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 STATE OF FLORIDA DEPARTMENT OF TRANSPORTATION 
 ENVIRONMENTAL DETERMINATION 
 
1. GENERAL INFORMATION 
 

County:   Broward 
Project Name:  I-595 (SR 862) PD&E Study 
Project Limits:  From the I-75 Interchange to the I-95 Interchange 
Project Numbers: 409354-1-22-01  5951 539 I  

Financial Project   Federal  
 
2. PROJECT DESCRIPTION 

a. Existing:  See Attachment 2.A. 
b. Proposed Improvements:  See Attachment 2.B. 

 
3. CLASS OF ACTION 

a. Class of Action:      b. Other actions: 
[  ] Environmental Assessment   [X] Section 4(f) Statement 
[  ] Environmental Impact Statement  [X] Section 106 Consultation 
[X] Type 2 Categorical Exclusion   [X] Endangered Species Assessment 
c. Public Involvement: 

1. [  ] A public hearing is not required, therefore, approval of this Environmental Assessment 
constitutes acceptance of the location and design concepts for this project. 

2. [X] A public hearing was held on November 29, 2005 and a transcript is included with the 
environmental determination.  Approval of this Type 2 Categorical Exclusion constitutes 
location and design concept acceptance for this project. 

[  ] An opportunity for a public hearing was afforded and a certification of opportunity is 
included with the environmental determination.  Approval of this constitutes Type 2 
Categorical Exclusion acceptance of the location and design concepts for this project. 

3. [  ] A public hearing will be held and the public hearing transcript will be provided at a later 
date.  Approval of this Type 2 Categorical Exclusion DOES NOT constitute location and 
design concept acceptance for this project. 

[  ] An opportunity for a public hearing will be afforded and a certification of opportunity will be 
provided at a later date.  Approval of this Type 2 Categorical Exclusion DOES NOT 
constitute acceptance of the project's location and design concepts. 

d. Cooperating Agency:  [  ]  COE    [  ]  USCG    [  ] FWS   [  ]  EPA    [  ] NMFS    [X] NONE 
 
4. REVIEWER'S SIGNATURE 
 
 

                   / /  
FDOT Project Manager          Date 

 
 

                   / /  
FDOT Environmental Specialist         Date 

 
 

                   / /  
FHWA Transportation Engineer        Date 

 
5. FHWA CONCURRENCE 
 
 

                   / /  
 Division Administrator           Date 
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6. IMPACT EVALUATION 

 S   M  N  N 
Topical Categories     i   i  o  o  REMARKS 

 g   n  n  I 
 n    e  n 

A. SOCIAL IMPACTS 
1. Land Use Changes   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.1.  
2. Community Cohesion   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.2.  
3. Relocation Potential   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.3.   
4. Community Services   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.4.   
5. Title VI Considerations  [  ]  [X]  [  ]  [  ]  See Attachment 6.A.5.   
6. Controversy Potential   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.6.   
7. Utilities and Railroads   [  ]  [X]  [  ]  [  ]  See Attachment 6.A.7.  

 
B. CULTURAL IMPACTS 

1. Section 4(f) Lands    [  ]  [X]  [  ]  [  ]  See Attachment 6.B.1.  
2. Historic Sites/Districts   [  ]  [X]  [  ]  [  ]  See Attachment 6.B.2.    
3. Archaeological Sites    [  ]  [  ]  [X]  [  ]  See Attachment 6.B.3.  
4. Recreation Areas    [  ]  [X]  [  ]  [  ]  See Attachment 6.B.4.  

 
C. NATURAL ENVIRONMENT 

1. Wetlands       [  ]  [X]  [  ]  [  ]  See Attachment 6.C.1.  
2. Aquatic Preserves    [  ]  [  ]  [  ]  [X]        
3. Water Quality     [  ]  [  ]  [X]  [  ]  See Attachment 6.C.3.  
4. Outstanding Fla. Waters  [  ]  [  ]  [  ]  [X]        
5. Wild and Scenic Rivers  [  ]  [  ]  [  ]  [X]        
6. Floodplains     [  ]  [  ]  [X]  [  ]  See Attachment 6.C.6.  
7. Coastal Zone Consistency [  ]  [  ]  [X]  [  ]  See Attachment 6.C.7.  
8. Coastal Barrier Islands  [  ]  [  ]    [  ]    [X]        
9. Wildlife and Habitat   [  ]  [X]   [  ]    [  ]  See Attachment 6.C.9.  
10. Farmlands      [  ]  [  ]  [  ]  [X]        

 
D. PHYSICAL IMPACTS 

1. Noise       [  ]  [X]  [  ]  [  ]  See Attachment 6.D.1.  
2. Air        [  ]  [  ]  [X]  [  ]  See Attachment 6.D.2.  
3. Construction     [  ]  [X]  [  ]  [  ]  See Attachment 6.D.3.  
4. Contamination     [  ]  [X]  [  ]  [  ]  See Attachment 6.D.4.  
5. Navigation      [  ]  [X]  [  ]  [  ]  See Attachment 6.D.5.  
 

a. [  ] FHWA has determined that a US Coast Guard Permit IS NOT required in accordance with 
23 CFR 650, Subpart H. 

 
b. [X] FHWA has determined that a US Coast Guard Permit IS required in accordance with 23 

CFR 650, Subpart H. 
 

E. PERMITS REQUIRED 

See Attachment 6.E. 
 
7. WETLANDS FINDING  
It is determined that there is no practicable alternative to the proposed construction in wetlands and that 
the proposed action includes all practicable measures to minimize harm to wetlands which may result in 
such use.  
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8.  COMMITMENTS AND RECOMMENDATIONS 
 
COMMITMENTS 
The FDOT made a series of commitments during the course of the study pertaining to 
the I-595 corridor improvements.   

• The first section below is a summary of the understandings established with FHWA 
at the conclusion of the I-95/I-595 Master Plan Study. 

• The second set of commitments summarizes agreements reached between the 
FDOT and agencies having jurisdiction over facilities or resources adjacent to or 
within the I-595 corridor that are immediately impacted by, or have the potential to 
be impacted by, the proposed corridor improvements.   

• The final set of commitments indicates how future aspects of the project will be 
conducted to assure that the interests of public agencies, elected officials, citizens, 
and related projects are respected as the proposed I-595 corridor improvements are 
enacted in the coming years. 

 
Status of Master Plan Based Understanding with FHWA  
At the conclusion of the I-95/I-595 Master Plan Study, FDOT made a presentation to 
FHWA which covered the study findings and proposed a series of follow-up actions 
regarding the I-595 corridor.  As a result of the presentation, conducted on July 10, 
2001, FDOT and the FHWA came to an understanding of how to proceed with these 
actions.  The following is a summary of each of the key items presented to FHWA, the 
understanding reached between FHWA and FDOT regarding that proposal, and the 
status of each proposal as of March 2006. 
 

1. The alternatives to be studied during the I-595 PD&E Study should only 
include the Master Plan LPA Build Alternative, and variations of it, and a No 
Build Alternative.  This is possible because 15 different build alternatives were 
examined during the Master Plan Study.  The Master Plan LPA, which had a design 
year of 2020, is to be updated and further developed during this PD&E phase of 
study to accommodate traffic for a design year of 2034, which is an additional 14 
years of traffic growth within the corridor. 

Understanding:  The I-595 PD&E Study build alternative will consist of the Master 
Plan LPA concept, modified to accommodate an additional 14 years of growth in the 
I-595 corridor, and using 2034 as the forecast year for design traffic.  

Status as of March 2006:  The Master Plan LPA concept was modified to 
accommodate Year 2034 traffic.  This modified version of the LPA became 
Alternative 1A of the I-595 PD&E Study.  Due to right of way impacts associated with 
Alternative 1A, other design concepts were developed that combined a series of 
design modifications to meet year 2034 travel demands within the I-595 corridor. 
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2. For PD&E projects of a Type 2 Categorical Exclusion or lesser class of action, 
no Public Hearing will be conducted.  Public Hearings will be conducted for 
projects requiring an Environmental Assessment or Environmental Impact 
Statement.  The public will have another opportunity to review these projects during 
the Broward County MPO’s annual Transportation Improvement Program (TIP) 
adoption process. 

Understanding:  The FHWA agreed to this proposal. 

Status as of March 2006:  Several changes to the Master Plan LPA Build 
Alternative were required to minimize potential environmental impacts, construction 
costs, and the right of way acquisition needed to implement the I-595 corridor 
improvements based on the 2034 design year traffic.  Therefore, FHWA and FDOT 
decided that a formal Public Hearing would need to be conducted during the I-595 
PD&E Study to present the design alternatives and the No Build alternative that 
were evaluated during the study.  A formal Public Hearing was conducted on 
November 29, 2005.  

3. An Interchange Operational Analysis Report (IOAR) using Highway Capacity 
Software (HCS) will be prepared for the segment of I-595 between University 
Drive and the west end of the study corridor.  A Systems Interchange 
Modification Report (SIMR) using CORSIM will be prepared for the I-595 
segment between I-95 and University Drive. 

Understanding:  The FHWA agreed to a traffic operational approach that could be 
used in subsequent development of systems interchange analyses and reports to 
the FHWA.  Agreement was reached on creating a SIMR for the segment of I-595 
between I-95 and the University Drive interchange (inclusive). 

Status as of March 2006: In a letter dated January 28, 2005, FHWA approved the 
SIMR prepared for the I-595 corridor (from I-75 to I-95). 

4. Design Exceptions are proposed for the viaduct that spans Pond Apple 
Slough Natural Area and the vertical and horizontal curves of the University 
Drive flyover ramp replacement.  Reducing the width of the shoulders to less than 
10 feet, in select areas, and reducing selected through-lane segments to less than 
12 feet will dramatically reduce the right of way acquisition and construction costs of 
improvements within the I-595 corridor.  This can be accomplished by restriping the 
existing roadway surface rather than constructing modifications to it.  It is also 
proposed that FHWA authorize FDOT to reconstruct the flyover ramps at the 
University Drive interchange in-kind, as long as there are no crash or safety 
concerns within the interchange area.  These proposals for the I-595/University 
Drive interchange will reduce right of way impacts in that portion of the corridor.  As 
part of its understanding with FDOT, any design exceptions requested from FHWA 
will be supported by safety and design parameter analyses. 

Understanding:  With proper documentation of safety impacts and design 
parameter analyses, FHWA will grant design exceptions and in-kind reconstruction 
of the University Drive interchange flyover ramp replacements as part of a 
coordinated effort to reduce right of way acquisition and construction costs. 
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Status as of March 2006: The restriping project for adding an additional lane in the 
westbound direction on the viaduct section has been approved by the FHWA and 
has been constructed. Design exceptions were required for substandard shoulder 
widths on I-595 westbound over the south fork of the New River, I-595 westbound 
over SR 84, I-595 westbound over SR 7, and the I-595 westbound ramp from I-95 
southbound. 

Analysis of crash data within the I-595 corridor indicates that there is not a crash 
problem within the I-595/University Drive interchange area.  Therefore, the design 
exceptions and in-kind ramp reconstruction previously identified for this interchange 
area have been incorporated into the improvements proposed for the I-595 corridor.   

5. Level of Service failures are unresolved for the EB on-ramps at Nob Hill Road, 
Pine Island Road, and Davie Road.  Continuing Level of Service failures along the 
EB on-ramps at the Nob Hill Road, Pine Island Road, and Davie Road interchanges 
may remain unresolved under the proposed design concept due to geometric 
constraints and proposed construction costs of alternate treatments.  The I-595 
PD&E Study will go forward with the philosophy that the Interstate highway mainline 
will be given priority in the system for moving corridor traffic.  Areas that may not 
accommodate the demand will be restricted to on-ramps only.   

Understanding:  FHWA agrees with the philosophy that the Interstate mainline 
should be given priority in achieving acceptable operational performance levels.  
However, FHWA expects FDOT to fully document any proposed design solutions 
that result in any Level of Service failures remaining in the corridor after all proposed 
improvements are constructed to demonstrate that the failures have been moved 
away from the mainline and onto the ramps.   

Status as of March 2006: All proposed failures remaining within the I-595 corridor 
have been identified and documented in this study.  The documentation that these 
failures do not occur on mainline segments, but rather at the on-ramps, is provided 
in Section 6.0 of this report. 

6. An evaluation of the use of tolls for the reversible lanes portion of the project 
is proposed in the I-595 PD&E Study.  Florida’s Turnpike Enterprise will perform a 
detailed Toll and Revenue Analysis for the reversible lanes portion of the project 
corridor.  The reversible lanes are the only portion of the corridor for which tolls are 
being considered.   

Understanding:  The FHWA has agreed that an analysis of the feasibility of placing 
tolls on the reversible lanes as a means of generating revenues that could capitalize 
a significant percentage of the reversible lanes construction costs is warranted.   

Status as of March 2006: The Florida Turnpike Enterprise is currently developing a 
revenue model and report to determine the feasibility of placing tolls on the 
reversible lanes.  The evaluation and coordination regarding the tolling of reversible 
lanes will continue to be evaluated into the design phase of the project.  
Consideration will be given to tolling these lanes as not only a means of generating 
revenue, but also as a way to manage the traffic through congestion pricing.    



ENVIRONMENTAL MANAGEMENT – 12/03 
Page 6 of 14 

 

7. Impacts to Tri-Rail Double Tracking and Fort Lauderdale-Hollywood 
International Airport Expansion projects will be avoided.  The I-595 PD&E Study 
proposed improvements will not encroach into or negatively impact vertical 
clearances for the rail corridor or the airport approach glide paths.   Modifications to 
I-595 developed as part of the airport’s access changes will be included in the study 
documents. 

Understanding:  The FHWA agreed with this concept.  However, proposed 
changes in I-595/airport access identified by Broward County may be reflected in the 
proposed design concept when identified as being performed “by others.” 

Status as of March 2006: Through subsequent refinements of the scope of services 
for the I-595 PD&E Study, the limits of the study corridor addressed only mainline 
improvements through the I-595/I-95 interchange.  The eastern terminus of the I-595 
PD&E Study did not extend far enough to the east to involve either the Tri-Rail line 
or airport access improvements. Coordination with Broward County regarding 
proposed improvements with the I-595/I-95 interchange will continue through the 
design and construction phases of the project. 

 
PD&E Study Commitments 
As the I-595 PD&E Study progressed, several special agreements were developed 
between the FDOT and other public agencies with regard to specific project elements. 

 

1. The South Florida Water Management District (SFWMD) North New River Canal 
runs parallel to the study corridor throughout the project length.  The FDOT made 
several commitments related to preserving the flow capacity and maintainability of 
the canal while making improvements to the I-595 mainline, the SR 84 frontage road 
system, and several interchange areas.  These commitments included the following:  

• FDOT will provide SFWMD with the wind loadings that are used in the design 
of the noise walls.   

• FDOT will provide a 100 feet staging area next to all bridge structures. 

• FDOT will provide a minimum 25 feet gap, or appropriate maintenance 
access approved by SFWMD, in the noise wall at the SFWMD “Lot #29” 
(purchased by SFWMD for maintenance of Sewell Lock). 

• FDOT will provide a 3-foot asphalt mow strip, similar to a guardrail treatment, 
in front of proposed noise walls.  This will assist the SFWMD with 
maintenance adjacent to the walls. 

In the event that noise abatement measures cannot be constructed on the south 
side of the canal and therefore must be provided on the north side of the canal, 
FDOT will adhere to the following commitments: 

• FDOT will typically locate the noise walls ±4 feet from the residential property 
line to allow for construction of the wall and foundation.   

• FDOT will encroach into the SFWMD right of way for the noise walls on the 
north side of the SFWMD right of way, where the existing canal right of way is 
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more than 44 feet.  The FDOT will provide a minimum of 40 feet from top of 
bank to the noise wall for maintenance of the canal.   

• FDOT will not meander the noise walls for trees and fences but will hold to 
the northern SFWMD right of way line and the ±4 feet offset. 

• FDOT may need to provide access to docks located south of the proposed 
noise walls.  To accomplish this, it may be necessary to stagger the walls, 
which would ultimately reduce the berm width.  The issue of access and its 
design will be coordinated with the SFWMD during the design phase of the 
project. 

2. In a meeting held on October 21, 2005, the United States Coast Guard agreed that 
the 55-foot vertical clearance criterion for the North New River Canal will not apply to 
the proposed bridges (i.e. direct connection ramp/bridge from/to Florida’s Turnpike, 
WB I-595 ramp/bridge to NB Florida’s Turnpike, and the New River Greenway 
Pedestrian Bridge) crossing over the section of canal between Sewell Lock and    
SR 7.  The FDOT committed to maintain at least 20-foot of vertical clearance and 
30-foot of horizontal clearance (15 feet each side of the centerline of the waterway) 
for navigation. 

3. Access to Sewell Lock Park, located on the north side of the I-595 corridor west of 
the Davie Road interchange, is provided from SR 84 WB.  The Park is a historic site 
and a Section 4(f) resource owned by the Broward County Parks and Recreation 
Department.  FDOT agreed that no permanent impacts to either Sewell Lock Park or 
its access from SR 84 will result from the improvements proposed for the I-595 
corridor. 

4. The I-595 corridor passes over an area impacted by a deep groundwater 
contamination plume from an offsite source identified by the United States 
Environmental Protection Agency under Sections 106 and 107 of the 
Comprehensive Environmental Response, Compensation, and Liability Act 
(CERCLA aka. Superfund).  The offsite source of contamination is known as the 
Florida Petroleum Reprocessors (FPR) Superfund Site.   

Meetings were held with the U.S. Environmental Protection Agency and plans were 
reviewed for all improvements within the I-595 corridor including Florida’s Turnpike 
interchange and mainline.  Based on this coordination, a Consent Decree was 
drafted and lodged by the U.S Department of Justice which provides provisions to 
design and construct all roadway improvements within the contaminated area.  The 
FDOT committed to adhere to all provisions of the Consent Decree and coordinate 
with the EPA on any substantial construction plan changes during the final design 
phase.  A copy of the Consent Decree is provided in the Contamination Screening 
Evaluation Report.     

5. Pond Apple Slough Natural Area is a wetland area located adjacent to the I-595 
corridor east of the SR 7 interchange area.  FDOT committed to the SFWMD and 
the Broward County Parks and Recreation Department that designs developed for 
improvements to the I-595 corridor will minimize impacts to limited access right of 
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way adjacent to Pond Apple Slough Natural Area and provide any mitigation 
measures that are required by the jurisdictional agencies.   

6. Broward County has developed its Greenways System plan to connect all major 
neighborhoods within the County using travelways designed for non-motorized 
transportation modes.  The countywide Greenways System will consist of bicycle 
and equestrian paths, nature trails, and waterways.  Portions of SR 84 and I-595 
crossroads have been designated as major components of this Greenways System.   

FDOT agreed to modify its plans for the corridor by relocating the Greenway from 
the south bank of the North New River Canal (immediately north of I-595) to the 
north bank of the North New River Canal (immediately south of SW 25th Street) 
between SR 7 and theoretical SW 51st Avenue.  The relocated Greenway would be 
within 200 feet of the existing alignment and would occupy SFWMD right of way for 
the North New River Canal from SR 7 to SW 41st Avenue, Broward County right of 
way for SW 25th Street between SW 41st Avenue and SW 44th Terrace, and SFWMD 
right of way for the North New River Canal from SW 44th Terrace to theoretical SW 
51st Avenue.  At theoretical SW 51st Avenue, a new bridge will be constructed for the 
Greenway over the North New River Canal to connect it to the south bank of the 
North New River Canal, where it will continue to Davie Road immediately adjacent to 
the canal bulkhead.  From Davie Road to Sewell Lock Park, the Greenway will follow 
its current alignment.  FDOT has committed to construct the relocated section of the 
Greenway prior to impacting the existing section thereby resulting in no net loss of 
Greenway or its function.  As a result, there will be minimal impacts to the Greenway 
during construction as documented in the Programmatic Section 4(f) Evaluation that 
was approved by FHWA on March 14, 2006.  See Appendix G of this report for the 
Section 4(f) approval letter from FHWA. The Broward County Greenways Project 
Manager has concurred with this proposed action.    

The relocation of the Broward County Greenway is acceptable to the SFWMD as 
long as it remains flush with the ground and does not impact the SFWMD’s ability to 
maintain the canal bank.  Erosion concerns must be addressed during construction 
and final disposition of the Greenway. 

7. FDOT has included recommendations for the location of a transit envelope within the 
I-595 corridor suitable for future implementation of a light rail transit (LRT) system.  
These envelopes have been incorporated into the typical sections developed for 
each Build Alternative proposed for the I-595 corridor improvements.  This includes 
an understanding that the Federal Transit Authority (FTA) Preliminary Engineering 
phase for the Central Broward East-West Transit Alternatives Analysis (CBE-WTAA) 
will evaluate the transit project’s location and impacts in more detail.  FDOT will re-
evaluate the   I-595 PD&E Study before advancing the right of way phase of any I-
595 corridor project.  This re-evaluation will consider the latest progress and 
information from the transit study.   

8. To minimize adverse effects to the endangered Wood stork, the FDOT will 
determine if there are any active Wood stork breeding colonies within 18.6 miles of 
the proposed improvements at the time the Environmental Resource Permit (ERP) 
application is submitted to the US Army Corps of Engineers (ACOE). If the proposed 
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improvements are determined to be within the core foraging area (18.6 miles) of any 
active Wood stork breeding colony, any wetlands impacted will be replaced within 
the core foraging area of the active Wood stork breeding colony.  The compensation 
plan will include a temporal lag factor, if necessary, to ensure wetlands provided as 
compensation adequately replace the wetland functions lost due to the project, and 
the wetlands offered as compensation will be of the same hydroperiod as the 
wetlands impacted.  If the replacement of wetlands within the core foraging area is 
not practicable, the FDOT will coordinate with the U.S. Fish and Wildlife Service 
(USFWS) to identify acceptable wetland compensation outside the core foraging 
area, such as purchasing wetland credits from a “FWS Approved” mitigation bank. 

The FDOT agrees to follow the USFWS Standard Construction Conditions for the 
Florida Manatee during implementation of the project, and Technical Special 
Provisions will be incorporated into the contractor’s bid documents 

The FDOT agrees to follow the USFWS Standard Protection Measures for the 
Eastern indigo snake during implementation of the project, and Technical Special 
Provisions will be incorporated into the contractor’s bid documents 

9. The FDOT will provide the following information to the National Marine Fisheries 
Service (NMFS) as the project progresses to the design, permitting, and 
implementation stage: 

• A detailed description of the construction activities. The information will 
describe whether subaqueous work will be implemented, types of 
construction methods proposed (i.e., pile drivers, cranes, dredges, hoppers, 
or barges, etc). 

• A list of conservation and avoidance measures for listed species on 
construction methods (i.e., best management practices for water quality 
protection and erosion control to be implemented in the project design and 
implemented during construction). 

• A short description or drawings of the new bridge(s) over tidal waters.  The 
drawing or description will indicate the number of piles in the water for the 
bridge fenders and the location of the new piers. 

• A Stormwater Management Plan.  The plan will include the type of treatment 
and maintenance of the stormwater treatment system. The treatment will be 
in accordance with state and federal (NPDES) standards. 

10. The FDOT will keep a boundary fence around the Cherry Camp archaeological site 
(8BD82) for the duration of the I-595 construction projects to prevent staging areas 
or temporary access roads from impacting the site. 

11. In order to minimize the unavoidable effects of right of way acquisition and 
displacement of people, the FDOT will carry out a Right of Way and relocation 
program in accordance with Florida Statute 339.09 and the Uniform Relocation 
Assistance and Real Property Acquisition Policies Act of 1970 (Public Law 91-646 
as amended by Public Law 100-17). 
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Commitments for Later Phases of the Project 

The following commitments have been made by the FDOT and will be adhered to during 
the final design and/or construction phases: 

1. FDOT will continue to coordinate with elected officials and agency/municipality 
representatives over the course of the final design phase of the project. 

2. FDOT will continue to coordinate with the Turnpike Enterprise regarding the design 
of I-595/Florida’s Turnpike interchange structures, project funding, sequencing of the 
improvements, and the design and construction schedules. 

3. FDOT will continue to coordinate with the State Historic Preservation Officer (SHPO) 
regarding the design of noise walls adjacent to the North New River Canal. 

4. FDOT will create a Community Awareness Plan (CAP) so that public involvement is 
maintained throughout the entire project. 

5. FDOT will seek community input regarding the desires, types, heights, and locations 
of noise abatement barriers where it has been deemed reasonable and feasible 
during the PD&E process.  The FDOT is committed to the construction of feasible 
noise abatement measures at noise-impacted locations, contingent upon the 
following conditions:  detailed noise analyses during the final design process support 
the need for abatement; reasonable cost analyses indicate that the economic cost of 
the barriers will not exceed the guidelines; preferences regarding the compatibility of 
the proposed mitigation measures with adjacent land uses, particularly as addressed 
by officials having jurisdiction over such land uses has been noted; safety and 
engineering aspects as related to the roadway user and the adjacent property 
owner(s) have been reviewed; and any other mitigating circumstances identified in 
the FDOT PD&E Manual, Volume II, Section 17-4.6.1. 

6. FDOT will maintain access to businesses and residences to the maximum extent 
possible during construction.  

7. FDOT will require that the sequence of construction be planned in such a way as to 
minimize traffic delays. The project will involve the development and use of a 
Maintenance of Traffic Plan / Traffic Control Plan. The local news media will be 
notified in advance of road closings and other construction-related activities, which 
could inconvenience the community so that business owners, residents, and/or 
tourists in the area can plan travel routes in advance. A sign providing the name, 
address, and telephone number of an FDOT contact person will be displayed onsite 
to assist the public in obtaining answers to questions or complaints about project 
construction. 

8. FDOT will mitigate for any wetland impacts resulting from the construction of this 
project by using one of the options discussed during the Interagency Meeting on 
June 28, 2005.  These options include, but do not limit FDOT to, rehydration of Pond 
Apple Slough Natural Area; property acquisition and wetland restoration adjacent to 
I-595 and Pond Apple Slough Natural Area; purchase of credits in an appropriate 
Wetland Mitigation Bank; or utilization of the Senate Bill.  FDOT will maintain 
coordination with all appropriate regulatory and government agencies regarding the 
mitigation required for unavoidable impacts to wetlands adjacent to Pond Apple 
Slough Natural Area. 
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9. FDOT will evaluate the use of drainage structures, such as box culverts, to minimize 
or avoid haul road impacts to natural flow areas from the limited access right of way 
into Pond Apple Slough Natural Area.  

10. FDOT will require the contractor to adhere to air quality and noise provisions of the 
FDOT Standard Specifications for Road and Bridge Construction, as well as 
appropriate Best Management Practices, to minimize the adverse effects on air and 
noise quality from construction activities.   

11. FDOT will require the contractor to dispose of all oil, chemicals, fuel, etc., in an 
acceptable manner according to local, state, and federal regulations and forbid any 
dumping of contaminants on the ground or in sinkholes, canals, or borrow lakes.  
Appropriate Best Management Practices will be used during the construction phase 
for erosion control and water quality in order to obtain Chapter 62-25, F.A.C. 
compliance.  In addition, the contractor will be required to adhere to the FDOT 
Standard Specifications for Road and Bridge Construction.   

 
RECOMMENDATIONS 
As part of the I-595 PD&E Study design analysis, a comprehensive Value 
Engineering/Design Review (VE/DR) Team was assembled.  The multi-disciplined team 
was composed of senior staff from FDOT District 4, Broward County, Florida’s Turnpike 
Enterprise and consultants.  The purpose of the team was to conduct detailed design 
reviews of the design alternatives at critical stages of the refinement process to assure 
that the proposed improvements were cost effective, constructible, and made the most 
efficient use of existing right of way.  A series of six VE/DR sessions were held in which 
the project’s key engineering decisions were thoroughly reviewed and evaluated.  The 
refinements to the LPA that emerged from the earlier VE/DR workshops were 
incorporated into a single PD&E design concept, Alternative 1A.   
 
As Alternative 1A, the LPA to advance from the Master Plan, was developed further it 
became apparent that extensive right of way acquisition would be required to construct 
transit along the south side of SR 84.  As a result, the project team developed three 
additional concepts, in coordination with the transit study consultants, local 
municipalities and stakeholders, FHWA, and the VE/DR Team.  The three alternatives 
were designated as Alternatives 1B, 2A, and 2B.  The three alternatives maintained the 
basic design components of the Master Plan LPA (reversible lanes, auxiliary lanes, 
braided ramp systems, etc.) but made more efficient use of the space available within 
the existing corridor right of way.  After a comparative analysis of the four design 
alternatives was performed, Alternatives 1A and 2B were eliminated from further 
consideration.  The No Build Alternative and Alternatives 1B and 2A were carried 
forward for further consideration as the I-595 PD&E Study preferred alternative. 
 
On November 29, 2005, FDOT held the I-595 PD&E Study public hearing to provide an 
opportunity for the public to comment on the project and the alternatives being 
considered.  The public hearing was setup to accommodate an informal interaction 
(open forum) between attendees and project staff and a more formal presentation (in a 
theatre setting) which allowed for public comment. There were a total of 216 people who 
registered at the sign-in table. 
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During the public hearing, several individuals expressed appreciation for what they 
deemed as much needed improvements, but some individuals also voiced concerns 
with different components of the project improvements.  The main concerns expressed 
by attendees were quite similar to comments expressed at the previous public 
workshops and commonly pertained to either noise generated by the existing facility 
and/or the potential improvements or to the perceived negative visual impact of braided 
ramps and elevated structures.   
 
A total of 37 comment cards or letters were submitted to the FDOT at the public 
hearing, or by email or mail within the prescribed comment period of 20 days.  The 
comments expressed support or concern for the project, the various components, or the 
alternatives.  The feedback emerging from the public hearing was evenly split between 
the two alternatives as to which should be selected the preferred alternative.  The 
documentation from the public hearing, including the public hearing transcript, is 
provided in more detail in Section 8.5 and Appendix A of the Preliminary Engineering 
Report.     
 
After the public hearing, the FDOT conducted a review of the alternatives, public 
hearing results, and recent Florida Turnpike Enterprise coordination.  The following 
factors were used to compare the remaining alternatives and to select a preferred 
alternative:  

• Corridor benefit (capacity and operations, system linkage, transit):  Of the two 
remaining alternatives, Alternative 2A maximizes the efficiency of the corridor by: 1) 
providing regional to regional direct connections between I-75, Florida’s Turnpike, 
and I-95; 2) providing additional capacity within the corridor by a third reversible 
lane; 3) minimizing impacts to adjacent properties by locating most improvements 
within the existing right of way; and 4) supporting implementation of a potential 
transit facility.  The opportunity to provide direct connectors to the Florida’s Turnpike 
can only be made possible by providing three reversible lanes within the I-595 
corridor, as proposed in Alternative 2A.  The existing corridor only has sufficient right 
of way for two at-grade reversible lanes, however, if the required three reversible 
lanes are provided on structure then right of way is not a constraint.      

• Incident management (at-grade versus elevated reversible lanes):  The City of 
Weston expressed some concern about the safety risks associated with the elevated 
reversible lanes.  In the ensuing Freeway Incident Management (FIMT) meeting that 
was held on November 9, 2005, the group agreed that there were no fatal flaws in 
providing incident management on the elevated reversible lanes and that both 
Alternatives 1B and 2A were viable concepts.   

• Environmental consideration: Considering that the two alternatives provide negligible 
differences in Section 4(f) and noise impacts, mitigation requirements, and 
aesthetics issues, environmental features were not deemed a decisive factor in 
selecting the preferred alternative.    

• Costs:  Detailed costs of the two remaining alternatives (including the transit 
component within the I-595 corridor) were developed as part of the study process.  
Alternative 2A has an overall corridor improvement cost of $1.625 billion compared 
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to $1.304 billion for Alternative 1B.  The overall corridor improvement cost includes 
the construction costs associated with the I-595 roadway improvements, including 
reversible lanes and transit (but not transit stations); the right of way costs 
associated with the roadway, offsite drainage ponds, and transit requirements (but 
not transit stations); and the engineering costs associated with corridor 
management, final design, and construction, engineering, and inspection (CEI).   

 
After evaluating each of these factors, it was determined that Alternative 2A provides 
the best opportunity to move people and goods along I-595 between I-75, Florida’s 
Turnpike, and I-95.  Alternative 2A provides a direct connection to Florida’s Turnpike, 
which maximizes the potential capacity of the corridor by adding a third lane to 
reversible lane system and by reducing congestion on the mainline general purpose 
lanes.  This increase in capacity will ultimately improve the operations and safety along 
the corridor, particularly at the interchange with the Florida’s Turnpike.  Alternate 2A 
also provides the most flexibility for additional transportation options in the corridor by 
providing space in the median area for future transportation needs. These benefits that 
maximize the corridor’s potential for transportation make Alternative 2A the 
preferred alternative. 
 
Alternative 2A, the preferred alternative, provides for six 12-foot general purpose lanes 
(three in each direction), 10-foot inside and outside paved shoulders, and 12-foot 
auxiliary lanes between interchanges.  SR 84 will have two 12-foot lanes and 4-foot 
paved shoulders (undesignated bicycle lanes), with Type F curb and gutter and 6- to 12-
foot wide shared use path proposed on the outside.  Alternative 2A also proposes three 
12-foot reversible lanes with 10-foot shoulders on a 59-foot wide bridge structure 
elevated in the I-595 median.  The proposed typical section is shown in Figure 1-2 from 
the PER. Consistent with the major components of the previous Master Plan LPA, the 
preferred alternative 2A provides the following improvements: 

• Reversible lanes, serving express traffic, to/from I-75/Sawgrass Expressway from/to 
east of SR 7 

• Direct connect ramp to/from Florida’s Turnpike from/to the reversible lanes 

• Continuous connection of SR 84 between Davie Road and SR 7 

• Collector-Distributor (C-D) system between Davie Road and I-95 

• Two-lane off-ramps 

• Braided interchange ramps to eliminate mainline weaving segments 

• Combined ramps and cross-street bypasses to reduce congestion 

• A WB to NB ramp at Florida’s Turnpike 

• Modifications to the I-595/Florida’s Turnpike interchange 

• An envelope for a potential transit element to be integrated into the corridor 
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Attachment 2.A:  EXISTING CONDITIONS 
 
PROJECT DESCRIPTION 
Project Location 
The I-595 corridor is located in central Broward County, Florida.  The I-595 PD&E Study 
limits extend from the I-75/Sawgrass Expressway interchange (Mile Post 0.592) west of 
SW 136th Avenue to the I-595/I-95 interchange (Mile Post 10.407) for a total project 
length of approximately 10 miles (see Figure 1-1).  The I-595 corridor passes through or 
lies immediately adjacent to six governmental jurisdictions:  the City of Sunrise, Town of 
Davie, City of Plantation, City of Fort Lauderdale, and Town of Dania, as well as 
unincorporated areas of Broward County. 
 
The majority of the I-595 corridor is comprised of two facilities:  I-595 and SR 84.  The 
I-595 portion of the corridor is a six-lane, limited access facility.  In addition to the 
interchanges with the two freeway systems at each end of the study corridor, there are 
nine other interchanges along the corridor at the following crossroads:  SW 136th 
Avenue, Flamingo Road (SR 823), Hiatus Road, Nob Hill Road, Pine Island Road, 
University Drive (SR 817), Davie Road, Florida’s Turnpike (SR 91) and SR 7 (US 441). 

 
The SR 84 portion of the corridor lies both north and south of the I-595 mainline.  The 
two lanes north of the mainline operate one-way WB while the two lanes south of the 
mainline operate one-way EB.  In the area west of the I-75 interchange and continuing 
east to Davie Road, the SR 84 lanes serve as a collector-distributor system to the I-595 
mainline.  The SR 84 system is suspended through the I-595 interchanges with Florida’s 
Turnpike and SR 7.  East of the SR 7 interchange, the SR 84 and I-595 rights of way 
separate.  The SR 84 alignment veers to the northeast and the I-595 alignment 
continues nearly due east.   
 
Project History 
Until the 1970’s, growth patterns in Southeast Florida (Miami-Dade, Broward and Palm 
Beach Counties) were concentrated along the Atlantic coastline, primarily east of the    
I-95 corridor.  As the region continued to grow, the need for available land drove 
development west of the I-95 corridor.  Initially, surface arterial and collector roadways 
were able to provide sufficient capacity to meet east-west travel needs. 
 
However, as growth pressures increased, it became clear that substantially greater 
east-west transportation network capacity would be required to meet future travel 
demands.  The existing SR 84 corridor in south-central Broward County was selected 
as the area where the greatest level of demand could be accommodated.   
 
The current I-595 facility was opened in 1989.  Yet, travel demand within the corridor 
increased at a pace that made it clear that the long-range traffic forecasts for the new 
highway would be reached in the short-term.  Quantification of traffic growth in the 
corridor, assessments of corridor operations, and recommendations for measures that 
could be enacted in the short term were prepared and presented to FDOT in the form of 
the Interstate 595 Freeway Operational Analysis, Final Report in 1994. 
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To prepare for the continued evolvement of I-595, the FDOT determined that a Corridor 
Master Plan should be developed.  In the late 1990’s, most of the recommendations 
from the Master Plan for the region’s I-95 corridor (prepared in the early 1980’s) had 
been implemented and the corridor was rapidly approaching its planning horizon.  
Therefore, I-95 was also in need of a new Master Plan which would address any 
remaining safety, capacity, and multimodal options that could be incorporated within the 
next 25 years.  These two efforts were combined and the I-95/I-595 Master Plan Study 
was completed in 2003. 
 
I-95/I-595 Master Plan Study Investigations and Recommendations 
Tier 1 of the I-95/I-595 Master Plan Study (Master Plan) examined 15 alternative 
concepts for the I-595 corridor.  During Tier 2 of the analysis, the number of concepts 
under investigation was narrowed to seven.  Tier 3 of the Master Plan study examined 
each of the remaining seven concepts in greater detail.  Throughout the analysis 
process, federal, state and local agencies, elected officials, and the public were 
provided numerous opportunities to express their opinions concerning the concepts, 
including their physical features and their positive and negative social, economic, 
political, and environmental impacts.  By the end of the Tier 3 investigations, these 
efforts produced a single LPA for the I-595 corridor that consisted of a series of 
proposed improvements.  The most extensive improvements were recommended to 
occur between SW 136th Avenue and I-95.  A major focus of effort during the 
development of the LPA was minimizing the project’s need for additional right of way 
and associated right of way impacts.  This directive included potential transit 
accommodations in the future. 
 
The LPA called for two physically separated, reversible express lanes to be constructed 
at-grade in the center median area.  The reversible lanes would flow in the peak 
direction of travel during the peak hours:  EB during the morning peak hours and WB 
during the evening peak hours.  The LPA proposed that the reversible lanes would 
extend from Nob Hill Road to SR 7, allowing adequate distance to merge with the 
general purpose lanes east of the interchange with I-75/Sawgrass Expressway and 
west of the interchange with I-95.  In addition, east of Davie Road, the mainline would 
be widened to four lanes per direction.   
 
A major revision of access patterns between I-95, Florida’s Turnpike, SR 7, SR 84, and 
I-595 were proposed as part of the LPA improvements.  The LPA also provided for a 
collector-distributor (C-D) system between I-95 and the Florida’s Turnpike ramps.  At 
several locations, it was proposed that existing single-lane ramps be widened to two 
lanes as listed below: 
 

WB Direction WB Direction EB Direction EB Direction 
 Off-Ramps On-Ramps Off-Ramps On-Ramps 

 University Drive Pine Island Road Pine Island Road University Drive 
 Pine Island Road  University Drive 
 Nob Hill Road  Davie Road 
 Flamingo Road 
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The improvements also called for several sets of braided ramps.  Existing typical ramp 
sequencing locates an on-ramp from an upstream interchange to be followed by the off-
ramp for the downstream interchange.  When the ramps are in relatively close proximity 
to one another, this configuration can lead to difficulties with merging, diverging, and 
weaving maneuvers.  Braided ramps reverse this sequence so that the two ramp loads 
are never on the mainline at the same time, which effectively increases the throughput 
capacity of the general purpose lanes.  Braided ramps were proposed between the 
following sets of I-595 interchanges in the Master Plan LPA. 
 

 WB Direction EB Direction 

 University Drive and Pine Island Road Flamingo Road and Hiatus Road 
 Pine Island Road and Nob Hill Road Nob Hill Road and Pine Island Road 
 Hiatus Road and Flamingo Road 

 

The introduction of the C-D system also allowed the streamlining of ramp connections 
between the I-595 mainline and SR 84.  Proposed overpasses of Hiatus Road by WB 
SR 84 and of Hiatus Road and Pine Island Road by EB SR 84 would allow the number 
of ramp connections to and from the mainline to be reduced.  This is accomplished by 
having the traffic demand for two successive crossroads exit at a single upstream 
location.  Ramps between the C-D system and the first crossroad operate as usual with 
one exception:  the C-D roadways through vehicles, as well as the vehicles wishing to 
access the second crossroad, are carried over the first crossroad on an elevated 
structure, thereby decreasing the amount of C-D system conflict with crossroad traffic. 
 
A number of Intelligent Transportation Systems (ITS) measures were also 
recommended for inclusion in the Corridor Improvements package.  Initially proposed in 
the 1994 Southeast Florida Intelligent Corridor System Final Report and incorporated 
into the Master Plan, the ITS plan suggested a variety of measures that could be 
included in the project.  The specific measures are identified below, with the type(s) of 
ITS technology each measure employs shown in parentheses. 

• Service Patrols (Advanced Incident Information System) 

• Variable Message Signs (Dynamic Message Sign System, Advanced Traveler 
Information System) 

• Loop Detectors (Advanced Incident Information System, Advanced Traveler 
Information System) 

• Closed Circuit Television (Advanced Incident Information System) 

Once in place, these ITS actions would have a positive impact on the efficient 
movement of persons, goods, freight, and services on the corridor’s roadway network.   
 
The Master Plan LPA also recommended development of a transit element within the 
I-595 corridor.  The transit concept incorporated into the study corridor was the LPA that 
emerged from the Central Broward East-West Transit Alternatives Analysis, a separate 
investigation that recommended construction of a light rail transit (LRT) service within 
the I-595 right of way.  
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A systems analysis of the I-595 corridor, reflecting the Master Plan’s recommended 
improvements, was performed.  Under traffic demand volumes for the Master Plan 
Study design year of 2020, it was found that the majority of the reconfigured corridor 
would operate within acceptable parameters.  Once the necessary improvements for the 
I-595 corridor had been identified, an Implementation Plan was prepared.  The projects 
were divided into 3 categories. 

 

• Major Bottlenecks, Highest Priority, Short Term Improvements:  The analyses 
performed in preparation of the Master Plan identified several bottlenecks in the 
I-595 corridor.  Bottlenecks are locations where the traffic demand exceeded 
available capacity.  The congestion levels at those bottlenecks located at ramp 
terminals (weaves, merges, and diverges) were so severe that most of them affected 
traffic flow along the mainline. 

 
• TSM and Operational Efficiency Improvements, Medium Priority:  The projects 

in this category were those that addressed capacity issues in the areas operating, or 
predicted to operate, below the governing jurisdiction’s adopted minimum standards.  
All of the improvements in this category consisted of ramp improvements, requiring 
either reconstruction as braided ramps or widening to two lanes. 

 
• Ultimate Project Build-out Improvements, Long Term Priority:  Three projects 

were included in this category.  These projects were anticipated to be the most time-
intensive to design and construct, costly to implement, and have the greatest impact 
on corridor system operations.  These projects entailed: 

 
1. Creating reversible lanes in the median 

2. Adding a through (general purpose) lane in portions of I-595 (east of SR 7), 
resulting in five lanes per direction 

3. Constructing an LRT line and at least three transit stations within the existing       
I-595 median 

 
The first phase of improvements, the Highest Priority projects, were predicted to be 
open to traffic by 2014.  The Medium Priority projects, or Phase Two, were scheduled to 
be operational by 2024.  Full implementation of the LPA, including completion of the 
Phase Three or Long Term Priority projects was expected by 2034.  However, to 
achieve this long-range goal, emphasis was placed on the need to continue with the 
design process for the projects immediately upon completion of the Master Plan effort. 
 
The I-595 Master Plan LPA served as the base build alternative for the I-595 PD&E 
Study. 
 
RELATED PROJECTS WITHIN THE STUDY AREA 
Coordination with both state and local transportation agencies was maintained 
throughout the I-595 PD&E Study process to assure that recently completed, ongoing, 
and programmed study and design efforts affecting other components of the regional 
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transportation network were incorporated into this study’s findings.  A great emphasis 
was placed on identifying those efforts undertaken by others that would be influenced 
by, or that could influence, the I-595 PD&E Study effort.  This held true for both short 
term and long range transportation network improvements intersecting or influencing 
traffic volumes within the study corridor. 
  
Two projects were found that would have a dynamic impact on the I-595 PD&E Study.  
The first project has just recently completed construction and includes widening of the 
Sawgrass Expressway from four lanes to six lanes.  The Sawgrass Expressway is a 
limited access toll expressway located at the western limits of the I-595 PD&E Study 
corridor.  In the development of design year 2034 traffic volumes for the I-595 corridor, 
the Sawgrass Expressway was treated as a six-lane facility. 
 
The second project relates to widening of Florida’s Turnpike mainline. Since the 
improvements required at the I-595/Florida’s Turnpike interchange overlap between 
responsibility of FDOT District 4 and the Florida Turnpike Enterprise, funding for the 
proposed improvements will be provided by different sources.  An agreement was 
drawn up by FDOT District 4 and Florida’s Turnpike Enterprise, detailing the 
responsibilities of each party.  The agreement provides for the following: 

• Florida’s Turnpike Enterprise will widen the Turnpike bridge over I-595 and the 
Turnpike mainline, south of I-595, from six to eight lanes.  The Florida’s Turnpike 
mainline, north of I-595, will be widened from six to ten lanes and be designed to 
accommodate a future direct connection to I-595.  As part of the mainline widening, 
the Turnpike is coordinating with Florida Gas Transmission to relocate a 36 inch gas 
main to an offset 25 feet off the east right of way line.   

• FDOT District 4 will construct a new WB I-595 to NB Turnpike ramp, eliminating the 
current weaving section on the I-595 off-ramp. 

• FDOT District 4 will reconstruct the EB I-595 to NB Turnpike ramp, on structure and 
at a larger radius.  

• Florida’s Turnpike Enterprise will reconstruct the I-595 to SB Turnpike on-ramp, on 
structure, and reconstruct the SB Turnpike off-ramp and bypass lane to Griffin Road.   

• Florida’s Turnpike Enterprise will reconstruct the SB Turnpike to I-595 ramp to 
provide sufficient horizontal clearance for the proposed I-595 to SB Turnpike ramp 
and the proposed SB Florida’s Turnpike off-ramp to Griffin Road. 

• Florida’s Turnpike Enterprise will construct a new exclusive NB Turnpike to EB I-595 
ramp that is physically separated from the WB movement, eliminating the current 
weaving section on the Florida’s Turnpike off-ramp. 

 

NEED FOR IMPROVEMENT 
The I-595 corridor was opened in 1989, coordinating the movement of high traffic 
volumes between the developable areas in the western parts of the Southeast Florida 
region with the established north-south freeway and principal arterial systems to the 
east:  I-75, Florida’s Turnpike, US 441 (SR 7), I-95, and US 1 (SR 5). 
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However by 1994, several segments of the six-lane freeway had already exceeded the 
2015-projected volumes.  Two factors were mostly responsible for this accelerated 
growth. 
 
1. The destruction that occurred in southern Miami-Dade County as a result of 

Hurricane Andrew in 1992 caused a major redistribution of population in the three 
Southeast Florida counties (Miami-Dade, Broward, and Palm Beach Counties).  
While the region as a whole saw no significant change in growth rate in the years 
that followed the hurricane, there were major changes in the region’s population 
distribution.  The southernmost and easternmost areas of the three counties 
experienced decreases in population while the western parts of both Broward and 
Palm Beach Counties experienced marked increases in growth rates, particularly 
residential growth.  While the shift in residential site patterns changed rapidly, 
business relocations were slower to redistribute.  As a result, the growth in east-west 
travel demand within the region increased at a greater rate than did the north-south 
travel demand. 

2. Two Florida industries led the state’s recovery from the economic recession of the 
1980’s:  tourism and international trade.  Tourism is a statewide industry.  
International trade, particularly expansion of Florida’s trade relations with Central 
and South America, is led by the Southeast Florida region.  Southeast Florida’s 
airports and port facilities lead the state in the volume of goods moving through their 
facilities.  The I-595 corridor is a strategic element in the movement of goods to and 
from these international gateways and the manufacturing and distribution centers 
that contribute to and benefit from their activities. 

 
To prepare for the continued evolution of I-595, the FDOT determined that a Corridor 
Master Plan should be developed.  The I-595 PD&E Study is the next step in furthering 
implementation of staged improvements for the I-595 corridor identified within the 
Master Plan.  The various improvements that comprise this project address a number of 
state, regional, and corridor-specific needs. 
 
STATEWIDE NEEDS 
The improvements proposed for the I-595 corridor are directly related to the FDOT 
Mission Statement. 
  

The Department will provide a safe transportation system that 
ensures the mobility of people and goods, enhances economic 
prosperity and preserves the quality of our environment and 
communities.   

 
The proposed improvements to the I-595 corridor are directly related to the four goals 
that FDOT has adopted as its means of carrying out this Mission. 
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Safe Transportation  
The proposed improvements will enhance the safe operation of the corridor by 
increasing the number of persons, vehicles and travel modes it can accommodate.  This 
is an asset to residents, visitors, and commerce. 
 
There were a total of 1,530 crashes recorded along the I-595 corridor between January 
1997 and December 2001 with an average of 306 crashes per year. The highest 
number of crashes was recorded in 1998 with 354 crashes and the lowest number of 
crashes was recorded in 1997 with 259 crashes.   
 
The most common type of crash was the rear-end collision, which accounted for 41.6% 
of all crashes recorded. The number of rear-end collisions can be attributed to 
congestion related to peak period traffic volumes and lane reductions on-ramps feeding 
onto the mainline from the SR 84 frontage road system.  Two other frequent crash types 
were sideswipes and angle crashes.  Sideswipes accounted for 14.1% of the total 
crashes experienced during the five years examined and angle crashes accounted for 
10.0% of the total.  These crash types are also predictive of the congested conditions in 
the corridor along the ramps and interchanges.  
 
The improvements proposed for the corridor specifically address the following 
conditions.   

• The separation of long-distance users of the corridor from those having local 
interchange destinations – as will be achieved by the construction of the express 
lanes - will help to eliminate the speed differential and lane changing friction that is a 
contributing factor in sideswipe and angle crashes on Interstate facilities.   

• The introduction of braided ramp configurations at selected locations, reconfiguration 
of interchange ramps at other locations, increased numbers of auxiliary lanes 
between interchange pairs, and extension of the SR 84 C-D network through a 
greater portion of the corridor – all measures under consideration in the corridor - will 
also help in reducing congestion along the mainline, thereby improving ramp-traffic 
merging operations and relocating the congestion that does occur to the slower 
speed SR 84 C-D system.   

 
These measures will, in turn, improve not only the safety of corridor operations, but will 
also help to improve emergency service provider response times while increasing the 
person throughput of the corridor. 
 
System Management  
The proposed improvements expand the service life of the corridor, expanding upon the 
original vision for whom and how the corridor operates to serve the Southeast Florida 
traveling public. 
 
The original construction of the I-595 corridor represented a major investment in 
Southeast Florida’s freeway infrastructure.  The importance of the facility to the area’s 
transportation network was recognized soon after its opening, when the facility was 
identified as a link of the Florida Intrastate Highway System, or FIHS.  The FIHS is the 
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state’s premiere highway system.  FIHS facilities are those segments of the state’s 
highway network that have the principal responsibility of carrying large volumes of traffic 
over long distances and, conversely, minimal responsibility for providing access to 
adjacent property.  The 3,834-mile FIHS network constitutes less than three percent of 
the state-managed highway system, yet it carries 29% of all traffic and nearly 70% of 
the state’s long-distance truck traffic.  To assist the FIHS in fulfilling its role within the 
state highway system, FIHS facilities are held to higher design standards, as well as 
higher level of service standards. 
 
The recent master planning exercise demonstrated that a number of additional 
improvements are needed to preserve that investment.  The proposed improvements 
will enable I-595 to continue to serve large volumes of traffic while operating in a safe 
manner with improved efficiency.  Such characteristics are hallmarks of the FIHS 
network.  Another aspect of system management is assuring that FDOT, and thereby 
the citizens of Florida, get the greatest return on their investment, including:  
• The best possible design. 
• Recommendations that meet the greatest number of project objectives. 
• Recommendations that generate high levels of community support. 
• Recommendations that strive to minimize negative impacts to the community’s 

socio-economic structure. 
• A project that strives to minimize negative impacts to the environment. 
• A project that can be implemented for a reasonable cost. 
 
As part of the I-595 PD&E Study design analysis, a comprehensive VE/DR Team was 
assembled from senior staff of FDOT District 4, Broward County, Florida’s Turnpike 
Enterprise and specialty consultants.  The purpose of the VE/DR Team was to conduct 
detailed design reviews of the design alternatives at critical stages of the refinement 
process to assure that the project remained cost effective, constructible, and made the 
most efficient use of existing right of way.  A series of VE/DR sessions were held in 
which the project’s key engineering decisions were thoroughly reviewed and evaluated.  
During these discussions, two variations of the I-595 Master Plan LPA emerged that are 
designated throughout this document as Alternative 1B and 2A.  These concepts were 
then carried forward for more detailed analysis during the later phases of this study.  
Details of the alternatives features and impacts appear in Attachment 2B of this report.  
 
Economic Competitiveness  
Because of its critical location in the center of Broward County and its proximity to a 
wide range of other major transportation hubs and corridors, such as Port Everglades, 
Fort Lauderdale-Hollywood International Airport, Florida East-Coast Rail Line, and Tri-
County Commuter Rail, as well many of the region’s major north-south expressways 
and principal highways, improvements to the I-595 corridor are a boost to the state and 
regional economic competitiveness in the global market. 
 
In addition to being an FIHS facility, the 10-mile I-595 urban corridor is identified as a 
component of the Designated Highway Corridors on the state’s Strategic Intermodal 
System (SIS).   Development of the Florida SIS was authorized by the Florida 
Legislature during its 2001 session.  The SIS is a network of transportation hubs (rail 
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stations, airports, ports, etc.), corridors (rail lines, highways, waterways, etc.), and 
connectors (highways, rail lines, transit lines, and waterways) that link select highways, 
railways, transit lines, and waterways with other Designated SIS hubs, corridors, and 
connectors.   
 
Prior to the SIS, planning for the different modes that comprise Florida’s transportation 
system was performed in separate efforts.  Planning for the SIS brings two new 
elements to the state’s previous transportation planning processes. 

• Integration of the needs of all 10 intermodal elements of the state’s transportation 
system into a single, coordinated plan for the assessment of needs, priority ranking 
of projects, and distribution of funding, particularly state discretionary transportation 
funds. 

• Integration of economic concerns into all phases of the SIS, from designation of SIS 
facilities to assessment of economic benefits to be derived from project 
implementation. 

 
The I-595 corridor is an important link to many other major transportation facilities that 
are recognized as important to the state’s economy.  These facilities represent half of 
the transportation modes recognized by the SIS.  Designated SIS facilities that are 
located within or immediately adjacent to the I-595 corridor are listed below, as are 
other regionally significant freeway and principal arterial facilities.  Roadways 
highlighted in boldface are Designated SIS facilities. 

• Highway Corridors: I-75/Sawgrass Expressway (SR 869), Florida’s Turnpike, US 
441 (SR 7), I-95, and US 1 (SR 5, locally known as Federal Highway) 

• Freight Rail: CSX Transportation (through agreement with Tri-County Commuter 
Rail) and Florida East Coast (FEC) Railroad, both Class I rail facilities 

• Passenger Rail:  Amtrak, Tri-Rail, the commuter rail system serving the three 
Southeast Florida counties and operated by the South Florida Regional 
Transportation Authority 

• Waterways:  Port Everglades, North New River Canal, south fork of the New River 

• Airports:  Fort Lauderdale-Hollywood International Airport 

• Intermodal Freight Terminals: FEC Intermodal Rail Terminal 

 
I-595 and Port Everglades 
Port Everglades, the area’s SIS Designated Seaport, is a major component in the 
region’s economy.  Its growth as a port facility has been greatly enhanced by the direct 
connection between the port and I-595.  Port Everglades is among the largest of the 
state’s fourteen deep-water ports.  

• Port Everglades is the second largest passenger cruise port in the world, serving 
more than 2,000,000 passengers per year. 

• Port Everglades is second in Florida to the Port of Tampa, and 12th in the U.S. in 
tons of containerized cargo moving through the port (4.1 million tons).  More than 25 
million tons of container, bulk and neo-bulk cargo move through Port Everglades 
annually. 
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• One-fifth of the state’s energy needs are met by petroleum products stored and 
distributed through Port Everglades.  Approximately 12.5 million gallons of petroleum 
products per day are brought into the port, meeting the fuel requirements of Miami, 
Fort Lauderdale-Hollywood, and Palm Beach International Airports and 12 southern 
and central Florida counties.  In addition, nearly 7 million barrels of storage are 
provided on site. 

• The Free Trade Zone (#25) was the first one in Florida and remains the largest in 
Florida, moving more than $400 million in goods in 2004. 

• Port Everglades, at 44 feet below Mean Low Water, is the deepest commercial 
harbor south of Virginia.  In addition, the distance of 1.2 nautical miles from the sea 
buoy to the main turning basin makes it the shortest and straightest entrance of any 
seaport on the Atlantic Coast. 

• Port Everglades generates more than 7,700 jobs, $414 million dollars in wages, 
approximately $1.35 billion in business activity to Broward County and a total of $2.3 
billion in business activity throughout the state of Florida.  Nearly 15,000 more 
indirect and induced jobs are associated with the cargo and passenger flows through 
Port Everglades, making the port one of the largest employment centers in Broward 
County. 

• Port Everglades is a key component of the Trade, Transportation, and Utilities 
business sector, which is the largest sector of the Broward County economy at 
20.9%. 

 
I-595 plays an important role in the continued success and expansion of Port 
Everglades’ operations.  Nearly 70% of the goods moving through the port arrive or 
depart by truck, with studies of the port indicating that the port “benefits from an 
unusually high level of access to the external roadway network [through its] direct 
connection to I-595 [which provides] excellent access to I-95 and the Florida Turnpike.”  
Review of access routes to the other deepwater ports in Florida indicates that Port 
Everglades, alone, has direct access to a regional limited access freeway system from 
the port facilities.  The Broward County 2030 Long-Range Transportation Plan Update 
also references the importance of the Port’s connections to SR 7 and I-75, which are 
provided by I-595.  In advertising to potential customers, nearly all of the businesses at 
the port hail the direct access to I-595 (often referenced in advertising as Port 
Everglades Expressway) as one of their sites’ major selling points. 
 
Since September 11, 2001, concerns about security at our nation’s ports have moved 
from being industry concerns to subjects of importance to the average citizen.  Port 
Everglades has implemented state of the art security throughout its complex.  With a 
large number of the goods and vehicles departing the port destined for the regional 
highway network, it is reassuring to know that all cargo has been x-rayed and drivers 
have undergone thorough background screenings, increasing the security of freight and 
goods moving within the I-595 corridor. 
 
Emergencies at the port, such as hazardous material spills or fires, are ably dealt with 
by port-based staff and equipment.  The port’s emergency services receive special 
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training and undergo periodic drills to prepare for such events, should they occur.  
However, on the rare occasions when additional assistance may be required, I-595 is a 
strategic part of the emergency and haz-mat response procedures developed within the 
region.  Broward County continues to review and enhance the community’s ability to 
respond to port-related emergencies, as indicated in the Broward County ITS 
Intermodal Plan:  Final Report (Broward County MPO, 2003). 
 
The Role of I-595 in Freight and Goods Movement 
Broward County, through its MPO, is unique in Florida for having taken an aggressive, 
proactive stance regarding freight and goods mobility.  It has been a leader in Florida 
regarding its work to educate the public as to the contributions that freight and goods 
movement, service delivery, and trucking in general have on the regional economy.  
The MPO has also: 

• Identified a point of contact within the government for coordination of all freight-
related matters, established an in-house library of freight movement case studies 
and research efforts throughout the world and raised the profile of freight interests to 
equal those of transit and non-motorized transportation concerns within the MPO. 

• Initiated a review of local ordinances affecting truck routing and weight restrictions. 

• Reviewed the location and duration of school zones to assure that they are 
applicable during periods when children are actually present. 

• Reviewed geometric design of specific locations identified by transportation system 
users to identify those sites that present physical impediments to expedient 
movement of freight and goods. 

• Worked with local land use planners to assure that future land use decisions 
enhance, rather than impede, goods distribution networks. 

• Worked with industry professionals, including carriers, couriers, drivers, and 
warehousing and distribution operators to establish a forum that meets regularly with 
local transportation officials to identify projects, set priorities for action, identify 
potential funding sources (including private-sector contributions) and assess 
progress on shared matters of interest. 

 
Among the research findings of the Broward County MPO has been that 65% of all 
freight moving in the county is by truck.  Further study has shown that the three facilities 
carrying the largest volumes of that truck traffic are I-95, I-595, and US 27.  The I-595 
project corridor provides direct links to both I-95 and US 27, via I-75 to the west.     
 
One of the objectives of the Freight and Goods Movement Initiative in Broward County 
has been to increase the number of trucks making use of Florida’s Turnpike for travel to 
and from southeast Florida, as well as intraregional travel within the area.  However, an 
impediment to its use, particularly for trucks moving to and from the Port and FEC 
Intermodal Rail Terminal, has been configuration of ramps to and from the Turnpike.  
The proposed improvements included in this I-595 PD&E Study directly address these 
concerns, thereby helping to resolve one of the major obstacles in meeting this Freight 
Movement objective. 
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Another concern expressed by transportation business operators and drivers, one 
repeatedly identified as a concern in regional freight movement, has been the need for 
additional capacity to travel east-west.  As previously noted, I-595 is the only corridor 
that serves to connect all of the major north-south routes in the region:  US 27, 
Sawgrass Expressway, Florida’s Turnpike, SR 7, I-95, and US 1.  Initial investigations 
into development of an additional east-west corridor have indicated that such an effort 
would be very costly and require a number of years to implement.  Widening of the       
I-595 corridor, however, would greatly assist in meeting the additional capacity needs.  
It is also a measure that can be implemented at considerably less cost and within a 
much more reasonable time frame than development of a new corridor.  The Freight 
Movement Initiative has been one of the most vocal proponents of capacity 
improvements to the I-595 corridor. 
 
The role of the I-595 corridor in the SIS, its integration into the growth and success of 
Port Everglades, and its key role in the general freight and goods movement strategies 
of the region serve to underscore the economic benefits that will come from maximizing 
the operational efficiency of the I-595 corridor.  Improvements in corridor capacity and 
interchange configurations will result in reduced congestion, less delay, and decreased 
travel times for goods and freight movement. 
 
Quality of Life  
The proposed improvements to the I-595 corridor have been developed in a manner 
that ensures that the qualities of life that are of value to Florida citizens are sustained:  
preserving parklands, protecting sensitive wetlands, and taking appropriate measures to 
mitigate any environmental impacts that may occur. 
 
The importance of the I-595 project corridor, and the improvements proposed for 
implementation within it, to the quality of life for Southeast Florida citizens is most 
clearly understood by reviewing the No Build Alternative’s impacts. A detailed 
discussion of these impacts appears in Attachment 2.B of this report. 
 
In brief, the No Build Alternative entails maintaining the existing I-595 corridor without 
implementing capacity, operational, or safety improvements within the project corridor, 
except for those already funded and included in the Broward County MPO’s 
Transportation Improvement Plan.  No improvements to the I-595/Florida’s Turnpike 
interchange ramps would be made, nor would changes to the SR 84 frontage road 
system, and no action in support of locating a light rail transit system within the corridor 
right of way would be taken.   
 
Advantages of the No Build Alternative include no additional costs, other than 
maintenance of the existing facility; no need for acquisition of additional right of way for 
construction of detention ponds that would be needed for additions to the impervious 
areas within the corridor limits; and no impacts to traffic or surrounding neighborhoods 
as a result of construction activities.  Additionally, there would be no concerns about 
impacts to wetlands or threatened or endangered species and there would be no risk of 
contamination or exacerbation of existing contamination at any site within the project’s 
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study area.  There would be no direct or indirect impacts to community cohesion or 
existing system linkages within the area.   
 
However, the No Build Alternative would also have consequences. The lack of 
improvements would result in a steady and dramatic decrease in the level of service 
within the I-595 corridor, particularly for weaving actions and merges as vehicles move 
between the mainline lanes and the ramps.  Travel times and delays would increase 
between the neighborhoods in the western part of the county and the communities in 
the eastern part of the county.  Lengthy queues and impaired traffic flows would result, 
which in turn would increase response time for emergency vehicles.  The lack of 
upgraded facilities could pose a serious impediment to emergency evacuation and 
response times for Broward County.  With increased traffic volumes and without 
capacity improvements, congestion will worsen along the existing facilities and air 
quality will decrease around critical intersections.  Traffic congestion is one of the 
leading quality of life complaints of Americans.   
 
With the increase in congestion, motorists would be required to spend more time in their 
vehicles, often a contributing factor to commuter frustration that may result in 
aggressive driving, as well as increase noise and air pollution.  In addition to the safety 
concerns for the motoring public will be greater personal and economic costs that must 
be borne by the public.  More vehicles competing for the same space are likely to cause 
increased numbers of crashes that, in turn, create additional delay and, with it, an 
increased likelihood of more crashes.  All of this significantly reduces highway capacity.   
 
Taken in combination, all of these factors are a growing impediment to economic 
efficiency.  Increased traffic congestion causes drivers to alter their travel patterns and 
make choices that influence their daily activities.  Traffic congestion may also pose 
economic impacts through delays in movement and increased time and costs in the 
delivery of goods and services.  Additionally, no overall long term corridor capacity 
improvement would result in worsened operating conditions than established by the 
local governments.  This eventually filters through parallel roadway systems, degrading 
the operation of the transportation network as a whole.  It also affects the ability of local 
governments to approve future development when the existing transportation system is 
unable to support continued growth.  In the long term, these types of issues will begin to 
affect the socioeconomic character of the area.  
 
Table 3-1 from the PER compares the results of the impacts discussed above for the No 
Build Alternative and the proposed improvements Design Alternatives.   
 
As the comparison of the No Build Alternative and Design Alternatives attributes shows, 
failure to carry out the proposed improvements for the I-595 corridor will have a long-
term effect on the quality of life for residents, businesses, and visitors of Southeast 
Florida. 
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Table 3-1  Comparison of No Build Alternative and Design Alternatives (from PER) 
 

No Build Alternative Design Alternatives 

No Corridor Improvements Improvements to help meet Year 2034 travel 
demand  

Decreased levels of service, particularly for weave 
and merge conditions at the approaches and 
departures from ramp areas 

Improved mainline, weaving and ramp terminal 
levels of service due to introduction of additional 
ramp lanes, additional auxiliary lanes and 
redesigned ramp configurations 

Increased travel times and associated travel-
related delays 

Increased numbers of mainline lanes, reducing the 
total number of lane-miles in the transportation 
network, reducing per-person travel time and 
minimizing per-vehicle travel delays 

Increased response time for emergency 
responders and increased hurricane evacuation 
times 

Maintaining or reducing emergency response times 
and increased hurricane evacuation capacity 

Increased congestion Improved traffic flow 

Increased crash rates Improved corridor safety, reducing the probability of 
congestion-related, as well as weave- and merge-
related, sideswipe and angle crash rates 

Increased travel costs and decreased travel times 
for goods and services having potentially negative 
impact on area’s socioeconomic well-being 

Minimizing travel costs/improved travel times 
helping area goods and services to remain 
competitive in the global market 

Impediment to economic activity and efficiency Supportive of economic growth 

Degradation of transportation network operations 
and continued reliance on personal vehicles for 
meeting home-work/work-home travel needs 

Improved operation of surface transportation 
network and increased options of travel mode 
within the corridor and increased corridor person 
throughput  
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REGIONAL (AREAWIDE) NEEDS 
There are a number of regional issues that serve to justify implementation of the 
proposed I-595 improvements.  Business and economic leaders identify Southeast 
Florida as the area of the state having the strongest regional identity, both by local 
citizens and by business and economic experts from around Florida and outside of its 
borders.  The types of issues that serve as regional project justifications relate to 
matters that are not reasonably limited by jurisdictional or political boundaries and 
include system linkages; transportation demand; federal, state and local authorities’ 
support for the project; social demands and economic development, and modal 
interrelationships. 
 
System Linkages 
The developed areas of Miami-Dade, Broward, and Palm Beach Counties in Southeast 
Florida are in the shape of an elongated rectangle lying along the Atlantic Coast in the 
southeast corner of mainland Florida. This rectangle stretches from the 
Homestead/Florida City area in southern Miami-Dade County to Palm Beach Gardens; 
nearly 80 miles north in Palm Beach County, and from the Atlantic Ocean on the east to 
the Everglades and Everglades-related wetlands located 20 miles west of the coast.  
Within this 3,200-square-mile area, the I-595 corridor is the only east-west multi-lane 
freeway providing connections to all of the region’s principal north-south corridors, as 
well as freeways beyond the region’s boundaries.  West of the I-75/Sawgrass 
Expressway, I-595 connects to I-75, with direct connections to the population centers 
along the Gulf Coast.  This linkage is important for many reasons. 

• Southeast Florida, which constitutes less than 6% of the state’s land area, is home 
to more than 30% of the state’s population.  The resulting population density makes 
Southeast Florida a strong market for trade and commerce – the generation, 
distribution, and consumption of freight, goods, and services.  I-595 plays an 
important role in the distribution of these products, both within the Southeast Florida 
area and between the region and other areas of the state and nation. 

• I-595, located near the midpoint of the region, is a critical link between other 
components of the FIHS network, such as US 27 (located west of the project 
corridor), Sawgrass Expressway, I-75, Florida’s Turnpike and I-95.  It is also an 
important link to SIS network components for other travel modes: freight and 
passenger rail, port, aviation, and intercity bus.  These linkages work to ensure an 
efficient transportation network. 

• I-595 is an important facility in the area’s emergency evacuation plans.  In the event 
of an emergency, such as a hurricane, residents east of US 1 are directed to leave 
the area using I-95 and I-595.  In addition, I-595 is a principal access route to many 
of the designated shelters for residents of Broward County.  Fox Trail Elementary 
School is one such designated shelter and is located within one block of the corridor.  
I-595 is also a primary route for departure from the Southeast Florida area, while 
avoiding the coastal region.  Using the corridor, WB travelers would continue west 
out of the region on I-75 to US 27, then turn north on US 27 to the inland areas of 
the state or west to the Gulf Coast region. 
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Transportation Demand 
Which locations within the I-595 corridor are most in need of immediate improvement?  
What types of improvements would be most effective at relieving congestion at these 
locations?  Which operations within the corridor are the leading contributors to the 
corridor’s congestion problems? 
 
These questions are most effectively answered by determining the levels of service 
experienced in the corridor at selected locations under current traffic volumes.  These 
locations should include representations of the various operating components within its 
limits.  Level of service analyses were performed on Base Year 2002 (existing) travel 
conditions within the I-595 corridor.  They examined each of the system’s operating 
elements:  mainline sections, mainline/ramp merge and diverge points, weave sections, 
ramps, and ramp/crossroad intersections.  A number of these elements were found to 
have existing traffic volumes that resulted in less than acceptable levels of service, 
based on the local jurisdictions’ adopted minimum standards.  The failing elements are 
listed by component in Table 3.2 from the PER. 

 
Three system interchanges are located along the I-595 PD&E Study corridor:                 
I-75/Sawgrass Expressway, Florida’s Turnpike, and I-95.  The level of service analyses 
indicated that the EB I-595 merge with the NB and SB Turnpike on-ramp operates at 
LOS F during the AM Peak. 
 
Two weaving operations between I-595 and Florida’s Turnpike were analyzed, one to 
the Turnpike and one from it.  The Turnpike-to-I-595 weave failed in the AM peak 
period.  Both operations were below the minimum standard, LOS E, during the PM peak 
period.  Analysis of the future design years travel demand forecasts for this project 
(Year 2014 and Year 2034) showed these deficiencies would worsen in future years.   
 
The severity of these conditions can be demonstrated using the eastbound segment of 
I-595, between I-95 and SR 7/Turnpike as an example.  The year 2002 PM peak hour 
traffic volume for this mainline segment was 6,552 vehicles, resulting in LOS F 
conditions.  By the year 2014, that travel demand is forecast to increase to 10,686, still 
LOS F, but resulting in far more congestion and associated delay – and requiring more 
recovery time once the peak hour is over. 
 
Another aspect of the transportation demand also emerged from the traffic forecasting 
process.  As lanes were added within the corridor in the future year scenarios, both the 
corridor volume and the total number of trips and travel-miles in the system increased.  
This is a clear indication that there is a greater demand for east-west travel than the 
corridor alone can supply.  Therefore, any degree of additional capacity that the corridor 
can contribute to the total system capacity will improve the responsiveness of the entire 
Southeast Florida regional transportation network to the needs of the motoring public.
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Table 3.2  Corridor Elements Below Adopted Level of Service (LOS) Standards 
(from PER) 
 

System Component:  Direction of Travel 
  Element Location 

AM Peak 
Hour LOS

 
PM Peak 
Hour LOS

 

Mainline I-595:  EB 
� Viaduct between I-95 and SR 7/Florida’s Turnpike 

 

F 

 

 

I-595 Mainline/Ramp Merges & Diverges:  EB 
� SR 7 – Diverge 
� Florida’s Turnpike – Merge 
� SR 7 – Merge

 1
 

I-595 Mainline/Ramp Merges and Diverges:  WB 
� SR 7, from NB mainline – Merge 
� SR 84/Davie Road, from C-D Rd

 2
 – Merge 

� SW 136
th
 Avenue – Diverge 

 
F 
F 
F 

 
 

E 
 

 
 
 
 

 
F 
F 
E 

Mainline Weave Analyses:  EB I-595 
� Between 136

th
 Ave and Flamingo Rd 

� Between Flamingo Rd and Hiatus Rd 
� Between Hiatus Rd and Nob Hill Rd 
� Between Nob Hill Rd and Pine Island Rd 
� Between Pine Island Rd and University Dr 

 
E 
F 
F 
F 
F 

 
 
 
 

E 
F 

Mainline Weave Analysis:  WB I-595  
� Between Florida’s Turnpike and Davie Rd 
� Between University Dr and Pine Island Rd 
� Between Pine Island Rd and Nob Hill Rd 
� Between Nob Hill Rd and Hiatus Rd 
� Between Hiatus Rd and Flamingo Rd 
� Between Flaming Rd and SW 136

th
 Ave 

 
E 
E 
F 
E 
E 

 
F 
F 
F 
F 
F 
E 

Ramp Levels of Service 
No ramps had substandard levels of service 

 
 

 
 

SR 84 /Crossroad Intersections:  EB 
� Nob Hill Rd 
� Pine Island Rd 
� University Dr 
� Davie Rd 

SR 84/Crossroad Intersections:  WB 
� SW 136

th
 Ave 

� Pine Island Rd 
� Davie Rd 

 
F 
F 
E 
E 

 
 
 
 

 
 
 
 
 

 
E 
F 
E 

1. HCM Methodology recommends analyzing upstream and downstream basic freeway segments when there is an 
Add/Drop lane design on the ramp 

2. C-D Road – Collector-Distributor System developed using segments of parallel SR 84 and braided ramps between I-595 
and SR 84 
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Federal, State, or Local Governmental Authority 
It is important that any publicly-funded transportation project have the support of the 
public agencies charged with reviewing, approving, constructing, and/or financing it.  
For a project on the Interstate system, such as I-595, these agencies exist at the local, 
state, and federal level. 
 
Local support for the I-595 PD&E Study and its related physical improvements are 
coordinated through the Broward County MPO. The Broward County MPO 2030 Long-
Range Transportation Plan shows that the elements of the Master Plan-defined LPA are 
included.   

• Project #4 on the list of Cost-Feasible Transit Projects is the “Central Broward East-
West Transit Corridor.”  The light rail transit project limits extend from Sawgrass Mills 
on the west to Florida A1A on the east.  The budgets established for the project are 
$30.826 million in operating costs and $800 million in capital costs. 

• Project #44 on the list of Cost-Feasible Highway Projects is broken down into two 
separate projects. 

– The first is a 10-mile segment of I-595, from I-75 to SR 7 and includes adding 
reversible lanes in the median area.  The project has a budget of $84.1 million in 
the plan. 

– The second is a 14-mile segment of I-595, extending from I-75 to US 1.  Listed 
with the general description of “Causeway Improvements,” this project is 
budgeted at $151.8 million in the plan. 

At the state level, the proposed improvements within the I-595 corridor are addressed in 
two different plans, one for each of the major corridor designations.   
 
Additional measures have been taken to assure that all public agencies had sufficient 
opportunities to express their views regarding the projects set forth for the corridor.  As 
with all Master Plan and PD&E Studies, appropriate local, state, and federal agencies 
received Advance Notification (AN) of the project (on November 5, 2003) at the outset 
of each study phase.  These AN packages included descriptions of the project limits and 
the anticipated study areas limits; basic information about existing conditions within the 
corridor; overviews of the rationale for pursuing the studies; and important dates along 
the timeline of each study.  Each of the agencies also received individual invitations to 
attend the study kickoff meetings, public workshops, and public hearings. 
 
The breadth of scope and importance of the I-595 corridor to the regional transportation 
operations and economic development required more extensive efforts be made to 
involve public agencies in the study process.  For this reason two Interagency Meetings 
were conducted during this I-595 PD&E Study (October 21, 2004 and June 28, 2005).  
These meetings provided a contained environment where the focus was placed on 
dialogue between agency representatives and the project’s Management and Design 
Team members.  In addition, a series of six VE/DR meetings were conducted at FDOT 
District 4 headquarters (one introductory session on February 13, 2005; four working 
sessions held April 26-30, 2004; November 1-5, 2004; January 18-21, 2005; and May 
16-20, 2005; and a final session held on December 16, 2005).  As a result of the many 
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interagency meetings, particularly the VE/DR sessions, held throughout the duration of 
the study, several important decisions were reached. 

• Roadway improvements were shifted away from Sewell Lock Park, historical Section 
4(f) property, and a Florida Power and Light (FP&L) substation.  Through design 
modifications, FDOT was able to avoid approximately $35 to $40 million in right of 
way impacts. 

• Coordination with the Broward County Greenway project resulted in redesign of both 
projects and coordination mitigation measures, steps that helped both projects 
achieve their desired objectives. 

• Spin-off projects, measures that would require relatively small financial investments 
for noticeable improvements in traffic flow, were identified from the Master Plan. 

• Sixteen projects were identified for the corridor from the I-595 PD&E Study.  This 
measure provided FDOT with flexibility in pursuing the complex corridor project, 
allowing it to move forward with their work program and construction schedules with 
confidence. 

• The interagency coordination process presented an opportunity for FDOT staff to 
perform VE/DR of two projects at once:  the I-595 PD&E Study and the Central 
Broward East-West Transit Alternatives Analysis.  Since a portion of the alignment 
set forth in the transit study would occur within the I-595 corridor, this combined 
process assured that each study incorporated the best and most pertinent elements 
of the other project. 

• Two alternative noise mitigation treatments were incorporated into the project 
through coordination between SFWMD and FDOT.  One alternative places noise 
walls immediately adjacent to the main I-595 corridor, between the mainline and the 
SR 84 collector-distribution system. The other alternative provides for the 
construction of the noise mitigation measures on the outside of the SR 84 C-D lanes, 
adjacent to the right of way lines.  Where necessary, the SFWMD has agreed to the 
construction of noise walls atop bulkheads constructed as part of the mitigation of 
impacts to the North New River Canal, particularly in areas adjacent to interchange 
reconstruction.  

 
As previously stated, the I-595 PD&E Study corridor is an FIHS facility.  FDOT prepares 
a comprehensive long-range plan for the FIHS network in 5-year cycles. The FDOT 
published an FIHS 2025 Cost Feasible Plan Update in 2003.  The importance of this 
update was that it reflected revenue forecasts that reflect the priorities and economic 
realities of the state’s post-9/11 economy.  The highway portion of the proposed I-595 
improvements appears as five separate projects in the District 4 portion of the FIHS 
Long-Range Plan. The projects include reconstruction of multiple interchanges, 
construction of express lanes, and improvements to the causeway mainline itself. 
 
The I-595 corridor is also considered a Designated SIS Highway Corridor link of the 
state’s intermodal transportation network.  FDOT’s Central Office staff has completed 
the bulk of SIS network development.  The first coordinated intermodal SIS network 
Needs List has been completed and includes all SIS facilities projects that have passed 
established criteria and that have been identified in at least one other long-range 
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planning effort. Seven of the projects included on the SIS Needs List were obtained 
from the Broward County MPO’s Long-Range Plan.  An eighth project refers to a 
recently completed Intelligent Transportation Systems (ITS) Study, the FDOT District 4 
10-Year ITS Cost Feasible Plan.  On November 2, 2005, the Executive Office of the 
Governor announced the SIS Growth Management projects proposed for funding 
between fiscal year 2005/2006 and 2010/2011.  The list included nine of the I-595 
corridor projects that were identified from this study.   
 
Social Demands and Economic Development  
One of the objectives of this I-595 PD&E Study is to maximize the capacity of the 
corridor within the existing right of way to the greatest extent feasible.  Acquisition of 
additional right of way has been restricted to very narrow confines.  The directive to 
minimize acquisition of right of way worked to protect the Section 4(f) lands and the 
pristine waters and sensitive environmental features adjacent to the corridor.  The 
protection of the natural assets of Southeast Florida enhances the area’s attractiveness 
to potential business interests, developers, and visitors. 
 
Modal Interrelationships  
The LPA for the I-595 corridor that emerged from the Master Plan Study introduced 
several multimodal features into the I-595 corridor:  light rail transit (LRT), special use 
lanes, integration with transit lines on crossroads, and non-motorized travel. 
 
Light Rail Transit – The Master Plan LPA recommended development of a transit 
element within the I-595 corridor.  The transit concept incorporated into the study 
corridor was from the LPA that emerged from the Central Broward East-West Transit 
Alternatives Analysis, a separate investigation that recommended construction of a light 
rail transit system within the I-595 right of way.  
 
In response to the potential transit needs, the design alternatives prepared for the I-595 
PD&E Study have incorporated a transit envelope within the I-595 corridor suitable for 
future implementation of a light rail transit system with an understanding that the 
Federal Transit Authority (FTA) Preliminary Engineering phase for the Central Broward 
East-West Transit Alternatives Analysis will evaluate the transit project’s location and 
impacts in more detail.  FDOT will re-evaluate this I-595 PD&E Study before advancing 
the right of way phase of any I-595 corridor project.  This re-evaluation will consider the 
latest progress and information from the transit study.   
 
Special Use Lanes - The Master Plan LPA provides for two reversible lanes to be 
located within the mainline median.  At the present time, it is envisioned that the 
reversible lanes will function as express lanes. 
 
Integration with Transit Lines on Crossroads – The Master Plan LPA provides for 
integration of the express lanes with transit operations on the crossroads by design of 
special service ramps to these lanes.  As stated previously, the I-595 PD&E Study 
design alternatives have incorporated a transit envelope within the corridor suitable for 
future implementation of a light rail transit system.  The Preliminary Engineering phase 
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for the Central Broward East-West Transit Alternatives Analysis will focus on selection 
of the best sites to develop as park-and-ride facilities and how to integrate the sites with 
transit along the corridor.   
 
Non-Motorized Travel – The preliminary designs of those interchanges requiring 
modifications to accommodate predicted traffic volumes have been configured to also 
serve non-motorized travel modes, namely pedestrians and bicyclists.  These non-
motorized travel provisions are made within the limits of the crossroads at these 
locations. 
 
Most of the coordination for these projects occurred in frequent meetings between local 
and elected officials, agency representatives, and the FDOT project team throughout 
the study.  Coordination meetings were also held at the FDOT District 4 offices, allowing 
representatives from FDOT’s individual departments to attend.  Frequent briefings were 
also made to the Broward County MPO and their citizens and technical advisory 
committees, as well as with elected and public officials of Davie, Plantation, and 
Weston.  Finally, a series of week-long VE/DR meetings were conducted during the 
study that provided opportunities for in-depth roundtable discussions of a number of 
project aspects:  the original LPA, anticipated impacts and their remediation, 
modifications to the original concept to lessen potential impacts and address public and 
agency concerns and comments on the project, and review of both systemwide and 
individual element assessments.  Through numerous meetings during the I-595 PD&E 
Study, the agencies, including FHWA, were afforded numerous opportunities to provide 
comments and input into the development of the project concepts.    
 
Utilizing a comprehensive multimodal planning approach in these I-595 corridor studies 
will enable optimum performance to be derived from all parts of the system, balancing 
the needs of the various travel modes while minimizing their collective impacts. 
 
PROJECT CORRIDOR NEEDS 
In addition to the statewide and regional benefits of implementing the proposed 
improvements, there are benefits that are specific to the corridor.  Most of the corridor-
specific justifications for the project have already been identified throughout this 
discussion.  The following is a summary of the most critical elements that support 
implementation of the proposed corridor improvements. 

• The I-595 corridor is the only east-west expressway in Broward County.  As Broward 
County grows, demand for east-west movement will grow as well.  The costs 
associated with developing a second east-west freeway corridor are prohibitive.  The 
proposed improvement scheme identifies means of increasing the number of 
persons served by the corridor by almost 30% while staying essentially within 
existing right of way, a far more economic means of addressing the region’s long-
term east-west travel needs. 

• The safety of the corridor will be improved in three different ways through the 
proposed improvements. 

1. The proposed express lanes and potential transit system will increase the 
number of people that can be served by the corridor.  This directly affects 
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congestion along I-595, as well as separating higher speed long-distance trip 
takers from users wishing to move to and from the interchanges that connect the 
corridor with the local roadway network.  Taken in combination, these actions will 
help to eliminate the conditions that contribute to rear-end and sideswipe crashes 
that currently account for more than 50% of the incidents occurring in the 
corridor. 

2. Reconstructing selected interchange ramps as braids, increasing the number of 
lanes on-ramps and the number of auxiliary lanes between successive on/off-
ramp pairs, redesigning the complex interchange configurations at Florida’s 
Turnpike and SR 7, and extending the SR 84 C-D/frontage road system will also 
improve corridor safety.  These improvements will enhance the operational 
efficiency of the mainline lanes, reduce the number of weaving operations 
occurring at the approaches and departures from interchange areas, and simplify 
merging operations.  These improvements will also contribute to reductions in 
rear-end, sideswipe, and angle crashes.  

3. The I-595 corridor plays an important role in the region’s emergency evacuation 
plans.  Improvements to the corridor will help move large volumes of people and 
vehicles away from coastal areas, directing traffic to central Florida roadways 
(Florida’s Turnpike, I-75, and US 27) and allowing the Interstate routes closer to 
the coast to be used for influx of emergency responders and supplies. 

• The proposed improvements ensure the integrity of past investments in the corridor 
development while keeping faith with area citizens by following through on 
commitments made through several different adopted long-range plans.  The local 
Broward County MPO and the FDOT FIHS and SIS networks (I-595 is an important 
segment on both of these networks) identify the proposed improvements as part of 
their long-range plans.  Implementation of these projects is important to the visions 
for the local, regional, and state critical transportation systems identified by these 
plans. 

• The proposed improvements are important to the economic vitality of Southeast 
Florida.  Improving I-595’s corridor operations improves the movement of persons 
and goods into and out of other important parts of the area’s transportation system:  
Port Everglades, Fort Lauderdale-Hollywood International Airport, Florida East Coast 
Rail Terminal, FEC and CSX rail lines, Tri-Rail commuter rail system, and major 
expressways (I-75, Sawgrass Expressway, Florida’s Turnpike, SR 7, and I-95). 

• Implementation of the proposed improvements is important for continuing and 
improving the quality of life for residents, business, and visitors to the communities 
of Southeast Florida.  It allows the communities located along the corridor to achieve 
the goals of their long-range comprehensive plans by supporting their continued 
economic development. 

• The proposed improvements have been developed in close coordination with local, 
regional, state, and federal resource and permitting agencies to ensure that the 
project has been developed in a manner that minimizes or avoids impacts to 
environmentally sensitive and Section 4(f) lands. 
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As these many points emphasize, implementation of the improvements to the I-595 
corridor that are outlined in the remainder of this report are in the long-term interests of 
the expressway users, the Southeast Florida region, and the State of Florida. 
 
EXISTING CONDITIONS 
The following section describes the existing conditions within the project study limits. 
 
EXISTING ROADWAY CHARACTERISTICS 
 
Functional Classification 
I-595 is a limited access facility that runs in an east-west direction. I-595 is an integral 
part of the Florida Intrastate Highway System (FIHS)/Strategic Intermodal System (SIS) 
with a functional classification of limited access expressway. There are one-way 
frontage roadways, WB SR 84 and EB SR 84, on the north and south sides of the 
mainline between SW 136th Avenue and Davie Road.  SR 84 has a functional 
classification of one-way collector. 
 
Typical Section(s) 
Four main typical sections comprise the I-595 corridor.  The following are the limits for 
the four existing typical sections.  

• Typical Section 1: SW 136th Avenue to University Drive 

• Typical Section 2: University Drive to Florida’s Turnpike 

• Typical Section 3: Florida’s Turnpike to West of SR 7 

• Typical Section 4: West of SR-7 to I-95 

 
Typical Section 1 – SW 136th Avenue to University Drive 
Typical Section 1 includes a 64-foot median, 10-foot paved inside and outside shoulders 
(12-foot overall width), and three general-purpose (GP) lanes in each direction.  There 
are one or two auxiliary lanes between each pair of successive interchanges.  
Guardrails are located on the outside of the travel lanes to protect motorists in sections 
with high fill, while barrier walls are located on areas where mechanically stabilized 
earth (MSE) retaining walls are used.   
 
This first typical section has a frontage road system, SR 84, on the north and south side 
of the freeway.  SR 84 is a two-lane, one-way pair that acts as a collector/distributor 
(C-D) roadway to I-595.  When I-595 was planned, the SR 84 right of way served as the 
original working alignment for the new Interstate connector.  Typical Section 1 is 
depicted in Figure 4-1 from the PER. 
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Typical Section 2 - University Drive to Florida’s Turnpike 
The second typical section extends from University Drive to Florida’s Turnpike.  It is 
similar to Typical Section 1, except that its median width is 68 feet:  three 12-foot GP 
lanes in each direction (see Figure 4-2 from the PER).  The I-595 mainline has a 
frontage road system (SR 84) on its north and south sides along most of its length, from 
University Drive to Davie Road.  
 
Typical Section 3 – Florida’s Turnpike to West of SR 7 
Typical Section 3 extends from Florida’s Turnpike to west of SR 7.  This area has 
median and inside shoulder widths that vary.  This variability is due to a restriping 
project, completed in 2002, that created an additional WB auxiliary lane on I-595.  The 
mainline alignment is on curve and superelevated through much of this area.  No 
frontage roads are present along this section of I-595.   Three 12-foot GP lanes and one 
or two auxiliary lanes are present between interchanges in each direction.  Typical 
Section 3 is shown in Figure 4-3 from the PER. 
 
Typical Section 4 – West of SR 7 to I-95 
The fourth typical section extends from west of SR 7 to I-95.  Through much of this 
area, I-595 is on structure.  This area has a varying median width and a 3-foot inside 
shoulder width that resulted from the 2002 restriping project described above. Three GP 
and two auxiliary lanes are present within this segment of I-595; no frontage roads are 
present (see Figure 4-4 from the PER). 
 
East of SR 7, SR 84, which served as the mainline frontage road in western sections of 
the project, resumes its original alignment north of, and separate from, the I-595 
mainline.   
  
Pedestrian and Bicycle Facilities 
There are no designated pedestrian or bicycle crossings along the I-595 mainline, 
although there are sidewalks along SR 84. The North New River Greenway is a 
combined pedestrian/bicycle path that is located adjacent to the North New River Canal 
and SR 84 throughout the I-595 project corridor. 
 
Right of Way 
Between SW 136th Avenue and University Drive, I-595 and its adjacent frontage roads 
lie within a right of way which varies from 337 ft to 396 ft.  Between University Drive and 
Florida’s Turnpike, I-595 and its frontage roads lie within a right of way which is typically 
369 ft but varies from 318 ft to 586 ft. Between Florida’s Turnpike and SR 7, I-595 lies 
within a right of way which is typically 265 ft but widens to as much as 1,800 feet in the 
vicinity of the SR 7 interchange.  Between SR 7 and I-95, I-595 lies within a right of way 
which varies from 235 ft to 457 ft.  
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Horizontal Alignment 
The design elements reviewed during the evaluation of the existing horizontal alignment 
conditions include radius of curves, superelevation of the roadway surface, and 
horizontal clearance to adjacent obstacles.  The existing horizontal alignment for I-595 
is oriented in a general east-west direction throughout the project corridor. Of the 13 
horizontal curves within the corridor, the most significant is a 31o16’33” horizontal curve 
located along the mainline within the SR 7 interchange area. The radius of each 
horizontal curve meets minimum FDOT standards for the design speed of the facility. 
 
Superelevation within the corridor ranges from a high of +5.2% to a low of –7.4%.  At 
only one location, the eastern end of the corridor in the westbound direction does the 
superelevation of the facility fail to meet FDOT standards.   
 
Vertical Alignment 
Four vertical alignment elements were analyzed for the I-595 corridor: (1) grade, in 
percent; (2) length of vertical curve; (3) K Value, which is a factor of the length of a 
vertical curve; and (4) stopping sight distance.  Each of these elements is noted in 
Figure B-1.  The existing vertical alignment of the I-595 mainline is composed of 81 
vertical curves, 41 eastbound and 40 westbound. Fifteen of the EB curves and 14 of the 
WB curves did not meet current design standards with respect to the length of the 
vertical curves.  Three areas in each direction were found to be below FDOT standards 
for the superelevation relative to the length of the vertical curve and design speed of the 
facility. 
 
Drainage 
The I-595 project corridor lies within the SFWMD North New River Canal Basin.  The 
North New River Canal is aligned parallel with the interstate along the northern limited 
access right of way line.  The North New River Canal begins west of the project limits, at 
the main Everglades dike, and continues eastward until its confluence with the south 
fork of the New River (between SR 7 and I-95).  The New River ultimately drains into 
the Atlantic Intracoastal Waterway and Atlantic Ocean.   
 
The existing drainage within the project limits involves a multitude of separate, 
independent stormwater management systems consisting of various inlets, structures, 
swales, wet detention ponds, and exfiltration trenches.  Typically throughout the 
corridor, stormwater runoff sheet flows off the roadway pavement to swales located 
within the median or between I-595 and SR 84, where it is treated and attenuated 
before discharging into the North New River Canal.  However, exfiltration trenches 
scattered throughout the project corridor, as well as detention and retention facilities at 
the major interchanges, also provide a substantial amount of the treatment and 
attenuation for the corridor runoff.   
 
Although there are no major cross drains or box culverts within the I-595 corridor, 
approximately 30 circular culverts (less than 48 inches in diameter) provide conveyance 
of runoff from the I-595 corridor into the North New River Canal.   While several of these 
culverts are regulated by control structures located within the limited access right of 
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way, the canal is regulated by the SFWMD G-54 lock structure.  Also known as Sewell 
Lock, the G-54 is located approximately one mile west of the Turnpike and regulates 
discharge from the North New River Canal to tidewater.  The G-54 consists of a 45-foot 
flashboard spillway (with a total of eight bays) at a weir elevation of -3.6 feet NGVD 
(National Geodetic Vertical Datum).  The resulting design headwater (HW) is 3.5 feet 
NGVD.  The design TW of the North New River Canal immediately downstream of G-54 
is 3 feet NGVD.  Further downstream, the North New River Canal drains into the south 
fork of the New River.     
 
Accident Data 
Crash data reported along the I-595 corridor from 1997 to 2001 was obtained from the 
FDOT District 4 Traffic Operations Division.  The crash data was reviewed and compiled 
to obtain information such as: number of crashes, type of crashes, severity of crashes 
(fatality, injury or property damage), crash location, and roadway and weather 
conditions.  A safety analysis was performed for the I-595 PD&E Study project corridor 
limits.   
 
There were a total of 1,530 crashes recorded between January 1997 and December 
2001 with an average of 306 crashes per year.  The highest year was 1998 with 354 
crashes and the lowest year was 1997 with 259 crashes recorded.  The most common 
type of crash was rear-end collision, which accounted for 41.6% of all crashes recorded.  
The number and type of these accidents can be attributed to traffic conditions 
associated with the peak period traffic volumes, the ramp lane reductions and the 
merge conditions.  Table 4-1 of the PER summarizes the total crashes by type that 
occurred along the I-595 corridor. 
 
Safety ratios for the I-595 corridor were calculated for each year of data based on the 
FDOT Highway Safety Improvement Program Guideline Topic No.500-000-100-c.  The 
safety ratio is an indicator of whether a roadway can be considered a possible high 
crash location.  The safety ratio is determined by dividing the actual crash rate by the 
critical crash rate.  The critical crash rate is based on national crash rates for particular 
types of roadway.  If the safety ratio exceeds 1.0, then the segment is considered a high 
crash location.  Table 4-2 indicates that the I-595 corridor had safety ratios less than 1.0 
for the five consecutive years examined, 1997-2001.  There are millions of dollars per 
year in economic loss due to traffic accidents on I-595 within the study limits. Accidents 
in 2001 alone resulted in an economic loss of $29,427,200.00 as shown in Table 4-2 of 
the PER. 
 
The 1,530 crashes resulted in 19 fatality crashes, 853 injury crashes and 658 property 
damage crashes.  The highest number of injuries occurred in 2001 (312 injuries) and 
the highest number of fatalities occurred in 1998 (6 fatalities).  72% of the crashes 
occurred during daylight hours and 80% of the crashes occurred on dry surfaces. Table 
4-3 of the PER summarizes the crash severity and the lighting and road surface 
conditions of crashes for each year examined. 
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Intersections and Signalizations 
There are 14 signalized intersections within the corridor under the operational control of 
the Broward County Traffic Engineering Division. The following intersections were 
evaluated as part of this study. The signals are actuated and the cycle length varies 
between 80 and 150 seconds. 

 

• SR 84 EB and WB At SW 136th Avenue • SR 84 EB and WB at Pine Island Road 

• SR 84 EB and WB at Flamingo Road • SR 84 EB and WB at University Drive 

• SR 84 EB and WB at Hiatus Road • SR 84 EB and WB at Davie Road 

• SR 84 EB and WB at Nob Hill Road  

 

EXISTING BRIDGES 

There are 55 bridges along the I-595 corridor within the study area. The locations are 
identified in Table 4-6 of the PER.  As part of the National Bridge Inventory and 
Structural Inventory and Appraisal program conducted by FHWA, FDOT requires 
biannual evaluations of all bridges under its jurisdiction.  The results of the evaluation 
indicate that the I-595 bridges received Sufficiency Ratings in the 1980’s - 1990’s.  
However, the highest rating of 100 percent was for a bridge that is considered part of 
Florida’s Turnpike system, connecting that facility to I-595. 
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Attachment 2.B: PROPOSED IMPROVEMENTS 
 

ALTERNATIVE ALIGNMENT ANALYSIS 
The following section describes the different improvement alternatives that were 
considered, including the No Build Alternative. 
 
NO BUILD ALTERNATIVE 
The No Build Alternative maintains the existing I-595 corridor.  No traffic capacity, 
operation, or safety improvements would be implemented.  The consequence 
associated with this alternative includes the acceptance of existing highly congested 
traffic conditions with the continued growth in South Florida increasing travel demand 
significantly over the next 20 years.  The No Build Alternative was used throughout the 
study process as a comparative baseline condition.  The following are among the 
advantages of the No Build Alternative. 

• No construction or right of way costs 

• No residential or business relocations 

• No direct social and economic impacts 

• No utility relocations 

• No direct impacts to environmental resources 

 
The No Build Alternative fails to satisfy the project objective of developing an integrated 
multimodal corridor that is economically efficient, safe, and environmentally sound. 
There are other disadvantages associated with the No Build Alternative. 

• Inconsistent with the I-595 Master Plan, Broward County MPO Adopted Long-Range 
Plan, the state’s FIHS and SIS Long-Range Plans, and other adopted local, regional, 
and state plans 

• Fails to meet future travel demand and adopted levels of service for any of the 
corridor elements:  mainline, ramps, frontage roads, merges, diverges, weaves, and 
intersections  

• Fails to improve traffic operations and safety 

• Increases congestion leading to such consequences as continued degradation of air 
quality, increased travel times and costs, and increased emergency response time 

• Does not provide an opportunity for noise abatement 

• Impedes new economic and social activities and deters expansion of existing 
economic and social conditions 

 
STUDY ALTERNATIVES 
 
I-595 Master Plan Locally Preferred Alternative 
The I-595 PD&E Study is a continuation of the I-95/I-595 Master Plan Study completed 
in March 2003.  The Master Plan produced a Locally Preferred Alternative (LPA) that 
was adopted by the Broward County MPO on January 7, 2003.  The major components 
of the LPA are listed below and a schematic is shown in Figure 8-1 of the PER. 
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• Reversible lanes, at grade, serving express traffic to/from I-75/Sawgrass 
Expressway from/to east of SR 7 

• Continuous connection of SR 84 between Davie Road and SR 7 

• Collector-Distributor (C-D) system between Davie Road and I-95 

• Two-lane off-ramps, as needed 

• Braided interchange ramps to eliminate mainline weaving segments 

• Combining ramps and provides cross-street bypasses to reduce congestion 

• A westbound to northbound (WB-NB) ramp at Florida’s Turnpike 

• Modifications to the I-595/Florida’s Turnpike interchange 

• Provisions for a transit element, such as a commuter rail line, integrated into the 
corridor (with details of the concept to be developed in a separate study) 

 
Public comment on the LPA was received at the I-595 Master Plan Public Hearing 
conducted on November 16, 2000, at the Davie Police Department.  The LPA was 
reviewed by FHWA and it was agreed that the alternatives to be studied during the       
I-595 PD&E Study should only include the Master Plan LPA Build Alternative, and 
variations of it, and a No Build Alternative, since 15 different build alternatives were 
evaluated during Tiers 1 and 2 of the Master Plan Study.  Also, given that the LPA 
consists of an integrated set of projects, the integration of the Master Plan would be 
compromised if alternatives analyses for the individual projects resulted in different 
design concepts.  Therefore, the I-595 Master Plan LPA serves as the base Build 
Alternative for the I-595 PD&E Study.  
 
Refinements to the Master Plan LPA 
The Master Plan LPA was developed with a Design Year of 2020.  The primary 
objective of the I-595 PD&E Study alternative analysis phase was to refine the Master 
Plan LPA, as necessary, to satisfy the future travel demand for Design Year 2034.  The 
LPA was also updated to include changed conditions within the corridor that have 
occurred since the Master Plan Study.  In addition, the LPA was refined to reflect 
comments received at interagency meetings and public workshops, as well as an 
extensive VE/DR process conducted for the I-595 PD&E Study.   
 
The following are critical elements that were considered during the refinement of the 
Master Plan LPA. 
 
I-595 PD&E Study Design Year 2034 
The Master Plan LPA was developed with a Design Year of 2020; the I-595 PD&E 
Study was developed with a Design Year 2034.  The LPA was refined to accommodate 
traffic growth for an additional 14 years, requiring additional auxiliary lanes and ramps at 
selected locations.    
 
North New River Greenway 
Broward County is developing the North New River Greenway, a shared-use 
bicycle/pedestrian trail that would extend from Markham Park, west of I-75 to SR 7.  As 
originally proposed, the Greenway would run adjacent to the I-595 corridor along the 
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north side of the North New River Canal between Markham Park and University Drive. 
The Greenway exits the corridor between University Drive and Davie Road, travels 
along Nova Drive (an east-west roadway located south of the I-595 corridor), then re-
enters the corridor at Davie Road.  From Davie Road, it continues east along the south 
side of the New River Canal before finally exiting the I-595 corridor between the Davie 
Road and SR 7 interchanges.  As part of the Programmatic Section 4(f) Evaluation, it 
was determined that impacts to the Greenway are unavoidable.  Therefore, a portion of 
the Greenway, between Davie Road and SR 7 will be relocated by FDOT as part of the 
I-595 improvements. 
 
Sewell Lock Park 
The historical Sewell Lock Park, located on the North New River Canal on the north side 
of I-595 just west of Davie Road, presented an obstacle for the proposed LPA 
improvements in that area.  The Master Plan LPA would impact the park and could 
potentially create Section 4(f) involvement.  To avoid impacts to the park, the alignment 
of the proposed braided ramps and typical sections of both the on/off-ramps and SR 84 
between University Drive and Davie Road were modified.  This modification allows for 
the roadway improvements to be constructed without permanent impacts to the park.  
After this design modification was implemented, it was determined through the 
Determination of Applicability that there would be no Section 4(f) involvement 
associated with the Sewell Lock Park.   
 
Minor temporary impacts will be necessary for final dressing and connection to access 
points.  All final design aspects will be coordinated with SFWMD and Broward County 
Parks. 
 
FP&L substation 
There is an existing FP&L substation located on the south side of I-595 immediately 
west of Davie Road.  The substation, located across the corridor from Sewell Lock Park, 
is directly adjacent to the SR 84 right of way line.  As developed, the Master Plan LPA 
would most likely have required relocation of the substation.  However, by reducing the 
roadway typical section width in this area, impacts to the substation were avoided.   
 
Measures taken during the VE/DR process to avoid impacts to Sewell Lock Park and 
the FP&L substation, such as shifting the roadway improvements away from the original 
alignment near these properties, avoid approximately $35 to $40 million in right of way 
impacts.  
 
Central Broward East-West Transit Alternatives Analysis 
Since the Master Plan Study, FDOT has initiated the Central Broward East-West Transit 
Alternatives Analysis (CBE-WTAA).  As a result of the CBE-WTAA study, the Broward 
County MPO endorsed the I-595 corridor as the preferred location for the Central 
Broward East-West Transit Alignment on April 14, 2005.  At the same time, the MPO 
selected light rail transit (LRT) as the preferred transit mode.  The preliminary scope of 
the I-595 PD&E Study included provision for an exclusive LRT alignment within the I-
595 corridor between SW 136th Avenue and SR 7.  The Master Plan LPA had identified 



Page 35 of 107 

an elevated transit alignment on the south side of the I-595 corridor, south of EB SR 84.  
Extensive coordination is ongoing between the I-595 PD&E and CBE-WTAA studies to 
assure that each reflects the efforts of the other study in its location of the potential 
transit alignment. 
 
Value Engineering/Design Review (VE/DR) Process 
As part of the I-595 PD&E Study design analysis, a comprehensive VE/DR Team was 
assembled, composed of senior staff from FDOT District 4, Broward County, Florida’s 
Turnpike Enterprise, and specialty consultants.  The purpose of the VE/DR Team was 
to conduct detailed design reviews of the LPA at critical stages of the refinement 
process to assure that the project is cost effective, constructible, and minimizes project 
impacts by maximizing the use of existing right of way.  Several refinements of the LPA 
were the result of the VE/DR workshop series.  A Value Engineering/Design Review 
Documentation Report is available containing transcripts and/or summaries of the 
detailed discussions that took place during the VE/DR sessions. 
 
The following is a list of the major refinements to the Master Plan LPA that have been 
incorporated into the design alternative designated Alternative 1A. 

• Added auxiliary lanes to the I-595 mainline to accommodate the increase in design 
year traffic from year 2020 to year 2034. 

• Changed the typical section design criteria for SR 84 from rural to suburban in an 
effort to reduce overall width requirements. The changes were made to minimize 
right of way impacts to the SFWMD North New River Canal on the north side of 
I-595 and to residents and businesses located on the south side of I-595.  The 
SR 84 typical section was revised from a 12-foot (10-foot paved) outside shoulder to 
a 4-foot shoulder/undesignated bicycle lane with Type F curb and gutter and a 12-
foot shared-use path.  This change in the SR 84 typical section reduces the required 
footprint by 8.5 to 9 feet depending on the use of shoulder gutter.  

• Maintained EB SR 84 at grade level along the south right of way line at all times in 
an effort to eliminate the closing of driveway connections to commercial, industrial, 
and residential properties along the south side of I-595. 

• Added a bi-directional 12-foot shared-use path along the south side of EB SR 84 
from SW 136th Avenue to Davie Road to accommodate pedestrian and bicycle traffic 
to/from the many businesses that abut the project.  Included the Broward County 
Greenway along the north side of the corridor, from the western terminus of the 
project to east of Davie Road and on the south side of the corridor between Davie 
Road and SR 7. 

• Added a 4-foot undesignated bicycle lane along EB and WB SR 84 to provide 
accommodations for avid and non-recreational cyclists. 

• Improved the WB SR 84 ramps in the area between Florida's Turnpike and SR 7. 

• Switched the proposed three bridge structures between Flamingo Road and Hiatus 
Road with a single two-lane bypass ramp and a two-lane bridge to limit impacts to 
the North New River Canal. 
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• Switched the location of the WB on-ramp at Flamingo Road and the off-ramp at SW 
136th Avenue to improve operations of the WB reversible lane exchange area and 
eliminate a weave section on the I-595 mainline. 

• Adjusted the locations of the ramp braids to the areas where the grade differential 
between I-595 and SR 84 can be maximized. 

• Shifted the I-595 mainline alignment to the north and reduced the typical section on 
SR 84 in the area between Davie Road and Florida’s Turnpike to avoid impacts to 
the FP&L substation. 

• Avoided impacts to Sewell Lock Park by shifting the University Drive off-ramp and 
Davie Road on-ramp braid to the west. 

• Shifted the SB Turnpike to Griffin Road off-ramp upstream from the I-595 to SB 
Turnpike on-ramp to eliminate the weave section. 

• Combined the NB Turnpike off-ramps to I-595 to a three-lane off-ramp then splitting 
the EB and WB movements rather than having two separate off-ramps from Florida’s 
Turnpike. 

• Developed Corridor Construction Phasing that ensures constructibility, compatibility, 
and logical project limits. 

 
The typical section for Alternative 1A is shown in Figure 8-2 from the PER; the 
schematic is depicted in Figure 8-3 of the PER.  More detailed typical sections are 
included in Appendix C of the PER.  The configurations shown in the figures represent 
the Master Plan LPA as modified, refined, and endorsed by engineering assessments, 
VE/DR Team input, and concerned public agencies and general public comments. 
 
Development of Additional Alternatives  
As Alternative 1A was further developed, it became apparent that extensive right of way 
acquisition would be needed to construct the proposed elevated transit alignment along 
the south side of EB SR 84 (see Figure 8-2 from the PER).  As a result, the project team 
developed three subsequent alternatives. The alternatives were developed in 
coordination with the transit study consultants, local municipalities and stakeholders, 
FHWA, and VE/DR workshops.  These three alternatives, designated as Alternative 1B, 
Alternative 2A, and Alternative 2B maintain the same basic design components of the 
modified Master Plan design, Alternative 1A (reversible lanes, auxiliary lanes, braided 
ramps, etc.), but more efficiently use the limited available space within the existing right 
of way. 
 
The following are the alternatives that were developed in addition to Alternative 1A that 
was described earlier.  Detailed typical sections and concept plans for each of the 
alternatives are provided in Appendix C of the PER. 
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Alternative 1B 
Alternative 1B maintains the same concept as Alternative 1A, which has the reversible 
lanes at-grade in the median throughout the corridor.  With this alternative, the elevated 
transit alignment would be located to the area between EB I-595 and EB SR 84. This 
alternative would allow most of the roadway and transit alignments to be within the 
existing right of way limits.  Right of way acquisition would still be necessary, primarily at 
braided ramp locations, but would be significantly less than Alternative 1A.  
 
The Alternative 1B roadway alignment is similar to Alternative 1A with the exception of 
some minor shifts of the SR 84 and bypass ramp alignments in the areas of the cross 
streets.  The schematic for Alternative 1B is shown in Figure 8-3 of the PER; the typical 
section is shown in Figure 8-4 from the PER.  
 
Alternative 2A 
In an effort to further reduce the right of way impacts and to allow more flexibility for 
design and construction with regard to integrating transit, two elevated reversible lane 
concepts were developed.  Alternative 2A would construct the reversible lanes on an 
elevated structure in the median and the area under the structure would be used for the 
proposed transit alignment.  This alternative would reduce the amount of right of way 
necessary to construct the transit alignment.  The roadway alignments would remain the 
same as Alternative 1A except in the two reversible lane exchange areas where a wider 
median is necessary to accommodate the elevated reversible lane alignment.  Elevating 
the reversible lanes allows for the flexibility of adding a third reversible lane on the 
structure, increasing the overall capacity of the system, and allowing for direct 
connections to I-75 and Florida’s Turnpike.  The typical section for Alternative 2A is 
shown in Figure 8-5 from the PER; the schematic is depicted in Figure 8-6 of the PER.   
 
Alternative 2B 
Alternative 2B is the second of the two elevated reversible lane alternatives and uses 
the area under the elevated structure to compress and shift the mainline lane footprint.  
The I-595 mainline is shifted 12 feet into the median and as a result, SR 84 could be 
shifted in as well, providing additional space along the existing south right of way line for 
the proposed elevated transit alignment.  Similar to Alternative 2A, elevating the 
reversible lanes allows for the flexibility of adding a third reversible lane on the structure 
increasing the overall capacity of the system.  A major component of Alternative 2B that 
differs from Alternatives 1A or 1B is an option of direct connections at I-75 and Florida’s 
Turnpike to the reversible lanes with elevated flyover ramps.  
 
The schematic for Alternative 2B is shown in Figure 8-6 of the PER; the typical section 
is shown in Figure 8-7 from the PER. 
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EVALUATION MATRIX 
Once the design alternatives had been created, it was necessary to evaluate their 
relative merits.  The intent of the evaluation process was to reflect in an objective 
manner the decision-making processes that led to the various design features of the 
design alternatives.  This was accomplished through the use of evaluation matrices. 
  
Matrices Development 
The first step in the development of evaluation matrices was to review the process by 
which decision-making occurred during the development of the various design 
alternatives.  Extensive notes were made during interagency meetings and the VE/DR 
sessions throughout the PD&E process.  Information from these notes was combined 
with comments received during public workshops.  Together, this information helped to 
identify the key decisions made during the study and the factors influencing those 
decisions.  These influencing factors became the criteria used in the development of the 
evaluation matrices.  A total of 58 criteria were identified in this manner. 
 
Once the decision-making criteria were identified, a second review was made to 
establish how these criteria related to one another.  The criteria were found to fall into 
one of two major groupings:  criteria related to the I-595 highway corridor alone and 
criteria related to influencing factors such as the environment and transit.  The major 
groupings were further divided into four categories, two within each of the major 
groupings as follows: 
 

I-595 Highway Corridor Issues Environmental and Transit Issues 

Engineering Criteria  Environmental Criteria 

Cost Estimates Transit Corridor Criteria 

 
Separate matrices were developed for each of the major sets of decision-making 
issues.  The specific criteria included in each of the four categories are listed in the first 
column (the left-hand column) of each matrix.  The I-595 Highway Corridor Evaluation 
Matrix is shown in Table 8-1 of the PER.  The I-595 Environmental and Transit 
Evaluation Matrix is shown in Table 8-2 of the PER.   
 
The evaluation matrices were initially created during a VE/DR workshop conducted in 
May 2005 after receiving comments in two Public Workshops held in April 2005.  The 
initial matrices were developed by a team consisting of the I-595 PD&E Study design 
team, the CBE-WTAA design team, FDOT District 4 and Florida’s Turnpike Enterprise 
personnel, and the VE/DR consultants.  Subsequent updates and modifications to the 
matrices occurred as the design concepts were refined, the analyses were completed, 
and additional information became available. 
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Evaluation Process 
Once the general matrices were created, the measures to be applied in scoring the 
alternatives had to be determined.  After much deliberation, it was decided that the 
initial assessment should be qualitative.  The following scoring mechanisms were 
chosen: 

 + Noticeably better than other alternatives 
 0 Neutral; neither better nor worse than other alternatives 
 - Noticeably worse than other alternatives 

 
A separate score was given to each alternative in each of the four categories.  No 
relative weighting of criteria occurred within these matrices; each criterion had equal 
standing with every other criterion.  An alternative’s score was determined by 
subtracting the number of “-” awarded from the number of “+” awarded.  For example:  
 
 (+)(+)(+)(+)(+) 
 - (-)(-)(-)(-) 
 =   (+) 

 =         (1) 

 
To more closely evaluate the alternatives, an evaluation matrix was developed.  The 
criteria selected for application in this new evaluation matrix were viewed by the project 
team as key to the success of the project.  Six criteria were deemed most crucial to the 
development of the corridor improvements. 
 

Cost Criteria Engineering Criteria 

• Total Construction Costs • Mainline LOS/Express Lanes Capacity 
• Right of Way Costs • System Linkage/ITS Operation 
 • Design and Construction Phasing Flexibility 
 • Public Opinion/Socioeconomic Impacts 

 
Two types of design concepts had been developed at this point in the study:  the first 
concept placing the express lanes at grade level and elevating the transit line, and the 
second concept elevating the express lanes and locating the transit line at grade level.  
Within each concept type, two variations of each concept had been developed (i.e. 
Alternatives 1A and 1B; Alternatives 2A and 2B).  Using the evaluation matrix, the better 
of the two alternatives within each concept were identified.   
 
A scoring system ranging from “1” to “3” was used for each of the six criteria.  A score of 
“1” represents a worst-case condition; a score of “3” represents the best condition.  The 
final ranking of the alternatives was determined by the total number of points awarded 
to each of the four design alternatives.  The quantitative Key Criteria Evaluation Matrix 
is displayed in Table 8-3 of the PER. 
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Summary of Evaluation Results 
As can be derived by Tables 8.1, 8.2, and 8.3 of the PER, the qualitative and 
quantitative evaluation results are summarized in Table 8.4 from the PER as follows: 
 
Table 8-4  Summary of Evaluation Results 
 

Design Alternatives Evaluation Matrix 

 Evaluation Category 1A 1B 2A 2B 

I-595 Highway Issues Evaluation Matrix (Table 8-1) 
 Engineering Criteria and Costs 

 
3 

 
3 

 
0 

 
-3 

I-595 Environmental and Transit Evaluation Matrix (Table 8-2) 
 Environmental and Transit Criteria 

 
-3 

 
-2 

 
5 

 
-4 

Key Criteria Evaluation Matrix (Table 8-3) 
 Total Score 

 
11 

 
13 

 
15 

 
12 

 
 
Application of Evaluation Results 
Both the qualitative and quantitative evaluations indicated that Alternatives 1B and 2A 
outperformed Alternatives 1A and 2B in several areas.  For the reasons listed below, 
further assessment of Alternatives 1A and 2B was terminated and the remaining 
alternatives were subjected to further, more rigorous assessment.   
 
Alternative 1A  
Five points underscore why Alternative 1A was dropped from further consideration.  

• Provides no additional corridor benefits compared to Alternative 1B 

• Impacts to FP&L substation 

• Extensive right of way impacts on south side of EB SR 84 

• Driveway impacts along EB SR 84 

• Visual impacts of having the transit elevated on the south side of EB SR 84  

   
Alternative 2B  
There were several reasons that supported terminating any further examination of 
Alternative 2B.   

• Sequencing of construction requires reversible lanes to be built first (preliminary 
analysis indicates that this is not desirable) 

• No additional benefits compared to Alternative 2A, while being less flexible for transit 
or future expansion in the median 

• Driveway impacts along EB SR 84 

• Extremely high construction cost compared to the other alternatives; having to 
construct elevated reversible lanes and an elevated transit system 

• Visual impacts of having the transit elevated on the south side of SR 84  
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FINAL PD&E ALTERNATIVES 
Based on the recommendation of the VE/DR team on May 20, 2005, the results of the 
engineering and environmental analyses, and the input received at the public 
workshops, Alternatives 1B and 2A were selected as the I-595 PD&E Study Build 
Alternatives to carry forward through the I-595 PD&E Study process.  The following 
sections describe the two remaining alternatives in greater detail.  The following is a list 
of the project elements and their treatments discussed in the following pages. 
 
• Mainline interchanges • Florida’s Turnpike mainline 
• Reversible lanes • Transit facilities 
• Reversible lane interchanges • Impacts to Sewell Lock Park 
• SR 84 • Impacts to Pond Apple Slough Natural Area 
• Pedestrian/Bicycle facilities • Impacts to FPL substation 

 
The concept plans for all of the design alternatives are shown at a scale of 1 inch to 400 
feet, and are provided in Appendix C of the PER.   
  

Alternative 1B (At-Grade Reversible Lanes) 
 
Mainline I-595  
Mainline I-595 is a 70 mph facility and currently has three general purpose lanes in each 
direction with one or two auxiliary lanes between interchanges.  Opposing traffic is 
separated by a 64-foot to 68-foot grass median.   
 
The proposed alignment maintains six general purpose lanes in their existing location 
with the exception of the two reversible lane interchange areas, where the mainline 
median is widened on both sides to allow for the reversible lane access/egress ramps.  
With the exception of these two areas, the left and right profile grade line (PGL) will 
remain in their current location, 34 feet left and right of the centerline of construction and 
at their current elevations. The I-595 general purpose lanes will be milled and 
resurfaced with widening to the outside for additional auxiliary lanes.  Mechanically 
stabilized earth (MSE) walls are proposed in lieu of fill slopes where the I-595 profile 
rises to pass over cross streets.  Barrier wall along the outside shoulder is required for 
much of the I-595 mainline because of clear zone issues and grade differentials 
between I-595 and SR 84.  All entrance ramps along I-595 are parallel type entrance 
ramps and are designed for a 50 mph design speed. 
     
Mainline I-595 Interchanges  
As presently configured, I-595 is served by tight diamond interchanges with frontage 
roads at SW 136th Avenue, Flamingo Road, Hiatus Road, Nob Hill Road, Pine Island 
Road, University Drive, and Davie Road.  In addition to the tight diamond configuration, 
the University Drive interchange also includes flyover ramps serving the SB-EB and NB-
WB movements.  The SR 7 and Florida’s Turnpike interchanges are complex system 
interchanges with frontage roads.  Major improvements are proposed for the mainline 
interchanges that minimize the merging, diverging, and weaving segments along the 
mainline caused by exit and entrance ramps to and from the interstate.  These 
proposed improvements accomplish this by introducing braided ramps, eliminating on- 
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and off-ramps by combining ramp movements, and swapping the location of ramps 
(placing the off-ramp before the on-ramp).  These improvements either eliminate the 
mainline weaving segments or move the weave onto the frontage road.  All ramps are 
parallel in type with auxiliary lanes beginning/ending at the ramp gores to improve the 
operations of the merge and diverge segments.  The University Drive interchange 
flyovers are proposed to be removed and reconstructed adjacent to the existing flyovers 
to accommodate the median widening needed for the reversible lanes and mainline 
improvements on the outside (auxiliary lanes and braided ramps). 
  
Reversible Lanes  
The reversible lanes will be located at grade level within the existing I-595 median, 
except where required to be elevated to a second level at the University Drive 
interchange.  Horizontal and vertical alignments will follow the existing I-595 mainline 
alignment.  The reversible lane facility proposes two 12-foot lanes and 10-foot paved 
shoulders.  Median barrier walls will separate the reversible lanes from the I-595 
mainline general purpose lanes.   The intent of the reversible lane system is to be open 
for EB traffic in the AM and WB in the PM, removing the long distance through traffic 
from the general purpose lanes and providing an additional two lanes in the peak 
direction.  Access and egress to and from the reversible lanes will be limited to two 
points.  The western access/egress point is proposed between the SW 136th Avenue 
and Flamingo Road interchanges serving I-75 and the Sawgrass Expressway.  The 
eastern access/egress point is proposed between Florida’s Turnpike and SR 7 serving 
points east of SR 7, including I-95.  Intermittent emergency access points will be located 
between the reversible lanes and mainline lanes in both the EB and WB direction.  
Movable barrier wall systems in which a gap in the barrier wall can be manually created 
to allow emergency vehicles to access/egress the reversible lanes will be installed for 
incident management.   
 
During the course of the study, the City of Weston expressed some concern about the 
safety risks associated with the reversible lanes, in particularly incident management.  
As a result, a Freeway Incident Management (FIMT) meeting was held on November 9, 
2005, to solicit how emergency responses could be handled on the reversible lanes and 
what improvements may be necessary to minimize safety risk.  The FIMT offered the 
following recommendations to consider for Alternative 1B: 

• Provide emergency access openings 

• Provide removable or breakaway glare screens to allow access over barrier walls 

• Provide integration of ITS/TMS components to improve emergency response 
capabilities 

 
Additional FIMT recommendations that pertained to both alternatives included the 
following: 

• Provide procedure to identify location of incidents 

• Consider emergency air lift/rescue operations in final design  

• Meet regularly with the FIMT during final design 
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• Provide pipe connections to existing water bodies that can be utilized by pump 
trucks for fire rescue  

• Consider the traffic increases expected from US-27 as a system to system 
connection from US-27 to I-95 through the reversible lanes along  I-595 

• Evaluate impacts of incidents to traffic and the costs associated with them in 
evaluating the alternatives 

• Consider the intermodal truck facility planned in Davie along I-595  

• Evaluate the durations that will be necessary to clear incidents and the impacts to 
the state open lane policy commitment by FHP 

• Provide safety to first responders 

 
The FDOT reiterated their commitment to continue coordinating with the FIMT during 
the final design phases of the I-595 projects.   
 
Reversible Lane Interchanges  
The reversible lane interchanges are proposed to be located between the SW 136th 
Avenue and Flamingo Road interchanges and between Florida’s Turnpike and the SR 7 
interchanges. The I-595 mainline median will be widened to accommodate the 
reversible lane interchanges.  Two inside auxiliary lanes are developed in the median 
for access into the reversible lane system.  The auxiliary lanes will be separated from 
the I-595 mainline by a 4-foot buffer area.  Overhead Dynamic Message Signage (DMS) 
will guide motorists into or away from the auxiliary lanes leading to the reversible lanes 
depending on the time of day.  Opposing traffic will be prohibited from entering the 
reversible lanes by access control gates that extend from the inside barrier wall in the 
area of the auxiliary lanes.  Access control barriers and automated security gates may 
also be used to prohibit motorists from entering or exiting the reversible lanes in the 
wrong direction.  Barrier wall is used along the I-595 mainline to eliminate clear zone 
violations in the reversible lane interchange area.  
 
SR 84 
Currently, SR 84 is a rural four-lane facility (two lanes in each direction) located along 
the north and south sides of I-595 and designed for a 50 mph speed.  Limited right of 
way, proposed mainline auxiliary lanes, realigned ramps, braiding of ramps, proposed 
bicycle/pedestrian facility, and potential impacts to the North New River Canal make 
maintaining the rural design criteria impractical.  It is proposed that SR 84 be changed 
to a suburban four-lane facility (two 12-foot lanes in each direction) with Type F curb 
and gutter on the outside and a 4-foot paved shoulder on the inside (for an overall width 
of 8 feet).  The curb and gutter is necessary to contain roadway drainage within the right 
of way, allow for a pedestrian/bicycle path on the outside between Davie Road and 
SR 7 and reduce clear zone requirements.  Guardrail is proposed along the curb and 
gutter to protect the canal drop off hazard in the WB direction.   

 
Additional right of way is required along the north side of WB SR 84 for much of the 
segment.  Meetings were held with SFWMD regarding this issue and the following 
guidelines are being followed with respect to impacts to the North New River Canal: 
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• FDOT will not reduce capacity of the canal 

• FDOT will not reduce conveyance of the canal 

• FDOT will bulkhead the canal if the proposed roadway footprint encroaches into 
SFWMD right of way 

• FDOT will install noise walls on top of the bulkhead, but not within 100 feet of any 
bridge crossing the canal 

• FDOT will typically locate the noise walls ±4 feet from the residential property line to 
allow for construction of the wall and foundation.   

• FDOT will encroach into the SFWMD right of way for the noise walls on the north 
side of the SFWMD right of way, where the existing canal right of way is more than 
44 feet.  The FDOT will provide a minimum of 40 feet from top of bank to the noise 
wall for maintenance of the canal.   

• FDOT will not meander the noise walls for trees and fences but will hold to the 
northern SFWMD right of way line and the ±4 feet offset. 

• FDOT may need to provide access to docks located south of the proposed noise 
walls.  To accomplish this, it may be necessary to stagger the walls, which would 
ultimately reduce the berm width.  The issue of access and its design will be 
coordinated with the SFWMD during the design phase of the project. 

• FDOT will provide SFWMD with the wind loadings that are used in the design of the 
noise walls.   

• FDOT will provide a 100 feet staging area next to all bridge structures. 

• FDOT will provide a minimum 25 feet gap, or appropriate maintenance access 
approved by SFWMD, in the noise wall at the SFWMD “Lot #29” (purchased by 
SFWMD for maintenance of Sewell Lock). 

• FDOT will provide a 3-foot asphalt mow strip, similar to a guardrail treatment, in front 
of proposed noise walls.  This will assist the SFWMD with maintenance adjacent to 
the walls. 

 

SR 84 is proposed to maintain its current elevations in order to maintain access to 
existing driveway/access points wherever possible.  It is also to be located on the 
outside of the I-595 mainline ramps and bypass ramps in order to maintain a continuous 
4-foot undesignated bicycle lane along the outside and access to adjacent parcels.  One 
exception of where SR 84 cannot be maintained on the outside occurs in the WB 
direction between Pine Island Road and Nob Hill Road.  The reason for this is due to 
the limited space adjacent to the North New River Canal and the need for braiding the I-
595 off-ramp with the SR 84 on-ramp in this location.  The improvements to WB SR 84 
necessitates the reconstruction of the intersections at SW 136th Avenue, Flamingo 
Road, Hiatus Road, Nob Hill Road, Pine Island Road, University Drive, and Davie Road.  
Westbound SR 84 access across the canal to SW 125th Avenue and Commodore 
Avenue shall be eliminated due to limited space between the widened I-595 mainline 
and the canal. Currently, SR 84 ends to the east of Davie Road and EB traffic is forced 
onto the I-595 mainline.  SR 84 is proposed to be extended through the Florida‘s 
Turnpike and SR 7 interchanges and a continuous connection be made without traffic 
having to enter onto the I-595 mainline. 
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Pedestrian/Bicycle Facilities  
The I-595 corridor has been designated by Broward County to be a major component in 
the Broward County Greenways system.  A bi-directional mixed use path is currently 
being designed and constructed by Broward County and will be located on the north 
side of the North New River Canal from the western I-595 PD&E Study project limits to 
University Drive.  The recreational path leaves the project corridor between University 
Drive and Davie Road, re-enters the corridor at Davie Road, and runs along the south 
side of the North New River Canal to SR 7.  As part of the Programmatic Section 4(f) 
Evaluation, it was determined that impacts to the Greenway are unavoidable.  
Therefore, a portion of the Greenway, between Davie Road and SR 7 will be relocated 
by FDOT as part of the I-595 improvements. 
 
In addition to the Greenway, a 12-foot shared use, bi-directional path is proposed along 
the outside of EB SR 84 between SW 136th Avenue and University Drive.  The path will 
be reduced to a width of 6 feet between University Drive and Davie Road to avoid 
substantial right of way impacts to the FP&L substation.  Undesignated 4-foot bicycle 
lanes are also proposed along SR 84 in both directions.  The bicycle lanes are to be 
undesignated due to their proximity to the Interstate ramps and high speed traffic.  
 
Florida’s Turnpike Interchange  
A new WB-NB ramp will be added in the northeast quadrant of the interchange (see 
Figure 8-8 of the PER).  The addition of this ramp removes WB-NB traffic out of the 
short weaving section where EB and WB I-595 traffic converges and then diverges to 
Florida’s Turnpike, NB and SB.  Barrier wall will be placed in the existing weave section 
to prohibit vehicles from any unnecessary weaving movements.  The EB/WB I-595 
bridge to Florida’s Turnpike SB will be reconstructed as a three-lane bridge.  The Griffin 
Road SB off-ramp will be relocated to the north to accommodate the additional lane 
from EB I-595 and the WB bridge to the SB Turnpike.  The two existing NB off-ramps to 
I-595 EB and WB are combined to form a single three-lane off-ramp, then diverging, 
eliminating the need for two separate mainline exits.  The I-595 to Florida’s Turnpike 
ramp is proposed to be on structure and designed with a larger radius than the existing 
ramp.  Interchange improvements were analyzed for constructibility project phasing to 
ensure that the interchange can be constructed in a logical manner. 
 
Florida’s Turnpike Mainline  
Alternative 1B has no significant impacts to the Florida’s Turnpike mainline alignment.  
Mainline impacts include restriping, reconstructing ramp terminals, and widening to the 
outside of Florida’s Turnpike NB to allow for the extra laneage from the proposed WB-
NB on-ramp. 
 
Transit Facilities  
The location of the Central Broward East-West transit alignment is the main difference 
between Alternative 1A and Alternative 1B.  The transit alignment is to be elevated on a 
dedicated structure within the limits of the I-595 right of way.  Unlike Alternative 1A, the 
Alternative 1B transit envelope is recommended to use the outer separation area 
created between EB SR 84 and EB I-595.   
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Locating the transit in this area has the following benefits:   

• Minimizes right of way impacts and costs compared to providing transit on the south 
side of EB SR 84 

• Avoids the FP&L substation 

• Avoids long spans when right-turn lanes are introduced along SR 84 

• Allows for more visibility of businesses from SR 84 

• Creates a buffer between transit and adjacent properties on south side of SR 84 

 
Sewell Lock Park 
Sewell Lock Park is a historic property located along WB SR 84 just west of the Davie 
Road interchange.  The original layout for the braided ramps proposed between Davie 
Road and University Drive would have resulted in impacts to Sewell Lock Park.  Initial 
efforts shifted the project to the south in an effort to avoid the park.  However, in doing 
so, a significant impact to the FP&L substation located on the opposite side of the 
corridor (along the EB SR 84 lanes) resulted.  Therefore, the braided ramp configuration 
was repositioned farther to the west, eliminating the most severe impacts to the 
property.  SR 84 was also repositioned slightly to the south.  When combined with 
design exceptions that will narrow lanes the lanes on EB SR 84 to 11 feet and reduce 
the sidewalk to 6 feet in the immediate vicinity of the substation, permanent impacts to 
both the park and the substation can be avoided. 
 
Pond Apple Slough Natural Area 
The proposed widening of the existing I-595 causeway structures over the Pond Apple 
Slough Natural Area between SR 7 and I-95 will allow for the extension of the CD road 
system to the east, terminating at I-95.  Avoidance of wetland impacts to the fullest 
extent possible has been carefully considered while still widening the corridor to 
accommodate the additional lanes necessary to satisfactorily handle future traffic 
demand.  The least invasive solution is to widen the existing structures to the inside as 
much as physically possible to avoid excessive widening to the outside into the 
environmentally sensitive areas of Pond Apple Slough Natural Area.  All developed 
alternatives have the same optimum design for this section of the project (construction 
methodology, proposed layout, and access road).  During the final design phase, the 
use of drainage structures, such as box culverts, will be evaluated to minimize or avoid 
haul road impacts to natural flow areas in Pond Apple Slough Natural Area.  Detailed 
typical sections, showing the viaduct section in the area of Pond Apple Slough Natural 
Area, can be found in Appendix C of the PER. 
 
Alternative 2A (Elevated Reversible Lanes) 
 
Mainline I-595  
Mainline I-595 is a 70 mph facility and currently has three general purpose lanes in each 
direction with one to two auxiliary lanes between interchanges.  Opposing traffic is 
separated by a grass median that ranges from 64 feet to 68 feet in width.  The proposed 
alignment maintains six general purpose lanes in their current location, with the 
exception of the two reversible lane interchange areas where the mainline median is 
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widened on both sides to allow for the reversible lane access/egress ramps.  With the 
exception of these two areas, the left and right PGL will remain in their current location, 
34 feet left and right of the centerline of construction and at their current elevations.  
The I-595 general purpose lanes will be milled and resurfaced with widening to the 
outside for additional auxiliary lanes.  Mechanically stabilized earth (MSE) walls are 
proposed in lieu of fill slopes where the I-595 profile rises to pass over cross streets.  
Barrier wall along the outside shoulder is required for much of the I-595 mainline 
because of clear zone issues and grade differentials between I-595 and SR 84.  All 
entrance ramps along I-595 are parallel type entrance ramps and are designed for a 50 
mph design speed. 
     
Mainline I-595 Interchanges  
As presently configured, I-595 is served by tight diamond interchanges with frontage 
roads at SW 136th Avenue, Flamingo Road, Hiatus Road, Nob Hill Road, Pine Island 
Road, University Drive, and Davie Road.  In addition to the tight diamond configuration, 
the University Drive interchange also includes flyover ramps serving the SB-EB and NB-
WB movements.  The SR 7 and Florida’s Turnpike interchanges are complex system 
interchanges with frontage roads.  Major improvements are proposed for the mainline 
interchanges to eliminate friction in the outer lanes caused by merge, diverge and 
weaving segments along the mainline.  The proposed improvements accomplish this by 
introducing braided ramps, eliminating on and off-ramps by combining ramp 
movements, and swapping the location of ramps (placing off-ramp before the on-ramp).  
The improvements either eliminate the mainline weaving segments or move the weave 
onto the frontage road.  All ramps are parallel in type with auxiliary lanes 
beginning/ending at the ramp gores to improve on the operations of the merging and 
diverging segments.   
 
The University Drive interchange flyovers are proposed to be removed and 
reconstructed adjacent to the existing flyovers to accommodate the median widening 
needed for the transit envelope and mainline improvements to the outside.  Even with 
reconstruction of the flyovers, the elevated reversible lanes are required to pass over 
the University Drive flyovers at a fourth level.   
 
Reversible Lanes  

The reversible lanes will be located on an elevated structure within the existing I-595 
median (see Figure 8-5).  The vertical alignment will follow the existing I-595 mainline 
alignment.  The reversible lanes will be constructed one level higher than the mainline 
with the exception of where the reversible lanes go to the fourth level to avoid the 
University Drive flyovers and the locations where the transit enters and exits the 
median.  The proposed reversible lane structure will be 59 feet wide and will have three 
12-foot travel lanes and a 10-foot paved shoulder on each side.  It is intended that the 
reversible lane system flow west-to-east during the morning peak period and from east-
to-west during the evening peak period, removing a portion of the long distance through 
traffic from the general purpose lanes.   
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The third lane on the proposed elevated reversible lane structure provides an 
opportunity for a direct link between I-75, the Florida’s Turnpike, and I-95, an option not 
available with Alternative 1B.  In addition, the direct connection provides additional 
capacity within the corridor with a third reversible lane while removing traffic from the 
general purpose lanes.   

  
Access and egress to and from the reversible lanes would be limited to four points.  The 
western access/egress point is proposed between the SW 136th Avenue and Flamingo 
Road interchanges, serving I-75 and Sawgrass Expressway; the eastern location is 
proposed between Florida’s Turnpike and SR 7, serving points east of SR 7 including I-
95; the southern location is proposed along Florida’s Turnpike between I-595 and Griffin 
Road; and the northern location is proposed along Florida’s Turnpike between Peters 
Road and I-595. 
 
As mentioned previously, the City of Weston expressed some concern about the safety 
risks associated with the reversible lanes.  In the ensuing Freeway Incident 
Management (FIMT) meeting that was held on November 9, 2005, the group agreed 
that there were no fatal flaws in providing incident management on the elevated 
reversible lanes and that both Alternatives 1B and 2A were viable concepts.  In addition 
to the FIMT recommendations made common to both alternatives, the group also 
offered the following recommendations specific to Alternative 2A: 

• Consider restriction of trucks on the elevated structure 

• Provide proper widths to enable removal of vehicles and potential U-turns by 
emergency vehicles 

• Provide system to identify if incident was on elevated structure 

• Start agreements with responders to ensure proper resources and funding are 
available 

• Ensure that final design elements, such as lighting and wall heights, address 
emergency response needs and be coordinated closely with the FIMT 

 
Reversible Lane Interchanges  
The reversible lane interchanges are proposed to be located between the SW 136th 
Avenue and Flamingo Road interchanges and between Florida’s Turnpike and the SR 7 
interchanges.  Two additional interchanges are located in the Florida’s Turnpike median 
north and south of I-595.  The I-595 mainline and Florida’s Turnpike mainline medians 
will be widened to accommodate the reversible lane interchanges.  Two inside auxiliary 
lanes will be developed for access into the reversible lane system.  The auxiliary lanes 
will be separated from the I-595 mainline by a 4-foot buffer area. Overhead DMS will 
guide motorists into or away from the auxiliary lanes leading to the reversible lanes 
depending on the time of day.  Opposing traffic will be prohibited from entering the 
reversible lanes by access control gates that extend from the inside barrier wall in the 
area of the auxiliary lanes.  Access control barriers and automated security gates may 
also be used to prohibit motorists from entering or exiting the reversible lanes in the 
wrong direction.  Barrier wall will be installed along the I-595 mainline to eliminate clear 
zone violations in the reversible lane interchange area.  The two lanes will then increase 
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in grade to second level on MSE wall. Once a vertical clearance of 16.5 feet is attained, 
the reversible lanes change to structure and converge with the additional lane providing 
a direct connection to/from Florida’s Turnpike or to/from I-75. 
 
During the course of the study, the City of Plantation expressed some concern about 
the direct connection to/from the Florida’s Turnpike, in particularly because of the close 
proximity that the elevated northern ramp structure would have to residents of the 
Plantation Harbor neighborhood.  Consequently and prior to the Public Hearing held on 
November 29, 2005, a meeting was held between the FDOT and the City of Plantation 
that resulted in two additional concepts for the direct connection.  As a result, three 
different direct connector concepts were displayed at the Public Hearing with the 
intention of presenting alternatives that shifted the northern ramp away from Plantation 
Harbor.  The direct connector concepts are shown in Appendix C of the PER.   

• North Alignment:  Original I-595 PD&E Study direct connector concept that 
minimizes bridge length but brings the structure closer to the residential community 
in the northwest quadrant of the interchange (Plantation Harbor).  This option has 
the lowest cost and most desirable geometry.   

• Center Alignment:  This option extends the bridge structure by crossing over I-595 to 
the north and then crossing back over to the south to split the connections and then 
extending the connection, which will ultimately connect to the north, to the south and 
east in order to fit the geometry required for the design speed.  This option is much 
more costly and creates a very long single lane structure that will need to be 
maintained at a third level for most of its length.  The geometry is much less 
desirable than the North Alignment.   

• South Alignment:  This option extends the bridge structure by crossing over I-595 to 
the south and then splitting and then following geometry similar to the Center 
Alignment.  This option is more costly and requires the acquisition of right of way.  
The geometry is better than the Center Alignment but is still undesirable for the 
same reasons.   

 
Since comments received at the Public Hearing were not conclusive as to which direct 
connector concept should proceed forward with Alternative 2A, it became a focal point 
of a VE/DR Meeting held between the FDOT and Florida’s Turnpike Enterprise on 
December 16, 2005.  The group performed an evaluation of the three concepts, based 
on a ranking method for construction costs, right of way impacts, proximity to 
neighborhoods, height of bridge, and geometry, and determined that the original, North 
Alignment concept should proceed forward.  The two other concepts were ruled out for 
further consideration.   
 
The documentation from the VE/DR Meeting discussed in this section is provided in the 
VE/DR Documentation Report. 
 
SR 84  
Currently, SR 84 is a rural four-lane facility (two lanes in each direction) located along 
the north and south sides of I-595 and designed for a 50 mph speed.  Limited right of 
way, proposed mainline auxiliary lanes, realigned ramps, braiding of ramps, proposed 
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bicycle/pedestrian facility and potential impacts North New River Canal make 
maintaining the rural design criteria impractical.  It is proposed that SR 84 be changed 
to a suburban four-lane facility (two 12-foot lanes in each direction) with Type F curb 
and gutter on the outside and a 4-foot paved shoulder on the inside (8-foot overall 
width).  The curb and gutter is necessary to contain roadway drainage within the right of 
way, to allow for a pedestrian/bicycle path on the outside between Davie Road and SR 
7 and to reduce clear zone requirements.  Guardrail is proposed along the curb and 
gutter to protect the canal drop off hazard in the WB direction.  Additional right of way is 
required along the north side of WB SR 84 for much of the segment.  Meetings were 
held with SFWMD regarding this issue and the following guidelines are being followed in 
respect to impacts to the North New River Canal. 

• FDOT will not reduce capacity of the canal 

• FDOT will not reduce conveyance of the canal 

• FDOT will bulkhead the canal if the proposed roadway footprint encroaches into 
SFWMD right of way 

• FDOT will install noise walls on top of the bulkhead, but not within 100 feet of any 
bridge crossing the canal 

• FDOT will typically locate the noise walls ±4 feet from the residential property line to 
allow for construction of the wall and foundation.   

• FDOT will encroach into the SFWMD right of way for the noise walls on the north 
side of the SFWMD right of way, where the existing canal right of way is more than 
44 feet.  The FDOT will provide a minimum of 40 feet from top of bank to the noise 
wall for maintenance of the canal.   

• FDOT will not meander the noise walls for trees and fences but will hold to the 
northern SFWMD right of way line and the ±4 feet offset. 

• FDOT may need to provide access to docks located south of the proposed noise 
walls.  To accomplish this, it may be necessary to stagger the walls, which would 
ultimately reduce the berm width.  The issue of access and its design will be 
coordinated with the SFWMD during the design phase of the project. 

• FDOT will provide SFWMD with the wind loadings that are used in the design of the 
noise walls.   

• FDOT will provide a 100 feet staging area next to all bridge structures. 

• FDOT will provide a minimum 25 feet gap, or appropriate maintenance access 
approved by SFWMD, in the noise wall at the SFWMD “Lot #29” (purchased by 
SFWMD for maintenance of Sewell Lock). 

• FDOT will provide a 3-foot asphalt mow strip, similar to a guardrail treatment, in front 
of proposed noise walls.  This will assist the SFWMD with maintenance adjacent to 
the walls. 

 
SR 84 is proposed to maintain its current elevations in order to maintain access to 
existing driveway/access points wherever possible.  It is also to be located on the 
outside of the I-595 mainline ramps and bypass ramps in order to maintain a continuous 
4-foot undesignated bicycle lane along the outside and access to adjacent parcels.  One 
exception where SR 84 cannot be maintained on the outside occurs in the WB direction 
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between Pine Island Road and Nob Hill Road.  The reason for this is due to the limited 
space adjacent to the North New River Canal and the need for braiding the I-595 off-
ramp with the SR 84 on-ramp in this location.  The improvements to WB SR 84 will 
require reconstruction of the intersections at SW 136th Avenue, Flamingo Road, Hiatus 
Road, Nob Hill Road, Pine Island Road, University Drive, and Davie Road.  Currently, 
SR 84 ends to the east of Davie Road and EB traffic is forced onto the I-595 mainline.  
SR 84 is proposed to be extended through the Florida‘s Turnpike and SR 7 
interchanges and a continuous connection be made without traffic having to enter onto 
the I-595 mainline. 
 
Sewell Lock Park 
Sewell Lock Park is a historic property located along WB SR 84 west of the Davie Road 
interchange.  The original layout for the braided ramps proposed between Davie Road 
and University Drive would have resulted in impacts to Sewell Lock Park.  Initial efforts 
shifted the project to the south in an effort to avoid the park.  However, in doing so, a 
significant impact to the FP&L substation located on the opposite side of the corridor 
(along the EB SR 84 lanes) resulted.  Therefore, the braided ramp configuration was 
repositioned farther to the west, eliminating the most severe impacts to the property.  
SR 84 also was repositioned slightly to the south.  When combined with design 
exceptions that will narrow lanes the lanes on EB SR 84 to 11 feet and reduce the 
sidewalk to 6 feet in the immediate vicinity of the substation, permanent impacts to both 
the park and the substation can be avoided. 
 
Pedestrian/Bicycle Facilities  
The I-595 corridor has been designated by Broward County to be a major component in 
the Broward County Greenways system.  A bi-directional mixed use path is currently 
being designed and constructed by Broward County and will be located on the north 
side of the North New River Canal from the western I-595 PD&E Study project limits to 
University Drive.  The recreational path leaves the project corridor between University 
Drive and Davie Road, re-enters the corridor at Davie Road, and runs along the south 
side of the North New River Canal to SR 7.  As part of the Programmatic Section 4(f) 
Evaluation, it was determined that impacts to the Greenway are unavoidable.  
Therefore, a portion of the Greenway, between Davie Road and SR 7 will be relocated 
by FDOT as part of the I-595 improvements. 
 
In addition to the Greenway, a 12-foot shared use, bi-directional path is proposed along 
the outside of EB SR 84 between SW 136th Avenue and University Drive.  The path will 
be reduced to 6 feet between University Drive and Davie Road to avoid substantial right 
of way impacts to the adjacent FP&L substation.  Undesignated 4-foot bicycle lanes are 
also proposed along SR 84 in both directions to accommodate those riders that 
currently use SR 84.  The bicycle lanes will be undesignated because of proximity to the 
interstate ramps and high speed traffic.  
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Florida’s Turnpike Interchange  
A new WB-NB slip ramp will be added in the northeast quadrant of the interchange (see 
Figure 8-8).  The addition of this ramp removes WB-NB traffic from the short weaving 
section where EB and WB I-595 traffic converges, then diverges to Florida’s Turnpike, 
NB and SB.  Barrier walls will be placed within the existing weave section to prohibit 
vehicles from any unnecessary weaving movements.  The EB/WB I-595 bridge to 
Florida’s Turnpike SB will be reconstructed as a three-lane bridge.  The Griffin Road SB 
off-ramp will be relocated to the north to accommodate the additional lane from the EB 
I-595 and WB bridge to the SB Florida’s Turnpike.  The two existing NB off-ramps to EB 
and WB I-595 will be combined to form a three-lane off-ramp, then diverge, rather than 
having two separate mainline exits.  The I-595 to Florida’s Turnpike ramp is proposed to 
be on structure and at a larger radius than the existing ramp.  The interchange 
improvements have been analyzed for construction and project phasing to ensure that 
the interchange is constructed in a logical manner. 
 
Florida’s Turnpike Mainline  
The Florida’s Turnpike mainline must be realigned from north of Griffin Road to the 
south abutment of the Florida’s Turnpike bridges over I-595 and also from the north 
abutment of the Florida’s Turnpike bridges over I-595 to Peters Road.  The Florida’s 
Turnpike median will require widening from 26 feet to 81.5 feet in these two areas to 
allow for the reversible lane interchange areas in the median.  In addition, Florida’s 
Turnpike NB will be widened to the outside to allow for the extra laneage from the 
proposed WB-NB on-ramp. 
 
The Florida’s Turnpike Enterprise expressed some concern to potential impacts to the 
Griffin Road Toll Plaza from the improvements proposed under the I-595 PD&E Study.  
However, as reaffirmed at the VE/DR Meeting held between the FDOT and Florida’s 
Turnpike Enterprise on December 16, 2005, the Turnpike widening shown in Alternative 
2A does not impact the Griffin Road Toll Plaza or the bridges over Griffin Road.   
 
The Florida’s Turnpike Enterprise also expressed some concern with how the Turnpike 
widening proposed in Alternative 2A would impact a Florida Gas Transmission (FGT) 36 
inch gas main being placed near the outside edge of a future travel lane.  Currently, 
FGT is finalizing plans to relocate the 36 inch gas main to an offset 25 feet off the east 
right of way line.  Since the Turnpike widening proposed in Alternative 2A results in the 
gas main being located under a future travel lane, modifications to the utility adjustment 
plans are required.  As part of the VE/DR Meeting held on December 16, 2005, and a 
subsequent teleconference held on January 12, 2006, the group discussed this concern 
in further detail.  Consequently, it became evident that an area of constrained right of 
way, approximately 1600 feet in length, would limit the available options to relocate the 
gas main away from the future travel lane.  Three options were developed to maximize 
the ability for FGT to relocate the gas main without right of way implications or 
sacrificing maintainability.   

• Option A:  This option keeps the Turnpike centered along its current alignment but 
places the NB travel lanes and shoulder on retaining wall.  This option also moves 
the proposed noise wall from the right of way line to the shoulder.  These proposed 
changes allow for a minimum of 24 feet between the right of way line and the 
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retaining wall.  Drainage would be piped and contained in the wall section and the 
offsite flow appears minimal and can be handled by a shallow conveyance ditch 
above the gas line.  FGT would have the option to relocate the gas main anywhere 
within the 24 feet.  This option adds approximately $3 million to the cost of the direct 
connector.   

• Option B:  This option is similar to Option A but shifts the Turnpike alignment 
approximately 10 feet to the west.  This allows approximately 35 feet between the 
right of way line and the retaining wall.  This option adds approximately $5 million to 
the cost of the direct connector.   

• Option C:  This option moves the direct connector tie down point to the north and in 
turn the median expansion moves to the north.  This option potentially impacts the 
Peters Road bridge and potentially the bridges over Broward Boulevard.  Therefore, 
this option was dropped from further consideration.    

 

The VE/DR Team agreed that Option A would be the preferred alternative and that the 
Florida’s Turnpike Enterprise would proceed forward in discussions with FGT to 
coordinate the gas main relocation.   

 
Transit Facilities  

Alternative 2A differs from the other alternatives in that the envelope for the transit 
corridor will be located in the median under the elevated reversible lane structure.  The 
reversible lane structure will be raised from the second to third level to allow the transit 
to enter/exit the median at level two east of Flamingo Road and west of University 
Drive.  The transit will then be lowered to run along the same profile as the I-595 
mainline.  It is anticipated that the transit will enter and exit the median from the south 
side of I-595 between SW 136th Avenue and Hiatus Road, and in the vicinity of 
University Drive.  However, the final transit alignment and relevant station locations will 
be developed in subsequent phases of the CBE-WTAA.   
 
Locating the transit in this area has the following benefits:   

• Minimizes right of way impacts and costs compared to providing transit on the south 
side of EB SR 84 

• Minimizes construction impacts along EB SR 84 

• Avoids the FP&L substation 

• Avoids long spans when right-turn lanes are introduced along SR 84 

• Allows for more visibility of businesses  

• Creates a greater buffer between transit and properties on south side of SR 84 
 

Pond Apple Slough Natural Area 

The proposed widening of the existing I-595 causeway structures over Pond Apple 
Slough Natural Area between SR 7 and I-95 will allow for the extension of the CD road 
system to the east, terminating at I-95.  Avoidance of wetland impacts to the fullest 
extent possible has been carefully considered while still widening the corridor to 
accommodate the additional lanes necessary to satisfactorily handle future traffic 
demand.  The least invasive solution is to widen the existing structures to the inside as 
much as physically possible to avoid excessive widening to the outside into the 
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environmentally sensitive areas of Pond Apple Slough Natural Area.  All developed 
alternatives have the same optimum design for this section of the project (construction 
methodology, proposed layout, and access road).  During the final design phase, the 
use of drainage structures, such as box culverts, will be evaluated to minimize or avoid 
haul road impacts to natural flow areas in Pond Apple Slough Natural Area.  Detailed 
typical sections, showing the viaduct section in the area of Pond Apple Slough Natural 
Area, can be found in Appendix C of the PER. 

 
SELECTION OF THE PREFERRED ALTERNATIVE 
On November 29, 2005, FDOT District 4 held an I-595 PD&E Study public hearing at the 
Renaissance Plantation Hotel. This public hearing was the third opportunity during the 
study for the public to comment on the project and the evolving alternatives.  
 
After the public hearing, the FDOT conducted a review of the alternatives, public 
hearing results, and recent Florida Turnpike Enterprise coordination.  The preferred 
alternative was selected, based upon the following factors:  

• Corridor benefit (capacity and operations, system linkage, transit):  Of the two 
remaining alternatives, Alternative 2A maximizes the efficiency of the corridor by: 1) 
providing regional to regional direct connections between I-75, Florida’s Turnpike, 
and I-95; 2) providing additional capacity within the corridor by a third reversible 
lane; 3) minimizing impacts to adjacent properties by locating most improvements 
within the existing right of way; and 4) supporting implementation of a potential 
transit facility.   

• Incident management (at-grade versus elevated reversible lanes):  The City of 
Weston expressed some concern about the safety risks associated with the 
reversible lanes.  In the ensuing Freeway Incident Management (FIMT) meeting that 
was held on November 9, 2005, the group agreed that there were no fatal flaws in 
providing incident management on the elevated reversible lanes and that both 
Alternatives 1B and 2A were viable concepts.   

• Environmental consideration: Considering that the two alternatives provide negligible 
differences in Section 4(f) and noise impacts, mitigation requirements, and 
aesthetics issues, environmental features were not deemed a decisive factor in 
selecting the preferred alternative.    

• Costs:  Detailed costs of the two remaining alternatives (including the transit 
component within the I-595 corridor) were developed as part of the study process.  
Alternative 2A has an overall corridor improvement cost of $1.625 billion compared 
to $1.304 billion for Alternative 1B.  The overall corridor improvement cost includes 
the construction costs associated with the I-595 roadway improvements, including 
reversible lanes and transit (but not transit stations); the right of way costs 
associated with the roadway, offsite drainage ponds, and transit requirements (but 
not transit stations); and the engineering costs associated with corridor 
management, final design, and construction, engineering, and inspection (CEI).   
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After evaluating each of these factors, it was agreed that the corridor benefits 
associated with Alternative 2A provide the best opportunity to move people and goods 
along I-595 and between I-75, Florida’s Turnpike, and I-95.  Alternative 2A provides a 
direct connection to Florida’s Turnpike, adds capacity to the system, and minimizes the 
required right of way acquisition by locating the improvements in the median.  
Alternative 2A also provides for additional transportation options in the median area for 
future transportation needs.  The recommendation was to carry Alternative 2A forward 
as the preferred alternative. 
 

The Alternatives Comparative Analysis that shows an overall comparison of the two 
alternatives is provided in Table 8.5 from the PER.  The concept plans for the preferred 
alternative are shown at a scale of 1 inch to 200 feet, and are provided in Appendix D of 
the PER.   

  

 



Criteria Alternative 1B Alternative 1B Remarks Alternative 2A Alternative 2A Remarks

COST ESTIMATES (Millions)

Construction Cost  (I-595 PD&E Roadway Improvements) $477 Preliminary Construction Cost / Phased into several projects $477 Preliminary Construction Cost / Phased into several projects 

Construction Cost  (I-595 Reversible Lanes) $75 At-grade reversible lanes $503 Elevated reversible lanes

Right-of-way Cost $164 
Preliminary R/W Cost includes drainages ponds / reflects transit costs for CBEWTA between 136th Ave and 

SR 7 / does not include R/W for transit stations.
$163 

Preliminary R/W Cost includes drainages ponds / reflects transit costs for CBEWTA between 136th Ave and 

SR 7 / does not include R/W for transit stations.

Overall I-595 PD&E Project Cost $790 Preliminary costs for I-595 roadway improvements (Construction, Engineering, R/W) $1,302 Preliminary costs for I-595 roadway improvements (Construction, Engineering, R/W)

Transit Cost $514 Transit being evaluated under separate study / more elevated transit structure needs to be constructed. $323 Less elevated transit structure needs to be constructed. (At-grade in median)

Overall Corridor Cost $1,304 Includes Transit, Roadway and Right-of-Ways (No Transit Stations or Right-of Way for Stations included) $1,625 Includes Transit, Roadway and Right-of-Ways(No Transit Stations or Right-of Way for Stations included)

AESTHETICS

Height of Bridge Structures Fair
At-grade reversible lanes remain at-grade at University Drive.  Elevated transit system required along the 

entire corridor.
Fair

Elevated reversible lane structure, elevating to 3rd and sometimes 4th level at University Drive flyovers and 

for transit to enter and exit median.  Elevated transit system required at east and west ends of the corridor.

Proximity of Structures to neighborhoods Fair Transit envelope provided between SR-84 EB and I-595 EB Fair
Transit envelope provided in the I-595 median. TPK direct connect ramp adds additional structures closer to 

residential communities

NOISE

Avg. increase in noise levels (unabated) Construction of unabated Alternative 1B results in an average increase of 1.4 dBA Construction of unabated Alternative 2A results in an average increase of 2.0 dBA

Number of sites benefited by abatement
Alternative 1B benefits 425 receiver sites along corridor, soundwalls provided for same number of 

communities as 2A

Alternative 2A benefits 358 receiver sites along corridor, soundwalls provided for same number of 

communities as 1B

OPERATIONS

I-595 Mainline Operations Good Approx 1200 vehicles more in the Design Hour Better Approx 1200 less vehicles in the Design Hour

Reversible Lane Capacity Good 2 Lanes Better 3 Lanes with direct connect to Turnpike

Reversible Lane Operations Better One less decision point for reversible lane users Good Additional decision point for egress to Turnpike and a merge is introduced in the WB direction

Turnpike Operations Good No additional ramps located in Turnpike median Good Additional ramps located in Turnpike median but traffic taken out of interchange ramps

Direct Connection to the Turnpike (system to system) Poor No direct connection to the Turnpike Good  System to System linkage with direct connection to Turnpike,

CONSTRUCTION

Maintenance of Traffic Good Less mainline traffic disruptions due to less intensive median work. (i.e. flyovers) Good Overhead bridge construction of direct connection flyovers on 595 and Turnpike 

Utility Impacts Good Less impacts to overhead lines and less widening necessary at the Turnpike. Fair Turnpike widening impacts and conflicts with overhead lines along I-595

INCIDENT MANAGEMENT

Emergency Response Good Allows for intermediate reversible lane emergency access points and Emergency Incident Management Fair
No intermediate emergency access points to reversible lanes / Provides alternate system for ITS 

management & system linkage

DRAINAGE

Treatment Area Required Fair Less Treatment volume required (new direct connects) Fair Additional Impervious area at the Turnpike exchange area requires additional treatment area

TRANSIT

Transit Considerations Good Requires elevated transit system closer to businesses and residents, access directly adjacent to all stations. Better

Improved Fire/Life Safety access, decreases additional Impervious, less impacts to existing utilities, moves 

transit further from residents and businesses, access directly adjacent to stations at west & east ends of the 

corridor but may require access to median at some stations.

PUBLIC OPINION

Public Workshop Comments Good Comments favored direct connections to the Turnpike Good Public favored direct connections to the Turnpike

Public Hearing Comments Good Public Hearing comments were generally mixed and fairly evenly divided. Good Public Hearing comments were generally mixed and fairly evenly divided.

FairFair

Alternatives Comparative Analysis

Table 8.5

 8-39
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PRELIMINARY PROJECT COSTS 
 
Right of Way Costs 
Cost estimates for the additional right of way required for the proposed improvements 
were completed as part of this study.  Right of way cost information was calculated by 
the FDOT District 4 Right of Way Office based on the proposed conceptual design plans 
and calculated on a parcel-by-parcel basis.  Right of way estimates for the drainage 
ponds were based on the area needs of a particular basin and the average square 
footage price of land, with weighted factors, for that basin. Table 9-7 from the PER 
summarizes the estimated right of way acquisitions in acres and the right of way costs 
in millions of dollars (year 2005). 
 
Table 9-7  Right of Way Acquisitions and Costs 
 

Alternative 
Right of Way Acquisition 

(acres) 
Right of Way Costs 
($ millions, 2005) 

Roadway 8.59 $  62.451 

Ponds 47.00 $101.000 

Alternative 2A Total 55.59 $163.451 

 
 
Construction Costs 
The estimated construction costs for Alternative 2A was developed using a combination 
of the FDOT Long Range Estimate (LRE) method and the Basis of Estimate Handbook 
for specific pay items.  The construction costs for Alternative 2A, itemized by individual 
components, are shown in Table 9-8 of the PER. 
 
Preliminary Engineering Costs 
Preliminary engineering (PE) costs and construction engineering and inspection (CEI) 
costs are typically developed as a percentage of the total construction costs.  Included 
in these costs are preliminary engineering fees, final engineering design fees, legal 
fees, administration fees, and post design services.  The PE costs associated with the 
design and preparation of construction documents, as well as corridor design 
consultant, for Alternative 2A is $111.290 million.  The anticipated CEI cost (with 5% 
bonus) associated with Alternative 2A is $166.364 million.  The PE amounts are based 
on 10 percent of the construction total costs, whereas the CEI costs are based on 13 
percent of the total construction estimate.   
 
The total project costs are summarized in Table 9-9 from the PER. 
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Table 9-9  Preliminary Project Cost Estimate 
 

Alternative Item Project Costs (In Millions) 

Construction Cost Estimate $861.016  

PE (10%) $111.290  

CEI (13%) + 5% Bonus $166.364  

Right of Way $163.451  

2A 

Project Total $1,302.12  



Page 63 of 107 

Attachment 6.A.1: LAND USE CHANGES 
 
The existing land uses along the project corridor are a mix of commercial and residential 
uses. The majority of the area is fully developed.  The North New River Canal parallels 
the north side of WB SR 84 through most of the project corridor, from SW 136th Avenue 
to SR 7.  Land uses north of the canal are primarily residential, with some commercial 
development clustered near interchanges.   Land uses along EB SR 84 and south of the 
corridor are generally strip commercial with adjacent multi-family and single-family 
residential development.   
 
East of I-95 and the eastern project terminus, Fort Lauderdale-Hollywood International 
Airport borders the south side of I-595.  Light industrial land use is also found south of 
the corridor and east of Florida’s Turnpike.  A mixture of residential, industrial, and open 
space land uses border the corridor northeast of the I-595/I-95 interchange area. 
 
The future land use in the project corridor was based on the Broward County Planning 
Council’s Future Land Use Plan, an element of its Local Government Comprehensive 
Plan.  Because the project area is almost entirely developed, future land uses will be 
similar to existing patterns. The future land use shows continued mixed-use 
development in the project corridor, with a change from industrial/residential to 
institutional land use in the central portion of the I-595 corridor south of SR 84. The 
proposed project will not cause any land use changes. 
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ATTACHMENT 6.A.2: COMMUNITY COHESION 
 
No change is anticipated in community cohesion as a result of this project.  This project will 
increase safety and reduce traffic congestion along the I-595 corridor by eliminating the at-
grade weaving at the on/off-ramps and replacing them with grade-separated braids. This 
project is a prime opportunity to transform the I-595 corridor into a multimodal corridor, 
broadening its scope of services to potentially include light rail transit (LRT).  Several 
options for locating the LRT within the corridor were developed and evaluated as part of the 
typical section package.  In the event the LRT is approved, the I-595 PD&E Study will be 
addressed in the re-evaluation. In addition to providing for increased volume of vehicles 
and LRT within the corridor, the proposed concept typical sections make provisions for 
pedestrians and bicyclists along SR 84.  
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ATTACHMENT 6.A.3: RELOCATION POTENTIAL 
 
Right of way acquisition for Alternative 2A involves some partial or complete purchase 
of parcels of land with resulting displacement of residential and non-residential 
properties. FDOT will acquire all right of way needed for the selected alternative. Under 
the requirements of federal law and state statute, property owners will be paid fair 
market value for their property and given assistance in finding replacement business 
sites and dwellings.   
 
Three areas of displacements result from both proposed alternatives.  The areas are as 
follows: 
 

1. The proposed improvements at the Florida’s Turnpike interchange will displace 
some residences along the SB Florida’s Turnpike mainline to accommodate the 
proposed Griffin Road off-ramp and the widening of Florida’s Turnpike in that 
area. 

2. A new ramp is proposed that will complete the extension of the WB C-D system 
to the east by connecting to I-95.  The ramp will be in the area east of Pond 
Apple Slough along the north side of the existing WB I-595 mainline.  Several 
businesses will be impacted due to the proposed improvements. 

3. A new ramp is proposed that will complete the extension of the EB C-D system to 
the east by connecting to I-95.  The area along the south side of the existing       
I-595 EB-NB flyover will be impacted by the proposed ramp to I-95 SB from the 
EB C-D road.  Several businesses will be impacted due to the proposed 
improvements. 

 
The following table summarizes the estimated relocations for both alternatives. 
 

Relocations 

Alternative 

Residential Commercial Signs 
Personal Property 

Relocations 
Alternative 2A 27 22 11 4 

      Note: Numbers do not include relocations necessary for pond construction. 

  
As noted in the table above, the overall relocations for a corridor of this size are 
relatively small with only 27 residential mobile home relocations and 22 commercial 
relocations.  A review of the study area revealed that there are a sufficient number of 
comparable homes and commercial sites available at the present time both for sale and 
for rent.  Furthermore, all of the affected mobile homes occupants occupy leased lots 
and could be readily moved to other leased lots, possibly within the Everglades Lakes 
mobile home community.  Additional information regarding these relocations can be 
found in the Conceptual State Relocation Plan prepared for the project.  The CSRP is 
available for review at the FDOT District 4 Planning and Environmental Management 
Office. 
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In order to provide the affected residents opportunities to comment on the alternatives 
being developed for the project, FDOT conducted public workshops and hearings, 
including an individual workshop with the Everglades Lakes homeowners on April 5, 
2005. Notification of the public meetings was provided by newspaper display 
advertisements, letter mailings to stakeholders along the corridor, and, in light of 
potential displacement of residents due to Hurricane Wilma, even hand-delivery of 
notices to each of the mobile home park managers along the corridor. During the course 
of these public involvement opportunities with the affected residents, concerns were 
expressed about noise impacts and relocation compensation. However, considering the 
magnitude of this 10-mile, billion-dollar improvement to the Interstate Highway System 
and the related improvements to Florida’s Turnpike, these relocations are considered 
minimal and unavoidable.   
 
In order to minimize the unavoidable effects of right of way acquisition and displacement 
of people, the FDOT will carry out a Right of Way and relocation program in accordance 
with Florida Statute 339.09 and the Uniform Relocation Assistance and Real Property 
Acquisition Policies Act of 1970 (Public Law 91-646 as amended by Public Law 100-17). 
 
The FDOT provides advance notification of impending right of way acquisition.  Before 
acquiring right of way, all properties are appraised on the basis of comparable sales and 
land use values in the area.  Owners of property to be acquired will be offered and paid 
fair market value for their property rights.   
 
No person lawfully occupying real property will be required to move without at least 90 
days written notice of the intended vacation date and no occupant of a residential 
property will be required to move until decent, safe and sanitary replacement housing is 
made available. “Made available” means that the affected person has either by himself 
obtained and has the right of possession of replacement housing, or that the Florida 
Department of Transportation has offered the relocatee decent, safe and sanitary 
housing which is within his financial means and available for immediate occupancy. 
 
At least one relocation specialist is assigned to each highway project to carry out the 
relocation assistance and payments program. A relocation specialist will contact each 
person to be relocated to determine individual needs and desires, and to provide 
information, answer questions, and give help in finding replacement property.  
Relocation services and payments are provided without regard to race, color, religion, 
sex, or national origin. 
 
All tenants and owner-occupant displacees will receive an explanation regarding all 
options available to them, such as (1) varying methods of claiming reimbursement for 
moving expenses; (2) rental replacement housing, either private or publicly subsidized; 
(3) purchase of replacement housing; and (4) moving owner-occupied housing to 
another location. 
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Financial assistance is available to the eligible relocatee to: 
 
1.   Reimburse the relocatee for the actual reasonable costs of moving from homes, 

businesses, and farm operations acquired for a highway project; 
2.   Make up the difference, if any, between the amount paid for the acquired dwelling 

and the cost of a comparable decent, safe and sanitary dwelling available on the 
private market; 

3.   Provide reimbursement of expenses, incidental to the purchase of a replacement 
dwelling; 

4.  Make payment for eligible increased interest cost resulting from having to get 
another mortgage at a higher interest rate. Replacement housing payments, 
increased interest payments, and closing costs are limited to $22,500 combined 
total. 

 
A displaced tenant may be eligible to receive a payment, not to exceed $5,250, to rent a 
replacement dwelling or room, or to use as down payment, including closing costs, on 
the purchase of a replacement dwelling. 
 
The brochures that describe in detail the Department’s relocation assistance program 
and right of way acquisition program are “Your Relocation: Residential”, “Your 
Relocation: Business, Farms and Nonprofit Organizations”, “Your Relocation: Signs” 
and “The Real Estate Acquisition Process”. All of these brochures are distributed at all 
public hearings and made available upon request to any interested persons. 
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ATTACHMENT 6.A.4: COMMUNITY SERVICES 
 
There are approximately 20 school campuses in the general vicinity of the project 
corridor.  Eight schools in close proximity to I-595 are identified in this inventory. There 
are two schools in the City of Plantation north of I-595; a middle school and elementary 
school are south of I-595 in the Town of Davie; an elementary school is north of I-595 
between Florida’s Turnpike and SR 7; a middle school is north of I-595 between SR 7 
and I-95; and the South Florida Educational Complex is located more than one-half mile 
south of I-595 between University Drive and Davie Road.  The South Florida 
Educational Complex is a large multi-campus facility that houses Florida Atlantic 
University, Broward County Community College, Florida International University, and 
Nova Southeastern University.  
 
The only cemetery near the I-595 project corridor is in the Town of Davie; the Forest 
Lawn South Cemetery adjacent to SR 84 on the south side of I-595 west of Davie Road. 
 
Several shopping centers, industrial and commerce parks are located within the I-595 
corridor.  There are approximately 11 shopping centers within the I-595 corridor. Two 
major centers are located south of I-595 in the Town of Davie:  Pine Island Ridge Plaza 
west of Pine Island Road and Tower Shops east of University Drive. 
 
Several industrial and commerce parks are situated along the corridor, including:  

• Sawgrass Commerce Park is at the western project terminus adjacent to the 
Highway Patrol station north of I-595 between SW 136th Avenue and Flamingo Road 
in the City of Plantation 

• Gold Coast Industrial Park and the Broward Business Park is west of SR 7 in the 
Town of Davie 

• The north edge of Port 95 Commerce Park south of I-595 on both sides of Port 
Boulevard is within one-half-mile of I-595 

• Port Everglades Commerce Center is at the corridor’s eastern terminus in the City of 
Dania, south of I-595 

 
Government facilities within the corridor include the Florida Highway Patrol Station, 
which is located near the western project limits north of I-595 within FDOT right of way, 
and the Town of Davie Police Department, located in the southeast quadrant of the Nob 
Hill Road interchange. Also located along SR 84 on the south side of I-595 is a post 
office within the Plaza Shopping Center between Flamingo Road and Hiatus Road. The 
Fort Lauderdale-Hollywood International Airport is a major feature entirely within the 
area south of I-595 and north of Griffin road, between I-95 and US 1. Numerous clinics, 
medical centers, and doctor offices are located within the project study area corridor. 
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ATTACHMENT 6.A.5: TITLE VI CONSIDERATIONS 
 
This project has been developed in accordance with the Civil Rights Act of 1964, as 
amended by the Civil Rights Act of 1968.  Title VI of the Civil Rights Act provides that no 
person shall, on the grounds of race, color, religion, sex, national origin, marital status, 
handicap, or family composition be excluded from participation in, or be denied the 
benefits of, or be otherwise subject to discrimination under any program of the federal, 
state, or local government. 
 
The proposed I-595 improvements to Florida’s Turnpike Griffin Road off-ramp will 
require 27 residential mobile home relocations in the Everglades Lakes mobile home 
community.  Statistically, 15% of the households to be displaced are minorities, 21% of 
the residents in the study area are disabled, 9.5% of the residents in the study area are 
65+ years of age, household size in the study area is 2.44 individuals, 43% of the 
residents are tenants and the estimated income of residents is $26,000-$66,000 per 
year.  A review of the study area revealed that there are a sufficient number of 
comparable homes available at the present time both for sale and for rent.  
Furthermore, the affected mobile homes occupy leased lots and could be readily moved 
to other leased lots, possibly within the Everglades Lakes mobile home community.  
Additional information regarding these relocations can be found in the Conceptual State 
Relocation Plan prepared for the project.  The Conceptual State Relocation Plan is 
available for review at the FDOT District 4 Planning and Environmental Management 
Office. 
 
In order to provide the affected residents opportunities to comment on the alternatives 
being developed for the project, FDOT conducted public workshops and hearings, 
including an individual workshop with the Everglades Lakes homeowners on April 5, 
2005. Notification of the public meetings was provided by newspaper display 
advertisements, letter mailings to stakeholders along the corridor, and, in light of 
potential displacement of residents due to Hurricane Wilma, even hand-delivery of 
notices to each of the mobile home park managers along the corridor. During the course 
of these public involvement opportunities with the affected residents, concerns were 
expressed about noise impacts and relocation compensation. However, considering the 
magnitude of this 10-mile, billion-dollar improvement to the Interstate Highway System 
and the related improvements to Florida’s Turnpike, these relocations are considered 
minimal and unavoidable.   
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ATTACHMENT 6.A.6: CONTROVERSY POTENTIAL 
 
An extensive Public Involvement/Agency Coordination program was implemented for 
this project to identify and resolve potential controversy:  As noted previously, an 
Advance Notification for this project was distributed on November 5, 2003 to various 
Federal, State and local agencies and elected officials. The Advance Notification and 
agency responses are included in Appendix A of this report.   
 
Through the course of this process, comments were received regarding residential and 
commercial relocations, noise impacts, visual impacts, the North New River Greenway, 
and wetland impacts within the I-595 limited access right of way adjacent to Pond Apple 
Slough Natural Area.  
 

On March 31, 2004, a meeting was held with the United States Environmental 
Protection Agency (EPA) to provide a project overview and to discuss the improvements 
within the I-595 corridor, including Florida’s Turnpike interchange and mainline, which 
may pass over an area impacted by a deep groundwater contamination plume from an 
offsite source.  Based on this meeting, a Consent Decree was drafted and lodged by the 
U.S Department of Justice which provides provisions to design and construct all 
roadway improvements within the contaminated area.  The FDOT committed to adhere 
to all provisions of the Consent Decree and coordinate with the EPA on any substantial 
construction plan changes during the final design phase.   

 
On July 14, 2004, a meeting was held with Broward County Environmental Protection 
Department and Broward County Parks and Recreation Department (BCPRD) to 
provide a project overview and solicit feedback regarding the unavoidable wetland 
impacts in the area immediately adjacent to BCPRD’s Pond Apple Slough Natural Area. 
 
On October 21, 2004, an interagency meeting was with representatives from the EPA, 
FHWA, FDOT, SFWMD, BCDEP, and BCPRD.  The meeting included a presentation of 
the project, the associated environmental studies and reports in preparation, 
environmental considerations in the project area, the history of Pond Apple Slough 
Natural Area, the history of the Cypress Creek Mitigation Site, and preliminary 
conceptual mitigation options being considered.  The potential for obtaining conceptual 
permits was also discussed. 
 
On December 10, 2004, the project was presented at a monthly permitting meeting with 
representatives from SFWMD, ACOE, and EPA.  The unavoidable wetland impacts 
were identified as being approximately 4 acres of shading impacts and 0.5 acres of 
direct impacts to provide a construction road.  A brief discussion of the preliminary 
conceptual mitigation options being considered and the feasibility of conceptual 
permitting ensued. 
 
On January 5, 2005, a meeting was held with the SFWMD regarding the North New 
River Canal.  This meeting was to coordinate bulkheading of the canal and maintenance 
requirements. 
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On January 28, 2005, FDOT met with a National Marine Fisheries Service (NMFS) 
Fisheries Biologist at Pond Apple Slough Natural Area to discuss Essential Fish Habitat 
(EFH) issues. 
 
On February 9, 2005, FDOT met with BCPRD representatives to review the Pond Apple 
Slough Management Plan.  On March 23, 2005, FDOT met with BCEPD 
representatives to review their Pond Apple Sough files. 
 
On February 11, 2005 a pre-application meeting was held with the SFWMD to provide 
an overall view of the project. 
 
On March 7, 2005, a meeting was held with the SFWMD to discuss the placing of noise 
walls within the North New River Canal right of way.  The meeting also reviewed 
relocating the North New River Greenway project from the south side of the canal to the 
north side of the canal within SFWMD right of way. 
 
On March 7, 2005, the FDOT submitted a Request for EFH Assessment Assistance to 
the NMFS, which included an abbreviated list of federally managed species.  On March 
31, 2005, the NMFS responded, identifying species and their habitats that should be 
addressed in the EFH. 
 
On March 30, 2004 and March 31, 2004, the FDOT conducted the I-595 Public Kickoff 
Meetings.  Each of these meetings were attended by the public as well as agency 
representatives and elected officials. 
 
On April 13, 2005 and April 14, 2005, the FDOT conducted the I-595 Public Workshops.  
Each of these meetings were attended by the public as well as agency representatives 
and elected officials. 
 
On June 28, 2005, an interagency meeting was held at Nova Southeastern University’s 
main campus in Davie, Florida.  Invitations to the meeting were sent to the U.S Fish and 
Wildlife Service (FWS), NMFS, ACOE, U.S. Coast Guard (USCG), EPA, FHWA, FDOT, 
FWC, Florida Department of Environmental Protection (FDEP), SFWMD, South Florida 
Regional Planning Council (SFRPC), Broward County Environmental Protection 
Department (BCEPD), and BCPRD.  Representatives from the ACOE, FWS, NMFS, 
USCG, FDOT, FWC, BCEPD, and BCPRD attended.  The meeting included a 
presentation of the project, the associated environmental studies and reports in 
preparation, environmental considerations in the project area, the history of Pond Apple 
Slough Natural Area, the history of the Cypress Creek Mitigation Site, and preliminary 
conceptual mitigation options being considered.  The agencies stressed the need for 
avoidance and minimization of wetland impacts before mitigation was considered and 
stated that the preferred mitigation would include preservation of additional land instead 
of enhancement of existing wetlands.  As a last resort, the agencies agreed that the 
FPL Everglades Mitigation Bank could be used to offset the unavoidable wetland 
impacts. 
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FDOT also met with staff and elected officials of municipalities located along the 
corridor.  Meetings were held with the Town of Davie on March 7, 2005; Davie Council 
members Judy Paul and Susan Starkey on October 11, 1005; Mayor Armstrong of 
Plantation on October 10, 2005; the City of Weston on October 17, 2005; Broward 
County Mayor Jacobs and the Broward County Commissioners on October 13, 2005; 
Commissioner Rodstrom on October 10, 2005; and Commissioner Wexler on October 
11, 2005. 
 
A Public Hearing was held November 29, 2005 where Alternatives 1B and 2A were 
presented for public review and comment. Public comments were received, considered, 
and evaluated for Alternatives 1B and 2A.  More in depth discussion on the Public 
Hearing is provided in the Preliminary Engineering Report and the Public Involvement 
Report.     
 
On February 20, 2006, a meeting was held with the SFWMD to provide an update of the 
corridor improvements.  Sound walls, bulkheads, the Broward County Greenway 
project, and bridge structures were discussed and all previous agreements were re-
affirmed. 
 

Through this series of coordination meetings, the potential controversy concerns 
regarding residential and commercial relocations, noise impacts, visual impacts, the 
North New River Greenway, and wetland impacts within the I-595 limited access right of 
way adjacent to Pond Apple Slough Natural Area were addressed.  The residential and 
commercial relocations are being addressed through the Conceptual Stage Relocation 
Plan.   Based on coordination with the public during the final design phase, noise 
barriers will be provided as mitigation for unavoidable noise impacts to the maximum 
extent practicable.  The North New River Greenway was addressed in a Programmatic 
Section 4(f) Evaluation discussed below in Section 6.B.1.  The wetland impacts will be 
mitigated as described below in Section 6.C.1. 
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ATTACHMENT 6.A.7: UTILITIES and RAILROADS 
 
The existing utilities along the corridor include Bellsouth (telephone and fiber optic), 
MCI/Sprint (fiber optic cable), FP&L (electric), City of Hollywood (water and sewer), and 
City of Fort Lauderdale (water and sewer).  An FP&L company substation is located in 
the southwest quadrant of the I-595/Davie Road interchange.  West of Florida’s 
Turnpike, an abandoned Enron/Sunniland pipeline runs parallel to I-595 on the north 
side of SR 84.  A water/wastewater treatment plant is located on Fort Lauderdale-
Hollywood International Airport property in the southwest quadrant of the I-595/US 1 
Interchange.  There is also a Florida Gas Transmission gas pipeline passing through 
the I-595/Florida’s Turnpike interchange.  Existing utility owners and contacts to be used 
for study coordination are identified in Table 4-5.  
 
The South Florida Rail Corridor is located at the eastern terminus of the project.  
Currently, the I-595 ramps to I-95 are elevated over the rail corridor. No at-grade I-595 
roadway elements are proposed that would interfere with the rail corridor.  Prior to 
construction, FDOT will coordinate with South Florida Rail Corridor in order to address 
construction over the rail corridor. 
 
During the Value Engineering and Design Review meetings, braided ramp locations 
were shifted in order to avoid Section 4(f) impacts to Sewell Lock Park. This shift 
resulted in an impact to the FPL substation property.  It was determined by the VE team 
that design modifications for eastbound SR 84 adjacent to the FP&L substation would 
result in avoiding the relocation of the utility.  Additionally, it was determined that this 
project would have no impacts to the FP&L substation and its discharge canal.  
 

In locations where design modifications, or design exceptions and/or variations, cannot 
avoid utility relocations, the need for utility relocations and costs associated with the 
relocations will be determined during final design.  Most utility companies have 
technologies to alter facilities without inconvenience to the customers.  However, to the 
extent feasible, mitigation measures for utility disruptions will include the following 
measures. 

• Minimizing or eliminating impact to major existing utilities  

• Maintaining utility connections in temporary locations 

• Minimizing the time without service 

• Installing alternate or new service before disconnecting the existing service 

• Allowing service disruption only during periods of non-usage or minimum usage 
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ATTACHMENT 6.B.1: SECTION 4(f) LANDS 

 

Throughout this study, every effort was made to identify the limits of all nearby Section 
4(f) lands, to avoid impacts to these lands and, where such impacts are unavoidable, to 
minimize the impacts that will occur.  A Section 4(f) Determination of Applicability (DOA) 
was submitted to the FHWA on April 5, 2005.  It provided information for twenty 
properties evaluated for potential Section 4(f) involvement.  The following table identifies 
the properties evaluated. 

 

Property Name Type of Property 
Acres South Park Park 
Arrowhead Golf Club Not applicable (privately owned) 
Bonaventure Country Club Not applicable (privately owned) 
C-11 Linear Park Park 
Cherry Camp Archaeological site 
Edgewood Passive Park Park 
Fox Trail Elementary School Playground Not applicable (limited access) 
Hacienda Flores ESL Wildlife refuge 
Jacaranda Golf Club Not applicable (privately owned) 
Marine Propulsion Lauderdale Propeller Potential historic site 
Markham Park Park 
New River – State Road 84 Greenway  Multi-purpose trail 
New River Boating Center Potential historic site 
Pine Island Ridge Golf Club Not applicable (privately owned) 
Pond Apple Slough Natural Area Park/wildlife refuge 
Riverland Woods Park Park 
Sawgrass Sanctuary Park Park/wildlife refuge 
Secret Woods Buffer Natural Area Park/wildlife refuge 
Secret Woods Nature Center Park/wildlife refuge 
Sewell Lock Park Park/historic site 
Snyder Park Park 
SR-84 South Fork New River Bridge Potential historic site 
Town of Davie Recreational Trails Not applicable 
West Park F.P.L. Easement Not Applicable (privately owned) 

 

At the time the DOA was submitted, direct involvement was anticipated with the 
Broward County Department of Planning and Environmental Protection’s (BCDPEP, 
now BCEPD) North New River/SR 84 Greenway and the South Florida Water 
Management District’s (SFWMD) Sewell Lock Park, which is maintained as a park by 
Broward County Parks and Recreation Department under a right of way occupancy 
permit from SFWMD.  Indirect involvement was anticipated with the Broward County 
Parks and Recreation Department’s Pond Apple Slough Natural Area and the City of 
Plantation’s Acres South Park.  Based on coordination with FHWA on April 25, 2005, 
documentation for these four properties was submitted to FHWA on June 24, 2005 as a 
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Section 4(f) DOA Addendum.  At the time, it was anticipated that the parking lot and 
access ramps to Sewell Lock Park would likely need to be removed by the proposed 
project, and it was noted that the lock mechanism is also listed on the National Register 
of Historic Places (8BD0058). 

 
The addendum stated that approximately 1.7 miles (2.5 acres) of the existing eleven 
mile New River Greenway (approximately 16 total acres) would also need to be 
relocated for the proposed project and Sewell Lock Park may no longer be able to serve 
as a trailhead for it. It was also stated that the proposed project will result in shading 
impacts to approximately 4.6 acres of wetlands planted within the I-595 limited access 
right of way located immediately adjacent to the 220 acre Pond Apple Slough Natural 
Area, and that this would reduce the total contiguous habitat available to its flora and 
fauna by approximately 2% and will remove part of the buffer area between it and      
SR 84. 
 
The addendum also noted that after further analysis of the potential noise impacts to 
Acres South Park, it appears that the impacts will exceed the FHWA noise abatement 
criteria because of high existing noise, but the increase in projected noise level if the 
proposed project is constructed, when compared with the projected noise levels if the 
project is not built is barely perceptible (2 dBA or less). It also noted that if noise walls 
are provided for abatement, they will not be placed within the park property; therefore, it 
was not anticipated that Section 4(f) applied. 
 
After subsequent coordination with FHWA on September 22, 2005, as well as additional 
analyses and redesign, a second DOA addendum was submitted to FHWA on October 
20, 2005. The second addendum noted the following: 
• Impacts to Sewell Lock Park had been anticipated, based on the Master Plan LPA 

alignment.  However, these impacts were avoided through design modifications.  
The location of the braided ramps proposed for WB I-595 between University Drive 
and Davie Road were repositioned farther west.  The typical sections of SR 84 and 
the sidewalk on the north side of the corridor were redesigned and realigned.  With 
approval of the design modifications, permanent impacts to Sewell Lock Park were 
avoided.  Minor temporary impacts will be necessary for dressing of slopes from the 
back of the proposed curb and connection to access points.  All final design aspects 
will be coordinated with the SFWMD. 

• The proposed project will result in approximately 2.1 acres of direct impacts and 
approximately 4.3 acres of shading impacts to wetlands located within the I-595 
limited access right of way adjacent to the 220-acre Pond Apple Slough Natural 
Area.  These impacts will reduce the total contiguous habitat available to flora and 
fauna by approximately 2% and will remove part of the buffer area between the 
Pond Apple Slough Natural Area and SR 84.  Indirect wetland impacts will be 
mitigated so that there is no net loss of wetlands. 

• Analysis of the potential noise impacts to Acres South Park indicates that the build 
alternatives will slightly increase noise levels in the park.  However, the predicted 
increases in noise levels associated with both alternatives will be barely perceptible 
and the use and enjoyment of the park are not anticipated to be substantially 
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impaired or diminished compared to existing conditions.  Because the predicted 
noise levels within the park approach or exceed FHWA Noise Abatement Criteria, 
noise abatement measures will be considered and constructed on FDOT or SFWMD 
right of way if they are determined to be reasonable and feasible based on FHWA 
Noise Abatement Criteria. 

• The 1.7 miles of the New River Greenway to be relocated represents 1% of Broward 
County’s 183 mile Greenway network. The relocation from the south bank of the 
North New River Canal (immediately north of I-595) to the north bank of the North 
New River Canal (immediately south of SW 25th Street) will occur between SR 7 and 
SW 51st Avenue and there will be no net loss of the Greenway.  The proposed 
Greenway projects are being proposed by Broward County utilizing federal, state, 
and local funds. Broward County stated that construction of the Greenway will 
provide a connection for non-motorized transportation, and the Greenway project 
would re-establish bicycle/pedestrian links to the college/university complex in Davie 
which were lost when I-595 was constructed. The FDOT has made a commitment to 
Broward County to minimize temporary impacts to the Greenway system by staging 
construction of the relocation of the Greenway prior to I-595 construction activities so 
that there will be minimal gaps in operation of the Greenway facility. The FDOT will 
continue to coordinate with Broward County to ensure that this commitment is 
adhered to during the construction phase. 

 
On November 17, 2005, FHWA responded to the second Addendum with a 
determination that Section 4(f) does not apply to Sewell Lock Park, Pond Apple Slough 
Natural Area, and Acres South Park since there are no direct use of the properties and 
indirect effects will be minor.  FHWA determined that Section 4(f) was applicable to the 
relocation of 1.7 miles of the New River Greenway and that a Programmatic Section 4(f) 
Evaluation would need to be prepared.    

 
Three alternatives were examined to avoid relocation of this portion of the New River 
Greenway.   

1. No Build Alternative.  This alternative is not feasible and prudent because it 
would constitute a community impact of extraordinary magnitude by not providing 
the needed capacity and safety improvements.   

2. Build an Improved Facility on a New Location Alternative.  Broward Boulevard, 
Sunrise Boulevard, and Griffin Road were considered, however, none of these 
corridors could provide the level of service required for an east-west multimodal 
transportation corridor due to their classification as an arterial roadway.   

3. Improve the Highway without using the New River Greenway Alternative (by 
constructing the westbound I-595 to northbound Florida’s Turnpike ramp entirely 
on structure and eliminating the proposed re-establishment of the continuation of 
SR 84 between SR 7 and Davie Road).  Since the continuous SR 84 connection 
was one of the primary objectives of the project, and elimination of this 
connection would cause the mainline to fail to meet the required level of service, 
this alternative was deemed unfeasible. 
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Since there was no viable alternative to avoid the New River Greenway, four 
alternatives to minimize harm to the Greenway were also evaluated: 

1. Minimization Alternative 1 keeps the Greenway geometry in its current position 
along the south bank of the North New River Canal. This alternative would 
require WB SR 84 to be elevated above the Greenway on structure between    
SR 7 and Davie Road.  SR 84 would overpass Florida’s Turnpike mainline on 
structure at a third level. This structure however, would be in conflict with the 
Alternative 2A direct connection-ramp between the I-595 reversible lanes and 
Florida’s Turnpike north of I-595. In addition, the Greenway would still require 
relocation adjacent to the canal near the Davie Road westbound off-ramp, where 
the elevated portion of SR 84 returns to grade.  It was anticipated that noise and 
aesthetic impacts to the Plantation Harbor community would increase with the 
elevated SR 84 structure. Broward County also did not support an alternative that 
located the Greenway underneath and between structures. This alternative was 
eliminated from further consideration. 

2. Minimization Alternative 2 would relocate the Greenway north to the opposite 
side of Florida’s Turnpike mainline bridge structure south bank column line. SR 
84 just west of SR 7 would be elevated to pass over the Greenway and 
immediately return to grade to pass underneath Florida’s Turnpike. The 
Greenway would be relocated to cantilever over the canal in the area of Florida’s 
Turnpike. Like Minimization Alternative 1, Minimization Alternative 2 will also 
require relocating the Greenway immediately adjacent to the canal near the 
Davie Road westbound off-ramp.  Because of the close spacing of existing 
structures for this portion of the alignment, the profile of SR 84 required for this 
alternative cannot meet current minimum design standards. This alternative was 
eliminated from further consideration. 

3. Minimization Alternative 3 retains the roadway geometry as currently proposed 
and cantilevers the Greenway over the North New River Canal between SR 7 
and Davie Road.  This alternative would require bulkheading of the south side of 
the canal from SR 7 to Sewell Lock Park. This alternative was abandoned 
because Broward County did not support a Greenway cantilevered over a body 
of water. Additionally, the SFWMD expressed concerns that the cantilevered 
structure may result in problems with the maintenance of the canal and may 
collect debris. This alternative did not avoid impacts to the Section 4(f) resource 
and was eliminated from further consideration. 

4. Minimization Alternative 4 is the preferred alternative to relocate the Greenway 
from the south bank of the North New River Canal (immediately north of I-595) to 
the north bank of the North New River Canal (immediately south of SW 25th 
Street) between SR 7 and theoretical SW 51st Avenue, resulting in no net loss of 
the Greenway.  The relocated Greenway would be within 200 feet of the existing 
alignment and would occupy SFWMD right of way for the North New River Canal 
from SR 7 to SW 41st Avenue, Broward County right of way for SW 25th Street 
between SW 41st Avenue and SW 44th Terrace, and SFWMD right of way for the 
North New River Canal from SW 44th Terrace to theoretical SW 51st Avenue.  At 
theoretical SW 51st Avenue, a new bridge will be constructed for the Greenway 
over the North New River Canal to connect it to the south bank of the North New 
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River Canal, where it will continue to Davie Road immediately adjacent to the 
canal bulkhead. From Davie Road to Sewell Lock Park, the Greenway will follow 
its current alignment. 

 
This alternative will also provide additional separation between the Greenway and I-595 
traffic between SR 7 and theoretical SW 51st Avenue. Access to the neighboring 
communities for this portion of the alignment will be improved providing better 
accessibility for residents on the north side of the North New River Canal and west of 
SR 7. The proposed construction sequencing for the section of the project would involve 
constructing the relocated section of the Greenway prior to impacting the existing 
section, thereby resulting in no net loss of Greenway or its function. 
 
In addition, this alternative has the lowest cost of all the minimization alternatives 
considered.  It will allow the SR 84 continuous connection to be provided by allowing SR 
84 to pass under Florida’s Turnpike mainline structures.  All of the other LPA 
improvements, including the proposed WB I-595 direct connector ramp to NB Florida’s 
Turnpike can also be provided with this alternative. 
 
The proposed I-595 project will also result in several beneficial effects on the Greenway. 
It will provide a 6 foot to 12 foot wide continuous sidewalk/shared use path on the south 
side of SR 84 between SW 66th Terrace and Davie Road. This will provide an 
alternative route that was previously not available to Broward County for the New River 
Greenway due to the lack of sufficient public right of way for a sidewalk on the north 
side of the Florida Power and Light substation, located immediately east of SW 66th 
Terrace. If the new sidewalk is incorporated into the New River Greenway, it will reduce 
the travel distance and time for users traveling between University Drive and Davie 
Road because they will not have to go south to Nova Drive to make the connection. 
Furthermore, the proposed project also includes 4 foot wide bike lanes along both EB 
and WB SR 84 throughout the project limits. 
 
Based on the above considerations, there is no feasible and prudent alternative to the 
use of land from the New River Greenway and the proposed action includes all possible 
planning to minimize harm to the New River Greenway resulting from such use. 
Minimization Alternative 4 is the only viable alternative that satisfies the needs of LPA 
improvements, the I-595 PD&E Study improvements, and the New River Greenway.  
The FDOT coordinated with the Broward County Greenways Project Manager 
throughout the project. On December 12, 2005, FDOT sent a letter to the Greenways 
Project Manager requesting approval of the proposed measures to minimize harm. The 
Greenways Project Manager responded that relocating this portion of the Greenway to 
the north side of the North New River Canal meets with their approval.  See Appendix B 
of this report for the letter (undated) from the Greenways Project Manager.   
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The Programmatic Section 4(f) Evaluation prepared for this project was submitted to 
FHWA on January 31, 2006 and approved by FHWA on March 14, 2006.  See Appendix 
G of this report for the Section 4(f) approval letter from FHWA. A copy of the 
Programmatic Section 4(f) Evaluation is located at the FDOT District 4 Planning and 
Environmental Management Office. 
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ATTACHMENT 6.B.2: HISTORIC SITES AND DISTRICTS 
 
In accordance with the National Historic Preservation Act of 1966, as amended, and 
Florida Statute 267, a Cultural Resource Assessment Survey (CRAS), including 
background research and a field survey coordinated with the State Historic Preservation 
Officer (SHPO), was performed for the project.  Five historic resources were identified 
within the project’s Area of Potential Effect (APE).  Two of these historic resources 
included the previously recorded and National Register of Historic Places (NRHP)-listed 
Sewell Lock (8BD58) and the NRHP-eligible North New River Canal (8BD3279).  Sewell 
Lock was listed in 1978; however, since then the majority of the mechanisms and 
associated structures essential to its function have been removed.   The North New 
River Canal was identified by the Division of Historical Resources/State Historic 
Preservation Officer as being potentially eligible in a concurrence letter to Janus 
Research dated December 20, 1999.      
 
A Section 106 Evaluation and Determination of Effects Case Study Report has recently 
been prepared for the I-595 PD&E Study.  In accordance with the provisions of Section 
106 of the National Historic Preservation Act (NHPA) of 1966 (Public Law 89-665, as 
amended), as implemented by 36 CFR Part 800 (Protection of Historic Properties, 
revised January 2001), the Case Study Report documents potential effects of the 
proposed improvements to the North New River Canal and Sewell Lock within the 
project APE.  The findings of the Case Study Report indicate that the proposed 
improvements will have no effect on the NRHP-listed Sewell Lock since it is located 
outside of the project limits. However, the proposed I-595 improvements include 
construction of bulkheads which will result in the introduction of non-historic structures 
within the limits of the North New River Canal.  When strictly applying the Criteria of 
Adverse Effect, the construction of the bulkheads on the south side of the North New 
River Canal will have an effect on the NRHP-eligible canal, but they will not alter the 
characteristics that make it eligible for inclusion in the NRHP, by filling the canal, 
changing the direction of flow in the canal, or reducing the flow capacity of the canal. 
The North New River Canal will still retain an ability to convey its importance as an 
example of an early water management system and as one of the primary canals of the 
Everglades Drainage District.  In summary, the improvements will have no adverse 
effect on the NRHP-eligible North New River Canal.  
 
The remaining three historic resources within the projects APE (8BD4072, 8BD4073, 
8BD4074) exhibit common design types and/or non-historic exterior alterations which 
compromise their historic physical integrity. After application of the national Register 
Criteria of Significance, these resources were considered ineligible for listing in the 
NRHP on an individual basis or as part of a historic district.  The FMSF forms for the 
five historic resources are located in Appendix A of the CRAS. 
 
In a letter dated January 9, 2006, SHPO stated that they had reviewed the project in 
accordance with Section 106 of the National Historic Preservation Act of 1996, as 
amended, 36 CFR Part 800: Protection of Historic Properties, Chapter 267, Florida 
Statutes, and applicable local ordinances.  SHPO found the submitted report complete, 
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sufficient, and concurred with the findings.  Based on the fact that no additional 
historical sites or properties are expected to be encountered during subsequent project 
development, the Federal Highway Administration determined that no other National 
Register properties would be impacted.   
 
In a subsequent letter dated April 25, 2006, SHPO concurred with the determinations 
made in the effects case study that there would be no effects on the Sewell Lock based 
on its distance away from the proposed improvements and that the addition of 
bulkheads to the North New River Canal would have no adverse effect on the resource. 
See Appendix C of this report for the SHPO concurrence letters.    
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ATTACHMENT 6.B.3: ARCHAEOLOGICAL SITES 
 
In accordance with the procedures contained in 36 CFR, Part 800, a Cultural Resource 
Assessment, including background research and field survey coordinated with the State 
Historic Preservation Officer (SHPO), was performed for the project. Two archaeological 
sites were identified as sites to be evaluated further, including the Cherry Camp site 
(8BD82) and the Hacienda Village site (8BD3208).   
 
The Cherry Camp (8BD82) survey indicated that a portion of the site remains intact. The 
black dirt midden layer was still present and intact below the disturbed upper levels 
containing modern debris.  Subsequently, the Cherry Camp site was subject to a re-
assessment incident to the CRAS of the FDOT I-595 Slip Ramp project (FM # 413282-
1-52-01).  The CRAS confirmed that the site was eligible for listing in the NHRP and 
therefore, presented a proposed conservation plan to avoid future impacts to the site 
(See Appendix E of CRAS - FM # 413282-1-52-01).  On November 3, 2005, the SHPO 
concurred with the findings conditional upon adherence to the proposed conservation 
plan.   
 
The area around the Hacienda Village site (8BD3208) was considered to have high site 
potential, however, the survey indicated that this area is now a gated apartment 
complex called Stone Arch Apartments.  The entire development is covered with grass 
and asphalt on top of shallow fill dirt that has been re-graded. The streets that were 
originally in this area have been wholly reconfigured and are different from those shown 
on the Fort Lauderdale South USGS Quadrangle (1962).  Several sections of the North 
New River Canal banks retain large ficus trees with roots that extend into the bedrock 
The highest elevation of the site is located in this area, which exhibits exposed 
limestone bedrock and lack of soil.  No testing was possible within the site or along the 
banks of the North New River Canal because of exposed limestone bedrock.  The 
western portion of the site along SR 7 consists of very flat rock rubble fields.  All 
available evidence indicates the site has been destroyed by modern land clearing and 
development.  The CRAS confirmed that the Hacienda Village site was ineligible for 
listing in the NHRP 
 
In a letter dated January 9, 2006, SHPO stated that they had reviewed the project in 
accordance with Section 106 of the National Historic Preservation Act of 1996, as 
amended, 36 CFR Part 800: Protection of Historic Properties, Chapter 267, Florida 
Statutes, and applicable local ordinances.  SHPO found the submitted report complete, 
sufficient, and concurred with the findings.  SHPO also requested immediate 
implementation of the Conservation Plan developed for the I-595 Slip Ramp project by 
fencing off the Cherry Camp site and maintaining it in place for the duration of the I-595 
construction projects. In a subsequent letter dated April 25, 2006, SHPO reiterated this 
request. See Appendix C of this report for the SHPO concurrence letters.    
 



Page 83 of 107 

ATTACHMENT 6.B.4: RECREATION AREAS 
 
The following parks and recreational facilities occur in the vicinity of the project.   

• Broward County’s Pond Apple Slough Natural Area 
• Broward County’s Secret Woods Buffer Natural Area 

• Broward County’s Secret Woods Nature Center 
• Broward County’s Riverland Woods Park 
• Broward County’s Sewell Lock Park 

• Broward County’s Markham Park 
• Broward County’s New River/State Road 84 Greenway  
• Broward County’s Hacienda Flores Environmentally Sensitive Land 

• Broward County’s Edgewood Passive Park 
• City of Sunrise Sawgrass Sanctuary Park 
• City of Plantation Acres South Park 

• City of Fort Lauderdale Snyder Park 
• Town of Davie C-11 Linear Park 
• Town of Davie Recreational Trails 

• Bonaventure Country Club 
• Jacaranda Golf Club 
• Pine Island Ridge Golf Club 
• Arrowhead Golf Club 
 
As noted previously, a Section 4(f) Determination of Applicability was submitted to 
FHWA for review and concurrence for the publicly-owned parklands and recreation 
areas.  A Programmatic Section 4(f) Evaluation was prepared for the New River 
Greenway and was approved by FHWA on March 14, 2006.  There will be no direct or 
indirect impacts to any other publicly-owned parklands and recreation areas as a result 
of the proposed project.  However, some of the stormwater management alternatives 
being considered involve modifications to the stormwater management systems for 
private golf courses located adjacent to the project corridor. 
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ATTACHMENT 6.C.1: WETLANDS 
 
A Wetland Evaluation Report (WER) for the proposed improvements was performed to 
meet the requirements of Section 404 of the Clean Water Act of 1972, Presidential 
Executive Order 11990 (May 23,1977), U.S. Department of Transportation Order 
5660.1A (August 24, 1978), and Federal Highway Administration Technical Advisory 
T6640.8A (October 30, 1987). 
 
The eastern portion of Broward County has been completely developed and only 
fragments of pre-development habitat remain.  Pond Apple Slough Natural Area is the 
only wetland within 500 feet of the proposed improvements that will directly be affected 
by the improvements.  Several canals, ditches, stormwater management systems 
containing hydrophytic vegetation, and other surface waters within 500 feet of the 
proposed improvements were also addressed. 
 
Avoidance and Minimization 
The scarcity of remaining habitat in Broward County, especially wetlands, has been a 
focal point throughout the development of the proposed project.  Impacts to habitat in 
the LA right of way adjacent to the Pond Apple Slough Natural Area have been avoided 
and minimized to the maximum extent practicable.  Prior to the acceptance of the 
Master Plan LPA, there were several design alternatives for a direct connection from 
Florida’s Turnpike to I-95 that would have resulted in significant impacts to Pond Apple 
Slough Natural Area.  Though these alternatives would have provided significant traffic 
and other engineering benefits, they were not formally developed due to their 
unavoidable wetland impacts.  Because these alternatives were discarded without being 
formally developed, the quantity and exact location of the wetland impacts were not 
calculated.  However, the direct impacts were significantly greater than all of the build 
alternatives considered during the I-595 PD&E Study.  The discarded alternatives would 
have resulted in fragmentation of the Pond Apple Slough Natural Area. 
 
To protect Pond Apple Slough Natural Area, FDOT established a design constraint for 
the project that restricted the proposed improvements to the existing LA right of way in 
the area immediately adjacent to Pond Apple Slough Natural Area.  Three alternatives 
were proposed within the LA right of way adjacent to Pond Apple Slough Natural Area: 
 

1. Widen south to the LA right of way line with the remainder of required 
improvements placed north of the existing facility.  This alternative had the 
greatest impact to the wetlands within the LA right of way because all the 
wetlands within the LA right of way would have been impacted and there would 
have been potential indirect impacts to the wetlands due to shading.  This 
alternative was discarded without being formally developed. 

2. Widen only north of the existing facility.  This alternative would have avoided 
impacts to the existing wetlands in the median and on the south side of the 
existing facility, but would have resulted in significant right of way acquisition, 
business damages, and reconstruction of the existing interchange at I-95. 
Therefore, this alternative was also discarded without being formally developed. 
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3. The approved Master Plan LPA, which widened into the median with the 
remainder of required improvements placed north of the existing facility.  During 
the I-595 PD&E Study design year (2034) traffic analysis, it was determined that 
an additional 12 foot through lane would also be required on the south side of 
the existing facility to adequately meet the projected traffic volumes.  This lane 
could not be reasonably added elsewhere without resulting in significant right of 
way acquisition, business damages, and/or reconstruction of the existing 
interchange at I-95.  It was also later determined that the existing viaduct could 
not be widened using a “top-down” construction methodology because of its 
high elevation and limitations of construction equipment.  Instead it was 
determined that 20 foot-wide at-grade platforms would be required adjacent to 
each of the existing structures for construction and that these platforms would 
need to be retained after construction to maintain the new structures.  These 
platforms will result in additional impacts to the wetlands within the LA right of 
way. 

 
Although the wetland impacts within the LA right of way have been minimized to the 
maximum extent practicable, wetland impacts cannot be entirely avoided.  Since there 
are no other east-west Interstate facilities in Broward County that connect directly to 
Florida’s West Coast, there are no alternative corridors on which to provide the 
necessary capacity, operational, and safety improvements without requiring significant 
right of way acquisition, residential and/or business damages, and/or environmental or 
social impacts. 
 
Additional minimization will be implemented during construction through the use of 
measures provided in the FDOT Standard Specifications for Road and Bridge 
Construction. No additional opportunities for avoidance and minimization are 
anticipated; however, they will continue to be explored throughout the project.   
 
Direct Impacts 
The proposed project will result in unavoidable direct impacts to approximately 2.1 
acres of wetlands and shading impacts to approximately 4.3 acres of wetlands within 
the existing I-595 LA right of way for the viaduct that crosses the south fork of the New 
River immediately adjacent to BCPRD’s Pond Apple Slough Natural Area.  These are 
the only wetlands that will be directly impacted by the proposed project. 
 
The area immediately north of the southernmost edge of the existing I-595 viaduct was 
previously used by FDOT as a wetland mitigation site for impacts associated with the 
I-95/Cypress Creek Park and Ride Lot.  Planting of the mitigation areas was completed 
on October 21, 1995, at which time they contained the following species: red maple 
(Acer rubrum), leather fern (Acrostichum danaeifolium), pond apple (Annona glabra), 
saltbush (Baccharis halimifolia), cocoplum (Chrysobalanus icaco), coconut palm (Cocos 
nucifera), strangler fig (Ficus aurea), dahoon holly (Ilex cassine), wax myrtle (Myrica 
cerifera), myrsine (Myrsine guianensis), red bay (Persea palustris), laurel oak (Quercus 
laurifolia), live oak (Quercus virginiana), cabbage palm (Sabal palmetto), and willow 
(Salix spp.). 
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Secondary Impacts 
Although the proposed project will result in secondary impacts from a minor increase in 
noise levels and minor decrease in air quality in the wetland habitats, the impacts are 
negligible considering the other impacts to which they have been subjected.  A separate 
Noise Study Report and Air Quality Technical Memorandum have been prepared for 
this project to define the noise and air quality impacts. 
 
Significant hydrological and water quality impacts are not anticipated to result from the 
project because the proposed improvements are to an existing Interstate facility.  With 
the exception of the bridge over the south fork of the New River, which will likely 
continue to drain directly below through scuppers, the additional stormwater will be 
managed within the facility.  Furthermore, since stormwater management standards 
have increased since I-595 was originally constructed, the project will result in overall 
water quality improvements in the project corridor to meet the new standards.  
Hydrological effects of the proposed project are described in a separate Preliminary 
Pond Siting and Drainage Report.  In addition, a Water Quality Impact Evaluation has 
been performed to address water quality impacts.   
 
Since the area surrounding the project corridor is urban, there are numerous 
anthropogenic impacts to the fragmented wildlife habitat remaining within it.  For 
example, habitats located near the eastern terminus of the project corridor, including 
Pond Apple Slough Natural Area, are impacted by being located under the flight path of 
commercial jets landing at Fort Lauderdale-Hollywood International Airport and 
impacted by boat traffic on the south fork of the New River and North New River Canal. 
 
Cumulative Impacts 
Cumulative impacts are defined as the direct and indirect effects of the proposed project 
under consideration as well as other projects that may be proposed for the general 
vicinity in the foreseeable future.  Due to the extent of urban development in Broward 
County, only small fragments of the naturally occurring ecological communities remain.  
Figure 4-5 of the WER illustrates the condition of Pond Apple Slough Natural Area in 
1947 prior to the development of the surrounding areas.  Although Pond Apple Slough 
Natural Area appears relatively unchanged in current aerial photographs, its 
hydrological alteration by the North New River Canal (completed in 1912), South New 
River Canal (completed circa 1915), and the nearby Peele-Dixie Wellfield (completed 
1926) had already begun. Subsequent development of the surrounding areas resulted 
in additional hydrological impacts from increased surface water runoff and the resulting 
reduction in groundwater recharge.  The overall effects of these hydrological changes 
have resulted in the gradual transition of Pond Apple Slough Natural Area from a 
freshwater wetland towards an estuarine system.  This transition has manifested itself in 
the loss of cypress trees and continuing encroachment of mangroves into what was 
historically a freshwater wetland community.  The fragmentation and reduction of 
available habitat in Broward County has also caused significant impacts on the habitat 
available to plant and animal species.   
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These impacts were not the result of any one project, yet cumulatively they have been 
significant to the ecosystem.  The construction of SR 84/Alligator Alley, the subsequent 
construction of I-595, the extensive urbanization of Broward County, and the increased 
consumption of freshwater in South Florida have all contributed to these cumulative 
impacts. 
 
The proposed improvements to I-595 will again contribute to these cumulative impacts, 
especially since Broward County is now almost completely developed and impacts to its 
remaining habitat represent a higher proportional loss than they would have previously.  
The cumulative loss of habitat from these projects will be addressed in the mitigation 
provided for them.  The WER contains the conceptual mitigation plan and proposes the 
in-kind replacement of the wetland habitat impacted at a ratio greater than 1:1, resulting 
in an anticipated net gain of habitat. 
 
Conceptual Mitigation Plan 
The following discusses the mitigation options considered (and rejected) as a result of 
agency coordination, costs, and practicability. In considering the practicability of 
alternatives to the proposed action, the following criteria were considered:   

• The practicability of alternatives is considered only for those actions that involve 
"new construction" in wetlands 

• The consideration of alternatives should take into account only those alternatives 
that involve wetland avoidance or avoidance of new construction in wetlands, 
and not those that are, in essence, mitigative;  

• The consideration of avoidance alternatives should take into account all relevant 
environmental and economic factors.  Additional costs do not necessarily render 
alternatives impractical in meeting the national wetland policy objectives 
established by EO 11990. 

 
Through coordination with the applicable regulatory agencies, the following conceptual 
measures were developed to mitigate the unavoidable wetland/habitat impacts 
associated with the proposed project: 

• Ensure no additional avoidance and minimization opportunities exist. 
• If unavoidable wetland impacts remain, the FDOT will attempt to preserve 

additional land and create, restore, or enhance wetlands within it.  The FDOT is 
currently evaluating the acquisition of five vacant parcels on the east side of the 
south fork of the New River, portions of which will be needed for construction of 
the proposed improvements, and creating approximately 6.0 acres of wetlands 
on them.  The properties will be scraped down to an elevation of approximately 
2.0 feet and planted with hydrophytic vegetation, the species determined by the 
type of wetland impacts being mitigated.  Currently, mitigation for the wetland 
impacts beneath and adjacent to the I-595 viaduct will require the use of the 
same plant assemblage used in the existing Cypress Creek Park and Ride Lot 
mitigation areas, and a berm will be constructed around the waterward perimeter 
of each site to minimize brackish water intrusion.  However, if it is determined 
that the mitigation needs to offset impacts to the mangrove ecosystem the 
Cypress Creek Park and Ride Lot mitigation areas are transitioning into, it will be 
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planted with white mangroves with a fringe of red mangroves, possibly planted 
within riprap planters along the waterward perimeter of each site.  Figure 6-1 of 
the WER shows the Potential Property Acquisitions being evaluated; Figure 6-2 
of the WER shows the potential wetland mitigation areas that could be provided 
within them. 

• Enhance existing EFH.  FDOT may consider participating with Broward County in 
the implementation of the Pond Apple Slough Hydrological Restoration project as 
mitigation. 

• Purchase mitigation credits at the Florida Power and Light (FPL) Everglades 
Mitigation Bank in south Miami-Dade County. 

• Provide mitigation in accordance with Chapter 373.4137 Florida Statutes. 
 
Additional wetland mitigation opportunities will continue to be evaluated throughout the 
subsequent final design phases. 
 
Coordination 
On November 5, 2003, the Advanced Notification (AN) for the project was distributed to 
the NMFS, FWS, FWC, FDEP, BCEPD, and other governmental agencies.  The AN 
identified potential involvement with the wetlands described in the WER prepared for 
this project.  Meetings with these agencies were held on July 14, 2004; October 21, 
2004; December 10, 2004; January 28, 2005; February 9, 2005; March 7, 2005; and 
June 28, 2005.   
 
Based upon the above considerations, it was determined that there is no practicable 
alternative to the proposed construction in wetlands and that the proposed action 
includes all practicable measures to minimize harm to wetlands which may result from 
such use. 
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ATTACHMENT 6.C.3: WATER QUALITY 
 
The project corridor is completely within the boundaries of the Biscayne Aquifer, a sole 
source aquifer that is the principal source of drinking water for 3 million residents of 
Miami-Dade, Broward and southern Palm Beach Counties.  It is a shallow, highly 
permeable, unconfined aquifer that underlies approximately 4,000 square miles of the 
eastern portions of these counties.  The project corridor intersects the proposed Sunrise 
System 3 Wellfield Protection Zone, located west of Flamingo Road, and is within ¼-
mile of several other wellfield protection zones.  No public wellfield protection areas will 
be affected. 
 
The proposed stormwater facility design will include, at a minimum, the water quantity 
requirements for the water quality impacts as required by the SFWMD in Chapters 40E-
4 and 40E-40 of the Florida Administrative Code.  Therefore, no further mitigation for 
water quality impacts will be needed.  A Water Quality Impact Evaluation (WQIE) was 
performed as part of the PD&E Study and contained in Appendix E of the PER. 
 
To control the effects of stormwater runoff during construction, a Storm Water Pollution 
Prevention Program (SWPPP) will be incorporated into the project, as required by the 
EPA National Pollutant Discharge Elimination System (NPDES) permit.  An Advance 
Notification of this project dated November 5, 2003 was sent to the EPA's District IV 
Regional Administrator and to the Water Management Section.  No response has been 
received from the EPA to date. If requested by the FHWA, the FDOT will send a copy of 
this Categorical Exclusion Type 2 document to the EPA.  It is anticipated that the EPA 
will provide a response letter indicating concurrence with the measures proposed to 
protect the aquifer and state that the FDOT has met its obligation under Section 1424(e) 
of the Safe Drinking Water Act. 
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ATTACHMENT 6.C.6: FLOODPLAINS 
 
According to the Flood Insurance Rate Map (FIRM) of Broward County, Florida, 
Community Panel numbers 12011C0195F, 12011C0214F, 12011C0215F, 
12011C0302F and 12011C0306F, dated August 18, 1991 and obtained from the FEMA 
Map Service Center (www.fema.gov) in March 2005, portions of the project are located 
within the 100-yr Floodplain with the 100-yr flood elevation ranging from 6-7 feet NGVD.  
The I-595 alignment is elevated well above the 100-yr flood elevation with elevations 
ranging from 11 feet to over 30 feet NGVD; however SR 84 is aligned much nearer to 
the 100-yr flood elevation.     
 
The proposed widening of I-595 will take place almost entirely within the existing right of 
way with the use of Mechanically Stabilized Earth (MSE) vertical walls between I-595 
and SR 84, and with the use of sea walls along portions of the North New River Canal.  
Although the construction of the MSE walls and seawalls will create minor 
encroachment into the floodplain, any encroachment will be mitigated through storage 
provided in proposed drainage facilities.  
 
This project is classified as a Category 5: “Projects on existing alignment involving 
replacement of drainage structures in heavily urbanized floodplains.” 
 
Replacement drainage structures for this project are limited to hydraulically equivalent 
structures. The limitations to the hydraulic equivalency being proposed are basically due 
to restrictions imposed by the geometrics of design, existing development, cost 
feasibility, or practicability. An alternative encroachment location is not considered in 
this category since it defeats the project purpose or is economically unfeasible. Since 
flooding conditions in the project area are inherent in the topography or are a result of 
other outside contributing sources, and there is no practical alternative to totally 
eradicate flood impacts or even reduce them in any significant amount, existing flooding 
will continue, but not be increased. The proposed structure will be hydraulically 
equivalent to or greater than the existing structure, and backwater surface elevations 
are not expected to increase. As a result, the project will not affect existing flood heights 
or floodplain limits. This project will not result in any new or increased environmental 
impacts. There will be no significant change in the potential for interruption or 
termination of emergency service or emergency evacuation routes.  Therefore, it has 
been determined that this encroachment is not significant. 
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ATTACHMENT 6.C.7: COASTAL ZONE CONSISTENCY 
 
The Advance Notification Package for this project was sent to the Florida State 
Clearinghouse at the Florida Department of Environmental Protection (FDEP) on 
November 5, 2003. On January 9, 2004, the FDEP indicated that they did not object to 
the allocation of federal funds for the PD&E phase, and that final concurrence for 
coastal zone consistency would be granted during the permitting phase of the project.  
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ATTACHMENT 6.C.9: WILDLIFE and HABITAT 
 
Endangered Species 
An Endangered Species Biological Assessment (ESBA) was prepared for the project in 
accordance with Section 7 of the Endangered Species Act (ESA) of 1973, as amended, 
to evaluate potential impacts to Federally-listed species.  The proposed project was 
evaluated for potential impacts to Federally-listed species.  A literature review, GIS 
analysis, discussions with resource agencies, and field surveys were conducted to 
identify threatened or endangered species that may potentially occur in the project area.  
The species considered include the American alligator, American crocodile, Eastern 
indigo snake, Crested caracara, Bald eagle, Wood stork, Snail kite, Florida panther, 
Florida manatee, and Smalltooth sawfish.   It was determined that American alligator, 
Eastern indigo snake, Wood stork, and Florida manatee had potential to occur in the 
project corridor. 
 
The ESBA was submitted to the US Fish and Wildlife Service (FWS) and the National 
Marine Fisheries Service (NMFS) on January 31, 2006.  As part of the project 
coordination with FWS and NMFS, FDOT made the following commitments regarding 
the Federally-listed species with potential to occur in the corridor: 

• To minimize adverse effects to the endangered wood stork, the FDOT will 
determine if there is any active wood stork breeding colonies within 18.6 miles of 
the proposed improvements at the time the Environmental Resource Permit 
application is submitted to the US ACOE.  If the proposed improvements are 
determined to be within the core foraging area (18.6 miles) of any active wood 
stork breeding colony, any wetlands impacted will be replaced within the core 
foraging area of the active wood stork breeding colony.  The compensation plan 
will include a temporal lag factor, if necessary, to ensure wetlands provided as 
compensation adequately replace the wetland functions lost due to the project, 
and the wetlands offered as compensation will be of the same hydroperiod as the 
wetlands impacted.  If the replacement of wetlands within the core foraging area 
is not practicable, the FDOT will coordinate with the FWS to identify acceptable 
wetland compensation outside the core foraging area, such as purchasing 
wetland credits from an “FWS Approved” mitigation bank. 

• The FDOT agrees to follow the FWS Standard Protection Measures for the 
Florida manatee during implementation of the project, and Technical Special 
Provisions will be incorporated into the contractor’s bid documents. 

• The FDOT agrees to follow the FWS Standard Protection Measures for the 
Eastern indigo snake during implementation of the project, and Technical Special 
Provisions will be incorporated into the contractor’s bid documents. 

 
The NMFS responded in a letter dated February 23, 2006 that the information provided 
was not sufficient to adequately evaluate the effects of the project on a listed species 
and requested the following information as the project progresses to final design, 
permitting, and construction: 
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• A detailed description of the construction activities. The information will describe 
whether inwater work will be implemented, types of construction methods 
proposed (i.e., pile drivers, cranes, dredges, hoppers, or barges, etc.) 

• A list of conservation and avoidance measures for listed species on construction 
methods (i.e., best management practices for water quality protection and 
erosion control to be implemented in the project design and implemented during 
construction). 

• A short description or drawings of the new bridge(s) over tidal waters.  The 
drawing or description will indicate the number of piles in the water for the bridge 
fenders and the location of the new piers; 

• A Stormwater Management Plan.  The plan will include the type of treatment and 
maintenance of the stormwater treatment system. The treatment will be in 
accordance with state and Federal (NPDES) standards. 

 
FDOT has committed to continue its coordination with both the FWS and NMFS in 
accordance with the Endangered Species Act.  See Appendix D of this report for the 
letter from NMFS.   
  
Essential Fish Habitat (EFH) 
An Essential Fish Habitat Assessment (EFH) was performed for the project in 
accordance with the Magnuson-Stevens Fishery Conservation and Management Act of 
1976, as amended through 1996 (Magnuson-Stevens Act).  The South Atlantic Fishery 
Management Council (FMC) has defined EFH for Peneaid shrimp, Red drum, and 
snapper-grouper species.  On March 7, 2005, the FDOT submitted a Request for EFH 
Assessment Assistance to the NMFS and on March 31, 2005, the NMFS responded, 
identifying species and their habitats that should be addressed in the EFH.  The 
managed species evaluated included Reneaid shrimp, Red drum, Gray snapper, jewfish 
(also known as the Goliath grouper), Mutton snapper, and White grunt.  The EFH 
associated with this project includes all tidally-influenced surface waters and the 
hydrologically-connected freshwater wetlands downstream of the SFWMD G-54 salinity 
control structure (Sewell Lock).  The areas of influence of the project are the existing    
I-595 limited access right of way that crosses the south fork of the New River and is 
immediately adjacent to BCPRD’s Pond Apple Slough Natural Area and the North New 
River Canal, between SR 7 and Sewell Lock. 
 
Avoidance and Minimization  
The scarcity of remaining habitat in Broward County has been a focal point throughout 
the development of the proposed project. Impacts to habitat in the LA right of way 
adjacent to the Pond Apple Slough Natural Area have been avoided and minimized to 
the maximum extent practicable. Four alternatives were proposed for the area adjacent 
to the Pond Apple Slough Natural Area limits.  These alternatives offer different sets of 
modifications to the Master Plan LPA, required to meet design year 2034 traffic 
demand.  At the onset of the development of these concepts, FDOT issued a directive 
regarding the design of corridor features for this area – the location of the proposed 
improvements were limited to the existing limits of the limited access right of way south 
of the corridor. 
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Of the several alternatives developed for this area, the impacts associated with Pond 
Apple Slough Natural Area were kept to a minimum by widening into the median area.  
When additional width was required, the southern right of way line was held firm and all 
further widening occurred on the north side of the corridor. 
 
The design of the Master Plan LPA attempted to limit impacts to the area within the 
limited access right of way rather than encroaching into Pond Apple Slough Natural 
Area by implementing the following considerations: 
• Widening of proposed improvements mainly to the north side of the existing 

structures 
• Utilizing the existing median area for proposed widening 
• Minimizing design standards to establish the smallest possible footprint 
• Implementing alternative improvements for this area of the corridor (no other major 

improvements are proposed for this section of I-595) 
 
Direct Impacts  
LA ROW for the Viaduct over the south fork of the New River  
The widening of the viaduct will result in unavoidable direct impacts to approximately 
2.1 acres of EFH and 4.3 acres of shading impacts to EFH, all of which potentially 
support the managed species identified in the EFH Assessment.   
 
South Fork of the New River 
The proposed improvements will require the installation of additional pilings in the south 
fork of the New River.  Dredge/fill impacts are not anticipated, nor are additional shading 
impacts (due to the height of the viaduct which make any shading impacts negligible). 
The installation of additional pilings will provide additional hard substrate to which algae 
and sessile invertebrate food sources can attach.  Therefore, no long term impacts are 
anticipated to affect the EFH within the south fork of the New River. 
 
North New River Canal 
The proposed improvements between SR 7 and Sewell Lock will require the 
construction of bulkhead along approximately 1¼ miles of the south bank of the North 
New River Canal. In addition, new ramps from I-595 to Florida’s Turnpike may require 
the installation of more pilings in the canal and will result in approximately 0.5 acres of 
additional shading impacts. 
 
The installation of the bulkhead will result in direct impacts to the rock walls that provide 
a hard substrate to which algae and sessile invertebrate food sources can attach.  
However, it is anticipated that algae and sessile invertebrate food sources will also 
attach to the bulkhead, so this impact is considered temporary. 
 
Because the SFWMD requires the cross sectional area of the canal to be maintained, it 
may also need to be dredged in areas where the construction of the bulkhead results in 
a loss in canal cross-sectional area.  This will result in direct impacts to the sediment 
and debris on the bottom of the canal that may support managed species.  However, 
the bottom area will increase as a result of the bulkheading and will provide additional 
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sediment cover for boring invertebrate food sources, as well as additional area for the 
accumulation of the scattered rocks and other debris that provide potential refuge for 
larval and juvenile stages of the managed species and their food sources.  Therefore, 
this impact is also considered temporary. 
 
The installation of pilings for the new ramps, if necessary within the canal, will provide 
additional hard substrate to which algae and sessile invertebrate food sources can 
attach.  It is anticipated that this additional hard substrate will more than offset the minor 
impacts associated with the additional shading.  Overall, no long term impacts are 
anticipated to affect the North New River Canal EFH as a result of the proposed 
improvements. 
 
Secondary Impacts 
The area surrounding the project corridor is urban with numerous anthropogenic 
impacts to the remaining natural habitat.  Significant hydrological and water quality (e.g., 
chemical, physical, and biological properties) impacts are not expected to occur as a 
result of the proposed project because the proposed improvements are to an existing 
facility.  With the exception of the viaduct over the south fork of the New River, which 
may likely continue to drain directly below through scuppers, the stormwater runoff from 
the additional travel lanes will be managed within the facility.  Because stormwater 
management standards have become more stringent since I-595 was originally 
constructed, the project will result in overall water quality improvements in the project 
corridor to meet the new standards.  Hydrological effects of the proposed project are 
described in a separate Preliminary Pond Siting and Drainage Report.  In addition, a 
Water Quality Impact Evaluation has been performed to address water quality impacts.   
 

Other secondary impacts resulting from environmental degradation can occur from: 

• Temporary disturbance and displacement of fish species 

• Increased sediment loads and turbidity in the water column 

• Temporary loss of food items to fisheries 

• Limited disruption or destruction of live bottom habitats 

• Limited sediment transport and re-deposition 

 
Most of these impacts are temporary and can be offset by special construction 
techniques and/or environmental protection guidelines.  Some impacts are negligible 
considering the localized effect of the actions compared to the size of the area.  
Therefore, environmental degradation from the proposed improvements would have 
minor impacts on designated EFH or commercial fisheries.  Direct loss to fish 
populations, if any, are likely to be negligible.  Recovery of impacted EFH and 
commercial fisheries is expected to occur quickly (within one growing season) for the 
majority of the affected habitat. 
 
Cumulative Impacts 
Cumulative impacts are defined as the direct and indirect effects of the proposed project 
under consideration as well as other projects that may be proposed within the general 
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vicinity in the foreseeable future.  Due to the extent of urban development in Broward 
County, only small fragments of naturally occurring ecological communities remain.    
Although Pond Apple Slough Natural Area appears relatively unchanged in current 
aerial photographs, its hydrological alteration by the North New River Canal (completed 
in 1912), South New River Canal (completed circa 1915), and the nearby Peele-Dixie 
Wellfield (completed in 1926) had already begun.  Subsequent development of the 
surrounding areas resulted in additional hydrological impacts from increased surface 
water runoff and the resulting reduction in groundwater recharge.   
 
The overall effects of these hydrological changes have resulted in the gradual transition 
of Pond Apple Slough Natural Area from a freshwater wetland towards an estuarine 
system.  This transition has manifested itself in the loss of cypress trees and continuing 
encroachment of mangroves into what was historically a freshwater wetland community.  
Fragmentation and reduction of other available habitat in Broward County has also 
caused significant impacts on the habitat available to plant and animal species.  These 
impacts were not the result of any one project, yet cumulatively they have been 
significant to the ecosystem.  The construction of SR 84/Alligator Alley, the subsequent 
construction of I-595, the extensive urbanization of Broward County, and the increased 
consumption of freshwater in South Florida have all contributed to these cumulative 
impacts.  The proposed improvements to I-595 will also contribute to these cumulative 
impacts. 
 
Proposed Mitigative Measures and Guidelines for EFH Protection 
Even with these considerations, direct impacts will occur to approximately 2.1 acres of 
EFH wetlands and shading impacts will occur to 4.3 acres of EFH wetland habitat within 
the limited access right of way immediately adjacent to Pond Apple Slough Natural 
Area.  These impacts will be mitigated with the replacement of these wetlands at a 
minimum ratio of 1:1.  Although no additional opportunities for avoidance and 
minimization are anticipated, they will continue to be explored throughout the project.  
Additional minimization will be implemented during construction through the use of 
measures included in the FDOT Standard Specifications for Road and Bridge 
Construction. 
 
Because the permanent impacts to EFH also impact jurisdictional wetlands, the wetland 
mitigation proposed will also be used to mitigate EFH impacts as much as possible.  
The following outlines the conceptual mitigation plan for impact to wetlands as well as 
EFH for this project: 

• Ensure no additional avoidance and minimization opportunities exist 
• If unavoidable wetland impacts remain, the FDOT will attempt to preserve 

additional land and create, restore or enhance EFH wetlands on it.  The FDOT is 
currently evaluating the acquisition of five vacant parcels on the east side of the 
south fork of the New River, portions of which will be needed for construction of 
the proposed improvements, and creating approximately 6.0 acres of EFH 
wetlands on them.  The properties will be scraped down to an elevation of 
approximately 2.0 feet and planted with hydrophytic vegetation, the species 
selected being dependent on the type of EFH impacts being mitigated.  Mitigation 
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for the EFH wetland impacts beneath and adjacent to the I-595 viaduct will 
require the use of the same plant assemblage used in the existing Cypress 
Creek Park and Ride Lot mitigation areas, and a berm will be constructed around 
the waterward perimeter of each site to minimize brackish water intrusion.  
However, if it is subsequently determined that the mitigation needs to offset 
impacts to the mangrove ecosystem that the Cypress Creek Park and Ride Lot 
mitigation areas are transitioning into, it will be planted with white mangroves with 
a fringe of red mangroves, possibly planted within riprap planters along the 
waterward perimeter of each site.   

• Enhance existing EFH.  FDOT may consider participating with Broward County in 
the implementation of the Pond Apple Slough Hydrological Restoration project as 
mitigation. 

• Purchase mitigation credits at the Florida Power and Light (FPL) Everglades 
Mitigation Bank in south Miami-Dade County. 

• Provide mitigation in accordance with Chapter 373.4137 Florida Statutes. 
 
Additional mitigation opportunities will continue to be evaluated throughout subsequent 
final design phases, in coordination with the NMFS. 
 
Coordination 
On November 5, 2003, the Advance Notification (AN) for the project was distributed to 
the NMFS, FWS, FWC, FDEP, Broward County Department of Planning and 
Environmental Protection (now BCEPD), and other governmental agencies.  The AN 
identified potential involvement with the wetlands described in the Wetland Evaluation 
Report.  Meetings with these agencies were held on July 14, 2004; October 21, 2004; 
December 10, 2004; January 28, 2005; February 9, 2005; March 7, 2005; and June 28, 
2005. 
 
Based on the above assessment, it is expected that the unavoidable direct impacts to 
approximately 2.1 acres of EFH wetlands and shading impacts to 4.3 acres of EFH will 
occur immediately adjacent to Pond Apple Slough Natural Area as a result of the 
proposed project.  The impacted wetlands are within the existing I-595 limited access 
right of way.  Impacts to these hydrologically degraded wetlands will result in minimal 
adverse effects to EFH.  Furthermore, as a result of the conservation measures that will 
be implemented to compensate for the loss of wetlands, the net effect on EFH is 
anticipated to be positive. 
 
The EFH was transmitted to the NMFS on January 31, 2006 and they responded in a 
letter dated February 23, 2006 that FDOT had addressed their concerns and have no 
additional comments regarding the EFHG assessment.  See Appendix E of this report 
for the letter from NMFS.   
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Attachment 6.D.1: NOISE 
 
A Noise Study Report was conducted in accordance with the FDOT PD&E Manual, 
Chapter 17, Noise (November 20, 2001) and with Title 23 CFR (Code of Federal 
Regulations) Part 772, Procedures for Abatement of Highway Traffic Noise and 
Construction Noise.  The Noise Study Report for this project is available at the FDOT 
District 4 Office of Planning & Environmental Management.   
 
Single-family residences, multi-family residences, and parks represent the 44 noise 
sensitive areas along the project corridor likely to be affected by the project.  384 
receiver sites were selected to represent the 1,524 residences located within the 42 
residential communities and 2 parks (Acres South Park and Sewell Lock Park) identified 
along the project corridor.  All 384 representative noise receiver sites are classified 
under Activity Category B of Federal Highway Administration’s (FHWA) Noise 
Abatement Criteria (NAC).  For Activity Category B, noise abatement measures must be 
considered when predicted design year noise levels are within 1 dBA of or exceed the 
67 dBA NAC (>66 dBA) or when a substantial noise increase (i.e., 15 dBA) occurs 
above existing conditions.   
 
For Alternative 2A, the predicted design year 2034 noise levels range from 46.1 dBA to 
76.7 dBA, an average increase of 2.0 dBA above existing levels.  With Alternative 2A, 
design year 2034 traffic noise levels will approach or exceed the NAC at 672 noise 
sensitive sites in 26 noise sensitive areas.  In addition, Alternative 2A will result in an 
additional 295 noise sensitive sites with predicted noise levels equal to or greater than 
66.0 dBA compared to the existing conditions/No Build Alternative (672 versus 377).  
Although a number of sites approach or exceed the NAC, the proposed improvements 
do not result in any substantial noise increases (i.e., greater than 15 dBA).   

In accordance with FDOT requirements, noise abatement measures were evaluated for 
each of the noise sensitive sites which approach or exceed the NAC. Following analysis 
of abatement alternatives, available right of way, safety criteria, and constructability and 
maintenance issues associated with providing noise abatement along this project 
corridor, construction of noise barriers was determined to be the most reasonable and 
feasible abatement alternative.  A design goal of 10.0-dBA noise reduction with a 
minimum reduction of 5.0 dBA was used in the development and evaluation of the noise 
barriers.  FDOT's cost guideline of $35,000 per benefited receiver site was used to 
determine the cost reasonableness.   
 
For Alternative 2A, noise barriers were evaluated at 19 locations representing the 26 
areas where predicted noise levels approach or exceed the NAC.  For Alternative 2A, 
noise barriers at 12 locations are recommended for further consideration and public 
input.  These noise barriers are expected to reduce traffic noise levels by at least 5 dBA 
at 541 residences along the project corridor.  The current Long Range Estimate of these 
barriers is approximately $17 million.  The general location, dimensions, and costs of 
the noise barriers recommended for further consideration are summarized in Table 7-1 
and Figure 7.1 from the Noise Study Report.  See Appendix F of this report for the 
referenced noise table and figure.   
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FDOT is committed to the construction of feasible noise abatement measures at the 
locations where noise barriers have been recommended for further consideration during 
the final design phase, contingent upon the following conditions: 

• Detailed noise analyses during the final design process supports the need for 
abatement 

• Reasonable cost analyses indicate that the economic cost of the barrier(s) will 
not exceed the guidelines 

• Community input regarding desires, types, heights, and locations of barriers has 
been solicited by FDOT 

• Preferences regarding compatibility with adjacent land uses, particularly as 
addressed by officials having jurisdiction over such land uses, has been noted 

• Safety and engineering aspects as related to the roadway user and the adjacent 
property owner have been reviewed 

• Any other mitigating circumstances found in Section 17-4.6.1 of the FDOT PD&E 
Manual have been analyzed 

 
It is likely that the noise abatement measures for the identified locations will be 
constructed if found feasible based on the contingencies listed above.  If, during the 
final design phase, any of the contingency conditions listed above cause abatement to 
no longer be considered reasonable or feasible for a given location(s), such 
determination(s) will be made prior to requesting approval for advertisement of 
construction.  Commitments regarding the exact abatement measure locations, heights, 
and type (or approved alternatives) will be made during project re-evaluation and at a 
time before the construction advertisement is approved. 
 
The cost to construct noise barriers at the remaining locations that were evaluated 
substantially exceeded FDOT’s reasonable cost criteria of $35,000 per benefited 
residence.  Therefore, noise barriers are not recommended for further consideration or 
construction at these locations because they are not cost feasible.  Based on the noise 
analyses performed to date, there appears to be no apparent solutions available to 
mitigate the noise impacts at the remaining noise sensitive sites along the project 
corridor.  The traffic noise impacts to the 278 of 672 noise sensitive sites affected by the 
project are an unavoidable consequence of the project.  Because of the relatively low 
number of impacted sites, the noise impacts associated with this project are not 
considered significant.   
 
Residential areas adjacent to the project limits may be affected by noise and vibration 
associated with construction activities.  Construction noise and vibration impacts to 
these sites will be minimized by adherence to the controls listed in the FDOT Standard 
Specifications for Road and Bridge Construction.  Furthermore, to aid Broward County 
in promoting land use compatibility, FDOT will provide Broward County and local 
communities a copy of the Noise Study Report which provides information that can be 
used to protect future land development from becoming incompatible with anticipated 
high traffic noise levels. 
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ATTACHMENT 6.D.2: AIR  

 

An air quality study was conducted to determine whether project-related motor vehicle 
emissions will cause or contribute to an exceedance of the National Ambient Air Quality 
Standards for CO.  FDOT's Air Quality Screening Model (CO Florida 2004, Version 
2.0.5, August 20, 2004) was used to evaluate the project alternatives.  The CO Florida 
2004 Model makes conservative worst-case assumptions about the project involving 
meteorology, traffic, and site conditions and provides an estimate of the 1-hour and 8-
hour CO concentrations at a particular location. 

The alternatives were evaluated to determine which portion of the study area would 
have the highest CO concentrations.  This evaluation included an assessment of peak-
hour traffic volumes and average speeds.  The evaluation also considered the closest 
reasonable air quality receptor sites in the vicinity of signalized intersections.  A 
reasonable receptor site is a place where people can reasonably be expected to spend 
a significant amount of time, such as a frequently used sidewalk or the front yard of a 
residence.  Based on this evaluation of traffic data and the proximity of reasonable 
receptor sites, the worst-case location is expected to occur in the back yard of an 
apartment unit in Valencia Village located approximately 740 ft west of University Drive 
and 50 ft south of the nearest SR 84 travel lane.  The results of the analysis indicated 
that the worst-case 1-hour and 8-hour concentrations are not predicted to exceed the 
NAAQS for CO.  Therefore, the project passes the screening test and further air quality 
analysis is not required.   
 
The project is located in an area which is designated attainment for all of the National 
Ambient Air Quality Standards under the criteria provided in the Clean Air Act. 
Therefore, the Clean Air Act conformity requirements do not apply to the project. 
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ATTACHMENT 6.D.3: CONSTRUCTION 
 
Construction activities for the proposed roadway improvements will have air, noise, 
water quality, and visual impacts for residents and motorists within the immediate 
vicinity of the project.   
 
The air quality impact will be temporary and will primarily be in the form of emissions 
from diesel powered construction equipment and dust from embankment and haul road 
areas. Air pollution associated with the creation of airborne particles will be effectively 
controlled through the use of watering and/or the application of calcium chloride in 
accordance with the FDOT Standard Specifications for Road and Bridge Construction. 
 
Noise and vibrations impacts will be created by heavy equipment movement and 
construction activities such as pile driving and vibratory compaction of embankments.  
Noise control measures will include those contained in the FDOT Standard 
Specifications for Road and Bridge Construction and those recommended in the Noise 
Impact section of this report. 
 

Water quality impacts resulting from erosion and sedimentation will be controlled in 
accordance with the FDOT Standard Specifications for Road and Bridge Construction 
and through the use of Best Management Practices. 
 
Maintenance of traffic and sequence of construction will be planned and scheduled so 
as to minimize traffic delays throughout the project.  Signs will be used as appropriate to 
provide notice of road closures and other pertinent information to the traveling public.  
The local news media will be notified in advance of road closings and other construction 
related activities, which could excessively inconvenience the community so that 
motorists, residents, and business persons can plan travel routes in advance.  Access 
to all businesses and residences will be maintained to the extent practical through 
controlled construction scheduling.  The present traffic congestion may become worse 
during stages of construction where narrow lanes may be necessary.  Traffic delays will 
be controlled to the extent possible where many construction operations are in progress 
at the same time.  The contractor will be required to maintain two lanes of traffic in each 
direction of the project at all times and to comply with the Best Management Practices 
of FDOT.  A sign providing the name, address, and telephone number of an FDOT 
contact person will be displayed onsite to assist the public in obtaining immediate 
answers to questions and logging complaints about project activities. 
 

Construction of the roadway requires excavation of unsuitable material (muck), 
placement of embankments, and use of materials, such as lime rock, asphaltic 
concrete, and portland cement concrete. Demucking is anticipated at most of the 
wetland sites and will be controlled by Section 120 of the FDOT Standard Specifications 
for Road and Bridge Construction.  Disposal may be onsite in detention areas or offsite.  
The removal of structures and debris will be in accordance with local and state 
regulatory agencies permitting this operation.  The contractor is responsible for the 
methods of controlling pollution on haul roads, in borrow pits, other materials pits, and 
areas used for disposal of waste materials from the project.  Temporary erosion control 
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features, as specified in Section 104 of the FDOT Standard Specifications for Road and 
Bridge Construction, will consist of temporary grassing, sodding, mulching, 
sandbagging, slope drains, sediment basins, sediment checks, artificial coverings, and 
berms.  For residents living adjacent to the project, some of the materials stored for the 
project may be displeasing visually; however, this is a temporary condition and should 
pose no substantial problem in the short term. 
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ATTACHMENT 6.D.4: CONTAMINATION 
 
A comprehensive contamination evaluation was completed for the project.  Over 1,000 
sites within one half-mile of the I-595 corridor were researched as part of the 
contamination assessment.  Detailed results of the evaluation are contained in the 
Contamination Screening Evaluation Report prepared for the project. 
 
The I-595 corridor passes over an area affected by the deep groundwater contamination 
plume from an offsite source identified by the U.S. Environmental Protection Agency 
(EPA) under Sections 106 and 107 of the Comprehensive Environmental Response, 
Compensation, and Liability Act (CERCLA aka. Superfund).  The offsite source of 
contamination is known as the Florida Petroleum Reprocessors (FPR) Superfund Site.   
 
Meetings were held with the U.S. Environmental Protection Agency and plans were 
reviewed for all improvements within the I-595 corridor, including Florida’s Turnpike 
interchange and mainline.  Based on this coordination, a Consent Decree was drafted 
and lodged (July 29, 2005) by the U.S. Department of Justice which provides provisions 
to design and construct all roadway improvements within the contaminated area.  As 
stated in the Consent Decree Section IX, 26. (b) (i):  “If any portion of Projects FM No: 
409354-1, FM No.: 411189-2, FM No.: 407481-2, FM No.: 231739-3, FM No.: 231727-1, 
FPID No.: 406094-1, and FPID No.: 406095-4, including all subsequent phases 
interferes with or adversely affects the implementation, integrity, or protectiveness of the 
remedial measures to be performed pursuant to this Consent Decree, that portion may 
proceed only insofar as it is constructed according to concept and design plans 
reviewed and approved by the EPA on March 31, 2004.”   
 
The Department will adhere to all provisions of the Consent Decree as published in the 
Federal Register on August 11, 2005 (Volume 70, Number 154, Page 46889) and 
coordinate any substantial plans changes with the EPA, Region 4, Southeast 
Headquarters. Construction impacts are being minimized by the avoidance of areas of 
known and/or suspected contamination during the design of the drainage, lighting and 
signalization improvements.   
 
Completion of a Level 2 assessment is recommended along the project corridor and for 
properties identified during development of the final design Pond Siting Report that are 
adjacent to or have been assigned high or medium risks associated with contamination.  
Once potential pond sites have been identified, a detailed scope of work and sampling 
strategy should be developed for each property to address potential contaminants in the 
subsurface.  Furthermore, a Level 3 assessment should be developed for any 
contaminated properties that will be acquired by the FDOT.  
 
Soil excavated at locations that have known or potential contamination shall be 
remediated and/or characterized for disposal at an approved facility.  Construction 
activities that require dewatering of excavations shall be performed in such a manner to 
minimize the spread of contamination in groundwater.  This will require engineering 
controls such as hydraulic barriers, liners, or control point pumping.  Dewatering 
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activities within contaminated groundwater plumes will also require a permitted 
treatment process before disposal to the ground surface or other surface water body. 
 
Any construction activities within identified contaminated areas must protect human 
health and the environment.  A complete assessment of the nature of contaminants 
should be performed to identify health and safety concerns relative to contamination.  In 
the event that any hazardous materials or suspected contamination is encountered 
during construction, or if any spill of hazardous materials occurs during construction, the 
contractor shall stop work immediately and notify the FDOT Construction Engineer who 
will coordinate with the FDOT District 4 Environmental Management Office. 
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ATTACHMENT 6.D.5: NAVIGATION 
 
During the inter-agency coordination meeting held on June 28, 2005, the United States 
Coast Guard (USCG) commented that a special interest group from the Plantation Isles 
community had requested improvement of the navigational access along the North New 
River Canal. The group specifically wanted all existing bridges to be raised and pilings 
be relocated out of the waterway. The USCG indicated that FDOT would be requested 
to accommodate the minimum vertical clearance criteria (55 ft) for any new ramps or 
bridges over the navigable section of the North New River Canal as a condition of the 
USCG Bridge Permit.  
 
There are six existing fixed bridges over the North New River Canal located just 
downstream of Sewell’s Lock, including two Turnpike interchange bridges and four SR 7 
interchange bridges. There are three existing fixed residential bridges within the 
Plantation Isles neighborhood located just upstream of the Turnpike interchange 
bridges.  The bridges over the North New River Canal have minimum vertical 
clearances that range between 12.7 ft and 30.9 ft from MHW, as shown in the following 
table below. The residential bridges have actual minimum vertical clearances that range 
from 7.8 ft to 9.8 ft (as per field measurements). 
 

BRIDGE NUMBER LOCATION MINIMUM VERTICAL CLEARANCE REMARKS 

860532 and 860533 
NB and SB Turnpike over 

New River Canal 
24.49 ft 

Extensive reconstruction to the 
Turnpike will be needed to 
accommodate a 55’ vertical 

clearance. 

860415 
SB SR-7 to WB I-595 over 

New River Canal 
12.69 ft 

Extensive reconstruction to the 
SR-7 interchange will be needed to 

accommodate a 55’ vertical 
clearance. 

860423 and 860424 
NB and SB SR-7 over 

New River Canal 
12.74 ft 

Extensive reconstruction to the 
SR-7 interchange will be needed to 

accommodate a 55’ vertical 
clearance. 

860477 
EB I-595 to NB SR-7 over 

New River Canal 
30.86 ft 

Extensive reconstruction to the 
SR-7 interchange will be needed to 

accommodate a 55’ vertical 
clearance. 

 
In addition to the proposed ramps/bridges included in the I-595 PD&E Study, the 
Turnpike Enterprise and Broward County also have ongoing projects that will require 
new or widened bridge crossings over the North New River Canal. The Turnpike 
Enterprise is proposing to widen the existing Turnpike bridges over the North New River 
Canal and has already obtained documentation from the USCG indicating that no permit 
will be required. In the USCG letter dated January 9, 2004, the Turnpike is not required 
to raise either of the two existing bridges to meet new bridge vertical clearance criteria 
as long as it does not change the existing vertical clearance. 
 
On October 21, 2005 a meeting was held with the USCG and local residents that are 
users of the North New River Canal to discuss the horizontal and vertical clearance 
requirements that the I-595 PD&E Study improvements should strive to obtain over and 
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within the North New River Canal in the vicinity between the Sewell Lock and SR 7.  
The following is a summary of the discussion items and the direction agreed upon at the 
meeting: 

• The USCG stated that guide clearances for the North New River Canal were never 
established, but the Vertical Clearance for the North New River is 55 foot.  It was 
also stated that the North New River Canal is not part of the “Federal Project 
Channel”. 

• The FDOT discussed the technical memorandum that was prepared addressing the 
impacts that a 55-foot vertical clearance would create. 

• The USCG understood that a 55-foot vertical clearance at this location would not be 
required but the needed vertical clearance would have to be determined by the 
FDOT in conjunction with the users of the waterway. 

• In discussion with the local residents, one of which had the largest vessel in the 
area, a 20-foot vertical clearance was desirable.  This clearance is greater than 
some of the existing clearances, approximately 13-foot vertical clearance at SR 7, 
along the River but will provide for any future accommodations as well as equipment 
mounted on the top of the boats.  It was also mentioned that it would not be 
necessary to accommodate sailboats in this area due to limitations of the canal 
system within the community. 

• A 30-foot horizontal clearance, 15 foot on each side of the centerline of the 
waterway, was requested.  This area should be free of any piers or footings. 

• The FDOT indicated that both could be achieved for the roadway geometrics.  
However, the pedestrian crossing for the relocation of the Broward County 
Greenway would need to be evaluated further in order to confirm that both the 
requested vertical clearance and the minimum ADA (Americans with Disabilities Act) 
requirements could be met. 

• An overview of the proposed activities (bulkhead where necessary with no plans for 
FDOT to change the canal width) and considerations related the SFWMD North New 
River Canal was provided. 

 
The increase to the existing horizontal and vertical clearances are meant to help ensure 
safety for the boating traffic and the “reasonable needs of navigation”. 
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ATTACHMENT 6.E: PERMITS REQUIRED 
 
The proposed project improvements will require several different types of permits from 
the jurisdictional regulatory agencies, including the Broward County Environmental 
Protection Department (BCEPD), Florida Department of Environmental Protection 
(FDEP), South Florida Water Management District (SFWMD), US Army Corps of 
Engineers (ACOE), and United States Coast Guard (USCG).  The anticipated permits 
for the proposed improvements include the following: 

• BCEPD Environmental General Resource License 

• BCEPD Surface Water Management License 

• BCEPD Tree Removal License 

• FDEP NPDES (Stormwater Pollution Prevention Plan) 

• SFWMD Environmental Resource Permit 

• SFWMD Right of Way Occupancy Permit  

• SFWMD Water Use Permit 

• ACOE Dredge/Fill Permit 

• USCG Bridge Permit 

 
In addition to obtaining the various types of permits from the regulatory agencies listed 
above, the proposed project improvements will require coordination and/or permits with 
several special drainage districts.  The special (or local) drainage districts along the 
project corridor include:  

• Central Broward Water Control District (CBWCD) 

• Old Plantation Water Control District (OPWCD)  

• Plantation Acres Improvement District (PAID) 

• Tindall Hammock Irrigation & Soil Conservation District (THISCD) 

 









































































































Table 7-1  Locations Recommended for Further Consideration for Noise Barriers During the Final Design Phase of the Project (Alternative 2A)

Shoulder Mounted on 
MSE Wall (I-595) 8 240 153+20 155+60

Shoulder Mounted on 
Bridge (I-595) 8 340 155+60 159+00

Shoulder Mounted on 
MSE Wall (I-595) 8 1,120 159+00 170+00

Shoulder Mounted     
(I-595)                8 800 170+00 178+00

157+15 165+50

166+25 174+80

Paradise Village 
(A-7)

Residential              
(Mobile Home Park) 190+00 194+00

Kings Manor 
Estates (A-8)

Residential              
(Mobile Home Park) 194+60 206+00

Plantation 
Acres (A-9)

Residential              
(Single Family)

Acres South 
Park (A-10)

Park                    
(Passive Recreation)

B-4            
(A-13)

Between Hiatus 
Road and Nob Hill 

Road - North of     
I-595

Hawks Landing 
(A-13)

Residential              
(Single Family) CD6 Ground Mounted 22 4,900 269+00 318+00 42 5.7 36 19 55 7.2 $2,695,000 $49,000 No Yes $2,695,000 55 $49,000

The Trellises 
Condos (A-17)

Multi-Family Residential 
(Two Story Townhomes)

Davide Isles    
(A-18) Single Family Residential

Jacaranda 
Villas (A-19)

Multi-Family Residential 
(Multi-Story Condominium 

Buildings) 

B-6            
(A-21)

Between Nob Hill 
Road and Pine 

Island Road - South 
of I-595

Evergreen 
Place (A-21)

Multi-Family Residential 
(Multi-Story Condominium 

Buildings) 
CD6 Ground Mounted 22 1,100 340+00 351+00 41 4.3 19 0 19 5.6 $605,000 $31,842 Yes Yes $605,000 19 $31,842

Arrowhead Golf 
and Tennis 

Club           
(A-24)

Multi-Family Residential 
(Multi-Story Apartment 

Buildings)
Ground Mounted 22 330 410+20 413+50

Valencia Village 
(A-25)

Multi-Family Residential 
(Multi-Story Apartment 

Buildings)
Ground Mounted 22 600 414+40 420+40

B-8            
(A-26)

Between University 
Drive and Florida's 

Turnpike - North of I-
595

Lake View 
Estates (A-26)

Residential              
(Single Family) CD4 Ground Mounted 20 5,400 431+00 485+00 54 8.8 52 33 85 8.0 $2,700,000 $31,765 Yes Yes $2,700,000 85 $31,765

Between University 
Drive and Florida's 

Turnpike - North of I-
595

Isla del Sol     
(A-27)

Residential              
(Single Family)

Shoulder Mounted on 
MSE Wall 8 400 624+00 628+00

Ground Mounted 22 2,960 595+40 626+80

Shoulder Mounted 8 1,090 4761+00 4772+00

Ground Mounted 20 1,780 4752+00 4769+00

B-12           
(A-42)

Between I-595 and 
Peters Road - West 

of Florida's Turnpike

Plantation 
Harbor (A-42)

Residential              
(Single Family) CD3 Shoulder Mounted 12 2,625 4815+00 4841+25 23 9.2 23 6 29 8.8 $1,480,500 $51,052 No Yes $1,480,500 29 $51,052
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Conceptual noise barrier design that meets FDOT's reasonable cost criteria and recommended for further consideration during the Final Design phase of the project

Conceptual noise barrier design that does not meet FDOT's reasonable cost criteria but considered a priority location for cost averaging during the Final Design phase of the project

B-11           
(A-40)

Between SW 136th 

Avenue and 
Flamingo Road - 

North of I-595

Between SW 136th 

Avenue and 
Flamingo Road - 

South of I-595

Between Nob Hill 
Road and Pine 

Island Road - North 
of I-595

B-7            
(A-24, A-25)

B-9            
(A-27)

B-10           
(A-36)

B-3            
(A-9, A-10)

B-5            
(A-17, A-18,     

A-19)

Noise Barrier 
Number       
(Area ID 
Number)

B-1            
(A-1)

B-2            
(A-7, A-8)

14Ground Mounted 1,100 486+00

Yes

Yes

YesNo

Yes

No

Optimal Barrier Design 
Meets FDOT's Reasonable 

Noise Abatement Cost 
Criteria of $35,000 per 

Benefited Receiver Site

Yes

No

$31,446$1,352,160 43CD10 31 9.5 31

$1,756,000 43 $40,837

$22,239

$385,000 7 $55,000

$511,500 23

$42,969$2,750,000 64

$84,097$2,607,000 31

$847,000 43 $19,698

Average Cost per 
Site Benefited 

79 $22,567

Total Number of 
Benefited 
Receivers 

$1,782,780

General Location 

Community 
Name         

(Area ID 
Number)

Type of Noise Sensitive 
Site

Optimal 
Conceptual 

Barrier 
Design 
Number

Barrier Type Height   
(feet)

Length  
(feet)

Begin 
Station 
Number

End 
Station 
Number

Number of 
Affected 

Receivers

Average Noise 
Reduction for 

Affected 
Receivers (dBA)

Number of 
Affected/ 
Benefited 
Receivers

Number of  
Benefited 

Receivers/N
ot Affected

Total 
Number of 
Benefited 
Receivers

Average Noise 
Reduction for all 

Benefited 
Receivers (dBA)

Cost
Average 
Cost/Site 
Benefited

Noise Barrier 
Recommended for 

Further Consideration 
and Community Input

Sunshine City 
(A-1)

Residential               
(Mobile Home Park) CD13 61 8.8

Ground Mounted 22 1,690

54 25 79 8.5 $1,782,780 $22,567 YesYes

Ground Mounted 22 43 0 43 7.4 $847,000 $19,6981,540 71 5.1CD4

Between Flamingo 
Road and Hiatus 
Road - North of     

I-595

CD10 39 7.6Ground Mounted 22 4,740 217+60 265+00 30 1 31 8.6 $2,607,000 $84,097

4.2

322+00 372+00 65 6.2

12497+00

CD4

Estimated Cost of 
Noise Barriers 

7.0 $2,750,000 $42,969 YesGround Mounted 22 5,000 6457 7

Between Pine Island 
Road and University 

Drive - South of I-
595

CD3 21 7.9 21 2 23 7.8 $511,500 $22,239 Yes

CD1 6 1 7 7.4 $385,000 $55,000 YesNo

Between SR 7 and I-
95 - North of I-595

Archstone 
Apartments     

(A-36)

Multi-Family Residential 
(Multi-Story Apartment 

Buildings)
CD4 28 3.2 10 33 43 6.9 $1,756,000 $40,837

Between Griffin 
Road and I-595 - 
West of Florida's 

Turnpike

Everglades 
Lakes (A-40)

Residential               
(Mobile Home Park) $31,446 Yes12 43 8.6 $1,352,160 Yes
















