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INTRODUCTION 
 
A. Project Description, Location and Existing Conditions 
 
The City of Baton Rouge and the Parish of East Baton Rouge has proposed this project to 
construct a new roadway beginning at Perkins Road (LA 427) and connecting to Mall of Louisiana 
Boulevard which borders the Mall of Louisiana.  The project is one of the projects included in the 
2005 Half-Cent Sales Tax Extension, known as the “Green Light Plan” (GLP).  The proposed 
construction will consist of a four lane boulevard concrete curb and gutter roadway with 
sidewalks/multi-use paths and subsurface drainage.  The project will also require a new bridge 
crossing at Dawson Creek and a crossing under the existing Kansas City Southern (KCS) railroad 
track. 
 
It is noted that the name of the project, Picardy-Perkins Connector, is somewhat of a misnomer.  It 
is correct that the proposed project does connect to Perkins Road on the south end; however, the 
connected road on the north end is named Mall of Louisiana Boulevard rather than Picardy 
Avenue. 
 
Included in Appendix A is the December 2011 GLP conceptual plan labeled “Exhibit C”. 
 
B. Purpose of Study 
 
This Design Study provides a conceptual design, quantifies the right-of-way requirements, and 
establishes a preliminary construction cost estimate for the project.  It includes the results of 
environmental, geotechnical, and traffic studies and other considerations to determine the most 
feasible project design. 
 
C. Current and Proposed Commercial/Residential Developments in Corridor 
 
The alignment of the Picardy-Perkins Connector (hereafter called Connector) passes adjacent to 
several existing and proposed commercial and residential developments. See Figure 1: Area Map. 
Beginning at the connection to Perkins Road, the proposed alignment passes between O’Neill 
Plaza and Citizen’s Bank.  O’Neill Plaza contains two businesses: The Learning Center (a 
daycare) and O’Neill Music (a retail store).  The entrance to O’Neill Plaza is on Rod Laver Avenue 
which connects to Perkins Road, east of the Connector.  Citizen’s Bank’s driveway is on Perkins 
Road, west of the Connector.  The bank is part of a much larger commercial and residential 
development called Perkins Rowe.  The proposed roadway borders Perkins Rowe for 
approximately 685’.  At this point, a high end apartment complex (also part of Perkins Rowe) is 
proposed. 
 
On the east side of the proposed roadway north of O’Neill Plaza is an existing subdivision, 
Wimbledon Estates.  The Connector will border Wimbledon until it crosses Dawson Creek. Once 
on the north end of Dawson Creek, the alignment cuts through the back of property owned by 
Jimmy Swaggart Ministries.  This piece of property is home to the campus of Swaggart Ministries, 
from Dawson Creek to the KCS Railroad.  Once the alignment crosses the railroad, it connects to 
the Mall of Louisiana Boulevard. 

 
 

 
 
 

 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 1: Area Map 
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PROJECT EXPLORATION 
 

A. Topographic Survey 
 
As part of this design study, a limited topographic survey was done in order to establish design 
constraints.  Topographic survey was supplemented by Lidar (remote sensing technology) ground 
elevation data.  Available Lidar data was from year 2006 and in some areas varied substantially 
from current field survey.  More field survey was performed to provide more accurate data than 
provided by Lidar. 
 
Most of the field survey was near the end of the railroad crossing and near the bridges over 
Dawson Creek.  Other topographic and subsurface features were obtained from a drawing 
supplied by the consulting engineers for the Mall of Louisiana.  A point file of surveyed items was 
supplied to GLP on February 3, 2014. 
 
B. Geotechnical Exploration and Engineering 
 
As part of the scope of this Design Study, a comprehensive geotechnical investigation was 
performed.  The intent of the geotechnical investigation was to facilitate sizing of piling for the 
bridges and other roadway components in order to obtain better construction item quantities.  This 
investigation is intended to be adequate for final design.  See Appendix B for Soil Boring locations.  
A Geotechnical Report will be provided to GLP under separate cover. 
 
 

TRAFFIC 
 

A. Study Overview 
 
A comprehensive traffic study of the area was performed by Urban Systems Inc., and the results 
are contained in a report titled, “Picardy Perkins Connector, Traffic Study, Baton Rouge, LA”, 
dated February 2014.  The objectives of the traffic study were to determine the appropriate lane 
configurations and type of control for the new intersections formed by the tie-in points, to predict 
the operational conditions for the implementation and design year, and to estimate the impact on 
the subject intersections. The existing signalized intersections studied were: 
 

• Perkins Road at Grand Avenue 
• Mall of Louisiana Blvd at Theater Entrance 
• Mall of Louisiana Blvd at Mall Ring Road 
• Mall of Louisiana Blvd at I-10 West Frontage Road 
• Bluebonnet Blvd at Perkins Road 
• Bluebonnet Blvd at I-10 East Ramps 
• Bluebonnet Blvd at I-10 West Ramps 
• Bluebonnet Blvd at Mall of Louisiana Southern Entrance/Exit 
• Bluebonnet Blvd at Park Rowe Ave. 

 
 
 
 

The existing unsignalized intersections studied were: 
 

• Perkins Road at Rod Laver Avenue 
• Mall of Louisiana Blvd at I-10 East Frontage Road 

 
Something important to note: The LADOTD permit for the signal at the intersection of Perkins Rd 
and Grand Ave requires that it be removed when the signal for the Connector is installed.  
Likewise, the LADOTD driveway permit for Citizen’s Bank requires that the driveway access to 
Perkins Road be eliminated when the Connector is constructed. 
 
The conclusion of the traffic study states, “the installation of the Picardy-Perkins Connector is 
expected to improve the operational conditions in general for the surrounding area by providing an 
additional route to access the interstate and removing traffic from the already congested 
Bluebonnet corridor.”  The study also suggests modifying the signal timing of the existing 
Bluebonnet-Perkins intersection once the Connector is built and traffic patterns have adjusted to 
the new route choice. 
 
B. Picardy Perkins Connector at Perkins Road 
 
Five different lane configurations were studied for the Connector-Perkins intersection.  The base 
condition is considered Perkins Road in its current 5 lane condition with restriping the middle turn 
lane into an eastbound left turn lane, and the Connector with a southbound shared right and left 
turn lane and a right turn only lane in addition to its two northbound lanes.  The base condition has 
an overall LOS of D for both AM and PM peaks in 2022. 
 
Four other scenarios were analyzed and the most desirable (looking only at traffic impacts) is the 
base condition plus an additional eastbound left turn lane on Perkins Road, an additional left turn 
lane on the Connector and a right turn only lane on Perkins Road westbound.  This option raises 
the overall LOS to a B for both AM and PM peaks in 2022.  However, this scenario causes 
significant impacts to Perkins Road due to the widening caused by the dual left turn lanes.  These 
impacts may include utility relocations, drainage system relocations, and right of way/other 
possible impacts to adjacent businesses.  Due to the significant nature of these impacts, 
additional turn lanes and access management improvements will be determined as part of final 
design.  A single left turn lane on Perkins Road and its minimal cost is included in this study.  Both 
options can be reviewed on sheet E12.  
 
C. Picardy Perkins Connector at Mall of Louisiana Boulevard 
 
The new Connector-Mall of LA Blvd intersection is a T-intersection with the Connector becoming 
the major street for through movements.  The eastbound Mall of LA Blvd forms the third leg of the 
intersection.  Each roadway will have four lanes.  The traffic study states that additional turn lanes 
are not necessary for acceptable operating conditions.  However, turn lanes may be beneficial to 
safety, stopping sight distance, and providing capacity for future traffic demands.  The intersection 
is expected to operate at an overall LOS of B for both AM and PM peaks in 2022. 
 
The existing intersections at Mall of LA Blvd and Westbound I-10 Frontage Road as well as Mall of 
LA Blvd and Mall Ring Road are expected to see an increase in delays and congestion due to the 
additional traffic using the Connector.  Improvements were identified in the traffic study to alleviate 
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the congestion created if left in its current configuration.  Timing modifications and restriping to 
add additional turn lanes are recommended at both of these intersections.  See Appendix C for 
drawings of the recommended improvements at the Mall Ring Road intersection.  The 
improvements at the Westbound I-10 Frontage Road intersection include eliminating the striped 
shoulders which may allow three narrow lanes to provide dual northbound left turns on the bridge. 
 
 

ENVIRONMENTAL 
 

Two environmental studies were completed by other professional organizations, but are significant 
to the implementation of this project.  The documents include: 
 

1. The Phase I Environmental Site Assessment dated January 2013 by Gulf South Research 
Corporation 

2. The Revised Wetland Data Report dated June 2013, prepared by C-K Associates, LLC. 
 
A. Phase I Environmental Site Assessment 

 
According to information gathered from document searches, database searches, historical maps 
and photographs, interviews, and site reconnaissance, possible environmental conditions were 
found in the form of several abandoned 55-gallon drums with unknown contents.  There is a 
possible leaking sewer main on the subject property south of Dawson Creek. 
 
B. Revised Wetland Data Report 

 
The Revised Wetland Data Report states that based on field observations, the 11.5 acre project 
area contains 1.16 acres of wetlands and 0.84 acres of other waters of the U.S. This information 
represents the opinion of the investigators.  The New Orleans District Army Corps of Engineers 
office then issued a Jurisdictional Determination on October 2, 2013, stating that there are indeed 
wetlands on the site. It can be found in Appendix D. 
 
 

COMMUNITY INVOLVEMENT 
A. Public Meeting 
 
A Public Meeting was held on June 4, 2013, at the Bluebonnet Branch Library on Bluebonnet 
Boulevard from 5:00pm – 7:30 pm.  Approximately 70 members from the public signed the sign-in 
sheet at the meeting.  The meeting was open house format.  Exhibits were displayed for the public 
to view, with members of the GLP and consultants available to explain the exhibits and answer 
questions.  Attendees were supplied with comment forms which were collected at the meeting.  In 
addition to the comment forms, comments could be e-mailed to the GLP subsequent to the public 
meeting.  A summary memorandum of the Public Meeting is included in Appendix E. 
 
B. BREC Capital Area Pathways System 
 
BREC has recently completed construction of Phase I of the Capital Area Pathways Project 
(CAPP).  The completed portion is a small part of the overall plan to provide approximately 8 miles 
of pathways.  Since the Picardy-Perkins Connector will cross the proposed CAPP project, 

coordination efforts of this study with BREC are imperative for successful implementation of the 
CAPP project.  See Appendix F for the Conceptual Plan of the CAPP Project. 
 
As an early item of this study, GLP met with Mr. Ted Jack of BREC.  The predominant reason for 
the meeting was the unfavorable response from the KCS Railroad to allow the path to traverse 
under the existing timber railroad bridge over Dawson Creek located approximately 600’ southeast 
of the Connector’s proposed railroad crossing.  Therefore in order to make the CAPP project 
viable, BREC would like the path to follow the Picardy-Perkins Connector under the proposed 
railroad underpass.  Notes from the meeting were added as text blocks onto the December 11, 
2011 conceptual plan.  A copy of the notes and map are included in the Appendix F. 
 
The CAPP plan would incorporate much of an existing private path owned and maintained by 
Swaggart Ministries.  A portion of the private path which runs parallel to the KCS railroad would be 
severed by the connector route.  This portion of the path paralleling the railroad was not intended 
to be incorporated into the CAPP plan. 
 
This study includes substantial accommodations for convenient access for pedestrians and 
bicycle riders.  It was noted early that the proposed CAPP pathway is on the north side of Dawson 
Creek and the north side of the KCS railroad, therefore pedestrian and bicycle access from 
residential areas including the Wimbledon and Willow Grove Subdivisions are blocked by these 
barriers for convenient access to the CAPP pathways.  The proposed Backcourt Street Bridge 
over Dawson Creek includes a joint use access to the Wimbledon and Willow Grove subdivisions.  
This connection will significantly enhance the ability for residential neighborhoods to use the 
CAPP pathways.  In addition, a path from the Maureen Connolly Drive connection to Perkins 
Rowe is provided which will traverse under the proposed Picardy-Perkins Connector/Dawson 
Creek Bridge and eliminate any at-grade roadway crossing for pedestrians and bicyclists. 
 
A modified CAPP pathway plan in the vicinity of this project is included with this study in Appendix 
F.  The modified plan has not been accepted by BREC, but is included for BREC’s consideration 
and possible acceptance. 

 
 

ROADWAY DESIGN ELEMENTS 
 

A. Design Criteria 
 
This new route connecting Perkins to the Mall of Louisiana Boulevard was classified as an Urban 
Collector.  As such the following design criteria in Table 1 was determined to be appropriate. 
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TABLE 1 
Design Speed 40 mph 
Travel Lane Width 11’ 
Median Width 14’ – 25’ 
Pavement Cross Slope 2.5% 
Horizontal Clearance 
(from back of curb) 

4’ (min.) 15’ (des.) 

Foreslope 3:1 
Backslope 3:1 
Maximum Superelevation 4% 
Maximum Grade 9% 
Minimum Grade 0.4% 
Outside Lane Curb Barrier 
Minimum Radius Normal Crown 790’ 
Minimum Vertical Clearance 16’ 

 
B. Typical Section 
 
Beginning the project at the Perkins Road intersection, the Picardy-Perkins Connector will 
generally consist of a 5 lane section including two northbound lanes, and 3 southbound lanes.  
The southbound lanes shall include double left turn lanes onto Perkins Road eastbound and a 
single right turn lane onto Perkins Road westbound. 
 
Between the Perkins Rowe connection and Backcourt Street, the roadway will consist of dual 
roadways divided by a raised median.  The divided roadways with a raised median are proposed 
from Backcourt Street to the End of Project, however roadway grading beyond the outside curbs 
changes significantly. 
 
North of the Backcourt Street intersection, the roadway begins its descent below the existing 
ground and eventually below the proposed railroad underpass.  The joint use path for pedestrians 
and bicyclists will also descend below the proposed underpass.  Since the vertical clearance for 
pedestrians/bicyclists is less than required for vehicles (trucks), the descending grade for the joint-
use path will be less steep.  Levees will also be created to stop backwater flooding from 
inundating the depression created by the underpass.  This issue will be more thoroughly 
discussed in other elements of this study. 
 
C. Horizontal Alignment 
 
The horizontal alignment begins at Perkins Road between O’Neill Plaza and Citizen’s Bank and 
ends with its tie in to Mall of Louisiana Boulevard.  The alignment parallels the Wimbledon Estates 
property line until it passes Perkins Rowe.  Then it veers away from Wimbledon to create a larger 
buffer between the existing homes and the new road.  The alignment crosses Dawson Creek at a 
50 degree angle.  It curves through the Swaggart property to cross the KCS Railroad at a 90 
degree angle between the existing power poles to create minimum impact to existing utilities. All 
curves were selected to avoid superelevation.  Superelevation of 2.5% is utilized on the Connector 
at the connection with Mall of LA Blvd to aid in raising the profile of Mall of LA Blvd. 
 

 

D. Vertical Profile 
 

The vertical profile was set to maintain a minimum grade of 0.4% with vertical curves set to 
maintain a minimum K value of 64 for sag curves and 44 for crest curves. A minimum curve length 
of 120’ was set to facilitate positive drainage.  Beginning the project at Perkins Road, the 
proposed profile generally follows the existing topography along the alignment until approximately 
Station 108+00.  Between Stations 108+00 and 109+00, there is a significant drop-off of existing 
ground elevation.  A study of the 100 year flood elevation was conducted to determine the 
proposed profile.  The 2008 Flood Insurance Rate Map (FIRM), Map Number 22033C0265F 
(revised June 19, 2012) shows the 100 year flood to be elevation 24.  In addition, the Flood 
Insurance Study (May 2008) Flood Profile for Dawson Creek shows a 100 year flood elevation of 
24.5’ and a 50 year flood elevation of 24.0’.  Based on this information, a minimum roadway grade 
of 25’ was set.  See Appendix G for the Firm Map and FEMA Flood Profile. 
 
The profile proceeding under the proposed railroad bridge is controlled by the rail elevation, 
railroad overpass structure depth, and required vertical clearance below the bottom of the railroad 
structure.  It is imperative that the large depression created by the roadway profile be surrounded 
by a levee or watertight wall to keep backwater out of the depression.  The levee or wall shall be 
constructed to elevation 25’ minimum. 
 
Sight distance on the curve proceeding under the railroad was studied to determine the impact the 
railroad structure may have on drivers’ view of the traffic signal at the intersection with Mall of 
Louisiana Boulevard.  Using a driver’s eye height of 3.5’ and a bottom of signal casing of 17’, a 
graphical review determined that 438’ of sight distance was available to drivers to the proposed 
location of the stop bar.  The MUTCD lists 390’ as a minimum when approaching a signal light on 
a flat grade with a design speed of 40mph.  Due to the downgrade and as an added factor of 
safety, an additional warning light or sidewalk pole with a lower stop light should be considered. 
 
E. Roadway Lighting 
 
Lighting was considered in the center island on poles spaced generally from 150’ to 200’.  As the 
road gets closer to Perkins Road and the center island disappears, the lighting would shift to the 
side of the Connector.  The cost estimate for the street lighting infrastructure is $80,000.  
However, this roadway is not currently in the city limits or in a lighting district.  Therefore, there 
currently isn’t a mechanism to pay for electricity for lights.  There is an existing lighting district at 
the Mall of Louisiana and it is assumed that the underpass lighting will be included in this district.  
The underpass lighting will consist of 8 wall-mounted lighting fixtures.  The cost estimate for the 
underpass lighting is $10,000 and is included in the roadway cost estimate in the Predesign 
Opinion of Probable Construction Costs portion of this design study.  The power for the lighting 
fixtures will be provided at a service panel near the lift station control panel.  If the City-Parish 
decides to light the rest of the new roadway, they will need to find a way to pay for electricity.  
 
F. Tie-in to Mall of Louisiana Boulevard 
 
One of the key features to the success of this project is the efficient traffic flow when the Picardy-
Perkins Connector is joined to the Mall of Louisiana Boulevard.  The connection will occur in close 
proximity to the railroad underpass.  Several unique features of the connection are necessitated 
by this proximity.  The unique features include: 
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1. The connection will be within the sag curve of the connector profile, therefore the 

connection will be on a horizontal and vertical curve. 
2. The connection will be vertically below the surrounding natural ground elevation. 
3. If the intersection is signalized, there will be three closely spaced traffic signals between the 

railroad underpass and the interstate ramps. 
 
Three conceptual alternatives for the connection of the Connector Route to the Mall of Louisiana 
Boulevard were considered during this design study and are included in Appendix H.  They are 
described as follows: 
 
 
 Alternative A 

Alternative A utilizes a tee intersection with a traffic signal on a roadway grade which is 
depressed below natural ground in order for the Connector to traverse under the railroad 
track(s).  A concern is that traffic moving northbound on the connector may have limited 
vision of the traffic signal which could be blocked by the railroad bridge structure.  Alternate 
A does provide all traffic movements while protected by a traffic signal. 
 
Alternative B 
This alternative eliminates the necessity for a traffic signal by providing a vehicular bridge 
over the connector route.  The vehicular bridge is on a single lane flyover ramp which 
allows eastbound Mall of Louisiana Boulevard traffic to cross above the Connector traffic, 
thus eliminating the left turn traffic movement.  A disadvantage of this concept is no traffic 
movement is allowed for northbound connector traffic to turn left onto the Mall of Louisiana 
Boulevard proceeding westbound.  Since the left turn from the proposed Picardy-Perkins 
Connector to the Mall of LA Boulevard is prohibited in this Alternative, two options are 
available to accommodate the destinations in other ways.  They include: 
 

• Northbound Picardy-Perkins Connector traffic would be required to continue 
northeastward to the Mall Ring Road, and then turn left onto the ring road. 

• A U-turn could be provided slightly north of the proposed tie-in location allowing an 
indirect destination accommodation. 

 
Alternative C  
This alternative is similar to Alternative B because it utilizes the flyover ramp, but does 
allow the traffic movement which was not allowed by Alternative B.  The allowed traffic 
movement will not be protected by a traffic signal. 

 
After consideration of the 3 alternatives, B and C were eliminated because an acceptable vertical 
alignment did not fit in the limited distances between the flyover and the Theater Entrance 
roadway.  The flyover needed the proper vertical clearance over the Connector and therefore was 
too high at the point where the Connector and the flyover would come together horizontally.  The 
connection point would have to be pushed further toward the theater and then became too close 
to the existing traffic light in addition to taking additional parking from the Mall. Therefore, 
Alternative A is considered to be the only feasible tie-in method.  A variation to Alternative A that 
was considered is a skewed intersection at approximately 120°.  This variation will have little 
impact on the overall cost of the project and will be studied further in the construction plan phase. 

 
G. Construction Phasing 
 
The majority of the project can be built in a single phase since the alignment is through 
undeveloped land.  The complicated section is the tie-in with Mall of Louisiana Blvd.  There is a 
significant amount of excavation in this area and closing a section of Mall of Louisiana Blvd while 
constructing the entire tie-in would be most desirable for construction and budget.  The potential 
route drivers would take to divert around this closure would be through the Mall of LA and 
connecting with the Mall Ring Road.  This path is through a private development (the Mall of LA), 
particularly through a pedestrian-friendly area of the Mall called The Boulevard.  If traffic is 
required to be maintained during construction, two lanes of the Mall of LA Blvd would be closed 
while two-way traffic would occur on the other two lanes.  The next phase of construction would 
require two-way traffic on the newly built lanes, while the other two lanes are completed.  There 
would be a significant elevation difference between the existing two lanes containing traffic and 
the two lanes being constructed.  Therefore, a temporary retaining wall would be required.  Also, 
the transition after the construction zone will cut through the landscaped median of Mall of LA Blvd 
and additional temporary changes to the traffic signal may be required.  All these factors were 
considered when developing a cost associated with sequence of construction in the cost estimate. 

 
H. Rod Laver Avenue Modification 
 
The existing Rod Laver Avenue is one of two roadway connections from the Wimbledon 
Subdivision to Perkins Road.  The other connection is Wimbledon Avenue/Perkins Road which is 
controlled by a traffic signal at the intersection.  The Rod Laver Avenue connection to Perkins 
Road is unsignalized.  The Rod Laver connection to Perkins Road is approximately 200’ southeast 
of the proposed Picardy-Perkins Connector intersection with Perkins Road.  The close proximity of 
the proposed Picardy-Perkins Connector and Rod Laver connections to Perkins Road warrants 
considerable evaluation related to traffic congestion.  This area is complicated by several closely 
spaced business driveways across Perkins Road.  These businesses include Iberia Bank, Baum’s 
Bakery, Appletree Storage, Sonic Drive-In, and a church. 
 
A meeting was held on May 21, 2013, at the LADOTD headquarters to discuss possible access 
management and traffic signal requirements that LADOTD may require for the Picardy-Perkins 
Connector project.  There was a lot of discussion about these issues, but no firm decisions or 
requirements were made. 
 
Four options were developed as part of this study for the Rod Laver Avenue modifications and are 
included in Appendix I.  All four options include the closure of driveway access from Perkins Road 
directly to O’Neill Plaza.  In addition, all four options include a westbound Perkins Road to 
northbound Picardy-Perkins Connector right turn lane.  Option 3 includes a new path through an 
empty lot connecting the Picardy-Perkins Connector and Rod Laver. It was selected as the best 
possible scenario when considering route continuity, access management, and traffic flow.  The 
LADOTD will need to accept or modify this recommendation, since the Picardy-Perkins Connector 
project will need a permit from LADOTD to connect to Perkins Road which is a state highway 
under LADOTD jurisdiction.   
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I. Retaining Walls 
 
Design Criteria 
 
One key to successful completion of this project requires the construction of four (4) mechanically 
stabilized earth (MSE) retaining walls along the Picardy Perkins Connector and Mall of Louisiana 
Boulevard routes.   
 

MSE Wall No. 1 is located approximately 47 ft left of profile grade of Picardy Perkins 
Connector at approximate station 130+30 to approximately 55 ft left of profile grade 
of Picardy Perkins Connector at approximate station 136+14.  MSE Wall No. 1 
utilizes the profile of Picardy Perkins at the front fascia to set top of leveling pad 
elevation.  The top elevation of wall has been determined as 25.5’ MSL for 
prevention of inundation as described below. 
 
MSE Wall No. 2 is located approximately 30 feet right of profile grade of Picardy 
Perkins Connector at approximate station 131+40 to approximately 83 ft right of 
profile grade of Picardy Perkins Connector at approximate station 139+30.  MSE 
Wall No. 2 utilizes the profile of Picardy Perkins at the front fascia to set the top of 
leveling pad elevation.  The top elevation of wall has been determined by the profile 
grade of the multipurpose sidewalk.  
 
MSE Wall No. 3 is located approximately 55 feet left of profile grade of Picardy 
Perkins Connector at approximate station 136+92.50 to approximately 34 ft right of 
profile grade of Mall of Louisiana Boulevard at approximate station 346+00.  MSE 
Wall No. 3 utilizes both profile grades of Picardy Perkins Connector and Mall of 
Louisiana Boulevard at front fascia to set the top of leveling pad elevation.  The top 
elevation of wall while tracking along the Picardy Perkins profile has been 
determined as 25.5’ MSL for prevention of inundation as described below.  The top 
elevation of wall while tracking along the Mall of Louisiana Boulevard has been 
determined by the existing ground profile. 
 
MSE Wall No. 4 is located on the Mall of Louisiana side of Mall of LA Blvd and the 
Picardy Perkins Connector.  It starts at approximate station 346+12 on the Mall of LA 
Blvd alignment and ends at approximate station 140+72 on the Picardy-Perkins 
Connector alignment.  MSE Wall No. 4 utilizes both profile grades of the Connector 
and Mall of Louisiana Boulevard at front fascia to set the top of leveling pad 
elevation.  The top of the wall has been determined by the existing ground profile. 
 

These MSE walls serve multiple purposes as discussed below. 
 
Earth Retention 
 
Because the project consists mainly of constructing the roadway under an existing railroad line, 
the routes will need to be excavated to the proposed grade which allows for vehicular clearance 
under the new railroad bridge structure.  To conserve right of way, MSE walls will be utilized to 
retain the excavated corridor.  The leveling pads of the MSE walls will to need be approximately 
18” to 24” below profile grade at the face of MSE wall.   

Sidewalk Earth Retention 
 
In addition to constructing the roadway under the new railroad bridge structure, a multipurpose 
sidewalk will be constructed to the right of profile grade of Picardy Perkins Connector.  Because 
required clearance above the sidewalk is not as great as that for the roadway, the profile for the 
sidewalk will vary significantly from that of the roadway.  The MSE Wall will be constructed to 
account for this variation.   
 
Prevention of Inundation 
 
In addition, the MSE Wall No. 1 serves to prevent flood waters from inundating the roadway 
underpass.  The top of MSE wall at this location will be 25.5’ MSL which is six (6) inches above 
the flood elevation provided.  To the right of MSE Wall No. 2, prevention of inundation from flood 
waters was decided to be best provided by an earthen berm.  The top of the earthen berm will be 
25.0’ MSL.   
 
The top elevation of wall for MSE Wall No. 3 has been set to 25.5’ MSL to create a pleasing top of 
wall profile along the corridor. 
 
Aesthetics 
 
Due to the proximity of the Mall of Louisiana, Perkins Rowe and the Mall of LA Boulevard I-10 
Interchange, and due to the nature of the standard MSE wall blocks used, the design will include a 
context sensitive solution to provide an aesthetically pleasing fascia. 
 
The MSE wall in this area can be further architecturally enhanced using precast concrete panels 
that are attached to the MSE wall block face, or by using a special pattern of texture coating, to 
create the Client’s desired image or message.  Landscaping in front of the MSE walls will be 
provided and shall conform to specifications set forth by the Client. 
 
MSE Wall Requirements 
 
The design, materials and construction of the MSE walls shall be in strict conformance with the 
latest edition of the Mechanically Stabilized Earth Wall Design Guide published by the Louisiana 
Department of Transportation and Development Pavement and Geotechnical Design Section.  No 
design exceptions will be allowed.  The MSE wall will be constructed utilizing the pre-qualified 
contracting method.   
 
Drainage 
 
Internal drainage of the MSE walls is critical to the longevity of the structures.  Therefore, the 
design of the MSE wall will ensure that proper drainage details as delineated in the Design Guide 
have been provided. 
 
Construction 
 
All MSE Wall construction in addition to the Design Guide shall be in accordance with Louisiana 
Department of Transportation and Develop Standard Specifications for Roads and Bridges. 
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J. Privacy Wall 

 
Since a portion of this project will create a transportation corridor adjacent to a long-established 
residential community, it is deemed appropriate to provide a privacy wall between the corridor and 
the residential area.  The questionnaire provided at the public meeting revealed that 100% of 
residents at the meeting want a privacy wall.  The overwhelming reason was for noise reduction; a 
second reason was for visual privacy. 
 
The privacy wall is proposed to begin at approximate Station 100+50 and end at approximate 
Station 118+00.  The wall is proposed along the east side of the proposed corridor adjacent to the 
Wimbledon Subdivision.  Three photographs of privacy walls in the Baton Rouge area were 
available for viewing at the public meeting, but no comments were received relating to the type of 
privacy wall preferred.  This issue will be studied in greater detail in the final design phase of the 
project. 
 
 

UTILITIES 
 

As an early task of the Project, a review of existing utility information provided by GLP was 
performed.  Also, additional information was obtained from Baton Rouge Water Co. and Entergy 
Gas Division.  The provided utility map information was supplemented by field survey and a Mall 
utility map provided by the consulting engineering firm for the Mall.  As with almost any urban 
roadway project, this project has numerous utility issues.  The area near the railroad underpass 
has numerous possible utility conflicts. 
 
An existing Entergy electrical substation is located south of the Mall and abutting the KCS 
Railroad.  In addition, there are high voltage overhead power lines running along each side of the 
railroad.  The power line on the north side of the railroad is supported by prestressed concrete 
poles.  The power line on the south side of the railroad is supported on galvanized steel poles.  
There is also a power line on the south side of the railroad supported by timber poles.  The 
selection of the alignment location of the Connector considered these electrical lines and missing 
the two larger line support poles.  All of these lines appear to connect to the electrical substation. 
 
Construction of the railroad overpass will be complicated by the power lines parallel to the 
railroad.  The metal poles supporting the high voltage transmission lines are about 25’ from the 
centerline of the existing track.  The power lines are cantilevered toward the railroad track from the 
poles.  This line will probably need to be de-energized during pile driving and possibly during 
girder erection.  De-energizing of these lines will probably be subject to seasonal constraints 
based on peak demands for power usage. 
 
Between Sta. 139+00 to 139+50 of the proposed alignment are existing underground electric 
lines.  These underground lines provide service to most of the Mall facilities.  These lines will need 
to be lowered or relocated because of the lower roadway grade caused by the underpass. 
 
There are also two separate telephone lines at Sta. 137+90 and 138+40.  A single gas line 
crosses at Sta. 141+55. Again, these lines will be relocated or lowered.   
 

Between Sta. 142+20 and 142+50 is a utility corridor consisting of at least two sanitary sewers, a 
water line, and another gas line.  Likewise, these utilities will be relocated or lowered.  Mall 
property sanitary sewer is pumped or flows by gravity to a point on the southeast side of the 
Entergy substation.  A private pump station then lifts sewage into a public force main paralleling 
the north side of the KCS railroad, then flowing southeast.  The EBROSCO Maps showing the 
sewer line and pump stations are found in Appendix J. 
 
In addition to the utility conflicts at the Mall of LA Blvd, there is a power pole next to Perkins Road 
in the intersection with the Connector.  This pole must be relocated. 

 
 

DRAINAGE 
 

A.  Existing Drainage 
 
The project lies within the Wards Creek/Dawson Creek watersheds.  Wards Creek and Dawson 
Creek merge approximately 0.5 miles southeast of the project.  The proposed alignment crosses 
Dawson Creek at approximately station 119+00 on a skew of 40˚.  Dawson Creek curves to the 
north and parallels the alignment roughly 350’ to the east.  The land to the northeast of the creek 
drains to the creek in a variety of ways including sheet flow in some areas.  On the Swaggart 
Ministries property, there is an existing subsurface system that collects a portion of the runoff and 
outfalls close to the proposed bridge.  Further north, there is a swale that deepens gradually as it 
carries the runoff to the creek close to the existing KCS Railroad. The land on the south side of 
Dawson Creek, including Perkins Rowe and Wimbledon Estates, sheet flows north and east to the 
creek.  See the Existing Drainage Maps (sheets E-17 through E-20) for clarification of drainage 
areas and flows. 
 
Large ditches run parallel to the KCS railroad southeastward to Dawson Creek.  Approximately 
one third of the Mall property drains to the southwest and eventually to a 72” pipe which outfalls 
into the large ditch on the north side of the railroad.  The termination of the 72” pipe is just 
northwest of the proposed Picardy-Perkins Connector route.   
 
Bluebonnet Boulevard crosses Dawson Creek about 0.5 miles upstream of the project corridor.  
Similar to this project, Bluebonnet Boulevard also traverses under the KCS railroad.  A pump 
station lifts storm water runoff from the sag profile of the roadway and the pump station outfall is to 
the ditch on the south side of the railroad.  The pumped water then travels along this ditch, 
crossing the proposed alignment and flowing into Dawson Creek. 
 
B.  Proposed Drainage 
 
The proposed drainage system between Perkins and the Backcourt Street intersection is a typical 
enclosed subsurface drainage system consisting of curb inlet catch basins and an underground 
pipe system.   
 
The drainage near the underpass is much more complex.  As previously discussed, there is 
significant runoff quantities being conveyed by the ditches on either side of the railroad.  Since 
these ditches will be severed by the roadway underpass, these drainage corridors will necessarily 
be rerouted.  In order to minimize the cost of the pump station, the amount of runoff into the 
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depression which will be pumped must be minimized.  With that consideration, existing gravity 
drainage is intercepted and rerouted to the greatest extent possible.  See sheets E-21 through E-
24 for the proposed drainage system.   
 
The pipe system currently draining the southwest quadrant of the Mall property is proposed to be 
rerouted to the south side of the KCS railroad.  This concept will require a bore-and-jack of the 72” 
pipe under the railroad.  The existing drainage system serving the Mall of Louisiana Boulevard 
northeast of the end of this project shall be intercepted and rerouted around the Entergy 
substation to the north side railroad ditch south of the Entergy substation.  Finally, the flow in the 
south railroad ditch is diverted southwestward toward the Backcourt Street to Dawson Creek.  
This flow quantity is quite large and will require a concrete box culvert to accommodate the 
anticipated flow quantity.  A more precise quantity will be determined during final design. 
 
In order to eliminate any gravity drainage or backwater from Dawson Creek from flowing into the 
underpass excavation, earthen dams will be constructed to close the railroad ditch flow from 
entering the excavation.  All gravity drainage which is connected to the Dawson Creek outfall 
without passing through the pumping system is subject to flow reversals during a high water event 
on Dawson Creek.  Any catch basin or inlet below the 100 year storm elevation would allow 
Dawson Creek backwater to reverse flow continuously into the underpass excavation.  Obviously, 
if that occurred, the pump station would not pump that amount of water, thus the excavation could 
stay continuously flooded until the Dawson Creek high water event subsided.  In order to avoid 
this scenario, no inlet or catch basin connected to the gravity drainage system near the underpass 
excavation shall be lower than elevation 25’. 
 
C. Bridge Hydraulics 
 
A hydraulic analysis was performed to determine the effects of the proposed bridges on the 
existing water surface profiles in Dawson Creek.  See Appendix K for the hydraulic calculations.  
For this analysis the computer program HEC-RAS was utilized.  Existing cross sections of 
Dawson Creek were imputed into the program along with characteristics and parameters of the 
channel and flood plain.  In total 7 cross sections were used.  The furthest downstream cross 
section is 500 feet downstream of the proposed Backcourt Bridge.  The furthest upstream cross 
section is 320 feet upstream from the proposed Perkins-Picardy Bridge. 
 
Peak flow rates for the Perkins Picardy Connector bridge was taken from the Flood Insurance 
Study produced by the Federal Emergency Management Agency (FEMA) in 2008 and later 
revised in 2012.   “Table 2 Summary of Discharges” gives the discharge rates in Dawson Creek at 
the Bluebonnet Bridge as follows: 
 

10-year event= 2567 cfs 
50-year event= 3450 cfs 
100-year event= 4339 cfs 
500-year event= 5361 cfs  

 
The proposed Perkins Picardy Connector bridge is located about 2000 feet downstream from the 
existing Bluebonnet Bridge; therefore, a 5% increase in discharges were added to the given 
discharges in Table 2.  The discharges used in the HEC-RAS model are as follows: 
 

100-year event= 4556 cfs 
500-year event= 5629 cfs  

 
These same flow rates were used for the proposed Backcourt Bridge as well. 
 
Starting water surface elevations are required for the HEC-RAS analysis.  For this data, the Flood 
Insurance Study was referenced also.  Panel 34P provides water surface elevations for the 100-
year and 500-year events.  The water surface elevations used at the most downstream cross 
section are as follows: 
 

100-year event= 24.5’  
500-year event= 25.5’  
 

The results of the analysis indicate that the proposed bridges will have no significant impact on the 
water surface elevations in Dawson Creek.  The highest 100-year water surface elevation in the 
study area was computed to be 24.6’.  It should be noted that there were several large piles of soil 
material located on the banks of the creek when the topographic survey was taken.  These piles 
contributed to the variation of the water surface profiles through the study area.  Where a pile was 
located at a cross section, the water surface was contained in a smaller flow area, thus increasing 
the height of the water surface.  Where there was no pile, the water surface spread out over a 
larger area thus decreasing the water surface.  
 
Scour Analysis: 
A scour analysis was performed using HEC-RAS as well.  For this analysis only the 500-year 
event was used.  The D50 and D90 particle size was determined through laboratory testing to be 
0.001mm and 0.075mm.  The results of the scour analysis indicate that relatively small depths of 
scour are anticipated, mostly due to the low velocities in the channel as well as the local clayey 
soils present in the project area.  Both bridges resulted in scour depths of less than 7’.  For design 
purposes, a scour depth of 10’ is recommended. 
 
 

PUMP STATION 

The Picardy Perkins Connector road will require an underpass beneath the KCS RR.  Drainage in 
this area requires collection, transmission, and discharge and therefore a Storm Water Pump 
Station.    

A. Hydrologic Analysis 

The design of the Storm Water PS is based upon our hydrologic analysis.  Refer to Appendix L.  

Results of run off and inflow are as follows: 

5 yr. Storm    23.17  cfs 
25 yr. Storm    36.70 cfs 
50 yr. Storm    43.35 cfs (*) 
100 yr. Storm    49.98 cfs 
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In accordance with the Louisiana DOTD Hydraulics Manual Section 10.2, we will use the 50 yr. 
design storm event as the basis for design flow for this facility.  
 
The 50 yr. Storm maximum “Q” flow is 43.35 cfs and is equivalent to 19,455 gpm approximately 
20,000 gpm. 
 
B. Hydraulic Calculations and Selection of Equipment 

Hydraulic calculations were prepared to determine the type, size, and number of pumps and 
electric motors required to meet the project discharge requirements.  Calculations are presented 
in Appendix L.  

Based upon requirements from the LADOTD 2011 Hydraulics Manual (which indicated a backup 
pump may be required), three (3) vertical 24” diameter mixed flow pumps were selected.  

Each pump will provide capacity of 10,000 gpm requiring two (2) pumps to meet the 50 yr. storm 
event design flow of approximately, 20,000 gpm.  

Wet well calculations, as presented in Appendix L, show that a ten foot (10’) diameter structure 
will provide enough volume and storage for a 20 minute cycle time; or 3 starts per hour per pump 
at the maximum inflow.   The volume of surcharged influent storm sewers were included in the wet 
well volume calculations.   

Electric submersible mixed – flow pumps Model SEMF-24 from MWI Corporation were selected 
for their expertise with these types of pumps.  Each pump will have a rated capacity of 10,000 
gpm at 37.5 feet total head.  Each pump will require a minimum of 150 brake-house power. Refer 
to the selected major equipment in Appendix L.  Xylem (Flygt Corp.) and Ebara Pump Corporation 
make similar electric submersible mixed flow pumps of equal quality.   

This facility will not require trash racks or screens.  Large debris and branches etc. will be 
screened out of the station through inlet grating and via the pump intake design.  The pump 
suction bell will have a set of screening bars to prevent debris from entering the pump bowl.  
These bars also help prevent cavitation and break up eddy swirls.  

In many cases liquid level is controlled through old fashioned mercury float switches.  These 
devices can get tangled, are hard to set to the proper elevation and do not produce a 4-20 mA 
signal.  We recommend a transducer or better yet an ultra- sonic water level control device.  
Current ultra-sonic devices monitor and control water levels and start/stop pump(s) with efficiency.   

The station will be provided with a radio telemetry unit (RTU) that is compatible with the City’s 
current SCADA System.  The RTU will provide capability to monitor and control the Station from a 
remote location such as Utility Department main office.   

An emergency power generator with ATS will be required at the site to provide power during 
electric outages.   A built-together diesel fuel tank or a separate fuel tank of substantial size will be 
required to provide genset operation.  Fuel leak detection and monitoring systems are required to 
protect the environment.   

 

C. Site Plan and Construction 

The selected site for the pump station is on the south side of the Connector Road and on the 
southwest side of the RR.  Refer to drawings C-01 and C-02.  

The station will be located behind the retaining wall at a high enough elevation to prevent flood 
waters from damaging the facility.  

The Station main discharge pipe will be a 30” diameter steel pipe. The discharge point will be the 
drainage ditch west of the railroad and south of the Connector Road.  This flows into Dawson 
Creek. 

The station will consist of a 10 foot diameter pre-cast concrete wet well with steel discharge tubes 
rising up above the top slab.  Check valves and isolation valves will discharge across the slab and 
down below the surface.  These will manifold into a 30 inch diameter discharge main.  

Often steel sheet piling is used to construct a temporary coffer dam to install the 10’ diameter wet 
well structure.  Additional flowable fill will be placed around the station to secure and stabilize the 
station from potential buoyant forces. 

 
RAILROAD BRIDGE AND CONSTRUCTION PHASING 

 
A. Design Criteria 
 
The new roadway alignment requires construction of a grade separation railroad bridge in order to 
cross under the existing Kansas City Southern (KCS) Railroad mainline. Early in the study phase, 
a coordination conference call was held with representatives from the KCS Railroad to determine 
minimum acceptable design criteria for the project. The design shall generally conform to the 
AREMA Manual for Railway Engineering (MRE) guidelines. In addition, a summary of the specific 
requirements requested by KCS Railroad is included in Table 1. Project north has been 
established to coincide with railroad north along the KCS Railroad mainline. 
 

Table 1: KCS Railroad Bridge Design Criteria 
Shoofly Design Speed 49 mph 
Main Track Design 
Speed 59 mph 

Minimum double track 
offset 15’ 

Train Traffic 6 - 8 trains per day (currently) 
Bridge Superstructure Concrete ballasted deck 

Bridge Superstructure AASHTO beams preferred over DVB Box 
Beams 

  
B. Temporary Detour (Shoofly) Design 
 
After reviewing options for the shoofly detour alignment on the east and west side of the existing 
mainline, an eastern alignment was selected. This location for the shoofly is the preferred 
alignment for several reasons. First, it eliminates the significant embankment construction that 
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would be required for a western alignment, as the majority of the length of the shoofly is nearly at-
grade with the railroad on the eastern side. Secondly, it eliminates impacts to the transmission line 
that runs along the western side of the railroad mainline.  
 
Another consideration for the shoofly design is the avoidance of impacts to the existing timber 
railroad bridge over Dawson Creek. To reduce environmental (stream) impacts and project cost, 
the shoofly design will avoid this bridge. The shoofly design begins its detour off of the (railroad) 
north end of the timber bridge and provides a 20’ offset (centerline mainline track to centerline 
shoofly) at the south end of the new bridge. The 20’ offset was set in order to allow for 
construction of the new bridge, and specifically, provide a 9.5’ minimum offset from the temporary 
support of the excavation to the centerline of the active railroad track. Impacts to the Mall access 
road will be mitigated by construction of temporary retaining walls. 
 
C. Railroad Bridge Design 
 
The new KCS Railroad Bridge is a 102’ long, two-span bridge featuring TYPE IV AASHTO PCI-
Beams supporting a reinforced concrete ballast trough. The longer span (61’) spans the 
eastbound roadway lanes and the shared use pathway, which will be separated from the roadway 
by a short retaining wall in order to minimize excavation and slopes along the shared use path. 
The superstructure is estimated at 7’-8” deep from top of rail to bottom of beams. At this study 
phase, the substructures are assumed to consist of concrete encased pile bents. The abutment 
bents will be flanked by full depth wings founded on piles. Retaining walls will run to the east and 
west, adjacent to the wings. 
 
One feature of the design is the accommodation of a future second mainline KCS track. Based on 
the recently reconstructed I-10 bridge over KCS Railroad, the future track is assumed to be 
constructed to the east of the existing track. The current intent is to build a single track bridge 
during this project. However, due to the extensive retaining walls that will be required adjacent to 
the abutment wings, and the difficulty with removing a portion of these retaining walls, the 
abutments will be built wide to accommodate the future second track. The pier bent will also be 
built wide. The construction of a second mainline track would involve the minor modification of the 
widened abutment back walls and construction of a second superstructure supported on the 
existing abutment and pier bents. In this manner, no major excavation or embankment work would 
be required in the future. 
 
D. Construction Sequence 
 
With any railroad grade separation project, construction sequencing is critical to the cost, 
schedule, and associated risk. The proposed sequence of construction is illustrated on the bridge 
plans in the appendix and below. A few key design constraints were incorporated into the 
proposed sequence. First, in the absence of a KCS requirement on horizontal offset from support 
of excavation (SOE) and centerline of active railroad track, a Norfolk-Southern Railway 
requirement of 9’-6” was utilized. Based on this requirement, the shoofly alignment was set to 
allow for a 20’ minimum offset at the end of the bridge.  
 
The proposed construction phasing consists of: 
 
  

Stage 1 
1. Construct shoofly track structure and shift train traffic to the shoofly detour. 
2. Install SOE adjacent to shoofly by driving sheet piling (tie-back sheet piling wall 

assumed for illustration purposes). 
3. Begin excavation for bridge construction to bottom of bent cap elevations. Installing 

initial tie-back wall anchors as the excavation progresses. Drive piles for bents and 
wings. 

4. Construct bent concrete caps. Continue excavation around piles, installing pile bracing 
as construction progresses. 

5. Continue excavation to required depth, setting additional tie-back anchors as required. 
6. Place final bent pile bracing, install forms and reinforcing bars, and encase piles in 

concrete to finish substructures. Construct roadway retaining walls on south side of 
railroad alignment (railroad west). 

7. Backfill abutments and wings and construct bridge superstructure. 
 
Stage 2 
1. Install SOE as required to retain embankment beyond bridge ends. 
2. Shift train traffic back to original alignment over the new bridge. 
3. Remove shoofly alignment and continue excavation (including removal of Stage 1 SOE) 

to required limits. 
4. Construct widened abutment, wings and widened pier to accommodate the future 

second track. Construct roadway retaining walls on north side of railroad alignment. 
 
 

DAWSON CREEK BRIDGES 
 

Dual bridges were selected to span Dawson Creek at a 50˚ skew.  Based on the characteristics of 
the creek and adjacent existing ground, a 6-span AASHTO Type II girder bridge was selected with 
span lengths of 60’.  The profile was set such that the low chord of the main spans over the creek 
were above the 100 year high water elevation of 24.5’.  The southbound bridge also carries a 8’ 
wide sidewalk across the creek separated by a PL-2 highway barrier.  The addition of the sidewalk 
accomplishes the goal of creating a fluid, interconnected pedestrian system by providing access 
across the creek to the 10’ wide multi-use path.  The substructure is estimated to consist of 24” 
PPC piles and concrete caps. 
 

 
BACKCOURT STREET BRIDGE 

 
To create an interconnected transportation system that benefits the whole community, it is 
desirable to provide access to the Connector for Wimbledon Estates Subdivision and The 
Dunham School at Backcourt Street.  This connection requires a bridge over Dawson Creek.  A 
two lane 36’-4” wide bridge is proposed which allows for two 12’ lanes with 1’ offset to the barrier 
as well as a 6’-11¾” sidewalk separated by a PL-2 highway barrier.  This sidewalk is an integral 
part of the pedestrian transportation network connecting Wimbledon and adjacent subdivision 
Willow Grove to the multi-use path.  Seven quad beams and a 7½” deck comprise the typical 
section of the superstructure.  Quad beams were chosen to keep structure depth at a minimum.  
24” PPC piles and concrete caps are proposed for the substructure. This bridge will cross at a 90 
degree angle allowing for shorter spans than the mainline bridges.  The bridge is proposed to be 4 
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spans, 40’ each.  The low chord of the main spans is set above the 100 year flood elevation of 
24.5’. 
 
 

PRE-DESIGN OPINION OF PROBABLE CONSTRUCTION COSTS 
 

The following tables itemize the construction costs for the project.  They have been broken into 
Connector and Mall of LA Blvd. Roadway; Bridges on NB and SB Connector; Backcourt Street 
(Including Bridge); KCS Railroad Bridge and Shoofly; Pump Station; Utility Relocation; MSE Walls; 
and a Summary. 
 

 
 

Item Quantity Unit Unit Price Total Price
Clearing and Grubbing LUMP LUMP $36,000 $36,000
Removal of PCC Pavement 7043 SY $10 $70,430
Embankment 36740 CY $20 $734,800
Excavation 67567 CY $5 $337,835
Base Course (10" Thick) (incl. geotextile fabric) 28600 SY $27 $772,200
Portland Cement Concrete Pavement (8" thick) 27700 SY $60 $1,662,000
Storm Drain Pipe (15") 3469 FT $50 $173,450
Storm Drain Pipe (18") 721 FT $60 $43,260
Storm Drain Pipe (24") 104 FT $70 $7,280
Storm Drain Pipe (30") 324 FT $80 $25,920
Storm Drain Pipe (36") 1792 FT $100 $179,200
Storm Drain Pipe (42") 165 FT $130 $21,450
Storm Drain Pipe (60") 48 FT $300 $14,400
Storm Drain Pipe (72") (jack and bore) 122 FT $900 $109,800
Grate Inlet 18 EA $2,500 $45,000
Side Drain Inlet 28 EA $3,800 $106,400
Double Side Drain Inlet 26 EA $4,800 $124,800
7'x7' Box Culvert 952 FT $600 $571,200
Guardrail 300 FT $50 $15,000
6' Concrete Walk (4" thick) 433 SY $50 $21,650
10' Multi-Use Path (4" thick) 4422 SY $50 $221,100
Pavement Markings LUMP LUMP $30,000 $30,000
Privacy Wall (10' Tall) 1350 FT $75 $101,250
Underpass Roadway Lighting LUMP LUMP $10,000 $10,000
Sequence of Construction at Mall of LA Blvd LUMP LUMP $300,000 $300,000
Mobilization LUMP LUMP $300,000 $300,000

Subtotal $6,034,425

Minor Items and Contingency @ 15% $905,160

Total $6,939,585
NOTES:
1. Earthwork based on LIDAR & limited survey; to be recalculated with complete survey

OPINION OF PROBABLE CONSTRUCTION COSTS
Connector and Mall of LA Blvd. Roadway
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Item Quantity Unit Unit Price Total Price
Precast Concrete Piles (16") 2400 FT $100 $240,000
Precast Concrete Piles (24") 4275 FT $150 $641,250
Precast Concrete Test Piles (16") 2 EACH $30,000 $60,000
Precast Concrete Test Piles (24") 2 EACH $35,000 $70,000
Loading Test Piles 1 EACH $10,000 $10,000
Dynamic Monitoring 7 EACH $3,000 $21,000
AASHTO Type II Girders 3213 FT $75 $240,975
Class A Concrete (Bents) 300 CY $700 $210,000
Class AA(M) Concrete (Decks) 613 CY $800 $490,400
Reinforcing Steel 186000 LB $1 $148,800
Strip Seal Joints 267 FT $150 $40,050
Structural Metalwork LUMP LUMP $10,000 $10,000
Concrete Railing (Standard Barrier) 1872 FT $85 $159,120
Concrete Approach Slabs 560 SY $220 $123,200
Rip Rap 1100 SY $55 $60,500
Mobilization LUMP LUMP $180,000 $180,000

Subtotal $2,705,295

Minor Items and Contingency @ 15% $405,790

Total $3,111,085

OPINION OF PROBABLE CONSTRUCTION COSTS
Bridges on NB and SB Connector

Item Quantity Unit Unit Price Total Price
Clearing and Grubbing LUMP LUMP $10,000 $10,000
Removal of PCC Pavement 347 SY $12 $4,164
Embankment 3800 CY $20 $76,000
Base Course (10" Thick) 980 SY $25 $24,500
Portland Cement Concrete Pavement (8" thick) 980 SY $60 $58,800
Precast Concrete Piles (24") 1240 FT $150 $186,000
Precast Concrete Test Piles (24") 1 EACH $35,000 $35,000
Loading Test Piles 1 EACH $10,000 $10,000
Dynamic Monitoring 1 EACH $4,500 $4,500
PCC Quad Beam Girders 1106 FT $70 $77,420
Class A Concrete (Bents) 72 CY $700 $50,400
Class AA(M) Concrete (Decks) 135 CY $800 $108,000
Reinforcing Steel 51800 LB $1 $41,440
Strip Seal Joints 64 FT $150 $9,600
Structural Metalwork LUMP LUMP $8,000 $8,000
Concrete Railing (Standard Barrier) 480 FT $85 $40,800
Concrete Approach Slabs 355.6 SY $250 $88,900
Mobilization LUMP LUMP $60,000 $60,000

Subtotal $893,524

Minor Items and Contingency @ 15% $134,030

Total $1,027,554

OPINION OF PROBABLE CONSTRUCTION COSTS
Backcourt Street (Including Bridge)
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The estimate of probable construction costs of the pump station is $932,000.  However, for all 
practical purposes, we recommend the probable construction cost of $1,000,000.  This is based 
upon construction of the facility at or near same time as roadway construction.  Note this cost 
does not include engineering design and inspections nor permit work.   It also does not include 
power service costs.   

 

 

Item Quantity Unit Unit Price Total Price
Site/Civil
Clearing & Grubbing 2 AC 5,000$       10,000$        
Excavation1 3,186 CY 10$            31,860$        
Subballast 3,043 Tons 25$            76,075$        
Seeding & Mulching 2 AC 5,000$       10,000$        
Drainage & Erosion Control (~20% of Site/Civil) 1 LS 30,000$     30,000$        
Retaining Walls / Shoring 5,250 SF 40$            210,000$      

Site/Civil Subtotal: 367,935$      
Track Construction
Track (136# New Rail, Wood ties, ballast, and OTM) 1,084 TF 200$          216,800$      
Shift Existing Track (x2 - to shoofly & back to 1,460 TF 40$            58,400$        
Mainline Track Remove (200' for Bridge Const.) 1 EA 10,000$     10,000$        
Mainline Track Replace 1 EA 20,000$     20,000$        
Railroad Signal (by KCS) 1 LS -$             

Trackwork Subtotal: 305,200$      
Bridge

Structure Excavation 240 CY $35 $8,400
HP14x89 Steel Piles 5150 LF $60 $309,000
Class A Concrete 745 CY $750 $558,750
Class AA Concrete 80 CY $625 $50,000
Steel Reinforcement 111200 LB $0.75 $83,400
Steel Reinforcement (Epoxy Ctd) 19500 LB $1.00 $19,500
AASHTO Type IV I-Beams 392 LF $220 $86,240
Ballast Trough Drainage System 250 LF $35 $8,750
Railing 204 LF $100 $20,400
SOE (Temp Shoring Wall) 7300 SF $50 $365,000

Bridge Subtotal: 1,509,440$   

Subtotal: 2,182,575$   
Contingency @ 25% 545,644$      

Grand Total: 2,728,219$   

NOTES:
1. Earthwork based on GIS contours & rough grading concept; to be recalculated with survey
2. Bridge unit costs based on LADOTD weighted average unit costs dated 10-04-2013

OPINION OF PROBABLE CONSTRUCTION COSTS
KCS Railroad Bridge & Shoofly 

Item Quantity Unit Unit Price Total Price
Mobilization/Demob. 1 LS $20,000 $20,000
General Requirements 1 LS $15,000 $15,000
Insurance & Indemnification 1 LS $8,000 $8,000
Record Documentation 1 LS $2,000 $2,000
Payment/Perf Bonds 1 LS $7,000 $7,000
Test Soil Borings 2 EA $2,000 $4,000
10' Wet Well & Accessories 1 LS $130,000 $130,000
24" Subm Pump & Accessory 2 EA $95,000 $190,000
32" Discharge Can 2 EA $45,000 $90,000
Main Disconn & Control Panel 1 LS $45,000 $45,000
Starters Panel 1 LS $30,000 $30,000
GenSet & ATS 1 LS $150,000 $150,000
24" Check Valves 2 EA $18,000 $36,000
24" Isolation Valves 3 EA $18,000 $54,000
30" Steel Discharge Pipe 250 LF $110 $27,500
RTU Panel/Antenna 1 EA $14,000 $14,000
SCADA Programming 1 LS $10,000 $10,000
Concrete End Wall 1 LS $9,000 $9,000
SiteWork Conc Slab & Fence 1 LS $8,500 $8,500
Contingency Items 7.5% 1 LS $75,000 $75,000
Startups, Testing, Training 1 LS $4,500 $4,500
Commissioning 1 LS $2,500 $2,500
TOTAL $932,000

[1] Electrical power service costs not included.  

OPINION OF PROBABLE CONSTRUCTION COSTS
Pump Station
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An estimate of utility relocation costs was provided by GLP. 
 

 
 

 
 

RIGHT OF WAY SERVITUDES 
 

The path of the Picardy-Perkins Connector passes through 5 separate pieces of private property.  
The 5 properties were determined to be the following: Citizen’s Bank abutting Perkins Road, 
Perkins Rowe (now or formerly) from Perkins Road to Dawson Creek, Swaggart Ministries from 
Dawson Creek to the KCS Railroad right of way, the Mall of Louisiana by Mall of Louisiana Blvd, 
and an unidentified property owner of a lot on Rod Laver Ave.  The last piece of property is 
traversed by a segment of roadway connecting Rod Laver to the Picardy-Perkins Connector. 
 
The necessary right of way was determined by establishing the limits of cut and fill for the project 
and then allowing for an average 10’ offset.  The right of way is narrowest where the Connector 
meets Perkins Road.  There is an 80’ opening between the Citizen’s Bank parking lot and the 
property line/fence of O’Neill Plaza.  There is almost no offset between the limits of cut and fill and 
right of way in that area.  The right of way is at its widest (190’) on the Swaggart Ministries 
property where the earthen berm was selected to prevent inundation.  A right of way width of 105’ 
was selected for the main bridge to allow for construction vehicles to work within the right of way.  
The Backcourt Street Connector right of way was set at 105’.  The following acreages are an 
estimate of the required right of way to build the road:  Citizen’s Bank: 0.28 Ac., Perkins Rowe: 
4.62 Ac., Swaggart Ministries: 6.82 Ac., Mall of LA: 1.26 Ac., Rod Laver Ave. Lot: 0.17 Ac. 
 
 

RECOMMENDATIONS 
 

The Picardy Perkins Connector is a project that should benefit the Bluebonnet Perkins region of 
south Baton Rouge by providing an alternate route to the interstate and improving vehicular and 
pedestrian connectivity between residential and commercial developments in the area.  In an 
effort to promote this positive connectivity, the Backcourt Street connection to Wimbledon Estates 
Subdivision is recommended.  This connection would also provide another route to The Dunham 
School.  Maureen Connolly will be a right in/right out connection.  A left turn will be allowed from 
the Connector onto Maureen Connolly, but no left turns onto the Connector will be allowed due to 
the narrow median at this location.  The recommendation for Rod Laver Avenue is Option 3 shown 

Description Quantity Unit Unit Price Total Price
Mechanically Stabilized Earth Wall (MSEW), Wall #1 8,706 SF $23.00 200,238$       
MSEW, Structural Excavation & Backfill, Wall #1 LUMP LUMP $44,500.00 44,500$         
Mechanically Stabilized Earth Wall (MSEW), Wall #2 6,974 SF $23.00 160,402$       
MSEW, Structural Excavation & Backfill, Wall #2 LUMP LUMP $21,200.00 21,200$         
Mechanically Stabilized Earth Wall (MSEW), Wall #3 6,114 SF $23.00 140,622$       
MSEW, Structural Excavation & Backfill, Wall #3 LUMP LUMP $32,300.00 32,300$         
Mechanically Stabilized Earth Wall (MSEW), Wall #4 5,856 SF $23.00 134,688$       
MSEW, Structural Excavation & Backfill, Wall #4 LUMP LUMP $30,000.00 30,000$         

Subtotal: 763,950$       

Contingency @ 25% 190,988$       

Total: 954,938$       

NOTES:
1. Earthwork based on GIS contours & rough grading concept; to be recalculated with survey
2. Unit costs based on LADOTD weighted average unit costs dated 10-04-2013

OPINION OF PROBABLE CONSTRUCTION COSTS
MSE Walls

Item Quantity Units Unit Price Total Price
AT&T LUMP LUMP $50,000 $50,000
Entergy Electric Distribution LUMP LUMP $75,000 $75,000
Entergy Electric Transmission LUMP LUMP $1,000,000 $1,000,000
Entergy Gas LUMP LUMP $30,000 $30,000
Sewer (Manhole/ARV Adjustments) LUMP LUMP $2,500 $2,500
Mall of Louisiana Water LUMP LUMP $50,000 $50,000

Total $1,207,500

OPINION OF PROBABLE CONSTRUCTION COSTS
Utility Relocation

Item Total Price
Roadway Construction $6,939,585
Connector Bridges $3,111,085
Backcourt Street (Including Bridge) $1,027,554
Railroad and Shoofly Construction $2,728,219
Pump Station $1,000,000
Retaining Walls $954,938
Utility Relocation $1,207,500
Traffic Signals not included
Right of Way (13.15 Ac.) not included

$16,968,881

OPINION OF PROBABLE CONSTRUCTION COSTS
Summary
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in Appendix I.  A privacy wall is recommended to shield the existing Wimbledon Estates residents 
from the new 4 lane roadway.  A barrier is recommended along the distance of the O’Neal Plaza 
Building to shield the existing daycare. 
 
A t-intersection with turn lanes is recommended at the Mall of Louisiana Blvd intersection, with 
retaining walls to reduce right of way requirements.  Additional improvements to the surrounding 
existing intersections are also recommended.  See Appendix C and Urban Systems Traffic Report 
for details.  
 
Determining factors such as the overall cost, significant right of way requirements, and complexity 
of the Picardy-Perkins Connector Project could influence how the project is constructed.  This 
project is one that could be constructed in Phases.  The public could benefit from improvements 
made to just the southern portion of the project before the bridge over Dawson Creek is completed 
and open to traffic.   The first Phase of the project could include the new roadway from Perkins 
Road to Park Rowe Avenue.  An intersection with Park Rowe Avenue would be constructed to 
provide additional access to the Perkins Rowe Development.   It is anticipated that signalization of 
the new connection at Perkins Road may not be required under Phase I construction as 
eastbound access could be provided by the existing Perkins Road 5-Lane section.  
Phase II of the project could complete the roadway and bridge construction to Mall of Louisiana 
Boulevard, and include the relocation of the signal from Grand Avenue to the new roadway.   
Additional turn lanes on Perkins Road along with access management improvements could be 
finalized during the next phase as this segment of Perkins Road is planned to be studied in an 
upcoming Environmental Assessment. 
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MALL OF LOUISIANA
PARKING LOT

PIPE CHART
LINE NO. PIPE SIZE Q (cfs)

302 15" 0.920
304 15" 2.730
306 15" 1.000
308 15" 1.620
310 15" 0.540
312 15" 2.410
314 15" 3.040
316 15" 6.700
318 15" 1.910
320 18" 9.260

STRUCTURE CHART

STRUCTURE NO. AREA (ACRE) RUNOFF COEFF.
301 0.120 0.95
303 0.250 0.95
305 0.130 0.95
307 0.090 0.95
309 0.070 0.95
311 0.050 0.95
313 0.100 0.95
315 0.170 0.95
317 0.250 0.95
319 0.140 0.95
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