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Findin gs

The information provided throughout this document forms the basis for the consultant to develop findings
about the next steps in the project. To reach this point, a process was used over the 16-month project to
facilitate broad-based public involvement. Through it, thousands of public comments on the project’s
reports have been received and almost 5,000 attendees have participated in six rounds of public meetings.
The community has been asked for their input on factors they believe are most important in examining
transportation improvements for the area. That input reflects that displacing people, absorbing farmland,
and impacting wetlands were of utmost concern. The evaluation of aternatives reflects the importance of
these issues.

Itisworthy to note two groups have organized asaresult of the |-73 Feasibility Study to stop the devel opment
of ahigh-typeroadway inthearea CAUSE (Citizens Against Urban Spraw! Expressway/www.stopi 73.com)
is mainly focused on Monroe County. SPRAWL (Society to Protect Rural Area, Wetland and Lakes/
www.i73.0rg) isopposed to any high-typefacility in Lenawee County. Both groups have stimulated hundreds
of communications and anumber of resolutionsto support their positions. It isalso noteworthy that several
public bodies declined when asked by SPRAWL to pass aresol ution opposing the high-type road associated
with the project. They favored waiting for the completion of this feasibility study.

Based on public input and other information devel oped through this project, the consultant believes three
routes to connect Jackson to Toledo by a high-type facility (i.e., rural freeway or boulevard) are preferred
from the many options examined. These areillustrated on Figure S-3. On the other hand, if none of these
facilities were built, traffic in the year 2020 on U.S. 127 from 1-94 to U.S. 12/U.S. 223; and on U.S. 223
from Rome Center to U.S. 23; and on M-50 from U.S. 127 to Napoleon would be enough to require four thru
lanes, with afifth lane for turning vehicles (Figure S-4). The impacts of widening these roads are expected
to be similar to Routes 1, 2 and 3 (shown on Figure S-1), in all areas except displacements, farmland
impacts and effects on wetlands. For farmland and wetland impacts, the absolute potential takings and
takings per mile are much more extensive for the build-new options. On the other hand, displacements
associated with improving existing roads are greater than those for Route 1 and are comparable on a per
mile basis among all options. And, it should be noted that if Route 1 were built, widening would still be
needed of M-50, from U.S. 127 to Napoleon, and U.S. 223, from Rome Road to U.S. 23. Almost all impacts
of improving existing facilities are associated with these two sections of road.
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So, three courses of action are clear to the consultant:
1 Do nothing.

2. Proceed with the environmental analysis limiting the scope to the do-nothing option plus widening
existing roads shown on Figure S-4.

3. Proceed with the environmental analysis to include the do-nothing option, widening existing roads
plus new high-type roads defined by Routes 1, 2 and 3 shown on Figure S-3.

By taking Step 3, all options are preserved while further details are developed. That iswhy the consultant
believes Step 3 should be taken. It is now up to MDOT, with public input provided at the last round of
meetings, to determine the course to be followed.
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Social Demands and/or Economic Developmenl

The population of the study area (Hillsdale, Jackson, L enawee, and Monroe counties) is expected to grow by
approximately 11 percent from the year 2000 to 2020. The resultant growth in jobs is projected to almost
doublethe growthin population (21%). And, thegrowthinvehicletravel (tripsper day) isforecast to exceed
by 300 percent the growth in population. These factorsindicate the need to study waysto improve highway
capacity intheregion.

Growth in the study areais perhaps best typified by the recent opening of the L& W plant on U.S. 223 just
east of Blissfield. This operation serves the Jeep plant in Toledo. It isimporting jobs. And, itislikely to
import new residents to the study areaaswell. It isthistype development that supports the population, job
and traffic forecasts cited above.

Community leaders, especially in Lenawee County, have made known their concerns to MDOT for years
that poor access limits development in the area. Accessibility isaprimary factor in the decision-making of
businesses seeking to expand or relocate. The presence of high quality accessibility is no guarantee that an
areawill grow, but poor accessibility isaconstraint to growth.

Safely and Roatlway Deliciencies

Safety isaways an important issue and has been an issue in this corridor. Public meetings were held in the
fall of 1999 to discuss safety conditions along U.S. 223 between U.S. 127 and Adrian, especially speeding
trucks. Both US 223 and M-50 have speed restrictionsthrough towns. Horizontal and vertical curve sections
alsolimit overall travel speed.

Spee(l Restrictions

From northwest to southeast atraveler beginning at U.S. 127 south of the 1-94 freeway section in Jackson,
would encounter thefollowing:

Eight no-passing zones on U.S. 127 between M-50 and U.S. 223.

Four speed zonesin that section of U.S. 127.

Twenty-four no-passing zones on U.S. 223 between U.S. 127 and the Adrian Bypass.
A no-passing zone on the Adrian Bypass/U.S. 223.

A speed zonein Pamyraon U.S. 223.

Six no-passing zones on U.S. 223 between Adrian and Blissfield.

Speed zoneson U.S. 223 through Blissfield.

Two no-passing zones on U.S. 223 between Blissfield and U.S. 23.

This means more than 40 no-passing zones are present between Jackson and U.S. 23 besides speed zonesin
DevilsLake, Adrian, Palmyraand Blissfield.
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Accident Hislory

The accident rates on U.S. 127, U.S. 223, and M-50 (expressed as the number of accidents per 100 million
vehicle miles of travel) can be compared to county and statewide averages for two-lane rural roads (that are
part of Michigan trunk line system) to understand therel ative safety of the existingroads (Table S-1). Ascan
be seen, key sections of U.S. 127 (between U.S. 223 and U.S. 12), U.S. 223 (between M-34 and M-52) and
M-50 (from M-52 to U.S. 127) have accident histories above the average of the MDOT District and the state
asawhole. And, inthe context of anew high-typeroad, i.e., rural freeway or boulevard, the data on Table
S-2 show that rural freeways in Michigan have the lowest crash rates, and divided “non-freeways’ (like
boulevards) are second lowest. Rural two-lane facilities have an accident history close to the MDOT's
Didtrict Average and five-lane roads (non-boulevard) have the highest accident exposure. To the extent that
crash patterns are evident on the above-mentioned roads, MDOT continues to monitor these conditions and
make improvements such asturn-lane additions, minor widenings, flareouts at intersections, and thelike. In
no case do the data of Table S-1 or Table S-2 indicate an unsafe roadway system.

Table S-1
Accident Rates in Study Area
(Number of Accidents per 100 million Vehicle Miles Traveled)

Location 1994 1995 1996 1997 1998 5-Year Avg.
Hillsdale Co. 488 458 452 448 NA 462
Jackson Co. 310 318 321 296 NA 311
Lenawee Co. 447 4472 402 391 NA 420
Monroe Co. 183 196 192 182 NA 188
MDOT Dist. Avg. 332 367 330 278 NA 319
Statewide Average 307 330 323 307 NA 317
us 127

-M-50to US 12 230 254 310 260 184 248
-US 12 to US 223 544 311 233 311 272 334
-US 223 to M-34 220 267 212 215 170 217
- M-34 to State line 169 202 142 182 135 166
US 223

-US 127 to M-34 232 272 248 190 124 213
- M-34 to M-52 464 624 384 544 384 480
- M-52 to US 23 164 158 180 157 126 157
M-50

-US 127 t0 US 12 388 347 364 380 295 355
-US 12 TO M-52 407 330 414 465 397 403

Note that the vehicle mile of travel basis was 1998 for all years presented.

Source: MDOT

Table S-2
Michigan Crash Rates by Roadway Class

Roadway Type Crashes Per 100 Million Miles
Rural Freeways 134
Rural Divided Non-Freeways 272
Rural Two-lane 311
Five-Lane Roadways 717*

Source: Transportation Research Board, Paper Number 97, 1997
* Five-Lane Roadway data is from Traffic and Safety Division of MDOT
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Public Involvement

The public was invited to participate in this process. At the writing of this report, thousands of comments
have been received. And almost 5,000 attendees have participated in the six rounds of public meetings.
Throughout the study, the community has been asked for their input on factors that are most important in
examining transportation improvements for the area. That input reflects that displacing people, absorbing
farmland, and impacting wetlands were of utmost concern. These data were used in the evaluation of
aternatives.

Itisalso important to note that public input received includes resolutions from anumber of groups:

Bedford Township Board

Erie Township Board

La Salle Township Board

Whiteford Township Board

Monroe County Board of Commissioners
Grand River Environmental Action Team
Northwest (Jackson) School District
Citizens(14) from Jackson, Michigan
Michigan Audubon Society

Rome Grange Executive Committee

M adison Township Board

Riga Township Board

Thefirst four groupslargely focustheir interest on County Road 151 in Monroe County. They are opposed
toit asahigh-type roadway facility. Onthe other hand, the Monroe County Board of Commissioners, while
citing the same link, resolved that it opposes designation “... in the 1-73 Study of any path through or across
any portion of the County of Monroe for the construction of a new interstate highway.” The next three
groups mostly concentrate on connections of U.S. 127 South to U.S. 127 North using property that isin a
mostly natural state with much of it owned by the Michigan Department of Corrections. They are opposed
to this connection and stress using 1-94/U.S. 127 instead. The Michigan Audubon Society calls for the
improvement and maintenance of existing surface transportation corridors and opposes new highways that
will jeopardize and destroy wetlands and open land areas crucial to the sustainability of southern Michigan’s
wildlife and resources. Finally, the Rome Grange is against the use of the M-34/Beecher Road corridor
because of the absorption of farmland expected with the proposed project.

It isworthy to note two groups organized to stop the development of a high-type roadway in the study area.
CAUSE (Citizens Against Urban Sprawl Expressway/www.stopi73.com) is mainly focused on Segment
A3ain Monroe County. SPRAWL (Society to Protect Rural Area, Wetland and Lakes/www.i73.0rQ) is
opposed to any high-typefacility in Lenawee County. Both groups have stimulated hundreds of communications
to support their position.
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Finally, itisnoted that public bodieslike the Hudson City Council, Tecumseh City Council, and the Lenawee
County Board of Commissioners declined when asked by SPRAWL to pass a resol ution opposing the high-
type road associated with the project. These bodies favored waiting for the completion of this feasibility

study.

F'ln(lings
Theinformation in thisreport |eads the consultant to believe there are three basi ¢ routes by which to connect
Jackson to Toledo by a high-type facility (i.e., rural freeway or boulevard) (Figure S-3):

Routel: SegmentsAl6, B12, B16, B19a, B19b, C1, C2, C3 or C3a.

Route2:  SegmentsA2a, A9, A10b, All, Alla B8, B9, B10a, B10b, B11, B12, B16, B19a, B19b, C1, C2,
C3or C3a

Route3: SegmentsA2a, A9, A10b, B223, B10b, B11, B12, B16, B19a, B19b, C1, C2, C3 or C3a.

If nothing were donein the study area, trafficintheyear 2020 on U.S. 127 from 1-94to U.S. 12/U.S. 223 and
on U.S. 223 from Rome Center to U.S. 23 and on M-50 from U.S. 127 to Napoleon is enough to require four
thru lanes, with afifth lane for turning vehicles (Figure S-4). And the impacts of widening these roads are
similar to Routes 1, 2 and 3in all areas except displacements, farmland impacts and effects on wetlands. For
farmland and wetland impacts, the absol ute potential takings (i.e., numbers of acres) and takings per mileare
much more extensivefor the build-new options. On the other hand, displacements associated with improving
existing roads are greater than those for Route 1 (136 displacements versus 117) and are comparable on a
per mile basisamong all options. And, it should be noted that if Route 1 were built, widening would still be
needed of M-50, from U.S. 127 to Napoleon, and U.S. 223, from Rome Road to U.S. 23. Almost all impacts
of improving existing facilities are associated with these two sections of road.

So, these data lead the consultant to conclude there is a need to improve the roads in the study area. And,
while the three routes considered for anew high-type facility, prior to refinements, are more extensive than
widening major roads, they are considered by the consultant to be manageable. Further, whilethe economic
consequences of any improvement are yet to be determined, the option to improve 41 miles of existing roads
like U.S. 127, M-50 and U.S. 223 will be associated with traffic impacts during construction that will be
worse than building the new routes. Such construction will be much more extensive in time (severa
construction seasons versus one) and scope (dozens of miles versus a few) than the current disruption
associated with widening U.S. 223 from Palmyrato Blissfield. Businessesare particularly susceptibletothe
disruptive effect of roadway construction.

Therefore, three courses of action are availableto MDOT:
1. Donathing.

2. Proceed with the environmental analysislimiting the scope to the do-nothing option and widening existing
roads shown on Figure S-4.
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3. Proceed with the environmental analysisto include the do-nothing option, widening existing roads plus
new high-type roads defined by Routes 1, 2 and 3 shown on Figure S-3.

The consultant believes Step 3 should be taken. By doing so, the options of doing nothing or only widening
existing roads will be preserved. It isnow up to MDOT, with public input provided at the last round of
meetings of thisfeasibility study, to determinethe courseto be followed.
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