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S. Summary 
The text following is a summary of the information and analysis presented in the Final 
Environmental Impact Statement (FEIS) for the Northwest Corridor Project.  It reviews the 
purpose and need for the project and describes the Preferred Alternative for highway 
improvements proposed for Interstate 75 (I-75) and I-575 in Cobb and Cherokee Counties.  The 
transportation and environmental impacts and the trade-offs of the Preferred Alternative 
compared to the No-Build Alternative are described briefly.  In addition, the text summarizes 
agency consultation, public involvement activities, and the next steps in the environmental 
review process and project development.  The sources for the analysis and documentation 
presented in this discussion are found in an extensive list of references contained in the FEIS.  

S.1 The Proposed Action 

The Federal Highway Administration (FHWA) and Georgia Department of Transportation 
(GDOT) propose to make transportation improvements to I-75 and I-575 in the Atlanta 
metropolitan area.  The proposed managed lanes would extend from the current end of the 
high-occupancy vehicle (HOV) lanes on I-75 at Akers Mill Road south of I-285.  Two new 
reversible managed lanes would be constructed between I-285 and I-575.  A single reversible 
lane would be constructed on I-75 from the I-75/I-575 Interchange to just north of Hickory Grove 
Road.  Similarly, a single reversible lane would be constructed on I-575 between the I-75/I-575 
Interchange and Sixes Road.  The total length of highway corridor improvements is 29.7 miles.  
The location of the proposed improvements is shown in Figure S-1.  The proposed transportation 
improvements are referred to collectively as the Northwest Corridor Project. 

Because federal approvals, permits, and funding assistance would be used to construct the 
highway improvements, the proposed project must be evaluated for potential environmental 
impacts as required by the National Environmental Policy Act of 1969, as amended.  The first 
Notice of Intent to announce the planned preparation of the Environmental Impact Statement 
appeared in the Federal Register on March 15, 2004.  In May 2007, the Northwest I-75/I-575 
Corridor Project Alternatives Analysis/Draft Environmental Impact Statement (AA/DEIS) was 
published.  The AA/DEIS evaluated four build alternatives that included different combinations of 
transportation improvements including:  transportation system management, HOV (i.e., carpool) 
lanes, truck-only lanes (TOL), and bus rapid transit (BRT) (buses operated similar to a train and 
servicing a limited number of transit stops).   

Following the public review of the AA/DEIS, a number of changes occurred that affected the 
proposed alternatives and completion of the environmental review process.  Due largely to public 
comment, both the TOL and BRT components of the project were eliminated from further 
consideration.  A second Notice of Intent was published on December 24, 2009 advising interested 
parties that a Supplemental Draft Environmental Impact Statement would be prepared.  The 
Northwest Corridor Project, Supplemental Environmental Impact Statement (SDEIS) was issued 
on September 18, 2010.  It was prepared to address the changed conditions affecting the project 
as well as to evaluate a new alternative – the Two-Lane Reversible Alternative (referred to as the 
Build Alternative).  This alternative was based on the HOV element of the earlier alternatives, but 
“right-sized” it for the Northwest Corridor and more closely matched the financial resources 
available to GDOT to implement the proposed project.  Under the SDEIS Build Alternative, tolled 
reversible managed lanes would be constructed in the project corridor.  Following the public review 
of the SDEIS, minor modifications were made to the SDEIS Build Alternative, and this modified 
alternative was subsequently identified by GDOT as the Preferred Alternative for evaluation in the 
FEIS. 
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S.2 Purpose and Need 

The Northwest Corridor is one of the most severely congested highway corridors in the Atlanta 
metropolitan region, and improvements are needed to reduce congestion.  Over the past two 
decades, urban development in Cobb and Cherokee Counties, in terms of both population and 
employment growth, has substantially increased traffic congestion on both I-75 and I-575.  The 
amount of time required to travel to and from destinations in the Atlanta metropolitan area using 
these highway segments has increased, and the ability to accurately estimate the time it will take 
to reach a particular destination has declined.  Moreover, the severe congestion in the Northwest 
Corridor affects all types of vehicles – private passenger vehicles, carpools and van pool 
vehicles, public transit buses, and delivery and freight trucks. 

The purpose of the Northwest Corridor Project is to address the following: 

�x Need to reduce congestion 

�x Need to improve mobility by reducing travel time and increasing reliability 

�x Need to improve access by improving connectivity between regional activity centers 

�x Need to improve safety by reducing existing roadway design deficiencies and 
congestion-related crashes 

�x Need to reduce vehicle emissions by improving vehicular travel efficiency and increasing the 
proportion of high capacity vehicles 

Based on these transportation problems, the purpose of the project is to make improvements to 
the highways in the Northwest Corridor that meet the following goals: 

�x Improve transportation effectiveness of I-75 and I-575 that also contributes to the improved 
performance of the regional transportation system 

�x Provide additional transportation choices or options that increase the capacity of I-75 and 
I-575; 

�x Improve the quality of life by improving mobility and minimizing adverse effects on both 
natural resources and the built environment; 

�x Improve transportation equity by providing an equitable distribution of benefits and impacts to 
all populations; and 

�x Provide cost-effective and affordable transportation improvements. 

Measures of effectiveness were used to evaluate how well the No-Build and Preferred 
Alternatives meet the project goals.  The analysis also compares and contrasts these two 
alternatives.    

In addition, the Atlanta metropolitan area currently does not meet all of the National Ambient Air 
Quality Standards for regulated air pollutants.  The metropolitan area does not meet the federal 
eight-hour standard for ozone (O3) and the annual standard for small particulates (PM2.5) in the 
atmosphere.  These measures of air quality are related to the substantial traffic congestion in the 
Northwest Corridor.  As such, the forecast increase in traffic congestion is expected to further 
reduce air quality in the Atlanta metropolitan area in the absence of transportation 
improvements.  
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Major planning efforts addressing the Northwest Corridor are the Atlanta Regional Commission’s 
Envision6, Volume I: 2030 Regional Transportation Plan (2007), the recently adopted PLAN 
2040 Regional Transportation Plan (July 2011), and GDOT’s Atlanta Regional Managed Lane 
System Plan (2010).  In 2005, the Atlanta Regional Commission formed a Managed Lane 
Planning Team to develop managed-lane policies to be used in the development of regional 
transportation plans and programs.  The resulting policy document, Managed Lanes Policy for 
the Atlanta Region (2007) recognizes managed lanes as a tool to provide and maintain mobility 
and travel options for the citizens of and travelers in the Atlanta region.  The policy was 
incorporated into the Envision6 2030 Regional Transportation Plan and the accompanying FY 
2008-2013 Transportation Improvement Program (FY 2008-2013 TIP). Envision6 supports transit 
system expansion and development, and also addresses supporting transportation systems, such as 
the managed-lane concept to increase the transportation system capacity of the region’s highways.   

Through coordination with all of its transportation planning partners, GDOT adopted the Atlanta 
Regional Managed Lane System Plan for the Atlanta region in December 2009 and published 
the plan in January 2010.  The purpose of the plan is to develop a system-wide approach to 
implement managed lanes consistent with the Managed Lanes Policy for the Atlanta Region.  
The implementation strategy allows for corridor-specific consideration of revenue and funding 
options, construction, demand, and impact issues.   

The Preferred Alternative for the Northwest Corridor is a managed-lane system that was 
subsequently included in the adopted FY 2008-2013 TIP.  The proposed reversible managed 
lane project also was incorporated in Atlanta Regional Commission’s PLAN 2040 Regional 
Transportation Plan and its associated FY 2012-2017 TIP, both of which were adopted on July 
27, 2011.  In these most recent transportation planning documents, the 29.7-mile project is titled 
the Northwest Corridor (I-75 and I-575) Managed Lanes Project (AR-ML-930).  The Georgia 
Regional Transportation Authority approved the FY 2012-2017 TIP on August 18, 2011 and the 
FHWA issued a conformity determination with concurrence by the US Environmental Protection 
Agency on September 6, 2011.  As such, the project is part of a conforming regional 
transportation plan and transportation improvement program.   

S.3 Project Alternatives Considered 

The AA/DEIS that was approved and circulated in 2007 evaluated the No-Build Alternative and 
four build alternatives that included combinations of HOV lanes, TOLs, transportation systems 
management (TSM), and BRT.  The No-Build Alternative included all existing highway and 
transit services and facilities within the Northwest Corridor and the remainder of the region.  It 
also included the planned regional long-range improvements for the area outside the Northwest 
Corridor, except for the planned managed-lane improvements for I-285 and I-20 West.  The latter 
were excluded because they influence the traffic operation benefits of the proposed 
improvements to I-75.   

All facilities and services under the No-Build Alternative were included under each of the build 
alternatives evaluated in the AA/DEIS.  Each alternative provided for the extension of the HOV 
lanes on I-75 and I-575, and the addition of TOLs on I-75.  The HOV and TOLs would essentially 
be the same throughout the I-75 and I-575 corridor under all of the build alternatives.  The 
primary difference among the AA/DEIS build alternatives was the type and level of transit 
improvements that would have been included under each alternative, e.g., bus frequency, types 
of passenger facilities, location and size of park-and-ride lots, and number and type of transit 
vehicles.  The AA/DEIS build alternatives were distinguished by the following characteristics:  
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�x The HOV/TOL Alternative provided for only a minimum expansion of transit service in the 
corridor in addition to the transit improvements committed in the transportation improvement 
program.  This alternative provided GDOT with the ability to advance the HOV/TOL element 
of the project with only minimal transit improvements.   

�x The HOV/TOL/TSM Alternative was a lower-cost transit alternative compared to the other 
transit alternatives.  It included a major expansion of express bus service operating in the 
HOV lanes with supporting transit facility improvements, such as park-and-ride lots and bus 
transfer facilities.   

�x The HOV/TOL/BRT Alternative served the same travel markets as the HOV/TOL/TSM 
Alternative, but with five BRT stations located at proposed special HOV interchanges on I-75 
where vehicles would have direct access to the HOV lanes.  

�x The HOV/TOL/Reduced BRT Alternative was a reduced-cost version of the HOV/TOL/BRT 
Alternative with only three stations along the I-75 corridor.  It was intended as the first phase 
of the BRT system in the event funding was not available for the five stations included in 
the HOV/TOL/BRT Alternative. 

In addition to the design options, two operational options were considered for the AA/DEIS build 
alternatives: 

�x High-Occupancy-Toll Lane Option that would allow single-occupancy vehicles use of the 
HOV lanes by paying a toll.   

�x Truck-Only-Toll Lane Option that would require truck operators to pay a toll.  The TOT lanes 
could be mandatory or voluntary for heavy-duty through trucks.   

Following publication of the AA/DEIS in May 2007, a number of major project milestones 
occurred that affected completion of the environmental review process.  These changed 
conditions included: 

�x The GDOT review of comments on the AA/DEIS identified substantial opposition and 
concern over anticipated costs for both the TOL and BRT elements of the four build 
alternatives.   

�x The national economy had entered into a substantial recession and GDOT determined there 
were curtailed funding options for the proposed project.  These economic conditions would 
affect the amount of money available to construct any transportation improvements in the 
Northwest Corridor.  

�x In April 2008, GDOT completed a statewide truck lanes needs identification study that 
concluded TOLs in metro Atlanta were not financially feasible.  

�x The Atlanta Regional Commission released the 2008 Travel Demand Forecasting Model, 
which replaced the computer model used to conduct the traffic analysis presented in the 
AA/DEIS.  The new model indicated stronger directional flows during peak commute periods.  
This indicated potential opportunities to implement a reversible managed-lane system, not 
just a bi-directional managed-lane system.  A reversible managed-lane system would allow 
the number of lanes to be reduced in half by adding highway capacity to serve only the peak 
period major direction of traffic flow, i.e., southbound during the morning commute period. 

As a result of these changes, GDOT decided in 2008 to eliminate the TOL and the BRT 
elements of the build alternatives evaluated in the AA/DEIS, leaving only the HOV lane element 
of the project.  To identify a lower-cost, but still highly effective alternative, GDOT conducted 
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traffic modeling for three different managed-lane concepts using the new 2008 Travel Demand 
Forecasting Model.  The three concepts were:  

�x Concept A – a two-lane bi-directional HOV system operating on I-75 between I-285 and 
I-575, and a single bi-directional HOV system northwards to Hickory Grove Road on I-75 and 
Sixes Road on I-575; 

�x Concept B – two reversible (one-direction) lanes operating on I-75 between I-285 and I-575, 
and single reversible lanes northwards to Hickory Grove Road on I-75 and Sixes Road on 
I-575; and 

�x Concept C – three reversible lanes operating on I-75 between I-285 and I-575, two reversible 
lanes on both I-75 and I-575 north to Big Shanty Road, and a single reversible lane further 
north to Hickory Grove Road on I-75 and Sixes Road on I-575. 

Considering this analysis, Concept A was dropped from further study because bi-directional 
lanes would result in unused capacity in the off-peak direction flow, and the alternative would 
have additional potential environmental impacts as a result of the additional right-of-way 
required.  Concept C was dropped because of the additional cost of a third lane on I-75 between 
I-285 and I-575 and the second lane on each corridor north of the I-75/I-575 Interchange – 
neither of which was warranted by the forecast traffic volumes.  Considering these findings, 
GDOT concluded that limited financial resources should not be spent on constructing new 
highway lanes that would not be used to near capacity.  As neither Concept A nor Concept C 
ranked as high as Concept B with respect to the project goal to provide a cost-effective and 
affordable solution, Concept B was identified as the most appropriate design concept.  Following 
this analysis, conceptual engineering plans were developed for Concept B, which was renamed 
the Two-Lane Reversible Alternative. 

The concept for the Two-Lane Reversible Alternative was consistent with the GDOT adopted 
regional managed-lane system plan.  This plan provides motorists with substantially improved 
level of service (LOS) (i.e., less congestion) on the proposed managed-lane system to 
encourage people to carpool and not use of the general-purpose lanes.  The tolling policy for the 
proposed managed lanes would be structured to provide opportunities for increased 
transportation mobility for users. 

In September 2010, the SDEIS was published.  The document compared and contrasted the 
Two-Lane Reversible Alternative against the No-Build Alternative.  In addition, the purpose of the 
SDEIS was to update the technical analysis due to changed conditions.  The affected 
environment had changed since the publication of the AA/DEIS in May 2007, and regulatory 
changes required new or different analyses in the environmental document. 

Following publication of the SDEIS, GDOT fine-tuned the SDEIS’s two-lane reversible 
managed-lane concept.  Minor modifications to the project design were made to further minimize 
potential impacts, particularly traffic congestion.  Additional changes were made to reduce costs 
based on the completion of the Value Engineering Study in late 2009.  These minor 
modifications included:   

�x Adding extra travel lanes to facilitate northbound managed-lane traffic merging with the 
general-purpose lanes at both northern termini, 

�x Adding ramp lanes at several managed-lane interchanges, 
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�x Reconfiguring several local roadways adjacent to the managed-lane interchanges, and 

�x Shifting the horizontal and vertical alignment of the managed-lane system south of I-575. 

With the incorporation of these refinements, the modified SDEIS Build Alternative was identified 
by GDOT as the Preferred Alternative for the Northwest Corridor Project.  

S.4 The Preferred Alternative 

The FEIS evaluates the potential environmental effects of the Preferred Alternative.  This alternative 
was identified as preferred over the previously evaluated and dismissed alternatives discussed in the 
AA/DEIS and SDEIS.  The four AA/DEIS build alternatives were dismissed because of substantial 
public opposition to the concepts of TOL and BRT, and because of curtailed funding options for those 
alternatives.  The Preferred Alternative has a conceptual capital cost estimate of $968.3 million 
compared to the capital costs for the AA/DEIS alternatives, which ranged from $3.52 billion to 
$4.07 billion.  In addition, the AA/DEIS build alternatives had substantially higher environmental 
impacts because of the substantial right-of-way acquisition and displacements required.  For 
comparison, between 340 and 380 displacements would occur for the AA/DEIS build alternatives 
versus 18 displacements – 12 businesses and 6 residences – for the Preferred Alternative.     

In the FEIS, the Preferred Alternative is compared against the No-Build Alternative.  The No-Build 
Alternative was defined to include all existing highway, transit services, and transit facilities within the 
project corridor.  In addition, it includes the planned long-range improvements from Envision6 2030 
Regional Transportation Plan located outside the project corridor.  The exceptions were the planned 
managed-lane improvements for I-285 North, I-285 West and I-20 West.  As a conservative 
approach to the analysis, the managed-lane improvements to I-285 North, I-285 West and I-20 West 
were excluded because they would be expected to increase use of I-75 and/or I-575 under the 
Preferred Alternative.  In addition, there is risk that implementation of the I-285 and I-20 West 
improvements may not occur as planned.  As such, the No-Build Alternative is the baseline for 
comparison of potential transportation and environmental effects of the Preferred Alternative. 

The Preferred Alternative includes all proposed transportation facilities and services considered 
part of the No-Build Alternative, plus the additional proposed improvements for both I-75 and 
I-575.  The Preferred Alternative would extend the two I-75 managed lanes (HOV lanes, one in 
each direction) that currently terminate at Akers Mill Road south of the I-75/I-285 interchange.  
Two new managed lanes would extend north to the I-75/I-575 interchange.  A single managed 
lane would continue north on I-75 from the I-75/I-575 interchange to just beyond Hickory Grove 
Road.  Similarly, a single managed lane would continue north on I-575 from the I-75/I-575 
interchange to the Sixes Road interchange.  The proposed managed-lane facility includes 
improvements of approximately 16.8 miles on I-75, 11.3 miles on I-575, and 1.6 miles on I-285.  
The proposed 29.7 miles of new managed lanes would be designed for highway speeds of 55 
miles per hour (mph) on I-75 between I-285 and I-575 and 65 mph on each corridor north of the 
I-75/I-575 interchange.  The ramps connecting the I-75 managed lanes to I-285 would be 
designed for 45 mph. 

Unlike the existing HOV lanes on I-75 south of I-285, the new managed lanes on I-75 would be 
reversible, meaning the directional flow of traffic in the lanes would change during the day.  During 
the morning peak commute period, the lanes would only accommodate southbound traffic towards 
downtown Atlanta.  During the evening peak commute period, the directional flow of the traffic would 
be reversed to accommodate only northbound traffic towards the suburban communities.  Like the 
two reversible lanes on I-75, the single reversible lanes north of the I-75/I-575 interchange on both 
I-75 and I-575 would only accommodate peak period directional flows. 
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The two new managed lanes would be on elevated structures or on walls on the west side of 
I-75 between Akers Mill Road and the I-75/I-575 interchange (see Figure S-2 and Figure S-3).  
Along this segment, the managed lanes also would be elevated on structures over existing 
roadways that cross the highway (see Figure S-4 and Figure S-5).  The managed lanes on I-75 
would connect to the general-purpose lanes on I-285, and the proposed design and alignment have 
been coordinated with the proposed managed lanes on I-285.   

Figure S-2.  I-75 Typical Elevated Managed Lanes 
on Structures (South of I-575) – Looking North 

 
 

Figure S-3.  I-75 Typical Elevated Managed Lanes 
on Walls (South of I-575) – Looking North 
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Figure S-4.  I-75 Typical Elevated Managed-Lanes Overpass (South of I-575) – 
Profile Looking West and Section Looking North at Windy Hill Road 

 

 

Figure S-5.  I-75 Managed-Lane Interchange (South of I-575) – 
Simulation Looking North at SR 3 Conn/Roswell Road 
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Figure S-6 shows a typical cross-section of the single managed-lane improvements proposed for 
I-75 north of the I-75/I-575 interchange.  Figure S-7 shows a typical cross-section of the proposed 
single managed-lane improvements proposed for I-575.  In both cases, the single managed lane 
would be located in the existing highway medians.  In addition, while the existing general-purpose 
lanes and shoulders may be relocated slightly, neither would be reduced in width.   

Vehicles would use both managed-lane interchanges and slip ramps to access the reversible 
lanes as shown in Figure S-5 and Figure S-8, respectively.  The new managed-lane 
interchanges on I-75 would be separately located from the existing general-purpose 
interchanges.  On I-575, three pairs of slip ramps would be constructed to provide access to the 
reversible lane proposed along this corridor.  These slip ramps would allow traffic in the inside 
general-purpose lanes to merge to the center median area of the highway where the new 
reversible lane would be constructed.  For safety reasons, slip ramps and a system of gates 
would be configured separately for northbound and southbound traffic to prevent traffic from 
entering the reversible lane traveling against the directional flow of traffic. 

Figure S-6.  I-75 Managed Lane (North of I-575) – Looking North 

 
 

Figure S-7.  I-575 Managed Lane (North of I-75) – Looking North 
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Figure S-8.  I-575 Managed Lane (North of I-75) 
and Typical Slip Ramp – Looking South 

 

A total of six managed-lane interchanges would be constructed on I-75 (see Figure S-9).  These 
interchanges would be at the following locations:  I-285, Terrell Mill Road, SR 3 Connector/ 
Roswell Road, I-575, Big Shanty Road, and Hickory Grove Road.  On I-575, three pairs of slip 
ramps would be constructed near the existing general-purpose interchanges at Barrett Parkway, 
Shallowford Road, and Sixes Road.  As described above, the location differs for southbound and 
northbound slip ramp accesses at each of these three locations.   

With the exception of the Hickory Grove Road managed-lane interchange, the ramps at 
interchanges on I-75 would allow access on and off the reversible lane system in both directions 
of travel.  For safety reasons, however, the managed-lane slip ramps on I-575 would only allow 
vehicles to enter the reversible-lane system and travel southbound during the morning peak 
period.  Similarly, managed-lane slip ramps on I-575 would only allow vehicles to exit the 
reversible lane system and travel northbound in the evening peak period.  Mechanical gates 
would be lowered to prevent use of the northbound accesses during the morning southbound 
operation of the managed lanes and would change to prevent use of the southbound accesses 
during the evening northbound operation of the managed lanes.  Access to the managed-lane 
system also would be prevented for a short period of time during changes in operational 
direction of the reversible lanes to prevent crashes.  

Transit buses operating as express service would use the proposed reversible lanes on I-75 from 
I-285 to north of Hickory Grove Road and on I-575 north to Sixes Road during peak periods.  
The express routes would be modified to use the proposed managed-lane interchanges on I-75 
between Akers Mill Road and Hickory Grove Road and the proposed slip ramps on I-575.  
Modification of such transit services, however, is not part of the Northwest Corridor Project.  
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Figure S-9.  Reversible-Lane Interchanges and Slip Ramps 
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After a thorough review of various procurement options, GDOT determined that a Public-Private 
Partnership (P3) procurement would be the best approach for the proposed managed-lane 
facility.  The P3 procurement would leverage limited transportation funds by partnering with the 
private sector to provide supplemental funding.  Under this approach, GDOT would contract with 
a third party to design, construct, finance, operate, and maintain the facility.  The use of private 
industry partners would provide greater opportunities for innovative approaches for project 
implementation, both in terms of funding and project delivery methods. 

The proposed operation plan for the Preferred Alternative provides for management of the 
reversible lanes.  Toll pricing would be used both as an incentive and disincentive to ensure a 
desirable flow of traffic (minimum LOS D) on the managed-lane system.  On December 16, 
2010, the GDOT P3 Steering Committee approved a draft Express Toll Lane tolling policy for the 
project.  Under this tolling policy, every vehicle using the managed lanes would pay a toll 
regardless of occupancy, including SOVs, HOVs, and certified alternative-fuel vehicles.  The only 
exceptions would be registered transit vehicles (buses and vanpools), military vehicles, 
emergency vehicles, and P3 Developer vehicles.  Heavy and medium trucks, such as those with 
more than two axles, would not be permitted to use the managed lanes.  Tolls would be collected 
through the use of electronic tolling systems and would be dynamically priced to maintain a minimum 
average operating speed of 45 mph.  The tolling collection technology would be interoperable with 
other Georgia managed-lane systems and would include video tolling and remote cash payment 
options.  The technology would be periodically reviewed to ensure that tolls are collected in as 
efficient and effective a manner as practicable, and could include the use of systems 
interoperable with other states, among other measures. 

Despite its lower cost, the Preferred Alternative would still require substantial financial resources.  
The financing structure includes the use of facilities and terms consistent with potential similar, 
precedent-setting P3 projects.  The GDOT anticipates the P3 Developer Agreement would 
obligate the P3 Developer to design, construct, finance, operate, and maintain the Northwest 
Corridor Project in return for the right to retain a portion of the toll revenues.  The P3 Developer 
would collect the tolls from users of the managed-lane facility.  The remaining portion of the tolls 
would repay project bonds and loans.  Any additional tolling revenue may be used for other 
projects identified in the statewide transportation planning process. 

S.5 Affected Environment 

The Northwest Corridor Project study area is located in an urbanizing area largely characterized 
by residential subdivisions with large commercial and employment centers located around the 
major highway interchanges and downtown commercial and industrial areas of the corridor’s 
major cities – Smyrna, Marietta, Kennesaw, and Woodstock.  The affected environment 
described in the FEIS includes the following topics: land use, population and employment, 
including environmental justice populations, neighborhoods and community facilities, 
transportation services and facilities, safety and security, visual quality and aesthetics, 
parklands, historic and archaeological resources, air quality, noise, ecosystems, water 
resources, geology and soils, and hazardous materials.  

The Northwest Corridor extends from just south of I-285 northwesterly through Cobb County and 
northeasterly into Cherokee County.  According to the regional 2010 forecasts by the Atlanta 
Regional Commission, the study area comprises approximately 14 percent of the population and 
about13 percent of total employment in the 20-county region.  The Atlanta metropolitan area, and 
particularly the Northwest Corridor, has experienced substantial growth over the past two decades.  
Between 1990 and 2010, the study area population increased by almost 59 percent and employment 
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increased by 76 percent, despite the recent recession.  In particular, the percent increase in 
population was slightly less than the region’s growth between 1990 and 2010 (64 percent), but 
employment growth was substantially greater than that experienced in the region (60 percent).  
Moreover, urbanization in the Northwest Corridor is expected to continue long-term in the future, 
though at a more conservative rate.  

The two-county study area is part of a large metropolitan region and the composition of its 
population reflects the region’s diversity.  There are large numbers of families, children, and 
elderly.  The 2006-2008 American Community Survey reported the study area population is nearly 
35 percent minority populations – largely African American and Hispanic.  However, this is less 
than the region’s 46 percent minority characteristics.  The study area also includes a sizable 
Brazilian community.  Only about 7 percent of the population is linguistically isolated with Spanish 
being the predominant non-English language spoken.  The study area is somewhat more affluent 
than the metropolitan region, with an estimated 6 percent compared to 8 percent of the population 
living at or below the poverty level.  Over 70 percent of the households own their own home.  

The Northwest Corridor is one of the most economically important areas in the Atlanta 
metropolitan area.  It contains several of the region’s major activity and employment centers, 
including Cumberland-Galleria, Marietta, Town Center, Dobbins Air Reserve Base, and 
Kennesaw State University.  These centers of employment, and Perimeter Center to the east on 
I-285, serve as major destinations for travel to and from the Northwest Corridor.  Land uses in 
the area are diverse and encompass residential, commercial, office, industrial, 
public/institutional, transportation/utilities, and park/open space uses.  The Chattahoochee River 
National Recreation Area is south of the southern terminus of the project, and the Kennesaw 
Mountain National Battlefield Park is to the west of I-75 near Marietta.  The Woodstock Olde Rope 
Mill Park is adjacent to the I-575 right-of-way.  Existing and planned recreational trails are adjacent to 
and cross under the highway corridor.   

As an urbanized area, there are many community facilities and services within the study area.  These 
include educational institutions, health care clinics, hospitals, libraries, senior centers, and recreation 
centers.  The land use controls and policies are governed by local governments including Cobb and 
Cherokee Counties and the cities of Smyrna, Marietta, Kennesaw, Acworth, and Woodstock.  The 
Atlanta Regional Commission reviews local government comprehensive land use plans within the 
study area, while local government zoning ordinances regulate land use and development. 

Both I-75 and I-575 are major highways serving commuters in Cobb and Cherokee Counties, as 
well as interstate travelers.  Both highways currently experience considerable congestion as a 
result of insufficient capacity to accommodate peak period traffic demand.  Peak periods are 
growing longer and congestion is spilling over to arterial routes parallel to I-75, such as Cobb 
Parkway.  Both noise and air quality issues are major public concerns.  The principal source of 
noise in the corridor is vehicular traffic – from automobiles, trucks, and buses moving along I-75 and 
I-575 and the access ramps to these highways.  Adjacent residential communities and 
commercial areas are currently exposed to traffic noise levels that may interfere with spoken 
communication.  Individual air pollutants degrade the atmosphere by reducing visibility, 
damaging property, reducing the productivity or vigor of crops or natural vegetation, or reducing 
human or animal health.  Carbon monoxide, hydrocarbons, nitrogen oxides, ozone, particulate 
matter, and mobile source air toxics are pollutants that can be traced principally to motor vehicles.  
The Atlanta metropolitan area currently does not meet the National Ambient Air Quality Standards 
for two pollutants: ozone and particulate matter smaller than or equal to 2.5 microns in size. 

Among the important natural features of the Northwest Corridor are streams and floodplain 
areas.  The four major streams within the study corridor are Rottenwood Creek, Sope Creek, 
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Noonday Creek, and Little River.  All of the streams have been degraded by the effects of 
urbanization, including non-point source pollution and altered hydrology.  The Chattahoochee 
River is approximately one-quarter mile south of the southern terminus of the proposed 
transportation improvements.  Portions of the study area are within 100-year floodplains 
designated along Rottenwood Creek, Hope Creek, Sope Creek, and Poorhouse Branch (a 
tributary of Rottenwood Creek).   

There are a number of properties along the corridor that are known to be contaminated with 
hazardous materials or petroleum wastes, and construction of the project may involve some of 
these properties.  In addition, petroleum and hazardous materials on nearby properties could be 
seeping into the ground, flowing into groundwater, and contaminating properties to be acquired 
for project construction.  

S.6 Transportation Impacts 

The regional traffic analysis was prepared using the Atlanta Regional Commission 2008 Travel 
Demand Forecasting Model for the 20-county Atlanta metropolitan region to assess the 
reversible-lane and managed-lane attributes of the Preferred Alternative.  The regional travel 
effects of the project were measured through changes in the number of daily person trips by 
travel mode, by trip purpose, and by total person hours of travel.  The region is forecast to 
generate a total of about 27 million daily person trips in 2035.  The No-Build Alternative is 
forecast to result in an estimated 27 million highway trips and the Preferred Alternative would 
result in approximately 3,000 fewer trips due to reduced reliance on SOV travel.  The distribution 
of trips by mode indicates an increase of over 6,000 HOVs and a decrease in SOV travel by an 
estimated 9,000 trips for the Preferred Alternative.  Though nearly 80 percent are non-work 
related, the work-related trips would get “squeezed” into a short period of time (mostly the two 
peak periods – the commute periods) and would decrease by an estimated 2,000 person trips.  
The total number of person hours of travel would decline by an estimated 47,000 hours with the 
proposed managed lanes for the Northwest Corridor.  Moreover, vehicle miles of travel would 
increase by over 512,000, while vehicle hours of travel would decrease by over 36,600 hours.  
Together, the data show improved regional access and mobility under the Preferred Alternative. 

More detailed analysis was conducted for the Northwest Corridor to assess the advantages of 
the Preferred Alternative.  With the proposed managed lanes, the Northwest Corridor would have 
increased capacity.  For three major segments on I-75 and for I-575, the 2035 average daily 
traffic volumes would increase between 7 and almost 14 percent per highway segment, while 
average daily traffic volumes in the general-purpose lanes would decrease and improve the level 
of service.  The volumes on the arterial roadways crossing I-75 at general-purpose lane 
interchanges would remain about the same or slightly decrease.  On I-575, the proposed slip 
ramp accesses to the managed lanes would generally result in somewhat decreased congestion 
at the general-purpose lane interchanges on I-575 due to the increase in HOV traffic.  The daily 
travel conditions would improve slightly for the arterial roadways that parallel I-75 and I-575, 
including Cobb Parkway (US 41), Powers Ferry Road, Canton Road, and Bells Ferry Road. 

Under the Preferred Alternative, vehicle and person throughput on both I-75 and I-575 would 
increase substantially.  The 2035 modeling indicates vehicle throughput for I-75 segments south 
of Hickory Grove Road, Chastain Road, I-575, and Delk Road would increase during the morning 
peak period by 15 to 23 percent.  The person throughput for the same highway segments would 
increase between 25 and 35 percent.  Similar analysis was conducted for segments south of 
Sixes Road, Towne Lake Parkway, SR 92, and Chastain Road on I-575.  Under the Preferred 
Alternative, southbound I-575 morning peak period vehicle throughput would increase between 
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15 and 24 percent over the No-Build Alternative, and person throughput would increase between 
22 and 33 percent.  Analysis was also conducted for the evening peak period northbound traffic 
for both segments.  Under the Preferred Alternative, vehicle throughput in the I-75 segment 
would increase between 14 and 24 percent and the person throughput would increase between 
22 and 40 percent.  On I-575, the northbound vehicle throughput would increase between 16 
and 26 percent, and person throughput would increase between 21 and 35 percent.  In 
summary, for both the I-75 and I-575 segments of the Preferred Alternative, both critical peak 
periods direction of flow vehicle throughput would increase more than 14 percent and person 
throughput would increase more than 20 percent compared to the No-Build Alternative. 

Table S-1 shows 2035 LOS in the Northwest Corridor would improve under the Preferred 
Alternative.  During both peak periods, the direction of flow in the general-purpose lanes at the 
southern end of I-75 would improve from LOS F under the No-Build Alternative to an acceptable 
LOS D or better.  Elsewhere, traffic conditions for those using the general-purpose lanes would 
be no worse than they would be without the improvements.  But for the thousands of vehicles 
using the managed lanes, conditions would consistently be LOS D or better.  Similarly, traffic 
conditions on I-575 would be improved for peak period direction of flow from generally LOS E 
and LOS F to LOS E or LOS D in the general-purpose lanes, while the thousands of vehicles 
using the proposed managed lane would experience LOS D and LOS C.  LOS D is consistent 
with the anticipated target minimum operating speed of 45 mph for the managed lanes.  The 
increased capacity of the highway would also attract vehicles from nearby parallel arterials and 
could reduce congestion on nearby arterials.  

In 2015 and 2035 under the No-Build Alternative, many intersections would not function at an 
acceptable LOS during the peak traffic hours, while under the Preferred Alternative substantially 
fewer intersections would not meet acceptable performance standards.  On I-75, improvements at 
the new managed lane interchanges would be needed to accommodate the traffic resulting from the 
project.  On I-75 some traffic would redistribute itself under the Preferred Alternative to use the 
managed-lane interchanges where there are no interchanges now.  On I-575, because of the 
substantial travel time savings, traffic is expected to redistribute itself to maximize the use of the 
managed lanes and minimize time in the general-purpose lanes.  

Under the Preferred Alternative, the 2015 and 2035 average forecast travel time in the corridor 
general-purpose lanes would improve compared to the No-Build Alternative during both the 
morning and evening peak hour periods.  Table S-2 and Table S-3 show the forecast travel time 
for 2015, the planned opening year of operation.  A comparison of travel times for the 2035 for 
the No-Build and Preferred Alternatives is shown in Table S-4 and Table S-5.  These 
calculations are based on projected traffic volumes, average travel speeds, reduction in traffic 
congestion, and changes in distances as a result of changes in travel patterns.  For purposes of 
discussion, analysis of the travel time savings is provided for the morning and evening peak hour 
periods in 2035, the long-range planning horizon.   

Under the 2035 No-Build Alternative, the average travel time southbound on I-75 from Hickory 
Grove Road to Akers Mill Road is projected to be approximately 61 minutes in the morning peak 
period, compared to 52 minutes in the general-purpose lane and 26.5 minutes in the managed 
lanes under the Preferred Alternative.  Similarly, the northbound travel during the evening peak 
period for the same segment would be 76 minutes for the No-Build Alternative, and an estimated 
62 minutes for the general-purpose lanes and 35 minutes for the managed lanes under the 
Preferred Alternative.  Thus, the Preferred Alternative would reduce average travel time in the 
corridor general-purpose lanes by more than 9 minutes and travel using the managed lanes 
would require less than half the time required under the No-Build Alternative.  
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Table S-1.  Basic Highway Segment Levels of Service, 2035 Peak Hour 

Location 

2035
No-Build Alternative 

2035 
Preferred Alternative 

AM Peak 
Hour 

PM Peak 
Hour 

AM Peak
Hour 
GP 

AM Peak
Hour 
ML* 

PM Peak 
Hour 
GP 

PM Peak
 Hour 
ML* 

I-75 Northbound 
N. of Hickory Grove Rd  E F F n/a F D 

S. of Hickory Grove Rd  E F F n/a F D 

S. of Big Shanty Rd D D F n/a F D 

S. of I-575 D F D n/a E D 

S. of Allgood Rd D F E n/a F D 

S. of SR 3 Conn/ 
Roswell Rd D E E n/a E D 

S. of Terrell Mill Rd D F D n/a C D 

S. of I-285 D E D n/a E C 

S. of Akers Mill Rd D E D n/a E C 
I-75 Southbound 

N. of Hickory Grove Rd  F F F B D n/a 

S. of Hickory Grove Rd  F F F C D n/a 

S. of Big Shanty Rd E C F D D n/a 

S. of I-575 F D F D D n/a 

S. of Allgood Rd F E E D E n/a 

S. of SR 3 Conn/ 
Roswell Rd 

F D F D D n/a 

S. of Terrell Mill Rd F D F D D n/a 

S. of I-285 F D F D D n/a 

S. of Akers Mill Rd F D F D D n/a 

I-575 Northbound 
N. of Sixes Rd C E C n/a E n/a 

S. of Sixes Rd  C F C n/a E B 

S. of Towne Lake Pkwy D F D n/a F B 

S. of SR 92 C F C n/a F B 

S. of Bells Ferry Rd C F C n/a F C 

S. of Big Shanty Rd C F C n/a E D 

S. of Barrett Pkwy C D C n/a D D 

I-575 Southbound 
N. of Sixes Rd F D F n/a D n/a 

S. of Sixes Rd  F D F B D n/a 

S. of Towne Lake Pkwy F D F B D n/a 

S. of SR 92 F D F B D n/a 

S. of Bells Ferry Rd F D F B D n/a 

S. of Big Shanty Rd E C F D D n/a 

S. of Barrett Pkwy  D C E D C n/a 

Notes: *  n/a designation reflects managed lanes would not be operational in this direction during the peak hour. 
GP = general-purpose lane; ML = managed lane; AM = morning; PM = evening; and ML = managed lane.  Level 
of services ranges from A (best) to F (worst). 
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Table S-2.  Travel Time for I-575 and I-75  
Southbound, 2015 AM Peak Hour 

Northwest Corridor Travel Time For Trips in 2015 AM Peak
(in minutes)   

O
ri

g
in

 

  

Destination On I-75 SB

 
Akers Mill 

Road 
Delk 
Road 

S. Marietta 
Pkwy 

N. Marietta 
Pkwy 

I-575 /I-75 
JCT 

I-575 SB 
at SR 92

I-575 SB at 
Sixes Road 

GP Lane 
(No-Build) 50.9 42.9 38.4 33.2 26.3 9.4 

GP Lane 
(Preferred) 49.2 41.4 37.1 31.9 25.1 9.1 

Managed Lane 
(Preferred) 

20.4 17.1 15.6 13.6 10.3 3.7 

I-75 SB at 
Hickory 

Grove Road 

GP Lane  
(No-Build) 41.9 33.9 29.4 24.2 17.3 

n/a GP Lane 
(Preferred) 41.1 33.3 29 23.8 17.0 

Managed Lane 
(Preferred) 

16.3 12.9 11.4 9.4 6.1 

Notes:   
n/a = Movement not permitted through the I-75/575 interchange. 
GP = general-purpose lane; AM = morning; SB = southbound. 
 

Table S-3. Travel Time for I-75 and I-575 
Northbound, 2015 PM Peak Hour 

Northwest Corridor Travel Time For Trips in 2015 PM Peak
(in minutes) 

O
ri

g
in

 o
n

 I-
75

 N
B

   

Destination

I – 75 NB I – 575 NB

Delk 
Road 

S. Marietta 
Pkwy 

N. Marietta 
Pkwy 

I-575/I-75 
JCT 

Hickory 
Grove 
Road SR 92 

Sixes 
Road 

Akers Mill 
Road 

GP Lane 
(No-Build) 9.1 13.8 18.3 28.8 44.5 45.9 58.7 

GP Lane 
(Preferred) 8.2 12.4 16.7 26.5 41.1 42.2 54.2 

Managed 
Lane 
(Preferred) 

3.3 5.4 6.9 10.9 16.5 17.2 21.4 

Notes:   
GP = general-purpose lane; PM = evening; NB = northbound. 
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Table S-4.  Travel Time for I-575 and I-75  
Southbound, 2035 AM Peak Hour 

Northwest Corridor Travel Time For Trips in 2035 AM Peak 
(in minutes)   

O
ri

g
in

 

  
Destination On I-75 SB

 
Akers Mill 

Road 
Delk 
Road 

S. Marietta 
Pkwy 

N. Marietta 
Pkwy 

I-575 /I-75 
JCT 

I-575 SB 
at SR 92

I-575 SB at 
Sixes Road 

GP Lane 
(No-Build) 73.8 62.7 56.1 48.7 37.2 16.5 

GP Lane 
(Preferred) 

65.4 55.5 49.9 43.1 32.9 13.8 

Managed Lane 
(Preferred) 33.6 28.1 25.2 22.0 16.2 5.4 

I-75 SB at 
Hickory 

Grove Road 

GP Lane 
(No-Build) 60.7 49.6 43.0 35.6 24.1 

n/a GP Lane 
(Preferred) 52.3 42.5 36.9 30.1 19.9 

Managed Lane 
(Preferred) 26.4 20.8 17.9 14.7 8.9 

Notes:   
n/a – Movement not permitted through the I-75/575 interchange. 
GP – general-purpose lane; AM – morning; SB – southbound. 

 

Table S-5. Travel Time for I-75 and I-575 
Northbound, 2035 PM Peak Hour 

Northwest Corridor Travel Time For Trips in 2035 PM Peak 
(in minutes)   

O
ri

g
in

 o
n

 I-
75

 N
B

   

Destination

I – 75 NB I – 575 NB

Delk 
Road 

S. Marietta 
Pkwy 

N. Marietta 
Pkwy 

I-575/I-75 
JCT 

Hickory 
Grove 
Road SR 92 

Sixes 
Road 

Akers Mill 
Road 

GP Lane 
(No-Build) 10.6 19.2 27.4 48.0 76.1 73.3 97.4 

GP Lane 
(Preferred) 

9.5 16.6 23.6 40.7 62.3 62.2 81.7 

Managed 
Lane 
(Preferred) 

6.0 10.4 13.5 23.0 34.9 38.0 45.2 

Notes:   
GP = general-purpose lane; PM = evening; NB = northbound. 
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Similar benefits would be experienced by users traveling the Sixes Road to Akers Mill Road segment 
of the Northwest Corridor.  During the morning peak period, average southbound travel time for the 
No-Build Alternative would be nearly 74 minutes, compared to about 65 minutes in the 
general-purpose lanes and 34 minutes in the managed lanes under the Preferred Alternative.  During 
the evening peak period, travel in this same segment northbound would be over 97 minutes, while 
travel under the Preferred Alternative would be approximately 82 minutes in the general-purpose 
lanes and 45 minutes in the managed lanes.  Again, travel using the proposed managed lanes would 
reduce average travel time between Akers Mill Road and Sixes Road by more than half. Moreover, 
transit riders would benefit under the Preferred Alternative as transit routes would be revised to 
take advantage of the managed lanes.  Analysis of trip data shows that transit riders would be 
able to bypass the congested general-purpose lanes on both I-75 and I-575 under the Preferred 
Alternative and their travel time could generally be reduced by about half, for the interstate 
portion of the route, compared to using the general-purpose lanes under the No-Build Alternative 
described above.  Additionally, the transit travel time could be more reliable due to the improved 
level of service. 

Freight and commercial trucks would not be permitted to use the managed lanes under the 
Preferred Alternative, but travel time using the general-purpose lanes on both I-75 and I-575 is 
expected to improve somewhat.  These travel time improvements would be the same as described 
above for the Preferred Alternative general-purpose lanes.  As such, freight and commercial truck 
traffic would experience improved travel conditions and improved reliability in the general-purpose 
lanes due to improved level of service. 

S.7 Environmental Consequences 

The FEIS presents a comprehensive analysis of potential environmental impacts of the proposed 
Preferred Alternative and compares these impacts to those of the No-Build Alternative.  The 
analysis assessed impacts on land use, social, cultural, visual and aesthetics, air quality and 
noise, and natural resources.  Both long-term operational impacts and short-term temporary 
construction impacts were evaluated.  Indirect and cumulative effects are discussed as well as 
recommended measures to mitigate impacts.   

The Preferred Alternative would largely be constructed within the existing highway right-of-way of 
I-75 and I-575.  Along the 29.7-mile corridor proposed for transportation improvements, only 13 
full and 63 partial acquisitions (mostly narrow slivers of land) would be required for the project.  
An estimated 8 properties affected by property acquisition are expected be contaminated with 
hazardous materials, which would require additional investigations during future preconstruction 
phases of this project as well as special procedures during construction.  A total of 6 residential 
and 7 commercial properties would be displaced, which would require relocation of 6 residences 
with an estimated 15 household members.  A total of 12 businesses with an estimated 33 
employees also would be displaced.  These property acquisitions would not adversely affect any 
historic sites, known archaeological sites, or parklands.  The federal Uniform Relocation 
Assistance and Real Property Acquisition Act and the Georgia Relocation Assistance and Land 
Acquisition Policy Act would provide for the fair and equitable treatment of persons displaced by 
the Preferred Alternative.  Continued outreach to minority and low-income populations in the 
project area may identify additional mitigation for these impacts prior to the publication of the 
National Environmental Policy Act of 1969, as amended, required Record of Decision. 

The displaced households and businesses are located within minority and low-income 
neighborhoods in the Marietta area adjacent to the existing I-75 right-of-way.  These 
displacements are not expected to substantially disrupt existing neighborhood character or 
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cohesion.  The purchase of the private property for public use would reduce the Cobb County 
property tax base by an insignificant amount.  The new managed lanes would be constructed 
along the west side of I-75, south of the I-75/I-575 interchange to avoid impacts to streams, 
wetlands, two cemeteries and historic resources, and would be elevated on structures where 
necessary.  These structures would include both bridges and mechanically stabilized earth walls.  
This would result in a moderate change in the visual character, but not out of context in the 
existing highway setting.  Community outreach during final design would be used to identify 
context-sensitive issues such as visual impacts.  Special finishes, treatments, and landscaping 
would be used to mitigate these visual effects.  The proposed alignment of the single reversible 
lanes in the median of the existing I-75 and I-575 highways north of the I-75/I-575 interchange 
would not change the visual quality along these segments of the Northwest Corridor.  Noise 
levels would increase along the corridor and sound barriers are anticipated to mitigate these 
impacts.  Focused public outreach would occur with property owners affected by increased noise 
levels to determine appropriate noise mitigation measures during final design.  Best 
management practices also would be required during construction to reduce and minimize dust, 
noise, light and glare, and temporary traffic detours. 

The Northwest Corridor Project would result in impacts to natural features such as streams, 
floodplains, and wetlands.  In total, 3,025 linear feet of streams, 17 acres of floodplain, and 0.3 
acre of wetlands would be affected by the Preferred Alternative.  Efforts to mitigate these effects 
would be implemented during final project design.  For example, mitigation measures would 
include rehabilitation and restoration of the streams, floodplain, and wetlands following 
construction.  In addition, best construction management practices would be used to minimize 
construction effects on these resources.   

In addition, potential indirect and cumulative effects of the Preferred Alternative were evaluated.  
Indirect effects are foreseeable actions that would occur later in time or farther removed in 
distance.  Further urban development in the corridor would be consistent with local and regional 
land use plans.  As a result, no substantial induced growth or shift in land use, population, 
employment, or traffic would be anticipated; thus no indirect effects are expected to occur.  In 
contrast, cumulative effects consider the proposed project combined with reasonably 
foreseeable future actions, particularly programmed road improvement projects and planned 
redevelopment in Cobb and Cherokee Counties.  Those elements of the environment that would 
not result in substantial direct effects during construction or operation would not contribute to 
cumulative effects.  Further investigations were conducted for acquisition and displacement, 
environmental justice, aesthetics, noise, and water quality.  Considering the limited scope of 
these potential effects, no indirect or cumulative effects are expected.   

Table S-6 summarizes and compares the environmental impacts of the Preferred Alternative and 
the No-Build Alternative.  
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�x Stream Buffer Variance 

�x National Pollutant Discharge Elimination System Stormwater General Permit for Construction 
Activities 

�x Noise Ordinance Variance (for nighttime construction activities) 

�x Street Use Permit. 

S.9 Consultation and Coordination 

Good communication between affected parties, the public, and agencies is of paramount 
importance in the overall success of any transportation project.  It is an especially important 
component of the environmental review process.  As such, input has been solicited throughout 
the project process from federal, tribal, state, and local agencies and jurisdictions, interested 
organizations, as well as the general public.  

In recognition of the anticipated 
impacts on minority and low-income 
communities, the project study team 
developed a public involvement 
plan, including an environmental 
justice outreach program.  The 
program implementation was 
designed to build and sustain 
meaningful participation for all 
interested parties.  Techniques for 
obtaining participation by minority 
and low-income communities 
included distribution of project 
handouts through study area 
churches, civic organizations, and 
social service agencies, and a 
number of staffed kiosk events.  
Handouts were translated into both 
Spanish and Portuguese and paper 
and electronic versions were sent to 
community organizations for 
distribution to their members. 

In addition, interagency consultation 
and coordination was used to 
facilitate open communication and 
information sharing.  Project study 
team members from GDOT met with 
individual local government agency 
representatives.  Coordination 
pursuant to Section 106 of the National Historic Preservation Act was done, including invitations 
to the following tribal governments: Alabama-Coushatta Tribe of Texas, Chickasaw Nation, 
Eastern Band of Cherokees Indians of North Carolina, Muscogee (Creek) Nation of Oklahoma, 
Poarch Band of Creek Indians, Seminole Nation of Florida, Thlopthlocco Tribal Town, and the 
United Keetoowah Band of Indians.  Of these tribes, the Chickasaw Nation responded and 
requested future notices concerning the project be directed to the Muscogee (Creek) Nation and 
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the Cherokee Nation.  The Eastern Band of Cherokee Indians responded to concur with the 
findings of the archaeological study.  Coordination efforts with review and permitting agencies 
also included solicitation of agency perspectives on the project and review of draft technical 
reports. 

Following publication of the AA/DEIS in May 2007, 145 letters, emails, comment forms, and 
comments from the public hearings were received on the Northwest Corridor Project.  Copies of 
these comments and the court reporter documents for the three public hearing open house 
events are reproduced in the FEIS.   

The commenters on the AA/DEIS addressed three main topics – the design and operation of the 
alternatives, the environmental impacts, and the financial feasibility of the project.  Substantial 
opposition was expressed concerning the proposed TOLs due primarily to the negligible benefit 
provided and the proposed mandatory use of the tolled facilities.  Commenters pointed out that 
the proposed operating plans for the bus service for both the BRT and reduced-BRT elements of 
the proposed project were unreasonable and provided exceptionally high transit service at a 
substantial cost to the region.  Agencies, major stakeholders, and members of the public 
supported the proposed HOV or HOT lanes, but voiced concern that the AA/DEIS did not 
evaluate the HOV element of the proposed project as a stand-alone alternative.  Substantial 
negative comment was received concerning the large footprint of the project and its substantial 
adverse impacts on adjacent neighborhoods and property owners.  Commenters also called 
attention to the very high cost of construction and the operation costs of the proposed AA/DEIS 
build alternatives.  Comments considered the proposed project potentially infeasible and/or an 
inappropriate allocation of public funds for the construction and operation of a single 
transportation project.  Based largely on these substantial comments, GDOT and FHWA 
dismissed the concepts of TOLs and BRT, and initiated the preparation of a SDEIS to evaluate a 
new managed-lane concept. 

As GDOT progressed with refining the proposed Build Alternative in response to comments on 
the AA/DEIS, the project stakeholders were provided with ongoing opportunities to provide 
comments.  Public outreach included a second Notice of Intent in December 2009, additional 
newsletters, small group meetings, press releases, coordination with agencies, and coordination 
with minority and low-income communities.  For the SDEIS, GDOT held two public hearing 
open houses in October 2010.  During the SDEIS public comment period, an estimated 105 
agencies, organizations, and individuals submitted comments.  The comments were both 
positive and negative about the Two-Lane Reversible Alternative.  Major topics addressed by 
the commenters included the following: 

�x General support or opposition of the proposed managed-lane system. 

�x Engineering design (horizontal or vertical alignment) or operation of the managed-lane 
system and its connections with existing highways and HOV lanes in the Northwest Corridor. 

�x Additional reversible lanes should be provided north of the I-75/I-575 interchange. 

�x Additional transit should be included as part of the proposed transportation improvements.  

�x Proposed tolling of the reversible lanes, tolling policies for specific types of vehicles, and how 
the tolls would be collected from local as well as out-of-state residents. 

�x Toll rates and dispersal of toll revenues between GDOT and the selected P3 Developer. 

�x Project financing and sources of funding. 
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�x Potential increased congestion on nearby arterial roads and/or financial infeasibility of the 
project. 

�x Enforcement of HOVs and payment of tolls.  

�x Visual impacts of retaining walls, sound barriers, and elevated portions of the managed-lane 
system. 

�x Concerns about safety of the reversible lanes as a new type of travel lane in the region. 

�x Construction-related congestion and effects on private property access, and similar issues 
during operation especially near the proposed managed-lane interchanges.  

�x Potential noise impacts at individual properties. 

�x Potential adverse changes in property values. 

These comments have been considered and some are reflected in the minor modifications made 
to the SDEIS Build Alternative since it was identified as the Preferred Alternative.  Other 
comments have been used to refine the evaluation of potential environmental impacts in the 
FEIS.  Copies of comments received on the SDEIS are reproduced as part of the FEIS. 

In addition, as part of the environmental review process, GDOT has conducted ongoing 
consultation with various federal and state agencies since project initiation through preparation 
of the FEIS. As part of this effort, the project lead agencies, the FHWA and GDOT, have met on 
a regular basis.  In addition, GDOT has coordinated with government agencies regarding 
statutory and regulatory compliance issues of the proposed project.  Copies of over 40 written 
agency correspondences are reproduced in the FEIS to document this agency consultation.   

In particular, coordination with the Georgia State Historic Preservation Officer concluded with 
issuance of a Finding of No Historic Property Affected on September 16, 2011, which also 
documented that GDOT had fulfilled its responsibilities under Section 106 of the National Historic 
preservation Act of 1966, as amended.  On February 10, 2011, the FHWA recommended that 
the proposed project was not a project of air quality concern, was exempt from “hot-spot” 
analysis requirements, and met the statutory and regulatory transportation conformity 
requirements; and the US Environmental Protection Agency concurred with this recommendation 
on February 16, 2011. Moreover, on September 6, 2011, the FHWA approved the conformity 
determination in the recently adopted PLAN 2040 Regional Transportation Plan, which means 
the project is part of the recently adopted regional transportation plan and transportation 
improvement program. Lastly, on August 10, 2011, the US Fish and Wildlife Service sent a letter 
to FHWA acknowledging notification of changes in project design that required relocation of a 
stream, and the federal agency concurred that impacts to the stream are unavoidable and 
necessary for project implementation.  Moreover, the letter indicated the proposed mitigation fully 
satisfies GDOT’s responsibility under the Fish and Wildlife Coordination Act. 

Both public outreach and agency coordination will continue through project design, construction, 
and the start of operation.  These activities will address public concerns, project mitigation, as 
well as required construction permitting. 

S.10 Evaluation of Alternatives 

As part of the analysis presented in the FEIS, the No-Build and Preferred Alternatives were 
evaluated against the project goals, measures of effectiveness, compared, and trade-offs 
discussed.  The findings of this analysis are presented in the sections below. 
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S.10.1 Evaluation Based on Project Goals 

The goals of the Northwest Corridor Project are derived from the project needs.  Current travel 
conditions in the corridor are highly congested, which increases travel time and reduces 
transportation system reliability.  Access to regional activity centers is poor and safety is reduced 
due to congestion levels.  Travel efficiency also is low, resulting in comparatively high vehicle 
emissions.  To address these issues, goals were identified for the Northwest Corridor Project.   

The extensive traffic modeling and analysis concluded that the Preferred Alternative would better 
address project needs than the No-Build Alternative.  By constructing new managed lanes on 
I-75 and I-575, the Preferred Alternative would increase the capacity of the Northwest Corridor to 
accommodate existing as well as future travel demand through 2035.  These improvements 
would require the acquisition of 13 properties, and effects on natural resources would be 
minimal.  With these improvements, congestion under the Preferred Alternative would be less 
than what is projected under the No-Build Alternative.   

Because overall corridor travel times would decrease for both the general-purpose lanes and the 
managed lanes, though more so for the managed lanes, mobility would be improved for all 
users.  These users would include drivers and passengers in HOVs, transit passengers, and 
potentially drivers of SOVs.  Drivers and passengers in personal vehicles would have the choice 
to pay a toll and use the managed lanes to substantially reduce travel time and improve 
transportation reliability compared to continued use of the general-purpose lanes.  In addition, all 
transit passengers, including many low-income persons, would be provided with similar benefits 
at no additional cost associated with tolling as express buses in the Northwest Corridor would be 
re-routed to the managed lanes.  By making these improvements to the Northwest Corridor, 
access to regional activity centers in Marietta, Downtown Atlanta, Midtown, Perimeter Center, 
Buckhead, Cumberland-Galleria, and Town Center would be improved.  The managed-lane 
improvements would increase highway capacity and also could attract traffic from parallel 
arterials.  This in turn could reduce congestion, improve reliability, and improve safety on those 
roads.  Finally, the travel advantages of the Preferred Alternative would likely contribute to 
improved air quality by managing congestion. 

These improvements to the transportation system would result in both short-term temporary 
construction and long-term operational adverse effects.  These effects to both the natural and 
built environment, however, can be mitigated such that the adverse effects could be avoided or 
minimized.  In particular, adverse impacts on a relatively small number of minority and 
low-income populations due to right-of-way acquisition could be mitigated by the transportation 
improvements minority and low-income populations as a whole would realize during the 
operational phase of the project. 

The benefits of the Preferred Alternative include improved transportation effectiveness, 
additional transportation options and choice, improved quality of life, and improved 
transportation equity; and these benefits come with a financial cost.  That cost must be 
affordable based on the financial resources available to the region and cost-effective.  
Preliminary analysis indicates there is financial capacity to implement the Preferred 
Alternative, which is estimated to be approximately $968.3 million in year of expenditure.  

The GDOT has concluded that harnessing private-sector innovation and resources through a P3 
Developer Agreement would be the best way to ensure cost-effective and expedited delivery of 
the proposed project.  In February 2011 GDOT submitted information to FHWA documenting the 
expected commitment of funds towards construction and right-of-way acquisition phases of the 
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project.  Sources include the following:  private activity bonds, bank loan, Transportation 
Infrastructure Finance and Innovation Act loan, equity from the private sector, and GDOT 
payments.  These sources total more than $1,153 million (excluding sources required for service 
commencement) and fully indicate the project is affordable when compared to the current capital 
cost estimate of $968.3 million.  In addition, the Atlanta Regional Commission has programmed 
the necessary funding to deliver the project through a P3 Developer Agreement in the adopted 
FY 2012-2017 Transportation Improvement Program.   

The GDOT anticipates the P3 Developer Agreement would obligate the P3 Developer to design, 
construct, finance, operate and maintain the project in return for the right to retain a portion of toll 
revenues from the users of the toll portions of the project.  The P3 Developer Agreement may 
allow the P3 Developer to use identified public funding to make the proposed project financially 
feasible.  Toll revenues from the Northwest Corridor Project would be used to partially support 
both construction and operation of the project.  In accordance with FHWA’s guidance, an Initial 
Financial Plan must be prepared for the project. GDOT requested that the Initial Financial Plan 
could be submitted to FHWA for approval after the award of the P3 Developer Agreement.  At 
that time, the capital costs and sources and uses of funds provided by the P3 Developer and the 
necessary public funds would be finalized.  On July 5, 2011 FHWA concurred with GDOT’s 
request, but noted that construction funds cannot be authorized until the Initial Financial Plan 
has been submitted and approved.  

S.10.2 Trade-offs of the Alternatives 

As part of the analysis presented in the FEIS, a trade-offs analysis was conducted.  This analysis 
evaluated the Preferred Alternative across the project’s goals – transportation effectiveness, 
transportation choices, quality of life, cost-effectiveness, transportation equity, and cost-effective 
and affordable improvements. 

The No-Build Alternative encompasses planned highway and transit improvements that would be 
built whether or not the improvements in the Preferred Alternative are implemented.  Compared 
to the No-Build Alternative, the Preferred Alternative would provide improved transportation 
effectiveness, additional transportation choices, and improved quality of life.  The Preferred 
Alternative would be affordable and financially feasible.  Under the No-Build Alternative, there 
would be no adverse effects as a result of the proposed improvements of the Preferred 
Alternative, but the benefits of the Preferred Alternative also would not occur. 

The Preferred Alternative would be more effective in meeting the project goals.  The Preferred 
Alternative would provide additional transportation options that increase transportation system 
capacity in the Northwest Corridor and would improve access to activity centers.  The 
improvements would enhance mobility and support the public and private investments consistent 
with local land use and transportation plans without degrading air quality.  The improvements 
would be equitable in terms of benefits provided to the various study area population groups, 
and, in general, environmental impacts.  For some elements of the environment, no significant 
adverse impacts would occur.  For others, no significant adverse impacts would result following 
the implementation of best management practices and recommended mitigation measures. 

S.11 The Next Steps 

Consultation and coordination with government agencies, stakeholders, and members of the 
public would continue through the completion of the environmental review process and on 
through project final design, construction, and operation.  GDOT and the selected P3 Developer 
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would meet with property owners to make final decisions regarding potential sound barriers and 
mitigation for visual effects.  Moreover, the P3 Developer would also respond to public 
complaints during construction. 

In the near-term, the FEIS is posted on the project website www.nwcproject.com.  Paper copies 
were sent to the following libraries:  Atlanta-Fulton County Library, Cobb County Library, and the 
Sequoyah Regional Library.  A newsletter highlighting key points of the FEIS, ways to submit 
comments, and upcoming public involvement activities was distributed.  Information kiosks will 
be held at malls, churches, service organizations, and other public meetings such as city council 
or county commission meetings.  Project team members will be available upon request to 
present project updates to special interest groups.  In addition, a public meeting will be held to 
discuss with property owners the proposed sound barriers and potential effects on their property. 

The review period for the FEIS will extend for 30 days following the publication date, after which 
FHWA may issue a Record of Decision.  Following the issuance of this document, FHWA may 
make a final decision regarding implementation of the Northwest Corridor Project.   

 

 






