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Chapter 1. Project History and Background

1.0 Introduction

Planned in the 1940s and built during the 19%0t/dri60s, the Cleveland Innerbelt was desigmeastraffic around
the south side of downtown. (See Figure k4 gldbwtended to complement two existing tradinaythe 1930s
and 1940s — Memorial Shoreway (SR 2) and tireadillay(I-77). The Memorial Shoreway extemtedalong
Cleveland’s lakefront north of the Central Hisinies$CBD) between Edgewater Park and &krddre RVillow
Freeway stretched along the eastside to tHadgjyesidence in southern Cuyahoga Countyrglewasedesigned
to connect to Memorial Shoreway near'E3tse80) join with the Willow Freeway on tlsedsanftdowntown, and also
link to a future freeway across the CuyahoyalRiyéo provide access to Cleveland HopkitsolmaeAirport and
points south.

Construction of the 3.24-mile Innerbelt begamibddd 954 with groundbreaking for a newegibighldevel bridge
south of the Lorain-Carnegie Bridge, whichhgdbtesmavigate the Cuyahoga River withoptidmeAtuthe time of
construction, this 5,079-foot long bridge, kttev@eadral Viaduct, was the widest in thieGhébe lb began carrying
traffic in August 1959. The second sectionnariiedt] a new depressed roadway passing heteafrant railroad
tracks, opened in December 1959 between Mameniay aimd Chester Avenue. The center porgotingdhe
Central Viaduct with the highway extension $foonevay opened in December 1961, althougbfttie=|88 access
ramps for the Innerbelt was not availablettafGarantil August 1962.

The Innerbelt has been in use for approxinyaatg, 30hich exceeds its design life. Markedsrinrgaffic volumes
came with the addition of new highway sectimavs deklopment in downtown Cleveland andridisgirro
neighborhoods. In 1959, 20,000 drivers a dag Geedral Viaduct. This volume more than deihiiDtvehicles a
day in 1963 after the Innerbelt was completed thet@entral Viaduct and SR 2.

The first section of I-90 opened on the wdstkdeland from the Central Viaduct to Wesedtlist 8975, causing
usage of the Innerbelt to increase to 119,368 pehiay. By 1990, more than 146,600 vetdalsggyehe Central
Viaduct daily to cross the Cuyahoga Rivem\ViY, 490 opened between the I-71/I-90geeyntthe west side of
the river and I-77 on the east through the fiegghdoirhood, diverting a portion of traffie firomerbelt. However, the
Central Viaduct continued to carry 134,700da&hidle4991. A 2007 traffic survey fou@,0@Q Lehicles per day
continue to use the Innerbelt.

Reconstruction of the Innerbelt was consideegdhiy Department of Transportation (ODQateid #98s. A major
planning effort, named the Cleveland Innenpéih&suidy) was launched by ODOT, its coesniiaand the greater
Cleveland community in 2000.

1.1 Project Location and Study Area

The Cleveland Innerbelt is a high capacityadiceissdnterstate highway extending from CGiebedammht
neighborhood on the West Side of the Cuyahpger&$gdhe Cuyahoga Valley, around the sadtkastean edges
of downtown to the City’s lakefront distrike atalRafront Airport. The Innerbelt includes pbH¥1 and 1-90, and
connects to I-77, 1-490, SR 2, and SR 176.
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The Innerbelt Freeway provides access to agdhmmlmjh the City of Cleveland. DowntowndCieypedads on the
Innerbelt Freeway'’s ability to collect andedisafiiizibetween the radial freeway systém-dbR9I-71, SR 176, and I-
77 and the local street system. During the peatapeyiod, the Innerbelt Freeway functibesttivattic from the
system of radial freeways and distributeithed thefflocal street system. During the peekipgriod, the Innerbelt
Freeway functions to collect traffic from thiedetaystem and distribute that trafficysighedf radial freeways. The
Innerbelt Freeway also moves traffic betweénhesadda@l freeways, thus allowing throegb traffass the local
street system.

The Innerbelt is an important segment of tiig thkdgaated interstate highway system tirassesshe United
States to provide efficient movement of igdastsiand to link major metropolitan centénnerfiadt is designated as
Interstate 90 (I-90) and serves as the nommecustEr two others, Interstate 71 (I-71)ratatdrii@ (I-77).

1.1.1 Study Area Description

There are two main geographic areas that ateteeflieroughout this document: the Innerbeltanerbelt Study
Area. The Innerbelt refers to the highwayaanplsitspecifically, while the Innerbelt Studgléddea additional
freeways and the surface street network thettydinked to the Innerbelt. Both geogegshar@explained below
as shown in Figure 1-2.

The Innerbelt Corriddrhe Innerbelt Corridor refers to the Imeenlait facilities, as well as the freeway ared surfa
street network that feeds the Innerbelt, shayuneoir-Z. That includes I-77 down to the Masmasdinterchange and
all of the local streets directly adjacennteetbelt. The Innerbelt Corridor also incl@lesdtand central business
district (CBD) and numerous City of Cleveldmalinemgh and Community Development Corpor&ishs (CD

The Innerbelt Freewdhe Innerbelt Freeway refers to the actualdanteadivay that is the central focus of the study,
shown on Figure 1-2. The Innerbelt beginsrat Wkt 255treet and proceeds north along I-71 past énhevitterg
State Route 176 (Jennings Freeway) to the/F¥a0li8@rchange. From this interchangerbed jomeeeds north
along 1-90, over the Central Viaduct Bridgeamibithe traffic over the Cuyahoga RivaheReentral Viaduct, the
Innerbelt (1-90) continues north along theeslggeyhdowntown Cleveland in a depressedfdestioay (Innerbelt
Trench), through the Innerbelt Curve to whegesiivitle State Route 2 (The Shoreway). Abthbeshtherbelt, 1-90
continues to the east through Cleveland arakerCtounty. The Innerbelt includes all ofxthy fe@ep connections
with the local street system as well as otatestand state routes.

Innerbelt Corridor Sectioénce the project’s inception, the Innerioklt Bas been divided into sections to figlitate
development and evaluation of alternativesedtesg, illustrated on Figure 1-3, consighoplsysical,
topographical, and operational performanceristiasaated issues that differ from the neigireasndrhe
geographical sections of the Innerbelt fromguarth are: Innerbelt Curve, Innerbelt TretrahV@elict and Central
Interchange, and Southern Innerbelt. In adttittbe,inclusion of I-77 from the Centrarggetolsouth of the 1-77/1-
490 interchange, this geographical section ik Tiarmeckss.
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— The Innerbelt Curve is the Project’s northeectioos near the Burke Lakefront Airporeand Lak
Erie. The Innerbelt Curve section consisty diradtibnal system interchange between $B®ar@outh of the I-
90/SR 2 interchange is the Lakeside Avenuagaevdinere access is available from eastboamdl ts9@estbound I-
90. Then, south of the Lakeside Avenue intesdi@ngeperior Avenue interchange. This megprobades full

access to Superior Avenue (via EeStréét for westbound 1-90) and to the CBDhfieastbotind and westbound 1-90.

— The Innerbelt Trench section lies betwererb®dt IGurve section and the Central Viaduct and
Central Interchange section. The Innerbekdctocitonsists of 1-90 from approximatelydSaset2through the
Carnegie Curve, and to Superior Avenue. ©hisfsk®0 is trenched: the freeway is deprddsediared by walls or
slopes on both sides with the adjacent streatscamtling neighborhoods on an elevation dese/dye

The Innerbelt Trench distributes interstate tredfi€BD and neighboring businesses amhssititatigh the city’s
east-west street grid. This is accomplishddghireiag interchanges at Carnegie, Prospest, &fkeSuperior
Avenues. The interchanges at Chester and Stgrares are complete interchanges (fully djrettienaterchange
at Prospect Avenue is missing one ramp, an eg&stisound [-90. This ramp is located at Gaeragie one
crossroad south of Prospect Avenue. Togethmpshet Prospect and Carnegie Avenues prdivjdemgiete
interchange with 1-90.

— In previous documents, the Central Interoda@eeteal Viaduct Bridge
were separated into individual sections te theldavelopment and evaluation of alterAstisdésinatives progressed
for the Bridge, a northern and southern altwasasigkected which required corresponding arwitheuthern Central
Interchange alternatives. Therefore, they arecctonkhis document, due to their interttuiresdrria one section.

The Central Viaduct and Central Interchangésdectted south of the Innerbelt Trench sexticof, the Southern
Innerbelt section, and west of the 1-77 Acdéess Bdotludes the Central Interchange ast¢ieded ramps on a
triangular-shaped area of land bounded on hessbytBroadway Avenue/Orange Avenue and tya Riyah
Valley, on the east by EastSt&et, and on the north by Carnegie Aversextidineontinues along [1-90 south of
Broadway Avenue, across the Central ViadudbBuistgegrth of the 1-71/1-90/1-490 interchange.

Three distinct transportation functions oactinev@leintral Interchange: (1) interstatetetenteysements between I-
90 and I-77 (fully directional system interqRaige)state to/from local roadway movenbertitsi{80 and I-77
(service interchanges), and (3) local-to-lacay roadements (city street grid). The urbems@mditthe Cuyahoga
River Valley are constraining factors regasioad gibgce. Several ramps serve more thaneomentmawluding
ramps sharing interstate-to-interstate andéssahamements.

The Central Viaduct Bridge is a primary riugg,arassng Interstate traffic from the sougn@-wést (1-90) across the
Cuyahoga River to the downtown distributioofaysté@entral Interchange and further eabstriertiadt Trench.

There are four other river crossings avail&@fRe2thain Avenue Bridge, the U.S. 6/20 Vete@ied Metroit

Superior Bridge, the SR 10 Lorain Carnegie Huoyed Bléthge, and the 1-490 bridge. Of thels¢90rdgrves
interstate traffic.

— The Southern Innerbelt section is soutreatrtldi@erchange and Central Viaduct section. It
consists of I-71 from just north of the FulttWdlba8Street to just north of the |-71/1-90/I-49@ungercHeading
northbound, I-71 climbs from being trenchedk{atenm below adjacent street and surrougbbayimsdds) through
the C-D Roadways section (west of the Fultomigt.change) to being elevated on fill ancesmbeoive the adjacent
streets and surrounding neighborhoods). AH8@/1-290 interchange, the Innerbelt costird@®sa fill and
structure until the Central Viaduct Bridge Jéwti@outhern Innerbelt section consolidiatésiradffor the City of
Cleveland’s CBD from I-71 and the Jennings (SRelW#&y through a partial interchange. Agdjiatial access is

Figure 1-3: Innerbelt Corridor Sections



provided at West'Btreet, complementing the partial access tih theVWlest 1 46treet/Abbey Avenue in the Central
Viaduct section. The Southern Innerbelt secpomcakses traffic between 1-71, 1-90, atiudutfiOa single system
interchange providing for all movements, exeegibfarmd 1-490 to eastbound 1-90 and we$fBdarehstbound I-
490. This movement is not currently providddcaititn, but is provided via I-77.

— The I-77 Access section is east of the i@erthalrige. This section consists of |-77 foimapgy
the Pershing Avenue partial interchange to 22 iaasp at the Central Interchange. For thef lgniggeotion, the
freeway is elevated on fill and structure alzaljacdret streets and surrounding neighborbdbdsioiith are
institutions such as Cuyahoga Community ColfauymerétCharity Hospital, the Boy Scoutsaaf, Ametthe Visiting
Nurses Association. To the east is the Magagal@dhe south are a large regional U.Sfic@an@f state
correctional facility.

The I-77 Access section consists of a fulypdirsetvice interchange at Woodland Avenué/@nane/East 80
Street. The functionality of this sectiotvitniedewith the Central Interchange. |-77 éetigsrdiv and receives traffic
from the Central Interchange, which servetehttensterstate movements, interstate to/fretreketogrid movements,
and local-to-local movements across the cifyidtreet

1.2 ODOT’s Project Development Process (PDP)

The Ohio Department of Transportation devetofmd Bé¥elopment Process (PDP), released lireNe@@sn The
PDP is a transportation decision-making apptbagirdgression of a project from plannirfigdbnstrgiction, which
serves to ensure compliance with the NatiamahEntat Policy Act (NEPA). (See Figure DEDGMBroject

Development Process HandbobRe purpose of this section is to expl@iD®@dis PDP was applied to the Cleveland

Innerbelt Project.

The Cleveland Innerbelt Study began in Au@@starfd2@o the adoption of the current PDRerHbutdized ODOT'’s
Planning Study Process which is very similiirstddbie steps of the PDP. This constitpladriirey phase for the
project and resulted in a Strategic Plan atliraroof Step 4 in the summer of 2004. Steprmpleted with the
approval of the Conceptual Alternatives Stgdgti2@Qa6, which was released for public reciemvraedt. During the
progression of Step 6 in 2006, ODOT and FHW Adieigeoduce an Assessment of Feasiblevédielomaiment,
but to instead begin preparation of the Daitriemtal Impact Statement.

In accordance with 40 CFR Section 1501.7, dreB&pte2001 the FHWA issued a Notice of6riénh119848, Sep.
27, 2001), for the Cleveland Innerbelt actowalicthe planning phase of project develogicedirig that an
Environmental Assessment or EIS would be Sigpar2d01 project development and public invabtesities have
been ongoing. To effectively and efficientyy theadgyveland Innerbelt Project the FHW &rationayth the ODOT,
decided to prepare an EIS for the proposedArajpdated Notice of Intent to prepare anitilislzed in the Federal
Register on September 7, 2006.

When considering the application of the PReeiaad Innerbelt Project, several pointedaaingpremember:

! The PDP describes a framework for decisionnheakerttpe decisions
become more specific as greater levels oedetailarle. Broad ranges of options are gradwoaliyd down to the
eventual preferred alternative over the coevseabSseps. However, no one process cantfipev@rproject exactly.
For example, the type of information used tmjeekdgrisions is different for an upgradeisfiag interstate in the
city than for a new rural freeway. The PDRi¢slgpeavisioned as flexible, allowinypasadiftmajor projects. It was
designed with the intent that the project teamzeaghe process to the project type anduseitiipe tasks listed in
the PDP as a guideline for the type of infarsedtionmake each subsequent decision.

" H# $ . Itis critical to understand that the stepspadaudly sequential.
Beginning subsequent steps while certain tagkstep are still in progress is permissibtker to expedite project
completion, ODOT typically allows a task thvéegnough information is available in thes@prenanticipate that
the task is needed. Tasks are begun on likelyvakieo keep the project moving ahead wmintiaon of the
current step is prepared, reviewed, and adéptedocumentation and public involvemeavézdkbat consideration
for additional options are necessary, thosevasesinraadded to the step in progress. Ih tenstadies in the
current step are not finalized until the docomefitiaé preceding step is available. lroadkethg documentation for
Step 5 was completed before Step 6 studfessiepmot before they began.

% & & ' . While the PDP is a useful tool, the ultimats@aoad iproject decision
making. ODOT is charged with making decisaohsetl@the Department’s mission of imprayirrmdatebility
while preserving economic vitality, effectigeigousayer dollars, and protecting and ertharsgngnunity and
natural environment. Major transportationgnegdiemely complex, with numerous locdbistakelozens of
subject matter experts, several state and fghmiabaand a large project team. Intellij@rientiened individuals
can review the same information and come telgafiffdetnt conclusions. ODOT collects thieas apd considers
them along with the technical results.

For this project, ODOT announced at differéhetatas agency’s likely preferred alterrsativagzm preliminary
results available at the time. ODOT'’s pratamatival does not become the official pratamatival for the project
until after it is accepted by FHWA. FHWA andQaitTeads for the project, intend to Deaftivironmental
Impact Statement to identify the Preferredwligen&@ection 6002. The identification efradPAdfernative will be
based on the balance of engineering, envirofiseaht8lection 4(f) and community issuesal Bedefition of an
alternative will not be made until the altélingpizets, comments on the DEIS, and publicbeemiegts have been
fully evaluated. Following considerationaf thpuDraft and Final Environmental Impach&atieeneHWA intends
to issue a Record of Decision (ROD) in 2009.

" " . Despite the title, a “Concurrence Point” ésspmaiiic
moment in time nor is agreement necessarilyg achoeneall parties involved. The process e prgiect team to
use technical studies and public input to ded¢ham aarrow down a range of alternativeisién. cEash
concurrence point represents a major deciswingpeiimtput is sought. For some projectsnghspiscific point when
one meeting is held or one document is revigwediplex projects, the input process mayftake ofienultiple
meetings over many months during the courserf tide key is that public input is obtaicedsihered prior to
making the decision required at that concuirgéndeopthis document, the decision madeatuthteoa of Feasible
Alternatives and the selection of the Prefematividt For more detailed discussion ofebe foradeveloping
alternatives, please refer to Chapter 3.

* +,,- # # [## " I$ * 0
1 *# % 2 // 1%3! Section 6002 prescribes changes to existirgnBHAVA procedures for
implementing the National Environmental Palig9@{NEPA), as amended, and for implereanatijudgtions of the
Council on Environmental Quality (CEQ). Treeseaneatte result of efforts to make the envalaview process
more efficient and timely, and to protect ent@cammlecommunity resources. This shouldeesettiiad approvals of
urgently needed transportation improvementgtmssidentified by USDOT's congestion iSigietive.6002 of
SAFETEA-LU describes the roles of the projectsubiine lead, participating, and cooperaiingsagets new
requirements for coordinating and schedulingesigmsybroadens the authority for StateBedearaefunds to
ensure timely environmental reviews; and spafiess for resolving interagency disagreements.



CUY-90-Innerbelt

ODOT PID No 77510

The following are essential aspects of the SABEREKRenmental review process:
FHWA has received project initiation letteatieqmidtto start of NEPA.
Copy of Project Initiation Letter has beempddiceidliproject file.

Participating agencies and cooperating ageedieghadentified. Notification letters opaBagieind
Cooperating agency status have been senti¢d idgati€ies and placed in official project file.

Lead/Joint lead agency status has been detemniuedimented.
Coordination plan has been developed withicansiuttatticipating agencies and placed liproffciafile.

Schedule for the environmental review proceselopsd provided to participating agencits;ehahp
official project file.

Opportunity for involvement of participatirgsagehtie public on purpose and need has acdwietdils of
involvement documented in official project file.

Opportunity for involvement of participatiresaagehttie public for range of alternativesihasl @w details
of involvement documented in official project file.

Appropriate methodology to be used and leaitlrefidiged in analysis has been determidalddration with
participating agencies and documented inrojéictdilp.

For coordination with agencies under this pteasssefer to Chapter 5.



Figure 1-4: ODOT Project Development ProcesgdoiPxigects (typical — not project specific)

n the environmental document is prepared fopeojaaje- whether it is a Categorical Exelusidn &n At times,




