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4 | Environmental Considerations 
Federal law and regulations require the Metropolitan Transportation Plan (MTP) to consider environmental impacts on 
natural and human made environments, health and welfare.  This aligns with Federal Highway Administration (FHWA) 
requirements that, before an individual project can move forward to construction, it must be reviewed for compliance 
with the National Environmental Policy Act (NEPA) and other laws covering social, economic, and environmental concerns.  

4.1 | Environmental Screening
Environmental review has been identified as a source 
of delays and frustration in transportation planning and 
implementation to move projects forward. The FAST Act, 
passed in December 2015, codifies ongoing efforts to 
streamline the environmental review process. This includes 
allowing use of actions and reviews conducted at the 
planning stage to satisfy requirements at the environmental 
review stage.  FAST also limits the need to consider project 
alternatives during environmental review, if those alternatives 
have previously been considered during the planning process.  
Waiving or expediting regulatory requirements of NEPA and 
other federal regulations for repair or construction of a bridge, 
road, highway, railway, or transit facility damaged by an 
emergency are also allowed under FAST.   

MAP-21 (2012) created a performance-based surface 
transportation program to accelerate project delivery through increased use of Categorical Exclusions (CEs), programmatic 
approaches, and planning and environmental linkages. The Department of Transportation submitted its progress report to 
Congress, titled Modernization of the Environmental Review Process, in December 2016. 

FAST continues the streamlining process, with provisions to expedite environmental review and thus accelerate project 
delivery, by developing and using technology, such as searchable data bases and GIS mapping tools and integrating fiscal 
management systems. The joint Council of Environmental Quality (CEQ) and Office of Management and Budget (OMB) 
publication Guidance Establishing Metrics for Permitting and Environmental Review of Infrastructure Projects, issued in 
September 2015, requires posting projects on an online permitting and review dashboard developed with significant DOT 
engagement. Intended to increase transparency and accessibility, the dashboard will also provide consistent data for 
analysis to assess progress of reforms and identify external drivers and trends. As the dashboard matures, it is expected 
to provide a vehicle for sharing data across agencies with roles in transportation.    The DOT Red Book, reissued in 2015, 
guides coordination with regulatory reviews and permits by other agencies, such as the U.S Army Corps of Engineers 
(USACOE) and the U.S Coast Guard (USCG).

An array of best-practice streamlining innovations have emerged from several rounds of hands-on “Every Day Counts” 
(EDC) initiatives implemented by DOT in partnership with the American Association of State Highway and Transportation 
Officials (AASHTO).  The EDC model identifies and rapidly deploys proven but previously underutilized innovations to 
expedite project delivery and address challenges with limited budgets.  Innovations include tiered NEPA review, with 
Tier 1 addressing broad corridor-level issues and impacts and Tier 2 emphasizing more detailed site-specific analysis 
and action, including Environmental Impact Statements (EIS), Environmental Assessments (EA) or Categorical Exclusions 
(CE), depending on the degree of impact.  User-friendly, standardized, and automated project tracking models can help 
advance “Implementing Quality Environmental Documentation” (IQED) initiatives focused on telling the story, keeping the 
document brief, and ensuring legal sufficiency. 

Direct Effects are caused by the action and occur at 
same time and place.

Indirect effects are caused by the action and occur 
later in time or further removed by distance, but are still 
reasonably foreseeable.  In addition to direct impacts, 
these may include growth inducing effects and other 
effects related to induced changes in patterns of land 
use, population, density or growth rate and related 
effects on air and water and other natural systems, 
including ecosystems.

Cumulative effects are incremental impacts of 
the action when added to other past, present, and 
reasonably foreseeable future actions.
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FAST changes rulemaking to include new authorities and provide resources and guidance for use of planning information 
in NEPA environmental review. Planning and Environmental Linkages (PEL), a collaborative and integrated approach to 
transportation decision-making, considers environmental, community, and economic goals early in the planning process.  
In addition, FAST further expands CEs for many additional actions.  FAST also codifies the practice, first authorized under 
MAP-21, of allowing combined Final Environmental Impact Statement (FEIS)/Record of Decision (ROD) to the maximum 
extent practicable and often as standard operating procedure. 

FAST continues the Strategic Highway Research Program Solutions (SHRP 2), which offers a collection of products to 
address the most pressing problems facing the national highway system.

• PlanWorks:  A web resource that supports collaborative decision making in transportation planning and project 
development and uses key decision points to suggest when and how to engage cross-disciplinary partners and 
stakeholder groups to help build consensus;

• Implementing Eco-Logical (C06):   A systematic, step-wise, method for addressing natural resource identification, 
avoidance, minimization, and mitigation into early project planning and development, that can lead to recurring best-
practice programmatic approaches at the project level;

• Landscape-Scale Mitigation:  Expanding innovative mitigation approaches to help facilitate mitigation planning, 
provide consistent and transparent standards for applying the strategies, and advance mitigation and use of in-lieu fee 
programs and mitigation banks;

• Liaison Agreements:  Resource or regulatory agency personnel funded by FHWA or State DOTs help facilitate 
environmental and permitting review.  FAST provided additional authority to expand the liaison program (49 USC, 
Section 307);

• Environmental Staffing and Training:  For transit programs, with services provided at FTA regional offices; 
• Standard Operating Procedures:  Again for transit programs, based in FTA SOP guidance issued in 2012 to improve 

consistency among regional offices by outlining staff roles and responsibilities in managing environmental review.  
SOPs were revised in 2014 to reflect MAP-21 changes and recently revised to reflect FAST changes.  There are now 20 
SOPs, available on the FTA public website.

4.2 | Regional Context
The environmental chapter of the MOVE 2042 document focused primarily on Environmental Mitigation Analysis, in line 
with NEPA requirements.  These include possible impacts on wetlands; threatened and endangered species; national 
register of historic places; section 4(f) properties; environmental justice; navigable waterways; air quality conformity; and 
community impacts. 
FAST Act and the previous MAP-21 Act both called for a more proactive approach to incorporating environmental 
considerations into regional transportation planning.

Climate, Topography, Soils, and Vegetation
Baton Rouge and the other CRPC-MPO parishes are located on both banks of the Mississippi River in southeastern 
Louisiana.  The CRPC-MPO area has a humid, subtropical, climate, with moderate to heavy rainfall.  Yearly average 
temperature is 67.5 degrees Fahrenheit (19.7 degrees C).  Average temperature for January is 51.21 degrees Fahrenheit 
and for August is 80.54 degrees F. The area is subject to possible damaging winds and tornadoes throughout the year.  
Proximity to the Gulf of Mexico makes the study area prone to hurricanes.  Annual precipitation averages 55.55 inches 
(1,411 mm) of rain.  Baton Rouge, the primary city, is fifth on the list of the country’s wettest cities.  

Soils in the CRPC-MPO are as described in the LSU Ag Center Update of the Field Guide to Louisiana Soil Classification.  
David C. Weindorf.  LSU AgCenter. The region has a combination of soils, including alluvium, terraces (Pleistocene), 
Citronelle and Willis Formations (Pleistocene) and Southern Mississippi River Valley Loess.  
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Land Cover
Land cover throughout the study area includes cropland and grassland, forested areas, urban development (public 
and private), water (public and private) and other (public and private). A portion of the CRPC-MPO is within the Amite 
Watershed as defined by the U.S. Geological Survey’s 8 digit Hydraulic Unit Code (HUC-8) 08070202. A comparison of land 
cover between 2001 and 2011 in the Amite Watershed found that, over 10 years, developed land increased by 7.7% (15.98 
square miles). According to FEMA’s Louisiana Watershed Resiliency Study the increase in developed landcover corresponds 
with an increase in impervious surface area (surfaces that block rainfall from infiltrating the ground and naturally draining). 
This can increase surface water runoff which can carry a wider variety and greater amounts of pollutants into streams and 
lakes. Additionally, storm water runoff carried via drainage systems can exacerbate flooding reaching waterbodies faster 
than the natural drainage rate. More information about the Amite Basin study can be found at: (https://fema.maps.arcgis.
com/apps/MapAndAppGallery/index.html?appid=95f5b656eaff4a83a66ff5d9d99f980f )and (https://data.femadata.com/
Region6/mitigation/riskmap/lawrs/reports/)

Table 4-1: Regional Land Cover

      

Land Cover Class Acreage (Sq mi) % of Land Cover
Barren 8.19 0.59
Developed, Intensity 197.53 14.28
Forest 94.95 6.86
Herbaceous 24.8 1.79
Developed, Open Space 124.7 9.01
Planted/Cultivated  296.24 21.41
Shrubland 128.4 9.28
Water 59.27 4.28
Wetlands 449.58 32.49
Grand Total 1383.66 100.00
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Figure 4-1: Regional Land Cover
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Historical and Urban Development
Baton Rouge owes its historical importance to its strategic location on the Istrouma Bluff, the first natural bluff upriver 
from the Mississippi River Delta.  A levee system stretches from the bluff southward to protect the riverfront and low-lying 
agricultural areas.  With annual rainfall totals higher than those in much of the rest of the country, the CRPC-MPO area is 
subject to periodic high-water events and localized flooding.  Extreme localized flooding events had significant impacts on 
the CRPC-MPO region during the spring and summer of 2016.
The area is culturally diverse, with the population representing primarily European and African origins.  The area has, 
during its history, been ruled by seven different nations:  France, Britain, Spain in the colonial era and West Floridian, the 
United States, the Confederacy, and the United States again.

4.3 | Air Quality and Climate Change
Air Quality and Transportation
Air Quality planning for transportation projects/activities requires conformity with the Clean Air Act (CAA) and subsequent 
amendments. Ozone, rather than a direct release, is formed by the combination of nitrogen oxide (NOx) and volatile 
organic compounds (VOCs) in the presence of sunlight.  The Baton Rouge MSA, with abundant summer sunlight, 
significant congestion, and resulting high levels of NOx releases, has previously been a designated nonattainment area 
for ground-level ozone.  The MSA is currently in maintenance status for ground-level ozone. Community stakeholders 
have come together in the regional Clean Air Coalition to address this issue. The group has a long history of effectively 
coordinating public and private sector efforts to achieve and subsequently maintain compliance.

Air Quality attainment or non-attainment is determined by reference to national ambient air quality standards (NAAQS) 
set by the Environmental Protection Agency.  Regional compliance efforts align with the LDEQ’s State Implementation 
Plan (SIP) for air quality compliance.  The SIP provides emissions inventories and motor vehicle emissions budgets and 
identifies control strategies and potential sanctions if standards are not achieved.  Transportation conformity process is 
overseen by EPA, US DOT, FHWA and FTA, in conjunction with Louisiana DEQ.  The conformity analysis document can be 
found with the MOVE 2042 appendices on CRPC website at (http://crpcla.org/move2042/).

As an ozone maintenance area, the CRPC-MPO study area is eligible for Congestion Mitigation and Air Quality 
Improvement (CMAQ) funding.  These funds can be used for projects and programs that help reduce ozone precursor 
emissions.  Possible projects may include transit improvements, high-occupancy vehicle (HOV) lanes, traffic flow 
improvements, demand management strategies, pedestrian and bicycle programs, intelligent management programs, 
and shared ride services.  CMAQ funds can also be used for projects and programs to address mobile source air toxics 
(MSATS) that relate to road proximity, concentrations and health effects.

Recognizing the constraints to economic development in the Baton Rouge area due to a dearth of available offsets for new 
projects, stakeholders of the Baton Rouge Clean Air Coalition (BRCAC) (including the Capital Region Planning Commission 
(CRPC), the Baton Rouge Area Chamber (BRAC), and LDEQ) formulated a strategy designed to generate more emission 
reduction credits (ERCs) that would be available at lower costs.  The rule, AQ365S, became final in May of 2017. 

An ERC information resource center and website have been developed to serve those   seeking information about the 
Louisiana Department of Environmental Quality’s (LDEQ) Emission Reduction Credits (ERC) banking program for the Baton 
Rouge area.  This is a joint effort of the Capital Region Planning Commission (CRPC), the Baton Rouge Clean Air Coalition 
(BRCAC), and the Baton Rouge Area Chamber (BRAC) to facilitate air quality and transportation improvements as well 
as expand economic development in the Baton Rouge area.   To learn more about the ERC program, please visit the IRC 
website at (http://www.laerc.com/). 
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Climate Change
Strategies for managing energy/greenhouse gas emissions include land use planning that helps reduce emissions through 
more compact development and multimodal strategies, as well as changing travel behaviors to reduce vehicle trips, 
increase use of alternate modes such as transit, rail, ride-sharing, and teleworking.  Other reduction strategies involve use 
of more fuel-efficient vehicles, low-carbon fuels, reducing vehicle miles traveled (VMTs), speed management, congestion 
relief, incident management, traffic smoothing, traveler information services and other logistical improvements.  At 
the project level, best-practice construction, maintenance and operations strategies include upgrading construction 
equipment, using different paving practices and mixes, and managing work zones to help reduce emissions. At the 
operational level, energy efficient practices for traffic lighting, mowing and roadside vegetation management can aid 
emission reduction.  Regulatory instruments and pricing strategies like congestion pricing, pay-as-you-drive insurance, 
mileage-based user fees, and tolls have the potential to more closely reflect air quality impacts.

The FAST Act made some changes to the CMAQ program, such as expanding the diesel retrofit program to include port-
related equipment and vehicles. FAST allows use of CMAQ funds not only to attain NAAQS standards, but to maintain 
standards in an area that has achieved maintenance status. 

4.4 | Public Health
Transportation-Related Health Statistics in the Region
Transportation facilities and planning are key economic and 
social factors that influence people’s individual health, as well 
as the health of communities and of the nation as a whole. 
However, despite heavy health costs associated with traffic 
crashes, air pollution, noise, and physical inactivity, significant 
integration of the health impacts of transportation policy and 
planning is a fairly recent development (How does transportation 
impact health? Health Policy Snapshots. Issue Brief October 
2012. Robert Wood Johnson Foundation).

The existing U.S. transportation system is a web of highways, 
bridges, roads, sidewalks, bike paths, trains and buses that 
transport goods and connect people to each other and to places 
where they work, learn, play, shop and obtain medical care.  The 
continued domination of motorized transportation is clear in the 
allocation of federal funding, with 80% going to construction of 
highways and improvement of road infrastructure. 

The emphasis on motorized transportation limits opportunities 
for active, healthier transportation options like public transit, 
walking and biking.  However, opportunities abound to increase 
alternative transportation options that support walking and 
cycling. Studies and experience have shown that the physical 
environment can either encourage or discourage walking and 
biking. Investments in sidewalks, bike lanes, trails, public transit, 
and other infrastructure have been found to support physical activity which can help lead to improvements in individual 
health and decreased health care costs. 

National Health Facts related to 
Transportation 

• Over 80% of workers drive or ride in a car to work;
• 40% of trips are two miles or less, with 74% 

traveled by car;
• In 2008, the average American drove 10,000 miles, 

with dispersed sprawl (as in the CRPC-MPO) 
requiring longer commutes;

• 40,000 traffic-related deaths annually.
• Air pollution: some 35 million people live within 

300 feet of a major roadway, placing them 
at high risk for asthma and other respiratory 
illnesses, cardiovascular disease, pre-term births, 
premature death.

• Physical inactivity: each additional hour spent 
in a car per day is associated with 6% increase in 
likelihood of obesity, while each kilometer walked 
per day is associated with nearly 5% reduction in 
obesity risk. Regular physical activity promotes 
health and lowers risk for obesity and premature 
death.

Robert Wood Johnson Health Policy Snapshots.
 Issue Brief Oct. 2012
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Transportation and Physical Activity
Rather than treating public health as an afterthought, transportation planning increasingly recognizes close links among 
active and multi-modal transportation, physical activity, stress reduction and potential for obesity and related health 
impacts like diabetes and heart disease.  This approach to transportation planning is coupled, as noted previously, with 
growing public awareness of health risks from air pollution as a factor in asthma, other lung diseases, and heart disease.  
Nationwide, 25% of people live in locations where air quality does not meet National Ambient Air Quality Standards 
(NAAQS).  Walking, biking or jogging, can actually amplify risks from air pollution in high-emissions areas. The region 
is diligently working to achieve and maintain air quality attainment, with encouraging active lifestyles as one of the 
strategies.

Transportation planning that integrates health factors recognizes 
human impacts as part of the environment. Obesity, inactivity, 
and suburban sprawl have been linked to health risks.  Nearly 
65% of adults in the United States are considered overweight 
and 30% are obese. Transit-friendly, walkable, communities can 
reduce reliance on motor vehicles, shorten work commutes, 
reduce harmful emissions from vehicle exhaust systems and 
promote higher levels of physical activity.  Community design 
plays a major role in promoting more active lifestyles through 
use of alternate travel modes.

The U.S. Department of Transportation has joined with the 
Centers for Disease Control and Prevention to create resources 
for Active Transportation.  These include the Transportation 
and Health Tool (THT), which provides a set of indicators/
performance measures for active living.  

U.S. DOT and the US Departments of Education and Health and Human Services have cooperated in developing the 
National Prevention Strategy and Action Plan to encourage development of more livable, walkable communities, with 
healthy transportation options. The various federal agencies are beginning to test and implement various aspects of the 
plan. Key elements relevant to transportation planning include:

• Physical Activity and Pollution Reduction: Businesses and employers can adopt practices to encourage their 
workforces to increase physical activity and reduce pollution generation (work time flexibility, rideshare and 
vanpooling, park-and-ride incentives, travel demand management, telecommuting options);

• Health Impact Assessments can help policy makers understand the link between health impacts and improved 
transportation decision making to improve laws, policies, programs and projects.  Studies have revealed, for example, 
that people will walk to places that are nearby and if they feel safe. About 40% of people will walk to shops, work, 
school and other destinations when the trips are within one mile; 

• Environmental Design helps promote active living and prevent or reduce crime that discourages outside activities.  
Incorporating safety and security considerations into project design is especially important in environmental justice/
low-income communities, which unfortunately are often subject to high incidence of crime.  Such considerations are 
also very important to vulnerable aging and disabled populations. 

Transportation and Physical Activity—Statewide and Local Programs
The American Planning Association (APA) Plan4Health initiative offers guidance on improving policies, governing systems, 
and environments to expand opportunities for active living and helping people reframe the way they make travel decisions 

Transportation and Health Tool Measures
• Commute Mode Share:  percent of population 

traveling to work via active transportation modes;
• Person Miles Traveled by Mode;
• VMT per capita;
• Physical Activity from Transportation: at least 10 

minutes;
• Land Use Mix, indicating diversity within walking 

distance;
• Use of Federal Funds for Bicycle and Pedestrian 

Efforts;
• Complete Streets Policies to accommodate users 

of all modes;
• Public transportation trips per capita;
• How transportation environment affects 

safety, active transportation, air quality, and 
connectivity.

Source:  US DOT and CDC (https://www.transportation.gov/
transportation-health-tool)
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to increase active commuting. Model business and workplace policies and amenities can support bicycle commuting, with 
incentives like free bike-share memberships and bike parking, showers and locker rooms to address common barriers to 
commuting by bike.  The Louisiana APA Chapter is developing its own Planners4Health Task Force, with plans to create a 
Planning/Health Assessment Tool/Survey Framework and convene a roundtable to share ideas.  

Baton Rouge has implemented its own Healthy Baton Rouge (HBR) program, which aligns with best practices like 
Plan4Health. The HBRE website enables community-based communication, with a calendar of featured events for groups 
like runners and farmers’ market to improve access to healthy food.  The website (www.healthybr.com)  emphasizes key 
factors:

• “Be Active:” Biking, Running, Outdoor, Indoor;
• “Be Nourished:” Recipes, Food Access, Local Gardens.
• “Be Smart:” Baton Rouge’s ranking as a healthy city, including research, data, evaluations;
• “Be Well:” Access medical help, health screenings, and treatment resources, with health screenings, a hotline and a 

directory;
• “Be Involved:” Be part of the movement that is Healthy BR.

In the Baton Rouge MPO area, the Capital Region Mobility Strategy (September 2017), developed by the Capital Region 
Industry for Sustainable Infrastructure Solutions (CRISIS) coalition, noted that increasing congestion effects regional 
livability and competitiveness.  Congestion also increases driver stress.  Limited access to transit and other alternate 
means of transportation affect personal freedom, choice and mobility, individual and community health, economic 
prosperity, and ability to protect communities and the natural environment. 

Aging and Disabled Populations
Equitable access for aging and disabled populations, who typically contend with transportation and access challenges, is 
another key factor in linking transportation planning to health impacts.  Enhanced access also has potential to generate 
cost savings on public health treatment and interventions. 

Traffic Calming  
Traffic speed is a key factor in encouraging or impeding active living.  The FHWA’s Plan4Health program focuses on 
issues like high-speed traffic and car-centric neighborhoods.  Since permanent changes require policy changes, some 
communities have reimagined street design by creating temporary pop-up traffic calming demonstrations. “Reframing” of 
shared spaces verifies possibilities for accommodating pedestrians, bicyclists, and vehicles. Pop-up projects also create 
opportunities to engage community stakeholders and decision makers with firsthand experience of real-world, community 
benefits of traffic calming.

4.5 | Green Infrastructure
Green infrastructure is composed of a patchwork of natural areas that provide habitat, flood protection, cleaner air, and 
cleaner water.  At the neighborhood level, such systems mimic nature and soaks up and stores water.  Unlike single-
purpose, “gray” storm water infrastructure designed to move urban storm water away from the built environment, green 
infrastructure reduces and treats storm water at its source while delivering environmental, social and economic benefits.

Elements of Green Infrastructure are described below.  It should be noted that most effective green infrastructure features 
must be designed to be context sensitive to the specific region, area and site where the features will be located.  For 
example, in the CRPC MPO study area, features must be designed to accommodate annual rainfall higher than much of the 
rest of the country and periodic high-water and flooding events. 

1. Downspout Disconnection:   Reroutes rooftop drainage pipes from draining into storm sewer to drain into rain barrels, 
cisterns, permeable areas or the soil:

2. Rainwater Harvesting: Stores for later and is used to slow and reduce runoff.  This strategy is valuable in arid regions;
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3. Rain Gardens:  Also known as bioretention or bioinfiltration, can be installed in almost any unpaved space. Shallow, 

vegetated, basins collect and absorb runoff from rooftops, sidewalks and streets. This strategy mimics natural 
hydrology by infiltrating and evaporating and evapotranspiring storm water runoff;

4. Planter Boxes:  Urban rain gardens with vertical walls and either open or closed bottoms collect and absorb runoff 
from sidewalks, parking lots, and streets. This strategy is ideal for space-limited sites in dense urban areas or as 
streetscaping;

5. Bioswales:  Vegetated, mulched, or xeriscaped channels move storm water from one place to another to slow, infiltrate 
and filter storm water flows. The linear features are well suited for use along streets and parking lots;

6. Permeable Pavements:  Pervious concrete, porous asphalt or permeable interlocking pavers allow infiltration, 
treatment and/or storage of rainwater where it falls. This strategy is cost effective where land values are high and 
flooding or icing is a problem;

7. Green Streets and Alleys: Created to integrate green infrastructure elements into design to store, infiltrate, and 
evapotranspire storm water. Permeable pavement, bioswales, planter boxes, and trees are among elements that can 
be woven into street or alley design;

8. Green Parking: Such elements can be integrated into parking lot designs, with permeable pavements in sections of 
lots, rain gardens and bioswales in medians and along lot perimeters. This strategy can also help mitigate urban heat 
island and create more walkable built environment;

9. Green Roofs:  Covering with growing media and vegetation enable rainfall infiltration and evapotranspiration of 
stored water. This strategy is effective in dense urban areas where land values are high and on large industrial or office 
buildings where storm water management costs are often high;

10. Urban Tree Canopy: Trees reduce and slow storm water runoff by intercepting precipitation in leaves and branches. 
Homeowners, businesses and community groups can participate in planting and maintaining trees in the urban 
environment;

11. Land Conservation: Protecting open spaces and sensitive natural area aids water quality and reduces flooding 
impacts, while also providing recreational opportunities. This strategy can be used in riparian areas, wetlands, and on 
steep hillsides. {Community Solutions for Stormwater Management: A Guide for Voluntary Long-Term Planning.  Draft.  
EPA Office of Water. Oct. 2016 (www.epa.gov/npdes/stormwater-planning).

4.6 | Resilient Infrastructure

Resilient infrastructure refers to post-industrial solutions modeled on multi-functional, closed-loop, exchanges 
characteristic of natural ecosystems. The term refers both to the physical infrastructure, as well as to its planning and 
design.  By serving more than one function, resilient infrastructure can reduce costs, use fewer resources, and generally 
cause less disruption during construction.  

A variation is “coupling” or co-locating projects to take advantage of spatial proximity to allow one system to make use of 
the productive or distribution functions of the neighboring system. This may also minimize resources leaving the overall 
system.

This approach represents a shift from resistance to resilience by learning to live with water and mimicking other natural 
systems. Highly fortified, single-purpose, structures like levees are extremely costly, may not be feasible in many areas, 
and may only shunt surging water to other locations. “Soft” buffers like wetlands, reefs, other ecologically appropriate 
materials, as well as construction of swales and rain gardens adjacent to road beds and porous pavement of parking lots 
can help detain water temporarily.  Drainage capacity can also be optimized by reconfiguring and redirecting parts of 
drainage systems and incorporate existing and new water bodies to form parts of drainage systems.  
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Resilient infrastructure can help optimize site use and productivity to reduce pressure on undeveloped sites. There is also 
ongoing potential for significant environmental, economic and community/civic advantages and benefits.  

• Environmental: reduced emissions, noise and visual pollution, as well as enhanced urban landscapes;

• Economic: capital and operational savings, material resource conservation, and job creation;  

• Community/Civic: development of multi-functional public amenities, such as recreational facilities like greenways, as 
well as related tax revenue generation. 

A long-term advantage is enhanced capability to adapt planning and decision-making to prepare for an uncertain future, 
while also supporting inter-departmental planning and redundancy to reduce potential for cross-sectoral cascading 
failures. Better integration of land use and infrastructure planning provide for restricting land use in areas identified 
as at risk and optimizing flood control and land values by establishing compatible uses that can apply under various 
conditions. Soft-path approaches to water collection, storage, treatment, and use allow for distributed, nonstructural, 
integrated mechanisms that augment centralized storm- and wastewater treatment facilities and may even reduce future 
need to expand them. A “No Regrets” perspective allows for adaptations that can offer genuine economic, environmental, 
and social benefits even if anticipated scenarios do not develop as expected.  (Next Generation Infrastructure: Principles 
for Post-Industrial Public Works. Hillary Brown. Island Press. c2014).

The question of whether funding for resilient infrastructure projects can be leveraged through existing or retooled 
transportation financing structures has yet to be answered. It seems likely that what has been described as the “heroic 
era” of federally led and funded transportation projects may soon be behind us. It has been suggested that new or 
enhanced policy instruments, and instruments like Revolving Loan Funds (RLFs) and Public-Private Partnerships, will likely 
be needed to address funding gaps. These mechanisms also reflect awareness that other levels of government, closer to 
local needs and conditions, may be better poised to make the most effective funding decisions. 

4.7 | Project Development Considerations 
The American Association of State Highway Transportation Officials (AASHTO), through its Center for Environmental 
Excellence, has developed guidelines for integrating environmental considerations into project development.  The 
discussions below incorporate elements of these guidelines.

Wetlands, Waterways and Flooding

The federal Clean Water Act, as amended in 1977, addresses water pollution related to point sources and non-point 
sources.  Over the past two decades, there has been a shift from a program-by-program, source-by-source, pollutant-by-
pollutant, focus, to more regional and watershed-based strategies. Emphasis is now on both protecting healthy waters 
and restoring impaired waters.  Management of watershed-based pollutants focuses on objectives and limits, such as total 
maximum daily load (TMDL) of fecal coliform.  Municipal Separate Storm Sewer Systems (MS4s) require NPDES permits.  
Construction activities require Storm Water Discharge permits.  NPDES also covers compliance with effluent standards 
related to TMDLs and other effluent discharge standards, as required by LDEQ.  

Other factors relate to crossing navigable waterways. Three projects proposed in the financially constrained Staged 
Improvement Program meet this criterion. 

1. Widening LA 1 across the Intracoastal Waterway in West Baton Rouge Parish;

2. Extending LA 415 with new bridge across Gulf Intracoastal Waterway (GIWW) in West Baton Rouge Parish;

3. U.S. 61 Exit 8C toward U.S. 61 toward Natchez.

The Clean Water Act, Section 404, also regulates discharge of dredged and fill materials into U.S. waters, including 
wetlands.  This applies to fill used for development purposes, water resource projects such as dams and levees, 
infrastructure development such as highways and airports, and conversion of wetlands to uplands for farming and 
forestry.  No dredge or fill is permitted if a practicable alternative exists that is less damaging.

The U.S. Fish and Wildlife Service (USFWS) is responsible for conducting assessments of potential wetlands habitats.  The 
National Wetlands Inventory geographic database does not include any portion of the CRPC MPO area.
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4.8 | Flood Zones and Elevation
As can be seen on the following maps and tables, land elevations in the CRPC-MPO area range from a high of 142 feet 
in northern East Baton Rouge Parish to a low of less than one foot in southern parts of West Baton Rouge, Livingston, 
Iberville and Ascension Parishes.  Land elevations become of vital concern in times of flooding, such as affected extensive 
portions of the MPO area in August 2016.  

Information below shows the Federal Emergency Management Agency (FEMA) flood zone designations in the CRPC-
MPO study area.  FEMA defines geographic areas based on varying levels of flood risk. These zones are depicted on a 
community’s Flood Insurance Rate Map (FIRM) or Flood Hazard Boundary Map.  Each zone reflects the severity of types of 
flooding in the area.  In communities that participate in the National Flood Insurance Program (NFIP), flood insurance is 
available to all property owners and renters in these zones.

FEMA Flood Zone Designations
Flood Zones are ranked based on degrees of risk, with elevations shown on FIRM Maps.  

Moderate Risk Areas include 
• B and X Zones: Flood hazard between 100-year and 500-year flood limits; areas protected by levees from 100-year 

flood; shallow flooding less than one foot;
• C and X Zones: Minimal flood hazard above 500-year flood limits; may have ponding and local drainage problems; X 

Zones outside 500-year flood limits and protected by levees from 100-year flood.

High Risk Areas include:
• A Zones: 1% annual chance of flooding and 26% of flooding over 30-year mortgage. Maps provide no detailed analysis 

of base flood elevations;
• AE Zones:  Base flood plain where maps provide base flood elevations;
• A1-30 Zones: Numbered Zones where maps show base flood elevations;
• AH Zones:  1% annual chance of shallow flooding, usually 1 to 3 feet of ponding; 26% chance of flooding over 30-year 

mortgage.  Maps show base flood elevations at selected intervals;
• AO Zones: River or stream flood hazard; 1% annual chance of shallow flooding, usually as sheet flow of 1 to 3 feet; 

26% chance of flooding over 30-year mortgage.  Average flood depths shown;
• AR Zones:  Temporary increase of flood risk due to building or restoration of flood control system;
• A99 Zones:  1% annual chance of flooding with protecting by a Federal flood control system to specified legal require-

ments.  Maps show no depths or base flood elevations.

High Risk Coastal Areas
In communities that participate in the National Flood Insurance Program (NFIP), mandatory flood insurance purchase is 
required in the following zones.

• V Zones: 1% or greater chance of flooding and additional hazard from storm waves; 26% chance of flooding over a 
30-year mortgage. Maps show no base flood elevations;

• VE, V1-30 Zones: 1% or greater chance of flooding and additional hazard from storm waves; 26% chance of flooding 
over a 30-year mortgage. Maps show base flood elevations at selected intervals.

Undetermined Risk
• D Zones: Possible but undetermined flood hazard; no analysis conducted. Flood insurance rates commensurate with 

uncertainty of flood risk.
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Figure 4-2: Wetlands in the Region
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Figure 4-3: Elevations in the Region



MOVE 2042

4-14Capital Region Planning Commission
January 2018

4

Figure 4-4: Flood Zones

Data Source: Federal Emergency Management Agency (FEMA), 2016
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Table 4-1 includes only the MPO area, rather than the entirety of the parishes that are not completely within the study area.

Flood Zones East Baton 
Rouge (sq mi)

Ascension
(sq mi)

Iberville      
(sq mi)

Livingston 
(sq mi)

West Baton 
Rouge 
(sq mi)

Total 
for Each 

Zone
(sq mi)

A 38.6 39.9 40 81.1 10.1 209.7
AE 153.3 143.2 75.9 133.6 43.5 549.6
AE(FLOODWAY) 17.9 0 0 11.7 0 29.6
X 177.2 0 0 99.7 0 276.9
X500 82.9 118.3 159.1 4.8 87.9 452.9

Table 4-2: Flood Zones by Parish

Source: FEMA; Capital Region Planning Commission. 2016.

4.9 | Wildlife
The MTP is required to address impacts to endangered and threatened animal or plant species and consider resource 
plans and inventories as required by the Endangered Species Act.  In transportation terms, reducing wildlife mortality and 
increased motorist safety are closely related.  The act also covers invasive vegetative species and management.  Sustain-
able management of roadsides includes promotion of native plants and wildflowers, and control of invasive species in 
transportation corridors.

Under law, US Fish and Wildlife Service (USFWS) takes responsibility for birds, terrestrial and freshwater species, while the 
National Marine Fisheries Service (NMFS) takes responsibility for non-bird marine species.  Responsibilities include identi-
fying threatened or endangered species, identifying critical habitats for listed species, implementing research and recovery 
efforts, and consulting with other federal agencies on measures to avoid harm. 

4.10 | Historic and Recreational Resources
The National Historic Preservation Act (NHPA), which covers National Register historic properties, is implemented in con-
sultation with the State Historic Preservation Officer (SHPO).  Along with Section 106 of NHPA, the legal framework includes 
Section 4(f) of the US Department of Transportation Act, NEPA, the Archeological Resources Protection Act (ARPA) of 1979, 
and the Native American Graves Protection and Repatriation Act (NAGPRA) of 1990. 

Since the DOT Act of 1966, and subsequent amendments, Section 4(f) properties have been defined as historic sites, pub-
licly owned parks, and public recreation areas.  The intention is to balance historic preservation and development and to 
avoid use of such properties when possible, to minimize if use cannot be avoided, and to mitigate if using the property is 
the only feasible option. 
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Connecting Brownfields With Transportation 
Projects

Brownfields are defined by EPA as real property where 
redevelopment and reuse may be complicated by 
the presence, potential presence, or perception of 
a hazardous substance, pollutant, or contaminant.  
Supporting assessment of possible risks, cleanup 
when necessary, and infill redevelopment of 
brownfields for industrial and freight-related land 
uses, can foster freight-intensive activity in suitable 
locations within the urban core and retrofitting 
existing infrastructure.  Infill development is less 
costly than greenfield development and can reduces 
truck VMTs and resulting road congestion and 
emissions.

Baton Rouge’s Government Street Mixed-Use project 
is an example of urban redevelopment and reuse.  
The 100-acre property, to be redeveloped under 
the oversight of the Baton Rouge Redevelopment 
Authority, was formerly the site of an Entergy facility.  
Plans call for mixed residential and commercial reuse.  
The project has already had a halo effect, attracting 
surrounding development, as well as businesses 
interested in relocating to Government Street. 

In August 2016, the Baton Rouge Metro Council 
approved allocation of $250,000 to fund design of 
a train station on Government Street.  The facility 
would add another asset to support Government 
Street redevelopment.  If built, it could serve as a hub 
for the hoped for $260 million commuter rail service 
between Baton Rouge and New Orleans.  While there 
was concern that the commuter rail service might 
never materialize, the council’s action is in line with 
previous action by the City of Gonzales.  In 2015, the 
smaller municipality invested $350,000 to purchase a 
property that contains an unused building, a parking 
lot, and an open field, as the likely site for a train 
station on the long-discussed commuter rail service.  

4.11 | Context Sensitive Solutions
Context Sensitive Solutions (CSS) advance collaboration on 
transportation programs and projects and using models that 
fit into the community and environment.  Decisions during 
long-range planning affect design choices made during project 
development.  Linking design decisions and construction, 
operations and maintenance activities critical at all phases 
of program delivery. These include long-range planning, 
programming, environmental studies, design, right-of-way, 
construction, operations, and maintenance.  Involving all 
stakeholders ensures that transportation facilities fit the setting.  
This enables preserving and enhancing scenic, aesthetic, 
historic, community and environmental resources, while 
improving or maintaining safety, mobility, and infrastructure 
conditions.

The CSS Process recognizes that group decisions are generally 
better than individual decisions and more likely to be accepted 
and generally satisfactory when made by those who have to live 
with them. This also helps build support from the public and 
regulators and saves time and money by shortening the project 
development process, expediting permit approvals, eliminating 
obstacles and minimizing litigation and need for redesign.

Other benefits include solving the right problem by broadening 
the definition and achieving consensus before starting the 
design process.  This facilitates and helps streamline the NEPA 
compliance process, while also helping prioritize and allocate 
scarce transportation resources in a cost-effective way.  With 
needs increasingly exceed resources, the latter is especially 
important.  

4.12 | Environmental Justice
The U.S. Department of Transportation describes safety 
and mobility as its top priorities, with environmental justice 
another undeniable part of the mission. Environmental Justice 
requirements were established under Executive Order 12898.  
The goal is to avoid disproportionately high and adverse human health and environmental impacts, including interrelated 
social and economic effects, from programs, policies, and activities on minority populations and low-income populations. 

While the Executive Order was intended to improve the internal management of the executive branch and not to create 
legal rights by any party against the United States, federal agencies are required to implement its provisions consistent 
with, and to the extent permitted by existing law (Sections 6-608 and 6-609, 59 Fed. Reg. At 7632-33).  

In 1971, the Council of Environmental Quality acknowledged that racial discrimination adversely affects the environment 
of the urban poor.  The executive order covers federal actions to address environmental justice effecting minority and low-
income populations. NEPA requires consideration of human health, economic, and social effects on minority populations 
through Environmental Assessments (EAs), Environmental Impact Statements (EISs), and resulting Records of Decision 
(RODs).
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The legal framework includes Title VI of the Civil Rights Act of 1964, which prohibits discrimination based on race, color, 
and national origin.  Other key statutes include NEPA of 1969, Uniform Relocation Assistance and Real Property Acquisition 
Policies Act of 1970, and 23 USC Section 109(h).

Community Impact Analysis (CIA) provides a framework for assessing whether a proposed action or plan causes impacts 
to any populations or communities in the project area.  In addition to minority and low-income populations, this 
encompasses other traditionally underserved populations effected by age discrimination, sexual discrimination, and/or 
handicapped discrimination. 

The Federal Highway Administration (FHWA) and the Federal Transit Administration (FTA) work with state departments 
of transportations, MPOs, transit providers, and other local agencies to identify effective practices, potential models, and 
other technical assistance resources to promote the integration of environmental justice into all planning, development, 
and implementation activities.

Goals
• Avoid, minimize or mitigate disproportionately high and adverse impacts; 
• Ensure full and fair participation by all potentially affected communities;
• Prevent denial, reduction or significant delay in receipt of benefits by minority and low-income communities.

In Louisiana, the state DOTD is at the heart of planning, design, operations and maintenance across all transportation 
modes. DOTD allocates resources to integrate environmental justice into its activities, while developing the technical 
capability to assess benefits and adverse effects of transportation activities among different population groups. This 
enables development and support of appropriate procedures, goals and performance measures in all aspects of the 
environmental justice mission.

At the regional level, the CRPC-MPO maintains a Title VI document which addresses the needs of all Environmental Justice 
communities.  This document is updated annually and meets the standards of both the LA DOTD, FHWA and FTA.  
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Figure 4-5: Environmental Justice


