is bounded by |-74 and I-75 on the south, Mt. Airy Forest on the west, the Spring Grove
Cemetery and Winton Place on the east and the College Hill neighborhood on the north. The community is
predominantly residential, but includes an aging industrial base in its most southern reaches. The
Northside neighborhood includes over 300 acres of parkland within Bradford-Felter-Tanglewood Park,
Buttercup Valley, Jacob Hoffner Park, LaBoiteaux Woods and Parker Woods.

South Cumminsville: The relatively small (0.87 square miles) South Cumminsville is home to over
4,400 people in the predominantly residential neighborhood of Cincinnati. The neighborhood is bordered
by I-74 to the north, the North Fairmount neighborhood to the west, the Mill Creek to the east and the Camp
Washington neighborhood to the south.
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Camp Washington: Because of its proximity to the CSX Queensgate Yard, the neighborhood of
Camp Washington contains a mix of industry related to the railroad along with pockets of commercial and
residential. Just over 1,500 people call the Camp Washington neighborhood home, but over twice that
work within the neighborhood. The Camp Washington neighborhood includes Taft Field and Valley Park.

Natural and Human Environment

Existing databases and mapping resources were reviewed for cultural and ecological resources, hazardous
materials, noise and air quality and Section 4(f) sites within the |-75 Mill Creek Expressway Study Area.
The majority of the information that follows was obtained from the Cincinnati Area Geographical Information
System (CAGIS) mapping and data. Additional studies will be conducted in Step 5 once the alternatives
have been identified.

Cultural Resources. The initial Red Flag Summary research at the Ohio Historical Preservation Office
identified numerous cultural and historical resources within the study area. The red flag mapping is
included in Figures D-1 through D-12. A total of 59 historic properties are present (eligible or listed within
the National Register of Historic Places). Of that total, eight have been razed, five are NRHP listed, three
are NRHP eligible (one of which has been razed). In addition, there a several historic districts for which
NRHP criteria have not been applied.

The |75 Mill Creek Expressway also includes eleven parks, recreational areas and playgrounds. Four
noteworthy cemeteries, St. John's Cemetery, Wesleyan Cemetery, Vine Street Hill Cemetery and Spring
Grove Cemetery are partially or totally included in the study area. Also of note is the Western Hills Viaduct,
a historic bridge (SFN# 3137082) that spans the Mill Creek Valley and connects the Clifton and South
Fairmount neighborhoods of Cincinnati.

Ecological Resources. As a part of the Red Flag Summary, ecological research was initiated using
the Cincinnati Area GIS (CAGIS) Mapping, numerous site visits and reference materials from the Mill Creek
Conservancy District (www.millcreekwatershed.org), which oversees the predominant ecological resource
within the study area.

Upon reviewing the National Wetland Inventory mapping, fifteen areas designated as wetlands occur within
the 1-75 Mill Creek Expressway study area. Verification and classification will occur in Step 5 of the Project
Development Process (PDP). The Mill Creek is the major river within the study area and its channelized
and unchannelized sections parallel the |-75 mainline. In addition, five smaller drainages are located within
the study area.

Threatened and Endangered Species and/or habitats located within the study area include; Deam’s three-
seeded mercury, maypop, Kirtland’s snake, Indiana bat, bald eagle, sheepnose mussel, running buffalo
clover and 19 other threatened or endangered plants within Hamilton County.
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Hazardous Materials. As a part of the Red Flag Summary, a hazardous property search was initiated
using the Cincinnati Area GIS (CAGIS) Mapping. Within the study area, the CAGIS data indicated at least
34 hazardous sites plus 158 underground storage tanks. An Environmental Site Assessment (ESA)
Screening will be completed to determine the presence of additional hazardous sites within the project
area. The ESA screening will identify sites and determine those parcels that will be studied in the Phase |
ESA. Asite visit will be conducted to support the source information.

Noise Quality. The purpose of Part 772 of the Code of Federal Regulations (CFR) is to provide
procedures for noise studies and noise abatement measures in order to help protect the public health and
welfare, to supply noise abatement criteria and to establish requirements for information to be given to local
officials for use in the planning and design of highways approved pursuant to title 23 of the United States
Codes (USC) (23 CFR 772.1). The noise analysis for this project will be conducted in accordance with the
Federal Highway Administration (FHWA) Federal Aid Policy Guide, Subchapter H, Part 772, Procedures for
Abatement of Highway Traffic Noise and Construction Noise and the Ohio Department of Transportation
(ODOT) guidelines contained in its Analysis and Abatement of Highway Traffic Noise document dated
October 22, 2001.

Preliminary noise research during the red flag field review and review of existing mapping indicate that
there are potential “Activity Category B” noise sensitive land uses present in the study area. Noise
sensitive land uses in “Activity Category B" are described as picnic areas, recreation areas, playgrounds,
active sports areas, parks, residences, motels, hotels, schools, churches, libraries and hospitals. Several
of these land uses were identified within the 400-foot boundary used for conducting noise analyses.

Air Quality. Part 81 of the CFR provides procedures on air quality matters, which affect the public health
and welfare and environmental quality of the natural and built habitat. The 1990 Clean Air Act is the
comerstone of these procedures and enforced by the U.S. Environmental Protection Agency (USEPA).
Ozone, carbon monoxide, nitrogen dioxide, sulfur dioxide, particulate matter and lead are the six pollutant
defined as indicators of air quality by the USEPA. Threshold concentrations are established for these
pollutants and designated as National Ambient Air Quality Standards (NAAQS).

USEPA air quality designations are categorized by area as: non-attainment, attainment or unclassifiable.
When an area does nof meet the air quality it is designated as a non-attainment area. The 1-Hour Ozone
Standard and the new 8-Hour Ozone Standard require monitoring of pollutant concentration being released
into the atmosphere. The USEPA designates Hamilton County as a non-attainment area for the 1-Hour
Ozone Standard from 1992 to the present. Hamilton County is also in non-attainment for the new 8-Hour
Ozone Standard for 2004.

The OEPA/ODOT agreement states that a quantitative CO analysis is recommended for projects that
modify existing facilities that cause an increase in Average Daily Traffic of more than 10,000 vehicles
between project completion and ten years hence. Based on preliminary traffic numbers, it appears that the
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ten-year traffic increase will exceed the 10,000-vehicle maximum. As a result, it is anticipated that a
quantitative CO analysis will be required.

Section 4(f). Section 4(f) refers to consideration of property that is publicly owned parks and
recreational lands, wildlife and waterfowl reserves and historic properties. From the initial Red Flag review,
project area mapping and site visits, Section 4(f) areas were identified. From the CAGIS mapping eleven
parks, recreational areas and playgrounds were identified. Should any of these areas be impacted, the
Section 4(f) process will be used to ensure that no feasible and prudent alternative to the use of the land
exists and that the action includes all possible planning to minimize harm to the property.

Design Challenges

As part of the Red Flag Summary Review, issues in addition to the known environmental concerns were
identified. The following challenges were noted:

Geometric Issues - By reviewing the design speed, design functional classification and available
traffic data a preliminary determination of the geometric standards for the 1-75 Mill Creek Expressway was
conducted. Areas of concern included:

o Various overhead structures (roadway bridges, railroad bridges and pedestrian bridges) could be
affected depending on final design. The pedestrian structures will be removed due to safety issues.

o The shoulder width throughout the project length does not meet general FHWA standards for this type
of highway.

o The horizontal and vertical alignments could need to be adjusted depending on design.

o Ramp intersections with local streets could require increased sight distance depending on design.

Hydraulic Issues — There are currently no noteworthy drainage issues within the study area, however,
any construction will require consideration of the existing drainage system and how it will affect the Mill
Creek Conservancy District.

Geotechnical Issues - The most significant geologic hazard within the project area is the occurrence
of landslides. Previous studies show that landslides within the project area occur within the cut/fill slopes
overlying the glacial deposits. The most notable areas where previous landslides have occurred are at the
I-75/Mitchell Avenue interchange, along eastern hillside slopes above I-75 between |-74 and Mitchell
Avenue, north of the I-75 overpass over Ludlow Avenue, near the |-74 interchange at the base of Cincinnati
State Community College, and the hillside above the Hopple Street interchange. Repairs have been made
in these areas and no obvious signs of continuing instability were observed in the field. The appendices of
the Red Flag Summary include further information.
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